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Summary 
There is a risk that even with a third runway, the current pattern of services will remain unchanged (at a higher volume of passengers). Thus the quote “Heathrow is our main gateway to the global economy – supports billions of pounds of British exports and thousands of UK jobs, and encourages hundreds of international businesses to locate in the UK” will remain valid only from a London perspective. 
There are no direct benefits to the UK regions from a third runway at Heathrow and there may be losses resulting from UK regional airports linking to other European hubs (e.g. Amsterdam) and not to Heathrow. 

1.  We recommend that the Government examines the wider impacts of the 3rd Runway on UK regional airports and regional economies, to establish the scale of claimed exports, jobs and international business location decisions, and where in the UK these benefits occur.
The surface accessibility of Heathrow is treated as an ancillary issue in the UK air transport policy, with this important issue only being considered after decisions on air-side infrastructure and terminals have been made. This undermines the policy objective of the government with respect to developing Heathrow especially with regard to securing its economic contribution to the whole of the UK. 

Decisions on a third runway at Heathrow cannot be separated from decisions on providing sufficient high quality public transport access, especially by rail, from all parts of the UK, not just London. This requires substantial investments from the public and private sectors to ensure reliable public transport travel times. It is as important as providing additional runway capacity to secure the potential economic benefits of Heathrow.

A study on air-rail integration found that in 2003 on 10 short haul routes served from Heathrow, High-Speed Train services could offer a better option for passengers. To serve these routes, airlines used 20% of Heathrow capacity, including over 4% of the runway capacity just to serve Paris CDG (at a time when Eurostar already had close to 70% of the market on that route). In addition, placing Heathrow airport directly on the main rail network in the UK would allow major UK cities access to its services, for example Birmingham and Bristol.

2. We recommend that the Government examines - through a consultation process - accessibility to and from Heathrow through substantial investments in additional rail infrastructure and making it an important node on the UK rail network. The Government support for an integrated transport policy must be demonstrated in the development of Heathrow airport.
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1. Introduction
Due to its central role in the UK air transport system the future of Heathrow holds the key to the future of UK aviation and for meeting the government goals to secure air transport contribution to the economy along side its accessibility benefits to the UK regions while lowering its adverse impact on the environment.

“The aviation sector makes an important contribution to the UK economy, bringing significant benefits in terms of employment and business investment. International connectivity – and Heathrow is our main gateway to the global economy – supports billions of pounds of British exports and thousands of UK jobs, and encourages hundreds of international businesses to locate in the UK… But Heathrow’s runways are now full and its route network is shrinking. Since 1990 the number of destinations served by Heathrow has fallen by over 20 per cent. Capacity constraints will lead to fewer routes, increasingly congested conditions and more delays at the airport and fewer connecting services to the UK regions”. (DfT, Consultation Document on the Third Runway, p. 18).
The above provides a good picture of air transport in the UK and specifically the situation at Heathrow, but the conclusions drawn from it do not, in our opinion, adds up and are not necessarily the right ones to meet the policy goals stated above. 
We believe that any decision on the future of air transport must carefully consider and focus on the following:

a) The use of available runway capacity and the level of accessibility it provides
b) The economic benefits of the air transport industry 
c) The surface accessibility to UK air transport services
d) The environmental cost of air transport services
From the above four areas, we believe there is relatively good evidence based research to allow making policy decisions with respect to “c” and “d”, but less with respect to “a” and “d”, 
although there is enough evidence to question some of the assumptions currently dominating the debate. 
2.  The air transport accessibility Heathrow provides the UK 

Heathrow’s main contribution to the UK is providing access from the rest of the world by air. This is what drives the airport contribution to the economy and is therefore the first criterion to assess any development at Heathrow and that of the UK air transport system. 

Due to lack of capacity, airlines at Heathrow focus on the long-haul market (more profitable) at the expense of the short-haul market. Similarly, in the short-haul market the focus is on international traffic (where Heathrow competes with other European hubs for the transfer market) at the expense of the domestic market.
The result is that the UK regions are losing access to Heathrow and its global network of air services
, while cities like Paris and Amsterdam benefit from increasing access to Heathrow
. In addition, while Heathrow capacity has increased substantially since 1990, its route network shrunk
.
It is recognised that even with a third runway, capacity at Heathrow will barely meet demand in 2030. Therefore, capacity and congestion are likely to remain a problem in the future and will have similar impact on the route network and level of service provided. There is no empirical evidence to show that provision of an additional runway (and runway capacity) at major airports reduces congestion and delays, as any additional capacity will be used to increase service frequency on existing routes
. This is demonstrated by the absence of services to many UK airports, while Paris is served with almost 30 daily flights. 
In addition, providing more capacity in order to meet rising demand and reduce congestion (without using appropriate pricing policies) has failed in the road transport sector, and this is an important lesson for the air transport industry. Even if building more runways can solve congestion on the ground, it may still increase congestion in the sky resulting in aircraft queuing on the ground waiting for clearance.
 The above trend will be reinforced, even with a third runway, by two forces. First, the continued “opening of the skies” will increase the competition between (European) hub airports and between airlines operating on the existing routes to/from Heathrow. In particular, the recent EU-US open sky agreement will draw more airlines to the lucrative trans-Atlantic routes between Heathrow and the US taking up significant (new) capacity. Second, the expected (longer term) economic growth of London will increase demand from London for Heathrow services, pushing demand from the regions to other (European) airports. 
Without sufficient access to Heathrow and its international route network the alternative for many UK regions is to use other European hub airports as gateways to the world, when demand is too low to support direct flights. Amsterdam airport, for example, provides direct services to 21 UK airports! Almost 50% of passengers flying from Birmingham to Amsterdam transfer there to another flight (most likely a KLM flight)
. 

There is a risk that even with a third runway, the current pattern of services will remain unchanged (at a higher volume of passengers). Thus any accessibility benefits that do occur will benefit passengers from the London area and international passengers transferring at Heathrow. Regional passengers would have to continue to rely on foreign hubs as their gateway to the world. The quote “Heathrow is our main gateway to the global economy” will remain valid only from a London perspective. 

The consultation supporting the debate on the future of air transport, and especially that of Heathrow, lacks any analysis of the link between runway capacity and the number of destinations served. The trend at Heathrow in the last 20 years would suggest a negative correlation
. 
3.  The economic benefits of Heathrow airport to the UK and the regions
The main benefits of air transport to the UK economy are through the accessibility it provides to/from the world. This is crucial as globalisation trends continue. Other benefits relate to the activity of the air transport sector (employment and tax revenues), and the additional economic benefits associated with accessibility which relate mainly to agglomeration benefits (relevant only in the case of large airports, such as Heathrow).
Differentiating between these alleged economic benefits is difficult but important. The government estimates of the economic contribution of air transport rely on the second category, namely the general size of the industry (and mainly its supply of employment)
. These arguments, and especially the methodology used with the reliance on “multiplier effects”, were questioned by the CE Delft report
.

The competition of Heathrow with other European hubs, specifically for transfer passengers, was given a high weight in the decision to construct Terminal 5 at Heathrow and now in the support for a third runway. Allegedly, transfer passengers enhance demand at Heathrow and allow higher level of service (the principle of Hub&Spoke operation). But with Heathrow operating at full capacity these passengers reduce the level of service available for UK passengers, certainly those living outside London.    
The nature of the transfer market (where passengers normally spend a few hours at the hub airport) means that their contribution to the local economy is minimal. They do however contribute by (normally) using British airlines, if transferring at Heathrow. This is compensated for, to some degree, by regional passengers using foreign airlines and hub airports and not Heathrow.   

Apparently, there are no direct accessibility (and thus economic) benefits to the UK regions from a third runway at Heathrow and there may be losses, as UK regional airports link directly to other European hubs (e.g. Amsterdam) and not to Heathrow. The benefits of a third runway are therefore very much depending on how its capacity is used and what level of accessibility it provides to the the UK regions. 
There is a need for research on the (economic) benefits for the UK and the UK regions from Heathrow’s position as a transfer hub. There is also a need to question if it is important that the UK regions’ gateway (airport) to the world will be in the UK, through Heathrow, or through European airports. 

4.  Accessibility of Heathrow airport
The Heathrow catchment area is very much limited to Greater London, even though it is the main UK airport. This is very much due to its poor surface transport accessibility from areas outside Greater London. The airport is not a node on the UK long-distance rail network.  

Overall, Heathrow airport has a relatively good share of public transport use on access journeys to the airport (36.2% in 2004), and the majority of these journeys are by rail (over 20% of total access journeys), but these are mainly from London. Regional rail access services to Heathrow require a bus transit from one of the nearby railway stations and are therefore not attractive. National rail access to Heathrow is only via London. From outside London, most of the access journeys by public transport are by coach services which are subject to the congestion on the roads around Heathrow and poor reliability. Given this, it is not surprising that from outside London access to Heathrow rely on the private car.
The UK air transport policy often refers to Amsterdam Schiphol airport, in particular to the fact that, as one of Heathrow’s main competitors, it has 5 runways (but even with 5 runways Schiphol capacity is much lower than Heathrow’s capacity). Amsterdam is better used as an example in terms of its rail connectivity. In the 1990s, a third line was constructed from Amsterdam to the South especially to connect the airport to the rail network (the airport railway station was built directly under the terminals). In 2003, the airport station was ranked 5th in the Dutch network in terms of rail connectivity, before Amsterdam’s central station (ranked 8th). Since then, a new rail connection was opened which allow direct railway services from Schiphol to cities like Utrecht and Eindhoven, and it allows the German ICE trains from Germany to serve the airport. In 2009 the HST line from Amsterdam to Belgium is expected to open and all services will stop at the airport. 
Current rail plans for Heathrow (e.g. AirTrack and Crossrail) will not substantially change the situation, and they do not include the 6th Terminal which will be built with a third runway. It is very likely that, as today and with Terminal 5, there will be no direct rail service connecting all of Heathrow’s terminals, a major handicap for a transfer airport. 

For the foreseeable future, the main UK airport, which already handles over 40 million non-transfer passengers, will continue to rely on coach services for public transport access from outside London. 
The main conclusion of the Eddington report in terms of transport infrastructure was that in economic and social terms investments in improving access to the main UK international gateways will have the highest welfare return on investments, mainly since access to these gateways is currently congested. This important conclusion is ignored in the case for developing Heathrow airport.
Research on air-rail integration
 found that in 2003 on 10 short haul routes served from Heathrow, High-Speed Train (HST) services could offer a better option for passengers. To serve these routes, airlines used 20% of Heathrow capacity, including over 4% of the runway capacity just to serve Paris CDG (at a time when Eurostar already had close to 70% of the market on that route). In addition, placing Heathrow airport directly on the main rail network in the UK would allow major UK cities access to its services, for example Birmingham and Bristol. This would facilitate public transport use on journeys to Heathrow from outside London and reduce the need to use foreign hub airports.   

Recently, the government announced, together with recommendation for a third runway at Heathrow, plans for a HST line from London to the North which will include a stop at or next to Heathrow. While our research suggests that for many UK cities it is crucial to have direct rail access to Heathrow, it does not have to rely on HST services (e.g. Bristol, Birmingham). A HST station at Heathrow must form part of the investigation of whether a new HST line should be built or not, if the answer to this is yes the line must include a station at Heathrow which will be directly on it (not a branch line from it) and will provide easy and fast access to all terminals. 
The surface accessibility of Heathrow is treated as an ancillary issue in the UK air transport policy, with this important issue only being considered after decisions on air-side infrastructure and terminals have been made. This undermines the air transport policy objectives of the government especially with regard to securing Heathrow economic contribution to the whole of the UK, and at a lower environmental impact.
5.  Planning the air transport system - Heathrow airport as a city

The size and importance of Heathrow airport to the UK means that its development cannot be carried out in isolation from the development of the rest of the transport network. But this is the current situation!

The consultation document on Heathrow’s third runway considered a situation where Heathrow airport will handle 91.5 million non-transfer passengers and employ about 60,400 workers. The document then states that “it would be for the airport operator, as part of a comprehensive transport assessment, to develop a surface access strategy” (p. 102). 

At present, with over 40 million non-transfer passengers and over 63,500 employees, the airport is dealing with access strategies through the Heathrow Area Transport Forum (members of which are mainly local stakeholders). Such a forum cannot suggest or progress any strategic decisions on access infrastructure. 
In the Dutch planning system, Schiphol airport is very much considered as a city and is often referred to as an “AirportCity”. Schiphol has no unique location attributes which makes it the fifth most important station on the Dutch rail network, rather it is its function as an international gateway and its size (in terms of potential rail travellers) which makes the airport, in terms of railway services, one of the largest cities in the Netherlands. The potential demand for rail services at Heathrow is likely to make it the biggest railway station in the UK if appropriate infrastructure was provided. 

The differences between rail accessibility to Heathrow and Schiphol link closely to the use of ownership. In the UK, the airlines, airport and rail companies are privatised, while in the Netherlands the state still owns (most of) the railway, the airport and until recently it had some control of the airline
.  But Paris CDG airport demonstrates that privatisation and competitive pressures on the air and rail industries can facilitate the connection of a main airport to the rail network
. 

In addition to the effect of privatisation (which can be positive or negative), the institutional settings play an important role, as these can provide the forum in which such infrastructure projects are discussed and coordinated between different stakeholders. The Eddington report recognised this. “Government needs to ensure the delivery system is ready to meet future challenges, including thorough reform of sub-national governance arrangements and reforming the planning process for major transport projects by introducing a new Independent Planning Commission to take decisions on projects of strategic importance” (page 7 of the Eddington report). 
Such a commission could ensure that, for example, if Stansted (with two runways) becomes the UK main hub, it will also be a major node on the UK (HST) network.  It would also need to reconcile the desire of local authorities to own an airport (for economic or prestige reasons) and potential for consolidating airport capacity to capture the benefits of economics of scale in airport operation and (rail) access. For example, given Liverpool’s proximity to Manchester, and the good network of air services provided by Manchester airport and its good (rail) surface access, there might be no justification for Liverpool airport within and integrated strategy. Similarly, having airports in Southampton, Bournemouth and Exeter might not provide good value for money, and all these cities would be better served by one airport or by direct rail connections to Heathrow.
Government places substantial weight on an Integrated Transport Policy as the main underlying principle in the development of the UK transport network, and new approaches to Heathrow and air transport policy are needed to fulfil this goal. One possibility would be to set up an Independent Planning Commission to address the uni-modal division of the institutions governing the UK transport system. The Government support for an integrated transport policy must be demonstrated in the development of Heathrow airport.
6.  Conclusions: there are alternatives to a third runway to increase capacity at Heathrow. 

Building another runway at Heathrow does not guarantee the claimed economic benefits of air transport. It certainly does not guarantee that such benefits, if realised, will be shared across the UK regions. 
Making Heathrow a station on the UK rail network – similar to the position of Schiphol airport on the Dutch rail network – can provide similar and additional benefits and, this will ensure that these benefits are enjoyed by the UK regions.   
Adding capacity through the rail network will provide environmental benefits, not only from aircraft-rail substitution but also from car-rail substitution. Thus, such a strategy will meet both the economic and environmental objectives for development at Heathrow.  
A HST link at/to the airport might enhance these benefits, as it will enhance the possibility for air-rail substitution, thus further reducing air transport impact on the environment, and it will also increase Heathrow’s accessibility from the UK regions. It will prevent the leakage of economic benefits, as some areas in the Southeast find it easier to access Paris CDG directly by Eurostar services. 
The Eddington report rightly concluded that we need to make the best use of existing capacity. At Heathrow there are on average (2006) 142 passengers on each aircraft landing or taking off. Evidence from other airports suggest that additional capacity might be used by airlines to increase service frequency on existing routes and, in order to keep high load factors, reduce aircraft size. This will lead to a less efficient use of the runway capacity. At Tokyo Haneda there are over 200 passengers per flight while in Atlanta (4 runways) and Chicago O’Hare (7 runways), the largest airports in the world, there are only 87 and 75 passengers per atm respectively
. 
The Government is correct to recognise the importance of Heathrow airport to the UK economy, and in recognising that its current position, domestically and internationally, undermines air transport contribution to the UK economy. But in developing Heathrow a broader view of “capacity” is required, and a recognition that Heathrow is not just an airport but a strategic node on the UK transport network. 
It is clear that any increase in the capacity of Heathrow will result in substantial additional environmental costs, as it is unlikely to meet agreed EU standards or those imposed earlier on future development at Heathrow itself. A HST at the airport has the potential to reduce these costs only if it is considered as an alternative, and not an addition, to a third runway. 

There is a risk that in the current financial and economic climate, and considering the government belief in the direct link between investments in new runways and economic growth, a third runway at Heathrow will appear ever more attractive. We urge the government to fully investigate the potential economic benefits of Heathrow’s expansion, along the lines of investigation suggested above, before making any commitment. It is important to note that at the same time the financial crisis means the forecast growth in demand for air transport, the main reason for the need of a larger Heathrow, would most likely not materialize, or at least be delayed.  
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� in 1990, 18 destinations were served from Heathrow by 118 round trips per day, and these figures fell to only eight destinations and 84 round trips per day in 2004 (CAA, Civil Aviation Authority, 2005. CAP 754 UK regional air services. CAA Economic Regulation Group, February).


� in 2003, there were 27 and 23 daily (one way) flights from Heathrow to Paris and Amsterdam respectively, and this has not changed much since.


� The number of scheduled international destinations served by Heathrow has fallen from 227 in 1990 to 180 in 2006.
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� I is not clear in the UK which body, since the demise of the SRA, represents the rail industry and sector in the future of aviation debate. 
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