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l Aviation provides significant benefits to the economy, and as the high growth
markets continue to power ahead, flying will become even more important.
nearly two thirds of IoD members think that direct flights to the high growth
countries will be important to their own business over the next decade. 

l Aviation is bad for the global and local environment, but quieter and cleaner
aircraft and improved operational and ground procedures can allow aviation to
grow in a sustainable way.

l The UK faces four related crunches – hub capacity now; overall capacity in the
South East by 2030; excessive taxation; and an unwelcoming visa and border 
   set-up – reducing the UK’s connectivity and making it more difficult and more
expensive to get here. 

l This report sets out a holistic aviation plan, with 25 recommendations to
address six key areas: 

− Making the best use of existing capacity in the short term;

− Making decisions about where new runways should be built as soon as 
possible, so they can open in the medium term;

− Ensuring good surface access and integration with the wider transport network,
in particular planning rail services together with airport capacity, not separately;

− Dealing with noise and other local environment impacts;

− Not raising taxes any further ;

− Improving the visa regime and operations at the UK border.

NB: All figures in the executive summary are referenced in full in the appropriate section of
the main body of the report    .

Executive summary
“A holistic plan is
needed to improve
aviation in the UK.”
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GRowInG AVIATIon SUSTAInABlY

Aviation is great for the economy, but bad for the environment.  In these times we need
all the economic growth we can get, but we also need to preserve our natural world.
Fortunately, technological and operational improvements allow aviation to grow in a 
sustainable way.

ThE EcoNoMy

l Aviation contributes £50 billion to UK GDp.  In addition, there are an estimated
£21 billion in “catalytic” benefits from tourism.

l The aviation industry supports 921,000 jobs, with a further 519,000 people
employed through the catalytic (tourism) effects of aviation.

l The aviation sector contributes nearly £8 billion in tax.  A further £5.9 billion is
raised via the aviation sector’s supply chain and £4.3 billion through taxation of
the activities supported by the spending of employees of both the aviation
sector and its supply chain.

l Air transport supports trade, with 35 million business passengers passing through
UK airports every year and 30% of all UK exports by value transported by air.
The aviation industry handles 55% of the UK’s exports, by value, of manufactured
goods to countries outside the EU, a point that the EU has now conceded..  

l According to the 2006 Eddington Transport Study, “each day there are 72,000
international air business passenger journeys made to and from the UK
(compared to 60,000 long-distance domestic business trips)”.

l The UK and world economies are shifting, and both trends mean that aviation will be
increasingly important.  Knowledge-based services and high tech manufacturing have
both become more important to the UK economy – and these areas of the economy
rely more on air services than others.  The high growth markets are also accounting
for an increasing share of global GDp and UK trade, at the same time as the EU is
accounting for a smaller share – direct long-haul flights to a range of new
destinations, primarily in Asia, are therefore vital. 

l As communications technology continues to develop at a rapid rate, high
definition video conferencing will grow in use and importance.  But video
conferencing is no substitute for tourism, and for many business transactions,
face-to-face contact will continue to be essential.  personal relationships are, if
anything, even more important in the high growth economies of Asia.  Both
video conferencing and flying will grow over the coming years. 

“Direct long-haul
flights to a range 
of new destinations
are vital.”



“UK aviation demand
can increase by 75%-
125% without CO2

emissions increasing,
while the noise
footprints of airports
are shrinking.”

U
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ThE gloBAl ENvIroNMENT

l According to the Committee on Climate Change, with reasonable fuel efficiency
improvements and a gradual uptake of sustainable biofuels, UK aviation demand
can increase by 75%-125% on its 2010 amount, without Co2 emissions
increasing beyond their 2005 levels.

l operational measures can also make a large difference.  Continuous descent
approaches (CDAs) and continuous climb departures (CCDs) can reduce Co2

emissions at these stages of the flight.  Trials show that making every stage of the
flight as efficient as possible (the fuel optimum profile or “perfect flight”) can
reduce Co2 emissions by 10%.

l Improved ground procedures can also reduce Co2 emissions.  A Boeing 747 can
consume a tonne of fuel and emit several tonnes of Co2 during an average 17
minute taxi to take off.  But towing the aircraft with a tug would use just 20-30
litres of fuel.  And electric tugs are also on the horizon.

l Including emissions from international aviation in the EU ETS was a
development that the IoD opposed.  In the absence of a global agreement, it
could easily lead to an aviation trade war, a point that the EU has now
conceded.  having said that, the EU ETS offers another way for the aviation
industry to expand.  The logic of the ETS is that carbon emissions are lowered in
the most cost-effective way.  Carbon emissions from aviation can be reduced,
but if aviation isn’t the most cost-effective area to cut emissions, then the
industry can pay for reduction elsewhere.  It’s the emissions cap that is
important, not its composition.  

ThE locAl ENvIroNMENT

While aircraft noise is a significant concern, the noise footprint of airports is tending to
shrink rather than grow, as airline fleets become progressively quieter : 

l In 1980, there were 944,000 people living in the 57 decibel noise contour
around heathrow.  By 2010, that number had fallen by three quarters to
228,700.  over the same period, the number of flights rose from 273,000 to
449,000 a year.

l Between 2000 and 2010, the number of people affected by noise levels of 57dB
or above at Stansted airport fell by three quarters – from 5,700 to 1,400 – even
as the number of flights remained at roughly the same level.

l The noise footprint of the new Boeing 787 Dreamliner is 60% smaller than
other similarly sized aeroplanes, while the Airbus A380 produces three to four
times less noise on landing than other large aircraft.

l Increasing the use of CCDs and CDAs, and reducing approach speeds before
landing, can also contribute to lower noise levels.  Steeper descents could also
help to cut noise, as aircraft would be higher when they pass over people’s homes.  

It’s not just noise.  Air quality also matters:

l The new Bombardier CSeries aircraft will emit up to 50% less nox than
current aircraft of a similar size, while successive generations of Rolls Royce
Trent engines are becoming ever cleaner.  

l In addition to reducing Co2 emissions and noise, many of the operational
improvements outlined above, including towing aircraft to and from the runway,
will also result in improvements in air quality.  

l The impact of road access to airports, both on carbon emissions and on local
air quality, will fall over time, as car engines become cleaner and as the uptake of
electric cars gradually increases.  



FINDINg A BAlANcE

l UK aviation contributes around £50 billion to GDp, Air passenger Duty raises
£2.6 billion, but at the current carbon price, UK aviation’s Co2 emissions only
cost around £250 million.  

ThE FoUR CRUnChES

The UK has always been an open trading nation, and we increasingly rely on aviation
to take our goods and people to the world and to bring the world to our shores.
Unfortunately, as a country, we are beginning to close up, making it a little harder to
get here.  As global trade, tourism and aviation continue to grow rapidly, the UK is
beginning to allow itself to be squeezed, and in four related ways.  

ThE SoUTh EAST cApAcITy crUNch

The projections in this section quote from the Department for Transport’s (DfT’s)
2011 unconstrained demand forecasts.  We have used the unconstrained forecasts as
they give us the best picture of likely demand.  It is also worth noting that forecasts are
liable to be wide of the mark – the DfT’s 2000 forecasts overestimated demand
growth – but they nevertheless give us a useful insight.  

overall, the UK has plenty of capacity:

l Currently, UK airports have the capacity to handle 372 million passengers a year.
In 2010, 211 million passengers passed through UK airports.  

l Using the current set of runways to the maximum, which may include
constructing new or extended terminal buildings, lifting planning restrictions and
making other improvements, UK airports will have the capacity to handle 540
million passengers a year.  By 2050, 520 million passengers will be using UK
airports.  

The real issue is where that capacity is located.  The DfT forecasts show that the South
East will need new runway capacity by 2030, but no airports outside the South East
will need new runways before 2040:

l The five london airports – heathrow, Gatwick, Stansted, luton and City – are
currently able to handle 181 million passengers a year.  In 2010, 126 million
passengers used these five airports.  

l Using the current set of runways at these five airports to the maximum, which
principally involves improvements to luton airport, 188 million passengers could
pass through them.  By 2030, the DfT forecasts that 204 million passengers will
want to fly from these airports.  By 2050, demand is set to grow to 294 million.

l In the South East, demand at heathrow and Gatwick will shortly outstrip
capacity.  

l By contrast, the other UK airports currently have the capacity to handle 191
million passengers a year, a figure that could rise to 352 million if all runways
were used to the maximum.  But demand is far lower.  In 2010, demand was 85
million, a figure which is forecast to rise to 141 million in 2030 and 226 million
in 2050.  

l All of the individual airports outside of the South East have plenty of spare
capacity.  no airport outside of london will need a new runway before 2040.

Flying into the Future
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“The South East will
need new runway
capacity by 2030, 
but no airports outside
the South East will
need new runways
before 2040.”
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ThE hUB cApAcITy crUNch

The UK’s hub capacity is already constrained.  heathrow is by far the UK’s largest
airport and its only hub airport, but it is already full:

l In 2011 heathrow handled 69 million passengers, 32% of all UK passenger
traffic, more than twice as many passengers as the next largest airport, Gatwick,
and more passengers than the other four london airports combined. 

l heathrow handled more passengers than the nine largest airports outside of
london combined (Manchester, Edinburgh, Birmingham, Glasgow, Bristol,
liverpool, newcastle, East Midlands, and Belfast International).  

l In 2011, heathrow handled 1.5 million tonnes of freight, 65% of the total for UK
airports.  no other UK airport handled more than 300,000 tonnes of freight.  

l In 2010, 36% of heathrow’s passengers were transferring onto other flights.  of
these, 88% were transferring onto international flights.  

l no other UK airport comes close to this proportion of transfer passengers.  At
Gatwick, the airport with the second highest proportion of transfer passengers,
only 8% were connecting in 2010.  

l heathrow’s terminals may be able to accommodate more passengers, but the
airport has a regulated limit of 480,000 Air Traffic Movements (ATMs) a year, and
in 2011, ATMs reached 476,000.  Under existing arrangements, heathrow has no
more room.  no forecasts are necessary.  

ThE TAx crUNch

l Since its introduction in 1994, Air passenger Duty (ApD) has risen from £5
within Europe and £10 outside of Europe, to between £13 and £184, depending
on the distance and class of travel.  In 2011-12, ApD raised £2.6 billion, a three-
fold increase on a decade ago and a seven-fold increase on 1995-96, the first full
year of receipts.  The UK now levies the highest taxes on flying in the world.  

l According to the world Economic Forum, the UK is ranked 134th worst out of
139 countries on air ticket taxes and airport charges.

l only six of the 27 EU member countries apply ApD.  Several countries, including
Ireland, the netherlands and Denmark, have recently reduced or abolished ApD.  

l ApD is levied at a much higher rate than the environmental costs of flying would
suggest.  At the 2007 rates of ApD, aviation covered its climate change costs
with around £100 million to spare.  Since 2007, ApD rates have risen
substantially.  At current levels for carbon credits, Air passenger Duty could
more than offset the entire emissions of the global air transport industry.  

l In addition to ApD, aviation within the EU is now included within the ETS, which
will increase charges still further. 

ThE vISA AND BorDEr crUNch

l Since 2010, the UK has tightened up the visa regime for long-term economic
migrants and restricted the ability of non-EEA students to work in this country
after finishing their course.  

l At the same time, the UK has also made it more difficult and time-consuming to
visit, both for tourism and for business.  The UK visitor visa application process
is longer and more expensive than the Schengen process, costing around 50%
more and with a form with twice as many questions.  It can take up to 12 weeks
to process a UK visitor visa application.  

Infrastructure for Business 2012  #4
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l Border queues have also at times been embarrassingly long.  Maximum queuing
times have regularly been over two hours.  Targets to ensure that at least 95% of
non-EEA arrivals wait for a maximum of 45 minutes were regularly missed at
heathrow before the olympics, and it will be a challenge to maintain the
excellent performance that was seen during the Games.  

l other countries, including Canada, Australia and the US, are improving their
immigration systems while still protecting their borders.  

Why ThEy MATTEr

These four crunches matter immensely to the UK economy, for a number of reasons.
First, in the future, aviation will become increasingly important to the economy:

l The world is becoming an increasingly urban place.  over the next 40 years, urban
areas are set to grow by more than 2.5 billion people, a 75% increase.  In China and
India alone, cities are expected to grow by 800 million people by 2050. 

l Global cities and mega regions centred on a key conurbation will become more
important economically.  Their success will partly depend on excellent
transportation links to other global cities.  Currently, cities such as london and
new York are in the lead, but there is no guarantee they will remain there.

l At the same time, the world economy is shifting rapidly towards the high growth
markets.  Trade with Asia and latin America will become increasingly important.
By 2050, Goldman Sachs estimates that the BRIC countries will account for
nearly 40% of world GDp and emerging markets overall over 70%.  According to
a recent Citigroup report, in 2010, China accounted for 9.5% of world trade.  By
2030, that figure is expected to increase to 17.4%.  By 2050, China, India and
Indonesia combined are expected to account for 30% of world trade.

l The UK trades about twenty times as much with high growth countries with
daily (or better) direct flight connections as it does with countries with poor
connectivity.  A similar pattern holds for investment.  And it is not just the trade
that causes the flights.  A recent survey of business leaders in five high growth
countries – Brazil, China, India, South Korea and Mexico – found that 92% say
that direct flights are important to their inward investment decisions.  

Second, there is no doubt that good point-to-point airports are vital, and direct routes
from the UK’s manufacturing heartlands to china’s growing metropolises would
provide an important economic boost.  But the UK already has numerous point-to-
point airports.  By contrast, it only has one hub airport, which is already full:

l hub airports really do matter.  The key reason for this is that a range of routes
and a high frequency of services are only made viable by the transfer passengers
connecting through a hub airport.  And global businesses will want to locate in
cities that are well connected, both in range of destinations and frequency of
flights, even if they have to pay a premium in office rent and salaries to do so.  

l  The importance of transfer passengers to sustaining routes at heathrow is
illustrated by the fact that in 2010 there were 39 routes at heathrow on which
more than 50% of passengers were transferring, and a further 92 routes on
which more than 25% of passengers were transferring.

Third, heathrow’s lack of spare capacity is already leading to a number of difficulties:

l  The most obvious operational problem is that, in busy periods, planes regularly
circle for half an hour before being allocated a landing slot, leading to delays and
extra emissions.  Similarly, there are regular queues of planes waiting to take off.  

l     The number of destinations served by heathrow has fallen from 227 in 1990 to
180 today.  By contrast, Amsterdam’s Schiphol airport serves 313 destinations,
and both Frankfurt and paris Charles de Gaulle serve more than 250.  

Flying into the Future



“There are daily direct
flights from Heathrow
to 26 cities in the 
US and Canada, but
only three cities in
South America.”
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l This is particularly true for the high growth destinations.  heathrow maintains
excellent connections to established markets such as north America, but
destinations in Asia and latin America are far better served by continental hubs.
There are daily direct flights from heathrow to 26 cities in the US and Canada,
but only three cities in South America.  heathrow’s market share of leading
European airports serving mainland China (i.e. excluding hong Kong) is 11%,
compared with 18% for paris, 17% for Frankfurt and 14% for Amsterdam.

l There are 25 high growth destinations with daily flights from other European
hubs, and 13 more with at least a weekly connection, that are not well served
from heathrow.

l For many UK regions, the most important hub airport is now Amsterdam rather
than heathrow.  Since 1990, the number of British regional airports with flights
to heathrow has fallen from 21 to 6.  Three times as many regional airports –
18 – have direct links to Amsterdam.  

Fourth, exorbitant levels of Air passenger Duty are also having a negative impact: 

l ApD was one of the main reasons cited by the CEo of Air Asia X for pulling out
of the UK earlier this year.

l The netherlands’ short-lived experiment with ApD was particularly revealing.
The tax generated €300 million but was estimated to have caused a loss of €1.3
billion to the broader Dutch economy.

l high ApD rates are also damaging regional airports.  For example, passengers
flying out of newcastle this year are expected to pay a total of £49 million in
ApD, almost as much as the airport’s turnover last year of £52 million.  

l ApD is also encouraging passengers to alter behaviour.  passengers are
increasingly flying long-haul via Amsterdam, using two separate tickets, to avoid
long-haul ApD.  

Fifth, the UK is not benefitting as much as it could be from the growth in tourism and
higher education:

l In 2011, £18 billion was spent by overseas residents visiting the UK.  of this
total, just £318 million was spent by Indian visitors, £302 million by Brazilian
visitors and £259 million by Chinese visitors (excluding hong Kong).  But the
opportunity is vast.  Chinese visitors (excluding hong Kong) spent an average of
nearly £1,500 per visit, nearly three times the average for all visitors.  

l In 2010, France received 907,000 Chinese visitors, Germany 511,000 and the
UK just 109,000.

l The UK remains the second most popular location for international students,
but it lost market share between 2000 and 2009.  

ThE BUSInESS VIEw oF AIRpoRT CApACITY

In May 2012, the IoD polled 1,076 of its members across the UK to find out what they
thought about airport capacity.  

hoW IoD MEMBErS TrAvEl oN BUSINESS

l Unsurprisingly, IoD members use a large number of UK airports for business
flights.  Their local airports are heavily used, but for most regions, heathrow is
still the most frequented airport.  



“In 2010, France
received 907,000
Chinese visitors,
Germany 511,000
and the UK just
109,000.”
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l Most IoD members travel to the airport that they use most frequently for
business flights by car (70%) and taxi (31%).  Smaller proportions travel by rail
(18%) and underground/metro (9%).  only 5% travel by bus or coach.  

l These findings are fairly consistent across the regions, with the exception of
london.  In london, 48% travel by taxi, 43% by car, 37% by rail and 24% by
underground.  The importance of road access for businesses, even in london, is
worth bearing in mind when thinking about surface access strategies.  

l IoD members are as likely to fly indirect to European destinations via
Amsterdam (7%) as heathrow (7%).  In some regions, IoD members are
significantly more likely to fly to Europe via Amsterdam:

− In the North East, 42% connect via Amsterdam and 11% via heathrow;

− In Scotland, 24% fly via Amsterdam and 22% via heathrow;

− In yorkshire, 20% connect via Amsterdam and 6% via heathrow;

− In the North West, 11% fly via Amsterdam and just 1% via heathrow.  

l For destinations outside Europe, IoD members are more likely to fly via
heathrow, but Amsterdam is still the main hub airport in the north East, where
26% fly via Schiphol and 21% via heathrow.  To some extent, the UK has
outsourced its hub airport.  

roUTES AND cApAcITy

l over a third of IoD members (37%) say that direct flights from the UK to
emerging markets are important to their business at present, compared with
35% who say they are not important.  

l nearly two thirds of IoD members (63%) say that direct flights from the UK to
emerging markets are likely to be important to their business in the next decade,
compared to just 20% who think they will remain unimportant.  The high growth
markets are set to become far more important to IoD members over the next
decade, underlining the importance of developing new routes from the UK.

l Almost six in ten (59%) agree that a lack of spare capacity at heathrow has a
damaging effect on inward investment to the UK, compared to just 17% who
disagree.  In all regions of the UK, more IoD members agree than disagree with
this statement.  

poSSIBlE cApAcITy SolUTIoNS

l In all regions, there is strong support for the construction of at least one new
runway somewhere in the UK.  overall, 79% of IoD members express support,
compared to just 7% expressing opposition.  

l Asked individually, members support a wide range of options to increase 
airport capacity:

− 58% support a third runway at heathrow;

− 58% support a major expansion of one or more airports outside of london
and the South East;

− 56% support the construction of a high-speed rail link between heathrow
and gatwick to create a ‘virtual hub’ airport, known as “heathwick”;

− 54% support a second runway at gatwick;

− 43% support the construction of a new hub airport in the Thames estuary or
North Kent;

− 38% support a second runway at Stansted.
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l  If a new hub airport in the Thames estuary or north Kent required the closure
of heathrow to be viable, only 24% of IoD members would support it, with 
45% opposed.  

l when asked to pick just onE of the above options, the two most popular are:

− A third runway at heathrow – 27%;

− A major expansion of one or more airports outside of london and the
South East – 21%.

l  Regionally, members naturally tend to choose expansion of their nearest airport,
but not in all cases:

− In Northern Ireland, london and the South, a third runway at heathrow is
the preferred option;

− In Scotland, Wales, the South West, East Midlands, East of England, West
Midlands and the North East, a third runway at heathrow is the second most
popular option;

− only in the North West and yorkshire is a third runway at heathrow not the
first or second choice.  

A lonG-TERM plAn FoR GRowTh

The IoD does not claim any unique expertise, but this section lays out our own
considerations for a holistic aviation plan, together with 25 recommendations.

A holISTIc plAN

The first consideration is that many of the proposals that have been made this time
around have been made before, including development of heathrow, Stansted and
Birmingham and a new hub airport in the Thames Estuary or North Kent:

l  The last 50 years of aviation policy in the UK can fairly be described as a
timeline of indecision, as other countries have expanded their hub airports.  

l  The 2003 Future of Air Transport white paper was particularly comprehensive,
recommending a third runway at heathrow and a second runway at Stansted,
with land safeguarded for a possible second runway at Gatwick after 2019.
other new South East capacity suggestions were not supported.  

l  The white paper failed to ensure that additional runways were constructed.
nine years after its publication, we are effectively back to square one, with the
notable exception being that Gatwick and, shortly, Stansted have new owners,
offering the prospect of genuine competition between london’s main airports.  

The second consideration is that the main role for government is not a financial one,
with the exception of improved surface access to airports:

l  outside of london, the planning system has not prevented new runways or
runway extensions from being built, but in the South East, no local council
supports a new runway at their local airport, or the construction of a new
airport.  

l  Central government’s main role is to overcome planning obstacles by making a
firm decision about where new capacity should go.  

“Nearly two thirds 
of IoD members say
that direct flights to
emerging markets are
likely to be important
to their business in the
next decade.”



“An aviation plan
needs to look at
making best use of
existing capacity, as
well as new capacity.”
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The third consideration is that a single solution is not enough, for five reasons:

l  First, most options, on their own, fail to provide enough extra capacity to meet
the forecast increase in demand.  

l  Second, it will be at least a decade, and given that the Davies Commission will not
conclude until 2015, probably closer to 15 years, before any new runway can be
opened.  A number of solutions are therefore needed to address immediate pressures. 

l  Third, airport capacity should be planned with the wider transport network in
mind.  Similarly, parts of the wider transport network should be planned with
airports in mind.  

l  Fourth, it is no use having a shining new airport if it takes two hours to pass
through passport control, or three months to get a UK visa in the first place, or
if demand for flying is reduced through punitive levels of taxation.  

l  Fifth, noise is the biggest factor preventing new runways from being constructed.
Any new runways need to be accompanied by plans to moderate noise and
other local environmental impacts.  

The latter four points are self-explanatory, but the first point needs further elaboration:

l  According to the DfT forecasts, london and the South East will have a capacity
shortfall of 16 million in 2030 and 57 million in 2040.  hub capacity will account
for almost the entire shortfall – the DfT forecasts show that heathrow will have
a capacity shortfall of 29 million in 2030 and 54 million in 2040.  

l  only a new hub airport or a four runway heathrow are sufficient to meet the
shortfall.  other solutions are insufficient on their own.  A combination of a
third runway at heathrow and a second runway at Gatwick or Stansted would
be sufficient to meet the overall capacity shortfall, but may not provide enough
additional hub capacity.  

The three considerations described above illustrate how a holistic approach is
necessary to overcome previous failures to get new runways built, to ensure
integration with the wider transport network and to ensure smoother journeys to and
from the UK.  This approach should cover six areas:

l  Making best use of existing capacity in the short term;

l  Making decisions about where increased capacity should go in the short term,
so that new runways can open in the medium term; 

l  Surface access and integration with the wider transport network;

l  noise and other environmental mitigation measures;

l  Taxation;

l  Visas and borders.
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The sections below set out 25 recommendations.  

MAKINg BEST USE oF ExISTINg cApAcITy

It is unlikely that any new runways will open within the next 10 years.  The need for
short-term measures to make the best use of existing capacity is paramount.  

1. continue with operational freedoms at heathrow, but do not introduce mixed-mode

l  operational freedoms can reduce delays, limit stacking and help heathrow to
recover from disruption.  They do not allow an increase in night flights or flights
overall, and can only be used when certain triggers are met.  

l  Mixed-mode, however, should not be introduced.  It would deliver a small
increase in capacity for a large increase in noise, and the planning process would
take almost as long as for a third runway.  

2. reduce the level of regulation of Stansted and gatwick

l  now that Stansted is being sold, the case for the airport having significant
market power, and therefore being subject to price controls, is weaker.
Competition is preferably to regulation, and the new owners will have a strong
incentive to provide an attractive pricing regime to grow traffic.  A similar case
can also be made for Gatwick.  

l  The current price control arrangements expire in 2014, the appropriate time for
any deregulation to come into effect.  The CAA should look again at the market
power of both airports.  

l  In addition, “fifth freedoms”, already enjoyed by airports outside of the South
East, should be extended to Gatwick, Stansted and luton.  

3. promote airports outside of the South East

l  All of the airports outside the South East have considerable spare capacity and
are part of the solution. 

l  promoting non-South East airports should include a campaign overseas;
improving surface access; reducing regulation; introducing code-sharing between
rail and air on the west Coast Main line, primarily for Birmingham Airport; and
introducing a unilateral regional open access policy.  

4. Accelerate plans to open up channel Tunnel passenger rail services to competition

l  Eurostar already has a market share of 80% between london and paris and
Brussels.  Competition and direct services to cities such as Amsterdam and
Frankfurt could result in similar shifts to rail for journeys beyond paris and
Brussels, benefitting the environment and reducing a little of the pressure on
heathrow.  

l  The Channel Tunnel has 50% spare capacity for passenger services, but there are
several issues hindering the development of competition, which need to be
overcome as soon as possible.  



5. Ensure that the remaining parts of the Single European Sky package are
implemented swiftly

l  The Single European Sky is composed of several regulations to create a pan-
European framework for air traffic management.  The most significant change is
to re-organise European airspace from national borders into functional airspace
blocks.  This should improve the management of higher flight volumes, allow
more direct flight paths and reduce delays.  

NEW cApAcITy

According to the Department for Transport’s unconstrained demand forecasts,
heathrow will need a third runway by 2020 and a fourth by 2030, while gatwick will
also need a second runway by 2030.  By contrast, no airport outside of the South East
will need a new runway before 2040.  The IoD supports the growth of airports
outside the South East, but new runways will not be necessary for some time.  

If the following five schemes were the only options, the IoD would not oppose them,
but they are not ideal answers:

l  A new hub airport in the Thames estuary or north Kent: 

− It could only be financed if heathrow was to close;

− For most people, the new airport would be located on the wrong side of london –
it would be considerably harder to get there by road and rail.  In this respect, hong
Kong is not a relevant comparison, as hong Kong has no hinterland;

− rail improvements planned or underway will transform heathrow’s
connectivity by rail – crossrail, hS2, Western link to the great Western Main
line, piccadilly line upgrade.  In order to provide good links to a new Thames
estuary airport, this sort of rail infrastructure would have to be built (not to
mention new roads), but it is already being built to serve heathrow;

− Businesses around heathrow and heathrow airport workers would be
severely disadvantaged;

− It would take a significant amount of time to complete;

− If a new airport required the closure of heathrow, IoD members would be
opposed, with 24% in favour and 45% against.  

l “heathwick”:

− linking an airport that is already full with one that is likely to be full once the
rail link opened would be an expansive way of adding no extra capacity at all,
although this equation would change if a second runway was built at gatwick;

− A long transfer between airports of at least 15 minutes would make the hub
experience appalling.  other hub airports offer a quick transfer, often within
the same terminal;

− heathrow and gatwick are no longer under the same ownership, reducing
the likelihood of smooth operations for passengers transferring between the
two airports.

Flying into the Future
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l  Birmingham airport:

− The IoD supports the development of Birmingham airport.  The runway
extension, set to open in 2014, and code-sharing arrangements with the new
West coast Main line rail operator would increase the airport’s
attractiveness.  

− But making full use of Birmingham airport would not meet the South East
capacity shortfall, and would add no extra hub capacity.  greater use of
Birmingham airport is important, but is not a substitute for more capacity in the
area of greatest demand.

l  A second runway at Stansted:

− over the last few years the airport has stagnated, with passenger numbers
falling steadily from 23.8 million in 2007 to 18 million in 2011.  New owners
will undoubtedly improve the airport and grow traffic.  But Stansted currently
has about 50% spare capacity;

− The airport has no immediate hinterland outside of london and would need
substantial infrastructure improvements, including a fast rail link to london,
better rail links to the Midlands, and improved road access via the A14.

− Stansted has not been a location of choice for full-service airlines, and is still
dominated by ryanair.  New capacity at Stansted would not be likely to be
hub capacity.

l  A four runway Stansted:

− Many of the same arguments apply to the idea of developing Stansted into a
four runway airport.  At present, demand is only sufficient to fill one half of
Stansted’s runway, so building an extra three would risk being a very poor
investment.  

− A four runway Stansted would be unlikely to compete effectively with
heathrow, as it is far less well located for surface access.

The best, however, should not be the enemy of the good.  If the IoD’s preferred
options (set out below) are not feasible, then expansion of Stansted would be the
next best choice:

l  The airport is already there and would need expanding, rather than a new
airport needing to be built from scratch.  

l  Similarly, much of the surface access infrastructure already exists.  It would need
radical improvement, for example extending Crossrail to the airport, but again
would not need to be built from scratch.

l  The price tag would therefore be far lower, and heathrow would not need to
close in order to fund construction.

l  Running two hub airports does work in new York.  The DfT’s unconstrained
demand forecasts show that demand will increase most swiftly at heathrow 
and Gatwick, but if capacity constraints started to bite, then demand could shift
to Stansted.  
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  The following two schemes, by contrast, look more promising.  In the IoD’s view, they
represent the best options for increasing both overall capacity, and crucially, hub capacity. 

1. Allow heathrow to expand by one, or preferably two, runways

l  heathrow is the UK’s only hub airport.  Unless one or more other airports can
be developed as hubs, the only way to increase the UK’s hub capacity is to
increase heathrow’s capacity.  

l  heathrow is already full – an expansion of the airport is therefore the only
option that does not rely on forecast increases in demand or shifts in the
location of demand.  

l  heathrow expansion can be funded privately, without any risks to the taxpayer,
and more cheaply than other options.  

l  According to the DfT’s unconstrained forecasts, demand at heathrow will
increase to 115 million by 2030 and 140 million by 2040.  This is clearly far more
than a third runway can meet.  As the section earlier in this chapter showed, a
fourth runway would meet a larger proportion of the demand shortfall up to
2040.  It may be possible for Gatwick to compete as a hub airport with
heathrow, but it would be more sensible to see additional capacity at Gatwick
as complementing, rather than competing with, heathrow.

l  heathrow is the location of choice for airlines.  previous attempts to move
traffic away from heathrow through the london Traffic Distribution Rules failed
– as soon as the rules were lifted in 1991, Virgin Atlantic moved to heathrow.  

l  heathrow is well located for road access and well located for surface access
from london via public transport, with the heathrow Express and piccadilly line
offering fast, or cheap, access to the airport.  

l  All the rail infrastructure improvements currently underway or planned will
improve surface access to heathrow: 

− crossrail will deliver direct journeys within 45 minutes from canary Wharf,
and around 30 minutes from a number of stops in central london; 

− A Western access line to the great Western Main line will reduce journey
times to heathrow from key cities to the West of london; 

− hS2 will bring the airport much closer to cities from the North West, the
Midlands, yorkshire and the North East;

− The piccadilly line upgrade will reduce journey times to central london by a
fifth, and will increase the frequency of services;

− A Southern rail link to heathrow, probably via Staines, would provide direct
rail access to the airport from South West london.  

l  when asked to choose just one option to increase capacity, a third runway at
heathrow was the preferred choice of IoD members.  

l  It is outside the IoD’s competence to determine which runway solutions would
be best at heathrow.  we note five suggestions, in isolation or in possible
combination.  Further work is clearly needed to evaluate these options in more
detail.  Most of these options, unfortunately, involve the demolition of a number
of houses, although other proposals, including the proposal by Foster and
partners for a new hub airport, also involve the demolition of houses: 

− A short third runway to the North, at Sipson;

− A close-parallel runway to the South of the existing Southern runway, which could
   be contained almost entirely within the existing airport boundary, together with
the demolition of Terminal 4 and its relocation to the central area;



OM

Infrastructure for Business 2012  #4 

− reconfiguration of the runway at rAF Northolt to serve as a third (or a
fourth) runway, with a fast rail link between the terminals;

− The construction of two pairs of close parallel runways immediately to the
West of the existing site, with Terminals 2, 3 and 5 retained and a new
heathrow West terminal;

− In addition to the third runway, building a fourth runway North of the
airport, by the M4, or South of the airport, or building two new runways to
the West of the airport.  

l  The downsides of heathrow expansion are noise, local air pollution and road
congestion.  They are far more serious issues at heathrow than at other
possible locations for new capacity.  But they are not insurmountable problems
– the “noise and other environmental mitigation” section sets out how stringent
noise and other environmental measures should be applied, and the “surface
access and wider transport integration” section shows how public transport
could become the mode of choice to access heathrow.  

2. Allow gatwick to build a second runway.  

l  A second runway at Gatwick airport would complement expansion of
heathrow, as well as being important in its own right.  Gatwick has improved
remarkably since it was acquired by new owners, and will continue to grow its
traffic.  It is already the busiest single runway airport in the world.  

l  Gatwick is currently about 80% full, and is likely to be completely full over the
next 15 years.  According to the DfT’s forecasts, which assume that demand is
not constrained at heathrow, demand at Gatwick will increase to 45 million
passengers per annum by 2030, 50 million by 2040 and 60 million by 2050.  The
airport’s current capacity is around 42 million passengers per annum.  The DfT
forecasts show that, even with expansion of heathrow, demand at Gatwick will
increase steadily.  

l  The airport is well located for rail access, and its rail services will improve after
the Thameslink upgrade is completed in 2018.  It is currently far better located
than Stansted for rail access.

l  The investment risk would fall on the airport, not the taxpayer.

l  It remains to be seen whether london can accommodate two hub airports, as
per new York.  A larger Gatwick may remain a very busy point to point airport,
or start to develop a hub offering.  A second runway at Gatwick would offer a
low-risk way of finding out whether two hub airports in the South East are
feasible – certainly far less risky than Stansted.  

l  Gatwick’s legal agreement with west Sussex Council prevents construction of a
new runway before 2019, but there is no reason for approval not to be granted
before that date.  This would allow construction to begin after the expiry of the
legal agreement, and the runway to open in the mid 2020s.  

l  Gatwick is unlikely to be able to expand beyond a second runway.  But
expansion of heathrow and a second runway at Gatwick would be likely to
offer sufficient extra capacity, at least until 2040.  
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SUrFAcE AccESS AND WIDEr TrANSporT INTEgrATIoN

The UK has suffered from the failure, over many decades, to implement an integrated
transport policy.  planning rail and airport developments together, in particular, would
maximise the benefits of investment in both modes, which is especially important in a
time of limited resources.  The recommendations in this section do depend somewhat
on the airport capacity solutions that are actually chosen – finite resources mean that
those airports building new runways should be prioritised.  

1. Transform heathrow’s rail connectivity by constructing the heathrow hub and
running the hS2 line directly through heathrow

l  Although rail access to heathrow will improve dramatically over the coming
years, constructing the heathrow hub could lead to even greater benefits.  
The heathrow hub involves a large station on the Great western Main line
with an airport terminal above.  passengers would get off the train, check in and
pass though security at the terminal and board a fast airside tracked transit to
their aircraft satellite.  

l  hS2 should also run through the heathrow hub.  After the second phase of
hS2, this overall development would mean direct, no-change access to
heathrow from most major cities, including Reading, Swindon, Bristol, Cardiff,
Birmingham, Manchester, liverpool, Sheffield, leeds and newcastle.  

2. Improve and extend rail services to gatwick

l  Gatwick’s rail services will improve when the Thameslink upgrade is complete in
2018, but more capacity will be needed on services to Victoria.  

l   In addition, better links could be made to the west Coast Main line via the
west london line, and to Reading.  

3. Extend crossrail to Stansted

l  Extending Crossrail to Stansted would allow direct access to the airport from a
number of points in london.  It would be preferable to reducing journey times
for the Stansted Express, which only serves liverpool Street and Tottenham
hale.  

4. Introduce smart ticketing and code-sharing between rail and air

l   For most airports, the most relevant improvement would be to introduce smart
ticketing, removing the need to purchase a ticket prior to travel and making
journeys to and from the airport faster and more flexible.  Existing rail services
could all benefit from smart ticketing. 

l  For long distance services to airports, principally Birmingham Airport at present,
but potentially heathrow airport on the Great western Main line and heathrow
and Manchester airport on hS2 as well, the most important improvement would
be to introduce code-sharing between rail and air, allowing plane tickets to be
combined with a journey on any relevant rail service:

− code-sharing for journeys to Birmingham airport would increase the
attractiveness of using the airport, which already enjoys services every 20
minutes from Euston;

− code-sharing on a direct hS2 journey to heathrow (or Manchester airport)
would mean that taking the train on the first leg of a long-haul journey would be
far quicker and more attractive than flying to heathrow and changing planes. 
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NoISE AND oThEr ENvIroNMENTAl MITIgATIoN

If no new capacity is added, then noise and other local environmental problems will
diminish over time, as aircraft steadily become quieter and cleaner, operational
procedures improve and road transport becomes less polluting.  But if new runways
are built, then noise and local air pollution will affect people who are currently less
affected, or not affected at all.  regardless of compensation measures, any airports
building new runways (or any new airports) should be subject to the strictest
environmental standards. 

1. Airports building new runways, or a new airport, should be subject to strict
noise measures

l  no planes above a stringent noise threshold should be permitted to use the
airport, except in an emergency.  The noise limits should also fall further over
time.  It is outside the IoD’s competence to determine exactly what the noise
levels should be, although we are persuaded by the conclusions of a recent
policy Exchange and Centre Forum report.  The report stated that all planes
arriving at their suggested four-runway heathrow would have to be QC 0.5 or
lower on arrival, while narrow bodied departures would be QC 1 or lower and
wide bodied departures QC 2 or lower.

l  The angle of descent should be increased above 3 degrees (the current angle at
heathrow) so that planes are higher above people’s homes when they land.  This
would particularly apply to narrow-bodied aircraft, although it may also be possible
to increase the angle of descent for wide-bodied aircraft as well.  Further work
would be needed to determine the precise angles that would be safe.

l  These standards should be applied to the whole airport, not just to new
runways, and should come into effect when the new runways open.  Given that
it will take a number of years before new runways are completed, the airport
and airlines would have time to adjust.  Applying the standards to the whole
airport may also help to balance local interests, by providing some relief to
residents already affected.  

2. Airports building new runways, or a new airport, should be required to
implement best practice ground procedures

l  These measures would be important to limit local air pollution and would
include towing aircraft to and from the runways, using fixed electrical ground
power and using electric vehicles for airport operations.  

3. Airports building new runways, or a new airport, must have a strategy to reduce
air pollution and co2 resulting from road access to the airport.  

l   over time, Co2 and air pollution from road transport will gradually fall, as
engines become cleaner, the uptake of hybrid and stop-start non-hybrid engines
increases, and as electric car technology develops.  But, especially for heathrow,
these improvements are unlikely to come fast enough.  

l  A strategy should be adopted to reduce harmful emission from road access,
with measurable goals.  It should both inform, and be informed by, improvements
to public transport services to the airport – if public transport services are
improved, it will be easier to restrict car access.  
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4. A balance needs to be struck regarding night flights

l  night flights are by far the most damaging for local communities, but the
solutions are likely to differ between airports.

l  For airports that serve as express freight gateways, principally East Midlands,
Edinburgh and Stansted, where express couriers operate their own aircraft, a
number of night flights do need to be allowed.  

l   For airports that build new runways, flights between 23:00 and 06:00 should be
severely restricted or banned completely.  last year, Frankfurt airport balanced
the opening of a fourth runway with a ban on flights between 23:00 and 05:00.  

TAxATIoN 

The UK levies the highest taxes on flying of any country in the world, reducing our
attractiveness as a destination and benefitting European airports and airlines at the
expense of UK ones.  

1. Freeze Air passenger Duty (ApD) rates in cash terms

l   ApD is already too high, but a freeze in cash terms is a necessary first step. 

2. offset the impact of the EU ETS

l  Including aviation in the ETS should not add to the overall tax burden on flying.
An allowance should be introduced against ApD to cover 100% of the impact of
the ETS.  

3. carry out a comprehensive analysis of the economic impact of ApD and the ETS

l  An economic analysis of the total impact of ApD on growth and employment in
the UK is needed.  The review should also establish fare price elasticities of
leisure and business travel and investigate the impacts of the ETS charge.  

vISAS AND BorDErS

The benefits of more airport capacity, better integration with the wider transport
network and reduced levels of taxation would be considerably reduced if the UK
continues to make it difficult and time-consuming for people from outside the EU to
come to this country.  

1. Employ more permanent border staff

l  Between March 2011 and March 2012, Border Force staff fell by 10% at
heathrow and by 6% nationwide, contributing to longer queuing times.  During
the olympics, performance improved because extra staff were drafted in.  

l   other things equal, more border staff will mean shorter queuing times.  The use
of automatic e-gates is increasing, but at the moment these can only be used by
EEA passengers.  There is nothing worse than waiting in line when half the
passport gates are unmanned.  
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2. Modernise Border Force working practices to maximise the use of limited 
staff resources

l  Rosters should be made more flexible, on-call schemes introduced, and better
use made of airline passenger information.

3. Accelerate development of advance-clearance systems

l  Advance-clearance systems enable passengers on low-risk routes to be
screened by immigration in advance of their arrival in the UK and have the
potential to reduce queuing times substantially.

4. Fast-track lanes should not come at the expense of improvements at the border
for all visitors

l   Fast-track lanes are to be welcomed insofar as they will smooth the entry of
important businesspeople into the UK, but they are no substitute for improving
the border experience for all people entering this country, for leisure as well 
as business.  

5. Encourage airports to contribute to improved performance at the border

l  people arriving at UK airports do not recognise the administrative division
between the airport operations and the border operations.  Quite naturally they
see arrival as one continuous process – waiting to land, taxiing to the gate,
passing through the border, collecting baggage, and proceeding with their
onward journey.  It is therefore in the interests of airports themselves that
border processes run swiftly and smoothly.  

6. overhaul the visa application process

l  Robust checks need to be carried out, but there are two improvements that
should be made:

 UK visas can take up to three months to process, a deplorably long time.  visa
processing times need to be speeded up;

− There should be better integration with the Schengen visa application
process.  It should be possible to apply for a Schengen visa and a UK visa at
the same time, with a single form containing questions common to both
systems followed by Schengen-specific and UK-specific questions, together
with payment of the two fees.

l  The default attitude to those applying for visitor visas ought to be one of
welcome rather than suspicion.  Many parts of the world are growing far more
quickly than the UK, and our economy needs more people from these countries
to visit.  

7. remove international students from the target for net migration during the
period of their study

l  This is a key move to increase the attractiveness of the UK as a destination for
higher education.  UK universities are already big export earners, and the
economy benefits more widely from links established at university between
Britain and intelligent and ambitious people from growing economies overseas.  



“With sufficient
capacity growth, there
is no reason why this
country cannot
continue to be a world-
class trading hub.”
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FlYInG InTo ThE FUTURE

Above all, the UK must end up with an airports system
that allows for a flexible response to changing economic
circumstances, travel patterns and technology.  Most
airport expansion projects can be funded privately.
With sufficient capacity growth, there is no reason why
this country cannot continue to be a world-class trading
hub, well connected to all the major economies.
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Aviation is great for the economy, but bad for the environment.  In these times we need
all the economic growth we can get.  But we also need to preserve our natural world.
Fortunately, technological improvements do allow us to do both, and to quite a large 
extent.  It is possible to grow aviation in a sustainable way.  

ThE EConoMY

In 2011, almost 220 million passengers passed through UK airports, 38 million of which
were flying domestically and 181 million internationally.  In that year, UK airports handled
2 million air traffic movements and 2.3 million tonnes of freight.1

The most comprehensive recent report on the importance of aviation to the economy
was produced by oxford Economic Forecasting for the Department for Transport, 
visitBritain, the aviation industry and the cBI in 2006.2 It was criticised by a number of
anti-airport expansion groups as being skewed towards the pro-airport expansion
lobby.3 Nevertheless, it is hard to challenge the central findings of the report:4

l  Aviation plays a vital role supporting inbound tourism.  nearly three quarters of
international visitors to the UK arrive by air, spending the equivalent of 1.1% of
GDp and generating 170,000 jobs.  

l  Air transport supports trade, with 35 million business passengers passing
through UK airports every year and 30% of all UK exports by value transported
by air.  The aviation industry handles 55% of the UK’s exports, by value, of
manufactured goods to countries outside the EU, while nearly two thirds of
businesses say that air services are very important to sales and marketing
efforts and meeting and servicing customers.  

l  Aviation helps families enjoy a well-earned break, with air accounting for 80% of
foreign holidays taken by UK residents.  

l  Good air connections encourage more businesses to locate and invest.  A
quarter of companies say that access to air services is an important factor in
influencing where they locate their operations within the UK.  The converse is
also true.  nearly one in ten companies say that the absence of good air
connections has affected their organisation’s decision to invest in the UK, with
nearly a third of these choosing not to invest in this country.  

l  The UK and world economies are shifting, and both trends mean that aviation will
be increasingly important.  Knowledge-based services and high tech manufacturing
have both become more important to the UK economy – and these areas of the
economy rely more on air services than others.  At the same time the high growth
markets are accounting for an increasing share of global GDp and UK trade, at the
same time as the EU is accounting for a smaller share – direct long-haul flights to a
range of new destinations, primarily in Asia, are therefore vital.  

  The figures in the oxford Economic Forecasting report are now several years old, but
the points they make are just as relevant today as in 2006.  An update to the report,
published in 2011, found5: 

Flying into the Future

1. Growing aviation sustainably

1 Civil Aviation Authority, UK Airport Statistics 2011 http://www.caa.co.uk/default.aspx?catid=80&pagetype=88&sglid=3&fld=2011Annual
2 Oxford Economic Forecasting, The Economic Contribution of the Aviation Industry in the UK, October 2006 http://www.oef.com/Free/pdfs/Aviation2006Final.pdf
3 House of Commons Transport Committee, The Future of Aviation, December 2009, Para 44 http://www.publications.parliament.uk/pa/cm200910/cmselect/cmtran/125/12505.htm
4 NB: Most figures taken from the report refer to 2004
5 Oxford Economics (formerly Oxford Economic Forecasting), Economic Benefits from Air Transport in the UK, 2011.
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l  Aviation contributes £50 billion to UK GDp, or 3.6%.  This includes £21 billion
from the sector directly, £16 billion from the supply chain and £12 billion from
the spending by the employees of the aviation sector and its supply chain.  In
addition, there are an estimated £21 billion in “catalytic” benefits from tourism.  

l  The aviation sector supports 921,000 jobs, including 326,000 jobs directly
supported by the sector, 346,000 supported through the supply chain and
249,000 jobs supported by the spending by the employees of the aviation sector
and its supply chain.  In addition, the report estimates that there are a further
519,000 people employed through the catalytic (tourism) effects of aviation.  

l The aviation sector contributes nearly £8 billion in tax, including around £6
billion from aviation firms and employees and £1.9 billion from Air passenger
Duty.  In addition, the report estimates that a further £5.9 billion is raised via
the aviation sector’s supply chain and £4.3 billion through taxation of the
activities supported by the spending of employees of both the aviation sector
and its supply chain.  

l  Although air freight accounts for less than 1% of the tonnage of EU trade with
the rest of the world, it accounts for 22% by value.  
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other studies and data also confirm a number of these findings:

l  A recent study by oxera found that aviation’s “economic footprint”, including
the direct contribution from the activities of airports, airlines and aircraft
service providers and the indirect contribution from economic activity within
the supply chain, added up to £18.4 billion of GVA, 234,000 employees and £7.8
billion of tax revenues.6 The Government’s Draft Aviation policy Framework,
published in July 2012, stated that the UK aviation sector’s turnover in 2009 was
around £49 billion and it generated around £17 billion of economic output,
employing over 220,000 workers directly and supporting many more indirectly.7

l  Air travel is vitally important for business connections.  According to the 2006
Eddington Transport Study, “each day there are 72,000 international air business
passenger journeys made to and from the UK (compared to 60,000 long-
distance domestic business trips)”.8

l  The Eddington Transport Study also found that 25% of goods imports to the
UK, by value, arrive by air.9

l  In the decade before the global economic crisis began, the growth of aviation,
particularly low cost flying, allowed Britons to fly overseas on holiday nearly
twice as often as before.  In 1997, Britons flew abroad on holiday 20 million
times.  By 2007, this figure had increased to 37 million.10 During this period, a
well-earned break overseas became a reality to many for the first time.  

These statistics and estimates show clearly that aviation is a vital part of our economy.
As the Transport Select committee concluded in 2009:11

“Aviation is important to the UK economy overall.  It facilitates the flows of people, goods and
finance into, out of, and within the UK.  Good connectivity supports UK competitiveness in
increasingly global markets.  Aviation is also important to regional economic development.”

As communications technology continues to develop at a rapid rate, high definition
video conferencing will grow in use and importance.  But video conferencing is no
substitute for tourism, and for many business transactions, face-to-face contact will
continue to be essential.  Meeting people in person has always been crucial to forming
business relationships and there is no likelihood of that changing.  Indeed, personal
relationships are, if anything, even more important in the high growth economies of Asia.
While rail is a good substitute for air for shorter journeys, it is not possible to take the
train to the Far East or latin America.  Both video conferencing and flying will grow over
the coming years.  

6 Oxera, What is the contribution of aviation to the economy? November 2009, Figure 3.1
7 Department for Transport, Draft Aviation Policy Framework, July 2012 http://assets.dft.gov.uk/consultations/dft-2012-35/draft-aviation-policy-framework.pdf 
8 Office for National Statistics, Transport Statistics Great Britain, 2005, cited in The Eddington Transport Study, December 2006, p.25
9 The Eddington Transport Study, December 2006, p.25
10 Office for National Statistics, Travel Trends 1999, Table 3.07 and Travel Trends 2010, Table 3.07.  Both reports are based on data from the International Passenger Survey.
11 House of Commons Transport Committee, The Future of Aviation, December 2009, Para 51 http://www.publications.parliament.uk/pa/cm200910/cmselect/cmtran/125/12505.htm
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Aviation has both global and local environmental impacts, and with appropriate care,
these can be managed.  

gloBAl

Emissions of carbon dioxide are the most significant global environmental impact of
aviation (although not the only one12).  global aviation only accounts for a tiny proportion
of global emissions – similar to international shipping – but that share is set to increase
relatively quickly as aviation continues its rapid growth.  And releasing co2 at great height
is estimated to have effects two-to-four times larger than releasing co2 at ground level.13

Nevertheless, better aircraft design, more efficient aircraft engines, sustainable biofuels, and
improved air traffic management and other operational changes can all contribute to a
reduction in the carbon intensity of air travel, offsetting an increase in the number of flights.  

In April 2012, the committee on climate change recommended that emissions from
international aviation and shipping should be included in the UK’s 80% carbon reduction
target, and consequently in the UK’s carbon budget framework.14

At the same time, the committee set out how it believed that aviation could make 
  a contribution:15

“We show that international aviation emissions could return to 2005 levels by 2050 (i.e.
35 Mtco2e). This would require improvements in engine and aircraft efficiency,
operational efficiency improvements and possibly some use of biofuels and/or
moderation in demand growth. It is in line with scenarios proposed in our 2009 aviation
report, by government (Department for Transport) and by the industry (Sustainable
Aviation and IATA):

l “In our aviation report, our ‘likely’ scenario includes baseline demand growth of
115% from 2005 when exposed to a carbon price that reaches £200/tCo2e in
2050. Emissions reductions are delivered through a 0.8% annual improvement in
fuel efficiency, by meeting 10% of fuel demand with biofuels and by constraining
demand growth to 60% from 2005 (75% from 2010, given that demand fell
during the recession).

l “DfT’s central scenario (published in summer 2011) projects demand growth of
125% from 2010 when a carbon price is included (a 105% increase from 2005).
Achieving 2050 emissions at 2005 levels can then be achieved through a 1.2%
annual improvement in fuel efficiency, 10% biofuels use and a moderation of
demand growth to 90% on 2010 levels.

l “Sustainable Aviation has proposed a trajectory in which demand increases in
line with DfT’s 2011 analysis (i.e. a 125% increase from 2010), with offsetting
savings based on a combination of improvements in engine and aircraft efficiency
(combining to give a 1.2% annual improvement in fuel efficiency), improvements
in aircraft operations and air traffic management, and an 18% emissions saving
from use of biofuels.

l “At the global level, IATA has set targets for carbon-neutral growth from 2020,
and a reduction in Co2 emissions of 50% on 2005 levels by 2050. IATA
envisages that this target will be achieved through significant reductions in gross
emissions, together with some purchase of offset credits in 2050.”
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12 The main non-CO2 impacts are emissions of nitrogen oxide (NOx) and condensation trails leading to cirrus cloud formation.  These “radiative forcing” effects are not well understood,
although the IPCC estimated that aviation accounted for around 3% of the anthropogenic radiative forcing in 2005.  IPCC Fourth Assessment Report, Climate Change 2007: Working
Group III: Mitigation of Climate Change, Box 5.1 http://ipcc.ch/publications_and_data/ar4/wg3/en/ch5s5-2.html#5-2-1 
13 IPCC, Aviation and the Global Atmosphere: A Special Report of IPCC Working Groups I and III, 1999, cited in Dieter Helm, The Carbon Crunch: How we’re getting
climate change wrong – and how to fix it, Yale University Press, 2012, p.37
14 Committee on Climate Change, Scope of carbon budgets: Statutory advice on inclusion of international aviation and shipping, April 2012
http://hmccc.s3.amazonaws.com/IA&S/CCC_IAS_Core_ScopeOfBudgets_April2012.pdf 
15 Committee on Climate Change, The 2050 target – achieving an 80% reduction including emissions from international aviation and shipping, April 2012, p.21
http://hmccc.s3.amazonaws.com/IA&S/CCC_IAS_Tech-Rep_2050Target_April2012.pdf 



“Both video
conferencing and 
flying will grow over
the coming years.”
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These findings show that, with reasonable fuel efficiency improvements and a gradual
uptake of sustainable biofuels, UK aviation demand can increase by 75%-125% on its
2010 amount, without co2 emissions increasing beyond their 2005 levels.  And as the
committee points out, globally, the aviation industry has set out plans to continue to
grow in a sustainable way.  

operational measures can make a large contribution:

l Continuous descent approaches (CDAs) and continuous climb departures
(CCDs) can reduce Co2 emissions at these stages of the flight.  Trials show that
making every stage of the flight as efficient as possible (the fuel optimum profile
or “perfect flight”) can reduce Co2 emissions by 10%.  Improved air traffic
control procedures will result in an increase in the number of CDAs and CCDs,
and ultimately, in the number of fuel efficient flight paths overall.16 

l Improved operational procedures can also reduce emissions of Co2 from
aircraft on the ground, which account for a substantial portion of airport
emissions.  For example, in 2009, aircraft ground movements at heathrow
accounted for almost 600,000 tonnes of Co2, around the same amount as
emissions from approaching and departing aircraft.  Introducing measures such
as reduced engine taxiing and using fixed electrical ground power and pre-
conditioned air rather than running auxiliary power units on stationary aircraft,
could contribute to reducing ground-based aircraft Co2 emissions by 100,000
tonnes a year at heathrow.17

l A Boeing 747 can consume a tonne of fuel and emit several tonnes of Co2

during an average 17 minute taxi to take off.  But towing the aircraft with a tug,
such as the TaxiBot developed by Israel Aerospace Industries, would use just 20-
30 litres of fuel.  Germany’s lufthansa will trial the system at Frankfurt Airport
from May 2013.  Meanwhile, the German Aerospace Centre is testing the idea of
using electric power to drive airliners to and from the runway, which could save
up to 19% of current airport emissions.18

Including emissions from international aviation in the EU ETS was a development that
the IoD opposed.  In the absence of a global agreement, it could easily lead to an
aviation trade war, a point that the EU has now conceded, with flights departing or
arriving outside of the EU exempt from the charge, at least for the moment. 

having said that, the EU ETS offers another way for the aviation industry to expand.  
The logic of the ETS is that carbon emissions are lowered in the most cost-effective way.
carbon emissions from aviation can be reduced, but if aviation isn’t the most cost-
effective area to cut emissions, then the industry can pay for reduction elsewhere.  
given that co2 is subject to a shrinking cap overall, it doesn’t matter where the
emissions originate.  It’s the emissions cap that is important, not its composition.  

16 National Air Traffic Control Service, Acting Responsibly: NATS and the Environment 2010 http://www.nats.co.uk/wp-content/uploads/2010/09/Acting-Responsibly-ATM-CO2-
Annual-Report-2010-FINAL-HQ.pdf 
17 Sustainable Aviation, Progress Report 2011 http://www.sustainableaviation.co.uk/wp-content/uploads/sa-progress-report-2011.pdf
18 The Economist, Preparing for take-off, 15 September 2012 http://www.economist.com/node/21562895



“More households in
London are affected
by road noise than
aircraft noise.”

locAl

locally, there are a number of environmental issues.  These include aircraft noise, local air
quality and emissions from road access to airports.  

It is worth noting that more households in london are affected by road noise than aircraft
noise, although this doesn’t lessen the need for the aviation industry to reduce its noise
footprint.19 While aircraft noise is a significant concern, the noise footprint of airports is
tending to shrink rather than grow, as airline fleets become progressively quieter:

l In 1980, there were 944,000 people living in the 57 decibel (dB) noise contour
around heathrow.  By 2010, that number had fallen by three quarters to 228,700.20

over the same period, the number of flights rose from 273,000 to 449,000 a year.21

l Between 2000 and 2010, the number of people affected by noise levels of 57dB
or above at Stansted airport fell by three quarters – from 5,700 to 1,400 – even
as the number of flights remained at roughly the same level.22

Although these numbers may come as little comfort to those residents experiencing
56dB noise levels, they do show that, over time, technological advances and improved
operational procedures can make a significant impact.  And these are set to continue:

l According to heathrow Airport: “The Airbus A380 is significantly quieter than
other large aircraft.  It produces half the noise energy at takeoff and cuts the
area exposed to equivalent noise levels around the airport runway by half.  
At landing the A380 produces three to four times less noise energy.”23

l The noise footprint of the new Boeing 787 Dreamliner is 60% smaller than
other similarly sized aeroplanes,24 while the new Bombardier CSeries aircraft,
due to enter service in 2013, will also be considerably quieter than current in-
production aircraft of a similar size.25

l Increasing the use of CCDs and CDAs, and reducing approach speeds before
landing, can also contribute to lower noise levels.26

l Steeper descents could also help to cut noise, as aircraft would be higher when
they pass over people’s homes.  Emirates Airlines recently made a proposal to
increase the angle of descent for the Airbus A380 from 3% to 5.5% at the earlier
stages of descent into heathrow and to land the aircraft further down the
runway.27 The proposal came with a request to allow the A380 to land at night,
which would not have benefitted residents, but it illustrates how improved
procedures are possible.  Steeper approaches may be complex to implement,
but angles of descent of 5.5% are in operation at london City airport.  
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19 In the 2002 London Household Survey, 13% rated noise from road traffic where they lived a “serious problem”, compared with aircraft 6%, roadworks/construction/demolition 4%,
noisy neighbours 4%, trains/tubes 2%, industrial/commercial premises 2%, and pubs/clubs/entertainment 2%.  Greater London Authority, Sounder City: The Mayor’s Ambient Noise
Strategy, March 2004, p.viii http://static.london.gov.uk/mayor/strategies/noise/docs/noise_strategy_all.pdf
20 Developing a sustainable framework for UK aviation: Heathrow Airport submission, October 2011, p.4
21 Heathrow Airport, Environmental Noise Directive: Noise Action Plan 2010-2015, December 2010, p.5
http://www.heathrowairport.com/static/Heathrow_Noise/Downloads/PDF/NAP_main.pdf; Civil Aviation Authority, UK Airport Statistics 2011, Table 06
http://www.caa.co.uk/default.aspx?catid=80&pagetype=88&sglid=3&fld=2011Annual 
22 Developing a sustainable framework for UK aviation: London Stansted’s response, October 2011, p.12
23 See http://www.heathrowairport.com/about-us/community-and-environment/sustainability/case-studies/airbus-a380-new-departure-procedures 
24 See http://www.boeing.com/aboutus/environment/environmental_report_09/_inc/flash-2-3-2.html 
25 Sustainable Aviation, Progress Report 2011 http://www.sustainableaviation.co.uk/wp-content/uploads/sa-progress-report-2011.pdf 
26 National Air Traffic Control Service, Acting Responsibly: NATS and the Environment 2010 http://www.nats.co.uk/wp-content/uploads/2010/09/Acting-Responsibly-ATM-CO2-
Annual-Report-2010-FINAL-HQ.pdf
27 Financial Times, Heathrow night flights proposed, 9 April 2012 http://www.ft.com/cms/s/0/7777db18-7cb8-11e1-8a27-00144feab49a.html#axzz1zAyGjUC2



“It is possible to 
strike a balance
between allowing
flights to increase in
number and protecting
the global and 
local environment.”

operational measures and more advanced engines can also help to improve local air
quality by reducing nitrogen dioxide (No2 – a component of Nox) emissions: 28

l The Advisory Council for Aeronautics Research in Europe (ACARE) has set a
target of reducing nox emissions from new aircraft by 80% by 2020, relative to
new aircraft in 2000.  The new Bombardier CSeries aircraft will emit up to 50%
less nox than current aircraft of a similar size, while successive generations of
Rolls Royce Trent engines are becoming ever cleaner.  

l In addition to reducing Co2 emissions and noise, many of the operational
improvements outlined above will also result in improvements in air quality,
although some trade-offs do exist.  

Finally, the impact of road access to airports, both on carbon emissions and on local air
quality, will fall over time, as car engines become cleaner and as the uptake of electric
cars gradually increases.  

FInDInG A BAlAnCE

The environmental impacts of aviation are real and significant, especially when it comes
to the difficult decision of deciding where to allow new capacity to be added.  But the
above examples show that it is possible to strike a balance between allowing flights to
increase in number and protecting the environment, and that aviation can grow in a
sustainable way.  

Alternatives to flying should be encouraged, but choosing not to add capacity will
inevitably divert some flights to overseas hub airports, and reduce Britain’s connectivity
to growing countries.  The resulting economic damage may be felt by some to be a 
price worth paying to preserve the quality of life of local residents.  But globally, it won’t
make any environmental difference.  

The following table provides a useful comparison between the economic benefits, the
co2 costs and the tax revenues from UK aviation.  

Flying into the Future
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28 Sustainable Aviation, Progress Report 2011 http://www.sustainableaviation.co.uk/wp-content/uploads/sa-progress-report-2011.pdf
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The UK has always been an open trading nation, benefitting from its links with the rest of
the world.  Britain’s economy used to rely on shipping, and to a large extent our
overseas trade still depends on excellent port facilities.  But we increasingly rely on
aviation to take our goods and people to the world and to bring the world to our
shores.  And unfortunately, as a country, we are beginning to close up, making it a little
harder to get here.  As global trade, tourism and aviation continue to grow rapidly, the
UK is beginning to allow itself to be squeezed, and in four related ways:

l Airport capacity in the South East;

l hub airport capacity;

l Aviation tax;

l Visas and borders.

ThE SoUTh EAST CApACITY CRUnCh

given all the media talk about a lack of aviation capacity, the surprising truth is that,
overall, the UK has plenty of spare capacity:29

l In total, UK airports have the capacity to  handle 372 million passengers a year.
In 2010, 211 million passengers passed through UK airports.  

l Using the current set of runways to the maximum, which may include
constructing new or extended terminal buildings, lifting planning restrictions and
making other improvements, UK airports will have the capacity to handle 540
million passengers a year.  By 2050, according to the Department for Transport’s
(DfT’s) forecasts, 520 million passengers will be using UK airports.  

Flying into the Future
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2. The four crunches

UK airport capacity and unconstrained demand
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Source: Department for Transport, UK Aviation Forecasts, August 2011, Tables 2.6 and 2.7 (central forecast)

29 Department for Transport, UK Aviation Forecasts, August 2011, Tables 2.6 and 2.7 (central forecast)



“The real issue is 
not overall capacity,
but where that
capacity is located.”

The real issue, then, is not overall airport capacity, but where that capacity is located.
And there is a stark divide between london and the rest of the country:30

l The five london airports – heathrow, Gatwick, Stansted, luton and City – are
currently able to handle 181 million passengers a year.  In 2010, 126 million
passengers used these five airports.  

l Using the current set of runways at these five airports to the maximum, which
principally involves improvements to luton airport, 188 million passengers could
pass through them.  By 2030, the DfT forecasts that 204 million passengers will
want to fly from these airports.  By 2050, demand is set to grow to 294 million.

l By contrast, the other UK airports currently have the capacity to handle 191 million
passengers a year, a figure that could rise to 352 million if all runways were used to
the maximum.  But demand is far lower.  In 2010, demand was 85 million, a figure
which is forecast to rise to 141 million in 2030 and 226 million in 2050.

Airport capacity in London and outside London compared to 
unconstrained demand
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30 Department for Transport, UK Aviation Forecasts, August 2011, Tables 2.6 and 2.7 (central forecast), and unconstrained terminal passenger forecasts by airport (central forecast)

UNcoNSTrAINED DEMAND ForEcASTS

It is worth noting that the figures in this chapter quote from the
Department for Transport’s unconstrained demand forecasts, which assume
that there are no capacity constraints that would limit demand growth.  

These are the best forecasts to use when comparing demand to capacity,
and when working out where new capacity might be needed.  With capacity
constraints at certain airports, demand is likely to shift to other airports,
although “constrained” demand is also likely to be lower overall.
Nevertheless, it is unhelpful to use constrained forecasts, as these assume
that a policy decision not to allow new capacity has already been made.  

In reality, it is likely that some level of constraint will apply to demand at
certain airports.  For example, by 2050, unconstrained demand at heathrow
is forecast to rise to 170 million passengers a year, which is far more than a
third runway would be able to accommodate.  



The looming capacity crunch is therefore principally a london crunch, although certain
airports outside of london are also likely to need larger terminal facilities or new
runways before 2050.  Table 2.1 sets out the DfT’s capacity assumptions and
unconstrained demand forecasts for each UK airport, up to 2050: 

l Areas shaded green are where no new capacity is needed;

l Areas shaded amber show where more terminal capacity and/or other
improvements are required;

l Areas shaded red show where demand is forecast to be larger than the
maximum use of the existing runway/s.  
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These forecasts show that in the next 20 years, the major capacity crunch is likely to be
in london, although a number of the larger airports outside of london could also need
more terminal or runway capacity: 

l By 2020, demand will exceed “max use” capacity at heathrow and by 2030 at
Gatwick. 

l By 2030, new terminal facilities could be needed at Manchester and luton.

l By 2040, out of the major airports, Edinburgh may need extra runway capacity,
and by 2050, the same may be true of Birmingham and Bristol.  

l A number of other smaller airports are likely to need capacity enhancements by
2050, which may be new terminals or more runway capacity.  

It’s worth remembering that forecasts, especially those as far out as 2050, are liable to be
considerably wide of the mark.  For example, the DfT’s 2000 forecasts predicted that
257-297 million passengers would be using UK airports in 2010, with a central forecast
of 276 million.31 The actual figure was 211 million, only around three quarters of the
projected central forecast and 82% of the low forecast.  of course, in 2000, 9/11 and the
global financial crash were not foreseen, but if such errors are possible only ten years
out, 40-year projections are even more fallible.  

Nevertheless, it’s worth looking at the range of forecasts produced by the DfT, which
capture the effects of different assumptions about factors such as economic growth, fuel
prices and carbon prices.  charts 2.3 and 2.4 set out the low and high unconstrained
demand scenarios for london and outside london:32

l The low scenario shows that london will need more overall capacity only after
2030, and only a modest increase in capacity by 2050, while the high scenario
shows that london will need to roughly double its capacity by 2050.  

l outside of london, both the low and high scenarios show that, overall, no new
runway capacity is needed, although individual airports may need enhancements.  

PU
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31 Department for Transport, Air traffic forecasts for the United Kingdom 2000, Table 3.1
32 Department for Transport, UK Aviation Forecasts, August 2011, unconstrained terminal passenger forecasts by airport (low scenario and high scenario)

Low and high unconstrained demand forecasts – London
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These scenarios have quite different implications for individual airports:

l Under the low scenario, demand only exceeds “max use” capacity before 2050
at heathrow, although several airports may need terminal capacity
enhancements before then.  

l Under the high scenario, demand exceeds “max use” capacity at heathrow by
2020, Gatwick by 2030 and all london airports by 2040.  For the major airports
outside of london, Edinburgh, Birmingham and Bristol may need extra runway
capacity by 2040, and Manchester may need a third runway by 2050.  

l Under the high scenario, a number of the larger airports outside london will
also need terminal enhancements by 2030, including Manchester, Birmingham,
Bristol and newcastle.  

ThE hUB AIRpoRT CApACITY CRUnCh

Although the UK has plenty of aviation capacity at present, its hub capacity is already
constrained.  

heathrow is by far the UK’s largest airport and its only hub airport:33

l In 2011 heathrow handled 69 million passengers, 32% of all UK passenger traffic
and more than twice as many passengers as the next largest airport, Gatwick.  

l heathrow handled more passengers than the other four london airports combined. 

l heathrow handled more passengers than the nine largest airports outside of
london combined (Manchester, Edinburgh, Birmingham, Glasgow, Bristol,
liverpool, newcastle, East Midlands, and Belfast  International).  

l In 2011, heathrow handled 1.5 million tonnes of freight, 65% of the total for UK
airports.  no other UK airport handled more than 300,000 tonnes of freight.  

Flying into the Future
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Low and high unconstrained demand forecasts – outside London 
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33 Civil Aviation Authority, UK Airport Statistics 2011, Tables 10.3 and 13.2 http://www.caa.co.uk/default.aspx?catid=80&pagetype=88&sglid=3&fld=2011Annual; Civil
Aviation Authority, CAA Passenger Survey Report 2010, Table 1 http://www.caa.co.uk/docs/81/2010CAAPaxSurveyReport.pdf



l In 2010, 36% of heathrow’s passengers were transferring onto other flights.  of
these, 88% were transferring onto international flights.  

l no other UK airport comes close to this proportion of transfer passengers, as
Chart 2.5 shows.  At Gatwick, the airport with the second highest proportion of
transfer passengers, only 8% were connecting in 2010.  

The UK’s largest airport, and only hub airport, is already virtually full.  heathrow’s
terminals may be able to accommodate more passengers, but the airport has a
regulated limit of 480,000 Air Traffic Movements (ATMs) a year, and in 2011, ATMs
reached 476,000.34 Under existing arrangements, heathrow has no more room.  No
forecasts are necessary – the numbers speak for themselves.  

ThE TAX CRUnCh

According to the World Economic Forum, the UK’s travel and tourism environment is
the 7th most competitive overall out of 139 countries.  It’s an impressive achievement.
But it comes despite the UK being ranked 134th out of the 139 countries on air ticket
taxes and airport charges.35

As the Director general of the International Air Transport Association (IATA) has
pointed out, the UK is now levying the highest taxes on flying of any country in the
world.36 Since its introduction in 1994, Air passenger Duty (ApD) has risen from £5
within Europe and £10 outside of Europe, to between £13 and £184, depending on the
distance and class of travel.  

currently, only six of the 27 EU member countries apply ApD.  Several countries,
including Ireland, the Netherlands and Denmark, have recently reduced or abolished
ApD.  While a number of EU countries apply vAT to domestic flights, the 1977 EU vAT
Directive dictates that no European country apply vAT to international travel.37
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Transfer passengers as proportion of total passengers at selected UK airports
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34 Civil Aviation Authority, UK Airport Statistics 2011, Table 06 http://www.caa.co.uk/default.aspx?catid=80&pagetype=88&sglid=3&fld=2011Annual 
35 World Economic Forum, The Travel & Tourism Competitiveness Report 2011 http://www.weforum.org/issues/travel-and-tourism-competitiveness/ 
36 In a recent speech, Tony Tyler, Director General of the International Air Transport Association, pointed out that APD is the “biggest aviation tax in the world”.  Tony Tyler's State of the
Industry Speech - 68th Annual General Meeting, Beijing, 11 June 2012 http://www.iata.org/pressroom/speeches/Pages/2012-06-11-01.aspx
37 House of Commons All Party Parliamentary Group for Aviation, Inquiry into Aviation Policy and Air Passenger Duty, August 2012, pp.10-13 and p.31



ApD is also levied at a much higher rate than the environmental costs of flying 
would suggest:

l In 2008, a DfT report assessed the environmental costs of an average short-haul
flight at between £2.18 and £3.30 per passenger, and an average long-haul flight
at between £18.04 and £20.24 per passenger.38

l Also in 2008, the DfT’s Aviation Cost Assessment found that at the 2007 rates
of ApD, aviation covered its climate change costs with around £100 million to
spare.39 Since 2007, ApD rates have risen from between £10 and £40 to
between £13 and £184.  

l As the Director General of IATA has pointed out, “at current levels for carbon
credits, the ApD could more than offset the entire emissions of the global air
transport industry”.40

ApD is, of course, a revenue-raising measure as well an environmental tax, and revenue
growth has been strong.  In 2011-12, ApD raised £2.6 billion, a three-fold increase on a
decade ago and a seven-fold increase on 1995-96, the first full year of receipts.41
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Rates of UK aviation tax per person compared to EU average excluding UK
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38 Department for Transport, Competition Commission's Market Investigation into the airport services provided by BAA, 2008, Table 5.3 (central estimates)
http://webarchive.nationalarchives.gov.uk/20081022200513/http://www.dft.gov.uk/pgr/aviation/airports/ccinvestigation.pdf 
39 Department for Transport, Aviation emissions cost assessment 2008, Figure 1 (central case)
http://webarchive.nationalarchives.gov.uk/20080808052912/http://www.dft.gov.uk/pgr/aviation/environmentalissues/aviationemissionscostassess/aviationemissionscost.pdf 
40 Remarks of Tony Tyler at the UK Aviation Club in London, 25 April 2012 http://www.iata.org/pressroom/speeches/Pages/2012-04-25-01.aspx 
41 HMRC, Air Passenger Duty (APD) Bulletin, June 2012, Table 4 https://www.uktradeinfo.com/Statistics/Pages/TaxAndDutyBulletins.aspx 
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It may be that ApD is seen by the Treasury as a way to help offset falling receipts from
Fuel Duty and vehicle Excise Duty, as the efficiency of road transport increases and
petrol and diesel consumption falls.  over the last decade, Fuel Duty revenue has fallen
by around 0.5% of gDp, and is set to fall by at least another 0.5% of gDp by 2030.
vehicle Excise Duty is also set to fall by at least 0.2% of gDp by 2030.  The office for
Budget responsibility expects ApD to continue rising as a share of gDp, albeit slowly.42

In addition to ApD, aviation within the EU is now included within the ETS, which will
increase charges still further, although, as was explained in chapter 1, this may give
aviation further room to grow.  

ThE VISA AnD BoRDER CRUnCh

visas and borders are another important part of the equation – it’s little use having
plenty of airport capacity if people from outside the EU find it difficult and time-
consuming to enter the UK.  There are three aspects to this issue – long-term migration,
visitors, and border queues.

over the last decade, long-term net migration (i.e. of at least a year) to the UK has
averaged around 200,000.43 In 2010, the incoming coalition government pledged to
reduce this figure substantially, and last year, introduced a number of changes, including:44

l Abolishing the Tier 1 general route for skilled migrants without a job offer;

l Implementing a cap of 20,700 on Tier 2 – skilled migrants with a job offer – but
excluding intra-company transfers;

l Tightening up on eligibility requirements for student visas.

In April this year, the option of non-EEA students staying for up to two years to seek
employment after finishing a degree course was significantly restricted.  only graduates

Air Passenger Duty receipts, 1995/96 – 2011/12
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Source: HMRC, Air Passenger Duty (APD) Bulletin, June 2012, Table 4
https://www.uktradeinfo.com/Statistics/Pages/TaxAndDutyBulletins.aspx

42 Office for Budget Responsibility, Fiscal sustainability report, July 2011, Charts 4.4, 4.5 and 4.6 http://budgetresponsibility.independent.gov.uk/wordpress/docs/FSR2011.pdf 
43 Office for National Statistics, Migration Statistics Quarterly Report, August 2012, data for Figure 1.1 http://www.ons.gov.uk/ons/rel/migration1/migration-statistics-quarterly-
report/augu   st-2012/msqr.html 
44 IPPR, Migration Review 2011/2012, February 2012 http://www.ippr.org/images/media/files/publication/2012/01/migration-review-2011-12_Jan2012_8431.pdf 
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with an offer of a skilled job from a sponsoring employer will be able to stay on, by
applying for a Tier 2 visa.45

The most recent figures suggest that the government has not yet succeeded in meeting
its aim of reducing long-term net inflows substantially,46 which suggests that further
measures may be implemented, including a renewed push to reduce the number of non-
EU students.47 A new programme to interview thousands of applicants for student visas
has also been launched.48

Significant pressure has, however, been put on the government to take a different
approach and remove international students from the long-term net migration figures
for the duration of their studies.  The Business, Innovation and Skills Select committee
recently recommended that overseas students should be recorded under a separate
classification and not be counted against the overall limit on net migration.  The report
noted that while the UN definition of migration includes overseas students, the
government is under no obligation to use that definition for the development of
domestic policy.49 In response, the government has pledged to produce two separate
datasets showing the number of migrants with and without students, although will
continue to include students in the net migration targets.50

At the same time as it has tightened up on long-term migration, the UK has also made it
more difficult and time-consuming to visit, both for tourism and for business:

l A UK visitor visa, providing entry for up to six months, now costs £78.51 By
comparison a visitor visa valid for the 26 Schengen countries costs €60, or just
under £50.52

l Both the UK general visitor and business visitor visa forms contain around 100
questions, all of which must be completed in English,53 and require a raft of
supporting documents.54 The Schengen visitor visa form is less than 50
questions long.55

l It can take up to 12 weeks to process a UK visa application.56

In addition, border queues, especially at heathrow, have at times been embarrassingly
long.  Target waiting times are 45 minutes or less for non-EEA immigration and 25
minutes or less for EEA immigration, and the Border Force is expected to meet these
targets 95% of the time.  In the last two financial years (2010-11 and 2011-12) these
targets were indeed met nationwide.57 But this apparent success masks appalling
maximum queuing times of over two hours.  

45 IPPR, International Students and Net Migration in the UK, April 2012 http://www.ippr.org/images/media/files/publication/2012/04/international-students-net-
migration_Apr2012_8997.pdf 
46 In the year to March 2010, 587,000 people migrated to the UK, and net migration was 222,000. In the year to March 2012 (the most recent data), 536,000 people migrated
to the UK, and the net migration figure was 183,000. Long-term net migration initially rose under the Coalition, but is now falling. Office for National Statistics, Migration
Statistics Quarterly Report, November 2012, data for Figure 1.1 http://www.ons.gov.uk/ons/dcp171778_288105.pdf
47 IPPR, Migration Review 2011/2012, February 2012 http://www.ippr.org/images/media/files/publication/2012/01/migration-review-2011-12_Jan2012_8431.pdf
48 The Guardian, 9 July 2012 http://www.guardian.co.uk/education/2012/jul/09/overseas-students-face-compulsory-interviews?newsfeed=true
49 House of Commons Business, Innovation and Skills Committee, Overseas Students and Net Migration, 4 September 2012
http://www.publications.parliament.uk/pa/cm201213/cmselect/cmbis/425/425.pdf
50 David Willetts, Minister of State for Universities and Science, Speech to Universities UK conference at Keele University, 13 September 2012
http://www.bis.gov.uk/news/speeches/david-willetts-uuk-conference-2012 
51 UK Border Agency, Fees for our services http://www.ukba.homeoffice.gov.uk/aboutus/fees/
52 See, for example: http://www.finemb.org.uk/public/default.aspx?nodeid=37221&contentlan=2&culture=en-GB
53 UK Border Agency, General Visitor VAF1A form http://www.ukba.homeoffice.gov.uk/sitecontent/applicationforms/visas/vaf1a.pdf and VAF1C form
http://www.ukba.homeoffice.gov.uk/sitecontent/applicationforms/visas/vaf1c.pdf
54 UK Border Agency, guide to supporting documents http://www.ukba.homeoffice.gov.uk/sitecontent/documents/out-of-country/visitors.pdf
55 See, for example http://www.diplomatie.gouv.fr/en/IMG/pdf/visagb.pdf
56 The UK Border Agency has a target to process 90 per cent of non-settlement applications within 3 weeks, 98 per cent within 6 weeks and 100 per cent within 12 weeks of
the application date.  See http://www.ukba.homeoffice.gov.uk/visas-immigration/general-info/processing-times/
57 National Audit Office, The UK Border Agency and Border Force: Progress in cutting costs and improving performance, 17 July 2012, Figure 2
http://www.nao.org.uk/publications/1213/uk_border_agency_cost_cutting.aspx
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As the home Affairs Select committee recently put it: 

“We acknowledge that maximum queue times may only be experienced by a small
proportion of passengers although the evidence is not as clear as it should be.  However we
are alarmed that maximum times have been consistently very high for the last 12 months.
Maximum queue times of two hours or more should be a rare occurrence, corresponding to
extraordinary levels of traffic, a security alert or a problem at one or more major ports.  It is
unacceptable for these long queue times to recur on a monthly basis.”58

Despite these long maximum queuing times, it emerged in early 2012 that appropriate
checks had not always been applied.  Following these revelations, the Border Force was
separated from the UK Border Agency (UKBA) in February 2012 – and a disastrous dip
in performance followed.  

As Table 2.3 shows, at most heathrow terminals, the Border Force failed to meet the
non-EEA targets for a period of several months.  During the olympics, waiting time
targets were exceeded, but extra staff were drafted in for the period around the games.
In September, performance started to slip again, although performance improved again 
in october.  

58 House of Commons Home Affairs Select Committee, Sixth Report – The work of the Border Force, July 2012 .
http://www.publications.parliament.uk/pa/cm201213/cmselect/cmhaff/523/52302.htm  
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59 National Audit Office, The UK Border Agency and Border Force: Progress in cutting costs and improving performance, 17 July 2012, p.7
http://www.nao.org.uk/publications/1213/uk_border_agency_cost_cutting.aspx
60 House of Commons Home Affairs Select Committee, Sixth Report – The work of the Border Force, July 2012
http://www.publications.parliament.uk/pa/cm201213/cmselect/cmhaff/523/52302.htm
61 Brian Moore, Oral evidence to the House of Commons Home Affairs Select Committee, 18 September 2012
http://www.publications.parliament.uk/pa/cm201213/cmselect/cmhaff/uc604-i/uc60401.htm 

The UKBA has struggled to manage cost reductions.  As a recent National Audit office
report concluded:

“Caseworking and Border Force changes have often been independent of headcount
reduction plans.  In 2011-12, the Agency’s workforce reduced by over 1,000 more than
planned, despite the fact that progress was slower than expected in the ICW programme and
workforce modernisation at the border, and no Agency-wide skills strategy was yet in place.
The result of this disconnect was, in some places, a dip in performance and the need to hire
new staff or increase overtime.”59

Border Force staff numbers fell by 457 between March 2011 and March 2012, a
reduction of 6%.  At heathrow, the number of Border Force staff was cut by 177 over
the same period, a fall of 10%.60

As the outgoing head of the Border Force told Mps recently, plans are now afoot to
introduce fast-track lanes to speed “high value business people” through heathrow.61

This is welcome, but is not a substitute for improving the system for all users.



“Over the next 40
years, cities are
expected to grow by
2.5 billion people, and
‘emerging’ markets
could account for 70%
of global GDP.”
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other countries, while still protecting their borders, are improving their immigration systems:

l As a recent IppR report showed, in 2010, Australia introduced regulations that
sought to prevent students from acquiring permanent residency status through
lower-skilled vocational routes and to restrict the availability of post-study work
visas.  But falling numbers of applications for student visas prompted the
government to commission a major review of the student visa system, with the
aim of identifying how Australia could become more competitive in the
international student market.  The review was released in September 2011, and
all its recommendations were accepted.  At the end of 2011 the government
announced its decision to expand the opportunities for foreign students to stay
on and seek employment in Australia after finishing their degree.  Graduates
who have completed a bachelor’s degree or master’s by coursework degree in
Australia will be eligible to apply for a two-year work visa, while those with a
master’s by research degree or a phD earned in Australia will be able to apply
for a three- or four-year visa respectively.62 

l The IppR report also showed that compared to the UK, Canada is much more
permissive when it comes to issuing post study work visas, and since 2005 it has
been moving towards a migration system that makes it easier for international
students to seek work (and potentially to settle on a more permanent basis)
after they have graduated.  The post-graduation work permit programme
currently allows students who have graduated from a participating Canadian
post-secondary institution to apply for a work permit that lasts for the same
length as the programme of study, from a minimum of eight months to a
maximum of three years.63

l The US national Travel and Tourism Strategy, published in May 2012, sets out
plans to make it quicker and easier to get a US visa, including reducing interview
waiting times in key countries and allowing certain categories of low-risk
travellers to renew visas without interviews for up to four years.  The report
also recommends expanding the Visa waiver programme and increasing
enrolment in trusted traveller systems to speed entry at US ports.64

whY ThEY MATTER

To some extent, we shouldn’t overdo the crunch facing aviation in the UK: 

l london’s five airports serve around 400 destinations between them, more than
any other European city.65

l In 2010, london was the world’s largest aviation hub, measured by passenger numbers.66

l heathrow was the third busiest airport in the world in 2011, measured by
passenger numbers, after Atlanta and Beijing.67

l All the airports outside of london have plenty of spare runway capacity. 

The UK has, however, rested on its laurels for decades.  No new runways have been built
in the South East since 1987, when london city airport opened, although outside the
South East a second runway at Manchester airport was completed in 2001 and
Birmingham airport is now extending its runway to allow a full range of long-haul flights.
At the same time taxes have gone up and the UK’s visa regime is no longer serving the
economy well.  

62 IPPR, International Students and Net Migration in the UK, April 2012 http://www.ippr.org/images/media/files/publication/2012/04/international-students-net-
migration_Apr2012_8997.pdf

63 IPPR, International Students and Net Migration in the UK, April 2012 http://www.ippr.org/images/media/files/publication/2012/04/international-students-net-
migration_Apr2012_8997.pdf

64 US Government, National Travel and Tourism Strategy: Task Force on Travel and Competitiveness, May 2012
http://www.doi.gov/news/pressreleases/loader.cfm?csModule=security/getfile&amp;pageid=295021 

65 British Chambers of Commerce, Economic Impacts of Hub Airports, July 2009
66 CAPA – Centre for Aviation and Airports Council International data.  See http://www.centreforaviation.com/analysis/beijing-to-overtake-london-as-worlds-largest-aviation-hub-massive-
new-airport-planned-58776 

67 Airports Council International data.  See http://www.centreforaviation.com/analysis/asia-pacific-airports-move-up-the-ranks-in-2011-with-beijing-this-year-to-overtake-atlanta-71801 
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A chANgINg WorlD EcoNoMy

chapter 1 set out the economic benefits of aviation.  restricting the growth of flying will
restrict those economic benefits.  But there are further reasons why having enough
capacity to develop new routes, particularly to the high growth markets, is vital:

l The world is becoming an increasingly urban place:

− currently just over half (52%) of the world’s population lives in urban areas, 
a figure that is expected to rise to two thirds (67%) by 2050.  over the next 
40 years, urban areas are set to grow by more than 2.5 billion people, a 
75% increase.68

− In china and India alone, cities are expected to grow by 800 million people 
by 2050.69

− global cities and mega regions centred on a key conurbation will become
more important economically.  Their success will partly depend on excellent
transportation links to other global cities.  currently, cities such as london and
New york are in the lead, but there is no guarantee they will remain there.
There are numerous emerging world cities that will increasingly offer
competition to london and New york over the coming decades, and many of
them are investing heavily in their airport infrastructure.70

l At the same time, the world economy is shifting rapidly towards the high growth
markets.  Trade with Asia and latin America will become increasingly important:

− According to goldman Sachs, in the last decade the BrIc countries
contributed close to half the world’s growth, and, overall, “emerging” markets
contributed over 70%.  currently the BrIc countries account for a quarter of
world gDp and emerging markets overall account for around a half.  By 2050,
goldman Sachs estimates that the BrIc countries will account for nearly 40%
of world gDp and emerging markets overall over 70%.  

− According to a recent citigroup report, in 2010, china accounted for 9.5% of
world trade.  By 2030, that figure is expected to increase to 17.4%.  By 2050,
china, India and Indonesia combined are expected to account for 30% of world
trade.  The third largest trade corridor is currently between emerging Asia and
Western Europe, accounting for 6% of world trade.  In 2050, this trade route 
is expected to remain the third most important, accounting for 8.3% of 
world trade.71

l Connectivity to these growing cities and new markets is vital.  The UK trades
about twenty times as much with high growth countries with daily (or better)
direct flight connections as it does with countries with poor connectivity.  A
similar pattern holds for investment.72 And it is not just the trade that causes
the flights.  A recent survey of business leaders in five high growth countries –
Brazil, China, India, South Korea and Mexico – found that 92% say that direct
flights are important to their inward investment decisions.73

68 United Nations, Department of Economic and Social Affairs, World Urbanisation Prospects, the 2011 Revision http://esa.un.org/unup/index.html 
69 United Nations, Department of Economic and Social Affairs, World Urbanisation Prospects, the 2011 Revision http://esa.un.org/unup/index.html
70 See, for example, the Globalisation and World Cities Research Network (GaWC) at Loughborough University for more details http://www.lboro.ac.uk/gawc/index.html 
71 Willem Buiter and Ebrahim Rahbari, Trade Transformed: The emerging new corridors of trade power, Citigroup, October 2011 http://willembuiter.com/trade.pdf 
72 Frontier Economics, Connecting for Growth: The role of Britain’s hub airport in economic recovery, September 2011, Figures 15 and 16
73 British Chambers of Commerce, 26 January 2012 http://www.britishchambers.org.uk/press-office/press-releases/uk-will-miss-out-on-investment-because-of-poor-air-
connections120126.html 
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hUB AIrporTS

overall, the UK does have sufficient airport capacity to develop new routes to the high
growth markets.  But where that capacity is located is just as crucial to ensuring that
these routes do indeed get developed.  And capacity is restricted, or soon to be
restricted, in precisely the place where it is most in demand.  

There is no doubt that good point-to-point airports are vital, and direct routes from the
UK’s manufacturing heartlands to china’s growing metropolises would provide an
important economic boost.  But the UK already has numerous point-to-point airports.
By contrast, it only has one hub airport, which is already full.  

hub airports really do matter.  The key reason for this is that a range of routes and a
high frequency of services are only made viable by the transfer passengers connecting
through a hub airport.  And global businesses will want to locate in cities that are well
connected, both in range of destinations and frequency of flights, even if they have to pay
a premium in office rent and salaries to do so.  As an authoritative recent study put it:

“The key benefit of a hub airport is that it can sustain a comprehensive and far wider
network at a higher frequency of service than would be possible at a point-to-point airport.
Transfer passengers make direct routes to many destinations sustainable, a pattern found
across all major international hubs: 35% of Heathrow’s passengers are transferring, 53% of
Frankfurt’s (Main) and 45% of Amsterdam’s (Schiphol).  Because of Heathrow’s transferring
passengers, UK residents and businesses have access to more direct destinations, at higher
frequencies and lower priced fares.  By adding flight capacity at a hub, the connectivity impact
is magnified compared to adding point-to-point capacity.  Hub airports offer a better service,
more destinations and greater frequencies, than would otherwise be offered if that airport
were only meeting local demand.”74

The important of transfer passengers to sustaining routes at heathrow is illustrated by
the fact that in 2010 there were 39 routes at heathrow on which more than 50% of
passengers were transferring, and a further 92 routes on which more than 25% of
passengers were transferring.75

heathrow’s lack of spare capacity is already leading to operational problems, the most
obvious being that in busy periods planes regularly circle for half an hour before being
allocated a landing slot, leading to delays and extra emissions. Similarly, there are regular
queues of planes waiting to take off.  While heathrow’s punctuality record last year was
actually slightly better than a number of other European hubs,76 this may be because
flight times are longer – flight times from heathrow to Amsterdam have been
lengthened by at least 30 minutes over the last decade,77 while the scheduled flight time
from heathrow to paris is only 10 minutes shorter than from Birmingham to paris.  

But perhaps more seriously, it is losing connectivity and being overtaken by other hubs
with plenty of spare capacity:

l The number of destinations served by heathrow has fallen from 227 in 1990 to
180 today.  By contrast, Amsterdam’s Schiphol airport serves 313 destinations,
and both Frankfurt and paris Charles de Gaulle serve more than 250.78

“Good point-to-point
airports are vital, but
the UK only has one
hub airport, which is
already full.”

74 British Chambers of Commerce, Economic Impacts of Hub Airports, July 2009, p.5
75 Institute of Directors, Big Picture, Q3 2011, p.10 http://www.iod.com/MainWebSite/Resources/Document/Big-Picture-Q3-2011-No-12.pdf 
76 Eurocontrol, Delays to air transport in Europe, 2011, Figures 9 and 14 (all-causes delay) http://www.eurocontrol.int/sites/default/files/content/documents/official-documents/facts-
and-figures/coda-reports/CODA-Digests-2011/coda-digest-annual-2011.pdf 
77 Institute of Directors, Big Picture, Q3 2011, p.10 http://www.iod.com/MainWebSite/Resources/Document/Big-Picture-Q3-2011-No-12.pdf
78 House of Commons All Party Parliamentary Group for Aviation, Inquiry into Aviation Policy and Air Passenger Duty, August 2012, p.24
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l This is particularly true for the high growth destinations.  heathrow maintains
excellent connections to established markets such as north America, but
destinations in Asia and latin America are far better served by continental hubs.
There are daily direct flights from heathrow to 26 cities in the US and Canada,
but only 3 cities in South America.79 In China, only hong Kong, Beijing, Shanghai
and Guangzhou are served, with most flights running to hong Kong.  heathrow’s
market share of leading European airports serving mainland China (i.e. excluding
hong Kong) is 11%, compared with 18% for paris, 17% for Frankfurt and 14% for
Amsterdam.80 There are 25 high growth destinations with daily flights from
other European hubs, and 13 more with at least a weekly connection, that are
not well served from heathrow.81

l while heathrow is still Europe’s largest airport by passenger numbers, other
hubs are catching up fast.  In 2000, while heathrow handled 64 million
passengers, no other European airport handled more than 50 million.  By 2010,
heathrow’s traffic had grown to 66 million passengers, while paris was handling
58 million and Frankfurt 53 million.82

l Freight carried by passenger planes is vital to long-haul routes, typically generating
10%-30% of revenues per flight.83 while heathrow remains Europe’s second
largest freight handler after Frankfurt, Amsterdam and paris are catching up.84

79 Figures supplied by Heathrow Airport
80 Figures supplied by Heathrow airport
81 Frontier Economics, Connecting for Growth: The role of Britain’s hub airport in economic recovery, September 2011, p.12
82 Eurostat, EU transport in figures, 2012, p.57 http://ec.europa.eu/transport/publications/statistics/doc/2012/pocketbook2012.pdf 
83 British Chambers of Commerce, Economic Impacts of Hub Airports, July 2009, p.26
84 Eurostat, EU transport in figures, 2012, p.60 http://ec.europa.eu/transport/publications/statistics/doc/2012/pocketbook2012.pdf
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Ironically, heathrow was never a particularly well-designed hub airport, as those using
buses to transfer between terminals could confirm.  Walking between gates in the same
terminal building at other hub airports is an entirely different experience.  But the
construction of Terminal 5 and the re-development of Terminal 2, which will serve the
Star Alliance network, are transforming heathrow into a far better hub operation, just as
capacity limits are constraining the development of new routes.  

It has been argued that hub capacity is not as vital as its proponents would make out.
According to a recent report from Birmingham Airport, the total cost of carrying
passengers from their point of origin to their point of destination is lower when
passengers fly nonstop than when they change planes at a hub.  The report also pointed
out that once the passenger is locked into the hub, there are increased chances of
missed connections.  civil Aviation Authority research cited by the report found that 
the actual journeys that people wanted to fly were rarely between major hub airports.85

As the report acknowledged, however, point-to-point growth will tend to complement,
rather than replace, hub offerings.  And while it may be possible to build up other hub
airports in the UK, at the moment the UK only has one hub.  

Nevertheless, direct flights from high growth markets to cities outside of london, such as
Manchester and Birmingham, would provide a big boost to regional economies.  Developing
these routes is a vital part of helping to rebalance the UK economy towards manufacturing
and away from the South East of England.  But there is no capacity constraint at Manchester
that is currently preventing such routes from being developed, and at Birmingham, the
runway extension, set to open in 2014, will allow a full range of long-haul destinations to be
served.  It is not a case of these airports needing new runways at present.  

By contrast, heathrow is less well connected than other European hub airports.  Unless
it is allowed to expand, or more hub capacity is constructed somewhere else, the UK’s
hub offering will continue to decline relative to our competitors.  

“Birmingham’s 
runway extension, 
set to open in 2014,
will allow a full range
of long-haul
destinations to 
be served.”

2011 annual air traffic movements versus capacity at major European hub airports
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http://ec.europa.eu/transport/modes/air/studies/doc/airports/2011-03-impact-assessment-revisions-regulation-95-93.pdf

85 Paul Kehoe, Don’t put all your eggs in one basket, Birmingham Airport, 2012 http://balancedaviationdebate.com/aviation_report.pdf

ATMs 2011 ATM capacity
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UK rEgIoNS

Many UK regions depend on connections through heathrow to destinations further
afield.  To give two Scottish examples:86

l British Airways carried 2.6 million passengers to and from Scotland in 2011, with
two thirds of these passengers travelling onwards to other destinations.  

l The present value of journey-time savings from Aberdeen airport’s connections
to heathrow have been estimated at between £859 million and £1.7 billion.  

These connections, however, have been declining in recent years.  Increasing numbers
are transferring through other European hubs, such as Amsterdam, or non-European
hubs, such as Dubai, instead:87

l Since 1990, the number of British regional airports with flights to heathrow has
fallen from 21 to 6.  Three times as many regional airports – 18 – have direct
links to Amsterdam.  

l Manchester Airport’s sixth biggest, highest volume flight route is into Amsterdam.

It may be argued that it doesn’t matter if long-haul passengers from UK regional airports
connect through overseas hubs rather than heathrow, although there will clearly be no
environmental benefit from such a substitution away from domestic flying.  But service
frequencies may be lower, prices higher, and the range of destinations less attuned to the
needs of British businesses.  If these flights are operated by low cost airlines, separate
bookings and rechecking baggage would also be required.  In addition, these transfer
passengers could be supporting long-haul routes from the UK rather than at other
European hubs, helping to maintain Britain’s overall connectivity.  

As the All party parliamentary group for Aviation recently put it: 

“We believe the regions and nations stand to benefit significantly from connectivity to a hub,
spreading the economic benefits of air links to the global marketplace across the whole of the
UK.  Aviation does not just provide or facilitate jobs in the South East of England.  This inquiry
received many submissions from businesses and groups across the whole of the UK, where
businesses are reliant on excellent air links, and that as a result of reduced or non-existent
connectivity with Heathrow are now suffering.... Exporting the UK’s hub to European
competitors is bad for UK businesses, and limits the prospects for job creation here.”88

AIr pASSENgEr DUTy

Excessive levels of ApD are undoubtedly having a negative impact on the aviation sector.
An “exorbitant” level of tax was one of the main reasons cited by the cEo of Air Asia
x, Azran osman-rani, for pulling out of the UK earlier this year :

“The implementation of the Emissions Trading Scheme and the escalating air passenger duty
taxes in the UK, which will rise yet again in April 2012, have forced our decision to withdraw
our services to Europe.”89

The Netherlands’ short-lived experiment with ApD was particularly revealing.  The tax
generated €300 million but was estimated to have caused a loss of €1.3 billion to the
broader Dutch economy.90

86 House of Commons All Party Parliamentary Group for Aviation, Inquiry into Aviation Policy and Air Passenger Duty, August 2012, pp.26-27
87 House of Commons All Party Parliamentary Group for Aviation, Inquiry into Aviation Policy and Air Passenger Duty, August 2012, p.26
88 House of Commons All Party Parliamentary Group for Aviation, Inquiry into Aviation Policy and Air Passenger Duty, August 2012, p.26
89 Air Transport World, 13 January 2012 http://atwonline.com/international-aviation-regulation/news/airasia-x-stops-europe-flights-over-taxes-eurozone-woes-0112 
90 House of Commons All Party Parliamentary Group for Aviation, Inquiry into Aviation Policy and Air Passenger Duty, August 2012, pp.12-13
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high ApD rates are also damaging regional airports.  For example, passengers flying out
of Newcastle this year are expected to pay a total of £49 million in ApD, almost as much
as the airport’s turnover last year of £52 million.91 And according to a recent study by
york Aviation, passengers in london and the South East are less price sensitive than
those in the rest of the country.  ApD rises will therefore tend to have a larger negative
impact on regional airports and less economic routes.  For instance, continental Airlines
(now part of United) would have abandoned flights from Belfast to the US if the level of
ApD had not been reduced in Northern Ireland.92

ApD is also encouraging passengers to alter behaviour.  Nearly a million people depart
from Dublin airport despite being resident in Northern Ireland, with ApD a major factor.
And according to evidence presented to the All party parliamentary group for Aviation,
passengers are increasingly flying long-haul via Amsterdam, using two separate tickets, to
avoid long-haul ApD.93

ThE UK EcoNoMy

Aviation capacity, aviation taxes, the visa regime and border operations are clearly far
from the only factors affecting the UK’s economic fortunes.  But they are important.
Every measure that makes it harder for people from overseas to travel to the UK will
have an impact on businesses and jobs in this country:

l In 2011, there were 31 million visits to the UK from overseas residents (all
purposes), and a total of £18 billion was spent.  The majority, however, still came
from traditional countries – £9.8 billion of spending from Europe, £2.9 billion
from north America and £1 billion from Australia.  Spending in the UK from
visitors from the major high growth nations was very low – just £318 million
from Indian visitors, £302 million from Brazilian visitors and £259 million from
Chinese visitors (excluding hong Kong).94

l The opportunity, however, is vast.  Chinese visitors (excluding hong Kong) spent
an average of nearly £1,500 per visit, nearly three times the average for all
visitors.  The problem is that only 181,000 visited in 2011 – there were almost
as many visits (149,000) from hong Kong residents.95 other countries are far
more successful in attracting visitors from China and other high growth
markets.  For example, in 2010, there were 925,000 Chinese visitors to France,96

while over 400,000 Chinese travellers visited Switzerland in summer 2011
alone.97 Figures from the Un world Tourism organisation, which have the
advantage of being compiled on the same basis, show that in 2010, France
received 907,000 Chinese visitors, Germany 511,000 and the UK just 109,000.98

l Inward investment remains relatively high, but the UK is slipping down the world
rankings.  In 2011, the UK attracted $54 billion of inward investment, the
seventh largest total and a fall from the fifth largest in 2010 – the UK was
overtaken by Brazil and Singapore.99

l Measured by number of projects, the UK remains Europe’s most attractive
location for inward investment.  But the number of projects fell by 7% between
2010 and 2011, in contrast to a 7% rise in Germany.  If those trends continue,

91 Financial Times, 15 July 2012 http://www.ft.com/cms/s/0/579aff2c-c78c-11e1-a850-00144feab49a.html#axzz20mFHlkPg 
92 House of Commons All Party Parliamentary Group for Aviation, Inquiry into Aviation Policy and Air Passenger Duty, August 2012, pp.12 and 15
93 House of Commons All Party Parliamentary Group for Aviation, Inquiry into Aviation Policy and Air Passenger Duty, August 2012, p.13
94 Office for National Statistics, Travel Trends 2011, Table 4.04 http://www.ons.gov.uk/ons/publications/re-reference-tables.html?edition=tcm%3A77-269632 
95 Office for National Statistics, Travel Trends 2011, Table 4.04 http://www.ons.gov.uk/ons/publications/re-reference-tables.html?edition=tcm%3A77-269632 
96 INSEE (French National Institute of Statistics and Economic Studies) http://www.insee.fr/fr/themes/tableau.asp?reg_id=0&ref_id=NATTEF13532
97 Swissair press release, 11 February 2012 http://www.swiss.com/web/EN/about_swiss/media/press_releases/Pages/pr_20120211.aspx 
98 UN World Tourism Organisation, http://www2.unwto.org/, cited in the Guardian, 17 August 2012 http://www.guardian.co.uk/world/2012/aug/17/visas-deter-chinese-tourists 
99 United Nations Conference on Trade and Development, World Investment Report 2012, Annex table I.1 http://www.unctad-docs.org/files/UNCTAD-WIR2012-Full-en.pdf 
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the UK will be overtaken by Germany as Europe’s premier investment location.
According to an Ernst & Young survey of business executives, Germany and
poland are thought to be more attractive than the UK over the next three
years.100 As Mark Gregory, Ernst & Young’s chief economist, said, other countries
“probably have better infrastructure to achieve that aim.”101

l The market for international students has become more competitive over the
past decade.  The US and UK are still the world’s first and second most popular
locations for international students, although both lost market share between
2000 and 2009.  other countries, from a smaller base, gained market share over
the same period, most notably Australia and Canada.102 If the visa regime for
international students continues to be relatively strict, the UK is likely to lose
market share still further.  

“Every measure that
makes it harder for
people from overseas
to travel to the UK will
have an impact on
businesses and jobs in
this country.”

100 Ernst & Young, Growth, actually: Ernst & Young’s 2012 European attractiveness survey, pp. 8 and 23
http://www.ey.com/Publication/vwLUAssets/Attractiveness_2012_europe/$FILE/Attractiveness_2012_europe.pdf 
101 Financial Times, 6 July 2012 http://www.ft.com/cms/s/0/525a7546-c6b1-11e1-943a-00144feabdc0.html#axzz1zqMNOHgy
102 OECD, Education at a glance 2011, Table C3.6 http://www.oecd.org/document/2/0,3746,en_2649_39263238_48634114_1_1_1_1,00.html.  Data available at
http://dx.doi.org/10.1787/888932464562 
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The analysis in the preceding two chapters set out the importance of aviation to the
economy, and how complacency on capacity, taxes and immigration could damage the
UK.  But what do businesses themselves actually think?  And where do they see the 
best solutions?  

In May 2012, the IoD polled 1,076 of its members across the UK to find out what they
thought about airport capacity.  In this chapter, the key findings are set out.  

how IoD MEMBERS TRAVEl on BUSInESS

Unsurprisingly, IoD members use a large number of UK airports for business flights.
Their local airports are heavily used, but for most regions, heathrow is still the most
frequented airport.  

IoD members usually travel to the airport by car or taxi.  public transport is little used.

For business trips in the UK but outside their local area, most IoD members drive or
take the train.

For business trips in Europe, members usually fly direct.  Those flying indirect are as likely
to connect via Amsterdam Schiphol as heathrow.  

For business trips outside Europe, most members also fly direct.  For medium- and long-
haul flights, heathrow is a more important hub.  

3. The business view of 
airport capacity
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Q: WhIch UK AIrporTS Do yoU USE MoST FrEQUENTly For BUSINESS
FlIghTS? (plEASE SElEcT Up To 3 AIrporTS.)

l IoD members make use of a wide range of UK airports for business flights, with
heathrow by far the most extensively used.  

    l In most regions, heathrow is still the airport most frequently used.  The
exceptions are north west, Yorkshire, west Midlands, north East and 
Scotland.  In all these regions, heathrow is the second or third most frequently
used airport.  

l Gatwick is also an important airport for IoD members, particularly in london,
the South and wales.  
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l Manchester airport is used quite frequently by IoD members outside the north
west, in particular Yorkshire and the west Midlands.

l Birmingham airport is important for IoD members in the East Midlands, as well
as in the west Midlands.  

 l Almost one in ten IoD members (9%) do not fly on business.  

Q: hoW Do yoU USUAlly TrAvEl To ThE AIrporT ThAT yoU USE MoST
FrEQUENTly For BUSINESS FlIghTS? (plEASE SElEcT All ThAT Apply.)

l Most IoD members travel to the airport that they use most frequently for
business flights by car (70%) and taxi (31%).  Smaller proportions travel by 
rail (18%) and underground/metro (9%).  only 5% travel by bus or coach.  

l These findings are fairly consistent across the regions, with the exception 
of london.  In london, 48% travel by taxi, 43% by car, 37% by rail and 24% 
by underground.  

“Most IoD members
travel to the airport by
road, not rail.”
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l The most important point is that most IoD members travel by road to the
airport.  Even in london, public transport is used less frequently, and outside of
london, it is used relatively rarely.  These findings clearly have implications for
airport location and designing surface access strategies.  

Q: For BUSINESS TrIpS To DESTINATIoNS WIThIN ThE UK BUT oUTSIDE
yoUr locAl ArEA, hoW Do yoU USUAlly TrAvEl? 
(plEASE SElEcT All ThAT Apply.)

l overall, IoD members tend not to fly on business within the UK.  Two thirds
(65%) drive and almost six in ten (59%) take the train.  only a quarter (26%) fly
direct, and just 1% fly indirect.  

l In certain regions, the reverse is true.  not surprisingly, almost three quarters
(73%) of IoD members in northern Ireland fly on business within the UK, and
the same is true for 58% of Scottish members.  

Q: For BUSINESS TrIpS To EUropEAN DESTINATIoNS, hoW Do yoU
USUAlly TrAvEl? (plEASE SElEcT All ThAT Apply.)  

l overall, three quarters (75%) usually fly direct to Europe on business, a quarter
(26%) usually fly indirect and a fifth (19%) usually take the Eurostar.  

l IoD members that fly indirect connect at other European airports as frequently
as they do at other UK airports:

− 13% fly indirect via a UK airport and 13% fly indirect via a European airport; 

− 7% fly indirect via heathrow and 7% fly indirect via Amsterdam.  

l In certain regions, IoD members connect via European hubs to a far greater
extent, but other regions rely on connections at heathrow and other UK
airports.  For a number of regions, Amsterdam has now become the main hub
airport for European business travel:

 In Scotland, 43% fly indirect via a European airport and 32% via a UK airport.  24% fly
indirect via Amsterdam and 22% fly indirect via heathrow;

How IoD members usually travel to the airport – UK and London compared

CHART 3.1
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“For IoD members in
a number of regions,
Amsterdam has now
become the main hub
airport for European
business travel.”
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− In Northern Ireland, 23% fly indirect via heathrow, 14% via another UK airport
and 9% via Amsterdam;

− In the North West, 11% fly indirect via Amsterdam and 11% via another
European airport, compared to just 5% connecting through a UK airport;

− In the East Midlands, 20% connect through a UK airport, compared to just 8%
connecting through a European airport;

− In yorkshire, 20% connect via Amsterdam, 12% via a UK airport and 8% via
another European airport;

− In the West Midlands, 26% fly indirect via a European airport, compared to 8%
transferring through a UK airport;

− In the North East, 42% connect via Amsterdam, 16% connect via another
European airport, 11% transfer at heathrow and 11% at another UK airport.  

l Almost one in seven IoD members (14%) do not travel to Europe on business.  

Q: For BUSINESS TrIpS To DESTINATIoNS oUTSIDE EUropE, hoW Do yoU
USUAlly TrAvEl? (plEASE SElEcT All ThAT Apply.)  

l overall, a slightly lower proportion fly direct to destinations outside Europe
than inside Europe.  Just over six in ten (61%) fly direct and a third (34%) 
fly indirect.  

l Indirect flights are more likely to be via UK airports:

− 16% fly indirect via heathrow and 4% via another UK airport;

− 7% fly indirect via Amsterdam and 7% via another European airport.

Outsourcing a hub airport – percentage of IoD members from certain regions 
flying indirect via Amsterdam and Heathrow on European business trips

CHART 3.2
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“Nearly two thirds of
IoD members (63%)
say that direct flights
from the UK to
emerging markets are
likely to be important
to their business in the
next decade.”
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l Again, there are important regional exceptions, although Amsterdam is generally
less significant, and heathrow more significant, than for indirect European flights.
The exceptions are the north west and north East, where IoD members are
more likely to transfer at Amsterdam than heathrow:

− In Scotland, only 25% fly direct.  47% of Scottish IoD members fly indirect via
heathrow, 27% fly indirect via Amsterdam and 10% via paris;

− 45% of members from Northern Ireland fly indirect via heathrow;

− 31% of IoD members in the North West fly indirect via a European airport,
compared to 24% connecting via a UK airport;

− In yorkshire, 20% connect via heathrow and 16% via Amsterdam;

− In the North East, only 26% fly direct.  26% fly indirect via Amsterdam and 21%
via heathrow.  

l A quarter of IoD members (26%) do not travel outside of Europe on business.  

RoUTES AnD CApACITY

Just over a third say that direct flights to ‘emerging’ markets are currently important to
their business.

In the next decade, nearly two thirds think that direct flights to emerging markets will be
important to their business.  

IoD members value both a high frequency of direct flights to established destinations
and a wide range of flights to emerging market destinations.  

Nearly six in ten agree that heathrow’s lack of spare capacity has a damaging effect on
inward investment to the UK.  

Q: FroM ThE pErSpEcTIvE oF yoUr (prIMAry) orgANISATIoN, hoW
IMporTANT ArE DIrEcT FlIghTS FroM ThE UK To EMErgINg MArKETS:

− AT ThE prESENT TIME?

− lIKEly To BE IN ThE NExT 10 yEArS?

l over a third of IoD members (37%) say that direct flights from the UK to
emerging markets are important to their business at present, compared with
35% who say they are not important.  

l nearly two thirds of IoD members (63%) say that direct flights from the UK to
emerging markets are likely to be important to their business in the next
decade, compared to just 20% who think they will remain unimportant.  

l The high growth markets, therefore, are set to become far more important to
IoD members over the next decade, underlining the importance of developing
new routes from the UK.  
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Q: ThINKINg FroM ThE pErSpEcTIvE oF yoUr (prIMAry) orgANISATIoN,
WhIch oF ThE FolloWINg opTIoNS Do yoU MoST vAlUE?

l overall, 36% of IoD members most value a high frequency of direct flights to
established long-haul destinations, while 29% most value a wide range of direct
flights to emerging market destinations.  

l heathrow currently excels at providing high-frequency flights to, for example,
the US, but it provides a narrower range of flights to emerging market
destinations that other European hub airports, such as Amsterdam, paris 
and Frankfurt.  

l The findings of this poll suggest that a significant proportion of IoD members
would prefer a better balance between the two.  with existing capacity
constraints, it will be harder to expand heathrow’s emerging market routes
without reducing the frequency of flights to the US, although other UK airports
could prioritise the development of routes to Asia and latin America.  without
capacity constraints, heathrow, or another hub airport, could provide both.  

Q: To WhAT ExTENT WoUlD yoU AgrEE or DISAgrEE WITh ThE
FolloWINg STATEMENT? "hEAThroW'S lAcK oF SpArE cApAcITy hAS
A DAMAgINg EFFEcT oN INWArD INvESTMENT To ThE UK."

l As mentioned above, heathrow’s lack of spare capacity does constrain the
development of new routes.  IoD members generally think that this is harmful to
the UK economy.  Almost six in ten (59%) agree that a lack of spare capacity at
heathrow has a damaging effect on inward investment to the UK, compared to
just 17% who disagree.  

l In all regions of the UK, more IoD members agree than disagree with 
this statement.  

From the perspective of your (primary) organisation, how important are direct
flights from the UK to emerging markets?

CHART 3.3
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poSSIBlE CApACITY SolUTIonS

Almost eight in ten would support the building of at least one new runway in the UK.

views are mixed on the desirability of mixed mode operations at heathrow, although
more support than oppose the idea.  

Asked individually, members support a wide range of options to increase airport capacity:

l 58% support a third runway at heathrow;

l 58% support a major expansion of one or more airports outside of london and
the South East;

l 56% support the construction of a high-speed rail link between heathrow and
Gatwick to create a ‘virtual hub’ airport, known as “heathwick”;

l 54% support a second runway at Gatwick;

l 43% support the construction of a new hub airport in the Thames estuary or
north Kent;

l 38% support a second runway at Stansted.

If a new hub airport in the Thames estuary or North Kent required the closure of
heathrow to be viable, only 24% of IoD members would support it.   

When asked to pick just oNE of the above options, views are very mixed.  The most
popular options are:

l A third runway at heathrow – 27%;

l A major expansion of one or more airports outside of london and the South
East – 21%;

l A new hub airport in the Thames estuary or north Kent – 13%.

views on capacity solutions differ widely depending on the region.  

Q: To WhAT ExTENT WoUlD yoU SUpporT or oppoSE: 

− ThE BUIlDINg oF AT lEAST oNE NEW rUNWAy IN ThE UK?

− ThE USE oF ‘MIxED MoDE’ opErATIoNS AT hEAThroW?

l In all regions, there is strong support for the construction of at least one new
runway somewhere in the UK.  overall, 79% of IoD members express support,
compared to just 7% expressing opposition.  

l There is far weaker support for the option of increasing capacity at heathrow
through the use of mixed mode operations.  Two fifths (40%) express support,
compared with a fifth (20%) expressing opposition.  opinions are quite
consistent across the regions.  
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NB: Note that the following questions were asked independently.  only the last question
required IoD members to choose between different options for increasing capacity.  

Q: WhIch oF ThE FolloWINg opTIoNS BEST MATchES yoUr vIEW oN
ThE poSSIBIlITy oF A ThIrD rUNWAy AT hEAThroW?

l Support for a third runway is strong amongst IoD members.  overall, 58%
support and 21% oppose, with 13% neither supporting nor opposing.  

l At the time of polling, there were two key proposals for a third runway.  The
main proposal has been for a short runway to the north of the existing
northern runway, and an alternative proposal has been made for a close parallel
runway to the South of the existing Southern runway.103 overall, 41% of IoD
members support a third runway and have no preference about its location, 9%
support a close parallel runway and 8% support a runway to the north.  

l Support is relatively consistent across all regions.  At least 45% of IoD members
support a third runway in every region, while no more than 30% oppose a third
runway in any region.  

Q: AN AlTErNATIvE propoSAl hAS BEEN MADE For A rEcoNFIgUrATIoN
oF ThE rUNWAy AT rAF NorTholT, locATED ApproxIMATEly 6 MIlES
NorTh oF hEAThroW, To opErATE AS A ThIrD rUNWAy For
hEAThroW, WITh ThE ASSocIATED rAIl INFrASTrUcTUrE To
coNNEcT ThE TWo. To WhAT ExTENT WoUlD yoU SUpporT or
oppoSE SUch A DEvElopMENT?

l Support for the reconfiguration of the runway at RAF northolt is weaker than
for a third runway at heathrow.  over two fifths (43%) support, while over a
quarter (27%) oppose.  

Q: A FUrThEr propoSAl hAS BEEN MADE For ThE coNSTrUcTIoN oF A
hIgh-SpEED rAIl lINK BETWEEN hEAThroW AND gATWIcK, crEATINg
A 'vIrTUAl hUB' AIrporT, KNoWN AS "hEAThWIcK". To WhAT ExTENT
WoUlD yoU SUpporT or oppoSE SUch A DEvElopMENT?

l opinion is strongly in favour of this proposal, with 56% supporting and 
19% opposing.  

l only in the west Midlands is opinion mixed, with 38% in favour and 31% against.  

To what extent would you support or oppose...?

CHART 3.4
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103 For more details, see Chapter 4. 
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Q: A NUMBEr oF propoSAlS hAvE AlSo BEEN MADE For A NEW hUB
AIrporT AWAy FroM hEAThroW, IN ThE ThAMES ESTUAry or NorTh
KENT. To WhAT ExTENT WoUlD yoU SUpporT or oppoSE ThE
coNSTrUcTIoN oF A NEW hUB AIrporT IN ThE ThAMES ESTUAry or
NorTh KENT?

l IoD members tend to favour the construction of a new hub airport in the
Thames estuary or north Kent, although not as strongly as some of the other
proposals.  overall, 43% support and 30% oppose.  

l Regionally, opinions are mixed:

− IoD members in the East Midlands and london are most strongly in favour,
with 53% support (although support for a third runway at heathrow is
stronger in both regions);

− IoD members in the West Midlands, Scotland and Northern Ireland oppose the
idea, while IoD members in the South West are divided equally.  

Q: IT hAS BEEN ArgUED ThAT, To BE FINANcIAlly vIABlE, A NEW 
hUB AIrporT WoUlD NEcESSITATE ThE cloSUrE oF hEAThroW.
WoUlD yoU rEMAIN IN FAvoUr oF A NEW hUB AIrporT IF
hEAThroW WAS cloSED?

l Support for a new hub airport drops dramatically if it results in the closure of
heathrow.  only 55% of those supporting a Thames estuary hub continue to
favour the idea if it means that heathrow is closed.  

l This means that, if heathrow is closed, only 24% of IoD members overall
support a Thames estuary hub airport, with 45% opposed.  

Q: oThErS hAvE ArgUED ThAT oNE or MorE rEgIoNAl AIrporTS, 
SUch AS BIrMINghAM, coUlD BE ExpANDED To BEcoME hUB
AIrporTS IN ThEIr oWN rIghT, rElIEvINg ThE prESSUrE oN AvIATIoN
cApAcITy IN ThE SoUTh EAST, AND provIDINg AN AlTErNATIvE To
NEW rUNWAyS IN ThE SoUTh EAST. To WhAT ExTENT WoUlD yoU
SUpporT or oppoSE ThE MAJor ExpANSIoN oF oNE or MorE
rEgIoNAl AIrporTS?

l overall, this is the most strongly supported proposal, with 58% expressing
support and 17% expressing opposition.  

l Unsurprisingly, the proportions in favour are even higher in certain regions, with
85% support in the west Midlands, 80% support in wales, 77% support in the
north west, 76% support in the East Midlands, 70% support in Scotland and
69% support in the north East.  

l london and the South are unsurprisingly the regions with the lowest
comparative levels of support, although IoD members in these regions are still
strongly in favour.  In london, 45% support and 24% oppose, while in the South,
48% are in favour and 19% are opposed. 

Q: A MorATorIUM cUrrENTly prohIBITS AN ADDITIoNAl rUNWAy AT
gATWIcK UNTIl 2019. To WhAT ExTENT Do yoU AgrEE or DISAgrEE
ThAT A SEcoND rUNWAy ShoUlD BE coNSTrUcTED AFTEr ThE
cUrrENT MorATorIUM ENDS?

l overall, 54% support a second runway at Gatwick after the current moratorium
ends, while 16% are opposed.  

l Support is quite consistent across all regions, with the strongest support (62%)
in london.

“IoD members would
not support a new
hub airport East of
London if it meant the
closure of Heathrow.”
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Q: To WhAT ExTENT WoUlD yoU SUpporT or oppoSE ThE
coNSTrUcTIoN oF A SEcoND rUNWAy AT STANSTED?

l A second runway at Stansted is the least popular idea.  Almost two fifths (38%)
support it, 15% are opposed and 42% are undecided.  

l Unsurprisingly, two thirds (67%) of IoD members in the East of England support
a second runway at Stansted, with just over half (53%) of members in the East
Midlands also in favour.  

Q: IT IS vEry UNlIKEly ThAT All oF ThE MANy propoSAlS For MorE
AvIATIoN cApAcITy WIll procEED. FroM ThE pErSpEcTIvE oF yoUr
(prIMAry) orgANISATIoN, WhIch onE oF ThE FolloWINg
propoSAlS WoUlD BE oF MoST BENEFIT To yoUr BUSINESS?

l It was important to ask this last question.  It could be said that many IoD
members are in favour of almost any option to increase capacity.  It is, however,
unlikely that all of the ideas, or even most of them, will be implemented.  hence
this question required IoD members to choose one option only, thinking about
their primary business.  

“If they could only
select one option, IoD
members are most
likely to choose a third
runway at Heathrow.”

IoD member support for options to increase capacity

CHART 3.5
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l The three most popular options are a third runway at heathrow (27%), a major
expansion of one or more regional airports (21%) and a new hub airport in the
Thames estuary or north Kent (13%).  

l Regionally, members naturally tend to choose expansion of their nearest airport,
although not in all cases. As Table 3.4 shows, a third runway at heathrow is the
most popular option in northern Ireland, london and the South, and the
second most popular option in Scotland, wales, the South west, the East
Midlands, the East of England, the west Midlands and the north East. 
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In setting out a good long-term plan for the aviation sector, three points must be
emphasised:

l we’ve been here before.  Almost every option proposed in this latest round of
the aviation debate has been proposed before, in identical or variant form.  

l The main blockage is planning not money.  The private sector is able and willing
to invest in expanding airport capacity.  with the notable exception of improved
surface access to airports, the taxpayer does not need to contribute.  But the
Government does need to approve the location/s for development.  

l A single solution is not enough.  A good plan needs to address the short term as
well as the medium term – realistically when any new runways would open.  It
also needs to connect with transport policy more widely and with other policy
areas such as immigration and taxation.  

The government has decided to delay making any decision on new capacity until after
the next election, with the Davies commission not due to produce its final report until
2015.  Such an elongated time-scale is disappointing, but if it results in actual decisions
which are then actually implemented, the wait will have been worth it.  

Numerous interested organisations will submit their own variations of proposals for the
sector.  What the Davies commission finally recommends will no doubt be a balance
between the best economic solutions and the most realistic political ones.  The IoD does
not claim any unique expertise, but this chapter lays out our own suggestions.  

wE’VE BEEn hERE BEFoRE

A number of proposals have been made over the last year for aviation capacity
improvements.  Most have been proposed before, including:

l Several variations on the idea of a major hub airport in the Thames estuary or
north Kent;

l A new hub airport to the north west of london, probably in oxfordshire 
(nB: this proposal has been hinted at, but not yet formally made, this 
time around);104

l A third runway at heathrow;

l A second runway at Stansted;

l A more substantial development of Stansted;

l Development of Birmingham airport.

Table 4.1 sets out a timeline of indecision surrounding UK aviation policy, at the same
time as other countries have pressed ahead with development.  As the timeline shows,
both main parties have at times abandoned airport expansion plans.  

4. A long-term plan 
for growth

104 Little has been revealed of the plans for an airport in Oxfordshire.  See Independent on Sunday, 2 September 2012 http://www.independent.co.uk/travel/news-and-
advice/ios-exclusive-secret-plan-for-fourrunway-airport-west-of-heathrow-8100772.html 
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The Future of Air Transport White paper, published in 2003, was particularly
comprehensive.  The White paper recommended that provision should be made for two
additional runways in the South East by 2030.  Its conclusions are worth re-stating:105

l “There is an urgent need for additional runway capacity in the South East. 

l “There is no strong case for the development of a second international hub airport
alongside Heathrow.

l “The first priority is to make best use of the existing runways, including the remaining
capacity at Stansted and Luton.

l “Provision should be made for two new runways in the South East by 2030.

l “The first new runway should be at Stansted, to be delivered as soon as possible
(around 2011 or 2012).

l “The further development of Heathrow is supported, including a further new runway
and additional terminal capacity to be delivered as soon as possible (within the 
2015-2020 period) after the new runway at Stansted, but only if stringent
environmental limits can be met. An urgent programme of work and consultation will
be started to examine this issue further and to consider how best use can be made 
of the existing airport. 

l “The Government will not seek to overturn the 1979 planning agreement preventing
construction of a second runway at Gatwick before 2019.

l “In case the conditions attached to the construction of a third Heathrow runway
cannot be met, and since there is a strong case on its own merits for 
a new wide-spaced runway at Gatwick after 2019, land should be safeguarded for this.

l “The option to develop two or three additional runways at Stansted is not supported.

l “The option for two new runways at Gatwick is not supported.

l “The development of a second runway at Luton is not supported.

l “The option to develop a new airport at Cliffe is not supported. 

l “No other proposals put forward during the consultation for new airports at alternative
locations are supported.”

The White paper also recommended that land be safeguarded for improvements at a
number of airports outside of the South East, for terminal and access improvements,
runway extensions and, in a few cases, new runways.  Birmingham airport was named as
the preferred location for a new runway in the Midlands, although as Table 4.1 showed, in
2007 the airport rejected the suggestion that it would need a new runway by 2030.  

passenger demand forecasts used in the White paper were over-optimistic, and 
have now been revised down substantially.  For example, by 2030, the White paper 
was forecasting that 400-600 million passengers would be using UK airports each 
year.106 The latest unconstrained forecasts suggest that the 2030 figure will be 
300-400 million.107

Not surprisingly given the passenger demand outturns, the major airports outside of the
South East retain considerable spare capacity, which has made terminal improvements,
runway extensions and new runways far less urgent.  Improvements are going ahead at
some airports, for example a runway extension at Birmingham and capacity
enhancements at Bristol airport.  These improvements will continue incrementally.  

In the South East, despite lower-than-expected passenger numbers, hub capacity is

105 Department for Transport, The Future of Air Transport,White Paper, December 2003, pp.13-14
http://openlearn.open.ac.uk/file.php/4432/!via/oucontent/course/5679/dft_aviation_031516.pdf
106 Department for Transport, The Future of Air Transport,White Paper, December 2003, p.23
http://openlearn.open.ac.uk/file.php/4432/!via/oucontent/course/5679/dft_aviation_031516.pdf 
107 Department for Transport, UK Aviation Forecasts, August 2011, unconstrained terminal passenger forecasts by airport (low scenario and high scenario)
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already squeezed and capacity overall will be squeezed over the next 20 years.  The
2003 White paper failed to ensure that the additional runways were constructed.  Nine
years after its publication, we are effectively back to square one, with a key exception –
gatwick, and shortly, Stansted, are under new ownership, offering up the prospect of
genuine competition between london’s airports.  

plAnnInG noT MonEY

The main role for government is not a financial one, with perhaps the notable exception
being surface access to airports.  Most airport capacity improvements can be financed by
the private sector.  The government does, however, have an important role to play in
ensuring that capacity improvement plans are permitted to go ahead.  

The planning system is not a major issue in all parts of the country.  outside the South
East, airport improvements have generally proceeded relatively smoothly.  Birmingham
airport’s runway extension, due to open in 2014, received widespread backing locally.
Around liverpool, the principal local councils are all in favour of a runway extension at
John lennon airport, which is set out in the airport’s Master plan, despite its
encroachment onto greenbelt land.108

In the South East, however, the picture is radically different.  Where new capacity is most
needed, opposition is strongest, not just from campaign groups such as hAcAN and
Stop Stansted Expansion, but also from local authorities.  No South East council is in
favour of a new runway at their local airport, or the construction of a new airport.109

There is, then, a role for central government in overcoming planning obstacles.  As a
recent report by policy Exchange and centre Forum argued:

“Since there is nowhere within the South East that wants more airport capacity, the
government needs to be involved.  It needs to make a decision as to whether the South 
East should have more airport capacity, or whether it should make do with what is there.  
If government decides that Britain needs more capacity in the South East, only government
can decide where that capacity should go.  Government does not need to fund the 
building of the airport, but without government support for the location, funding will not be
readily available.”110

A SInGlE SolUTIon IS noT EnoUGh

A key point for any plan is that one solution on its own is not enough.  There are five
aspects to this:

l First, most options, on their own, fail to provide enough extra capacity to meet
the forecast increase in demand.  

l Second, it will be at least a decade, and given that the Davies Commission will not
conclude until 2015, probably closer to 15 years, before any new runway can be
opened.  A number of solutions are therefore needed to address immediate pressures. 

l Third, airport capacity should be planned with the wider transport network in
mind. Similarly, parts of the wider transport network should be planned with
airports in mind.  

l Fourth, it is no use having a shining new airport if it takes two hours to pass
through passport control, or three months to get a UK visa in the first place, or
if demand for flying is reduced through punitive levels of taxation.  

“UK aviation policy
over the last 50 years
has been a timeline of
indecision, but
competition between
the main London
airports does offer
new opportunities.”

108 For more details on Liverpool John Lennon airport, see Tim Leunig, Bigger and quieter: The right answer for aviation, Policy Exchange and Centre Forum, October 2012, p.14
http://www.policyexchange.org.uk/publications/category/item/bigger-and-quieter-the-right-answer-for-aviation 
109 Tim Leunig, Bigger and quieter: The right answer for aviation, Policy Exchange and Centre Forum, October 2012, p.15
http://www.policyexchange.org.uk/publications/category/item/bigger-and-quieter-the-right-answer-for-aviation 
110 Tim Leunig, Bigger and quieter: The right answer for aviation, Policy Exchange and Centre Forum, October 2012, p.16
http://www.policyexchange.org.uk/publications/category/item/bigger-and-quieter-the-right-answer-for-aviation
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l Fifth, noise is the biggest factor preventing new runways from being constructed.
Any new runways need to be accompanied by plans to moderate noise and
other local environmental impacts.  

The latter four points are self-explanatory, and the solutions that this report proposes
will try to address them.  But the first point needs further elaboration.  

As was shown in chapter 2, the principal capacity shortfalls are hub capacity now and
overall capacity in london and the South East by 2030.  According to the Department
for Transport’s central forecasts of unconstrained demand:111

l london and the South East, overall, will have a capacity shortfall of 16 million
passengers per annum in 2030, rising to 57 million in 2040 and 106 million in 2050. 

l hub capacity will be constrained more quickly, given that heathrow is currently
the UK’s only hub airport – heathrow will have a capacity shortfall of 9 million
passengers per annum in 2020, 29 million in 2030 and 54 million in 2040.  

Most options are not enough, on their own, to meet the South East capacity shortfall, as
Table 4.2 shows (note that these are very illustrative estimates).  

111 Department for Transport, UK Aviation Forecasts, August 2011, unconstrained terminal passenger forecasts by airport (central scenario).  It’s worth noting that larger planes on
average will increase the number of passengers carried on the same number of ATMs, but the capacity shortfalls will still be large.  
112 Assumes a new hub airport would have capacity for 150 million passengers per annum, minus Heathrow’s current maximum capacity.  
113 Tim Leunig, Bigger and quieter: The right answer for aviation, Policy Exchange and Centre Forum, October 2012, p.38
http://www.policyexchange.org.uk/publications/category/item/bigger-and-quieter-the-right-answer-for-aviation.  Note that the report itself suggests a maximum of 121 million passengers
to ensure smoother running of the airport – this would increase capacity by 35 million passengers per annum, relative to Heathrow’s current maximum.  A four runway Heathrow was also
proposed by the Free Enterprise Group, Policy Bites: Seven Shots in the Arm of Britain, July 2012
http://www.freeenterprise.org.uk/sites/freeenterprise.drupalgardens.com/files/FEG%20Policy%20Bites.pdf  
114 Department for Transport, The Future of Air Transport, White Paper, December 2003, p.114 http://openlearn.open.ac.uk/file.php/4432/!via/oucontent/course/5679/dft_aviation_031516.pdf
115 Department for Transport, The Future of Air Transport, White Paper, December 2003, p.125
http://openlearn.open.ac.uk/file.php/4432/!via/oucontent/course/5679/dft_aviation_031516.pdf  
116 Assumes ATMs reach 700,000 a year, up from the current maximum of 480,000, and average number of passengers per plane remains at current levels of around 150 – in reality, a
third runway is likely to deliver less additional capacity, with a lower cap on ATMs and smaller planes.  This includes the main proposal to build a short third runway to the North of the
current Northern runway, and proposals to develop RAF Northolt as a third runway for Heathrow, made by Rothwell Aviation Ltd, and to build a close parallel runway to the South of the
existing Southern runway, made by Aras Global Ltd.  
117 Paul Kehoe, Don’t put all your eggs in one basket: A challenge to aviation orthodoxy, Birmingham Airport, 2012, p.19 http://balancedaviationdebate.com/aviation_report.pdf

Table 4.2, although very indicative, does provide some interesting conclusions: 

l The only solution that meets projected capacity shortfalls in 2040 is a new hub
airport in the Thames estuary or north Kent.  Even this proposal, though, is 
not sufficient to meet the projected capacity shortfall in 2050, assuming
heathrow closes.  

l A third runway at heathrow is plainly insufficient, on its own, to meet the
forecast capacity shortfall after 2030.
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l A combination of a third runway at heathrow and a second runway at Stansted or
Gatwick, as recommended in the 2003 Future of Air Transport white paper, would
be sufficient to meet the South East capacity shortfall in 2040, though not in 2050. 

l Developing heathrow as a four-runway airport would meet forecast capacity
needs until roughly 2040, but not beyond.  If part of the extra capacity at
heathrow was used to improve the operational resilience of the airport, then it
would not, on its own, be sufficient to meet South East capacity shortfalls by
2040.  

l Making full use of Birmingham airport’s spare capacity does not, on its own,
solve the South East capacity issue.  

l other proposals have been made, most notably to expand Stansted into a four-
runway airport.118 If heathrow remained open, then this proposal would likely
be sufficient to meet South East capacity needs through 2040.  

Some capacity increases, however, are more equal than others.  As Chapter 2
explained, hub capacity is particularly vital to ensuring that long-haul routes to the
high growth markets are viable.  And as shown in Chapter 3, direct flights to a wide
range of high growth markets will be increasingly important to IoD members.  The
above solutions perform very differently in terms of increasing hub capacity:

l A new hub airport in the Thames Estuary or north Kent succeeds in meeting
hub capacity needs through 2040, even with the closure of heathrow.  

l A third runway at heathrow adds hub capacity, but not enough on its own to
meet the forecast hub capacity shortfall in 2040.  

l A four runway heathrow, on the other hand, is likely to be sufficient to meet
hub capacity needs through 2040.  

l A second runway at Gatwick or Stansted would not, on its own, meet hub
capacity needs, unless either airport could develop a hub offering.  This is not
impossible – new York has two hub airports – but neither airport is remotely
close to being a hub airport at present.  

l neither does Birmingham airport offer a hub solution, unless the airport can
develop a hub offering, which is unlikely on one runway.  

l Developing Stansted as a four runway airport would only meet hub capacity
needs if it could compete effectively with heathrow.  So far, Stansted has failed
to compete with heathrow, although new owners and greatly improved surface
access could provide fresh impetus.  

These findings will be used to evaluate the various schemes in more depth, but for the sake
of this section they show that one capacity solution is unlikely to be enough on its own.

A holISTIC plAn

The considerations described in the previous sections of this chapter illustrate how a
holistic approach is necessary:

l To overcome previous failures to get new runways built; 

l To limit government to its appropriate role, facilitating the planning process and
ensuring good integration with the rest of the transport network; 

l To get agreement for a range of measures to increase overall capacity, increase
hub capacity and ensure smoother journeys to and from the UK; 

l And to make sure that improvements are made in the period before new
runways are agreed upon and then built.  

118 This proposal has been made by the London Stansted Airport Delivery Company.  

“One capacity solution
is unlikely to be
enough on its own.”
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As the All party parliamentary group for Aviation recently put it: 

“...The key lesson that the UK could learn from European competitors is that the most
successful approaches to aviation policy are those that are holistic in nature.  Aviation policies
developed by Governments that recognise aviation as an economic driver, and who support it
accordingly with co-ordinated infrastructure provision, good surface access and a considered
approach to taxation, are facilitating the growth of an industry that will ensure their national
economy is connected to growing economies across the world.  Furthermore, the Group would
suggest that review of the planning system is an important component in ensuring a viable
future for aviation as it cannot be sustainable to repeat the 20 year planning saga that
surrounded Terminal 5 for additional capacity in the future.  A holistic approach from the UK
Government is vital to the future of this country’s trade links, and future economic success.”119

There are six key elements to a holistic plan:

l Making best use of existing capacity in the short term;

l Making decisions about where increased capacity should go in the short term,
so that new runways can open in the medium term; 

l Surface access and integration with the wider transport network;

l noise and other environmental mitigation measures;

l Taxation;

l Visas and borders.

MAKInG BEST USE oF EXISTInG CApACITY

In the short term, there will be no new runway capacity.  The Davies commission is not
set to publish its recommendations until 2015.  At that point, there will need to be
political agreement followed by a planning process before construction can start.  

The IoD believes it is unlikely, therefore, that any new runways will open within the next
10 years.  given the Davies commission timescale, it seems that the mid 2020s would
be a reasonable date to expect any new runways to be operational.  It is a deplorably
long time to wait.  

The need for short-term measures to make the best use of existing capacity is
paramount.  These should not need the agreement of the Davies commission, but
should be implemented as quickly as possible.  

The IoD has five recommendations in this area.  

1: coNTINUE WITh opErATIoNAl FrEEDoMS AT hEAThroW, BUT Do
NoT INTroDUcE MIxED-MoDE

In order to protect the quality of life of residents under the heathrow flight path as far
as possible, the airport is subject to a policy of runway alternation.  For half the day (until
a changeover at approximately 3pm) planes will land on the Northern runway and take
off on the Southern runway, and vice-versa for the other half of the day.  This means that
residents have regular respites from noise.  

But this does limit heathrow’s resilience to some extent – allowing planes to land and take
off on both runways simultaneously would allow more flights over a given time period.  

“A holistic approach is
needed to aviation in
the UK.”

119 House of Commons All Party Parliamentary Group for Aviation, Inquiry into Aviation Policy and Air Passenger Duty, August 2012, p.31
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operational freedoms are currently being trialled at heathrow.120 They allow the airport
to use both runways for landing and take-off at the same time, and trial a number of
other measures to increase resilience, including re-directing departing aircraft from the
Noise preferential routes more quickly.121 The crucial limiting factor is that these
procedures can only be used once certain delay thresholds have been met.  operational
freedoms are there to limit delays, reduce stacking, and help the airport recover from
disruptions.  They do not allow the airport to increase the number of flights beyond the
480,000 limit nor increase the number of scheduled night flights.  

By contrast, mixed mode would allow heathrow to use both runways for landings and
departures all of the time.  This could increase the number of flights by perhaps 10%,
although part of this extra capacity would likely be used to increase the airport’s
resilience.  Mixed-mode would, however, come at the expense of respite for hundreds of
thousands of residents – a large increase in noise for a small increase in the number of
flights.  The planning inquiries that the introduction of mixed-mode would require could
take almost as long to complete as those needed for a third runway.122 For these
reasons, the IoD does not recommend that mixed-mode be introduced.  

operational freedoms, by contrast, appear to have had some success.  Although analysis
of the full impact will have to wait until the phase 2 trial is completed next Spring, the
programme does appear to be improving resilience at heathrow.  During phase 1,
operational freedoms movements totalled 1,802 out of a total of approximately 56,260
Westerly arrivals, or just over 3%.123 Arrival punctuality during phase 1 improved
compared to the baseline, although other factors, including a milder winter, may also
have helped.  

The IoD recommends that, subject to positive results being confirmed for phase 2,
operational freedoms at heathrow should be allowed to continue beyond the trial phase.  

2: rEDUcE ThE lEvEl oF rEgUlATIoN oF STANSTED AND gATWIcK

The civil Aviation Authority (cAA) regulates airport charges paid by airlines at
heathrow, gatwick and Stansted airports.  These include runway charges, charges per
passenger for the use of a terminal and aircraft parking charges.124 This regime dates
from the period when BAA owned all three airports and it was put in place to prevent
the abuse of market power.  

Now gatwick has been sold, and Stansted is about to be sold, the level of regulation
applied to both airports should be re-examined.  Neither would appear to have
significant market power any longer, and allowing both airports to determine their own
charges, and freeing them from the wider bureaucracy associated with price-capping,
may allow them to compete better with heathrow and make the best use of their spare
capacity.  competition is always preferable to regulation.  

The current price control arrangements expire in April 2014, the appropriate time for
any deregulation to come into effect.  The civil Aviation Bill, currently passing through the
house of lords, is expected to receive royal Assent in the early part of 2013.  The Bill
will reform the framework for the economic regulation of airports, but the market
power test will still remain.  

In early 2012, the cAA published initial views on the market power of heathrow,
gatwick and Stansted airports, concluding that all three airports retained market power
and therefore ought to remain subject to price control.125 over the coming months, the
cAA is set to publish its “minded to” views on the three airports.  

120 Phase 1 ran between 1 November 2011 and 29 February 2012, and Phase 2 runs between 1 July 2012 and 31 March 2013
121 For more detail on Phase 1 and Phase 2, see http://www.heathrowairport.com/noise/noise-in-your-area/operational-freedoms-trial/phase-1 and
http://www.heathrowairport.com/noise/noise-in-your-area/operational-freedoms-trial/phase-2
122 This point about the length of planning inquiries was confirmed to me by both the Department for Transport and Heathrow Airport.  
123 Heathrow Airport, Heathrow Operational Freedoms Trial: Phase 1 Report, April 2012
http://www.heathrowairport.com/static/Heathrow_Noise/Downloads/PDF/Heathrow_Operational_Freedoms_trial-Phase_1-report.pdf
124 See http://www.caa.co.uk/default.aspx?catid=78&pagetype=90&pageid=68
125 Civil Aviation Authority, Heathrow, Gatwick and Stansted – market power assessments: Summary of the CAA’s initial views, January 2012
http://www.caa.co.uk/docs/5/MarketAssessmentsJan12.pdf
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Now that Stansted is being sold, the IoD believes that the cAA should change its view
of Stansted, no longer designating the airport as having substantial market power, and
ending price controls from April 2014.  The IoD believes that gatwick should also be
removed from detailed price control, although we recognise that the issue is more finely
balanced in the case of gatwick.  

In addition, “fifth freedoms”, which are already enjoyed by airports outside of the South
East, should be extended to gatwick, Stansted and luton.  These freedoms allow
overseas airlines to stop-over on longer journeys (for example, from Singapore to New
york stopping at gatwick), increasing the number of potential routes on offer from these
airports and encouraging greater competition with heathrow.  

3: proMoTE AIrporTS oUTSIDE oF ThE SoUTh EAST

As chapter 2 showed, all airports outside of the South East have significant spare
capacity.  Any solution that aims to make the best use of the UK’s existing capacity
should therefore promote the non-South East airports.  

With the exception of Birmingham airport, the non–South East airports are located too
far from london to be a practical alternative to heathrow for londoners.  The bigger
problem is that millions of people living outside of the South East travel to the main
london airports for short-haul journeys, rather than flying from their local airport.
According to Bristol Airport, in 2010, 6.1 million passengers with an origin or destination
in the South West and South Wales flew from the london airports (primarily heathrow
and gatwick), over half of whom were travelling to short-haul destinations.126

In a competitive market, it is not for government to determine where airlines choose to
locate and where passengers should fly from, but the government can encourage a
change to travel patterns and promote non-South East airports overseas.  Four
measures could be particularly useful:

l First, a campaign should be launched in the UK and abroad to promote the
benefits of airports outside the South East, not least in terms of lack of
congestion.  British embassies and trade missions abroad should also promote
non-South East airports as possible point-to-point locations for new routes.
This should be linked both to a wider tourism strategy to promote areas
outside of london as tourist destinations in themselves, and an inward
investment and exports strategy. 

l Second, code-sharing between rail and air should be introduced on the west
Coast Main line in order to encourage greater use of Birmingham airport (see
the “surface access and wider transport integration” section for more details).
Birmingham airport is only 1h 10m from Euston, with a service every 20
minutes during the day.  Code-sharing could increase the attractiveness of
Birmingham airport, reducing peak time rail fares for air passengers and allowing
the use of any relevant rail service, without the restrictions of advance or off-
peak tickets.  

l Third, promoting the non-South East airports should also involve surface access
improvements and a reduction in the burden of regulation.  

l Fourth, introducing a unilateral open access policy for airports outside the
South East, moving from the current reciprocal open access arrangements for
these airports, could help to facilitate inward investment in new routes.  

126 Bristol Airport, Giving wings to airports across the UK: Bristol Airport’s recommendations for a balanced aviation policy, October 2012, p.5
http://www.bristolairport.co.uk/about-us/planning-and-development/~/media/files/brs-airport/content/Giving-wings-to-airports-across-the-UK.ashx

“Any solution that
aims to make the 
best use of the 
UK's existing capacity
should promote 
the non-South 
East airports.”
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4: AccElErATE plANS To opEN Up chANNEl TUNNEl pASSENgEr rAIl
SErvIcES To coMpETITIoN

There is now an excellent high speed rail network to destinations in France, Belgium, 
the Netherlands and parts of germany.  running direct trains from london to
Amsterdam, Frankfurt and other destinations beyond paris and Brussels has the potential
to replace a significant proportion of point-to-point journeys between these destinations
and london, benefitting the environment and helping to relieve some of the pressure 
on heathrow.  

The channel Tunnel has plenty of space available, with less than 50% of passenger
capacity currently used, and only about 10% utilisation for freight.  hS1 also has spare
capacity.  currently, 50% of the channel Tunnel’s capacity is reserved for Eurostar and the
freight operators under the current rail User contract, with the remaining 50% being
available for other operators to enter the market under the open access rules.127

An excellent high speed rail network and a large amount of spare capacity in the
channel Tunnel have not yet, however, resulted in the opening up of passenger services
to competition.  In particular, Deutsche Bahn’s plans to run direct trains from london to
Amsterdam and Frankfurt have been put back until 2015, although one of the reasons
for this has been delays to the rolling stock.  

The Eurostar monopoly and high access charges levied by Eurotunnel have meant that
prices can sometimes be astronomical – far more than flying, even including travel to the
airport.  But even so, rail now accounts for around 80% of the market share for travel
between london and paris and Brussels.128 Although destinations such as Amsterdam
and Frankfurt are further than paris and Brussels, it illustrates the potential for
competition to drive further air traffic to rail.  

There are several issues hindering the development of competition through the channel
Tunnel, as the house of lords European Union committee noted:129

l high access charges for the Channel Tunnel itself.  According to lord Faulkner:
“If we compare a london to paris journey, the total infrastructure charges – 
that is, terminal costs, handling fees and landing charges – for a flight are around
£2,400; for a Eurostar train to paris they are £21,500, of which the tunnel
accounts for £12,500.  Even taking account of the fact that a Eurostar train
tends to carry two and a half times as many people as a plane, that is still a 
huge difference”130;

l Difficulties in setting up UK border controls at other European stations;

l Slow decision-making on the part of the Intergovernmental Commission 
(the body responsible for managing all aspects of the operation of the 
Channel Tunnel on behalf of the UK and French governments), particularly on
safety issues.  

l poor provision of through-ticketing, with passengers often forced to buy tickets
separately for onward destinations, and problems if the first train is delayed.
This of course limits the attractiveness of rail compared to air.  

127 House of Lords European Union Committee, 24th Report of Session 2010–12, Tunnel vision? Completing the European rail market, December 2011
http://www.parliament.uk/documents/lords-committees/eu-sub-com-b/EuropeanRailMarket/RailReport.pdf
128 See http://www.eurostar.com/UK/uk/leisure/about_eurostar/press_release/press_archive_2011/20110131_eurostar_contributes_to_rail_renaissance.jsp
129 House of Lords European Union Committee, 24th Report of Session 2010–12, Tunnel vision? Completing the European rail market, December 2011
http://www.parliament.uk/documents/lords-committees/eu-sub-com-b/EuropeanRailMarket/RailReport.pdf
130 House of Lords Hansard, 14 June 2012, Col. 1512 http://www.publications.parliament.uk/pa/ld201213/ldhansrd/text/120614-0003.htm



Flying into the Future

TV

There are a number of difficulties in overcoming each of these issues, but the IoD would
urge that work be driven forward as swiftly as possible:

l Access charges are determined by the private operator, Eurotunnel, and the
expense of building the Channel Tunnel does justify higher charges than for
other sections of railway.  But the Intergovernmental Commission certainly
needs to carry out more scrutiny to ensure that charges do not discriminate
against new entrants, and that Eurotunnel is not abusing its monopoly position
on cross-channel rail traffic.131 In the medium term, access charges should fall in
order to support the development of more passenger services.132

l At the moment, UK-bound Eurostar passengers often have to pass through
passport control twice, which is a deplorable state of affairs.  A lack of space at
St pancras means that long queues are inevitable, negating some of the benefits
of rail travel over air.  If Channel Tunnel services are expanded, the problem will
only get worse.  At the same time, it is unrealistic to expect numerous European
rail stations to set up border controls and x-ray machines solely for UK-bound
services.  The only practical means of overcoming these difficulties is to use
onboard checks after the train has passed through lille, or the last continental
stop before the tunnel.  If passengers do not have the correct documentation,
they can be put in the gaol on the train (there are two on each Eurostar) before
the first UK stop and sent back.  onboard checks can be speeded up by the
provision of advanced passenger information for UK-bound passengers.  

l The Intergovernmental Commission needs to grant Deutsche Bahn (DB) the
part B safety certificate for operating services in the Channel Tunnel without
delay.  The apparent problem is that DB will be using two trains of 200m length
joined together, but the tunnel’s escape doors are 400m apart, the length of a
Eurostar train.  Eurotunnel are carrying out a safety study that will report by the
end of this year and recommend changed evacuation procedures.  If DB can
comply with these, they should be able to receive their safety certificate in
2013.133 There should be no further slippage in the timetable.  

l Ticketing is a major issue, with significant time and effort needing to be
expended to get good value and through tickets.  At the time of writing, the
Eurostar website itself recommends that, for journeys to Amsterdam and
Cologne, a Eurostar ticket from london to Brussels is purchased first, followed
by a second purchase of a Thalys ticket from Brussels to Amsterdam or
Cologne.  These problems are compounded by the fact that Eurostar tickets go
on sale four months in advance, while other European rail tickets only go on
sale three months in advance.  European high speed rail ticketing systems need
to be linked together, with passengers able to purchase one ticket for their
entire journey that includes the cheapest fares.  It is a deplorable state of affairs
that such an expensive physical infrastructure is so poorly supported by a
ticketing service.  

Assuming that DB’s rolling stock is not delayed any further, there is no reason for
services to Amsterdam and Frankfurt to start any later than 2015.  We would also hope
to see other operators entering the market, and Eurostar to run direct services to more
destinations.  These will inevitably be commercial decisions, but the remaining issues need
to be resolved as quickly as possible in order to encourage a further shift from short-
haul flying to rail.  

131 The Joint Economic Committee of the Intergovernmental Commission recently published a review of the Channel Tunnel, but did not reach a conclusion on access charges.
See Channel Tunnel – 2012 report of the Joint Economic Committee to the IGC, 4 October 2012 http://www.channeltunneligc.co.uk/IGC-Market-Monitoring.html
132 House of Lords European Union Committee, 24th Report of Session 2010–12, Tunnel vision? Completing the European rail market, December 2011, pp. 31-32
http://www.parliament.uk/documents/lords-committees/eu-sub-com-b/EuropeanRailMarket/RailReport.pdf
133 This point about the Part B safety certificate was confirmed to me by the Department for Transport.  

“More short-haul
flights can be shifted
to high speed rail, 
but without rail
competition the
Channel Tunnel is likely
to remain half empty.”
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5: ENSUrE ThAT ThE rEMAININg pArTS oF ThE SINglE EUropEAN SKy
pAcKAgE ArE IMplEMENTED SWIFTly

European developments can also assist the UK in making the best use of limited capacity.
European airspace is amongst the busiest in the world, but air traffic management is
fragmented and dominated by national monopoly service provision.  This leads to 
longer flight paths than necessary, more delays and higher costs.  According to the
European commission:134

l There were 19.4 million minutes of delay related to en-route Air Traffic Flow
Management in 2010;

l on average, each flight is 49km longer than a direct route;

l Fragmentation of airspace leads to €4 billion of extra costs each year.  

As the commission put it:

“As air traffic volumes have increased considerably, not least because of the development of
the aviation single market, this fragmentation is now posing serious capacity problems and
major delays for passengers.  In addition it causes needless fuel consumption and emissions
and generates higher infrastructure charges than would be the case if it would operate at
European rather than national level.  While the cost for the provision of air navigation services
in Europe amounts to some €8 billion per year, the total additional cost borne by airlines
because of suboptimal cost-efficiency and fragmentation of the European airspace is
estimated at some €4 billion per year.”135

In 2010, European airspace handled 9.5 million flights, with up to 33,000 flights on busy
days.  In 2020, the number of flights is forecast to increase to 17 million per annum, with
up to 50,000 on the busiest days.136 Without reform, delays and costs are likely to
increase still further.  

The Single European Sky is composed of several regulations to create a pan-European
framework for air traffic management.  The most significant change is to re-organise
European airspace from national borders into functional airspace blocks.  This should
improve the management of higher flight volumes, allow more direct flight paths and
reduce delays.  

The UK and Ireland already have a functional airspace block, which commenced in 2008
and has been estimated to have saved £35 million, 50,000 tonnes of fuel and 150,000
tonnes of co2  .137

parts of the Single European Sky have already been implemented, and the IoD would
encourage the remaining parts of the package to be implemented swiftly across the EU.  

134 European Commission, Single European Sky http://ec.europa.eu/transport/modes/air/single_european_sky/
135 European Commission, Report from the Commission to the European Parliament and the Council on the implementation of the Single Sky legislation: Time to deliver,
November 2011, p.2 http://ec.europa.eu/transport/modes/air/single_european_sky/doc/reports/2011_11_14_com_2011_0731_f_rapport_en.pdf
136 European Commission, Single European Sky http://ec.europa.eu/transport/modes/air/single_european_sky/
137 Department for Transport, Draft Aviation Policy Framework, July 2012, p.40 http://assets.dft.gov.uk/consultations/dft-2012-35/draft-aviation-policy-framework.pdf 
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nEw CApACITY

As this report has shown, hub capacity shortfalls are already starting to bite, and overall
capacity in the South East will be constrained before 2030.  There is therefore an urgent
need to agree the location/s for new capacity, so that construction can start as soon 
as possible.  

According to the Department for Transport’s forecasts of unconstrained demand, as
shown in chapter 2, no airport outside of the South East will need a new runway before
2040.138 As explained above, the IoD supports the growth of airports outside of the
South East, but new runways will not be necessary for some time.  

The same DfT unconstrained demand forecasts also show that heathrow will need a
third runway by 2020 and a fourth by 2030, and that gatwick will also need a second
runway by 2030.139 These forecasts are worth taking seriously.

The IoD does not believe that the following five schemes are ideal, although if they were
the only options on the table, the IoD would not oppose them.  

ThAMES ESTUAry hUB

one scheme that could be attractive is a new hub airport in the Thames Estuary, for
three key reasons:

l As shown earlier in this chapter, it would provide sufficient hub capacity to meet
london’s needs until 2040 if not beyond, even with the closure of heathrow.

l It would reduce noise levels over west london.

l It could be built in conjunction with a new Thames Barrier, which will be needed
in any case.  The barrier could support the new road and rail links to the
airport, offering an integrated solution.  

There are, however, far more reasons to oppose the idea:

l It could only be financed with the proceeds from the sale of heathrow, and
landing charges would likely be very high.

l If heathrow was not closed, the new airport could be underused, with airlines
not moving.

l For most people, especially those living north and west of london, the new
airport would be considerably further away, and therefore less convenient to get
to – it would effectively be on the wrong side of london.  In this respect, hong
Kong’s new island airport is not a relevant comparison.  london, unlike hong
Kong, does have a hinterland, which is to the north and west of the city.

l A high proportion of people drive to the airport, and although surface access
strategies should encourage a greater use of public transport, ensuring easy
road access should not be forgotten.  Most IoD members travel to the airport
that they use most frequently for business flights by car (70%) and taxi (31%).
Even in london, 48% travel by taxi, 43% by car, 37% by rail and 24% by
underground.  A new Thames estuary airport would be nearly 100 miles away
around the M25 from areas immediately west of london.  

“The IoD supports 
the growth of airports
across the UK, but
new runways outside
of the South East will
not be necessary for
some time.”

138 Department for Transport, UK Aviation Forecasts, August 2011, unconstrained terminal passenger forecasts by airport (central forecast)
139 Department for Transport, UK Aviation Forecasts, August 2011, unconstrained terminal passenger forecasts by airport (central forecast)
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l Surface access improvements currently planned or underway will transform
heathrow’s connectivity by rail: Crossrail will deliver direct journeys within 45
minutes from Canary wharf, and around 30 minutes from a number of stops in
Central london; a western access line to the Great western Main line will
reduce journey times to heathrow from key cities to the west of london; and
hS2 will bring the airport much closer to cities from the north west, the
Midlands, Yorkshire and the north East.  In order to provide good links to a new
Thames estuary airport, this sort of infrastructure would have to be built, but it
is already being built to serve heathrow.

l people living in hounslow and in other areas around heathrow would either
lose their jobs or be forced to relocate to north Kent, and new towns would
need to be built in north Kent to house airport workers.

l Businesses currently located near heathrow would be placed at a competitive
disadvantage, and may ultimately be forced to move in order to maintain their
international connectivity.

l A new Thames estuary airport would damage pristine environmental areas, and
the risks of bird strikes would present a major difficulty, although not an
insurmountable one.

l It would take a significant amount of time to build, making the need for short-
term measures all the more important.  

l If a new Thames estuary airport required the closure of heathrow, IoD
members would be opposed, with 24% in favour and 45% against.  

l The 2003 Air Transport white paper did not support the development of a new
airport at Cliffe, although other locations have been proposed this time around.  

For these reasons, a new airport in the Thames estuary or North Kent would not be ideal.

hEAThWIcK

“heathwick” has a superficial attractiveness, with a high-speed rail link between
heathrow and gatwick providing an alternative to new runways.  But the idea should be
dismissed:

l The high speed rail link would be an expensive way of adding no new 
runway capacity.

l linking an airport that is already full with one that is likely to be full once the
rail link opened would provide heathrow with no extra capacity at all.

l A long transfer between airports of at least 15 minutes would make the hub
experience appalling.  other hub airports offer a quick transfer, often within the
same terminal.

l heathrow and Gatwick are no longer under the same ownership, reducing 
the likelihood of smooth operations for passengers transferring between the
two airports.

l There is no guarantee that full-service airlines would move to Gatwick, with
low-cost airlines moving to Stansted, which would be necessary for hub services
to work.  

“heathwick” would be more attractive if a second runway was built at gatwick, but it is
no substitute for increasing hub capacity directly. 
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MAKINg FUll USE oF BIrMINghAM AIrporT

The IoD supports the development of Birmingham airport.  The runway extension, set
to open in 2014, and code-sharing arrangements with the new West coast Main line
rail operator would increase the airport’s attractiveness.  The airport has room for
around 27 million more passengers per annum.  

But, as was shown earlier in this chapter, making full use of Birmingham airport would
not meet the South East capacity shortfall, and would add no extra hub capacity.
greater use of Birmingham airport is important, but is not a substitute for more capacity
in the area of greatest demand.  

SEcoND rUNWAy AT STANSTED

A second runway at Stansted was supported by the 2003 White paper, at a time when low
cost flying was growing rapidly.  over the last few years, however, the airport has stagnated,
with passenger numbers falling steadily from 23.8 million in 2007 to 18 million in 2011.140

New owners will undoubtedly improve the airport, and a reduction in regulation could
also aid development.  But Stansted currently has about 50% spare capacity, so could
accommodate a lot of growth before needing a new runway.  And according to the
Department for Transport’s unconstrained demand forecasts, Stansted will not be full
before 2050.141

There are several further reasons why Stansted is not an ideal location for new runways:

l The airport has no immediate hinterland outside of london.

l Stansted has not been a location of choice for full-service airlines, and is still
dominated by Ryanair.  new capacity at Stansted would not be likely to be hub
capacity.

l The airport would need substantial infrastructure improvements, including a fast
rail link to london, better rail links to the Midlands, and improved road access
via the A14.

having said that, a relatively small number of people would be affected by extra noise
and a good portion of the surface infrastructure is already in place.  But until passenger
numbers start to increase steadily, a second runway at Stansted would not be an 
ideal option.  

140 Civil Aviation Authority, UK Airport Statistics 2011, Table 10.3 http://www.caa.co.uk/default.aspx?catid=80&pagetype=88&sglid=3&fld=2011Annual
141 Department for Transport, UK Aviation Forecasts, August 2011, unconstrained terminal passenger forecasts by airport (central forecast)
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FoUr rUNWAy STANSTED

Many of the same arguments apply to the idea of developing Stansted into a four
runway airport.142 At present, demand is only sufficient to fill one half of Stansted’s
runway, so building an extra three would risk being a very poor investment.  

having said that, if a new hub airport was deemed necessary, locating it at Stansted
would be preferable to the Thames Estuary or North Kent:

l The airport is already there and would need expanding, rather than a new
airport needing to be built from scratch.  

l Similarly, much of the surface access infrastructure already exists.  It would need
radical improvement, for example extending Crossrail to the airport, but again
would not need to be built from scratch.  

l The price tag would therefore be far lower, and heathrow would not need to
close in order to fund construction.  

l Stansted is closer to london’s hinterland than a Thames estuary airport.

l like a Thames estuary airport, the number of people affected by noise would be
relatively small, but the risk of bird strikes would not be an issue at Stansted.
new towns, however, would still need to be constructed for airport workers.  

overall, a four runway Stansted would be unlikely to compete effectively with heathrow,
as it is far less well located for surface access, and would risk being a poor investment.  

running two hub airports, however, does work in New york.  The DfT’s unconstrained
demand forecasts show that demand will increase most swiftly at heathrow and
gatwick, but if capacity constraints started to bite, then demand could shift to Stansted.
If expansion of heathrow was deemed to be impossible, then a major development of
Stansted could be an alternative.  

The following schemes, by contrast, look more promising.  In the IoD’s view, they
represent the best options for increasing both overall capacity, and crucially, hub capacity.  

The IoD has two recommendations in this area.

1: AlloW hEAThroW To ExpAND By oNE, or prEFErABly 
TWo, rUNWAyS

As chapter 2 showed, heathrow is the UK’s only hub airport.  Unless one or more
other airports can be developed as hubs, the only way to increase the UK’s hub capacity
is to increase heathrow’s capacity.  

heathrow is already full – an expansion of the airport is therefore the only option that
does not rely on forecast increases in demand or shifts in the location of demand.  An
expansion of heathrow would only be a poor investment if aviation demand actually fell.
Even if aviation demand remained flat, an extra runway at heathrow would improve the
airport’s operations, reducing delays and emissions from stacking.  

According to the DfT’s unconstrained forecasts, demand at heathrow will increase to
115 million by 2030 and 140 million by 2040.143 This is clearly far more than a third
runway can meet.  As the section earlier in this chapter showed, a fourth runway would
meet a larger proportion of the demand shortfall up to 2040, but extra capacity would
likely be needed elsewhere, most probably at gatwick.  

142 This proposal has been made by the London Stansted Airport Delivery Company
143 Department for Transport, UK Aviation Forecasts, August 2011, unconstrained terminal passenger forecasts by airport (central forecast)



Flying into the Future

UR

There are a number of further reasons why heathrow expansion is the best solution to
the UK’s hub capacity needs:

l heathrow is the location of choice for airlines.  previous attempts to move
traffic away from heathrow through the london Traffic Distribution Rules failed
– as soon as the rules were lifted in 1991, Virgin Atlantic moved to heathrow.  

l heathrow is well located for road access, and within a reasonable taxi ride of
central london.  As the survey of IoD members showed, most IoD members
travel to the airport that they use most frequently for business flights by car
(70%) and taxi (31%).  Even in london, 48% travel by taxi, 43% by car, 37% by rail
and 24% by underground;

l heathrow is well located for surface access from london via public transport,
with the heathrow Express and piccadilly line offering fast, or cheap, access to
the airport.  

l All the rail infrastructure improvements currently underway or planned will
improve surface access to heathrow: 

− crossrail will deliver direct journeys within 45 minutes from canary Wharf, and
around 30 minutes from a number of stops in central london; 

− A Western access line to the great Western Main line will reduce journey
times to heathrow from key cities to the West of london; 

− hS2 will bring the airport much closer to cities from the North West, the
Midlands, yorkshire and the North East;

− The piccadilly line upgrade will reduce journey times to central london by a
fifth, and will increase the frequency of services;

− A Southern rail link to heathrow, probably via Staines, would provide direct rail
access to the airport from South West london.  

l As Chapter 3 showed, when asked to choose just one option to increase
capacity, a third runway at heathrow was the preferred choice of IoD members.  

l heathrow expansion can be funded privately, without any risks to the taxpayer,
and construction can be undertaken relatively quickly.  

heathrow is the UK’s only hub airport; it is where the demand is strongest; the rail
infrastructure improvements will cement the airport’s position as a hub; and heathrow
expansion is the preferred choice of IoD members.  The fact that existing infrastructure
is in place does not mean that this option is a “make do and mend” solution – the
opposite, in fact, is true.  The logic of expanding heathrow is extremely strong.  

The downsides of heathrow expansion are noise, local air pollution and road
congestion.  They are far more serious issues at heathrow than at other possible
locations for new capacity.  But they are not insurmountable problems:

l The “noise and other environmental mitigation” section below sets out a
number of stringent noise and air pollution conditions that an expanding
heathrow would have to meet.

l local air pollution and road congestion can also be mitigated through greater
use of public transport to travel to and from the airport.  The rail improvements
detailed above will greatly improve the public transport options, while the
“surface access and wider transport integration” section below details a more
transformative proposal to connect heathrow directly with the UK’s major
cities by rail.  

“All the rail
infrastructure
improvements will
improve access to
Heathrow.  A new
airport would need a
similar set of
improvements to be
built from scratch.”
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As detailed above, a third runway at heathrow would improve the airport’s connectivity,
and was recommended by the 2003 White paper, but a fourth runway would be needed
for the longer term in order to meet the forecast hub capacity shortfalls.  As explained
below, it may be possible for gatwick to compete as a hub airport with heathrow, but it
would be more sensible to see additional capacity at gatwick as complementing, rather
than competing with, heathrow.  

It is outside the IoD’s competence to determine which runway solutions would be best
at heathrow.  We note five suggestions, in isolation or in possible combination.  Further
work is clearly needed to evaluate these options in more detail: 

l A short third runway to the north, at Sipson;

l A close-parallel runway to the South of the existing Southern runway, which
could be contained almost entirely within the existing airport boundary,
together with the demolition of Terminal 4 and its relocation to the central
area;144

l Reconfiguration of the runway at RAF northolt to serve as a third (or a fourth)
runway, with a fast rail link between the terminals;145

l The construction of two pairs of close parallel runways immediately to the 
west of the existing site, with Terminals 2, 3 and 5 retained and a new heathrow
west terminal;146

l In addition to the third runway, building a fourth runway north of the airport,
by the M4, or South of the airport, or building two new runways to the west of
the airport.147

With the possible exception of a close parallel runway to the South of the existing
Southern runway, these options, unfortunately, involve the demolition of a number of
houses, although other proposals, including the proposal by Foster and partners for a
new hub airport, also involve the demolition of houses.  The most generous
compensation arrangements should be put in place for anyone forced to move as a
result of heathrow expansion.  

2: AlloW gATWIcK To BUIlD A SEcoND rUNWAy

As the section earlier in this chapter showed, expanding heathrow by one runway will
not be sufficient to meet capacity shortfalls.  Expanding heathrow by two runways may
just about be sufficient until 2040, but heathrow could not expand further.  

A second runway at gatwick airport would complement expansion of heathrow, as well
as being important in its own right.  gatwick has improved remarkably since it was
acquired by new owners, and will continue to grow its traffic.  It is already the busiest
single runway airport in the world.  

gatwick is currently about 80% full, and is likely to be completely full over the next 15
years.  According to the DfT’s forecasts, which assume that demand is not constrained at
heathrow, demand at gatwick will increase to 45 million passengers per annum by
2030, 50 million by 2040 and 60 million by 2050.148 The airport’s current capacity is
around 42 million passengers per annum.  The DfT forecasts show that, even with
expansion of heathrow, demand at gatwick will increase steadily.  

“Expansion of
Heathrow and a
second runway at
Gatwick would be
likely to offer sufficient
extra capacity, at least
until 2040.”

144 This proposal was made by Aras Global Ltd
145 This proposal was made by Rothwell Aviation Ltd
146 This proposal was made by Tim Leunig, Bigger and quieter: The right answer for aviation, Policy Exchange and Centre Forum, October 2012
http://www.policyexchange.org.uk/publications/category/item/bigger-and-quieter-the-right-answer-for-aviation 
147 These proposals were made by the Free Enterprise Group, Policy Bites: Seven Shots in the Arm of Britain, July 2012
http://www.freeenterprise.org.uk/sites/freeenterprise.drupalgardens.com/files/FEG%20Policy%20Bites.pdf 
148 Department for Transport, UK Aviation Forecasts, August 2011, unconstrained terminal passenger forecasts by airport (central forecast)



Flying into the Future

UT

There is therefore a good case for a second runway at gatwick to enable the airport to
meet the forecast demand increases, and the airport recently confirmed that it would
examine various options.149 The 2003 White paper also concluded that there was a
good case for a second runway on its own merits.  

gatwick’s legal agreement with West Sussex council prevents construction of a new
runway before 2019, but there is no reason for approval not to be granted before that
date.  This would allow construction to begin after the expiry of the legal agreement, and
the runway to open in the mid 2020s.  

There are several further reasons why expansion of gatwick should be permitted:

l The airport is well located for rail access, and its rail services will improve after
the Thameslink upgrade is completed in 2018.  It is currently far better located
than Stansted for rail access;

l The investment risk would fall on the airport, not the taxpayer;

l It remains to be seen whether london can accommodate two hub airports, as
per new York.  A larger Gatwick may remain a very busy point to point airport,
or start to develop a hub offering.  A second runway at Gatwick would offer a
low-risk way of finding out whether two hub airports in the South East are
feasible – certainly far less risky than Stansted.  

gatwick is unlikely to be able to expand beyond a second runway.  But expansion of
heathrow and a second runway at gatwick would be likely to offer sufficient extra
capacity, at least until 2040.  

The final point to make is that the best should not be the enemy of the good.
Expanding heathrow and gatwick seem to be the most sensible solutions, but if
expansion of heathrow proved to be impossible, then other options (in addition to
gatwick expansion) should be considered seriously, in particular the development 
of Stansted.  

SURFACE ACCESS AnD wIDER TRAnSpoRT InTEGRATIon

The UK has suffered from the failure, over many decades, to implement an integrated
transport policy.  There is still a pressing need to ensure that different transport modes
connect well with each other to facilitate seamless end-to-end journeys.  

It is important that airport capacity is not looked at in isolation, but planned with the
wider transport network in mind.  Similarly, improvements to the wider transport
network should not ignore airport development.  planning rail and airport developments
together, in particular, would maximise the benefits of investment in both modes, which
is especially important in a time of limited resources.  of any aviation issue, improving rail
access to airports is most likely to need government funding.  

As the previous section concluded, a new hub airport in the Thames Estuary or North
Kent is not an ideal solution, and so this section does not address the issues of surface
access to a new hub any further.  rather, it concentrates on surface access improvements
to the three airports where new runways are most likely.  

The recommendations in this section do depend somewhat on the airport capacity
solutions that are actually chosen.  In a world of unlimited resources, the IoD would
hope that most of the recommendations below would be adopted, but we recognise
that finite resources mean that those airports building new runways should 
be prioritised.  

The IoD has four recommendations in this area.  

“Rail and air should
be planned together,
not separately.”

149 Gatwick Airport, 17 October 2012 http://www.mediacentre.gatwickairport.com/News/Gatwick-Airport-to-develop-options-for-a-new-runway-79d.aspx 
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1: TrANSForM hEAThroW’S rAIl coNNEcTIvITy By coNSTrUcTINg
ThE hEAThroW hUB AND rUNNINg ThE hS2 lINE DIrEcTly 
ThroUgh hEAThroW

rail already provides a good substitute for flying between major cities in the UK.  city-
centre to city-centre, major rail routes are already quicker than flying, although they may
be more expensive at peak hours.  But heathrow is incredibly badly connected to the
national rail network outside of london, with rail passengers from the North and the
West having to travel into london and then out to heathrow.  With the exception of
driving for shorter journeys, flying to heathrow and then changing planes is generally
quicker and more convenient.  

currently, there are a number of disparate schemes to improve rail access to heathrow
from outside of london (in addition to those from london), including a link from the
airport to the great Western rail line running West, and an eventual spur line from hS2
during the second phase.  These are welcome, but a fully integrated plan would deliver
more benefits at potentially lower cost.  

The IoD believes that the heathrow hub is an excellent plan that could offer
transformative benefits.150 The idea has several elements, including:

l The construction of a new station to the north of the airport on the existing
Great western Main line.  This would bring direct services to heathrow from
all cities currently on the Great western line – Reading, Swindon, Bristol, Cardiff,
Exeter etc.  

l At the site of the heathrow hub station, the construction of an airport 
terminal (which would also have space for car parking).  Upon leaving the train,
passengers would check in directly, pass through security and transfer onto 
a fast airside tracked transit, which would take them directly to their 
aircraft satellite.  

l Changing the route of hS2 so that it runs through the heathrow hub, before
following roughly the route of the M40 northwards.  This would link all 
cities connected to the planned hS2 with frequent direct services to heathrow
– Birmingham, Manchester, liverpool and eventually Sheffield, leeds, 
newcastle etc.151

l providing a direct connection from hS1 to hS2, with no need to interchange.
This would provide direct connections between heathrow and cities on the
hS2 route, and easy interchange for cities on the Great western line, to Europe,
without the need to travel through central london on the Underground.  

currently, heathrow only has direct rail access from london.  The heathrow hub would
transform the airport’s rail connectivity to the rest of the UK.  It should be implemented
whether or not heathrow expands, but if heathrow is chosen as the location for the
UK’s main hub airport, it would seem particularly odd not to run the high speed line
directly via the airport:

l If heathrow does not expand, the heathrow hub would allow passengers to
travel direct to the airport in less than two hours from most key cities, and less
when the second phase of hS2 is complete.  This could free up much-needed
capacity at heathrow by replacing domestic flights on a number of key routes,
while enabling the airport to continue to draw in hub traffic.  

l If heathrow does expand, the heathrow hub could help to support further
long-haul routes, by ensuring that a greater proportion of hub traffic from the
Midlands and the north arrives and departs heathrow by rail rather than air.  

150 For more details, see http://www.heathrowhub.com/
151 Th is would also free up Old Oak Common for Crossrail services to connect with the West Coast Main Line, relieving the pressure on commuter services into Euston.  
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l It is worth emphasising the importance of running rail services direct to the
airport.  It would make travelling from, say, Manchester to a long-haul destination
far easier, and quicker, than flying from Manchester and transferring at heathrow.
Changing at old oak Common, by comparison, would be much less convenient.  

l other airports, such as Amsterdam, paris and Frankfurt, have high speed lines
running directly through the airport, not on branch lines.  A direct line allows a
high frequency of service to and from the airport, and combines city centre with
airport traffic.  It is far superior to putting heathrow at the end of a branch line,
which would offer a much lower frequency of service.  

l The heathrow hub terminal makes it easier to demolish Terminal 4 and provide
a more coherent airport, with the piccadilly line running to Terminals 2 and 3
and Terminal 5, without the need for a Terminal 4 branch.  

l Compared to the current hS2 route and a western connection to heathrow,
the heathrow hub and the altered hS2 route could save £2.2-3.6 billion.  It
would also greatly enhance the connectivity benefits of hS2, while increasing
journey times by just 3 minutes.  

Should the heathrow hub plan not be implemented, the next best solution would be to
build the spur line to heathrow from hS2 during the first phase rather than the second,
bringing it forward by six years, and to press ahead with the Western rail link.  

other important developments that should also be pursued are a connection to
heathrow from the South, probably via Staines, and an upgrade to the piccadilly line,
which will reduce journey times to central london by a fifth.152 Extending crossrail to
reading would also seem sensible.153

Taken together, these improvements are not only necessary to reduce the number of
domestic flights to heathrow while retaining the airport’s ability to draw in hub traffic,
but are also essential to reducing the volume of road traffic to and from the airport.  

Further work would be needed to develop these options, but fundamentally, if
heathrow is to continue to be the UK’s main hub airport, then rail planning and airport
capacity planning have to be conducted jointly, not separately.  

2: IMprovE AND ExTEND rAIl SErvIcES To gATWIcK

gatwick Airport is currently the UK’s best connected airport by rail, with the rail station
serving 12.8 million passengers a year, more than a third of gatwick’s total and more
than any other UK airport station.154 Improvements to the airport station are underway,
and the expanded Thameslink service will from 2018 provide significant extra capacity to
the city and to destinations North of london, and will interchange with crossrail at
Farringdon.  Further improvements are, however, needed, especially if gatwick is to open
a second runway.  

peak time congestion is a major issue.  The merging of the gatwick Express with services
to and from Brighton helped to increase capacity on the commuter route, at the
expense of reducing the quality of service for airport users.  The enhanced Thameslink
service should reduce peak-time overcrowding into london Bridge, but capacity issues
on the victoria route remain.  Further work is likely to be needed on the Brighton Main
line, including at East croydon, to increase the number of victoria services.  once that
occurs, it should be possible to re-introduce the dedicated airport express service.  

“The Heathrow 
Hub plan could 
offer transformative
benefits.”

152 See http://www.tfl.gov.uk/corporate/projectsandschemes/18098.aspx
153 Network Rail’s Route Utilisation Strategy for London and the South East, published in 2011, recommended a detailed examination of extending Crossrail to Reading.  Direct Crossrail
trains from Reading would then pass through Heathrow on their way to London.  See Network Rail, London and South East Route Utilisation Strategy, July 2011, Table 8.1
http://www.networkrail.co.uk/browse%20documents/rus%20documents/route%20utilisation%20strategies/rus%20generation%202/london%20and%20south%20east/london%2
0and%20south%20east%20route%20utilisation%20strategy.pdf
154 Gatwick Airport, Master Plan, July 2012, p.66 http://www.gatwickairport.com/Documents/business_and_community/Gatwick%20master%20plan/2012-07-18-
GAL_Masterplan.pdf



The Thameslink upgrade will increase the frequency of services to destinations North of
london.  But destinations to the North West and West of london have poor links to
the airport:

l From the west Coast Main line, getting to Gatwick involves either taking the
Victoria line from Euston and a train from Victoria, or walking from Euston to
King’s Cross and taking the Thameslink service, or taking the infrequent service
along the west london line from Milton Keynes to Clapham Junction and
changing onto a Gatwick service.  

l From Reading, direct services to Gatwick Airport only run hourly, 
taking 1h 16m.  

There is a good case to improve rail services to gatwick airport from destinations
North West and West of london.  possible improvements could include:

l Increasing the frequency of services on the west london line and terminating
them South of Clapham Junction, allowing more frequent, direct services from
destinations on the west Coast Main line (Milton Keynes, watford Junction etc)
to Gatwick Airport.  

l Constructing an interchange at old oak Common between the west london
line and Crossrail, providing one-change access to Gatwick from destinations in
west london (provided non london overground services terminated South of
Clapham Junction).  This would be particularly relevant if the heathrow hub is
constructed and an interchange is built between Crossrail and the west Coast
Main line at old oak Common.  with hS2’s hub at heathrow, old oak
Common could be improved as a commuter hub and offer good interchange
with Gatwick Airport services.  

l Increasing capacity between Gatwick Airport and Redhill, allowing more
frequent services to Reading and other destinations in Surrey and the 
Thames Valley.  

Further work would be needed to determine the best ways to improve rail access to
gatwick.  

3: ExTEND croSSrAIl To STANSTED

Stansted airport is also important.  passenger numbers have fallen significantly since the
start of the recession, but, like gatwick Airport, the new owners will have a strong
incentive to grow traffic.  greater competition between the london airports is
undoubtedly a positive development and means that Stansted’s future prospects are
brighter than they were under BAA ownership.  

Stansted has good road access, particularly following the widening of much of the M25
and once the introduction of hard-shoulder running on the remaining stretches of the
M25 North of london is completed.  Its rail access, by contrast, is extremely poor, with
the Stansted “Express” taking around 45 minutes to liverpool Street, and infrequent and
slow services to destinations North and West of the airport.  

The reason why the Stansted “Express” cannot be a true express service is that much of
the line has only two tracks, preventing faster trains from overtaking stopping services.
The final approach to Stansted Airport itself only has one track, which must be used by
trains travelling in both directions.  Several suggestions have been made for
improvements to the rail service from london to Stansted, and the IoD recommends
that further work be undertaken to examine the options in greater detail:
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l one option would be to increase the number of tracks on the line to liverpool
Street from two to four, allowing direct fast services.  This would, however, be
expensive, and require the demolition of a number of houses on the route.  

l A second option would be to extend Crossrail out to Stansted, via either
Stratford or Canary wharf, connecting with the current railway to Stansted at
Sawbridgeworth.155 This option would provide fast and frequent connections to
East london, the City and Central london.  Because it would connect large
parts of london with a direct Stansted rail service, rather than just liverpool
Street and Tottenham hale, this option would be preferable to increasing the
speed of the Stansted Express service.  Cost, again, would be an issue, especially
given that destinations north of Stansted (including Cambridge) are already well
served from london via the East Coast Main line.  

cost will be a factor for any option to enhance the rail service to Stansted.
Nevertheless, if the airport is to grow substantially, even to the extent of using its full
current capacity, rail services will need to be improved.  

4: INTroDUcE SMArT TIcKETINg AND coDE-ShArINg BETWEEN rAIl
AND AIr

To make the most of better rail services to airports, ticketing systems also need to be
radically improved.  

For most airports, the most relevant improvement would be to introduce smart
ticketing, removing the need to purchase a ticket prior to travel and making journeys to
and from the airport faster and more flexible.  The existing rail services to gatwick,
Stansted, heathrow and Manchester, for example, could all benefit from smart ticketing:

l For the london airports, it would seem most sensible to extend the existing
oyster system to the airports, meaning that visitors to london need only
purchase one smartcard.  The oyster system is well equipped to deal with
varying charges, and to add charges for premium services onto season tickets.
Riverboat services and the new Emirates Air line are good examples of this.  

l Greater Manchester is also planning to introduce its own smartcard, and it
should include airport public transport services, including the Metrolink
extension to the airport, which is due to open in 2016.  

For long distance services to airports, principally Birmingham Airport at present (as
mentioned previously), but potentially heathrow airport as well, the most important
improvement would be to introduce code-sharing between rail and air.  

l Code-sharing between rail and air is already in use in Germany.  For example, it
is possible to fly from london to Cologne direct, or via Frankfurt, with a high-
speed rail connection running directly from Frankfurt airport’s rail station to
Cologne city centre.  Unsurprisingly, there are more flights from Frankfurt to
london than from Cologne to london, and so the rail-air option can at times be
more convenient.  

“Smart ticketing and
code-sharing between
rail and air could
boost airports outside
of the South East 
and encourage people
to switch from cars 
to trains to get to 
the airport.”

155 This proposal has been developed by the London Stansted Airport Delivery Company.  A variant was also highlighted, but not recommended, in Tim Leunig, Bigger and
quieter: The right answer for aviation, Policy Exchange and Centre Forum, October 2012, p.59 http://www.policyexchange.org.uk/publications/category/item/bigger-and-
quieter-the-right-answer-for-aviation



VO

Infrastructure for Business 2012  #4 

l Code-sharing for rail services on the west Coast Main line to Birmingham airport
would increase the attractiveness of using the airport.  It currently takes 1h 10m
from Euston to Birmingham airport, with very cheap advance fares on offer at off-
peak times.  however, fares are extremely expensive at peak times, and if flight
arrivals are delayed, then an advance ticket is no longer valid.  Code-sharing
between the new operator of the west Coast Main line and key airlines at
Birmingham would offer better prices than at peak times and the flexibility to take
the first available train from the airport after landing.  with rail services to london
every 20 minutes during the day, and the possibility of reducing journey times to
Euston from 1h 10m to about an hour on the existing line, such a proposition
could make air passengers think beyond the london airports.  hS2 will also stop at
Birmingham Airport, and code sharing should also be introduced for hS2 services.  

l Code-sharing would also be vital to encourage passengers who currently take
domestic flights to heathrow for the first leg of their journey to travel to the
airport by train instead.  As explained above, the heathrow hub and hS2 (or
even a spur line from hS2 and a western access line from the Great western
Main line) could offer extremely attractive journey times to the airport from a
number of key cities.  But high fares at peak times and a lack of flexible tickets
could potentially put passengers off.  Code-sharing on both hS2 and the Great
western Main line would offer lower fares for passengers booking their rail and
air journeys together, and would allow arriving passengers to take the first
available train after landing, whether or not their flight is delayed or arrives early.
Code-sharing could also benefit Manchester, if the airport was linked to hS2.  

Making the journey to the airport as seamless as possible and ensuring that different
transport modes connect well not only physically, but also on the ticketing side, will be
key to encouraging passengers to take the train rather than the car or the connecting
domestic flight.  

noISE AnD oThER EnVIRonMEnTAl MITIGATIon

If no new capacity is added, then noise and other local environmental problems will
diminish over time, as aircraft steadily become quieter and cleaner, operational
procedures improve and road transport becomes less polluting.  But if new runways are
built, then noise and local air pollution will affect people who are currently less affected,
or not affected at all.  

Similar problems accompany new roads, railway lines and other local developments.  But
the local environmental impacts of airport expansion are of particular concern.
Measures to compensate affected residents, such as insulation and improvements to local
schools and amenities, are a matter for planning inquiries.  But regardless of
compensation measures, any airports building new runways should be subject to the
strictest environmental standards.  

The IoD has four recommendations in this area.  

1: AIrporTS BUIlDINg NEW rUNWAyS, or A NEW AIrporT, ShoUlD BE
SUBJEcT To STrIcT NoISE MEASUrES

New runways will inevitably mean that more people are affected by noise, so it is only
fair that strict standards are applied, to limit additional noise as far as practical.

These standards should be applied to the whole airport, not just to new runways, and
should come into effect when the new runways open.  given that it will take a number
of years before new runways are completed, the airport and airlines would have time to
adjust.  Applying the standards to the whole airport may also help to balance local
interests, by providing some relief to residents already affected.  
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There are two measures that stand out in particular :

l First, ensuring that no planes above a certain noise threshold are permitted to
use the airport, except in an emergency.  The noise limits should be agreed as
part of the planning process and therefore announced before the construction
of any new runways, giving airlines a number of years to adjust.  They should also
fall further over time.  It is outside the IoD’s competence to determine exactly
what the noise levels should be, although we are persuaded by the conclusions
of a recent policy Exchange and Centre Forum report.  The report stated that
all planes arriving at their suggested four-runway heathrow would have to be
QC 0.5 or lower on arrival, while narrow bodied departures would be QC 1 or
lower and wide bodied departures QC 2 or lower.  This would allow a large
range of existing long-haul and short-haul aircraft to operate, although would
mean that a number of airlines, not least British Airways, would have to upgrade
their fleets.156 Further work would be needed, but this may be a sensible noise
limit for any airport building new runways.  

l Second, increasing the angle of descent so that planes are higher above people’s
homes when they land.  This can also dramatically reduce noise levels.  planes
currently descend to land at heathrow at an angle of 3 degrees, compared to
5.5 degrees at london City.  Although the steeper angle of descent is necessary
at london City because of the M25 bridge at Dartford, rather than as a noise
mitigation measure, it illustrates that steeper landings for smaller planes are
perfectly possible.  Although it is unlikely that wide-bodied planes could land at
5.5 degrees, it may be possible to raise their angle of descent above 3 degrees
by the time new runways open.  Again, further work would be needed to
determine the precise angles that would be safe.  

overall, the IoD believes that the concept of “noise envelopes” is important when
planning new capacity.  Noise envelopes seek to place a limit on the overall noise impact
of an airport.  As technology improves, the airport can expand within the noise
envelope, or the noise envelope can be reduced.  Applying a noise envelope to an
airport building a new runway may, depending on the level set, prevent the airport from
making maximum use of its new runway initially.  Then, as technology improves, the
number of movements on the new runway can be increased within the noise envelope.  

This is a strategy worth considering, although it must be noted that a cap on the annual
number of ATMs and restrictions on night flights serve a similar purpose.  But a noise
envelope could help an airport to grow whilst providing reassurance that the overall
noise impacts will be capped.  

It is worth noting that a one-size-fits-all approach would not be ideal, and that the
appropriate noise regime for each airport should be examined on a case-by-case basis. 

2: AIrporTS BUIlDINg NEW rUNWAyS, or A NEW AIrporT, ShoUlD BE
rEQUIrED To IMplEMENT BEST prAcTIcE groUND procEDUrES

chapter 1 set out how operational measures can reduce emissions and noise on the
ground, and it would be sensible for an airport building new runways to be subject to
strict requirements to implement best practice.  Three areas stand out:

l First, as Chapter 1 showed, in 2009, aircraft ground movements at heathrow
accounted for almost 600,000 tonnes of Co2 – around the same amount as
emissions from approaching and departing aircraft – as well as considerable
quantities of harmful air pollutants.  A Boeing 747 can consume a tonne of fuel
during an average 17 minute taxi to take off.  Towing aircraft by tugs to and from
the runways could save huge quantities of fuel, reduce emissions of Co2 and air

“Any airport building
new runways should
be subject to strict
noise and other
environmental
measures.”

156 Tim Leunig, Bigger and quieter: The right answer for aviation, Policy Exchange and Centre Forum, October 2012, pp. 43-45
http://www.policyexchange.org.uk/publications/category/item/bigger-and-quieter-the-right-answer-for-aviation
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pollutants, and cut down on airport noise.  As Chapter 1 pointed out, the
TaxiBot tug, currently being developed by Israel Aerospace Industries, would use
just 20-30 litres of fuel, while it may also be possible to use electric power to
drive aircraft to and from the runway.  Requiring airports to move planes
around by alternative means would seem sensible, and perhaps the best way to
achieve this would be by setting a cap on emissions from aircraft ground
movements, giving the airports flexibility in how best to adhere to the cap.  

l Second, as Chapter 1 pointed out, using fixed electrical ground power
(especially if powered by low carbon sources) rather than running auxiliary
power units on stationary aircraft also has the potential to reduce emissions,
and the IoD would encourage further work to be undertaken to establish a
baseline of best practice that expanding airports would have to adhere to.  

l Third, it would be desirable to require expanding airports to use electric
vehicles for airport operations.  The biggest problem that electric vehicles have
is range, which is clearly not an issue at a specific location such as an airport. 

3: AIrporTS BUIlDINg NEW rUNWAyS, or A NEW AIrporT, MUST hAvE A
STrATEgy To rEDUcE AIr pollUTIoN AND co2 rESUlTINg FroM
roAD AccESS To ThE AIrporT.  

parts of london in particular suffer from poor air quality, with high levels of Nitrogen
Dioxide (No2) and particulates.  central london, key trunk roads and the area around
heathrow are worst affected.157 

over time, co2 and air pollution from road transport will gradually fall, as engines
become cleaner, the uptake of hybrid and stop-start non-hybrid engines increases, and as
electric car technology develops.  But, especially for heathrow, these improvements are
unlikely to come fast enough.  

Any expanding airport, especially heathrow, should therefore be required to produce a
strategy to reduce emissions of co2 and air pollution from road access to the airport,
with measurable goals.  Such a strategy should both inform, and be informed by,
improvements to public transport services to the airport – if public transport services
are improved, it will be easier to restrict car access.  

A one-size-fits-all strategy would clearly not be appropriate, but common elements 
may include:

l Increasing the proportion of journeys by public transport;

l Introducing “kiss and fly” charges for dropping passengers off or picking them up
at the airport;

l Introducing or tightening low emission zones around the airport. 

4: A BAlANcE NEEDS To BE STrUcK rEgArDINg NIghT FlIghTS

Night flights are by far the most damaging to the quality of life of local communities, and
so need to be considered carefully.  

The ability to depart or arrive between 23:00 and 06:00 is more important for next-day
freight deliveries than it is for passengers, with the exception of certain flights operated
by low cost airlines and a few early morning services arriving from Asia.  Allowing night
flights does, however, give airports the flexibility to accommodate delayed arrivals, while
freight is quite often carried in the hold of passenger aircraft.  

157 For maps of NO2 and PM10 particulates within the M25, see http://www.londonair.org.uk/london/asp/annualmaps.asp?species=NO2&LayerStrength=75&lat=51.5008010864&lon=-
0.124632000923&zoom=14
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A balance therefore needs to be struck, and the solutions are likely to differ 
between airports:

l For airports with a significant number of low-cost airlines, the current night
flight regimes tend to strike the best balance.

l For airports that serve as express freight gateways, principally East Midlands,
Edinburgh and Stansted, where express couriers operate their own aircraft, a
number of night flights do need to be allowed.  It is most sensible to have a
monthly or annual cap, giving the airports flexibility to respond to periods of
higher demand.  

l For airports that build new runways, there are a number of options:

− There is a strong case to ban all flights arriving or departing between 23:00 and
06:00, except in the case of emergencies or following major incidents such as
the 2010 volcanic ash cloud.  late arrivals would be subject to a fine, payable by
the airport or airline;

− Alternatively, the airport could be prevented from scheduling flights between
23:00 and 06:00, but could have a low monthly or annual cap on the permitted
number of night flights in order to help maintain flexibility;

− or the ban could apply between 23:00 and 05:00, with a limited number of
movements permitted between 05:00 and 06:00.  

Any of these options for expanding airports would be far stricter than the current
regime at heathrow and would complement the measures described above to ban the
noisiest aircraft and introduce steeper descents where possible.  provided that the night
flying regime was maintained at express freight hubs such as East Midlands airport, the
impact on express couriers should be manageable.  Similar approaches have been taken
overseas.  last year, Frankfurt airport balanced the opening of a fourth runway with a
ban on flights between 23:00 and 05:00.  

Taken together, the proposed measures on noise, ground procedures, surface access and
night flights would be quite stringent, but they are a necessary accompaniment to new
capacity.  The IoD is not proposing that these measures apply to all airports, but they
should certainly apply to airports building new runways.  The fact that most airports 
will not be building new runways does allow airlines to move their fleets around,
concentrating their quietest aircraft at airports where new runways are built.  It also
allows express freight operators to continue to base their operations at a number of 
key airports.  
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TAXATIon

It is vital to ease the burden of taxation on the aviation sector.  As chapter 2 showed,
the UK is levying the highest taxes on flying of any country in the world.  It will
undoubtedly have an impact on demand, to the detriment of the UK economy.  Those
who are considering the UK alongside other possible destinations for investment may
well be put off by the high rates of Air passenger Duty charged in the UK, alongside all
our other tax burdens.  And flight patterns will undoubtedly be affected, benefitting
continental airports and airlines at the expense of UK ones.  

The IoD has three recommendations in this area.  

1: FrEEzE AIr pASSENgEr DUTy (ApD) rATES IN cASh TErMS

ApD is already too high, but a freeze in cash terms will allow ApD rates to fall in real
terms over the coming years.  It is a necessary first step.  

2: oFFSET ThE IMpAcT oF ThE EU ETS

Although including airlines in the EU ETS allows aviation to expand whilst meeting
overall co2 reduction targets, it was a development that the IoD opposed:

l In the absence of a global agreement, it could easily lead to an aviation trade
war, a point that the EU has now conceded. 

l It will also add yet another charge onto airline tickets, making the UK, and the EU
as a whole, a less attractive destination to visit, either for tourism or on business. 

ApD is already levied at a far higher rate than the environmental costs of flying would
suggest.  For that reason, including aviation in the ETS should not add to the overall tax
burden on flying.  An allowance should be introduced against ApD to cover 100% of the
impact of the ETS.  As ETS charges rise over the coming years, the allowance should be
correspondingly increased.  

3: cArry oUT A coMprEhENSIvE ANAlySIS oF ThE EcoNoMIc IMpAcT
oF ApD AND ThE ETS

ApD has increased rapidly in recent years, and the All party parliamentary group for
Aviation’s recent inquiry received numerous submissions providing evidence of its
damaging impact.  A number of these were summarised in chapter 2.  Ever higher rates
are highly likely to be subject to rapidly diminishing returns.  

The Appg recommended that an economic analysis be undertaken of the total impact
of ApD on growth and employment in the UK economy, and that analysis also be
undertaken to establish fare price elasticities of leisure and business travel.158

The IoD supports this recommendation, and given that aviation is now to be included in
the ETS, the review should also investigate the impacts of the ETS charge.  

“It is vital to ease the
burden of taxation on
the aviation sector.”

158 House of Commons All Party Parliamentary Group for Aviation, Inquiry into Aviation Policy and Air Passenger Duty, August 2012, p.21
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VISAS AnD BoRDERS

The benefits of more airport capacity, better integration with the wider
transport network and reduced levels of taxation would be considerably
reduced if the UK continues to make it difficult and time-consuming for people
from outside the EU to come to this country.  And even if no extra capacity
was added, journeys to this country could still be made a lot smoother.  

The IoD has seven recommendations in this area.

1: EMploy MorE pErMANENT BorDEr STAFF

As chapter 2 showed, following a disastrous performance in the Spring and
early Summer, UK Border Force performance at heathrow improved for the
olympics.  In August, 100% of EEA passengers waited for less than 25 minutes
and virtually 100% of non-EEA passengers waited for less than 45 minutes.  The
efforts made by the Border Force during the olympics should be commended.  

But these targets were achieved because hundreds of extra staff were drafted in for the
games, offsetting a fall in Border Force staff at heathrow of 10%, and nationwide of 6%,
between March 2011 and March 2012.159

other things equal, more border staff will mean shorter queuing times.  The use of
automatic e-gates is increasing, but at the moment these can only be used by EEA
passengers.  Staff are still needed to assist at these gates, and there is a need for more
staff at the regular gates, particularly for non-EEA passengers.  There is nothing worse
than waiting in line when half the passport gates are unmanned.  

The IoD does not have the expertise to determine exactly how many extra permanent
Border Force staff should be recruited.  It was encouraging to hear that the recruitment
of 70 new permanent staff for heathrow, planned for when the new Terminal 2 opens in
2014, has been brought forward.  But more staff are certainly needed.  

2: MoDErNISE BorDEr ForcE WorKINg prAcTIcES To MAxIMISE ThE USE
oF lIMITED STAFF rESoUrcES

According to the home Affairs Select committee’s recent inquiry, the majority of
Border Force officers work on a system of annualised hours working.  on this system
rosters are agreed a year in advance, but are subject to change up to seven days before
the start of the shift.  This is the point at which the Border Force can increase the
number of staff on duty.  With less than seven days notice, however, all the Border Force
can do is change, extend or curtail shifts.  

This is clearly an unsatisfactory state of affairs.  Without the flexibility to increase the
number of staff on duty at short notice, there will inevitably be times when the number
of people passing through the border becomes overwhelming, especially when last-
minute plane tickets are sold.  

At heathrow, the Border Force has introduced a control room, which allows border staff
to be dispatched to different terminals in response to demand.  This has been working
well and should be expanded to other major airports.160

“The benefits of more
airport capacity, better
integration with the
wider transport
network and reduced
levels of taxation
would be considerably
reduced if the UK
continues to make 
it difficult and 
time-consuming for
people from outside
the EU to come to 
this country.”

159 House of Commons Home Affairs Select Committee, Sixth Report – The work of the Border Force, July 2012
http://www.publications.parliament.uk/pa/cm201213/cmselect/cmhaff/523/52302.htm
160 House of Commons Home Affairs Select Committee, Sixth Report – The work of the Border Force, July 2012
http://www.publications.parliament.uk/pa/cm201213/cmselect/cmhaff/523/52302.htm
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At the same time, there are three other changes to working practices that should 
be introduced, the last two of which were recommended by the home Affairs 
Select committee:161

l Rosters should be subject to change less than seven days in advance.

l on-call schemes at local levels should be introduced, allowing the Border Force
to increase the number of staff on duty quickly should chronic queues build up.

l Many airlines have years of experience in providing advanced passenger
information to the United States and are now obliged to provide advanced
information to e-Borders before departure.  It is vital that Border Force staff in
charge of rosters make the best use of this information to plan shifts and ensure
that all desks are manned at peak times.  

3: AccElErATE DEvElopMENT oF ADvANcE-clEArANcE SySTEMS

Advance-clearance systems enable passengers on these routes to be screened by
immigration in advance of their arrival in the UK.  After successful trials of “smart zones”
in 2011, the home Affairs Select committee concluded that advance-clearance systems
on low-risk routes have the potential to reduce queuing times substantially.162

It is worth noting that speaking to an immigration officer and answering questions about
your visit is a far more pleasant process before you get on the plane, rather than at the
end of a long flight, when you are tired and jet-lagged.  For a Briton, entering the US at
Shannon airport in Ireland is a very different experience to entering at JFK or o’hare.  

Smart zones should be developed as a matter of urgency, and rolled out as widely as
possible.  

4: FAST-TrAcK lANES ShoUlD NoT coME AT ThE ExpENSE oF
IMprovEMENTS AT ThE BorDEr For All vISITorS

Another idea that is being examined is to introduce dedicated fast track lanes for high value
business travellers.163 variants of such “trusted traveller” schemes are used in other countries,
for example the United States, and to a very limited extent in the UK already.  This idea is to
be welcomed insofar as it will smooth the entry of important businesspeople into the UK,
but it is no substitute for improving the border experience for all people entering this
country, for leisure as well as business.  The IoD would therefore caution against deploying
too many resources into fast-track lanes at the expense of the normal entry process.  

161 House of Commons Home Affairs Select Committee, Sixth Report – The work of the Border Force, July 2012
http://www.publications.parliament.uk/pa/cm201213/cmselect/cmhaff/523/52302.htm
162 House of Commons Home Affairs Select Committee, Sixth Report – The work of the Border Force, July 2012
http://www.publications.parliament.uk/pa/cm201213/cmselect/cmhaff/523/52302.htm
163 See Financial Times, 18 September 2012 http://www.ft.com/cms/s/0/6e479256-01b3-11e2-8aaa-00144feabdc0.html#axzz2A785Wtgy
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5: ENcoUrAgE AIrporTS To coNTrIBUTE To IMprovED pErForMANcE
AT ThE BorDEr

people arriving at UK airports do not recognise the administrative division between the
airport operations and the border operations.  Quite naturally they see arrival as one
continuous process – waiting to land, taxiing to the gate, passing through the border,
collecting baggage, and proceeding with their onward journey.  It is therefore in the
interests of airports themselves that border processes run swiftly and smoothly.  

In an era of tight government resources, there is no reason why airports should not
contribute to improved border processes.  Airports are already permitted to do this, and
such partnerships between the airports and the Border Force should be encouraged,
not least to increase the number of e-gates and improve the look and feel of the border
halls with large signs welcoming visitors to the UK and highlighting local attractions.  

6: ovErhAUl ThE vISA ApplIcATIoN procESS

A robust system for ensuring that people are properly checked before being permitted
to travel to the UK is needed, and the IoD is not suggesting that this be done away with.
given that, unlike most other countries, people are not counted when they leave the
UK, it is especially important to carry out screenings to ensure that those arriving are
not likely to overstay.  

But there are improvements that can be made:

l First, the UK Border Agency has a target to process 90 per cent of non-
settlement applications within 3 weeks, 98 per cent within 6 weeks and 100 per
cent within 12 weeks of the application date.164 This is really not good enough.
It takes a week to get a Russian visa and less than a week to get a Chinese one.
As long as the appropriate documentation is provided, there is no reason why
the majority of applications for UK visitor visas cannot be processed as quickly.
Visa approvals need to be speeded up.  

l Second, there should be better integration with the Schengen visa application
process.  It should be possible to apply for a Schengen visa and a UK visa at the
same time, with a single form containing questions common to both systems
followed by Schengen-specific and UK-specific questions, together with payment
of the two fees.  This would help to ensure that fewer tourists visiting Schengen
countries are deterred from visiting the UK on the same trip.  

None of this means that the UK should cease to carry out robust checks, but the default
attitude to those applying for visitor visas ought to be one of welcome rather than
suspicion.  Many parts of the world are growing far more quickly than the UK, and the
UK economy needs more businesspeople and tourists from these countries to visit.  

164 See http://www.ukba.homeoffice.gov.uk/visas-immigration/general-info/processing-times/
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7: rEMovE INTErNATIoNAl STUDENTS FroM ThE TArgET For NET
MIgrATIoN DUrINg ThE pErIoD oF ThEIr STUDy

As chapter 2 noted, the Business, Innovation and Skills Select committee recently
recommended that overseas students be recorded under a separate classification and
not counted against the overall limit on net migration.  The report noted that while the
UN definition of migration includes overseas students, the government is under no
obligation to use that definition for the development of domestic policy.165

In response, the government pledged to produce two separate datasets showing the
number of migrants with and without students, although will continue to include
students in the net migration target.166 Transparency is always an improvement, but the
government should take the next step and not include students in the net migration
target while they are studying.  

This move would provide a boost to British universities and their export potential,
ensure that the UK remains one of the best places in the world to receive a higher
education, and help to encourage improved links with the UK long after the students
have completed their studies.  

UK universities are already an export success story, and taking overseas students outside
the net migration target would add to their success.  And the wider benefits to the UK
economy from links to intelligent and ambitious people from around the world are vital
to ensure that the UK continues to develop its overseas trade in the future.  These wider
benefits are probably even more important.  

“Above all, the UK
must end up with 
an airports system
that allows for a
flexible response 
to changing economic
circumstances, 
travel patterns 
and technology.”

165 House of Commons Business, Innovation and Skills Committee, Overseas Students and Net Migration, 4 September 2012
http://www.publications.parliament.uk/pa/cm201213/cmselect/cmbis/425/425.pdf
166 David Willetts, Minister of State for Universities and Science, Speech to Universities UK conference at Keele University, 13 September 2012
http://www.bis.gov.uk/news/speeches/david-willetts-uuk-conference-2012 
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Above all, the UK must end up with an airports system that allows for a flexible
response to changing economic circumstances, travel patterns and technology:

l If demand growth projections are too high, and video-conferencing does in fact
replace an increasing number of face-to-face meetings, then it is important not
to have sunk huge sums of money into an overprovision of capacity.  As Chapter
2 showed, there is a huge difference between the DfT’s low and high demand
forecasts.  If the private sector wishes to take the risk of building a massive new
hub airport, then it must be liable for any losses.  Most airport projects can be
funded privately, so taxpayers’ money need not be put at risk.  

l If demand really takes off, then new runways will have to be built relatively
quickly.  It is vital that the planning system allows them to go ahead.  

l Given the continuing debate about the merits of hub and point-to-point
airports,167 it would seem sensible for the UK to maintain a mixture of the two.
outside of london, airports may not yet have the critical mass to develop into
genuine hubs, but there is every reason to encourage them to do so.  

l over the horizon, there are a number of hugely exciting developments that
could revolutionise air travel, including the prospect of hypersonic aircraft that
could reduce the flying time to Australia to 4 hours.168 The impact of such
advances on airport provision is not yet clear.

If the UK puts in place a sensible long-term framework that allows for growth, there is
no reason why this country cannot continue to be a world-class trading hub, well
connected to all the major economies.  

167 For a good counter to aviation orthodoxy, see Paul Kehoe, Don’t put all your eggs in one basket, Birmingham Airport, 2012 http://balancedaviationdebate.com/aviation_report.pdf 
168 For a look even further over the horizon at what may be possible, see Institution of Mechanical Engineers, Aero 2075: Flying into a Bright Future?, Part 2
http://www.imeche.org/knowledge/themes/engineered-in-britain/aero-2075-flying-into-a-bright-future 
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About the Infrastructure
for Business series
The UK’s infrastructure was once the best in the world. great innovators like Brunel and Stephenson were pioneers of the
railway, which revolutionised the way people and goods moved around the country.  

Faster, better and cheaper infrastructure helped fuel the rapid growth of the industrial revolution, giving businesses the
platform they needed to thrive at home and export to the world. In the last century, Britain continued to develop new
forms of travel, leading the way in aviation and building an extensive motorway system.  

The UK still benefits from its infrastructure inheritance, and parts of our network function relatively well. But we have lost
our lead, as we try to squeeze too many onto too little. our roads are congested, many of our trains are standing room
only, and planes are forced to circle in stacks before getting a landing slot at our main airport. high taxes on driving and
flying, and big rail fare increases, have made getting around more expensive.  

And there are risks to the security of our energy supply, as replacements for our ageing coal and nuclear power stations
are not built quickly enough and environmental regulations and taxes, which should be better focused on reducing
emissions in the cheapest way, push up the cost of powering the country.  

Infrastructure for Business is a new series of papers looking at the key energy, transport and technology infrastructure
developments that would help the UK regain competitiveness and encourage a thriving private sector. We need to put
Britain back in the lead again to help our firms compete in the world.  

For more information, please email corin.taylor@iod.com 
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and encourage a thriving private sector.


