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This submission sets out four proposals from the Richmond Heathrow Campaign (RHC) in response to 
the invitation by the Airports Commission - as set out in Discussion Document 01: Submitting evidence and 
proposals to the Airports Commission - to interested parties to submit proposals for providing additional 
airport capacity in the longer term. We do not consider that the contents of this submission are 
confidential and we have no objections to its publication. 
 
The Richmond Heathrow Campaign represents three amenity groups in the London Borough of 
Richmond upon Thames: The Richmond Society, The Friends of Richmond Green, and the Kew Society 
which together have over 2000 members. The members of our amenity groups are adversely affected by 
noise from Heathrow Airport’s flight paths, particularly at night. Noise levels around Heathrow are too 
high and while the trend is for quieter aircraft the reduction in noise levels in recent years has been slow 
and offset by more flights. We favour a ban on air traffic at night at Heathrow. We are opposed to the 
introduction of mixed mode and to the development of additional runways at Heathrow. We nevertheless 
recognise the importance of air transport and the need to make a positive contribution to the Airport 
Commission’s work..  
 
In May this year the RHC submitted to the Airports Commission three related proposals for making the 
best use of existing capacity at Heathrow in the short and medium terms. The objectives behind our 
proposals were: (a) to permit an increase in passenger numbers by 20 million within the legal limit of 480 
000 air transport movements per year; (b) to reduce congestion and the risk of delay to air traffic 
operating in unbroken segregated mode in the daytime period; and (c) to phase out in stages air traffic 
operating in the night period.  
 
The focus of our short and medium term proposals was very much on Heathrow. Our four proposals for 
the longer term range wider than Heathrow for the simple reason that we do not consider that any single 
airport in South East England could be expected to handle the increase in the number of passengers on 
the scale forecast by the Department for Transport for unconstrained growth in passenger demand in 
South East England by 2050.  
 
We maintain that by deploying the proposed measures, passenger demand levels and destination 
connectivity can be met efficiently and effectively without the need for additional or replacement runways 
in the United Kingdom, at least until 2050 and possibly beyond.  Estimates of demand and other 
parameters become more uncertain as the time horizon stretches into the future but we believe our 
proposal is sufficiently flexible to deal with this uncertainty and attendant risk and therefore ensure that 
no decision to build more runways is needed in the foreseeable future, even assuming a development lead-
in time of ten or more years.   
 
We have limited resources as a proposal sponsor and while we believe that our proposals are robust, 
further research could enhance their case for inclusion in the Airport Commission’s Interim Report at the 
end of 2003. 
 
Contact Details 
Peter Willan,  Chair, Richmond Heathrow Campaign, 7 The Green, Richmond, Surrey, TW9 1PL 
Tel: 020-8948 4142;   Email: willan829@btinternet.com 
www.richmondheathrowcampaign.org 
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SUMMARY OF PROPOSALS 
 
 
The Department for Transport (DfT) forecasts for constrained air passenger demand in 2050 envisage 
that the market would make the best use of the existing runway capacity in South East England. The price 
mechanism would ensure that unmet demand would be from among leisure passengers (who account for 
more than two thirds of passengers at UK airports) rather than from among business passengers (who are 
less price sensitive than leisure passengers), so there would be no damage to business connectivity 
(important for the wider economy). 
 
Even meeting the DfT’s constrained forecasts would result in the aviation sector exceeding the limits on 
its carbon dioxide emissions, so it might be expected that any consideration of meeting the DfT’s 
forecasts for unconstrained demand would be out of the question. But the implication behind the call for 
proposals for additional airport capacity is that the Airports Commission will attempt to identify options 
for meeting at least some of the unconstrained demand.  
 
We have therefore developed four proposals for addressing the DfT’s forecast for unconstrained demand, 
estimated to exceed capacity by 95 million passengers per year in South East England by 2050: 
 
• We propose that passenger demand (particularly among leisure passengers) has been inflated and will 

continue to be inflated by low levels of aviation taxation (i.e. the exemptions from fuel duty and VAT 
on tickets). We estimate that a fairer level of aviation taxation would slow the rate of growth in 
passenger numbers by at least 95 million per year in the South East. 

 
• We propose that the DfT forecasts are unrealistic in assuming that the present 3 : 2 split between the 

number of passengers in the South East and other UK regions will remain unchanged through to 
2050. We estimate that a more even 1 : 1 split would reduce the surplus demand in the South East 
from 95 million to 44 million passengers per year. 

 
• We propose that limited expansion of terminal capacity by 15 million passengers at Heathrow and by 

15 million in total at Gatwick, Stansted, Luton and London City would enable an additional 30 
million passengers to be handled per year, to be carried by increasing the number of passengers per 
aircraft movement, and reducing the surplus demand in the South East from 44 million to 14 million.  

 
• We propose that the growth in passenger demand be met with a London Dispersed Airport Structure 

without a hub airport. This involves reducing international transfers at Heathrow and thereby 
releasing existing airport capacity for around 35 million per year of terminating passengers from the 
South East through to 2050. The proposal includes re-distribution of demand between the five main 
South East airports so as to better balance demand with existing capacity without the need for 
additional runways. 

 
In summary, the first proposal would entirely remove the forecast surplus passenger demand in the South 
East. If proposal one is not acted upon, the combined effect of the other three proposals would also 
remove the forecast surplus demand. The Airports Commission therefore have two options for 
addressing the surplus demand that would not involve the development of additional runways at 
Heathrow or anywhere else in South East England. 
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PROPOSAL ONE 
 

PASSENGER DEMAND AND AVIATION TAXATION  
 
 
 
1. The Proposal 
 
The case for developing additional runway capacity in South East England depends on the accuracy of the 
Department for Transport (DfT) forecast that unconstrained growth in passenger numbers will result in a 
level of demand that exceeds existing runway capacity in South East England by 95 million passengers per 
year by 2050.  
 
A key assumption behind the DfT forecast is that the present rates of aviation taxation will remain 
unchanged between 2010 and 2050. But this assumption ignores the upward trend in aviation taxation 
over the last seventeen years.  
 
Our analysis suggests that a continuation of the upward trend in aviation taxation over the next thirty 
seven years through to 2050 would deflate the DfT’s forecast rate of growth in passenger demand to the 
extent that the additional passenger numbers could be handled within the existing runway capacity in 
South East England. No additional runways would be needed at Heathrow or anywhere else in South East 
England.  
 
We therefore propose that the Airports Commission should include within its long term options the 
scenario of continued increases in aviation taxation through to 2050 and the consequent reduction in the 
growth in passenger demand to numbers that could be handled without the need for additional runway 
capacity in South East England. 
 
We recognise that the aviation sector considers that aviation taxation is too high; and considers that the 
high rate of aviation taxation has an adverse effect on the employment and international competitiveness. 
But in our view the aviation sector is significantly under taxed compared with other sectors, and that the 
low rate of aviation taxation has inflated demand, particularly among leisure passengers (who account for 
the great majority of passengers at Heathrow, Gatwick, Stansted and Luton), to a level that would not 
exist if aviation was taxed more proportionately. Low taxation of aviation also means that other taxes 
have to be higher than they otherwise would be in order to make up for the shortfall from aviation. 
 
In support of this proposal, we set out below the following considerations in more detail: 
 
• effect of aviation taxation on levels of passenger demand 
 
• trend in aviation taxation over the last seventeen years 
 
• whether aviation taxation is fair 
 
• whether aviation taxation distorts the market 
 
• other objections to aviation taxation 
 
 
2. Effect of Aviation Taxation on Passenger Demand 
 
A key component in the DfT’s passenger demand forecasts to 2050 is the future price of air tickets, on 
the assumption that price decreases would tend to inflate demand and price increases would tend to 
deflate demand.  
 
DfT identifies aviation taxation (specifically, Air Passenger Duty - see the next section to this proposal) as 
one of the factors that contributes to the level of ticket prices. But the forecasts assume that aviation 
taxation will remain constant at 2010 levels through to 2050, so that over a forty year period aviation 
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taxation will neither increase nor decrease ticket prices. On the basis of these related assumptions, 
aviation taxation will apparently neither increase nor decrease passenger demand through to 2050; 
aviation taxation can therefore be ignored in the debate about what to do about future passenger demand. 
 
We agree with the DfT’s assumptions that the future cost of air tickets are relevant for forecasting 
passenger demand, and that aviation taxation is one of the factors that influence ticket prices. But - as we 
demonstrate more fully in the following section to this proposal - aviation taxation has risen steadily over 
the last seventeen years and should - on the basis of fair taxation arguments - continue to rise by at least 
the same rate over the next thirty-seven years to 2050. We therefore do not agree with the DfT’s forecasts 
that aviation taxation can be assumed to remain constant through to 2050 and can be ignored as a factor 
in influencing the future levels of air ticket prices and passenger demand.  
 
There is a well-documented precedent for an indication of the extent to which aviation taxation 
assumptions can influence DfT’s passenger demand forecasts. Under the previous Labour Government, 
the DfT produced forecasts of passenger growth between 2000 and 2030 on the assumption that aviation 
taxation rates in 2000 would remain constant until 2030 1. DfT then re-modelled the forecasts on the 
assumption that by 2030 aviation fuel is taxed at the rate of motor vehicle fuel and that VAT at full rate is 
charged on air tickets (with APD discontinued) 2.  
 
The two forecasts are set out in the table below. Under the first forecast, passenger numbers at all UK 
airports were expected to increase from 180 million in 2000 to 500 million by 2030, an increase of 320 
million over thirty years. Under the re-modelled forecast passenger numbers increase from 180 million to 
315 million, an increase of “only” 135 million over thirty years, less than half the rate of increase if the 
aviation tax level remained constant between 2000 and 2030. 
 
 2000 2030 Increase  Increase  propor t ions  
     
(a) tax unchanged 180 million 500 million 320 million 100.0 % 
(b) tax increased 180 million 315 million 135 million 42.2 % 
     
Difference between (a) and (b) - 185 million 185 million 57.8 % 
 
The data that were fed into the re-modelling of the DfT forecasts to 2030 are now ten years out of date 
and we are not aware that any revised data have been published. The amount of aviation taxation has 
increased since 2000 (see the section below on aviation taxation trend), but it is also likely that the value 
of the exemptions that aviation enjoys from duty on fuel and VAT on air tickets has also increased (see 
section below on fair aviation taxation).  
 
The table below summarises the current DfT forecast of passenger growth to 2050 on the assumption 
that aviation taxation remains constant between 2010 and 2050 and applies the same demand proportions 
between tax unchanged and tax increased in the earlier two forecasts to 2030 in order to derive a 
reduction in passenger growth to 2050 on the assumption that by 2050 aviation taxation increases to yield 
the amount of tax that would be yielded if aviation fuel is taxed at the rate of motor vehicle fuel  and VAT 
is charged on air tickets. Under the first forecast the number of passengers at all UK airports increase 
from 211 million in 2010 to 480 million by 2050, an increase of 269 million over forty years. Under the 
second forecast passenger numbers increase from 211 million to 325 million, an increase of “only” 114 
million, less than half the rate of increase if the aviation tax level remained constant between 2010 and 
2050. 
 2010 2050 Increase  Increase  propor t ions  
     
(a) tax unchanged 211 million 480 million 269 million 100.0 % 
(b) tax increased 211 million 325 million 114 million 42.2 % 
     
Difference between (a) and (b) - 155 million 155 million 57.8 % 

                                                
1 These forecasts were the basis upon which the Labour Government decided to support the development of two 
additional runways in South East England (one at Heathrow and one at Stansted). 
 
2 The re-modelling was undertaken at the request of a group of environmental organisations (the Council for the 
Protection of Rural England, the Aviation Environment Federation and Friends of the Earth). The context of the 
request and the assumptions that were fed into the re-modelling are described by Brendon Sewill in The Hidden Cost 
of Flying (2003). 
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The DfT’s unconstrained forecast for 480 million passengers at all UK airports in 2050 with aviation 
taxation remaining constant assumes a split 3 : 2 between the number of passengers at airports in South 
East England and at airports in all other regions of the United Kingdom (including Scotland, Wales and 
Northern Ireland). The relevant figures for airport capacity and passenger demand are set out in the table 
below, showing a deficit of 95 million passengers between capacity and demand in the South East but a 
surplus of capacity over demand of 107 million passengers in other regions of the United Kingdom. 
 
 Passenger  capac i ty  Passenger  demand Capac i ty/demand balance  
    
South East England 196 million 291 million 95 million deficit 
Other UK regions  296 million 189 million 107 million surplus 
UK total 492 million 480 million 12 million surplus 

 
The table below applies DfT’s assumed 3 : 2 split between the South East and other regions to our 
estimate that unconstrained demand with increases in aviation taxation would result in 325 million 
passengers at all UK airports in 2050 3. It can be seen that the 95 million deficit in capacity in South East 
England is replaced by a surplus of capacity over demand of one million. Clearly the case for additional 
runway capacity in South East England disappears, even more so if the other proposals that we are 
submitting to make better use of existing airport capacity in South East England are taken into account. 
 
 Passenger  capac i ty  Passenger  demand Capac i ty/demand balance  
    
South East England 196 million 195 million 1 million surplus 
Other UK regions  296 million 130 million  166 million surplus 
UK total 492 million 325 million 167 million surplus 

 
The analysis in this section of the effect of aviation taxation on passenger demand has tended to 
emphasise its deflationary effect. This could be miss-represented as simply taxing people in order to stop 
them from flying. Our starting point  is that every sector of the economy should bear its proportionate 
share of taxes (see the sections below on fair aviation taxation and market distortions). A proportionate 
level of tax on aviation would therefore result in the optimum level of passenger demand, without the 
demand being deflated by over-taxation or inflated by under-taxation. 
 
 
3. Trends in Aviation Taxation 
 
There have been two major changes to aviation taxation over the last twenty years: (a) Air Passenger Duty 
has been introduced for passengers (except for transfer passengers) on the departure flights from UK 
airports; and (b) sales of consumer goods bought airside at airports or on board aircraft are no longer 
exempt from tax and duty on flights between airports within the European Union  
 
Air Passenger Duty 
Air Passenger Duty (APD) is a tax specific to the aviation sector that was introduced in the United 
Kingdom in 1994 in order to broaden the general revenue base and in recognition of the fact that the 
sector was under-taxed due to zero rating for VAT and exemption from fuel tax 4.  
 
The table below shows that the amount of tax yielded by APD has increased since 1995-96 (the first full 
tax year in which APD was payable), with the yield nearly tripling in the eight years between 1995-96 and 
2002-03; and more than tripling in the ten years between 2002-03 and 2012-13. Part of the increased yield 
would have been due to the effects of inflation and increased passenger numbers. But the increase in the 
value of APD as a proportion of all taxes and national insurance contributions (see table below) indicates 
that the value of APD has increased in real terms.  

                                                
3 In our proposal two to the Airports Commission we question whether the 3 : 2 split between the South East and 
other parts of the UK would continue to apply through to 2050. For the present purpose we retain the  3 : 2 split to 
test our estimate to its extreme challenge. 
 
4 Next, I propose to broaden the tax base ... First, air travel is under-taxed compared to other sectors of the economy. It benefits not only 
from a zero rate of VAT; in addition, the fuel used in international air travel, and nearly all domestic flights, is entirely free of tax. 
Kenneth Clark MP, Chancellor of the Exchequer (Hansard, 30 November 1993, Column 934). 
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Tax year  APD yie ld  APD as proport ion o f  a l l  taxes  

   
1995-96 £ 0.3 billion 0.1 % 
2002-03 £ 0.8 billion 0.2 % 
2012-13 £ 2.8 billion 0.5 % 

Source: H.M. Treasury Budget Statements and Financial Reports 
 
In summary, in the seventeen years between 1995-96 and 2012-13 the annual yield from APD has 
increased from zero to £2.8 billion The same rate of increase over the thirty-seven years to 2049-50 would 
yield £8.9 billion (i.e. £2.8 plus £6.1 increase). We consider in the following sections whether this tax on 
aviation is fair or produces market distortions. 
 
Airside Duty Free Goods 
The exemption of consumer goods sold airside from duties and taxes charged on landside sales was 
adjudged to constitute a form of state aid for the aviation sector that was not compatible with the 
European Union’s single market rules. The exemption was therefore removed in 1999 on flights between 
European Union airports, but continues on flights from the UK to airports outside the European Union.  
 
The duty free exemptions to destinations from UK airports to non-European Union airports valued at 
£0.4 billion per year in 2003 5. Since more than two thirds of passengers from UK airports fly to other 
European Union airports, the loss of the duty free exemptions may therefore have cost the aviation sector 
something in the region of £0.8 billion per year since 1999.  
 
 
4. Fair Taxation of Aviation 
 
The aviation sector argues in its campaign Fair Tax on Flying that the rates at which APD is charged are 
too high; and that one of the consequences of the high rates of APD is a reduction in the UK’s 
international competitiveness. This section considers whether the amount collected in APD is fair or 
excessive. The following section considers whether APD is causing market distortions that undermine the 
UK’s international competitiveness. 
 
The starting point for an assessment of the fairness of a tax is recognition of the principle that all sectors 
of the economy should make a contribution to the overall tax yield and that the contribution should be 
proportionate to the overall tax yield, because if one sector is exempt from tax or pays less than its 
proportionate share then other sectors have to pay more tax in order to carry the exempt or under-taxed 
sector. Under that basic principle of fairness, no sector should be exempt or under-taxed unless there is 
an overwhelming policy reason for doing so. 
 
Some taxes have general application across the economy, such as income tax and VAT. Other taxes are 
specific to sectors, such as APD. In order to determine whether the rates of APD impose an excessive 
burden on the aviation sector, the yield from APD can be compared with other sector-specific taxes. The 
table below sets out the yield from APD and from eleven other sector-specific taxes in the tax year 2012-
13. The sequence in which the taxes are listed is from the highest to the lowest tax yield. It can be seen 
that APD is listed tenth, with only stamp taxes on shares and the bank levy yielding less than APD. The 
evidence from the table therefore does not provide any prima facie support for the aviation sector’s claim 
that the amount of APD is excessive when compared with other sector-specific taxes 

                                                
5 Brendon Sewill, The Hidden Cost of Flying (2003), page 14. 



 7 

 
Sector - spec i f i c  taxes  Yie ld  in tax year  2012-13 

  
1. Fuel duties (not including aviation fuel) £ 26.6 billion 
2. Tobacco duties £9.6 billion 
3. Stamp duty land tax £6.9 billion 
4. Vehicle excise duty £5.9 billion 
5. Beer and cider duties £3.7 billion 
6. Wine duties £3.5 billion 
7. Licence fee receipts £3.1 billion 
8. Insurance premium tax £3.0 billion 
9. Spirit duties £2.9 billion 
10. Air passenger duty £2.8 billion 
11. Stamp taxes on shares £2.3 billion 
12. Bank levy £1.6 billion 
Source: H.M. Treasury Budget Statements and Financial Reports 

 
It can be argued that a comparison between the yields of sector-specific taxes is unduly simplistic by itself, 
and we accept that further analysis is needed before deciding whether the amount of APD is excessive. 
Since the original rationale for introducing APD was in effect as a surrogate tax on account of the 
exemptions that aviation has from fuel duty and VAT 6, a comparison between the amount collected in 
APD and the amount that the aviation sector does not pay in fuel duty and VAT would provide a 
reasonably precise measure of whether APD is excessive.  
 
Unfortunately there is no recent data on the value of the fuel duty and VAT from which aviation is 
exempt. But a report published by the Aviation Environment Federation in 2003 estimated, partly on the 
basis of Treasury figures, that the exemptions were worth £5.7 billion in fuel duty and £4.0 billion in VAT 
- £9.7 billion in total - less £0.9 billion in APD for a net balance in exempt tax of £8.8 billion 7. That is to 
say, ten years ago APD collected the equivalent to about 10 per cent of the tax from which the aviation 
sector was exempt.   
 
As indicated in the table above and in the previous section on trends in aviation taxation, the amount 
collected in APD has increased to £2.8 billion per year in 2012-13. If the value of the tax exemptions had 
remained at £9.7 billion, the net balance in exempt tax would have fallen to £6.9 billion in 2012-13 
compared to £8.8 billion in 2002-03 and APD would collect the equivalent to about 28 per cent of the tax 
from which the aviation sector is exempt. 
 
But the value of the exemptions is likely to have increased since 2002-03, by approximately 10 per cent 
for inflation in the price of fuel and air tickets, and by approximately 17 per cent for the increase in the 
number of passengers (from 188 million in 2002 to 211 million in 2012, an increase of 23 million) 8. An 
increase of 27 per cent on £9.7 billion would mean that the fuel duty and VAT exemptions are now worth 
£12.3 billion less £2.8 billion APD, a net balance in exempt tax of £9.5 billion in 2012-13 compared with 
£8.8 billion in 2002-03. That is to say, APD (£2.8 billion) now collects the equivalent to about 23 per cent 
of the tax (£12.3 billion) from which the aviation sector is exempt, but the value of the exemptions has 
increased at a faster rate than the value of the APD yield. 
 
The wide gap between the amount paid in APD and the apparent value of the exemptions from fuel duty 
and VAT suggests that past and present rates of APD are not excessive; quite the contrary, the aviation 

                                                
6 Next, I propose to broaden the tax base ... First, air travel is under-taxed compared to other sectors of the economy. It benefits not only 
from a zero rate of VAT; in addition, the fuel used in international air travel, and nearly all domestic flights, is entirely free of tax. 
Kenneth Clark MP, Chancellor of the Exchequer (Hansard, 30 November 1993, Column 934). 
 
7 Brendon Sewill, The Hidden Cost of Flying (2003), pp. 10-18. The report identified an additional £0.4 billion on duty 
free goods for destination outside the European Union, giving a net balance in exempt taxes of £9.2 billion. Since 
the original justification for introducing APD - see previous footnote - did not include duty free we have not 
included duty free in the calculations above. But the benefits of duty free need to be brought into the wider debate 
about whether aviation is under-taxed or over-taxed. 
 
8 More passengers mean more VAT-free ticket sales and more duty-free fuel consumption compared with ten years 
ago. It is the nature of these tax exemptions that their value increases in line with increased expenditure on air tickets 
and increased consumption of aviation fuel.  
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sector is paying significantly less than its proportionate (i.e. fair) share of general tax. We suggested in the 
previous section on trends in aviation taxation that if the rate at which APD has increased since 1995-96 
continued until 2049-50, the annual yield would increase to £8.9 billion. But even £8.9 billion is less than 
the present value (£12.3 billion) of the exemptions from fuel duty and VAT. Therefore, if aviation is ever 
to be taxed fairly, the rate of increase in APD between now and 2050 needs to be steeper than it has been 
since 1995-96 9. 
 
 
5. Aviation Taxation and Market Distortions  
 
When a sector is under-taxed or over-taxed, the price of the goods and services offered by the sector are 
deflated by under-taxation and are inflated by over-taxation, which in turns stimulates a decrease or an 
increase in the demand for those goods and services that corresponds to the margin of under-taxation or 
over-taxation.  
 
We argued in the previous section that the aviation sector pays significantly less than its proportionate 
share of general taxation, and that the present and projected levels of APD cannot be considered unfair. 
The effect of under-taxing aviation has therefore been to stimulate a higher level of demand than would 
have occurred if proportionate tax had been charged, which in turn has fed through to the calls for the 
development of additional runway capacity in South East England in order to handle inflated future 
demand.  
 
The aviation sector’s main criticism of APD is that it over-taxes aviation in the UK compared with the 
levels of aviation taxation in other countries, and that the higher level of tax in the UK puts the UK 
aviation sector and the UK economy at a price disadvantage compared the countries with lower levels of 
aviation taxation than the UK. We are not in a position to comment on how many countries under-tax 
their aviation sectors compared with the UK, but the basic criticism seems to us to be misconceived. 
 
APD is charged at the same rates on all airlines that use UK airports, regardless of whether the airline is 
registered in the UK or overseas. Therefore APD does not distort the competition between the airlines 
that use UK airports. Similarly, APD is charged at the same rates for all air passengers that use UK 
airports, regardless of whether the passenger is a UK resident or an overseas resident. Therefore APD 
does not cause price differences between UK residents and overseas residents.  
 
The one area where different aviation tax rates in the UK and in other countries could distort competition 
is the treatment of international transfer passengers 10. But transfer passengers have always been exempt 
from APD precisely in order to protect hub airports in the UK 11. The levels of APD have therefore not 
hindered the efforts over the last twenty years to attract an ever-increasing number of international 
transfer passengers to UK airports, particularly Heathrow (which now handles more than twenty million 
international transfer passengers per year). 
 
The exemption of transfer passengers from APD is itself a market distortion that compounds the 
distortion caused by the low rates of APD compared with the taxes from which the aviation sector is 
exempt (see the previous section of fair aviation taxation), and its influence has been baleful: 
 
- The exemption may have acted as a drag on increasing APD rates for terminating passengers, who 

would resent paying an ever-larger APD from which transfers are exempt. 
 

                                                
9 In the analysis of fair aviation taxation we have intentionally avoided discussion of the costs that aviation imposes 
on the environment and the extent to which those costs are or could be recovered by taxes. We agree that aviation 
should meet its environmental costs, but in addition to and not instead of a proportionate contribution to general 
revenue. 
 
10 An international transfer passenger flies between two overseas destinations via an intermediate (“hub”) airport 
because direct flights are not available between the start and end destination. 
 
11 To protect the position of the United Kingdom’s international hub airports, there will be an exemption for transfer and transit 
passengers Sir John Cope MP, Paymaster General, (Hansard, 1 December 1993, Column 1132-1133) 
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- The exemption favours airlines that maximise the number of transfer services over airlines who 
provide or who could provide more direct services if the transfer market had not become so inflated 
12.  

 
- The exemption has inflated the number of transfer passengers at Heathrow, which has contributed to 

the congestion problems there.  
 
- The exemption may have encouraged uncritical worship of the “hub” airport model.  
 
 
6. Other Objections to Aviation Taxation 
 
We set out below our responses to common criticisms of aviation taxation. The criticisms and our 
responses should be read within the context that no tax is popular and that criticisms analogous to those 
listed below can be levelled against all forms of taxation.  
 
Increased taxation on aviation would hit the less well-off disproportionately 
The same criticism can be levelled against all taxes on goods and services, and it cannot be argued that 
taxing aviation disadvantages the less well off more than taxing, for example, domestic electricity, gas and 
water supplies. Moreover, those on higher incomes account for significantly more leisure flying than do 
those on lower incomes 13. The interests of the less well-off would be better served by raising additional 
taxation from aviation in order to fund, for example, an increase in the threshold at which income tax 
becomes payable and an increase in the basic state pension. 
 
Other forms of public transport are not charged the equivalent of APD 
There are sound policy reasons for not doing so: the majority of bus and train passengers are travelling 
much shorter distances than the typical air journey, with competition from the car and not from an 
aircraft. For longer journeys, wherever train is a viable alternative to air (i.e. short haul flights), tax 
discrimination to encourage the use of train is justified on transport and environmental grounds.    
 
Increased taxation on aviation would jeopardise the investment and tourism that aviation attracts to the 
UK from overseas 
Over many years the UK has exported more investment and tourist spending than it has imported, 
facilitated by aviation in the opposite direction. Therefore, the dis-benefits of international trade 
attributable to aviation outweigh the benefits, for the UK economy as a whole if not for the aviation 
sector. Moreover, any economic activity that depends on tax cross-subsidy distorts the market by 
stimulating demand in the short term that creates a bubble that cannot be sustained in the long term. 
 
The politicians would not dare to tax aviation fully 
Certainly not in one go, which would be chaotic for the aviation sector quite apart from being unpopular. 
But a steady increase in aviation taxation between now and 2050 would be quite as manageable as has 
been the introduction and increase in Air Passenger Duty since 1994 and the withdrawal of duty free on 
air travel within the European Union since 1999. The public may actually welcome increased aviation 
taxation if the additional revenue was used to fund a reduction in other taxes.  
  
 

                                                
12 Which in turn disadvantages passengers, the majority of whom are likely to prefer direct flights to transfer flights. 
 
13 Data from the Civil Aviation Authority website. The reason is presumably quite straight forward: short haul leisure 
air fares have been within virtually every household’s budget over the last two decades, but the less well off cannot 
afford the costs of hotels, food, etc., that form a much larger part of the overall costs of a holiday than do the air 
fares.  
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PROPOSAL TWO 
 

REGIONAL DISTRIBUTION OF PASSENGER DEMAND 
 

 
 
1. The Proposal 
 
The case for developing additional runway capacity in South East England depends on the accuracy of the 
Department for Transport (DfT) forecast that unconstrained growth in passenger numbers will result in a 
level of demand that exceeds existing runway capacity in South East England by 95 million passengers per 
year (roughly equivalent to two runways) by 2050.  
 
A key assumption behind the DfT forecast is that the present distribution between the number of 
passengers in the South East and in the other regions of the United Kingdom (including Scotland, Wales 
and Northern Ireland) will remain largely unchanged through to 2050. But this assumption ignores the 
faster rate of growth in passenger numbers in the other regions compared with the South East in the 
thirty-five year period between 1972 and 2007, before the financial crisis and the subsequent down turn in 
the economy. 
 
Our analysis suggests that when the economy has fully recovered passenger numbers would again increase 
at a faster rate in the other regions than in the South East, particularly as the Government has stressed the 
need to re-balance the economy away from over-concentration in the South East to a more equal level of 
activity across all regions. We consider that by 2050 the split between passenger numbers in the South 
East and the other regions would have shifted from the post-recession 3 : 2 split in favour of the South 
East to an even 1 : 1 split between the South East and the other regions. This split would reduce the DfT 
forecast of under-capacity in the South East in 2050 from 95 million to less than 50 million, thereby 
removing the case for two additional runways in the South East. 
 
We therefore propose that the Airports Commission should include within its long term options the 
scenario of an even split by 2050 between the number of passengers at airports in the South East and in 
the other regions and the consequent reduction in the growth in passenger demand in the South East to 
numbers that could be handled without the need for two additional runways in the South East. 
 
 
2. Trends in Regional Distribution of Passengers 
 
The table on the final page of this proposal sets out the number of passengers per year at airports in 
South East England and in other areas of the United Kingdom in each year since 1972.   
 
Growth trends 
The table shows that there was an increase in the number of passengers in nearly every year in the thirty- 
five year period between 1972 and 2007 in the South East and in the other regions. The rates of increase 
were by a factor of five in the South East and by a factor of more than eight in the other regions. That is 
to say, the other regions experienced a faster rate of growth in passenger numbers than the South East 
over thirty-five years, but starting from a lower base than the South East.  
 
The table shows that passenger numbers decreased in each of the three years between 2008 and 2010 in 
the South East and in the other regions. There were renewed increases in passenger numbers in the South 
East in 2011 and 2012 and in the other regions in 2011, but a further decrease in the other regions in 
2012. The decreases probably reflect the wider economic downturn, which appears to have hit the other 
regions much more severely than the South East: passenger numbers in the South East at 134. 9 million in 
2012 were 4.9 million (3.4 per cent) short of the peak of 139.7 million in 2007, whereas passenger 
numbers in the other regions at 85.7 million in 2012 were 7.9 million (7.6 per cent) short of the peak of 
103.6 million in 2007 14. 
                                                
14 The drop in passenger numbers in the London area since 2007 has been confined almost exclusively to business 
passengers, with the number of leisure passengers virtually unchanged, so the larger fall in passenger number in the 
other regions cannot be explained by a larger concentration of business passengers in the London area.  
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Distribution trends 
The table shows that the South East handled more than half the number of passengers at all UK airports 
in every year since 1972, albeit by a diminishing margin from 69.4 per cent in 1972 to 57.4 per cent in 
2007 and 2008. The share of the other regions in the number of passengers at all UK airports saw a 
corresponding increase from 30.6 per cent in 1972 to 42.6 per cent in 2007 (sustained in 2008 against a 
decrease in passenger numbers at all UK airports). This increase was a consequence of the faster rate of 
growth in passenger numbers in the other regions compared with the South East. 
 
The distribution trend between 1972 and 2008 has reversed in each of the last four years (2009 - 2012), 
with the South East increasing its share of all UK passengers from 57.3 per cent in 2008 to 61.2 per cent 
in 2012, and a corresponding decrease in the other regions’ share of all UK passengers from 42.6 per cent 
in 2008 to 38.8 per cent in 2012. This trend reversal coincided with a decrease in overall passenger 
numbers against the background of the economic downturn, which appears to have hit the other regions 
harder than the South East (see above). 
 
 
3. Regional Distribution in DfT Passenger Forecasts 
 
The table below shows how the DfT’s forecast for constrained passenger capacity of 492 million and 
unconstrained passenger demand (central case) of 480 million by 2050 would be distributed between 
airports in South East England and airports in the other regions of the United Kingdom (including 
Scotland, Wales and Northern Ireland).  
 
The South East will have constrained capacity for 196 million and unconstrained demand of 291 million, 
resulting in an annual shortfall between demand and capacity of 95 million (roughly equivalent to two 
runways with supporting terminals). The other regions will have constrained capacity for 296 million and 
unconstrained demand of 189 million, resulting in an annual surplus of capacity over demand of 107 
million.  
 
The distribution of passenger demand at all UK airports in 2050 will be 60.6 per cent in the South East 
and 39.4 per cent in the other regions. These percentages represent a change over a period of thirty eight 
years (2013 to 2050) of 0.6 per cent compared with the distribution in 2012 (see above). 
 
 Passenger  capac i ty  Passenger  demand Capac i ty/demand balance  
  %  %  
      
South East 196 39.8 291 60.6 - 95 
Other Regions 296 60.2 189 39.4 + 107 
UK total 492 100.0 480 100.0 + 12 
Source: DfT, UK Aviation Forecasts (Jan 2013), page 58, Table 3.10: ATM and passenger capacity assumptions for maximum use; 
page 66, Table 4.1: UK terminal passenger forecasts (unconstrained) and page 154, Annex D.8: Terminal passenger forecasts, 
central demand case, 2010-2050 (unconstrained). 
 
 
4. Alternative Regional Distribution 
 
We consider that the regional distribution in the DfT forecast is far too conservative, in view of the long 
term historical trend of disproportionate increase in passenger numbers in the other regions compared 
with the South East. We see no reason why the long term trend should not resume when the economy 
returns to growth, particularly given the priority that the Government and the Opposition give to re-
balancing the economy away from the South East and to the other regions.   
 
If the rate of increase in passenger numbers of 12 per cent in the other regions compared with the South 
East that occurred over the thirty seven years between 1972 and 2010 were repeated over the thirty eight 
years between 2013 and 2050, then the passenger distribution between the South East and the other 
regions would be about 1 : 1 by 2050. The forecast 480 million passengers would therefore be distributed 
240 million in the South East (instead of 291 million according to the DfT forecast) and 240 million in the 
other regions (instead of 189 million according to the DfT forecast). 
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The constrained passenger capacity in the other regions in 2050 will be 296 million, so 240 million 
passengers could be handled with a surplus of capacity over demand of 56 million. The constrained 
passenger capacity in the South East in 2050 will be 196 million, so 240 million passengers would be 44 
million in excess of capacity. It would not be necessary to build two additional runways in the South East 
in order to handle the 44 million excess.  
 

Passenger numbers at UK airports since 1972 
 
 London airports Other UK airports All UK airports 
 millions % millions % millions % 
       
1972 27.0 69.4 11.9 30.6 38.9 100.0 
1973 29.4 68.4 13.6 31.6 43.0  
1974 27.4 68.5 12.6 31.5 40.0  
1975 28.7 68.5 13.2 31.3 41.9  
1976 31.0 69.5 13.7 30.6 44.7  
1977 32.2 70.2 13.7 29.8 45.9  
1978 36.7 69.3 16.1 30.5 52.8  
1979 39.2 68.8 17.8 31.2 57.0  
1980 39.6 68.4 18.2 31.5 57.8  
       
1981 39.4 68.2 18.4 31.8 57.8 100.0 
1982 39.7 67.5 19.1 32.5 58.8  
1983 41.3 67.6 19.8 32.4 61.1  
1984 45.5 67.2 22.1 32.7 67.6  
1985 48.3 68.6 22.1 31.4 70.4  
1986 50.1 66.7 25.1 33.4 75.2  
1987 57.4 66.7 28.6 33.3 86.0  
1988 62.1 66.7 31.1 33.4 93.2  
1989 65.0 65.9 33.9 34.3 98.9  
1990 67.7 66.3 34.7 33.9 102.4  
       
1991 62.6 65.5 33.2 35.6 95.8 100.0 
1992 69.3 63.8 39.3 36.2 108.6  
1993 72.4 63.1 42.2 36.8 114.7  
1994 77.9 62.4 46.9 37.6 124.9  
1995 82.7 62.6 49.3 37.3 132.1  
1996 87.8 63.3 50.8 36.7 138.6  
1997 94.4 63.1 54.1 36.2 149.5  
1998 101.7 62.9 59.9 37.0 161.7  
1999 108.4 63.4 62.6 36.6 171.1  
2000 115.8 63.4 66.7 36.6 182.6  
       
2001 113.4 61.8 70.3 38.3 183.6 100.0 
2002 116.7 61.1 74.4 38.9 191.1  
2003 120.1 59.3 82.3 40.7 202.4  
2004 128.6 59.0 89.5 41.0 218.1  
2005 133.5 57.9 97.1 42.1 230.6  
2006 136.9 57.6 100.7 42.4 237.6  
2007 139.7 57.4 103.6 42.6 243.2  
2008 136.9 57.3 101.8 42.6 238.7  
2009 130.1 58.8 91.1 41.2 221.3  
2010 127.2 59.5 86.5 40.5 213.7  
       
2011 133.6 60.1 88.8 39.9 222.4 100.0 
2012 134.9 61.2 85.7 38.8 220.6  
Sources: For the years 1972 - 1991: Civil Aviation Authority, Passengers at London Airports in 1991, Table 1. For the years since 
1992: Civil Aviation Authority, UK Airports - Annual Statements of Movements, Passengers and Cargoes. Where the totals do not sum this 
is due to rounding. The entries marked in bold indicate a decrease in the number of passengers compared with the previous years. 
 
The passenger numbers for the London airports are the aggregate for five airports (Gatwick, Heathrow, London City, Luton, and 
Stansted). The passenger numbers for the other UK regions (including the Isle of Man and the Channel Islands) are the aggregate 
for the fifty seven airports non-London listed in the sources.  
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PROPOSAL THREE 
 

MORE PASSENGERS PER AIRCRAFT MOVEMENT 
 
 
 
1. The Proposal 
 
The Department for Transport (DfT) forecasts that unconstrained growth in passenger numbers will 
result in a level of demand that exceeds existing airport capacity in South East England by 95 million 
passengers per year by 2050.  
 
Our analysis suggests that it may be possible to accommodate 30 million additional passengers per year in 
the South East by a limited expansion of terminal capacity at the main airports (Heathrow, Gatwick, 
Stansted, Luton and London City) in order to enable more passengers to be carried per aircraft movement 
within the existing legal and operational limits on the number of movements per year at each airport.  
 
Limited expansion of terminal capacity and carrying more passengers per movement could reduce the 
forecast annual surplus of passenger demand over capacity from 95 million to 65 million, which could be 
further reduced by other measures for which we have submitted separate proposals: re-balancing demand 
more evenly between the South East and other regions of the United Kingdom; and reigning back on the 
number of international transfer passengers who are routed through South East England (particularly 
Heathrow).   
 
We therefore propose that the Airports Commission should include within its long term options that of a 
limited increase in terminal capacity at the main airports in South East England in order to accommodate 
a larger number of passengers per aircraft movement within the existing legal and operational limits on 
the number of movements per year at each airport (i.e. without additional runway capacity). 
 
 
2. DfT’s Capacity and Passenger Forecasts for South East England 
 
The table below sets out the DfT’s forecast of terminal capacity, unconstrained passenger demand (central 
case) and the balance of demand in excess of terminal capacity at each of South East England’s main 
airports in 2050. It can be seen that demand is forecast to exceed capacity in the South East by 95.3 
million passengers per year, 80.1 million at Heathrow and 15.2 million at the other four airports. 
 
 Terminal  capac i ty  Passenger  demand  Demand in excess  o f  capac i ty  
    
Heathrow 90 170.1 80.1 
Gatwick 45 51.9 6.9 
Stansted 35 37.9 2.9 
Luton 18 20.8 2.8 
London City 8 10.6 2.6 
    
Total 196 291.3 95.3 
Source: DfT, UK Aviation Forecasts (January 2013), page 58, Table 3.10: ATM and passenger capacity assumptions for max use 
and Annex D.8: Terminal Passenger Forecasts, central demand case, 2010-2050 (unconstrained) 
 
The scale of the shortfall between capacity and unconstrained demand has prompted calls for at least two 
additional runways to be developed in the South East. But the table shows that terminal capacity is fully 
utilised by 2050. We would argue that the lack of terminal capacity is more significant than the lack 
runway capacity, because the lack of runway capacity can be compensated for by increasing the number of 
passengers per aircraft movement, whereas additional runway capacity cannot be used to bring in more 
passengers if there is insufficient terminal capacity. The DfT appears to take the contrary view, at least for 
forecasting purposes, although its reason for doing so is not fully explained 15. 
 

                                                
15 For DfT forecasting purposes: “Runway capacity is generally treated as a more finite or ‘binding’ limit than 
terminal capacity.”, UK Aviation Forecasts, page 32, Box 2.5, final sentence of third paragraph. 
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3. Trend in Passengers per Aircraft Movement 
 
The table below sets out a five year intervals between 1990 and 2010 the annual number of passengers, air 
transport movements (ATMs) and the average number of passengers per ATM at each of South East 
England’s main airports. It can be seen that the number of passengers and ATMs increased at each 
airport, as did the number of passengers per ATM.  
 
The increase in the number of passengers per ATM has slowed the increase in the number of ATMs. For 
example, if the average number of passengers per ATM in 2010 had been the same as in 1990 there would 
have been 1 521 000 ATMs in 2010 instead of 955 000 (i.e. an additional 566 000 ATMs, 59.3 per cent 
higher than the actual number in 2010).  
 
  Passengers (000) ATMs (000) Passengers per ATM 
   %  %  % 
        
Heathrow 1990 42 635 100.0 368 100.0 115.9 100.0 
 1995 54 132 127.0 421 114.4 128.6 111.0 
 2000 64 279 150.8 460 125.0 139.7 120.5 
 2005 67 683 158.8 472 128.3 143.4 123.7 
 2010 65 745 154.2 449 122.0 146.4 126.3 
        
Gatwick 1990 21 043 100.0 189 100.0 111.3 100.0 
 1995 22 383 106.4 193 102.1 116.0 104.2 
 2000 31 949 151.8 253 133.9 126.3 113.5 
 2005 32 693 153.4 252 133.3 129.7 116.5 
 2010 31 342 148.9 234 123.8 133.9 120.3 
        
Stansted 1990 1 156 100.0 24 100.0 48.2 100.0 
 1995 3 890 336.5 66 275.0 58.9 122.2 
 2000 11 860 1 026.0 147 612.5 80.7 167.4 
 2005 21 992 1 902.4 178 741.7 123.0 255.2 
 2010 18 562 1 605.7 143 595.8 129.8 269.3 
        
Luton 1990 2 679 100.0 40 100.0 67.0 100.0 
 1995 1 810 67.6 22 55.0 82.3 127.8 
 2000 7 170 267.6 60 150.0 102.8 153.4 
 2005 9 135 341.0 75 187.5 121.8 181.8 
 2010 8 734 326.0 69 172.5 126.6 189.0 
        
London City 1990 230 100.0 13 100.0 17.7 100.0 
 1995 554 240.9 18 138.5 30.8 174.0 
 2000 1 584 688.7 50 384.6 31.7 179.1 
 2005 1 996 867.8 61 469.2 32.7 184.8 
 2010 2 993 1 301.3 60 461.5 46.4 262.2 
Source: CAA annual airport statistics for the numbers of passengers and air transport movements, from which the average 
number of passengers per ATM and the indexing have been calculated. 
 
 
4. Enhanced Terminal Capacity 
 
The table on the next page sets out the number of passengers and ATMs and the average number of 
passengers per ATM at each of South East England’s main airports operating at maximum terminal 
capacity and at the legal or operational limit on the number of ATMs. It can be seen that the number of 
passengers per ATM is larger at every airport than has been achieved thus far (see the table above for the 
years 1990 to 2010). It is likely that these larger numbers represent the largest possible number of 
passengers per ATM within the capacity limits on the number of passengers and the number of ATMs, 
not the largest possible number of passengers per ATM with additional terminal capacity 16. 

                                                
16 For example, BA informed the Heathrow Terminal Five Public Inquiry that it expected to average 216 passengers 
per ATM by 2016. It is therefore likely that the achievable average would be correspondingly larger by 2050, given 
the general shift across the air fleet to aircraft with an ever increasing number of seats. 
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 Passenger  (mi l l ions)  ATMs (000)  Passengers  per  ATM 
    
Heathrow 92.9 478.2 194.3 
Gatwick 44.2 280.0 157.9 
Stansted 35.4 252.8 140.0 
Luton 17.1 133.7 132.4 
London City 7.1 120.0 59.2 
    
Total 197.3 1 264.7 156.0 
Source: DfT, UK Aviation Forecasts (January 2013), Annex E.2: Terminal passenger forecasts, central demand case, 2011-2050 
(constrained) and Annex F.3: ATM forecasts at UK airports, 2010-2050 central forecast, max use (constrained) 
 
The table below sets out the number of passengers at each of the South East’s main airports according to 
the DfT’s forecast for unconstrained demand in 2050, together with the maximum number of ATMs 
within the legal or operational limit, and the corresponding average number of passengers per ATM. 
 
The under-capacity at Gatwick, Stansted and Luton in 2050 is sufficiently small to suggest that limited 
expansion of their terminal capacity could absorb the surplus demand in full (15 million in total - see the 
table on the first page) by a modest increase in the number of passengers per ATM within the existing 
ATM capacity limits. 
 
The under-capacity at Heathrow in 2050 is so large that it major expansion of terminal capacity would be 
required to absorb the surplus demand in full (80 million - see the table on the first page). Nevertheless 
limited terminal capacity expansion at Heathrow proportionate with that at Gatwick, Stansted and Luton 
might be expected to handle 15 million of the surplus demand by a modest increase in the number of 
passengers per ATM within the existing legal limit. 
 
 Passenger  (mi l l ions)  ATMs (000)  Passengers  per  ATM 
    
Heathrow 170.1 478.2 355.7 
Gatwick 51.9 280.0 185.4 
Stansted 37.9 252.8 149.9 
Luton 20.8 133.7 155.6 
London City 10.6 120.0 88.3 
    
Total 291.3 1 264.7 230.3 
Source: DfT, UK Aviation Forecasts, Annex D.8: Terminal passenger forecasts, central demand case, 2010-2050 (unconstrained) 
and Annex F.3: ATM forecasts at UK airports, 2010-2050 central forecast, max use (constrained). 
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PROPOSAL FOUR 
 

LONDON DISPERSED AIRPORT STRUCTURE WITHOUT HUB AIRPORT 
 

Our Proposal is divided into two sections - the first dealing with the replacement of transfer passengers 
with terminating passengers over time and the second dealing with the dispersed model and what that 
might mean for re-alignment of demand with capacity between the five London airports. In practice these 
two components form a single Proposal for a London Dispersed Airport structure without a hub airport.  
 
 (a)  Reduce International Transfer Passengers at Heathrow and Replace with Growing Demand 
from Terminating Passengers. 
 
Reversing the growth in international transfers at Heathrow could free up capacity for replacement by a 
growing number of terminating passengers on international flights and free up runway capacity for 
additional destinations. International transfers overall are harming rather than benefiting Heathrow and 
incur no air passenger duty.  Proposal 1 recommends APD should be extended to international transfers. 
 
Between 2010 and 2050 Heathrow unconstrained terminating passenger demand is estimated to grow by 
around 87 million passengers per annum (mppa) to 136 mppa, which growth is significantly more than 
the  34 mppa of international transfers it is proposed be replaced by 2050.  
 
The effect of this proposal is to reduce unconstrained demand at Heathrow in 2050 from an 
estimated 170 mppa to 136 mppa. In practice we expect there will be a residue of transfers 
(international and domestic), similar to the levels at other London airports. Furthermore, based on current 
transfers and loads of the aircraft fleet using Heathrow, this could free up the equivalent of around 
140,000 flights a year to redeploy in whole or part from over-subscribed destinations to new destinations 
or to higher frequencies so as to provide the connectivity the market best determines. Heathrow would 
still be operating within the planning limit of 480,000 flights a year in segregated mode. 
 
Transfers are said to enhance connectivity by aggregating transfer and terminating passengers into aircraft 
loads which enable low density destinations to become viable and which support higher frequencies and 
greater travel convenience. Service frequencies and the number of destinations broadly define an airport’s 
connectivity. We believe the evidence demonstrates that there are only a few low density destinations that 
might benefit from transfers and that the high frequencies arise on already popular routes and in support 
of leisure rather than business purpose. Passenger growth to 2050 adds yet higher frequencies and the 
more so with an ever increasing number of transfers.  International transfers provide little benefit to the 
UK economy and at a forecast level of around 34 mppa in 2050 will not be far short of one runway 
equivalent of 45 mppa. Transfers represent around one third of passengers at Heathrow which is 
equivalent to one third of the aircraft noise for people living and working under the flight paths. 
 
(b) Disperse passengers from the London Catchment Area between existing runways at London’s 
Five Airports  
 
Heathrow is often described as a hub airport. We see the hub model as one where a sizeable proportion 
of the passengers are transfers and where physical facilities cater for substantial numbers of transfers and 
airlines facilitate the transfers. The hub model relies on demand aggregation achieved by concentrating as 
many terminating and transfer passengers as possible at a single hub airport. The model relies on transfer 
passengers using air travel to enlarge the catchment area of an airport which is otherwise determined by 
terminating passengers.  
 
In the absence of international transfers the issue then is how the existing capacity of London’s five 
airports might best share the growing point-to-point demand in a dispersed airport structure. 
 
We expect some transfers, particular domestic transfers, to continue at each of the London airports and 
therefore to varying degrees the continuation of the physical and operational components of what might 
be described as a hub or focal airport.  The missing dynamic is the need for ever increasing aggregation by 
way of transfers and associated growth in transfers and capacity that this requires. The dispersed model 
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that we envisage would not involve a high enough level of transfers to justify any of the airports being 
described as a hub or focal airport.   
 
Were international transfers to be reduced substantially then there is the issue as to whether the point-to-
point demand should be concentrated at a single airport or dispersed. Potentially the dispersed model 
provides greater efficiency in use of spare capacity, and so while not physically increasing capacity it adds 
to available capacity. For example, it is inefficient for Heathrow to be full with resulting suppressed 
demand while other London airports have spare capacity. Our proposal seeks to better align passenger 
demand with individual capacities of the five London airports. This could mean Heathrow best serving 
the aviation need by increasing headroom and reducing the number of movements below 480,000 flights 
a year while itself benefiting from a substantial increase in the number of passengers. 
 
The competition commission has already sought to introduce more competition by separating the 
ownership of Gatwick, Stansted and Heathrow. In dealing with competition the marketing concept of 
product differentiation and market segmentation has wide applicability. We cannot predict with certainty 
how the lines of segmentation will be drawn in a dispersed airport model.  We have examined 
segmentation along the lines of the five London airports specialising in global regions.  It will be for the 
markets to determine as segmentation evolves to include a mix of elements.   
 
Our proposal is for the removal of market disincentives to allow the dispersed structure to prosper.  The 
redistribution is along the lines of Heathrow serving the long haul Americas and Far East, Gatwick 
serving long haul Africa and Near East and Stansted focusing on short haul Eastern Europe.  All five 
airports retain their interests in the domestic and short haul Western and Central Europe regions.  
 
The redistribution is shown in Table A.  Relieving the disproportionate demand growth at 
Heathrow predicted by the DfT Demand forecasts is essential in a dispersed structure and the 
proposal here shows the order of magnitude we believe to be achievable, e.g. 9 mppa in 2011 
terms which is taken up by existing capacity at the other London airports. The re-distribution 
would be more than double in 2050 terms. 
  
There is a net reduction of 109 routes to 787 routes from London airports where currently 
destinations are served by more than one London airport. The re-distribution removes some of the 
replication. The number of London destinations remains unchanged at 466. 
 

Table A International Passenger and Route Re-distribution (based on 2011 demand) 

Heathrow Gatwick Stansted Luton London 
City 

Total London 
Airports 
Routes 

Rest of 
UK 

Routes 

Total 
UK 

Routes 

Passengers mppa -9.2 1.9 7.6 -0.5 0 0 0 0 

Destinations/routes -25 -74 8 -18 0 -109 0 0 

 
Combining the transfer reduction and re-distribution results in the unconstrained demand in 2050 shown 
in Table B and the comparison with available airport capacity in 2050. There remains unmet demand, but 
other proposals we are making along with this one are more than sufficient to remove any need for 
additional runways until 2050 and probably beyond. 
 

Table B Unconstrained Passenger Capacity and Demand in 2050 after Transfer Replacement and Demand Re-
distribution  mppa 

Heathrow Gatwick Stansted Luton London 
City 

Total London 
Airports 

Rest of 
UK Total UK 

Passengers after re-
distribution and transfer 
replacement 2050 

116.3 53.2 53.8 20.0 10.5 253.8 191.8 445.6 

Constrained capacity 2050 92.9 44.2 35.4 17.7 7.1 197.3 296.0 493.3 

Unmet demand 2050 23.4 9.0 18.4 2.3 3.4 56.5 -104.2 -47.7 
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Surface access is potentially a constraint on passenger growth but also an opportunity to provide 
improved access and strengthen the world leading success of London’s five airports. It is included in our 
proposal but as an objective rather than planned detail because no doubt the Commission will receive 
expert proposals on the subject from the London airports themselves. 
 
Please note the stated number of destinations within this Proposal and the DfT and CAA sources is not always consistent 
and can vary slightly, but with no significance to the results in our proposal, due to the cut-off and rounding of numbers for 
low density destinations. Also there are some relatively small inconsistencies in both demand and capacity figures within the 
DfT forecasts and within our several proposals. These do not affect the conclusions and should not be regarded as errors – 
they arise partly due to rounding and partly from the way the forecasts are put together. 
 
Contents: 
Reduce Heathrow Transfer Passengers 

1. Key Statistics 
2. Questionable Connectivity Benefits of International Transfer Passengers 

a. Historic trends do not support the case that transfers increase the number of 
destinations. 

b. Transfers support high service frequencies to popular destinations  
c. Few long haul low frequency routes are supported by transfers  

3. Questionable Benefit to Terminating Passengers from International Transfers 
a. A large proportion of UK Passengers do not benefit from International Transfers 
b. The perceived benefit from transfers is in the long haul market but this is relatively small. 
c. Business long haul demand from London is a relatively small market segment 
d. Leisure passengers are the largest segment benefiting from international transfers  
e. Domestic Transfers serve a purpose but are relatively small in number 

 
4. Transfer Dis-benefits to passengers 
5. Transfer Noise Dis-benefit 
6. Economic Impact of International Transfers  
7. Capacity Dis-benefits of Transfer Passengers  
8. Are Transfers Inevitable? 
9. Impact of Replacing International Transfers with Terminating Passengers  

 
Disperse Point-to-point Demand between Existing Runways at London’s Five Airports  

10. Existing Market Segmentation by Global Region 
11. Future Possible Market Segmentation by Global Region 
12. Impact of Replacing International Transfers with Terminating Passengers 
13. Surface Transport 

 
Annexes 

1. Heathrow: Terminating and transfer passengers 1972 – 2011 
2. Heathrow International passengers and Frequency 2011 
3. Heathrow International passengers and Frequency 2050 
4. London International passengers 2011  

a. Americas 
b. Far East 
c. Near East 
d. Africa 
e. Eastern Europe 
f. Central Europe 
g. Western Europe 

5. Airport and Global Region Statistics 2011 
6. International Destination Replication Patterns 2011 
7. Passenger Demand 2011 and 2050 – Constrained and excluding Transfers  
8. Passenger Demand 2011 and 2050 – Unconstrained and excluding Transfers 
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Reduce Heathrow Transfer Passengers 
1.  Key Statistics 
The replacement of transfers was proposed in our submission on the short and medium term to the 
Airports Commission at the end of May. The following section largely repeats the proposal and retains 
the focus on Heathrow but extends it in more depth through to the longer term, i.e. the year 2050.  
 
Although Heathrow represents 31.9 per cent of all passengers using UK airports it represents 82.4 per 
cent of transfers and hence our focus on Heathrow in this Proposal.  Also, we focus on international 
transfers rather than the relatively small number of domestic-international transfers.  
 
Our Proposal is to replace over time the international transfer passengers at Heathrow, which for example 
were 18 million in 2010 and 20.9 million in 2011 and which rise to an estimated 34.2 mppa in 2050.  
 
Table C UK and Heathrow Unconstrained Passenger Growth 2010-2050 
 Unconstrained Passengers - UK Unconstrained Passengers - Heathrow 

mppa 2010 2050 Growth 2010 2050 Growth 
International Transfers 21.1 40.5 x1.9 18.0 34.2* x1.9 
Terminating 189.5 441.7 x2.3 49.2 135.9* x2.8 
Total Passengers 210.6 482.2 x2.3 67.2 170.1 x2.5 
Source: Dft Demand Forecasts 2013 * except in the absence of data we assume unconstrained Heathrow international transfers 
grow at the same rate as in the UK as a whole with terminating passengers representing the balance. 
 
Table C above, shows unconstrained international transfers at all UK airports growing from 21.1 mppa in 
2010 to an estimated 40.5 mppa in 2050 (1.9 times) whereas total UK demand grows from 210.6 mppa to 
482.2 mppa (2.3 times). In the absence of the Dft model detail we assume international transfers at 
Heathrow will also grow by 1.9 times, thus reaching 34.2 mppa in 2050 out of total unconstrained 
Heathrow demand of 170.1. The DfT model already assumes slower transfer growth than terminating 
passenger growth. 
 
Between 2010 and 2050 Heathrow unconstrained terminating passenger demand (the difference between 
total demand and transfers) grows by 86.7 mppa to 135.9 mppa, which growth is significantly more than 
the 34.2 mppa of international transfers it is proposed be replaced. In terms of passengers the actual 
number of passengers being replaced is 17.1 mppa because each transfer is counted as two passengers. 
The effect is to reduce unconstrained demand at Heathrow in 2050 from 170.1 to 135.9 mppa. In practice 
we expect there will be a residue of transfers (international and domestic) similar to the levels at other 
London airports.  
 
2.  Questionable Connectivity Benefits of International Transfer Passengers 

 
The main benefit from transfer passengers is said to be the enhancement of Heathrow’s connectivity by 
enabling airlines operating from Heathrow to serve a larger number of destinations, including marginal 
routes otherwise not viable, and with greater frequency than would be the case with just terminating 
passengers. This benefit is said by some to be at risk if the transfer model is not supported and grown in 
the future. But our analysis questions whether this benefit is supported by recent trends and the 
distribution of transfer passengers on destinations served by Heathrow. When considering the range of 
service frequencies we suggest that a daily service should enable business people to conduct their business 
reasonably effectively and not disadvantage the locating of operations in the UK and not discourage 
tourists to the UK, all of which are important to the UK economy. 
 
a.    Historic trends do not support the case that transfers increase the number of destinations. 
Annex 1 to this proposal sets out the number of passengers at Heathrow between 1972 and 2011. The 
total number of passengers has increased overall, with similar rates of growth between terminating and 
transferring passengers up to 1987. But since 1991 the rate of growth for transfers has been faster than 
for terminating passengers, with transfers accounting for one or more passengers in three since 2002 
compared with less than one in four passengers prior to 1991 17.  
 
Table D below sets out the number of destinations per listed region served by air transport movements 
from Heathrow in the years 1990, 2001 and 2011. The table shows that the total number of destinations 

                                                
17 The number of air transport movements at Heathrow increased from 362 000 in 1991 to 476 000 in 2011. 
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served by Heathrow decreased by approximately 20 per cent in 2001 compared with 1990, with a further 
decrease of less than one per cent in 2011 compared with 2001.  
 
Thus the period of exponential growth in transfers since 1991 coincided with a fall in the number of 
destinations served by Heathrow, whereas under the transfer model there should have been an increase in 
the number of destinations. The trend towards fewer destinations cannot be explained by a lack of 
runway capacity: the largest decrease in the number of destinations served by Heathrow occurred between 
1990 and 2001, during which period there was considerable spare runway capacity  18. 
 
Table D Number of Destinations Served by Heathrow, 1990, 2001 and 2011 
Region 1990 2001 2011 
          
United Kingdom 24 (18) (6) 14 (10) (4) 11 (7) (4) 
Western Europe 54 (40) (14) 33 (32) (1) 35 (29) (6) 
Central Europe 53 (41) (12) 33 (31) (2) 35 (32) (3) 
Eastern Europe 16 (13) (3) 26 (23) (3) 21 (21) (-) 
Near East 20 (17) (3) 18 (17) (1) 15 (14) (1) 
Africa 29 (24) (5) 24 (21) (3) 23 (23) (-) 
Far East 25 (25) (-) 29 (28) (1) 30 (30) (-) 
Americas 43 (33) (10) 35 (34) (1) 41 (36) (5) 
          
Totals  264 (211) (53) 212 (196) (16) 211 (192) (19) 
Source: Civil Aviation Authority,  Aviation Statistics, Table 12.1 (International Air Passenger Traffic to and from Reporting Airports) and Table 
12.2 (Domestic Air Passenger Traffic to and from Reporting Airports). The first column of numbers is the total number of destinations. The 
second column of numbers is the number of destinations to which 2 000 or more passengers (arrivals and departures) were transported. The third 
column of numbers is the number of destinations to which less than 2 000 passengers (arrivals and departures) were transported. 
 
b.   Transfers support high service frequencies to popular destinations. 
Transfers at Heathrow appear to add frequency to popular destinations and indeed the most profitable.  
The diagram below is a scatter diagram between transfers and terminating passengers for long haul 
destinations in 2011. 
 

 
 
The transfers increase with destination density rather than the reverse, as one might expect if their 
presence were in support of load aggregation on low density critical destinations and in support of service 
frequencies with diminishing returns as density increases. 
 
We have examined the full list of Heathrow’s 191 international destinations and transfers are involved 
with 100% of the high density destinations, 67% of medium density destinations and 7% of low density 
destinations, which further confirms that transfers for the most part add frequency to high frequency 
destinations. This is illustrated by the diagram in Annex 2 to this proposal which shows Heathrow 
international passenger density and service frequency by destination during 2011 totalling 64.6 mppa.   
This total is divided into terminating passengers (43.7 mppa) shown in red and transfer passengers (20.9 
mppa) shown in green.  The destinations are divided into high, medium and low density destinations as 

                                                
 
18 The number of air transport movements at Heathrow increased from 362 000 in 1991 to 458 000 in 2001. 
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defined by their annual passenger numbers.  As an example, New York (JFK) has the highest density with 
1.8 mppa and transfers of 0.9 mppa (33%) and service frequency of 34 arrivals and departures a day. 
 
Table E below summarises the 191 destinations served by Heathrow in 2011. Analysis of the table raises 
further doubts as to the benefit of transfer aggregation on frequencies and the viability of destinations.  
 
121 destinations (i.e. over 63%) had at least one daily arrival and departure (i.e. 2 or more movements) 
and these served 61.9 mppa (i.e. over 95% of Heathrow international passengers). For most passengers 
Heathrow it is a high frequency airport.  
 
While connectivity improves with service frequency, arguably there are increasing diminishing returns as 
the frequencies rise. In the case of Heathrow we believe there is no great need to increase the frequencies 
to the majority of destinations as can be seen from the high frequencies in Table E. Also, in the case of 
short haul destinations connectivity extends beyond just Heathrow to access by other UK airports 
(operating largely without transfers) and in some cases, such as Dublin, up to 28 routes from UK airports. 
The high frequency destinations are far from needing transfers to aggregate to some minimum critical 
load to make the routes viable. Table F below illustrates the case of the five most frequent services.  
 
Table E  Heathrow International Service Frequencies 2011 

Service 
Frequencies 

ATMs Per day 
Arr. & Dep. 

Destinations Average 
Distance 

km 

Total 
International 
Passengers 
‘000 per yr 

Percent of 
Total 

Passengers 

International 
Transfer 

Passengers 
‘000 per yr. 

Transfer 
Passenger 

% 

UK 
Airport 
Routes 

        
30-35 5 1475 8384 13.0% 2584 30.8% 95 
20-29 8 1016 7703 11.9% 2076 27.0% 125 
10-19 27 3539 22518 34.8% 8098 36.0% 180 
2-9 81 5268 23344 36.1% 7712 33.0% 355 

Below 2 70 4619 2737 4.2% 465 17.0% 338 
        

Total 191 4508 64686 100% 20935 32.4% 1093 
Source: CAA 

 
   Table F Heathrow Highest Frequency International Destinations 2011 
Destination Distance 

km 
Passengers 
‘000 per yr 

Transfer 
passengers 
‘000 per yr 

Trnfrs Frequency 
ATMs per day 
(Arr & Dep) 

Aircraft 
Passenger 

Loads (Avg) 

UK Airport 
Routes 

        
Frankfurt Main 653 1470 244 17% 33.2 152 16 
Amsterdam 370 1407 418 30% 34.4 112 27 
New York (JFK) 5547 2679 893 33% 34.0 216 4 
Dublin 449 1556 572 37% 33.5 127 28 
Paris (CDG) 354 1272 457 36% 30.8 113 20 
Source: CAA 

 
c.   Few long haul low frequency routes are supported by transfers.  
The number of transfers for the 70 destinations with less than a daily service (arrivals and departures) 
from Heathrow is only 0.5 mppa or 2% of all transfers and the average transfer per destination is 17% or 
around half that for all the other destinations with higher frequencies. Examination of the 70 low 
frequency services shows that 37 were long haul but did not rely on any transfers at all.  Out of the 70 
destinations only 9 had transfers and only 7 of these were long haul. (see Table G below). One of these, 
Islamabad, had relatively high loads of 333 passengers and if the 13 transfers per ATM were not available 
then it seems unlikely the service of once every 2 days would be at risk. In most of the other cases if there 
were no transfers there could be a service at least weekly.  
  
Table G Heathrow Low Frequency Long Haul Destinations with Transfers 2011 

Destination Distance 
km 

Passengers 
‘000 per yr. 

Transfer 
passengers 
‘000 per yr. 

Transfer 
Passenger % 

Frequency 
ATMs per day 
(Arr. & Dep.) 

Aircraft 
Passenger 

Loads 
        
USA Raleigh 6218 111 48 43% 1.9 157 
Argentine Buenos Aires 11140 155 91 59% 1.9 220 
USA Phoenix 8465 179 104 58% 1.7 288 
India Chennai 8304 115 67 58% 1.4 220 
India Hyderabad 6391 96 76 79% 1.4 184 
Uganda Entebbe 6499 71 47 67% 1.4 137 
Pakistan Islamabad 6068 136 13 10% 1.1 333 
Source: CAA 
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From the evidence examined above it seems that the number of destinations needing critical loads to 
justify viability is small and that to rely on a large number of international transfers at Heathrow (21 mppa 
in 2011 and an estimated 34 mppa in 2050) to provide a few passengers for critical load destinations is an 
inefficient use of scarce resources. Furthermore, the recently introduced Boeing 787 Dreamliner can 
travel economically long distances with relatively low loads thus reducing still further the need for 
aggregation and this trend is likely to continue.  
 
We conclude that support for such critical load destinations as might exist should be provided by the 
growing terminating passenger demand from the substantial catchment area in the south east rather than 
by international transfers. Furthermore, more than doubling of local terminating demand will increase 
frequencies to still higher levels with diminishing benefit in some cases and the presence of transfers can 
only add to the excesses. 
  
3.   Questionable Benefit to Terminating Passengers from International Transfers  
 
Annexes 7 and 8 to this proposal detail passenger demand in 2010 and 2050, excluding transfers, and are 
compiled from the DfT Passenger Demand Forecast 2013.  Annex 7 is constrained and Annex 8 is 
unconstrained but we only have access to the total UK detail for the unconstrained, whereas the 
constrained data is available by airport.  We have aggregated the detail into London’s five airports and 
non-London airports in the constrained case.  Each table is divided into domestic, short haul and long 
haul and into origin of passenger in terms of residency (UK or foreign) and purpose (business or leisure). 
The unconstrained case is not noticeably different in terms of growth in total or by individual element 
from the constrained case; there is about 10% difference in the 2050 outturns. So we focus on the greater 
detail in the constrained case (Annex 7). We focus on the 2050 outturns but the market shares are broadly 
similar to those in 2010. We focus on London rather than just Heathrow or the UK as a whole because 
this is the passenger market we are concerned with and where the choice is between hub and dispersed 
model. 
 
We suggest that in terms of benefit to the economy on a per passenger basis, UK resident business is the 
most important (5%), foreign resident business – second (3%), foreign resident leisure – third (7%) and 
UK resident leisure – fourth (18%), with the latter giving rise to a negative impact on the balance of 
payments.  The percentages are the estimated long haul share of total London passengers of 169 mppa in 
2050 (Annex 7 Table 10). It is important that the UK develops commercial opportunities in BRICs and 
LDCs and this gives particular relevance to the long haul market.   
 
Transfers do not appear to be supporting the business segment especially. UK resident business long haul 
passengers are predicted by the DfT to grow 3.2 times between 2010 and 2050 (Annex 7 Table 15) 
compared to transfer growth of just 1.3 times. In fact, in 2010 the business proportion in the international 
transfer mix at Heathrow was 26% compared to 31% of the international terminating mix.  The DfT 
forecasts are actually relatively optimistic on providing for business demand compared to what some  
would have us believe.  Growth between 2010 and 2050 on average at Heathrow, other London airports 
and at regional airports is relatively healthy compared to other segments, notwithstanding the constraints 
applied. The forecast growth in business long haul links with LDCs is particularly strong. 
 
a.   A large proportion of UK Passengers do not benefit from International Transfers 
The DfT forecasts that in 2050 169 mppa terminating passengers and 28.3 mppa transfers use constrained 
London airports and 242 mppa terminating passengers and 8.3 mppa transfers use non-London airports 
(Annex 7 Tables 7 and 8). This tells us that while focusing on London we should not ignore the UK 
regions and that the regions seem to be able to successfully transport a significant proportion of UK 
passengers with little support from international transfers. In the unconstrained case the London 
passengers increase so the ratio switches to around 60:40 but still there are a large number of passengers 
who travel from the UK regions with minimal support from international transfers. The unconstrained 
mix remains largely unchanged at 60:40 between 2010 and 2050. 
 

b.   The perceived benefit from transfers is in the long haul market but this is relatively small. 
In 2050 and the UK market as a whole, long haul represents a 22% market share, short haul 64% share 
and domestic 14% (Annex 7 Table 14).  This suggests that we should not only focus on the long haul 
because the short haul network is three times the size in terms of passengers.  But we also observe that 
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there are 56.1 mppa or 33% of total London demand that are long haul passengers (Tables 7 and 10) but 
that this represents only 14% of total UK demand.   
 

c.    Business long haul demand from London is a relatively small market segment.  
UK and foreign business passengers on long haul flights from London in 2050 represent only 8% of the 
London market of 168.7 mppa (Table 10) or around 3% of the total UK demand. UK and foreign 
resident business passengers represent 31% market share at London airports (Table 10) but this is 
predominantly on domestic and short haul routes. In terms of residency in 2050, just 8 mppa (5%) are 
UK resident business long haul passengers from London.   Most of these are served by Heathrow. But to 
provide airport capacity for 34 mppa international transfer passengers (nearly equivalent to one runway) 
to support at most 8 mppa business passengers seems inefficient use of scarce resources. We do not have 
the detail but it seems likely that only a portion of the 8 mppa will be on flights involving the use of 
transfers and most of these flights will be high frequency flights to popular destinations.  
 

d.   Leisure passengers are the largest segment benefiting from international transfers  
Probably this segment has the least to gain since they are not so particular about specific critical 
destinations or frequencies. Moreover, UK resident leisure flights result in a negative impact on the 
balance of payments. We do not have detail for 2050 but taking 2010 data for Heathrow and applying a 
growth factor of 2.2 results in 22 mppa UK resident leisure passengers and 12 mppa foreign resident 
leisure passengers or 34 mppa in total potentially benefiting from Heathrow’s international transfers. We 
have no reason to question the importance of leisure travel for individual residents, whether it be for 
holidays or to visit overseas relatives; it reflect peoples’ choice as to how they spend their income but has 
similar effect on the UK economy and balance of payments as expenditure on imports.  
 
The London long haul market in 2050 (we do not have Heathrow specific data) is itself comprised of 14% 
UK resident business, 54% UK resident leisure, 10% foreign resident business and 22% foreign resident 
leisure (Annex 7 Table 7). This represents an average plane load and the division will vary by destination 
and individual flight.  But the figures do suggest business content is relatively low and transfer aggregation 
is likely to be supporting high frequencies for 76% leisure content; it is difficult to believe leisure travellers 
will seek ever higher frequencies that will arise out of future growth in terminating demand supplemented 
by ever more transfers, particularly to popular destinations.   
 

e.   Domestic Transfers serve a purpose but are relatively small in number 
Transfers can facilitate travel by individuals on routes where there is no direct service. But in 2010 there 
were only 0.5 mppa UK resident business passengers using international transfers.  Arguably the 0.3 mppa 
UK residents and 0.3 mppa foreign residents who used domestic transfers for business purposes 
benefitted from there being transfers and likewise the 0.8 mppa foreign residents who used domestic 
transfers for leisure purposes. These add up to only 1.9 mppa transfer passengers out of 21.5 mppa 
transfers with the balance providing questionable benefit in our view. 
 

We make no detailed comment here on freight but suggest that since much of the freight is transported in 
the belly-holds of passenger aircraft we believe the growth in freight should show similar patterns to those 
described above for passenger numbers. 
 
4.   Transfer Dis-benefits to passengers 

 

Passengers themselves generally prefer direct flights to transfers when travelling to a particular destination 
because they are quicker and avoid the inconvenience of the transfer itself.  There are occasions when a 
transfer may be more convenient and often despite the higher cost of transfers to the airlines they are sold 
at a discount to attract passengers onto long haul flights. 
 
5.  Transfer Noise Dis-benefit 
 

Transfers represent around one third of passengers at Heathrow which is equivalent to one third of the 
aircraft noise for people living and working under the flight paths. Replacement with terminating demand 
may mean no reduction in noise but at least the local community benefits from the travel. 
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6.   Economic Impact of International Transfers 

 

We have argued above that the benefit of connectivity from international transfers is usually overstated 
and that few destinations depend on international transfers to reach minimum loads needed for viability.  
Transfers are not focused on the business segment of 24% of the London long haul passenger market but 
instead spread support to include the 76% leisure segment of the long haul market. The main effect at 
Heathrow is to increase service frequencies to popular destinations sometimes to high levels with 
diminishing marginal benefit to connectivity.  The Report by Delft “The Economics of Airport 
Expansion 2013” finds that while there is weak correlation between connectivity and economic 
parameters (mostly for less developed countries) there is no evidence of causation. International transfers 
do not appear to be of significant economic benefit to the UK. To the extent that UK based airlines 
transport international transfers then there is benefit but our proposal replaces these transfers with 
terminating passengers. 

 
7.   Capacity Dis-benefits of Transfer Passengers 
 

The main dis-benefit of transfer passengers is that they place a demand on terminal and runway capacity 
at Heathrow that would otherwise be available for terminating passengers.  
 

An ever-increasing number of transfers in future as forecast by the Department for Transport (see Table 
H  below) will increase the demand that transfers already place on Heathrow’s capacity to the exclusion of 
terminating passengers. That is to say, large numbers of transfer passengers have become and will 
continue to be a major cause of the capacity difficulties at Heathrow. 
 
8. Are Transfers Inevitable? 
 

Table H below shows that the Department for Transport expects that the number of transfer passengers 
to increase at Heathrow by 2030 and again by 2050. In the constrained case international transfer demand 
is forecast to grow 1.7 times by 2050. In the unconstrained case the international transfer demand at UK 
airports is forecast to grow 1.9 times between 2010 and 2050. While we do not dispute the mathematics 
of these calculations, we do question the basic proposition that the number of transfers will continue to 
increase.  
 
Table H Passenger Demand 
 Constra ined    Unconstra ined 

Mppa      
Transfers: 2010 2030 2050 2030 2050 
Domestic – International:      
Heathrow 5.5 0.5 0.2   
Gatwick 1.5 2.2 0.1   
Stansted 0.3 1.4 0   
Other UK 0.2 0.1 0.1   
        Sub-total 7.5 4.2 0.4   
International – International:      
Heathrow 18.0 23.3 26.9  34.2* 
Gatwick 1.7 2.6 1.1   
Stansted 1.2 0.8 0.0   
Other UK 0.2 0.3 8.2   
        Sub-total 21.1 27.0 36.2 28.2 40.5 
Total  UK Transfers 28.6 31.2 36.6   
Total UK Transfer & Terminating 
Demand (central case) 

210.6 312.6 447.5 319.6 482.2 

      
Heathrow:      
Total Heathrow Demand 67.2 81.8 92.9 109.4 170.1 
Long-haul UK & Foreign Business 5.8 9.5 12.0   
      
International transfers:      
Low sensitivity case  31.0 37.2 31.8 39.7 
High sensitivity case  24.0 na 25.8 39.3 
      
Source: Department for Transport Demand Forecasts (2013). * We have estimated the unconstrained international transfers at Heathrow in 
2050 based on the growth of such passengers across the UK, which growth is provided by the DfT forecasts. 

 
Viewed from the perspective of passengers, it is likely that they would prefer in most cases to fly direct to 
their ultimate destinations rather than transferring at an intermediate airport, because direct flights should 
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be quicker and cheaper than transfers. What is stopping the airlines from meeting this likely passenger 
preference? 
 
In the early days of civil aviation there were relatively few passengers. Transferring at intermediate airports 
such as Heathrow was therefore often the only economically viable option for destinations for which 
there was insufficient direct demand. But the growth in passenger numbers over the last two decades and 
the projected future growth should mean that an ever increasing number of direct services have become 
or will become economically viable between an ever increasing number of airports.  
 
As more direct services develop between more airports, there should be a corresponding decrease in the 
number of transfers at intermediate airports. But Annex 1 to this proposal shows that transfers have 
increased at Heathrow over the last twenty years at a faster rate than terminating passengers. The 
Terminal Five Public Inquiry was informed that the increase in transfers reflected a new airline strategy. 
The adoption of this strategy, which diverges from the likely passenger preference for direct flights over 
transfer flights, may have been influenced by two state interventions in the early 1990s:  
 
- In 1993 the “use it or lose it” rule was introduced for airlines holding slots at Heathrow and other 

major airports, whereby slots have to be used for not less than 80 per cent of the allocation or 
surrendered (with no compensation) for re-allocation to competing airlines.  

 
- In 1994 Air Passenger Duty was introduced with an exemption for transfer passengers for the specific 

purpose of encouraging transfers at UK airports (primarily Heathrow)  19. 
 

 
The airlines may have been induced by these interventions to run more frequent services than are 
necessary for the level of demand from terminating passengers, in order to retain all their existing slots at 
Heathrow (and to acquire slots that had not yet been allocated) at the expense of competing airlines, with 
the costs of “over supply” mitigated by an increase in the number of transfer passengers stimulated by the 
exemption from Air Passenger Duty.  

 
9. Impact of Replacing International Transfers with Terminating Passengers 

 

Our proposal is to reduce the number of international transfer passengers at Heathrow. In evaluating the 
impact of our proposal we have used details from the Civil Aviation Authority Passenger Survey for 2011 
as a starting base rather than 2010 data reported above from the Department for Transport Demand 
Forecasts (2013).  
 

Annex 3 to this proposal is a diagram showing Heathrow passenger density and service frequency by 
destination in 2050 totalling 170 mppa. It is comparable with a similar diagram in Annex 2 for 2011 which 
was discussed above. The passengers for each destination are divided and distinguished by colours into 
the headings in Table I below. The growth rates in Table C above of 2.8 times and 1.9 times (adjusted 
from a 2010 base to a 2011 base) have been applied to 2011 terminating and transfer passenger numbers, 
respectively to each destination. In practice this even spread across destinations is over-simplified and the 
DfT demand model no doubt is more precise but we do not think our analysis is materially less robust as 
a result.  The DfT model predicts Heathrow will have 267 destinations by 2050 in the unconstrained case 
but turnover of existing destinations and additional destinations means a proportion in 2050 will still have 
low densities. We have tested spreading the 170 mppa over 267 destinations with similar statistical profile 
as in 2011 and it makes little difference to the distribution shown with 191 destinations in Annex 3.  
 

It is quite clear from the Annex 3 that the additional terminating passenger demand substantially exceeds 
the transfers by 2050 for most destinations. Table I below provides a summary. 92 mppa of additional 
demand between 2011 and 2050 from terminating passengers is available to replace the 34 mppa of 
international transfers. 

                                                
19 We are concerned to maintain the international position of the British air transport industry particularly that of Britain’s hub airports, such as 
Heathrow, and to help the airlines serving them, by preventing the tax from acting as a disincentive to passengers changing planes in Britain: Sir John 
Chope MP (Paymaster General), Hansard, 31 Jan 1994, Col. 643.  
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Table I Passenger density and flight frequency by destination – Heathrow 2011 and 2050 
 High Density 

mppa 
Medium density 

mppa 
Low Density 

mppa 
Total Passengers 

mppa 
Annex 3 

Bar colour 
Terminating passengers in 2011 34.4 7.9 1.5 44 red 
Growth in terminating passengers 
between 2011 and 2050 72.1 16.6 3.1 92 yellow 

Transfer passengers 2011 17.5 3.3 .1 21 green 
Growth in transfer passengers 
between 2011 and 2050 10.5 2.0 .1 13 blue 

Total Passengers 2050 135 30 5 170  
Total Passengers 2011 52 11 2 65  
      
 ATM/day ATM/day ATM/day Total ATM/day  
Frequency  2011 908 220 44 1172  
Frequency  2050 1775 442 99 2316  

 
Annex 3 also shows the service frequencies for each destination which have been reduced to reflect the 
growth in loads which the DfT forecast as 194.3 passengers per flight on average at Heathrow in 2050 
compared to 145.8 in 2011. Table I provides a summary.  The very substantial growth in frequencies 
between 2011 and 2050 is noticeable and for many destinations with current high frequencies the growth 
must surely be regarded as excessive. 
 
New York illustrates the point as set out in Table J.  17 departures a day (half total ATMs) rise to 33 in 
2050. International transfers represent 33% of this traffic in 2011, although falling to 20% in 2050 based 
on the figures we have used. The additional terminating passengers of 3.7 mppa far exceed the transfers 
of 1.4 mppa that they might replace.  These frequencies are after the dampening effect of increased 
average loads on flights to JFK which were 216 in 2011 and which we estimate could rise to 288 in 2050. 
There are also 39 flights or 19 departures a day between Heathrow and New York (Newark) in 2050 
making 52 departures a day to New York from Heathrow, which seems excessive. 
    
Table J Heathrow-New York (JFK) unconstrained traffic 2011 and 2050 

Terminating 
Passengers mppa 

Transfers 
mppa 

Total 
Passengers 

mppa 

Transfer Passenger 
% 

Frequency. Flights per day 
(Arr. & Dep.) 

2011 1.8 0.9 2.7 33.3% 34 
2050 5.5 1.4 6.9 20.5% 66 
Source: 2011 CAA. 2050 Richmond Heathrow Campaign estimate based on spreading DfT unconstrained terminating and 
transfer growth across all destinations in proportion to 2011 demand. 
 
We envisage the reduction in international transfers at Heathrow occurring roughly in parallel with take 
up of the capacity by local terminating demand so that the international flights (ATMs) of 427 942 remain 
constant at full capacity during the process (albeit with some minor adjustment to allow for changes in 
domestic demand).  This is the constrained case. Applying loads to transfers that are similar to those for 
Heathrow as a whole, means that the 20.1 mppa transfer passengers in 2011 is equivalent to 138 653 
flights per annum or 380 flights per day (190 arrivals and departures). These ATMs could be used to 
service new destinations and/or higher frequencies. For example, 38 destinations with daily service could 
be added to each of China, India, the rest of the Far East, Africa and South America or some lesser 
number of destinations but with higher frequencies. 
 
We consider that passengers would prefer to fly direct to their destinations rather than via an intermediate 
airport. We would therefore expect the number of direct services to increase and the number of transfer 
to decrease as total passenger numbers make more direct services between more airports economically 
viable. The Treasury should therefore abandon its strategy of stimulating the number of transfer 
passengers at Heathrow. Liability for Air Passenger Duty should be extended to transfer passengers in 
order to give a stimulus instead to more direct services. 
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Disperse Point-to-point Demand between Existing Runways at London’s Five Airports 
 
The competition commission has already sought to introduce more competition by separating the 
ownership of Gatwick, Stansted and Heathrow. In dealing with competition the marketing concept of 
product differentiation and market segmentation has wide applicability. We cannot predict with certainty 
how the lines of segmentation will be drawn in a dispersed airport model.  There are a number of 
structural dimensions – namely, the individual airport facilities, the location and access from the southeast 
catchment area, the type of passenger (residency - UK or foreign and purpose - business or leisure), the 
type of airline service (scheduled, LCC or charter) and the airlines themselves and their various alliances. 
We have examined segmentation along the lines of the five London airports specialising in global regions.  
It will be for the markets to determine as segmentation evolves to include a mix of the elements listed 
above.  
 
Our proposal is for the removal of market disincentives to allow the dispersed structure to prosper.  The 
redistribution is along the lines of Heathrow serving the long haul Americas and Far East, Gatwick 
serving long haul Africa and Near East and Stansted focusing on short haul Eastern Europe.  All five 
airports retain their interests in the domestic and short haul Western and Central Europe regions.  
 
10.   Existing Market Segmentation by Global Region 
 
Table K below shows the distribution of international passengers (excluding domestic) in 2011 as between 
each of the five London airports and the rest of the UK. 
 

Table K 

 
International Passengers 2011 mppa 

Heathrow Gatwick Stansted Luton London 
City 

Total London 
Airports 

Rest of 
UK Total UK 

Western Europe 11.6 12.4 7.8 3.7 1.4 36.9 35.3 72.3 

Central Europe 12.8 7.5 7.8 3.1 1.0 32.3 10.1 42.4 

Eastern Europe 4.2 3.7 0.7 1.1 0 9.8 6.7 16.6 

Near East 5.5 0.7 0 0.2 0 6.4 2.1 8.5 

Africa 3.8 1.2 0.1 0.2 0 5.4 1.5 6.8 

Far East 10.0 0.2 0.1 0 0 10.3 0.5 10.9 

Americas 16.7 4.0 0 0 0 20.7 3.1 23.9 

   Total 64.6 29.8 16.6 8.5 2.4 121.9 59.4 181.4 

         

Short-haul 28.5 23.7 16.3 8.1 2.4 79.0 52.2 131.2 

Long-haul 36.1 6.1 0.3 0.4 0 42.9 7.2 50.1 

Source: CAA 

 
We have combined the 28 destination regions in the CAA reports into 7 regions in Table K for 
convenience.  Broadly speaking, Western, Central and Eastern Europe regions are short-haul and the 
others are long-haul with the break point at around 3,500 km.  This division broadly matches the short-
haul/long-haul totals in the DfT Demand forecasts with a few Eastern Europe destinations that could be 
described as long-haul and a few north African destinations as short-haul. 
 
Table L below shows the number of destinations and routes. For example, Heathrow has 201 
international destinations. Some of these are also served by the other airports so we refer to an 
origin/destination pair as a route. The London airports served 466 destinations over a network of 896 
routes.  
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Table L 

 
International Routes and Destinations 2011 

Heathrow Gatwick Stansted Luton London 
City 

Total London 
Airport Routes 

Rest of 
UK 

Routes 

Total UK 
Routes 

London 
Airport 

Destinations 

Western Europe 35 75 72 67 24 273 113 386 126 

Central Europe 35 59 88 61 11 254 92 346 107 

Eastern Europe 21 46 29 33 1 130 41 171 68 

Near East 16 11 3 5 0 35 9 44 20 

Africa 23 22 10 11 0 66 15 81 39 

Far East 30 9 2 1 0 42 8 50 31 

Americas 41 45 8 1 1 96 35 131 75 

   Total 201 267 212 179 37 896 313 1,209 466 

Source: CAA 
 

Annex 4 to this proposal shows diagrammatically the individual destinations and the routes connecting 
each to one or more London Airports alongside passenger numbers. Each global region is shown by a 
separate diagram (A to G). The diagrams in effect detail Tables K and L by individual destination and 
illustrate where more than one airport services a particular destination.  The Americas and Africa are 
shared between Heathrow and Gatwick and the Far East and Near East are served almost entirely by 
Heathrow. This demonstrates that a region can be successfully served by a single airport. The three short 
haul European regions are served by all five airports.  Heathrow tends to concentrate on relatively few 
primary destinations in Europe with the other airports servicing these but also many others.  International 
transfers are mainly fed by Heathrow short haul links which raises the question as to why relatively few 
destinations feed transfers and many do not since they are serviced by the other four point-to-point 
airports, notwithstanding that they also have some transfer traffic. 
 
Annex 5 to this proposal provides key statistics for each global region and airport (number of passengers, 
destinations, routes, ATMs and average loads). We only have access to Heathrow ATMs by destination so 
we have had to simulate the ATMs at other airports largely based on the correlation between loads and 
distances at Heathrow. Based on average loads we have calculated the service frequencies for each region 
as a guide. For example, we calculate the average load to the Americas in 2011 as 215 passengers per 
ATM so that a destination with more than 155,000 passengers a year will have a service frequency 
(departure and arrival) of one or more a day in approximate terms.  Table M below provides our 
calculation of approximate annual passenger numbers to support a daily service (arrival and departure) to 
a destination in each of the seven regions. 
 
 
Table M Approximate Average Annual Passengers to provide one daily service (arrival and departure) to 

each Destination 2011 

Americas Far East Near East Africa Eastern 
Europe 

Central 
Europe 

Western 
Europe 

Passengers  155,000 180,000 150,000 128,000 100,000 85,000 85,000 
Source:  Richmond Heathrow Campaign 2013 based on average loads per destination in 2011 
 

 
Annex 6 to this proposal analyses the number of routes from London airports to each destination in 
2011. The table shows the number of destinations that are unique and those that are served by two, three 
and more London airports.  Fourteen destinations are served by all five airports and there are 3 different 
combinations where 4 airports serve the same destination. There is already some market segmentation 
with airports focusing on particular destinations but there is also a substantial amount of duplication. 
There are a total of 466 destinations served by 896 routes. Were each destination to be served by just one 
airport then there would be a reduction of 430 routes. We are not recommending this reduction but it 
illustrates the potential. 
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What is clear from these statistics is that short-haul destinations are typically served by more than one 
airport. Whereas Heathrow has a grip on long-haul destinations.  If duplicate routes were to be 
concentrated at a single airport serving a destination region then the number of routes could be reduced. 
Frequencies at the relevant airport could rise or possibly loads would grow instead if services were 
combined by code-sharing or other means.  Arguably there is scope for rationalisation even with long-
haul markets.  Competition between the airlines for particular destinations would potentially increase and 
we suggest airline competition is more important than airport competition in achieving the best deal for 
passengers. With a more than doubling of demand over the next 40 years it was shown earlier that some 
destinations will have very high frequencies – some already do so – and there is potential for 
rationalisation.   Much of the today’s debate is based on the situation today and ignores the substantial 
changes from a large increase in demand over the years ahead. 
 
11.  Future Possible Market Segmentation by Global Region 
 

As an example we have examined passenger re-distribution according to the following specialisation by 
airport: 
 

Heathrow: Americas and Far East, 
Gatwick: Near East and Africa, 
Stansted: Eastern Europe. 
  

We have left Luton and London City passenger numbers unchanged and also Western and Central 
Europe continue to be served unchanged by all five airports. The results are shown in Table N as derived 
from Table K. 
 

Table N International Passengers 2011 after Re-distribution between airports  mppa 

Heathrow Gatwick Stansted Luton London 
City 

Total London 
Airports 

Rest of 
UK Total UK 

Western Europe 11.6 12.4 7.8 3.7 1.4 36.9 35.3 72.2 

Central Europe 12.8 7.5 7.8 3.1 1.0 32.3 10.1 42.4 

Eastern Europe   8.6 1.2  9.8 6.7 16.5 

Near East  6.4    6.4 2.1 8.5 

Africa  5.4    5.4 1.5 6.9 

Far East 10.3     10.3 0.5 10.9 

Americas 20.7     20.7 3.1 23.9 

Total after redistribution  55.5 31.7 24.2 8.0 2.4 121.9 59.4 181.4 

Total before re-
distribution Table K 64.7 29.8 16.6 8.5 2.4 121.9 59.4 181.4 

Re-distribution -9.2 1.9 7.6 -0.5 0 0 0 0      

Source: CAA. Re-distribution Richmond Heathrow Campaign 2013 
 

Passenger numbers at Heathrow’s reduce by 9.2 mppa while Gatwick and Stansted increase by 1.9 mppa 
and 7.6 mppa, respectively.  In practice the change could take place over time so that the switch occurs as 
passenger demand grows.  In the long run the DfT demand forecasts suggest Heathrow is under more 
pressure than either Gatwick or Stansted so rebalancing of some sort is essential.  
 
The impact on destinations and routes is shown in Table O below. The number of destinations for the 
five London Airports remain unchanged at 466 destinations. But the number of routes reduces from 1209 
to 1100 – a reduction of 109 routes or roughly 10%. 
 
Overall, this proposed re-distribution does not create new capacity except to the extent that some 
rationalisation results in higher loads.  But importantly demand and capacity is better balanced between 
airports. Spare capacity might otherwise be used by “spill” of passengers from one airport to another but 
this involves passengers defaulting to second choice of airport and probably some passengers will simply 
not fly.  
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Table O International Routes and Destinations 2011 after Re-distribution between airports 

 
Heathrow Gatwick Stansted Luton London 

City 
Total London 
Airport Routes 

Rest of 
UK 

Routes 

Total 
UK 

Routes 

London 
Airport 

Destinations 

Western Europe 35 75 72 67 24 273 113 386 126 

Central Europe 35 59 88 61 11 254 92 346 107 

Eastern Europe 0 0 60 33 1 94 41 135 68 

Near East 0 20 0 0 0 20 9 29 20 

Africa 0 39 0 0 0 39 15 54 39 

Far East 31 0 0 0 0 31 8 39 31 

Americas 75 0 0 0 1 76 35 111 75 

Total after 
redistribution 176 193 220 161 37 787 313 1,100 466 

Total before re-
distributon Table L 201 267 212 179 37 896 313 1,209 466 

Re-distribution -25 -74 8 -18 0 -109 0 0 0 

Source: CAA. Re-distribution Richmond Heathrow Campaign 2013 
 
The specialisation could mean airlines need to provide services from more than one airport. There may be 
some increased costs but even within a single airport, destinations are served by more than one terminal 
which then requires airlines to operate from several terminals.  But this rationalisation coincides with a 
doubling of passenger demand so we expect there to be productivity gains anyway. 
 
12.   Impact of Proposal to Re-distribute passenger demand between Global regions 2050 
 
The specialisation will have an impact on passenger numbers using each airport and hence where new 
terminal capacity might eventually be needed.  This is shown in Table P below.    
 

Table P Passengers 2011 after Re-distribution between airports and unconstrained growth to 2050  mppa 

Heathrow Gatwick Stansted Luton London 
City 

Total London 
Airports 

Rest of 
UK Total UK 

International after re-
distribution 2011   Table N 55.5 31.7 24.2 8.0 2.4 121.9 59.4 181.4 

Domestic 2011 4.7 3.8 1.4 1.0 0.6 11.5 20.5 32.0 

Total after re-distribution 
2011 60.2 35.5 25.6 9.0 3.0 133.4 79.9 213.4 

Growth factor 2011 to 2050 2.5 1.5 2.1 2.2 3.5 2.2 2.4 2.2 

Total after re-distribution 
2050 150.5 53.2 53.8 20.0 10.5 288.0 191.8 479.8 

Reduction in International 
transfers Table H -34.2     -34.2  -34.2 

Total after re-distribution 
2050 116.3 53.2 53.8 20.0 10.5 253.8 191.8 445.6 

Constrained capacity  92.9 44.2 35.4 17.7 7.1 197.3 296.0 493.3 

Unmet demand 2050 23.4 9.0 18.4 2.3 3.4 56.5 -104.2 -47.7 

The International and domestic passengers are sourced from the CAA with re-distribution of international passengers 
between London airports by RHC as explained above.  Please note there are rounding differences. 
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The growth factors by airport are taken from the DfT Demand forecasts adjusted from a 2010 to 2011 
base year. The factors are not available by destination region so they are not strictly applicable after re-
distribution but the results should be a reasonable approximation. 
 
There is unmet demand in 2050 at London airports of 56.5 mppa.  The DfT Demand model 2013 
predicts 60 mppa of spill between London and regional airports whereby passengers make a second 
choice when their first choice airport has no more capacity. This would actually cover the unmet need.  
The regional capacity shown in table M is terminal restricted and as such is could take the 60 mppa of spill 
capacity is just about available in the regions. 
 
We propose the unmet demand in 2050 could be further reduced by taxation and regional re-balancing as 
outlined in Proposals 1 and 2.  Alternatively or in combination passenger capacity could be increased with 
higher fleet loads than assumed in the DfT model as we outline in Proposal 3.  These additional measures 
comfortable satisfy the unmet demand in 2050.   
 
As said at the start the re-distribution of demand by destination region is an example and in practice other 
types of market segmentation are possible. 

 
13.   Surface Transport 
 
The dispersed model requires good surface access to all five London airports, ideally so that people in the 
London catchment area are indifferent as to which one they use and irrespective of where they live. Each 
of the London airports no doubt will be addressing how best to provide improved surface access to their 
particular airport in their Proposals to the Airports Commission. While better access is part of our 
dispersed model proposal we do not have the capacity to better these proposals.    
 
Surface access is potentially a constraint on demand growth due to congestion and pollution.  Conversely, 
improved airport access could improve the quality of travel and connectivity in the broadest sense. We 
note 90 minutes of travel is used as a base in the DfT model but we believe this is too long. Also, at the 
moment there is great difference in travel times to London airports comparing Heathrow, Gatwick and 
Stansted. 
 
Heathrow has the terminal capacity to handle 90 million passengers per year. Assuming a continuation of 
the ratio of two terminating passengers to one transferring passenger (a ratio that has been roughly 
constant at Heathrow since the mid-1990s) then there would be an additional 14 million terminating 
passengers per year at Heathrow by the time that its passenger capacity is fully utilised. How would those 
additional 14 million passengers get surface access to Heathrow?  
 
Table Q below sets out the different modes of transport that have been used by terminating passengers 
for surface access to Heathrow between 1972 and 2010. In 2010 (the most recent year for which the 
detailed data was available at the time of drafting this response) 30.8 million passengers accessed by road 
(private car, hire car, taxi/minicab, bus/coach) and 10.8 million passengers accessed by rail (including 
underground), a ratio of three road accesses to one rail access that has been roughly constant at Heathrow 
since the opening of the Paddington connection in 2000 (prior to 2000 the ratio was 4 : 1).  
 
Assuming the future continuation of the 3 : 1 ratio, then 10.5 million of the additional 14 million 
terminating passengers would use road access, an increase to 41.3 million in the total number of road 
access users per year. Increased passenger numbers would in turn increase the quantity of consumer 
goods and other supplies that are delivered to Heathrow primarily by road. 
 
The roads around Heathrow already experiences significant levels of road traffic congestion, in part 
because of the high volume of road traffic to and from Heathrow. In many of these areas the air quality is 
already poor, with road traffic emissions identified as the main pollutant source. Reducing these related 
adverse impacts is proving difficult even with the present level of Heathrow road traffic.  
 
If the number of terminating passengers accessing Heathrow by motor vehicles continues to increase then 
local road traffic congestion would worsen still further and surface access to Heathrow would become 
even more time-consuming for passengers than at present. There would also be serious implications for 
local air quality - see below. 
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Table Q Surface Access - Heathrow 

Year Car/taxi Bus/coach Tube/rai l  Other  Tota l  
 Millions % millions % millions % millions % millions % 

           
1972 - 59 - 32 - 0 - 2 14.3 93 
1978 - 63 - 14 - 20 -  1 20.8 98 

           
1984 14.9 66 3.3 14 4.5 20 0.2 1 22.6 101 
1987 17.2 64 4.0 15 5.4 20 0.2 1 26.8 100 

           
1991 19.7 66 3.9 13 6.0 20 0.2 1 29.8 100 

           
1996 25.0 67 6.0 16 6.0 16 0.3 1 37.3 100 
1997 25.3 66 6.2 16 6.6 17 0.4 1 38.5  
1998 27.2 67 5.7 14 6.3 18 0.4 1 40.6  
1999           
2000 28.4 63.7 6.2 13.9 9.8 22.1 0.3 0.4 44.6  

           
2001 26.6 64.7 5.4 13.1 8.9 21.5 0.3 0.7 41.2 100 
2002 25.9 65.3 4.9 12.3 8.8 22.1 0.1 0.3 39.7  
2003 25.9 64.3 5.1 12.6 9.2 22.9 0.2 0.3 40.2  
2004 27.8 63.7 5.4 12.4 10.2 23.5 0.3 0.3 43.6  
2005 27.3 62.7 5.7 13.0 10.4 23.9 0.2 0.4 43.6  

           
2006 28.5 64.4 5.8 13.1 9.9 22.9 0.0 0.0 44.2 100 
2007 27.2 61.5 5.8 13.2 11.0 24.9 0.1 0.3 44.1  
2008 25.7 59.8 6.1 14.1 11.1 25.7 0.1 0.3 43.0  
2009 24.5 59.6 5.7 14.0 10.6 26.0 0.2 0.5 40.9  
2010 25.2 60.5 5.6 13.4 10.8 25.9 0.1 0.3 41.7  

Source: Civil Aviation Authority Passenger Survey Reports. The surveys have been undertaken annually from 1996 at Heathrow; at less frequent 
intervals before 1996. The report for 1999 had not been consulted at the time of preparing the table. The Passenger Survey Reports indicate the 
use of each mode of transport shown in the table 20 as a percentage 21 of the total number of terminating passengers 22. The reports from 2007 
onwards indicate the percentage use of private, public and other surface modes of transport. The number of passengers using each mode has 
been calculated by applying the individual percentages to the total number of terminating passengers in each year from 1984 onwards 23 The 
column car/taxi includes private hire cars and minicabs. 

 
 
 
 

Richmond Heathrow Campaign 
19 July 2013

                                                
20 The reports since 2007 indicate the percentage use of public, private and other surface modes of transport, but not the 
percentages for the individual modes of transport published in the reports prior to 2007. The percentages for the individual 
modes since 2007 have been supplied by BAA Heathrow to the local authorities.  
21 Rounded percentages prior to 2000, percentages to one decimal point since 2000. The individual percentages for 1972, 1978 
and 1984 sum to 93 per cent, 98 per cent and 101 per cent respectively. For the subsequent years, the individual percentages sum 
to 100 per cent (or to one decimal point for 2000, 2003 and 2004). 
 
22 Transfer passengers are excluded because they do not arrive at or depart from Heathrow by surface transport. 
 
23 1972 and 1978 are excluded because the data are evidently incomplete for those years - see footnote 2. 
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ANNEX 1 
 
 

 Heathrow: Terminating and transfer passengers 1972 - 2011 
 

Years Terminat ing passengers  Trans f er  passengers  Tota l  passengers  
 (millions) % (millions) % (millions) % 
       

1972 14.3 76.4 4.4 23.6 18.7 100.0 
1978 20.8 77.2 6.1 22.9 26.9  
1984 22.6 76.6 6.9 23.4 29.5  
1987 27.0 76.9 8.1 23.1 35.1  
1991 29.8 73.8 10.6 26.2 40.4  

       
1996 37.3 66.8 18.5 33.2 55.8 100.0 
1997 38.6 66.6 19.1 33.0 57.9  
1998 40.6 67.4 19.6 32.5 60.3  
1999 ? ? ? ? ?  
2000 44.7 70.2 19.0 29.8 63.7  

       
2001 41.1 68.6 18.8 31.4 59.9 100.0 
2002 39.6 64.0 22.3 36.0 61.9  
2003 40.1 63.7 22.8 36.3 62.9  
2004 43.6 65.2 23.3 34.8 66.9  
2005 43.6 65.3 23.2 34.7 66.8  

       
2006 44.2 65.9 22.9 34.1 67.1 100.0 
2007 44.0 65.8 22.9 34.2 66.9  
2008 43.2 64.6 23.6 35.3 66.8  
2009 40.9 62.1 24.9 37.9 65.8  
2010 42.2 64.2 23.5 35.8 65.7  

       
2011 45.9 66.4 23.3 33.6 69.2 100.0 

 
Source: Civil Aviation Authority Passenger Surveys Reports. At the time of preparing the table the Report for 1999 had not been 
consulted. The surveys have been undertaken annually at Heathrow since 1996, and at less frequent intervals prior to 1996. The 
Reports for the years 1972 to 1998 give the number of terminating and transfer passengers only as percentages of the annual total 
number of passengers. The numbers in the table for the years to 1998 have therefore been calculated from the percentages and 
the total number.  
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ANNEX 2 
 

 

 

 
Source: CAA.  Diagrams prepared by Richmond Heathrow Campaign 2013 
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ANNEX 3 
 

 

 

 
Source: CAA and DfT.  Diagrams prepared by Richmond Heathrow Campaign in 2013 assuming demand growth to 2050 is spread across 
destinations proportionately to 2011 demand. 
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ANNEX 4 (A) 
 

 
 

Source: CAA.  Diagrams prepared by Richmond Heathrow Campaign 2013 
Service frequency to the Far Americas of one per day (arrival & departure) is equivalent to approx. 155,000 passengers per annum 
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ANNEX 4 (B) 
 

 
 

Source: CAA. Diagrams prepared by Richmond Heathrow Campaign 2013 
Service frequency to the Far East of one per day (arrival & departure) is equivalent to approx. 180,000 passengers per annum 

Key:     Red Heathrow 
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ANNEX 4 (C) 
 

 
 

Source: CAA.  Diagrams prepared by Richmond Heathrow Campaign 2013 
Service frequency to the Near East of one per day (arrival & departure) is equivalent to approx. 150,000 passengers per annum 
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ANNEX 4 (D) 
 

 
Source: CAA.  Diagrams prepared by Richmond Heathrow Campaign 2013 
Service frequency to Africa of one per day (arrival & departure) is equivalent to approx. 128,000 passengers per annum 

Key:     Red Heathrow
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ANNEX 4 (E) 

 

 
 

Source: CAA.  Diagrams prepared by Richmond Heathrow Campaign 2013 
Service frequency to Eastern Europe of one per day (arrival & departure) is equivalent to approx. 100,000 passengers per annum 



 41 

 

ANNEX 4(F) 
 

 
 

Source: CAA.  Diagrams prepared by Richmond Heathrow Campaign 2013 
Service frequency to Central Europe of one per day (arrival & departure) is equivalent to approx. 85,000 passengers per annum 
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ANNEX 4(G) 
 

 
 

Source: CAA.  Diagrams prepared by Richmond Heathrow Campaign 2013 
Service frequency to Western Europe of one per day (arrival & departure) is equivalent to approx. 85,000 passengers per annum



 43 

 
ANNEX 5 

 
 Airport and Global Region Statistics 2011 

Americas 

Heathrow Gatwick Stansted Luton London City Total Distance km 

Passengers 16,733,773 3,980,496 955 12 21,622 20,736,858 Max 11,140 
Destinations 41 45 8 1 1 75 Min 2,905 

Routes      96 Avg 6,862 
ATMs 79,146 17,118 4 0 281 96,549   

Avg Loads 211 233 254 220 77 215   
         
 Far East 

Passengers 10,023,529 195,758 133,201 172 0 10,352,660 Max 18,368 
Destinations 30 9 2 1 0 31 Min 5,732 

Routes      42 Avg 9,156 
ATMs 40,663 751 426 1 0 41,841   

Avg Loads 247 261 313 268 0 247   
         
 Near East 

Passengers 5,483,114 712,376 53 212,655 0 6,408,198 Max 5,835 
Destinations 16 11 3 5 0 20 Min 3,417 

Routes      35 Avg 4,620 
ATMs 26,378 3,482 0 1,219 0 31,079   

Avg Loads 208 205 204 174 0 206   
         
 Africa 

Passengers 3,830,904 1,250,634 131,223 183,558 0 5,396,319 Max 9,674 
Destinations 23 22 10 11 0 39 Min 1,670 

Routes      66 Avg 4,677 
ATMs 21,367 7,486 831 1,101 0 30,784   

Avg Loads 179 167 158 167 0 175   
         
 Western Europe 

Passengers 11,624,504 12,382,972 7,785,217 3,754,735 1,379,459 36,926,887 Max 2,933 
Destinations 35 75 72 67 24 126 Min 100 

Routes      273 Avg 1,074 
ATMs 103,111 94,674 58,569 28,768 31,604 316,726   

Avg Loads 113 131 133 131 44 117   
         
 Central Europe 

Passengers 12,841,258 7,499,638 7,717,622 3,082,077 1,013,958 32,154,553 Max 2,138 
Destinations 35 59 88 61 11 107 Min 457 

Routes      254 Avg 1,185 
ATMs 123,725 58,448 57,911 23,859 22,318 286,262   

Avg Loads 104 129 135 131 45 113   
         
 Eastern Europe 

Passengers 4,146,976 3,762,499 735,371 1,165,337 65 9,810,248 Max 5,625 
Destinations 21 46 29 33 1 68 Min 1,584 

Routes      130 Avg 2,622 
ATMs 33,552 24,353 4,588 7,709 1 70,203   

Avg Loads 124 154 160 151 57 140   
 
Source: CAA but ATMs and loads for airports other than Heathrow are estimates by Richmond Heathrow Campaign. The figures include 
both terminating and transfer passengers. 
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ANNEX 6 
 

 International Destination Replication Patterns 2011 

Number of Destinations 

Routes Max. route 
consolidation 

Replication 
Pattern (Number 
of airports 

Heathrow Gatwick Stansted Luton London 
City 

Total 
London 
Airports 

Destinations 

5 14 14 14 14 14 14 14 70 56 

4 28 28 28 28  28 35 112 84 

4 2 2  2 2 2  8 6 

4  5 5 5 5 5  20 15 

3 16 16 16   16 80 48 32 

3 13 13  13  13  39 26 

3 2 2   2 2  6 4 

3 3  3 3  3  9 6 

3  43 43 43  43  129 86 

3   2 2 2 2  6 4 

3  1  1 1 1  3 2 

2 30 30    30 109 60 30 

2 8  8   8  16 8 

2 6   6  6  12 6 

2 2    2 2  4 2 

2  27 27   27  54 27 

2  11  11  11  22 11 

2  1   1 1  2 1 

2   19 19  19  38 19 

2   5  5 5  10 5 

1 77     77 1 77 0 

1  74    74 1 74 0 

1   42   42 1 42 0 

1    32  32 1 32 0 

1     3 3 1 3 0 

Total 201 267 212 179 37 466 466 896 430 

Source CAA:  Table prepared by Richmond Heathrow Campaign  
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ANNEX 7 
Passenger Demand 2011 and 2050 – Constrained and excluding Transfers  
 
Table 1   London Airports Demand 2010  Table 2   Non-London Airports 2010  Table 3   UK Demand 2010    

mppa Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

 mppa Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

 mppa Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

UK Bus 3.7 9.2 3.3 16.2  UK Bus 9.0 4.0 0.4 13.4  UK Bus 12.6 13.1 3.7 29.4 
UK Lei 3.1 34.0 14.1 51.2  UK Lei 8.9 38.0 6.4 53.3  UK Lei 12.0 72.0 20.5 104.5 
Fo Bus  7.1 3.0 10.1  Fo Bus  2.7 0.3 3.0  Fo Bus  9.8 3.2 13.0 
Fo Lei  16.1 7.0 23.1  Fo Lei  7.7 1.7 9.4  Fo Lei  23.8 8.7 32.5 

Misc 0.5   0.5  Misc 2.0   2.0  Misc 2.5   2.5 
 7.3 66.4 27.4 101.1   19.9 52.4 8.8 81.1   27.1 118.7 36.1 181.9 

 
Table 4   London Airports Demand 2010      Table 5   Non-London Airports 2010    Table 6   UK Demand 2010   

 Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

  Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

  Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

UK Bus 4% 9% 3% 16%  UK Bus 11% 5% 0% 17%  UK Bus 7% 7% 2% 16% 
UK Lei 3% 34% 14% 51%  UK Lei 11% 47% 8% 66%  UK Lei 7% 40% 11% 57% 
Fo Bus 0% 7% 3% 10%  Fo Bus 0% 3% 0% 4%  Fo Bus 0% 5% 2% 7% 
Fo Lei 0% 16% 7% 23%  Fo Lei 0% 9% 2% 12%  Fo Lei 0% 13% 5% 18% 

Misc 0% 0% 0% 0%  Misc 2% 0% 0% 2%  Misc 1% 0% 0% 1% 
 7% 66% 27% 100%   25% 65% 11% 100%   15% 65% 20% 100% 

 
Table 7   London Airports Demand 2050  Table 8   Non-London Airports 2050   Table 9   UK Demand 2050    

mppa Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

 mppa Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

 mppa Dom -
estic 

Short 
Haul 

Long 
Haul Total 

UK Bus 7.9 19.3 8.0 35.2  UK Bus 20.8 14.0 3.6 38.4  UK Bus 28.7 33.3 11.7 73.7 
UK Lei 5.8 45.4 30.4 81.6  UK Lei 19.9 116.8 23.7 160.4  UK Lei 25.7 162.1 54.1 241.9 
Fo Bus 0.0 12.3 5.4 17.7  Fo Bus  7.7 0.9 8.6  Fo Bus  20.0 6.3 26.3 
Fo Lei 0.0 21.3 12.3 33.6  Fo Lei  26.2 4.2 30.4  Fo Lei  47.5 16.5 64.0 

Misc 0.6  0.0 0.6  Misc 4.4   4.4  Misc 5.0   5.0 
 14.3 98.3 56.1 168.7   45.1 164.7 32.4 242.2   59.4 262.9 88.6 410.9 

 
Table 10   London Airports Demand 2050      Table 11   Non-London Airports 2050      Table 12   UK Demand 2050     

 Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

  Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

  Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

UK Bus 5% 11% 5% 21%  UK Bus 9% 6% 1% 16%  UK Bus 7% 8% 3% 18% 
UK Lei 3% 27% 18% 48%  UK Lei 8% 48% 10% 66%  UK Lei 6% 39% 13% 59% 
Fo Bus  7% 3% 10%  Fo Bus  3%  4%  Fo Bus  5% 2% 6% 
Fo Lei  13% 7% 20%  Fo Lei  11% 2% 13%  Fo Lei  12% 4% 16% 

Misc      Misc 2%   2%  Misc 1%   1% 
 8% 58% 33% 100%   19% 68% 13% 100%   14% 64% 22% 100% 

 
Table 13   London Airports Demand Growth 
2010 to 2050 

 Table 14   Non-London Growth 2010 to 2050  Table 15   UK Demand Growth 2010 to 2050 

multiple Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

 multiple Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

 multiple Dom- 
estic 

Short 
Haul 

Long 
Haul Total 

UK Bus 2.1 2.1 2.4 2.2  UK Bus 2.3 3.5 9.0 2.9  UK Bus 2.3 2.5 3.2 2.5 
UK Lei 1.9 1.3 2.2 1.6  UK Lei 2.2 3.1 3.7 3.0  UK Lei 2.1 2.3 2.6 2.3 
Fo Bus  1.7 1.8 1.8  Fo Bus  2.9 3.0 2.9  Fo Bus  2.0 2.0 2.0 
Fo Lei  1.3 1.8 1.5  Fo Lei  3.4 2.5 3.2  Fo Lei  2.0 1.9 2.0 

Misc 1.2   1.2  Misc 2.2   2.2  Misc 2.0   2.0 
 2.0 1.5 2.0 1.7   2.3 3.1 3.7 3.0   2.2 2.2 2.5 2.3 

 
Source: DfT Demand Forecasts 2013. 
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ANNEX 8 
 
Passenger Demand 2011 and 2050 – Unconstrained and excluding Transfers 
 
Table 16   UK Demand 2010    Unconstrained     

     

mppa 
Domestic Short Haul Long Haul Total 

UK Bus 12.6 13.1 3.7 29.4 
UK Lei 12.0 72.0 20.5 104.5 
Fo Bus  9.8 3.2 13.0 
Fo Lei  23.8 8.7 32.5 

Misc 2.5   2.5 
 27.1 118.7 36.1 181.9 
     

Table 17   UK Demand 2010   Unconstrained 
 

Domestic Short Haul Long Haul Total 

UK Bus 7% 7% 2% 16% 
UK Lei 7% 40% 11% 57% 
Fo Bus 0% 5% 2% 7% 
Fo Lei 0% 13% 5% 18% 

Misc 1% 0% 0% 1% 
 15% 65% 20% 100% 

 
Table 18   UK Demand 2050  Unconstrained   

 
Domestic Short Haul Long Haul Total 

UK Bus 29.1 35.9 11.7 76.7 
UK Lei 27.5 177.1 59.2 263.8 
Fo Bus  20.5 6.4 26.9 
Fo Lei  50.6 18.0 68.6 

Misc 5.7 0.0  5.7 
 62.3 284.1 95.3 441.7 
     

Table 19   UK Demand 2050 Unconstrained    
 

Domestic Short Haul Long Haul Total 

UK Bus 7% 8% 3% 17% 
UK Lei 6% 40% 13% 60% 
Fo Bus 0% 5% 1% 6% 
Fo Lei 0% 11% 4% 16% 

Misc 1% 0% 0% 1% 
 14% 64% 22% 100% 

 
Table 20   UK Demand Growth 2010 to 2050 Unconstrained  

multiple 
Domestic Short Haul Long Haul Total 

UK Bus 2.3 2.7 3.2 2.6 
UK Lei 2.3 2.5 2.9 2.5 
Fo Bus  2.1 2.0 2.1 
Fo Lei  2.1 2.1 2.1 

Misc 2.3   2.3 
 2.3 2.4 2.6 2.4 

 
Source: DfT Demand Forecasts 2013 
 

 


