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Proposal for making the best use of existing capacity in the short and 
medium terms: Response from Manchester Airports Group (M.A.G) 

 

Executive summary 
 

The need for the development of new runway capacity in the South East of England is widely 

recognised. However it is unlikely that such capacity could be delivered for at least fifteen years. 

This means that making best use of the capacity we already have in the interim period is 

absolutely imperative. By not realising the full potential of airports which are currently 
underutilised, consumers and the UK economy will suffer as a result of higher air fares and limits 
on international connectivity. In addition opportunities to realise economic benefits from making 

best use of this capacity will be lost. 
 
M.A.G’s airports have much to offer in terms of their current capacity: 

 

 Stansted is the only London airport with significant capacity available at peak times. The 

airport currently handles around 17.5 mppa. It already has planning consent to handle 

around 35 mppa, and most of the infrastructure necessary to handle this volume of 

traffic is in place. We believe that with further development of infrastructure, Stansted’s 

single runway could handle around 40 to 45 mppa; 

 Manchester is the only airport in the UK (other than Heathrow) with two full length 

parallel runways. It plays a national role serving a population of around 22 million 

people living within a two hour drive time. It has the potential to support long term 

growth, building on the existing network, which includes a wide range of long haul 

services, including clawing back around 4 million passengers per annum that currently 

travel by surface transport from its catchment to fly from airports in the South East; 

 East Midlands is a key national cargo airport, providing a critically important facility for 
express freight services for the whole of the UK. In addition it is an important regional 

airport serving the Midlands with the potential to handle an additional 6 to 11mppa; 

and 

 At Bournemouth we have invested in great new passenger facilities that position the 
airport to play a growing role in meeting air travel demand from across southern 

England. 

 
M.A.G is strongly committed to investing in the growth of its airports to ensure they make the 

fullest possible contribution to meeting demand in the short to medium term. However, with the 

right mix of Government policy support, we believe M.A.G airports could make a greater 

contribution to meeting demand and supporting the growth of the UK economy.  
 

In particular, we believe that intelligent, well-timed policy interventions can be introduced to 
stimulate the take up of existing capacity at Stansted, Manchester and at other regional airports, 

with the potential to make better use of that capacity and ease the pressure on the busiest 

airports. This would provide significant benefits for consumers, industry and the UK economy by 
enhancing international connectivity, competitiveness and choice. 
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Summary of recommendations 

 

 Reform the structure of Air Passenger Duty to incentivise the take up of spare 

capacity by airlines; 

 Improve surface access to airports with unused capacity, especially rail 
connections to Stansted, to increase their attractiveness; 

 Explore reforms which would make better use of the scarce capacity at Heathrow 
and other London airports, particularly economic regulation and slot reform; 

 Promote competition between airports wherever possible by removing economic 
regulation and championing consumer interests; and 

 Further liberalise the UK’s bilaterals policy to open up capacity to overseas 

airlines.  
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1 About M.A.G 

 

1.1 M.A.G welcomes the opportunity to submit evidence to the Airports Commission on 

proposals for making the best use of existing capacity. We believe that in the absence of 
political consensus about the future provision of runway capacity, the Commission is 
right to consider how we make best use of the capacity that is already available.  

 
1.2 M.A.G owns and operates four airports in the UK (Manchester, London Stansted, East 

Midlands and Bournemouth) and handles 42 million passengers per annum (mppa). As 
an airport operator with interests in both London and in the UK regions, M.A.G is well 
placed to comment on the contribution that both London and regional airports can 

make to delivering the best use of existing capacity. 

 
1.3 Our airports have substantial spare capacity, both today and in the short to medium 

term. This gives M.A.G an important insight into the extent of capacity already available, 

and how it might be better used to benefit UK plc in the period before new runway 
capacity will be deliverable. 
 

2 About this document 

 

2.1 This document sets out M.A.G’s proposals for making best use of existing capacity in the 
short to medium term. We have defined this period in our submission as being the next 
10 to 15 years, as this is likely to be the earliest that new runway capacity could be 

added. 
 

2.2 We have structured this document such that we provide a brief overview of our airports 
in Section 3, and then set out our views on issues in relation to “Best Use” which are 

common to all M.A.G airports in Section 4 below.  

 
2.3 Further details of the specific role each M.A.G airport could play in making best use of 

existing or planned capacity (absent of new terminals or runways) are set out in 

Appendices.   
 

3 Overview of M.A.G airports 

 
3.1 London Stansted Airport is the third largest airport in the London ‘system’ and the market 

leader in low cost and European connections. Operating at less than half its runway 

capacity and with planning permission already in place to grow to 35 mppa, we are 

confident that Stansted will play an increasing role in delivering connectivity from 
London and the East of England.  
 

3.2 Stansted is the only London-area airport with substantial spare capacity across the day. 
It has the potential to increase throughput to 40 to 45 mppa based on full use of 
existing facilities. This means that Stansted has the potential, over the next 10 to 15 

years, both to grow organically and to compete strongly to win traffic from other London 
airports, particularly Heathrow and Gatwick.  

 
3.3 Stansted can offer much needed breathing space for the London airport system, the 

potential to improve UK connectivity and to deliver significant economic benefits. Given 

the protracted period of time before new runway capacity could be delivered, we 
recognise the importance of working with others to ensure that the opportunity to make 
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best use of existing capacity at Stansted (and as a result deliver substantial growth) is 

fully realised. 

 

3.4 Manchester Airport already has two runways and a master plan to develop capacity up 
to 55 mppa through terminal and apron extension. As capacity constraints bite at the 
busier London airports, Manchester can help ease the pressure on those airports by 

giving passengers from across Northern Britain, who currently use airports in the South 
East, the option of flying locally. We estimate around 4 to 5 mppa currently travel by 

surface transport from the airport’s catchment area to airports in the South East.  
 

3.5 East Midlands Airport plays a national role as the UK’s largest express freight hub, as 

well as being a key regional airport serving the Midlands and part of the East of 
England, while Bournemouth provides predominantly leisure flights and has a small 
freight operation. East Midlands and Bournemouth airports are operating well within 

their available capacity and can play a role (albeit smaller than Stansted and 

Manchester) in terms of clawing back traffic lost to London, thereby relieving pressure on 

the South East airports. 

 
3.6 A common factor that M.A.G’s airports share is that they all have the capacity to grow 

substantially over the next 15 years. M.A.G is committed to ensuring that its airports play 

the fullest possible role in making best use of existing infrastructure, and will invest in 
new facilities when they are needed to meet demand. 

 
3.7 This investment will enable M.A.G’s airports to accommodate both inherent demand for 

air travel as well as the further incremental growth that we believe could be achieved by 

implementing a range of policy interventions (discussed in the next section).   

 
4 Potential policy levers for making best use 

 

4.1 M.A.G believes that the Airports Commission should recommend that the Government 
should prioritise the steps necessary to make best of existing airport capacity. The 

reasons for this approach are: 

 Making best use of existing capacity will be good for UK plc; 

 Significant growth can be achieved in the South East by using spare capacity at 

the less congested airports and by making more effective use of the scarce 

capacity at Heathrow; 

 M.A.G airports are an important part of the UK’s overall spare airport capacity; 

 Carefully targeted policy measures are an essential part of making “better use” 

use of existing capacity; and 

 These policy measures should be introduced as a priority. 

 

These points are set out in further detail below. 
 

Benefits for UK plc 
 

4.2 Given the economic and social importance of air travel, it is critical that the Commission 

addresses the long term issue of runway capacity. This is a key part of the Commission’s 
remit, and M.A.G will be making a separate submission in July on long term options for 

additional capacity.  
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4.3 However, in the short to medium term, creating new runway capacity is highly unlikely. 

Indeed the Government has stated that making better use of existing runway capacity 

across the UK to be a key priority in the short and medium term.1 

 
4.4 Whatever long-term recommendations the Commission puts forward, making full use of 

spare capacity is almost certainly going to be consistent with all reasonable future 

options. Even if the Commission concludes that the need for new capacity is urgent, 
there will be still be an interim period (planning, consultation, delivery etc.) before it can 

come on stream. 
 
Existing capacity in the South East is not used optimally 
 
4.5 Heathrow Airport is at operating at capacity and the Department for Transport (DfT) 

estimates that all the major South East airports will be full by 2030.2  

 

4.6 Currently, the London aviation system does not function to ensure that airport capacity is 

used efficiently to maximise connectivity. There is excess demand at Heathrow, yet 

airlines face only a weak incentive to make use of alternative capacity available at 
Gatwick and Stansted. As a result, demand is choked off rather than redistributed.  

 

4.7 The DfT’s unconstrained forecast for passengers at Heathrow is 170 mppa in 2050, 
compared to 93 mppa in the constrained case. One consequence of this is that rather 

than connectivity being diversified, the connectivity provided by Heathrow is declining 
and expected to decline further. The DfT predicts that between 2013 and 2050 the 

number of destinations served by Heathrow will fall from 135 to 121.  

 
4.8 Excess demand at Heathrow is being reflected in some evidence of airlines charging 

higher fares for equivalent flights from other London airports. In effect, rising scarcity 

rents are being extracted from use of increasingly scarce capacity, and these are being 
captured by the airlines because of regulatory controls on Heathrow’s charges. This is 

indicated by the high and rising prices paid for slots, which gives an indication of the 
total scarcity rent being extracted. Slot prices at Heathrow are around £25m to £30m 

higher than at comparator airports.  
 

4.9 Landing charges have risen substantially at Heathrow over the last ten years, to fund all 

of its capital expenditure in new facilities and infrastructure. However, the level of 

charges is still a long way below the market clearing level of charges that would be 

expected should price caps be removed. This is because price caps have typically been 
calculated such that the airport can recover the average cost of the facilities and services 
provided, rather than based on any measure of what customers would be willing to pay. 

While this is intended to protect consumers, the regulation applies to airport charges 

rather than airline fares, and thus still leaves an opportunity scarcity rents to be extracted 
(by airlines).  

 
4.10 Given the level of excess demand at Heathrow at the prevailing level of airport charges, 

the value of scarcity rents accruing to airlines is still substantial, and the prospect is that 

they will continue to grow over time as excess demand builds up. This is indeed likely to 
be the case in light of the Civil Aviation Authority’s (CAA) recent proposals to limit the 

increase in Heathrow’s charges to 1.3% below inflation (RPI) over the next five years. 

                                                           
1 Department for Transport (2013), ‘Aviation Policy Framework’, March  
2 Department for Transport (2013), ‘UK Aviation Forecasts’, January 
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4.11 Changes to the regulatory system would be beneficial only if they help to improve the 

functioning of the London system without harming consumers.  

 
4.12 Slots owned by incumbent airlines at Heathrow – mostly grandfathered – are extremely 

valuable, and airlines are reluctant to lose them or to transfer routes and services to 

other London airports. In the face of rising excess demand, airlines have a strong 
incentive to retain slots and focus on increasing frequency on the most profitable ‘thick’ 

routes to traditional markets. This is at the expense of less profitable routes and flights to 
other destinations, which may be more beneficial to economic growth in the longer 
term, but where demand and profitability may take time to build up. The CAA notes a 

declining number of destinations at Heathrow, as well as a reduction in domestic 
destinations served and an increase in frequencies to traditional markets. Similarly, the 
London Assembly has noted that despite a decline in the proportion of flights from 

Heathrow to short haul and domestic destinations, this has not resulted in an increase in 

flights to emerging markets.  

 

4.13 In a well-functioning market, scarce capacity at Heathrow would be rationed by higher 
user charges to airlines. Table 1.1 below compares the London system to a stylised well-

functioning market. Price signals would ensure that scarce capacity would be transferred 

from those airlines (and services) that were least valuable, to those services that were 
most valuable. If prices were to increase from their current level towards a market 

clearing level, airlines would face cost-pressure to review and rationalise their services. 
The effect of this would be that some airlines would move services to other, less 

expensive, London airports that have spare capacity, and other airlines (willing and able 

to pay the higher charges) would take-up the capacity made available at Heathrow to 
start new services. 

 

          Table 1.1: Characteristics of a well-functioning aviation market 

Features of 
a well-

functioning 

market 

Implications Comparison to current 
London system 

Implications for 
change 

Allocative 

efficiency  

Provision of air services 

most valued by 

consumers 

Availability of these 

services from appropriate 

airports 

Inefficient use of capacity 

at Heathrow  

Lack of provision of 

suppressed services at 

other London airports 

Stronger price 

signals at Heathrow 

More effective 

secondary slot 

trading 

Productive 

efficiency 

Cost efficiency There are incentives for 

cost reductions at each 

airport 

 

Dynamic 

efficiency 

Incentives to innovate on 

services and processes for 

cost reduction 

Currently limited signs of 

airlines developing new 

direct services to 

developing/BRIC 

countries 

Policy support for 

developing new 

routes  

 

4.14 A further feature of the system that goes beyond economic regulation is slot trading. If 
there was a well-functioning market for slots at Heathrow then this ought to be sufficient 
to ensure that there was efficient use of its capacity. Airlines would sell slots to other 

airlines which could make more profitable use of them. However, there are limitations to 
the existing slot trading market and any trading that does occur is usually conducted 
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privately. The failure of less profitable airlines to sell slots to more profitable ones may 

occur for a number of reasons. Firstly, there may be an impact of branding, or 

intangible benefits to airlines of maintaining slots at Heathrow. For example, an airline 

may wish to have the benefit of serving Heathrow even if it would be more profitable for 
it to sell the slots. Second, there may be incentives on airline managers, who may see 
retaining routes to Heathrow as the ‘safe’ option. This effect could be similar to the 

claim that ‘no-one gets fired for hiring IBM’. Third, tradeable slots have a clear value 
and there is the possibility that creditors could accept them as collateral against loans 

(there is precedent for this at New York La Guardia and Washington National).  This 
would reduce slot liquidity. Fourth, the legal status of secondary slot trading has only 
recently been clarified and the market may still be developing.  

 
4.15 Improvements to the functioning of the London market would permit more overall 

demand in the London market to be met and encourage route and service development 

to destinations offering better potential for long-term growth. Currently, the reverse 

effects are occurring; BA, for example, has moved services to Heathrow from Gatwick 

when slots have become available, because of their rising value. Hence, airlines with 

slots at Heathrow are discouraged from developing major operations at other London 
airports while they can earn excess returns instead from their slots at Heathrow.  

 

4.16 Thus the overall framework (regulatory system and slot allocation) is distorting air service 
provision in London, delivering a misallocation of capacity at Heathrow and inhibiting 

growth at the other London airports. In economic terms we would expect a better 
allocation to lead to higher value services from Heathrow (e.g., more long-haul, thick 

routes). This need not necessarily lead to high fares, as instead it may be possible for 

there to be a rebalancing of scarcity rent from airline to airport with no net increase in 
fares, but with associated improved price signals for use of airport capacity. There would 

also be some spill over of existing Heathrow services to the other London airports, 

resulting in benefits to airlines and consumers through lower user charges. 
 

4.17 It is also inhibiting competition between airports that could deliver efficiency 
improvements and cost reductions. It is damaging connectivity by reducing destination 

choice and discouraging development of new services, as long as increased service 
frequency on routes to traditional markets remains more profitable. Economic regulation 
is actually sending the opposite signal to the one that would ensure efficient allocation 

of capacity. This is an issue where the Commission could seek advice from the CAA 

about how to balance consumer protection with efficient functioning of the system. 

 
4.18 Addressing these distortions would reduce the choking off of growing demand by 

making better use of the capacity available at Gatwick and Stansted, and would put the 

UK in a better position to reach new markets in faster-growing economies. Not all traffic 

that spills from Heathrow would end up at Gatwick or Stansted but the new replacement 
traffic at Heathrow would be high value economically. Additionally, the traffic that does 

spill to Gatwick and Stansted would be a net addition to the UK’s connectivity. Stansted 
is particularly well placed to develop new long-haul routes and services, given the 

quality of the airport’s infrastructure and the amount of spare capacity available. In 

addition, Stansted already has good feeder services available from other UK and 
European airports on which to build a network of services. Under new ownership, 

Stansted is working hard with airlines to develop these services, and offering strong 
financial incentives to help drive growth. 
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M.A.G airports: a key part of UK capacity mix 
 

4.19 Making best use of existing capacity is both feasible and readily financeable at M.A.G 

airports. M.A.G has ambitious plans to invest in the growth and development of 
Stansted, to strengthen its competitive position by improving the overall passenger 
experience and attracting new routes and services. With the airport currently less than 

half full, and capacity available across the day, M.A.G will maximise the potential 
offered at the existing site. 

 
4.20 At our other airports, we have already invested substantially in infrastructure. Manchester 

Airport has two runways and three terminals, and is running at less than two-thirds of its 

available slot capacity today. The airport is busier at peak times, but nevertheless has 
substantial headroom to grow. 

 

4.21 East Midlands Airport is a 24-hour operation. It handled in excess of 5 million 

passengers before the economic downturn and is forecast to grow to up to 6 million by 

2028, and it has the capability to grow to handle some 10 to 15 mppa and 1.2 million 

tonnes of freight. 
 

4.22 Finally M.A.G invested substantially in Bournemouth Airport before the economic 

downturn. A £50m redevelopment was completed in 20113, and the airport now has 
excellent facilities to handle future growth. 

 
4.23 Table 1.2 sets out the extent of capacity currently available at M.A.G airports. Across all 

four sites, M.A.G airports have more than enough capacity to accommodate a ‘best 

use’ approach over the next 10-15 years and the capability to go beyond even that, 
should policy levers be employed to accelerate that process as outlined below. 

 

Table 1.2: Capacity available at M.A.G airports 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

4.24 The ‘maximum use’ column above illustrates that there is considerable capacity 
headroom, should the forecasts underestimate demand. All four sites could easily 

accommodate forecast growth. Even if demand grows more quickly than forecast, or if 

policy levers were very successful in accelerating growth, our airports would still be able 

                                                           
3 M.A.G (2012), ‘Annual Report and Accounts 2011/12’ 
4 Airport capacity deliverable without new runways or terminals 
5 Source: SDG for M.A.G 
6 Source: SDG for M.A.G 
7 Source: M.A.G forecasts 
8 Source: M.A.G forecasts 

Airport Current 

throughput 

Forecast to 

2028 

‘Best use’ capacity ‘Maximum use’ 

(capacity without 
major infrastructure 

investment4) 
Stansted 17 mppa 32 mppa5 Planning permission to grow 

to 35 mppa 

Capability for 40-45 

mppa  

Manchester 19 mppa 33 mppa6 Planned capacity and support 

to grow beyond 33 mppa 

Capability to 

accommodate 55 mppa 

East Midlands 4 mppa 6 mppa7 Can grow beyond 6 mppa 

with incremental investment 

Capability to grow to 

10-15 mppa 

Bournemouth 0.7 mppa 1 mppa8 Existing capacity for 3 mppa Capability to grow to 

4.5 mppa 
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to accommodate it through incremental expansion of existing terminals and airfield 

capacity. 

 

4.25 We assume throughout our submission that our airports will be afforded adequate 
airspace to accommodate growth and that any potential airspace constraints will be 
resolved. 

 
4.26 As set out in more detail in the appendices, our airports have significant spare capacity. 

Given a supportive planning environment and strong stakeholder support, growth at all 
M.A.G airports could be delivered practically and quickly. 

 

Policy levers to support ‘best use’ 
 
4.27 M.A.G will play its part in delivering best use of the substantial spare capacity at its 

airports, by continuing to investment in airport facilities, competing with other airports in 

the UK and Europe to attract airlines and passengers, by providing attractive incentives 

through our fee structure and by working closely with local tourism bodies and 

development agencies. In doing so we will ease the pressure on congested airports, 
providing valuable breathing space for the London system, and clawing back regional 

passengers who could be served locally. 

 
4.28 However, making best use of capacity is unlikely to be fully realised without policy 

support. We consider that the introduction of ‘policy levers’ could both support and 
accelerate the best use of existing capacity resulting in better use of capacity.  

 

4.29 We set out earlier in this chapter the issues associated with the way in which the London 
system operates, and its implications for UK plc, namely higher air fares and declining 

connectivity at Heathrow, as airlines are incentivised to focus on depth rather than 

breadth of their route network. In terms of ‘best use’, this is inhibiting growth at the other 
London airports and discouraging the development of new services. 

 
4.30 Addressing these distortions could enable better use of the capacity available at Gatwick 

and Stansted. This would put the UK in a better position to reach new markets in faster-
growing economies which, with its spare capacity and good feeder services, Stansted is 
particularly well placed to develop. However, the existing tax and regulatory systems are 

not adequately addressing this issue. 

 

4.31 These fundamental issues need to be addressed to deliver a step change in the take up 
of London’s spare capacity. The Government has a number of policy levers that can 
deliver step change – primarily through tax and regulation – and reforming these to 

deliver improved capacity outcomes will need to be done carefully.  

 
4.32 M.A.G does not presume to have all the answers, as we have concentrated in this 

submission on the role our airports have to offer. But we strongly recommend that the 
Airports Commission investigates these areas further. 

 

4.33 We believe that a coordinated package of policy proposals could be developed which 
deliver a net economic benefit to the UK and support the London and regional 

economies. This could include:  

 Restructuring of Air Passenger Duty (APD) to stimulate demand at airports with spare 
capacity; 

 Improved surface access to those airports with capacity to spare; 
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 Aligning economic regulation to better facilitate competition between airports; and 

 Promoting the use of less congested airports through the bilaterals process. 

 
These are discussed in more detail below. 

 
Air Passenger Duty 

 
4.34 M.A.G, in common with many other airports and airlines has long advocated the reform 

of APD. We believe that APD has reached a level that is having a material impact on the 

ability of UK plc to promote and foster economic growth, imports and exports and 
inward investment.  
 

4.35 We appreciate that it is not within the Commission’s remit to advise the Government on 
tax policy.  However given the need to make best use of capacity (and to maintain and 

grow the UK’s connectivity) it is vital that airports such as Stansted and Manchester can 

develop and grow their long haul network. The current level of APD constitutes a 
significant barrier to the development of additional connectivity to long haul 

destinations.  
 

4.36 This being the case, we believe that the Commission should consider how changes to 

APD could be used as a policy lever to incentivise airlines to commence services at 
airports with spare capacity. 

 
4.37 The exact nature of the reform could vary. At one end of the spectrum, APD might be 

removed or reduced at all but the busiest airports. We recognise that this may be 

difficult to introduce and we would advocate that, at the very least, consideration should 

be given to the removal or reduction of APD on new long haul services, to incentivise 

new routes from less congested airports.  

 
Long haul APD reduction 
 
4.38 The recent removal of Band B APD in Northern Ireland ensured that the service between 

Belfast and New York was retained. We suggest the Commission examines how a similar 

approach could be adopted to encourage the greater use of airports with spare capacity 

(as well as encouraging the development of new routes to emerging markets). More 

importantly in this context, it would help promote the clawing back of regional 
passengers that are currently using airports in the South East. 

 
APD holiday for new routes 
 
4.39 Another option, and one which would be lower risk for the Treasury, would be an APD 

holiday for new routes. Indeed the House of Commons’ Transport Select Committee 
recommended that such a scheme be trialled for new routes (outside the South East) for 

a 12-month period.9 This option would involve no loss of revenue to the Treasury in the 

event that a new route is started that would not otherwise have operated due to current 
levels of APD. Additional tax receipts would be gained from the additional economic 

activity generated by such a new route.  
 

4.40 Particularly for long haul routes, an APD holiday would remove the barrier of APD, 

which currently deters airlines from starting new routes or frequencies. By removing this 

                                                           
9 Transport Select Committee (2013), ‘Aviation Strategy’, May 
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hurdle, and reducing the risk that is inherent with a new service, airlines could be 

persuaded to trial long haul services from the UK. Similarly, as the early years are crucial 

in determining the commercial viability of a new service, an APD holiday could help the 

route become established. 
 
4.41 We would envisage tax relief for long haul routes only, as these are the most difficult to 

attract and sustain, and those which offer the greatest economic payback for the UK 
economy. The relief could be tapered, e.g. over a five year period, until the route was 

fully viable in its own right, and able to make a sustainable contribution to the Treasury. 
However, there would need to be strict rules in terms of ‘additionality’, i.e. to qualify for 
tax relief the route would have to be genuinely add new capacity (to avoid airlines 

churning routes from one airport to another). 
 
4.42 An APD holiday could be implemented in a way that promotes effective use of spare 

capacity, as well as encouraging greater connectivity. 

 

Potential benefits  
 
4.43 Whatever option is chosen for restructuring APD, it is clear that it could have a material 

impact on the use of UK capacity.  

 
4.44 As part of its wider forecasting work, SDG was asked to run a forecasting sensitivity to 

assess the impact of a removal of APD on long haul demand. Their analysis assumed 
the removal of long haul APD from 2017/18 on all long haul routes at Manchester. The 

reduction was assumed to be passed on to passengers as a reduction in average long 

haul air fares (assumed to be phased in over time). The impact of this reduction resulted 
in a significant increase in forecast long haul traffic (based on constant DfT price 

elasticity assumptions). 

 
Table 1.3: Impact of phased removal of APD on long haul flights from Manchester10 

Year 2015/16 2020/21 2025/26 2030/31 
Long haul traffic (mppa) – APD rates 

maintained 

4.8 5.9 7.1 8.5 

Long haul traffic (mppa) – APD phased 

removal from 2016/17 to 2019/20 

4.8 9 11.1 13.4 

Difference in mppa 0 3.1 4 4.9 

Total passengers with APD sensitivity 22.1 29.3 34.6 39.9 

 
4.45 We would urge the Commission to recommend reforming APD as a policy lever for 

making best use of existing capacity. 

 
Surface access 
 
4.46 Good surface access is a key element in the decisions of airlines and their passengers to 

use a particular airport. We urge the Commission to consider how improvements to 

surface access might form part of its proposals to make best use of capacity at less 
congested airports. 

 

4.47 At Stansted there is a need to make rail journey times competitive with the other main 
London airports. This should include a plan to deliver a 30 minute journey time from 

Central London to put Stansted on an equal footing with other London airports.  

                                                           
10 Comprised of both organic demand growth and clawed back traffic 
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4.48 The ‘Stansted in 30’ campaign has already received considerable stakeholder support. 

We estimate that reducing journey times to 30 minutes could encourage a further 1.4 

mppa to travel from Stansted.11 This would help relieve pressure on the busier airports 
and make better use of existing capacity. Improvements to Stansted’s rail connections 
would also unlock economic benefits for consumers and communities along the rail line 

to London and Cambridge 
 

4.49 In making its best use recommendations we urge the Commission to recommend to the 
Government that journey time and performance improvements to Stansted are included 
in Network Rail’s Strategic Business Plan (2014 – 2019) and form a key part of the 

infrastructure investment programme during Control Period 5.   
 
4.50 Surface access improvements have been agreed at other M.A.G airports, such as the 

widening of the A453 at East Midlands to improve access to the airport. Improvements 

to the Northern Hub at Manchester will address bottlenecks in the rail network and add 

a fourth platform at the airport’s station. We would urge the Commission to support the 

rapid implementation of the agreed surface access schemes as part of its 
recommendations for making best use of existing capacity. 

 

4.51 Manchester Airport has also been identified as a suitable site for a station on the 
proposed high-speed rail network (HS2). While the likely timing of HS2 is beyond the 

15-year timescale of this paper, we would nevertheless like to see the Commission 
support Manchester Airport being part of the high-speed network. By supporting its 

inclusion now, the Commission can add its weight to Manchester’s case when 

consultation begins later in the year. 
 

4.52 Further details of specific schemes at individual airports are set out in the appendices of 

this document. 
 

Economic regulation  
 

4.53 As we highlighted above, the current regulatory framework does not provide the right 
balance of incentives to encourage airlines to make the most effective use of capacity. 
Whilst it is not the role of Government to tell airlines where to base their aircraft, it can 

help create a market-based environment where airlines face the right signals to make 

the most effective use of capacity, in which airports can compete and flourish.  

 
4.54 The existing tax and regulatory systems are not adequately addressing this issue. 

However, there are changes that the government could make to reduce the current 

distortions, so stimulating better use of capacity and improving London’s connectivity. 

The key is to rebalance and strengthen the incentives for airlines to offer and develop 
services at the three main airports, and thus create a more level playing field. 

 
4.55 The regulatory system at Heathrow is currently based on the restriction of airport charges 

to levels that enable airports to earn the appropriate cost of capital on their regulated 

asset base, but no more. They are not allowed to push up landing charges and extract 
scarcity rent from airlines. There are possible regulatory changes that, in principle, might 

help push charges in the right direction, such as moving to a dual-till system. 

                                                           
11 Stansted Airport, Rail Strategy 2012 
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4.56 However, in isolation pushing up charges at Heathrow to market clearing levels or 

introducing dual-till regulation, would lead to a significant increase in profitability for the 

airport operator. There would be no justifiable reason why the owners of Heathrow 

should be entitled to benefit from this increased profitability, and the regulatory model 
would need to be adapted to ensure that the airport earned no more than a reasonable 
rate of return on investment. The CAA’s recent proposals for the next control period for 

Heathrow indicate that such regulatory changes are unlikely in the next five years. 
 
Bilaterals  
 
4.57 Bilateral air services agreements can form part of making best use of existing airport 

capacity and relieving pressure on congested airports. M.A.G supports the 
Government’s steps in this area, and would like to see this policy expanded. 
 

4.58 In its recent Aviation Policy Framework, the Government agreed to completely liberalise 

access to regional airports, to help stimulate their use. While this is a welcome 

development, it is nevertheless caveated as being on a case by case basis. 

 
4.59 We would like to see the Government go much further, and be completely liberal. Our 

concern is that the current caveat gives UK carriers the ability to object to new services 

(e.g. on state aid grounds), even if they have no interest in serving the route themselves. 
This inhibits the growth of new services, especially from regional airports. We believe 

that if those carriers are not serving the route themselves, they should not be allowed to 
prevent others from doing so. 

 
Summary 
 
4.60 M.A.G airports have substantial spare capacity which can make a material contribution 

to the UK’s connectivity needs in the short to medium term. Our plans to deliver this 
capacity are realistic and affordable, and can be delivered within acceptable 

environmental limits.  
 

4.61 Whilst we will be working hard to promote the opportunities our airports have to offer, 
we believe that ‘best use’ can only be fully realised with the introduction of policy levers 
to support and act as a catalyst to the process. We look forward to working with the 

Commission to explore some of these options in more detail.  
 

Summary of recommendations 

 Reform the structure of Air Passenger Duty to incentivise the take up of spare capacity by 

airlines; 

 Improve surface access to airports with unused capacity, especially rail connections to 

Stansted, to increase their attractiveness; 

 Explore reforms which would make better use of the scarce capacity at Heathrow and 
other London airports, particularly economic regulation and slot reform; 

 Promote competition between airports wherever possible by removing economic 
regulation and championing consumer interests; and 

 Further liberalise the UK’s bilaterals policy to open up capacity to overseas airlines. 

 

4.62 Table 1.4 summarises the implications of making the best use of M.A.G airports. 
 

M.A.G 

17 May 2013



17/05/13 M.A.G Response to Airports Commission – May 2013 15 

Table 1.4: Implications of making best use of M.A.G airports 

Airport  Additional 

traffic  

Timescale 

for new 
capacity 

Airspace 

impact 

Noise and 

environme
ntal impact 

Consumer 

and economy 
benefit 

Cost impact 

for 
pax/freight/ 

taxpayer 

Alignment 

with local / 
regional 

growth 
strategies 

Surface 

access 

Legal 

barriers 

Alignment 

with longer 
term 

options 

Stansted From 17 

mppa today 

to 32 mppa 

by 2028 

(SDG) 

Incremental 

capacity can 

be brought on 

in time to 

meet demand 

No major 

impact 

assumed  

Within 

agreed 

permission 

to 35 mppa 

Avoids high 

prices 

associated with 

constrained 

demand, 

supports local 

economy 

None / cost of 

improved rail 

access12  

Aligned Could be 

improved to 

add 1.4 

mppa 

None  Consistent 

with all 

options 

Manchester From 19 

mppa today 

to 33 mppa 

by 2028 

(SDG) 

Incremental 

capacity can 

be added in 

time to meet 

demand 

No major 

impact 

assumed 

No 

significant 

impact 

As above None Aligned Schemes 

agreed 

None Consistent 

with all 

options 

EMA From 4 

mppa today 

to 6 mppa 

by 2028 

(SDG) 

Incremental 

capacity can 

be brought on 

in time to 

meet demand 

No major 

impact 

assumed 

No 

significant 

impact 

Nationally 

significant 

freight 

operation 

None Aligned Schemes 

agreed 

None Consistent 

with all 

options 

Bournemouth From 0.7 

mppa today 

to 1 mppa 

by 2030 

(DfT) 

Capacity of 3 

mppa 

available now 

No major 

impact 

assumed 

No 

significant 

impact 

As above None Aligned Schemes 

agreed 

None  Consistent 

with all 

options 

                                                           
12 Previous rail utilisation and surface access studies undertaken by Network Rail and BAA during Stansted Generation 2 project in 2007 outlined an indicative cost of approx.  £800m- 1bn to 

three track the West Anglia Mainline between Tottenham Hale and Cheshunt. In recent years, no updated surface access studies have been commissioned to upgrade the infrastructure on the 

West Anglia Mainline.  
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Appendix 1: London Stansted Airport 
 

1 Introduction 
 

1.1 London Stansted Airport (Stansted) is the third largest airport in London and currently 

handles around 17.5 mppa.  
 

1.2 It currently serving over 150 destinations across 30 countries, providing London and 

the East of England with international connectivity, predominantly to short haul 
European and North African destinations. Stansted is firmly positioned as the market 

leader for low-cost short haul travel in the South East. 
 

1.3 Stansted is a key gateway for the UK and is the second busiest point of entry for 
non-UK residents arriving by air. Around 40% of passengers using the airport are 
foreign nationals either on business, visiting friends and family or on holiday in the 

UK. 
 

1.4 With the highest volume of all freighter traffic among the London airports, 214,000 

tonnes of cargo were transported through Stansted in 2012 helping to connect the 

economy of London and the region with the global marketplace. In particular 

Stansted is a significant hub for express freight services, serving in particular the 
important London market. The airport’s express freight market, anchored by key 

logistical companies such as FedEx and UPS, is the third biggest in the UK.  

 
1.5 Stansted is also the largest single-site employer in the East of England employing 

nearly 10,000 people across 200 on-airport companies.  

 
1.6 This section sets out: 

 The capacity available at Stansted – today and over the 10 to 15 year time 
horizon; 

 The feasibility of using that capacity – its implications for the infrastructure and 
local environment; and 

 The desirability of using that capacity – benefits for UK plc 

 

2 Capacity at Stansted 

 
2.1 Stansted is already London’s best-connected airport to Europe, but it also offers 

spare capacity and has the facilities in place to significantly grow its long haul 
connectivity and range of passenger services. Stansted has space to grow within its 
boundary, runway slot capacity across the day, and planning permission to grow to 

35 mppa and up to 243,500 Passenger Air Transport Movements and 20,500 
Cargo Air Transport Movements.13  

 
Slot capacity 

 
2.2 Stansted is the only major London airport that currently has spare runway capacity 

during peak hours. This peak hour capacity will be critical to attracting business-
orientated services that typically need to be served with a minimum of a double-daily 

frequency to be competitive. 
 

                                                           
13 The ‘G1’ planning permission 
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Figure 1.1: Slot allocation v runway capacity – summer 201314 

 

 

 
 
 

 
 

 
 

 

 

 
 

 
 

 

 
 
Forecasts  

 
2.3 The Department for Transport’s (DfT) most recent central case constrained forecasts 

for Stansted indicate that it expects the airport to serve 25 mppa by 2020 and 36 

mppa by 2030.15  Its unconstrained forecast is also presented for completeness 

which assumes that there are no capacity constraints at any London airports. 
 

2.4 Forecasts commissioned by M.A.G show a similar growth profile, with 22.5 mppa by 

2018, 25 mppa by 2022 and 32 mppa by 2028. This is well within the capacity of 

the current site.16 
 

2.5 The SDG forecasts take account of both the effects of capacity constraints at 
Heathrow and Gatwick (i.e. they assume no new capacity before 2028) and of 

competition from other airports in the region (e.g. Heathrow, Gatwick, Luton, 
London City and Southend). The forecasts also incorporate analysis of ‘spill’ from 

Heathrow and Gatwick as a result of capacity constraints at those airports. 

 
 

 

 
 

 

 
 

 
 

 
 
 

 

                                                           
14 Airport Co-ordination S13 - Start of Season Report – Stansted Airport 
15 DfT (2013), ‘UK Aviation Forecasts’ Table 5.5, January  
16 SDG, May 2013 
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Figure 1.2: Comparison of SDG and DfT Forecasts to 2028 

 
2.6 Stansted has sufficient capacity and capability to grow over the short to medium 

term with planning consent to accommodate 35 mppa and an ultimate capability 
from its single runway to accommodate 40 to 45 mppa, through apron and terminal 

extensions.  
 

3 Feasibility 

 
3.1 In general terms, the growth described above could be accommodated with minimal 

intervention and is well within the available financial resources of M.A.G. The 

infrastructure is already largely in place, the supporting road and rail network are in 

reasonable shape and we assume that airspace will not be a constraining factor. 

Growth to 35 mppa would be entirely consistent with all realistic longer-term options 

for new capacity in the South East, whether at Stansted or elsewhere.  
 

3.2 This section sets out the impact of traffic growth at Stansted over the 10 to 15 year 
time horizon, focussing in particular on:  

 Commercial viability; 

 Infrastructure; 

 Surface access – road and rail; and 

 Noise and environment.  

 

We demonstrate that growth can be accommodated quickly, easily and with 
relatively minimal environmental or financial cost. 

 
Commercial viability 

 

3.3 Under separate ownership, it is already clear that Stansted and Gatwick have strong 
ambitions to ‘shake up’ the historic distribution of traffic, which is in part a product 

of the common ownership of the airports over the last 30 years. This new 
competitive dynamic will in itself drive better use of existing capacity. 
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3.4 As the new owners of Stansted, M.A.G fully intends to make best use of the capacity 

that is available. We believe that there is a credible and commercial case for growth 

at Stansted, and we will seek to grow our traffic and to compete aggressively with 
the other London airports. We have ambitious, multi-million investment plans to 
transform its terminal and passenger experience over the next 5 years. We aim to 

attract a diverse portfolio of new airlines, serving medium and long haul 
destinations. This will provide greater choice and competition for airlines serving the 

London market, as well as for passengers and local businesses. 
 

Infrastructure  
 

3.5 The infrastructure necessary to support best use of Stansted is largely in place and 
can be easily developed and funded as needed. The existing facilities – including a 

3,048m runway, modern terminal and satellite buildings, and an efficient layout of 
stands and taxiways – enable all types of modern passenger aircraft, including 

Airbus A380s and Boeing 747-8s.  

 
3.6 Stansted Airport has existing terminal capacity for about 30 mppa, with incremental 

investment to address local pinch points and provide additional stands. The airport 

was planned as a modular facility, making further expansion relatively 
straightforward. Detailed and outline planning permissions exist for a further 

extension to the terminal building, road access improvements, additional rail 

platform, further aircraft stands, and various ancillary supporting facilities (such as 

fuel farm, car parking, airport offices, airside operational facilities) should they be 
needed. Extension of the terminal building, apron development and construction of 

a fourth pier would take capacity to 35 mppa. 

 

3.7 Figure 1.3 illustrates potential medium-term facilities that could enhance operational 
efficiencies and capacity – all of this can be accomplished without expansion of the 

airport’s defined boundary. 
 

Figure 1.3: Indicative layout – Stansted at 35 mppa 
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Surface Access 

 

3.8 Stansted is already well served by direct surface access links. Road links include 
direct access to the M11 Motorway and the A120 trunk road, while rail connections 
link the airport to London Liverpool Street and Tottenham Hale (via the Stansted 

Express) and Cambridge and the Midlands (by Cross Country). The airport’s bus and 
coach station provides local bus and regional and national coach services such that 

the airport also performs as a regional public transport interchange. Over half of all 
passengers travelling to and from the airport use the public transport services. 

 

3.9 Over the short to medium term time horizon, existing highway infrastructure can 

support a more than 40% growth in air passenger traffic, as evidenced by historical 
performance. We consider it unlikely that any further major new road capacity would 

be required to serve anticipated demand in the short or medium term.   
 

Improving rail connectivity to Stansted  
 

3.10 As detailed above, improving rail links to Stansted Airport is a high priority for 

M.A.G.  Both airlines and passengers regard journey times (and reliability) as key 

factors in choosing to use Stansted. Any proposal to make best use of the surplus 
capacity available at Stansted in the short to medium term needs to address the 

issue of rail connectivity, and how it might be improved so as to better compete with 

other London airports. 
 

Table 1.5: Rail journey times to London’s four major airports17 

Airport journey Fastest journey time 
 

London Paddington to Heathrow Airport 15 minutes (Terminal 1, 3 and 4) 19 

minutes (Terminal 5) 

 

London St Pancras to Luton Airport Parkway 21 minutes18 

 

London Victoria to Gatwick Airport 30 minutes19 

 

London Liverpool Street to Stansted Airport 47 minutes20 

 

 

3.11 Whilst we welcome the recent publication of Network Rail’s Strategic Business Plan 
(2014 – 2019) and the commitment it gives to looking at options for line speed 

improvements on the West Anglia Mainline (WAML) we remain concerned that this 
does not provide Stansted with a good enough rail service to make the most 

effective contribution to improving existing runway capacity over the next five years.  

Network Rail does not include any actual commitment to reducing journey times on 
the line from London to Stansted by 2019 or any commitment to extend the third 

track north of Tottenham Hale – one of the key pinch points on the WAML for 
Stansted Express and other commuter services. 

                                                           
17 Information gathered from the relevant train operating companies websites 
18 Once complete in 2018, Network Rail’s £6bn Thameslink programme will further improve journey times to both 
Luton and Gatwick Airports. 
19 Ibid 
20 Some peak early morning services are timetabled for a journey time of between 47 – 59 minutes e.g. 4.40 from 
London Liverpool Street does not arrive into Stansted Airport until 5.39. 
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3.12 To meet the Government’s vision for dynamic, sustainable transport that delivers 

economic growth and competiveness, we believe there is significant scope for faster 

and more reliable rail connections between Stansted and London, Cambridge and 
beyond. Linking Stansted to the proposed route for Crossrail 2 would also further 
improve connectivity with the capital and areas where transport links to the airport 

are less well developed (e.g. South West London, Surrey). 
 

3.13 In 2012, Stansted launched its Rail Vision21 and ‘Stansted in 30’ campaign to 
persuade Government and Network Rail to identify how journey times between 

London and the airport could be reduced to 30 minutes. Passengers noted that 

journey times and reliability are amongst their highest priorities, while airlines cite it 

as a key factor into whether they decide to operate from Stansted. We believe there 
is scope to reduce the current journey time to London of between 47 - 59 minutes to 

30 minutes and also to improve reliability.  This in particular is a significant concern 
for business passengers with around one in six trains delayed by at least 10 minutes. 

Recent research conducted by York Aviation on behalf of Stansted found that 

reducing the journey time to 30 minutes could lead to at least an extra 1.4 million 
passengers using Stansted every year.22 

 

3.14 Stansted has highlighted in its Rail Vision a number of short, medium and long term 
interventions to improve rail connectivity and utilise the airport’s spare runway 

capacity. We urge the Commission to consider these interventions when making its 

best use recommendations to the Government later this year. 

 
3.15 Short to medium term interventions: 

 Secure Government commitment to deliver a 30 minute service from the airport 

to Central London; 

 Earlier services from Liverpool Street to Stansted to cater for increasing 
passenger demand during peak times (05.00 – 06.00). Ultimately introduce a 

24 hour, 7 day a week rail service to Stansted; 

 Work with Network Rail and train operators on improving reliability with the aim 
to see at least 95% of trains running on time by 2015; 

 Reduced variation in journey times on the Stansted Express, with a standardised 

journey time by 2015; 

 Better rail connections to Cambridgeshire, Norfolk and Suffolk including two 

trains per hour to the City of Cambridge; and 

 Support regional stakeholder aspirations to improve links from the WAML to 

Stratford, supporting regeneration in the Upper Lea Valley and opening up 

Stansted to new communities. 
 

3.16 Long term interventions: 

 Deliver a Crossrail 2 link from Stansted to London by 2032; and 

 Reinstate the rail link to Braintree to connect Stansted with the Great Eastern 

Mainline, Felixstowe, Harwich and Thames Ports 

 

3.17 Investing in the WAML would also benefit the entire rail corridor, particularly the 
Upper Lea Valley. The valley is a significant growth area and a longstanding 

manufacturing, distribution and retail hub, heavily reliant on Stansted’s express 

                                                           
21 On the right track – Stansted’s vision for improved rail connectivity 
http://www.stanstedairport.com/static/Stansted/Downloads/PDF/STAL_Rail_Strategy_2012.pdf  
22 Ibid.  

http://www.stanstedairport.com/static/Stansted/Downloads/PDF/STAL_Rail_Strategy_2012.pdf
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freight facilities and connectivity to the global marketplace. It is also highlighted in 

the London Plan as one of London’s largest ‘opportunity areas’. A recent study by 

Oxera and the London Borough of Enfield showed that investing in infrastructure 

along the WAML could unlock wider benefits for the UK economy of over £4.5bn by 
2021.23 

 

3.18 In making its best use recommendations we urge the Commission to recommend to 
Government that journey time and performance improvements to Stansted are 

included in Network Rail’s Strategic Business Plan (2014 – 2019) and form a key 
part of Network Rail’s Final Delivery Plan for  Control Period 5 (due to be published 

in March 2014). 

 

Environmental impact 
 

3.19 One of the reasons why Stansted was selected as London’s third airport in the 1980s 
was because of the relatively low density of population in the surrounding area. With 

countryside protection policies surrounding the airport and despite its strategic M11 

London Cambridge corridor location, Stansted will remain an airport in a sparsely 
populated area. 

 

Noise 
 

3.20 As part of its planning agreement to grow to 35 mppa, a noise ‘envelope’ was 

imposed on Stansted’s operations in the form of an area based noise contour cap 

(33.9sq.km for the 16 hour daytime 57dBALAeQ contour). We are confident that 
Stansted can double its current throughput and still operate within its existing noise 

controls.  

 

Figure 1.4: Noise and affected population at Stansted 
 

 
 

 
 

 

 
 

 

 
 

 

 
 

 
 

 
3.21 The low population density surrounding the airport means that on a like for like 

basis there are far fewer residents at Stansted exposed to aircraft noise than at other 

                                                           
23 London Borough of Enfield (2012) – Oxford Economics study, January 2012 
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London airports. For instance, at Heathrow there are 258,500 people within the 

daytime 57dBALAeQ noise contour,24 compared with 1,250 at Stansted. 25 

 
Climate change impacts 

 
3.22 We believe impacts of this type are best addressed through a combination of the 

UK’s national CO2 reduction strategies; the wider aviation industry’s contribution to 
national CO2 reduction strategies through its support of the EU emissions trading 

scheme and investment in research and development for more efficient aircraft and 
engine technologies; and Stansted’s own CO2 and energy use  reduction 

targets. Making best use of Stansted can be achieved within the Government’s 

policy targets in this area. 

 
3.23 Stansted is taking significant steps to manage its own carbon emissions, and those 

of its airlines and on site business partners. We have reduced our carbon footprint, 
including direct and indirect emissions, by 19% since 2008. In 2012, Stansted’s 

carbon footprint was 408,000 tonnes of carbon dioxide, a 6 per cent reduction on 

the previous year. By continuing to manage our emissions, we can ensure that 
growth at Stansted is sustainable, with minimal impact on CO2.26 
 

3.24 We have provided further consideration of these issues in our submission in 
response to the Commission’s discussion document Aviation and Climate Change. 

 

Other impacts 
 

3.25 Stansted closely monitors its air quality in terms of oxides of nitrogen emissions and 

PM10. Current levels are well under the EU air quality standards, and are projected 

to remain so even to growth to 35 mppa.27 Air quality does not present a constraint 

to making best use of Stansted. Similarly, we do not believe that there are any other 
environmental impacts (e.g. ecology, landscape, heritage, water, ground conditions) 

that constrain making best use of the airport. 
 

Feasibility of best use 
 

3.26 To summarise, best use of the capacity available at Stansted: 

 

 Can be brought forward without prejudicing or compromising future long term 
capacity options;  

 Is credible, commercially viable and supported by M.A.G’s shareholders; 

 Can be delivered in an efficient and viable way, with minimal infrastructure 
requirements; 

 Benefits from good road and rail access – though an improved rail product 
could hasten the use of capacity; 

 Benefits from planning permission; and 

 Complies with prior agreed environmental limits 
 

                                                           
24 Heathrow Airport Noise Action Plan, http://www.heathrowairport.com/noise/what-we-do-about-it/noise-action-
plan 
25 Stansted Airport Sustainability Report, http://www.stanstedairport.com/sustainability 
26 Ibid. 
27 Studies carried out as part of the planning application to 35 mppa showed that air quality would remain within 
statutory limits. 

http://www.heathrowairport.com/noise/what-we-do-about-it/noise-action-plan
http://www.heathrowairport.com/noise/what-we-do-about-it/noise-action-plan
http://www.stanstedairport.com/sustainability
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4 Benefits of growth at Stansted 
 

4.1 Growth at Stansted benefits UK plc in two main ways: 

 Maintaining and enhancing UK connectivity; and 

 Delivering continued economic benefits to the local and national economy. 

 
Details on these areas are set out below. 

 

Connectivity 
 

4.2 Stansted already serves a wide range of domestic and European destinations, and 
M.A.G plan to expand this strong network of short-haul routes further. We also plan 

to increase the diversity of airlines operating at Stansted, which will enhance 

connectivity, especially by attracting inbound full service operators who would then 
provide hub connectivity via their bases in Europe. 

 

4.3 Outside Heathrow and Gatwick, Stansted is realistically the only other London 
airport with the capability to offer connections to the fastest growing, emerging 

economies. The development of new services from Stansted to points beyond Europe 

is a key focus of M.A.G’s route development strategy.  We know from analysis of 

passenger journeys through London airports that Stansted has the potential to make 

a significant contribution to maintaining and enhancing UK connectivity.  

 

4.4 In 2011, around 34 million passenger journeys that originated from Stansted’s 

catchment area ended up using other London airports. This indicates the scale of 
demand from within Stansted’s catchment that is currently being served from other 

airports, and highlights the potential for Stansted’s spare capacity to be used to 
accommodate long-term growth in demand and claw back lost traffic. 

 

4.5 By way of example, in 2011 around 4.5 million passengers from Stansted’s 

catchment area travelled to Dubai or to onward destinations serviced from Dubai. 

Within this, 240,000 passengers travelled from Stansted’s catchment area to Hong 
Kong and over 220,000 to Sydney. For these passengers Stansted would provide 

the closest and most convenient airport, and we believe there are already sufficient 

passenger volumes flying to these destinations to make a route to a Middle Eastern 

hub profitable and sustainable. 
 

4.6 Building on Gatwick’s recent success in attracting long haul services, we are working 
with a range of long haul airlines on plans for the introduction of services from 

Stansted. Given the passenger demand for long haul travel outlined above, we 

firmly believe that there is a strong and sustainable case for such services at 
Stansted.  

 
4.7 Making best use of capacity at Stansted can help ensure that, as capacity becomes 

constrained at Heathrow and Gatwick, credible alternatives are available, and UK 

connectivity need not suffer. 
 
 
 
 
 
 



17/05/13 M.A.G Response to Airports Commission – May 2013 25 

Economic benefits  
 
4.8 The East of England region is a key driver of the UK economy. It has seen the 

highest levels of growth in any UK region outside of London28 and is home to 
512,000 private businesses (third highest proportion in the UK) with a combined 
turnover of £336m.29 

 
4.9 The airport is strategically placed in the middle of the London-Stansted-Cambridge 

Growth Corridor. Within the corridor are: 
 

 Cambridge Cluster – 1,540 technology companies dotted around Cambridge 

employing 53,951 people and with a combined annual turnover of nearly 

£12.3bn.30 Companies include: Astra Zeneca, Aurasma, Pfizer and ARM 
Holdings; 

 The City of London, the world’s foremost financial centre employing up to 
400,000 people; 

 Tech City – 1,300 tech companies in East London (increase of 1,100 since 

2009) including Google, Microsoft, Amazon;31 and 

 Harlow Enterprise Zone, key area for life sciences, medical technology, 

pharmaceuticals; Imperial College’s Phenome Centre in Harlow. 

 

4.10 Stansted is the largest single-site employer in the East of England, employing nearly 
10,000 people across 200 on-airport companies, which highlights its importance to 

the East of England economy.  Stansted has the highest proportion of freight traffic 
among the London airports, and acts as a key hub for express freight services, in 

particular for Fed Ex and UPS.   
 

4.11 Stansted is also a key gateway for inbound tourism; it is the second busiest point of 

entry for non-UK residents arriving by air.  Currently, the majority of airlines flying 

from Stansted airport are low fare airlines. York Aviation indicated that the 
liberalisation of the airport market and the resulting increase in low cost flights and 

connectivity boosted the economy through the creation of jobs in the region of the 
airport. This also contributed to stimulation of tourism and expenditure by enhancing 

the investment climate. Stansted airport is thus contributing such benefits to the East 

of England and London regions, as exemplified by the economic impacts of the 
airport set out in Table 1.6 below. 

                                                           
28 Between 2001 and 2011, the population grew by nearly 8 % to 5.8m. 
29 http://www.bis.gov.uk/assets/biscore/statistics/docs/b/12-92-bpe-2012-stats-release.pdf 
30 http://www.camclustermap.com 
31 Evening Standard, London’s moment feature, 11 March 2013 
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                Table 1.6: Economic impact of Stansted Airport under different scenarios32 

 2013 ‘Best use’ ‘Maximum 
use’ 

Passenger numbers (mppa) 17 35 45 

On-site employment 9,833 18,800 19,647 

Economic contribution/annum (£m) 774 1,546 1,988 

Direct on airport income (£m) 184 352 367 

Direct off-airport income (£m) 4 7 7 

Indirect income (£m) 91 174 182 

Induced income (£m) 164 314 328 

Direct on airport employment 7,846 15,000 15,676 

Direct off-airport employment 157 300 314 

Indirect employment 4,027 7,700 8,047 

Induced employment 7,218 13,800 14,422 

International visitors who used 

Stansted Airport 

3,139,807 6,003,043 6,273,539 

Source: Stansted (2012), 'Draft Aviation Policy Framework - London Stansted Airport's Response', 

October 31st; Stansted website facts and figures; Tribal (2008), 'G2 Project: Economic Impact Report', 

November. 

 
4.12 One way to consider the impact of utilising policy levers to obtain traffic growth at 

Stansted is to consider the economic activity that additional/faster traffic growth 

would support. M.A.G has therefore calculated the net present value (NPV) of the 

direct incremental output (i.e. only considering activities at the airport itself) that 
achieving different levels of passenger growth would unlock.  

 
Table 1.7: Direct economic impact of Stansted Airport under different scenarios 

 Business as 

usual 

‘Best use’ ‘Maximum 

use’ 

‘Maximum 

use’ 
 35 mppa 

achieved in 

2031 

35 mppa 

achieved in 

2025  

45 mppa 

achieved in 

2040 

45 mppa 

achieved in 

2030 

Total Direct GVA 

(£m PV, 2013–

2040) 

21,488 23,267 23,014 26,073 

Incremental Direct 

GVA (£m PV, 2013–

2040) 

— 1,779 1,526 4,585 

Source: M.A.G estimates 

 
4.13 Thus, if Stansted was able to achieve 35 mppa by 2025, this would be worth £1.7 

billion to the UK economy in present value terms, through the impact at Stansted 

alone, compared to business as usual.  Achieving 45 mppa by 2040 (assuming the 
planning constraints are relaxed) would be worth £1.5 billion to the UK economy, 

and if this level of activity could be reached by 2030 it would be worth £4.6 billion. 

All of these estimates would be substantially largely, if the indirect and wider effects 
were also considered. 

 

  
                                                           
32 Note: The estimates are based on the assumption that traffic levels are realised and do not investigate the feasibility 
of achieving these traffic levels. 
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Appendix 2: Manchester Airport  
 

1 Introduction 
 

1.1 Manchester Airport is the UK’s largest airport outside the South East and is long 

established as the gateway to the North of England.  It currently handles around 20 
million passengers, and has sufficient runway capacity to accommodate 

approximately 55 million (through expansion of its existing three terminals and 

additional apron infrastructure). Apart from Heathrow, it is the only UK airport with 
two full-length parallel runways. 

 
1.2 In 2011, Manchester Airport generated an estimated £627 million of GVA for the 

North West region. The airport supports around 17,000 on site jobs and nearly 
40,000 jobs in the wider region33.  

 

1.3 Manchester is far more than just a regional airport.  As well as being the UK’s third 
largest airport, it is the only airport outside of the South East with the scale and 
critical mass necessary to serve key emerging long haul markets. It handles more 

than double the number of passengers than the next largest non-London airports 

(Edinburgh, Luton and Birmingham).  

 
1.4 Manchester offers significantly greater connectivity to all international markets when 

compared with other UK regional airports, in terms of both frequency and capacity.  

Manchester Airport also has a large natural catchment area with 22 million people 
living within a 2 hour drive.    

 

1.5 Its spare capacity and strong existing airline and route portfolio give Manchester 
Airport huge potential in terms of making best use of existing capacity. Around 60 

airlines currently serve the airport, including major long haul carriers. Its traffic base 
includes a wider range of full service network carriers than any airport other than 

Heathrow (including Gatwick). 

 

1.6 We believe that Manchester Airport has significant scope to ‘claw back’ a significant 

proportion of the passengers from its catchment that currently travel to the South 

East to fly from airports in the region, which would make better use of capacity at 
Manchester and would relieve the pressure on Heathrow and Gatwick.  

 
1.7 Making best use of Manchester Airport would also contribute to regional economic 

growth in line with Government objectives. 

 
1.8 The following section sets out: 

 The capacity available at Manchester; 

 The feasibility of making best use of this capacity in terms of:  
 Infrastructure; 

 Surface access – road and rail; and 

 Noise and environment.  

 The benefits of making best use of Manchester’s capacity. 
 

 
 

                                                           
33 York Aviation , 2011 
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2 Capacity 

 

2.1 Manchester Airport served 19.7 mppa in 2012, and we expect this to increase to 

around 20.3 mppa in 2013. It served a peak of 22.5 million passengers in 2006 
and has existing infrastructure capacity for about 27 mppa with incremental 
investment to address local pinch points and provide additional stands. This includes 

investment in security, baggage and gate lounge facilities, both to increase peak 
hour capacity and improve the customer experience. Technology opportunities in 

facilities such as check-in and immigration are also being explored, to improve our 
process capacity without requiring major infrastructure investment. 

 
Forecasts 

 
2.2 The DfT’s forecasts in the short to medium term (to around 2028) are compared 

with independent forecasts commissioned by M.A.G from SDG. We believe DfT’s 
forecasts are somewhat pessimistic. SDG suggest that Manchester Airport should 

expect to grow to an annual throughput of around 33 mppa by 2028.34   

 
Figure 1.5: Comparison of Manchester Airport long term forecasts with DfT  

 

 

 
 

 

 
 

 
 
 

 
 

 

 
 

 
 

 

 
 

 
 

3 Feasibility 

 
Infrastructure 

 

3.1 M.A.G plans to invest in capacity enhancements over the next 15 years including 

airfield, terminals, car parking and utilities, in order to accommodate the forecast 

increase in demand. The physical works necessary to accommodate growth are 
relatively modest and the scale of investment is well within the financing capacity of 
the Group.  

                                                           
34 SDG Traffic Forecasts – Manchester Airport - May 2013 
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3.2 A supportive planning policy exists to develop Manchester to circa 35 mppa; existing 

planning consents to deliver a significant proportion of that throughput are already 

in place. In addition, the Manchester Core Strategy is supportive of the growth of the 
airport to 2030.35 

 

3.3 Figure 1.6 below indicates the extent of works required to deliver capacity to 
accommodate circa 35 mppa by 2028. 

 
Figure 1.6: Indicative layout – Manchester at 35 mppa 

  

 

 
 

 
 

 

 
 

 

 
 

 

 

 
 

 

 

 
 

 
 

 
 

 

 
 

 

3.4 It can be seen that in terms of physical infrastructure, making best use of capacity at 
Manchester can be realised relatively incrementally without major new terminals or 

runways. 

 
Surface access 

 
3.5 The Manchester city region was ranked in the top 10 in Europe for transport links by 

Cushman & Wakefield’s European Cities Monitor 2011.  
 

3.6 Manchester Airport is well served by surface access today, with future capacity plans 

already in place. The three terminals are accessible by road (M56), rail (three 
terminating platforms) and local and national bus services. 

                                                           
35 Manchester City Council (2012),Core Strategy Development Plan Document, July 2012 
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3.7 Three rail franchises, Transpennine Express, Northern Rail and Arriva Trains Wales 

currently serve the airport, providing over three hundred services per day. All of the 

major conurbations in the North of England have at least one hourly direct service 
to the airport, with a typical journey time of less than 2 hours.  

 

3.8 The scale of the rail network available from Manchester Airport is illustrated in 
Figure 1.7 below. 

 
Figure 1.7: Rail network available from Manchester Airport 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

3.9 In addition, National Express operate over 100 coach services to the airport per 

day, offering national coverage with direct links to major conurbations such as 
Birmingham, Liverpool, Edinburgh and Glasgow, and local bus services serving the 

airport are provided by Stagecoach, Arriva and Trent Barton.  

 
3.10 By 2016, an extension to Manchester’s light rail network to the airport (Metrolink) 

will provide further local connections (5 trams per hour during the day). In addition, 

as part of the Northern Hub scheme, a fourth platform will be provided at 

Manchester Airport’s railway station in 2016, to increase the number of services and 

cater for longer trains. 
 

3.11 Further ahead, the airport has been identified as a suitable candidate for a High 
Speed Rail station for the second phase of HS2. The timescale for the delivery of 
HS2 is beyond the 10-15 year time horizon described in this paper; however we 

note that the delivery of High Speed 2 (HS2) will significantly reduce rail journey 



17/05/13 M.A.G Response to Airports Commission – May 2013 31 

times between the airport and a number of UK cities. Phase 2, scheduled to be 

delivered by 2033, involves the construction of a station at the Airport. 

Subsequently, indicative journey times to Manchester Airport from London Euston 

would be 59 minutes, 32 minutes from Birmingham Curzon Street and 9 minutes 
from Manchester Piccadilly. 

 

3.12 Road access will be further improved by the A6 to Manchester Airport Relief Road 
Scheme, which will provide 10 kilometres of dual carriageway from the A6 near 

Hazel Grove to Manchester Airport. The scheme will bypass a number of heavily-
congested district and local centres and will provide much-needed connectivity for 

key strategic routes in the North West and to Manchester Airport. In addition, the 

Highways Agency will be delivering two pinch point funds at junction 7 (eastbound) 

on the M56 and the M56 Thorley Lane Bridge, both releasing capacity to reduce 
delay and helping facilitate the delivery of new employment opportunities in the 

airport. 
 

3.13 Surface access to Manchester Airport is currently good. However, making Best Use 

of the airport’s spare capacity would be optimised by the range of schemes 
described above. We would urge the Commission to be supportive of these schemes 

in its recommendations to Government, and in particular the proposed Northern 

hub and fourth railway platform.  
 

Environmental impact 
 

3.14 Manchester Airport has an excellent track record in managing its environmental 
impact and was the first in the UK to introduce noise and track monitoring. By 

positively engaging with stakeholders we have built trust and credibility, with 

Manchester now having the lowest frequency of complaint per aircraft movement of 

any UK airport. Whilst all growth needs to be handled carefully and sensitively, we 
are well placed to implement sustainable growth at Manchester. 

 
 Climate change and emissions 
 

3.15 Whilst we acknowledge that the Airports Commission will consider climate change at 

a national level, it is worth emphasising that Manchester Airport has already taken 

significant strides in reducing its carbon footprint. Manchester was the first UK 
airport to measure its carbon impact; already operates best practice operating 

procedures to minimise emissions from aircraft and will be carbon neutral in terms 

of its own emissions by 2015.36  
 

3.16 In addition, making best use of Manchester by clawing back leaked traffic has major 

environmental advantages. It removes the need for long, road and rail journeys 
from the North down to London, as well as the need for connecting flights.   

 
3.17 We have provided further consideration of these issues in our submission in 

response to the Commission’s discussion document Aviation and Climate Change. 
 
      
 
 

                                                           
36 For further details see: http://www.magworld.co.uk/magweb.nsf/Content/carbonneutral and M.A.G (2012) 
Corporate Social Responsibility Report 2011-12 

http://www.magworld.co.uk/magweb.nsf/Content/carbonneutral
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 Noise and air quality and other impacts 
 

3.18 With best use of capacity, the impact of aircraft noise at Manchester Airport can be 

contained to an acceptable minimum. Controls are in place to limit the area of the 
airport’s noise contour. There are also operational controls, night movement limits, 
penalties and community mitigation schemes in place to control aircraft noise 

disturbance.37 
 

3.19 Similarly, we are confident that growth can be accommodated within acceptable 
environmental limits, such as statutory air quality standards. Extensive environmental 

mitigation works have been undertaken to protect the local landscape and 

ecologically sensitive sites. These include a 390 hectare landscape and habitat 

management plan area to the south west of the airport site. 
 

3.20 In summary, a supportive planning policy exists to develop Manchester to circa 35 
mppa within the Manchester Core Strategy and its associated Strategic 

Environmental Appraisal.  

 
3.21 Existing planning consents to deliver a significant proportion of that throughput are 

in place and are evidenced by their environmental impacts and contain appropriate 

mitigation strategies. 
 

3.22 Thus making full use of capacity at Manchester is practicable and achievable. As 

well as being a credible proposition, traffic growth at Manchester can be 

accommodated within the current site, with no airspace or surface access 
restrictions, and with minimal environmental dis-benefits. We turn below to the 

benefits which could be afforded by realising the opportunity of best use of 

Manchester Airport. 

 
4 Benefits of making best use of capacity at Manchester Airport 

 
4.1 Making best use of capacity at Manchester: 

 Helps claw back lost passengers, making new long haul routes possible; 

 Relieves pressure on SE airports; and 

 Provides significant benefit to the economy of the North of England, as well as 
the wider United Kingdom.  

 

Claw back and long haul growth 
 

4.2 Manchester Airport is developing its long haul portfolio to make best use of its 
capacity. Our aviation development team actively engage with not only the airlines, 

but also with relevant local stakeholders, such as Marketing Manchester and Visit 

Britain.  
 

4.3 The impact of a new route destination to the region should not be underestimated. 

The CBI recently produced a report38 that calculated that a new route to one of the 

                                                           
37 Noise controls were agreed in the 1994 Section 106 agreement. Further details can be found in our Noise Action 
Plan (2010-15) 
http://www.manchesterairport.co.uk/manweb.nsf/alldocs/8100FB8EF658808C80257364002D85FA/$File/NoisePl
an.pdf 
38 CBI (2013) ‘Trading Places: Unlocking export opportunities through better air links to new markets’ 
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8 fastest growing economies would increase trade (and thus GDP) by £128m per 

annum. 

 

4.4 The North West’s business community is particularly keen to see direct services to 
China. April 2013 saw the launch of the ‘China Forum’, a new business-led 
initiative aimed at increasing the region’s commercial connectivity with China. 

Chaired by M.A.G Chief Executive Charlie Cornish, the Forum has been formed 
with the sole intention of increasing Greater Manchester’s links with China, through 

increased imports, exports, inward and outward investment, higher student flows, 
boosting cultural and civic links, and for the airport, a new air service to China. This 

new forum will seek to support all member businesses in their quest to grow trade 

with China – all of which will help to support a new direct air service. 

 
4.5 However some 4 to 5 million passengers a year from Manchester Airport’s 

catchment make road or rail journeys to the London airports to catch flights. We aim 

to serve our catchment better, by offering the routes and services that will encourage 
passengers to make greater use of Manchester. In so doing, this will create a 
virtuous circle, in which the clawing back of passengers helps make new routes 

possible, and those new routes in turn claw back further passengers.  

 
4.6 For example, around 190,000 people per year from Manchester Airport’s wider 

catchment area travel to Hong Kong39 – enough to sustain a direct daily service. Of 

that total, over half – 108,000 – travelled via London airports, while others used 

alternative hubs in Continental Europe and in the Middle East40. Enabling these 

passengers to fly from Manchester, by offering them a local alternative, would 

provide competition on the route as well bringing all the associated economic 
benefits of a direct service to the North of England. 

 
4.7 More importantly, given the context of the work of the Airports Commission, 

satisfying this demand locally would both relieve pressure on the London airports 

and make better use of existing capacity at Manchester.  

 
Wider economic benefits 
 
4.8 Manchester Airport has a significant economic impact on both the North West 

region and the UK economy as shown in Table 1.8. The airport plays an important 
role in the North of England in particular due to its position as the largest UK airport 

outside of London, and as the only major international airport in the North of 

England. Manchester airport also has a large catchment area with 22 million people 
within a 2-hour drive time.41  

 
4.9 The high demand for the airport supports a significant number of jobs both directly 

and indirectly which constitute nearly 6.5% of the total number of jobs in Greater 

Manchester.42 There are over 200 businesses based on-site and many more working 

in the surrounding areas, including in the key areas of professional services, life 

                                                           
39 CAA Passenger Survey 2012 
40 83,000 by surface (road and rail) and 25,000 by air (source: M.A.G) 
41 M.A.G (2012), ‘Draft Aviation Policy Framework: Response by the Manchester Airports Group’, October. 
42 Butcher (2012) in IPPR North and the Northern Economic Futures Commission (2012), 'Northern Prosperity is 
National Prosperity', November 
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sciences and aviation.43 The major new business developments around the airport, 

as part of the £650m Airport City Manchester development, will also help further 

contribute to the economy and it is estimated that this will create more than 10,000 

jobs over the next ten to 15 years.44   
 

                Table 1.8: Economic impact of Manchester Airport45 

 2013 ‘Best use’ ‘Maximum 
use’ 

Passenger numbers (mppa) 20.4 33 55 

Contribution to UK Economy (£million) 918 1,483 2,472 

Direct employment 26,938 43,500 72,500 

Onsite employment 19,000 30,681 51,135 

Annual wage impact of onsite employees 

(£m) 

271 438 730 

Annual contribution of employment 

generated by airport to the regional economy 

(£bn) 

1 2 3 

International visitors who used Manchester 

Airport 

1,222,517 1,974,107 3,290,179 

Estimated total visitors' spend (£m) 469 758 1,263 

 

Source: IPPR North and the Northern Economic Futures Commission (2012), 'Northern Prosperity is 

National Prosperity', November; New Economy (2011), 'Manchester Airport: Strategic Opportunities', A 

report for the Association of Greater Manchester Authorities; York Aviation Study in New Economy 

(2011), 'Manchester Airport: Strategic Opportunities', A report for the Association of Greater Manchester 

Authorities; Tribal (2008), 'G2 Project: Economic Impact Report', November. 

 

4.10 One of Manchester Airport’s core contributions to the Greater Manchester Economy 
is the inbound tourism it attracts – both international visitors and foreign students –

which provides an important source of income and employment for the economy, 
The Greater Manchester Strategy has acknowledged Manchester Airport’s role, 

identifying it as ‘pivotal to regional growth and prosperity’ and noting its key role in 

increasing the city region’s competitiveness.46 

 

4.11 In line with wider Government policy of creating a ‘stronger, more balanced 

economy’,47 the airport is supporting economic growth and development in the 

North. 
 

4.12 As well as being a generator of wealth in its own right, Manchester Airport helps 

facilitate the international connections that businesses in the North West needs, and 

which help underpin inward investment.  
 

Wider stakeholder support 
 

4.13 Finally, traffic growth is well supported by local stakeholders. We know that the 

business community in the region supports the growth and development of more 
direct services from Manchester Airport. As well as the recent ‘China Forum’ 

                                                           
43 New Economy (2011), Manchester Airport: Strategic Opportunities’, a report for Association of Greater 
Manchester Authorities. 
44 See: http://www.manchesterairport.co.uk/manweb.nsf/content/planningapprovalforairportcitynorth 
45 Note: The 2030 statistics have been updated using M.A.G airport traffic forecasts. 
46 AGMA (2009), ‘Prosperity for All: The Greater Manchester Strategy’, August, p.24. 
47 HMT, Response to Heseltine Review 
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business-led initiative to call for routes to China, local business surveys regularly cite 

improved air services from Manchester as key to their success. 

 

4.14 Director of Policy and Communications, Chris Fletcher, at Greater Manchester 
Chamber of Commerce said: "Businesses in Greater Manchester recognise what a 
great asset Manchester Airport is to the region. Transport is an enabler to economic 
growth and therefore we would like to see the latent capacity of Manchester Airport 
utilised to develop more direct flights, particularly to destinations in countries with 
growing economies and trading opportunities. Our economic surveys consistently 
demonstrate that companies that export are growing faster than those that restrict 
themselves to the domestic market, but that the lack of direct flights can be a barrier 
to exporting.48" 

 
4.15 Last year the IPPR in the North called for Manchester Airport to be established as the 

UK’s second international hub, as well as calling for lower APD to encourage growth 
outside of London. Its report, Northern Prosperity is National Prosperity argued that: 

“The North also offers solutions in respect of nationwide problems with airport 
capacity. Rather than a narrow preoccupation with south-east airport capacity, we 
need a truly national aviation policy framework that identifies the opportunities that 
exist for the better use of northern airports49.” 

 
 

 

 

 
 

  

                                                           
48 Chris Fletcher, Greater Manchester Chamber of Commerce (2013) 
49 IPPR North (2012), ‘Northern Prosperity is National Prosperity 
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Appendix 3: East Midlands Airport 
 

1 Introduction 
 

1.1 East Midlands Airport (EMA) is the largest pure freight airport in the UK (264,292 

tonnes in 2012) and the largest mail airport in the UK (35,702 tonnes in 2012).  It 
is the UK’s leading airport for express freight, with three of the major global freight 

integrators (DHL, UPS and TNT), all having a presence at the airport. Almost 90% of 

England and Wales is within a 4 hour (55mph) truck journey of EMA, making it 
uniquely positioned to enable the express freight operators to offer ‘next day’ 

deliveries. With its central UK location, its ability to offer full 24 hour operations and 
available runway capacity, East Midlands Airport has developed into a major UK 

cargo airport and the UK’s primary integrator hub.   
 

1.2 In addition, it is an important regional airport serving the Midlands and part of East 

of England. Passenger numbers peaked at around 5.5 mppa on 110 routes in 
2007, and currently stand at around 4 mppa. East Midlands has been successful in 
capitalising on the growth of low-cost operators - Ryanair now has a substantial 

operation and network. 

 

1.3 The following section sets out: 

 The capacity available at EMA; 

 The feasibility of making best use of this capacity; and  

 The benefits of best use of EMA’s capacity. 

 
2 Capacity  

 
Forecasts 

 

2.1 EMA has the capacity, capability and the potential to grow substantially.  The 2006 

Master Plan set out how the capacity for 10 mppa and 1.2 million tonnes of cargo 
could be achieved within the existing airport Operational Area, utilising the existing 

core facilities and the development of additional passenger and freight facilities, and 

within existing environmental limits.  

 

2.2 This capacity and capability is well within the DfT’s latest short to medium term air 
traffic forecasts, which show growth of up to 5.3 mppa by 2020 and 6.7 mppa by 

2030.50   
 

2.3 This means that the airport has both the ability and the capability to grow at a faster 

rate than that assumed in the DfT’s forecasts. EMA has the ability to increase the 
penetration of its own regional catchment area as well as increasing penetration in 

adjacent catchments such as the West Midlands and South Yorkshire. This could 
achieve a passenger throughput of 10 mppa in the period 2030 – 2040. 

 

2.4 The cargo activity at East Midlands is significant at a national and European level 
and this is a market where the Airport can accommodate major growth outside the 
South East. Three of the top four global express cargo operators already have major 

bases at East Midlands and there is limited overlap with cargo activity in the South 
East. 

                                                           
50 DfT (2013) ’Passenger Forecasts’ (Constrained scenario) 
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2.5 The DfT does not prepare detailed airport cargo forecasts, but assume an annual 

growth in cargo air transport movements of 0.4% per year. This level of growth can 

be accommodated easily at East Midlands.   For instance the DHL facility has the 

capability for substantial expansion and the unit can be doubled in size.  At Cargo 
East (UPS, TNT and Royal Mail) there is room for considerable expansion of the 
apron and cargo facilities.   

 
3 Feasibility 

 
Infrastructure 

 

3.1 Growth at EMA can be accommodated quickly and easily, as set out below. The 

airport has a designated operational area of some 445 hectares, and the capacity 
and the capability to grow its passenger and cargo activity within the land that is 

presently allocated for airport-related development. 
 

3.2 The airport has the land and capability to grow its operation to provide capacity for 

10 to 15 mppa through: 

 Improvements to the taxiway network and runway entry/exit points to increase 

movements; 

 Apron expansion parallel to the runway to the east and west of the existing 
facilities; 

 Terminal extension on land adjacent to existing facilities; and 

 Expansion of cargo facilities on land within the operational boundary, driven by 
the needs of our operators. 

 
3.3 East Midlands already has a highly capable runway that is able to handle wide-

bodied aircraft to long-haul destinations, and has planning permission (2011) for a 

190 metre extension to Runway 09/27 (to 3,083m). The ability to handle the 

significantly higher levels of passenger and freight traffic does not depend on the 
extended runway however the increased length would bring several benefits, 

including improved payload for a number of long-haul cargo operations. 
 

3.4 There is no set timescale for the construction of the runway extension; however with 

the planning permission in place, this is a development that could be implemented 
relatively quickly. The maximum capacity of the runways is 40 to 45 movements an 

hour which is deliverable within the existing airfield. 

 
3.5 East Midlands has a high proportion of its traffic flying on based aircraft, creating 

high demand for overnight aircraft parking and a traffic profile that is heavily skewed 

to morning departures. The passenger terminal has been developed incrementally 

over the years and has an overall annual capacity of some 6 mppa.  
 

3.6 Beyond that, we have already set out plans in the Airport’s Master Plan for a scheme 

to handle passenger volumes up to 10 mppa, by extending and remodelling the 

passenger terminal. This development can be undertaken on the land that is 

available adjacent to the existing building. 

 
3.7 Figure 1.8 sets out a high level plan for the Airport at 10 mppa. 
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Figure 1.8: Indicative layout – East Midlands at 10 mppa 

 

 

 
 
 

 
 

 
 

 

 

 
 

 
 

 

3.8 Air cargo operators drive and influence the development of air cargo facilities. The 
buildings are not conventional warehouses, but incorporate sophisticated handling 

and sortation systems, and the goods that they handle are rarely stored for more 

than a few hours. The demand for additional capacity is driven by the operators, 
and substantial areas of land are available to provide this additional capacity. This 

includes land to the west of DHL and land at Cargo East (to the north of the 

Business Park). 

 
Surface Access  
 
3.9 East Midlands Airport is already well served by local bus services including 24hr 

‘Skylink’ services from Nottingham, Leicester, Derby, Loughborough and Long 
Eaton.  The East Midlands Parkway rail station is approximately 7km from the Airport 

with direct rail services to Nottingham, London, Sheffield and Lincoln, and EMA 
benefits from excellent connectivity to the national road network and direct access to 

the M1. 
 

3.10 The highway and the surface access requirements to support a 10 million passenger 

and a 1.2 million tonne cargo operation are set out below. Given the Airport’s 
location, the private car will continue to be the primary mode of airport access. 

However the Airport will continue to develop its Surface Access Strategy to reduce 

levels of airport-generated road traffic (per passenger) and to continue to encourage 
the use of public transport as a mode of access. A number of local highway and 

public transport improvements are planned that will facilitate improved surface 

access to the airport. These include: 

 Local speed improvements and the electrification of the Midland Mainline. This 

will provide faster journey times and more capacity for rail services from East 

Midlands Parkway, to Nottingham and to Derby and Sheffield; 

 The widening of the A453 between the M1 Junction 24 and the Nottingham 

Ring Road. This will improve journey times to East Midlands Parkway and to 
Nottingham City Centre; 

 Local road improvements to M1 Junction 24 to improve the connection 

between the A50 and the M1; and 
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 In the longer-term, the proposed HS2 route is to run in a tunnel under the 

Airport to a station at Toton which is approximately 10km or a 20 minute drive 
to the north. 

 
3.11 Further work is to be undertaken to assess airport growth and local highway 

capacity, but the local road network in the immediate vicinity to the airport (A453 

and M1 Junction 23A) has the capability to support growth in the Airport’s 
passenger and freight throughput. Across the wider network, the M1 is congested 
during the peak hours particularly at and to the north of Junction 24. The proposed 

improvements to the A453, Junction 24 and the A50 will assist the operation of the 
highway network and improve journey times for vehicles accessing the airport. It 

should also be recognised that much of the airport’s activity (passenger and freight) 

impacts on the road network, outside the conventional morning and evening peak 
periods. 

 

Minimising environmental impact 
 

3.12 EMA has an excellent track record in environmental management. It was the first UK 
airport to achieve ISO14001certification for its environmental management system. 

The airport achieved carbon neutrality in 2012 for its energy and fuel use through 
the installation of on-site renewable energy, the reduction in fuel use and through 

the introduction of a widespread energy efficiency programme. 

 
Noise 

 

3.13 Although there is only a small population living around the site, EMA has developed 
a range of noise control policies, resulting in a significant improvement in the noise 

climate around the airport, particularly at night.  The 57dBLAeq night noise contour is 
around 65% of the area it was in 1996, despite a substantial increase in night 

freight operations, and noise complaints have fallen considerably in recent years 

(424 complaints received in 2012 compared with 600 in 2011). We project that 

short to medium traffic growth (forecast at 6 mppa by 2028) will still contain the 

night noise contour to within 1996 levels. 
 

Other 
 

3.14 Traffic growth can be accommodated well within the air quality thresholds and there 
are no nationally or regionally significant sites of scientific or biological interest 

within or adjacent to the airport site. 
 

4 Benefits of making best use 

 
Serving demand locally 

 

4.1 East Midlands has the capacity and the capability to grow its passenger and its 

freight traffic at rate a faster than anticipated in the DfT’s UK Aviation Forecasts. It 

has the strength to attract more passengers from its 11 million population 
catchment, and the opportunity to capture cargo traffic that may be squeezed from 

the South East airports due to capacity constraints. 
 

4.2 Over recent years, the Airport’s share of its catchment area’s traffic has been 

growing, primarily as a result of the growth of low-cost passenger services. Making 
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best use of capacity at East Midlands helps ensure that the airport fully serves its 

catchment area, avoiding the need for passengers to use airports in other regions.  

 

4.3 It is estimated that around 2 mppa from the East Midlands catchment area travel by 
road to take short haul flights from airports in the South East. As with Manchester 
Airport, M.A.G is working with airline partners to claw some of traffic back, thus 

reducing demand on airports in the South East and the need to make longer than 
necessary surface journeys.  

 
 Economic benefits 
 

4.4 East Midlands is important to the local and the regional economy in particular 

thorough the availability next-day express freight services. Research into the 
economic and social impact of the airport has shown that including indirect and 

induced impacts, it generates some £231m of annual GVA. The East Midlands is a 
significant base for the UK manufacturing industry, with major multinational 

companies in the East Midlands region including Toyota (which exports 80% of the 

vehicles that it makes), Bombardier, Rolls Royce and JCB. 
 

4.5 As the second largest freight airport behind Heathrow, East Midlands Airport plays a 

key role in the express delivery market. The airport directly supports about a third of 
employment in the express industry within the region. It is a major base for express 

integrators DHL, UPS, TNT and Royal Mail, serving destinations in the USA, Europe 

and Asia. 

 
4.6 Express freight is very important to a number of businesses. More than two-thirds of 

UK companies report that express delivery services are vital or very important for 

their businesses overall.51  A number of different types of companies rely on express 

freight with the top three main client sectors being: electronics (manufacturing & 
distribution) & telecoms; financial services and consumer goods.52  

 

4.7 Table 1.9 demonstrates the important economic impact that East Midlands has 

in the region due to its support of employment and tourism. We have 

quantified maximum use as the mid point between the theoretical capacity of 

the airport of circa 10 to 15 mppa. 
 

                                                           
51 Oxford Economic Forecasting and Mott MacDonald (2006) ‘The Economic Impact of Express Carriers for UK plc’, 
January. 
52 Ibid. 
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Table 1.9: Economic impact of East Midlands Airport53 

 2013 ‘Best use’ ‘Maximum 

use’ 
Passenger numbers (mppa) 4.2 6.5 12.5 

Direct employment of the express industry in 

the East Midlands 

4,180 6,500 12,500 

Direct employment at integrator facilities at 

the airport 

1,334 2,074 3,989 

Express industry support of jobs in region 9,071 14,106 27,128 

Express industry contribution to regional 

economy (£m) 

267 415 798 

International visitors to the East midlands 

region 

2,403 3,738 7,188 

International visitors' spend in the East 

midlands region (£m) 

969,330 1,507,401 2,898,849 

Source: Oxford Economic Forecasting (2006), 'The Importance of the Express Delivery Industry for the 

East Midlands Economy'; M.A.G connectivity submission, York Aviation 2011; Visit Britain. 

 

4.8 The express freight sector is important to the UK, and it is estimated to contribute 
some £2.3bn to national GDP. Express services provide the worldwide next-day 

delivery of goods enabling UK business to compete in global markets. East Midlands 
is an important UK freight hub and the major cargo airport outside the South East.  

 

4.9 M.A.G’s proposals for making the best use of East Midlands Airport have broad 
support from a wide range of stakeholders. We work with the local LEPs and other 

key economic partners, particularly in the three core cities of Nottingham, Leicester 
and Derby. Overall there is a broad level of support for the airport from the key 

policy, business and economic interests in the local area. 

  

                                                           
53 The 2030 statistics have been updated using M.A.G airport traffic forecasts. 
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Appendix 4: Bournemouth Airport 
 

1 Introduction 
 

1.1 Bournemouth Airport handled 0.7 mppa in 2012, down from a peak of over 1 

million passengers a year in 2007. The airport is dominated by leisure traffic (95%), 
with around 90% of passengers are originating or terminating at Bournemouth. 

 

1.2 Ryanair is the largest operator, accounting for 60% of passengers. Thomson provide 
a charter presence, while daily Aer Lingus services to Dublin provide access to their 

long haul network. Cargo volumes at Bournemouth have remained at a consistent 
level with around 10,000 tons per year. 

 
2 Capacity  

 
2.1 The 2007 Master plan demonstrated how the capacity for 4.5 mppa could be 

achieved at the airport. The Department for Transport’s (DfT) most recent central 
case constrained forecasts for Bournemouth predict the airport will serve just 0.7 
mppa by 2020 and 1.1 mppa by 2030.54 We believe that these underestimate the 

potential of the airport. Our consultants (SDG) are currently revising forecasts for all 

M.A.G airports.  These will be submitted to the Commission in due course. 
 

2.2 With continued capacity constraints at Heathrow and Gatwick, a more optimistic 

growth projection could easily be achieved at Bournemouth. Passenger numbers 

peaked at 1.2 million as recently as 2007, and passenger throughput grew by 

300% between 2000 and 2007. If growth is more optimistic than DfT forecasts, 
(e.g. as a result of the policy levers described earlier), Bournemouth could 

potentially handle additional traffic to that assumed by DfT. 
 

2.3 M.A.G recently invested £50 million in facilities at Bournemouth Airport, making it 

well placed to accommodate future growth. It has the space within its boundary and 
existing capacity to grow significantly beyond its current throughput. As well as 

offering significant spare capacity, the airport has the facilities in place to cater for 
up to 3 mppa (maximum capability 4.5 mppa55). Bournemouth’s terminal buildings 

have been designed in such a way that they can be easily expanded to increase 

capacity. 
 

2.4 As well as passenger capacity, slot capacity on the runway is not an issue at 
Bournemouth, either now or in the future. 

 
3 Feasibility 

 

3.1 Making best use of Bournemouth is easily deliverable. There are no operational 

constraints that would prevent the growth of the airport to 3 mppa by 2028, either 
on the ground or in the air, and the facilities needed for Bournemouth Airport to 

grow to make best use of the existing runway and terminals are already in place 
today. All physical development would be contained within the defined airport 

boundary, and growth would have limited noise and environmental impact. 

 

                                                           
54 DfT (2013) UK Aviation Forecasts Annex E2  
55 Bournemouth Airport Master Plan, 2007 
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3.2 Planning permissions and associated environmental controls are already in place for 

the airport to grow to serve 3 mppa.  

 
Surface access 

 
3.3 Bournemouth Airport is well served by road, but the transport infrastructure has a 

number of pinch points (A338 junction and maintenance works, B3073 corridor 
improvements) which need to be addressed to meet the growth potential. These 

could be delivered fairly easily and are in local delivery programmes already. 
 

3.4 The existing planning permission for growth to 3 mppa includes contributions 

towards local road improvements. We consider that further road capacity would be 

required to serve an airport with a 3 mppa throughput, and this has been modelled 
and agreed with the relevant local authorities. Sustaining and improving bus services 

will also continue to be integral to our efforts to improve the accessibility of the 
airport.  

 
Noise and environmental impacts 

 

3.5 Bournemouth Airport has a good track record in managing its environmental 

impacts. The airport became carbon neutral in 2012, through the installation on on-
site renewable energy, the reduction of fuel use and a widespread energy efficiency 

programme. 

 

3.6 Planning consent for the recent terminal redevelopment scheme introduced a suite 
of noise controls. Although the population affected by noise from our operations is 

relatively small, those affected by the predicted daytime noise is predicted to 

increase as passenger ATMs rises. However, those subject to moderate levels of 

night-time noise (57dBLAeq) is predicted to fall based on predictions to 3 mppa56 
(Bournemouth Master Plan 2007). Our 2010 Noise Action Plan resulted in further 

changes to operating procedures over and above those contained within the 
controls, demonstrating our commitment to work with our local communities to 

mitigate the effects of our operations. 
 

Other local environmental impacts 
 

3.7 We have been monitoring air quality in respect of oxides of nitrogen emissions and 

PM10 for a number of years. Our current levels indicate that we are well within the 

limits set out in the controls, and well inside the EU air quality standards. In recent 
years the levels recorded at the monitoring stations have actually fallen. 

 

3.8 Elsewhere, we do not believe that there are any other environmental impacts (e.g. 
ecology, landscape, heritage, water, ground conditions) that constrain making best 

use of the airport. 
 

4 Benefits of making best use of Bournemouth Airport 
 

4.1 Bournemouth is an established airport with significant new infrastructure and 
facilities. It has a 1.2 million catchment area, but currently suffers from leakage out 

of the area to access flights from South East Airports. Its primary competition within 

                                                           
56 Bournemouth Airport Master Plan, 2007 
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the core catchment is from Southampton Airport, but there is also significant leakage 

to Heathrow and Gatwick.  

 

4.2 Making best use of Bournemouth’s capacity provides an opportunity to recapture 
some of this leakage, estimated to be around 3 mppa. As well as serving the local 
catchment better, this could help ease the pressure on the busy London airports.  

 
4.3 Clearly growth at the Airport would have a positive effect on direct employment 

numbers. Our 2007 Master Plan estimated that operating at 3 mppa would result in 
circa 940 direct full time equivalent posts at the Airport with a further circa 700 

indirect or induced jobs. There is the further catalytic effect that growth of the Airport 

may have in influencing business location decisions and attracting both business 

and leisure tourism to the region.  
 

4.4 Finally, Bournemouth Airport enjoys extensive local support and its development is a 
priority for the Dorset Local Enterprise Partnership (LEP). The Dorset LEP has placed 

development of the airport and its associated business parks at the top of its agenda 

realising that their development is fundamental to making a step-change in the 
area’s economy. Making best use of Bournemouth enjoys local support. 

 
Summary  
 
4.5 Bournemouth Airport has the capacity, capability and potential to grow beyond 

current DfT forecasts. The Airport’s Master Plan demonstrates how it can easily grow 

to serve 3 mppa and beyond to 4.5 mppa. It has in place the necessary 
infrastructure, land, consents and environmental controls to reach 3 mppa without 

any further significant investment. Beyond 3 mppa, some additional terminal 

facilities would be required, but these are easily deliverable within the development 

envelope set by the existing planning consent. 
 
 


