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11.2.3. The degree to which an airport serves its potential regional catchment (see 
catchment analysis covered at Chapter 3) is highly dependent on the range 
and frequency of services it offers.  The airport must also be perceived as 
easily accessible both by car and public transport.  An airport’s location is 
also key; a site in close proximity to the main centres of population will 
clearly attract more passengers than an airport located in a more sparsely 
populated part of a region. 

11.2.4. Passengers typically1 are more prepared to undertake longer journeys to an 
airport to access long haul flights, which may not be available, or only 
available at inconvenient times, from their local airport.  A major regional 
airport such as Manchester, due to its extensive range of services; may 
serve both a high proportion of its own regional catchment (which at over 11 
million is larger even than the South East airports catchments) and ‘pull in’ 
passengers from other regions.  Table 11.2.1 below indicates the 
percentage of leakage from the regions covered by the RAS Study 
programme, a sub-regional breakdown is provided for the North of England. 

 Table 11.2.1: Regional Leakage of Traffic 
Region % of leakage outside region 
North of England: North West 6.0% 
North of England: North East 18.0% 
North of England: Yorkshire and the Humber 74.6% 
Midlands 49.0% 
South West 67.7% 
Scotland 5.0% 
Wales 65.0% 
Northern Ireland 0%* 

 *does not include leakage to Dublin, estimates of which range from 5–15% 
11.2.5. As the table clearly indicates the North West, Scotland and Northern Ireland 

(though leakage to Dublin is an important issue) experience relatively little 
leakage outside their regions.  As indicated the low level of leakage in the 
North West can largely be attributed to Manchester Airport’s dominance due 
to its wide range of point to point to services (both scheduled and charter). 
What leakage does occur is mainly to the London airports. 

11.2.6. At present the actual leakage to airports outside Scotland is also low with 
only 5% of passengers starting their journeys at airports outside Scotland.  
However it must be remembered that a significant proportion of passengers 
originating in Scotland are travelling on domestic or short haul European 
services in order to interline to their ultimate destination. 

11.2.7.  Issues pertaining to leakage from Northern Ireland are distinct from those 
in other regions of the UK.  A significant degree of interaction does not 
occur between Northern Ireland and other UK regions, although it does 
between Northern Ireland and the Republic of Ireland.  Again, as with 
Scotland a significant proportion of passengers flying from Northern Irish 
airports are doing so for the purposes of interlining via the South East or 
European hubs.  

                                                 
1 It should be noted that the emergence of 'no frills' airlines, with their very low fares has blurred this 
distinction to an extent.  With the actual air fare comprising a smaller part of the overall trip cost, the 
costs associated with a longer surface access trip are less of a deterrent to the prospective passenger. 



 

  11-3

11.2.8. Yorkshire and the Humber, the South West and Wales all experience major 
leakage to airports outside their regions with the majority of passengers 
choosing (or being forced) to fly from an airport outside their region.  In the 
case of Yorkshire and the Humber, 3 out of 4 passengers in the region 
travel from airports outside the region, 20% of travellers use Leeds 
Bradford, 4% use Humberside with 1% travelling from Sheffield.  Around 
52% of passengers originating in the region use Manchester with 9% 
travelling by surface modes to airports in the South East.  As these figures 
indicate leakage is largely generated by the availability of a wide range of 
services at Manchester, which is well served by road and rail links 
particularly from the Leeds/Bradford conurbation, against which airports in 
the region find it difficult to compete.  

11.2.9. In the South West, Bristol Airport serves 22% of the South West passenger 
market (at 2.2 million passengers in 2000, accounting for only 1.7 % of UK 
passenger traffic).  The region's four smaller airports, Bournemouth, Exeter, 
Plymouth and Newquay cater for 7% of regional demand.  The vast majority 
of air passengers from the region make use of the major London airports.  

11.2.10. In Wales, Manchester is the first airport of choice for residents of North 
Wales, again due to easy accessibility by way of good road and rail links 
and the wide range of services the airport offers, while passengers 
originating from mid–Wales often choose to fly from Birmingham.  Cardiff 
Airport largely caters for the South Wales market, despite this only 46% of 
the total number of air passengers originating from South Wales fly from 
Cardiff.  The remaining majority make use of Bristol and the London 
Airports, chiefly Heathrow and Gatwick, that offer a wider range of services 
and frequency and are easily accessible by road and rail.  As a result 
around 65% of Welsh demand leaks to English airports.  

11.2.11. A later section of this chapter covers the issue of ‘Competition and Co-
operation’.  An airline's decision to operate from a particular airport is the 
key factor in the development of an airport’s traffic.  Such decisions are 
largely governed by potential catchment, passenger preferences, the size of 
company operations already based at the airport, availability of the desired 
slots and operating conditions or constraints.  However airlines’ decisions 
are set against the broad national and international picture and any future 
National Policy Framework which seeks to influence the scale of airport 
development and the locations in which it is encouraged or discouraged to 
grow will impact heavily on the regions ability to cater for their own demand 
for air services.  

11.2.12. The National Policy Scenarios and associated potential policy packages 
(see Chapter 5) that stands to have the most major impact on the extent to 
which regions can cater for their own demand for air services is the SEC 
scenario.  Under the RRC scenario, regional airports (those outside the 
South East & East of England) are set to account for 43% of national traffic 
by 2030.  Under the SEC scenario this would rise to 58%.  This is mainly 
because traffic travelling through the South East would be greatly reduced 
in the SEC scenario, and the total level of traffic through UK airports as a 
whole would also be significantly reduced. The capacity constraint in the 
South East would also allow the regions to “claw back” a proportion of the 
traffic that is currently lost.  This is discussed in more detail in the following 
section. 
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11.3. South East Capacity 

11.3.1. Any significant changes in capacity in the South East and the access 
people in the South East and the regions have to these airports in the future 
will have a major impact on the future development of regional airports and 
air services, influencing the range, type and frequency of services and the 
number of passengers who use them. As discussed in Chapter 6, the SEC 
scenario assumes mid-point demand in the DTLR 2000 Air Traffic 
Forecasts, but capacity in the London airports is restricted to that in the 
planning system including approved plans at 150 mppa in 2030. 

11.3.2. The significant constraints on South East capacity assumed in this scenario 
would result in significant traffic overspill, with those passengers who can 
no longer make use of services operating out of the South East, utilising 
airports outside the region.  Airports outside the South East also stand to 
benefit from a degree of clawback, as more of their potential catchment 
uses their local airport rather than the South East.  As noted above, 
analysis suggests that the overall share of traffic captured by regional 
airports would rise from 43% to 58% compared to the RRC scenario.  
Although traffic at regional airports would rise from 201 to 241 mppa, total 
UK traffic levels are actually reduced by some 75 mppa as some regional 
traffic is suppressed because of lack of access to London and other 
interlining traffic, which under the RRC scenario used South East airports, is 
also lost to Continental hubs (e.g. Amsterdam, Paris and Frankfurt).  

11.3.3. The degree to which South East constraints impact on regional airports 
varies across the UK regions.  As might be expected the majority of 
clawback and overspill traffic concentrates at airports in close proximity to 
the South East, primarily the northern part of the South West, in Wales and 
the Midlands.  Manchester airport also benefits from additional growth, 
taking on a more significant role as a hub and long haul airport serving the 
North of England.  Increased traffic volumes at those airports attracting 
passengers from the South East, in particular Bristol, Birmingham and the 
East Midlands would cause increased development pressure.  Existing 
facilities and surface access provision would need to be expanded and 
enhanced, leading to major issues with regard to land take and 
environmental impacts. 

11.3.4. Although overspill and clawback stands to benefit those airports on the 
periphery of the South East, the effects of constraint as outlined above may 
have negative impacts on more remote regions.  Forecasts suggest that the 
North of England (excluding Manchester), Scotland, the far South West and 
Northern Ireland may lose passengers as the lack of South East capacity 
results in a reduction of passengers at these airports who might otherwise 
have made use of domestic routes to Heathrow and Gatwick.  Although a 
proportion of regional interlining traffic no longer able to hub via the major 
South East airports would make use of regional services to continental hubs 
or use newly viable point-to-point services, overall traffic volumes would 
nevertheless decline.  

11.3.5. These interlining alternatives are dependent on the assumption that slots 
are available from UK regional airports to key continental hubs such as 
Amsterdam, Paris and Frankfurt.  While the current plans of those airports 
suggest this may be the case in the short to medium term, there can of 
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course be no guarantee that this strategy will be pursued in the long term.  
Unless slots at key South East airports were to be ringfenced for domestic 
routes, a number of UK regions could be dependent on the decisions of 
other governments for continental connections.  The next section discusses 
the importance of regional air services to London in terms of their economic 
importance to the regional economies.  

11.4. Access to London 

11.4.1. Airlines, airports and their communities seek access to London for two main 
reasons – end-to-end traffic originating or terminating their journeys at 
points in the South East, and access to the wider international destinations 
through a convenient hub airport.  The proportion of end-to-end traffic varies 
considerably from route to route.  In general, the more peripheral routes 
tend to have a much higher proportion of terminating traffic, which is most at 
risk from the potential loss of services, given the lack of appropriate 
alternatives. 

11.4.2. Regional airports cannot hope to provide the network of destinations 
available from major ‘ hub’ airports.  Even on the routes they do serve, it is 
unlikely that they will be able to match the frequencies offered at hubs.  
Many UK regional airports and air service operators consider that access to 
a key London airport (primarily Heathrow) is one of the most important 
factors in offering access to a wide range of air services, with Heathrow 
arguably the premier European hub for connecting flights, particularly to the 
USA.  However, slots at Heathrow are increasingly valuable and are difficult 
for domestic air services to acquire or retain.  This, and the ambitions of 
European national air carriers, has meant that UK regional air services are 
increasingly connecting over continental European hubs instead of 
Heathrow. 

11.4.3. The introduction of services to London or the upholding of existing services 
at the desired frequency is a key issue common to the regions, particularly 
remote parts of the UK such as the Scottish Highlands.  As covered in the 
National Policy Scenarios Chapter, member states may impose PSOs2 on 
routes vital to the economic development of a peripheral or development 
region and where the relevant criteria set out in the European Regulation 
are met.  As part of the RAS programme, ‘thin route studies’3 covering 
Inverness to London and Plymouth / Newquay to London were 
commissioned to examine the importance of maintaining or enhancing 
these links for the economies of the regions concerned, as well as 
examining the possibility of relying on continental hubs as alternatives for 
interlining traffic.  These studies concluded that there is a strong regional 
economic case for maintaining links to one of the major London hubs. 

11.4.4. The importance of services from the regions to London (and the importance 
placed on which London airport the route serves) will of course depend on 
the individual circumstances of that particular airport and region.  Clearly, 
the importance of a service to London and the tangible economic benefits it 

                                                 
2 Public Service Obligations 
3 Newquay/Plymouth-London Air Service Economic Benefits, Berkeley Hanover, 1999 & Inverness to 
Gatwick and Plymouth/Newquay to Gatwick "Thin Routes Study” - A Synopsis:  DTLR 2001. 
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may bring involve a wide variety of complex factors and as such may be 
difficult to quantify. 

11.4.5. Although there is little hard evidence, anecdotal evidence suggests that 
such services are an important factor in attracting inward investment, 
helping to counter perceptions of ‘peripherality’.  There are clear national 
economic benefits (subject to available capacity) if interlining passengers 
hub at a UK airport as opposed to a continental hub, but as expressed 
earlier constraints on slots at London airports make it increasingly likely that 
airlines will choose to utilise their London slots for more lucrative long-haul 
routes.  The degree to which Government is able to intervene in order to 
guarantee domestic slots and services and the policy levers open to 
achieve this are key regional issues and likely to be become increasingly 
prevalent. 

11.5. High Speed Rail Substitution 

11.5.1. The potential for substituting domestic air services to Heathrow and Gatwick 
by high-speed rail connections to the regions is one of the key issues to 
emerge from consultation on the Regional Studies.  High-speed rail 
alternatives to air services could help to ease congestion at the major 
London airports, reducing pressure on both existing runway capacity and 
highway infrastructure.  In order to examine the feasibility of this strategy, 
the sSRA commissioned a study4 to model the demand for travel from the 
UK regions to London and the South East and assess the likely impact on 
passenger choices given a range of potential rail route upgrades and new 
rail services.  The study examined three of the UK’s four main high speed 
lines (East Coast Main Line (ECML), West Coast Main Line (WCML) and 
the Midland Main Line), taking into account proposed improvements to 
infrastructure and service enhancements emerging from the latest round of 
re-franchising (being undertaken at that time). 

11.5.2. Improvements to rail journey times generated by rail upgrades and new 
(higher frequency) services were assumed to be significant, with 
assumptions including journey times of well under two hours between 
London and Manchester on the West Coast main line and reductions of 
between 15 – 30 minutes on the East Coast. Other enhancements were 
also assumed in relation to the Midland and Great Western Main Lines.  
Recent information, however, indicates that many of these improvements 
will be rather more modest, than originally envisaged. 

11.5.3. Given these improvements in journey times it is expected that there will be 
a significant increase in rail demand, but that the bulk of this additional 
demand will be made up of transfers from car/coach to rail while the 
proportion of demand from domestic air services will be less significant. 

11.5.4. Findings suggest that with the exception of the North West catchment area 
served by the WCML, from which a direct service to Heathrow could be 
provided by a new connection in West London, the scope for substitution of 
UK domestic air services is limited and unlikely to cause the total cessation 
of air services on any routes.  The key reasons for this include the following: 

                                                 
4 Regions to London and London’s Airports Study, Booz Allen Hamilton for SSRA, April 2000 
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11.6.10.  The development of business parks close by an airport can help to attract 
investment, though this may place pressure on local infrastructure and 
green belt designation.  A potential means of providing the facilities industry 
requires while minimising land take and infrastructure pressures is the 
development of ‘airport villages’, by locating clusters of airport related 
economic activity further afield from the airport site but within rapid access 
times by way of well developed links.  Such sites could also accommodate 
aviation related activity which may traditionally be based on site or close by, 
such as catering, hotels etc and in the case of major airports with serious 
land constraints, possibly remote ‘satellite’ terminals that could act as a 
focus for economic activity.     

 Table 11.7.2: Target Industry Sectors from the Regional Economic 
Strategies 

Target Industry Sectors North 
East 

Yorkshire  
and the 
Humber 

North 
West 

West 
Mids 

South 
West 

Aerospace      
Electronics      
ICT      
Advanced Engineering       
Mechanical Engineering      
other engineering      
Metal Manufacturing      
Transport and Logistics      
Marine Technologies      
Automotive Industry       
Motor Sports      
Energy Sector      
Textiles      
Medical equipment and 
technology (including optical 
precision instruments) 

     

Chemicals      
Pharmaceuticals and 
biotechnology 

     

Environmental technologies      
Land-based industries      
Food and Drink      
Ceramics      
Business, financial and 
professional services 

     

Media and Creative Industries      
Tourism, Heritage, Leisure, 
Culture & Sport  

     

Source: Adapted from UK Air Freight Study Stage 2  

11.6.11. This table indicates that many of the industry sectors at the heart of 
Regional Economic Strategies are sectors for which rapid access to air 
services is likely to be an important factor in any investment decision.  
Aerospace, electronics, forms of specialist engineering, medical equipment, 
pharmaceuticals, financial services and tourism all fall within those sectors 
who are significant purchasers of air services.  Clearly, therefore the 
provision of a wide range of services from an attractively located and widely 
accessible airport or airports is likely to form a central pillar of any 
successful strategy.   





 

  11-13

body aircraft maintenance bays were located outside the London Airports, 
and 61 of 109 narrow body bays. 

 The Aeronautical Industry and MRO 

11.7.8. The UK’s long established aerospace industry, which includes 
refurbishment, assembly, component manufacture and completions, can 
and does match the best in the world for quality and productivity. The 
current labour and overhead cost base is at least as good as, indeed in 
some instances better than, key competitors in America, Europe and the 
Far East.  As indicated in the overview provided above, MRO services are a 
substantial industry in their own right in the UK, and essential support to UK 
airlines. There are frequently important synergies between the design, 
manufacturing and MRO sides of the aviation industry in terms of training, 
specialist services (such as engine overhaul and avionics) and facilities. 
Aeronautical industry clusters exist not only in the South East but also in the 
regions, in Wales, Scotland, the North West; there are similar clusters in 
MRO  

11.7.9. Of course in such a dynamic and competitive industry, UK providers must 
continue to provide and improve on competitive prices, quick turn-around 
times and a high quality service to attract business in the MRO sector, 
where key assets are highly mobile. Airlines for whom maintenance is a 
significant overhead will continue to seek the most cost effective way of 
securing maintenance work, within the UK or outside. 

11.7.10.  There is a very competitive global market particularly for maintaining long 
haul aircraft. But equally, if the right level of service can be provided at an 
attractive cost there could be opportunities to attract business from small 
foreign airlines that do not have their own facilities - particularly for regional 
and narrow-bodied jets, where the MRO market has a stronger European 
flavour. This would generate new jobs in a highly skilled sector and provide 
an opportunity for regional MRO facility operators to allow the airlines to 
take advantage of lower labour costs outside the South East.   

 MRO Training 

11.7.11. The conduct of ‘C’ and ‘D’ maintenance requires large-scale highly 
specialised facilities, plentiful apron and adequate runway length. But above 
all it is essential to have a pool of qualified engineers and support staff. 

11.7.12. CAA statistical returns in 1996 indicate that 14,000 people are directly 
employed by airlines in maintenance and repair operations (MRO) in the 
UK, and this figure does not include those employed in maintenance and 
repair operations by third party providers and those working in the GA and 
military sectors. A recent labour market study of aircraft maintenance 
engineers in the UK commissioned by the Aviation Training Association and 
sponsored by the then DTLR, estimates that in total almost 30,000 aircraft 
maintenance engineers work in the UK.  

11.7.13. The aviation industry, both commercial operators and general aviation, have 
acknowledged that there is a shortage of suitably qualified aircraft 
maintenance engineers (particularly in the computer-based avionics field). If 
the shortage of UK engineers and rising engineering costs continue to 
cause problems, the outsourcing of maintenance operations outside the UK 
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from which business flights operate are not covered and the range of 
reporting airports varies from year to year. 

11.8.3. For the purposes of examining future growth in the sector and where this 
growth might be expected to locate in the regions, the South East study 
provides valuable pointers.  The study forecasts growth in the South East 
market of between 1.2 – 2.2 % a year, derived from DETR forecasts of 
International Business travel, assuming the current relationship between 
commercial and Business Aviation growth rates continue throughout the 
forecasting period.  While the South East business market is currently more 
extensive than regionally based operations, it is reasonable to assume that 
regional growth will match and may surpass these rates. 

11.8.4. In order to gain a view on the growth of the business sector and its 
implications in the regions, a simple set of forecasts based on growing up 
1999 CAA business aviation data have been produced.  The upper growth 
rate (2.2%) used by the South East has been applied to regional airports, 
with an assumption made that on average 30% of ATM’s covered by the 
‘Private’ movements reporting data are corporate flights. These forecasts at 
2030 provide a means, when combined with both PATM’s and freight 
forecasts for the various RASCO National Policy Scenarios, of taking a view 
on those airports where growth in demand for commercial operations and 
the resultant capacity constraints, are likely to decant GA and business 
flights to less constrained sites.  Assumptions on airport runway capacity 
have been made in order to facilitate an overview of limits on overall 
capacity and are not intended to reflect detailed analysis of individual airport 
circumstances. 

11.8.5. The South East study shows that air taxi operations at Heathrow and 
Gatwick have declined more than 6% per annum from 1991, with the 
corporate sector following a similar trend.  Overall Business Aviation 
operations at major airports in the South East are static or in the majority of 
instances declining.  The primary drive for this declining trend are capacity 
constraints.  The number of slots available are finite so the need for their 
efficient utilisation becomes more pressing as demand for commercial 
operations grows. In terms of airport capacity, the impact of business 
aircraft is disproportionate to passenger loads, an aircraft that may be 
carrying only a handful of occupants has comparable slot & airspace 
demands to commercial passenger operations, that are likely to prove more 
lucrative to airport operators. 

11.8.6. The RASCO forecasts predict growing demand for commercial services at 
all regional airports covered, with the RRC scenario range of PATM 
forecasts at 2030 reaching levels in excess of 10mppa at Manchester, 
Glasgow, Birmingham, Edinburgh and East Midlands.  Therefore the 
pressures on slots seen in the South East are likely to occur at several 
regional airports. While GA flights are likely to decant first, it is likely that 
this will also reduce scope for business aviation operations, particularly at 
the peak hours.  

11.8.7. Business Aviation users want to fly when they want to, not when slots are 
available, but it should be borne in mind that a substantial proportion of 
corporate activity is regular and therefore can function effectively within 
airport capacity management systems where sufficient capacity is available.  
Convenience, flexibility, and critically time savings are the factors governing 
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decisions to make use of corporate / air taxi services as opposed to 
scheduled passenger services. 

11.8.8. Some users may be prepared to accept the constraints inherent in using 
constrained airports, where location advantage is perceived as 
overweighing operational restrictions on flexible operations.  Analysis of the 
South East market would suggest that a threshold exists where these 
constraints finally bite to the extent where the viability of operating or basing 
business aircraft is compromised and activity shifts to other sites. 

11.8.9.  The relocation of operations becomes viable when the resultant time and 
efficiency elements are so great as to outweigh any surface access travel 
time penalties that may result from using less accessible sites, but of course 
there are limits on this, so alternative sites need to be reasonably located 
and be connected by  good road links to major business centres.  An airport 
seeking to attract Business Aviation should ideally offer runway length of 
over 1000m, and up to 2000m is desirable for larger business jets.  
Flexibility is key, therefore an airfield needs to be able to offer all weather 
capability, reliable ground handling, and in most cases customs & 
immigration services. 

11.8.10. Part 2 of the South East study on the economic impact of business aviation, 
concluded that although it is difficult to quantify the wider economic benefits 
of the air taxi & corporate market, users are clear that investments have 
been made and jobs created that are at least partly dependent on this 
sector.  Any reduction in provision could have adverse economic impacts 
for the regions, particularly in an increasingly global business environment, 
dependent on quick & efficient linkages. 

11.8.11. Both the RAS and RASCO programme have identified a range of alternative 
sites that are well located to serve any business operations that may decant 
from the major airports. The following bullets are by no means definitive and 
focus on those airports that are forecast as likely to have serious capacity 
restraints. 

Table 11.11.1: Possible Alternative Locations for Business Aviation Activities 
Primary Airport Possible Alternative Locations for Bus. Av. Activities 
Manchester Liverpool / Woodford 
Newcastle Under higher forecasts Teesside / Carlisle 
Edinburgh Dundee / RAF Leuchars 
Glasgow Prestwick 
Birmingham Coventry / Cosford / Wolverhampton 
East Midlands Coventry / Gamston /Wolverhampton  
Bristol Filton , Gloucester, Weston 

 

 


