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Table 3:  Country origins/destinations with most international business passengers and 
growth, 2007 

COUNTRY 

Business 
Passengers 

(m) 

% of total 
international 

business 
passengers 

% passenger 
growth over 

1996 
Share of total 

UK trade 
Top 5 destinations:      
Germany 4.0 11.9% 45% 11.8% 
United States 3.7 11.1% 36% 13.9% 
Irish Republic 3.1 9.4% 128% 3.8% 
Netherlands 2.3 7.0% 58% 6.7% 
France 2.2 6.6% 17% 7.8% 
       
Emerging markets:      
India 0.5 1.5% 151% 1.3% 
United Arab Emirates 0.4 1.1% 155% 0.6% 
China 0.3 0.9% 521% 3.4% 
Total International 33.3 100% 61% 100% 
 

Source: CAA Passenger Survey, 1994–96, 2005–07, excluding international-to-international connectors; ONS Exports and 
Imports of Goods and Services by Country  

Note:    Tables includes only airports surveyed by CAA. Airports not surveyed in 1996 and/or 2007 have been scaled up from 
the nearest survey year  

Long-haul 

15. Long-haul scheduled business travel 6  at UK airports has grown from 8 million 
passengers in 1996 to 11 million in 2007. It is still very much dominated by North 
Atlantic destinations (constituting more than 40% of total UK long-haul business 
passengers), particularly to/from New York City. However, faster growths of 
business passengers between 1996 and 2007 were to cities (for examples, 
Shanghai, Beijing, Mumbai, Bangalore, Chennai, Dubai, Abu Dhabi and Doha) in 
emerging markets such as China, India and Middle Eastern countries. 

16. For scheduled business passengers travelling on long-haul routes, just over 50% of 
passengers used either BA or Virgin Atlantic in 2007, a figure which had remained 
unchanged from 1996 7 . Less than 7% of business travellers to long-haul 
destinations used UK regional airports in 2007, only slightly up from the proportion in 
1996.  

Short-haul  

17. UK short-haul travel is the largest segment of scheduled business traffic in terms of 
passenger numbers, and grew from 19 million passengers in 1996 to 29 million in 
2007. A high proportion is to and from the main financial centres or capital cities of 
Europe such as Dublin, Amsterdam, Paris, Frankfurt and Brussels. However, 
secondary cities such as Barcelona, Cork, Nice and Prague have also registered 

                                            
6 This includes business passengers travelling to a short-haul hub, such as Amsterdam, to connect to a long-haul 
fight. 
7 Interpretation of airlines’ shares of business passengers should be cautious as airports not surveyed in 1996 or 
2007 have been scaled up from their nearest survey years. As some of the routes served by individual airlines 
might have come in and out of operation at an airport between its survey year and the target year, this must be 
taken into account when interpreting the results. 
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strong business traffic growth. Both leisure and business passengers (in particular 
business passengers from small and medium sized enterprises in the regions) will 
have benefited from increased flight frequency, lower fares and a wider range of 
originating airports providing a credible business offer from both London and the 
regions following the growth of NFCs. 

18. Paris and Brussels were still in the top five short-haul city destinations for business 
passengers travelling by air in 2007, with 1.2 million and 0.7 million passengers 
respectively.  However, whilst overall short-haul business travel had grown by 69% 
since 1996, these markets had seen falls of 11% and 9% respectively over the same 
period, indicating the effect of increased competition from Eurostar services.  

19. NFCs now carry a significant proportion of short-haul international business 
passengers, from 3% in 1996 to around 30% in 2007.  Figure 3 shows the proportion 
of passengers on short-haul routes by airline in 2007 at London and regional 
airports. The number of business passengers carried at regional airports doubled 
(from around four million to almost eight million) between 1996 and 2007. 

Figure 3:  Share of business passengers on short-haul scheduled flights by carrier at London 
and regional airports, 2007 

       Total UK (29.4m)             Regional Airports (7.8m) 

 
 
Source: CAA Passenger Survey, 2005–2007 
Note:    Figure includes only airports surveyed by CAA.  Airports not surveyed in 2007 have been scaled up from the nearest 

survey year. BA figures include passengers carried by its franchisees.  bmi Group includes bmi Regional and bmibaby. 
Flybe figures in 2007 include passengers carried by BA Connect 
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Domestic 

20. Domestic scheduled business traffic at UK airports grew from 15 million passengers 
in 1996 to 19 million in 20078, the great majority of which has been on routes 
between regional airports.  Nevertheless, as Figure 4 shows, domestic business 
travel is still dominated by London–regional traffic, albeit the market share of London 
as a business destination has diminished from 32% to 27% between 1996 and 2007. 

Figure 4:  Share of business passengers on domestic scheduled flights by carrier between 
London and regional airports 2007 

  Total UK (18.6m)      Intra-Regional (6.7m) 

 

 
Source: CAA Passenger Survey, 2005–07 
Note:     Figure includes only airports surveyed by CAA. Airports not surveyed in 2007 have been scaled up from the nearest 

survey year. BA figures include passengers carried by its franchisees. bmi Group includes bmi Regional and bmibaby. 
Flybe figures in 2007 include passengers carried by BA Connect 

Characteristics of business travellers 

21. In recent years the proportion of business passengers who travel in premium 
classes has declined across all sectors, particularly in the short-haul market. The 
average 3.4% per annum growth rate of business passengers between 1996 and 
2007 has masked a downward trend in airline average yields since the late 1990s 
and a shift of business passengers from premium cabins to economy class. The last 
two columns of Table 4 show that the proportion of long-haul business passengers 
travelling in the First/Business Classes fell from 34% in 1996 to 23% in 2007 whilst 
the short-haul international market saw an even bigger decline (more than 30 
percentage points) over the period.  

                                            
8 Domestic passengers are counted twice as the same passenger is registered at both the departure and arrival 
domestic airports. 
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Table 4:  Proportion of business passengers travelling in different cabin classes 

  
How much of each cabin is 

business passengers? 
Which cabin do business 

passengers use? 
Ticket Type 1996 2007 1996 2007 
Long-haul destinations        
First/Business/Club 79% 73% 34% 23% 
Premium Economy n/a 56% n/a 9% 
Economy 28% 20% 66% 69% 
Total Long-haul 36% 25% 100% 100% 
         
Short-haul int’l destinations        
Business/Club 93% 81% 40% 9% 
Economy 39% 26% 60% 91% 
Total Short-haul 50% 28% 100% 100% 
         

 
Source: CAA Passenger Survey, 1994–96, 2005–07 
Note:     Airports not surveyed in 1996 and/or 2007 have been scaled up from the nearest survey year  

22. Passenger surveys reveal that a greater proportion of business passengers at the 
London airports in 20069 earned less than £46,000 per annum (in real terms) than in 
1996, that the proportion of female business travellers has remained at around 20% 
since 1996, and that over two–thirds of business passengers describe the reason for 
their trip as either ‘attending internal company business’ or ‘meeting external clients’.  

23. Table 5 shows the professions of business passengers at the London airports in 
2006. It indicates that ‘City’ occupations10 such as banking and legal feature highly 
amongst business passengers and, in particular, London City Airport has the highest 
proportion (48%) of business passengers from this industry group, probably due to 
its close proximity to the Canary Wharf financial centre of London11; the range of 
business oriented destinations served; level of frequency offered and the speed of 
transit through its terminal building.  The table also shows that the distribution of 
professions at London City differs from that at the other airports. However, there is 
little difference in distribution between full-service (FSCs) and no-frills carriers at 
Gatwick, Stansted and Luton12. 

                                            
9 2006 survey data is used in this example, as this is the most recent survey data available for London City 
airport (other London airports are surveyed continuously). 
10 For brevity, the banking, financial, insurance and legal professions are referred to in this report as ‘City’ 
occupations, however this does not necessarily refer to their geographical location. 
11 For the purposes of this report, the ‘financial centre’ refers to that area of London where the majority of the 
capital’s workers employed in ‘City’ occupations (as defined in footnote A) are based.   This comprises two main 
locations – the City of London (the ‘Square Mile’) and Canary Wharf.  Both are located to the east of the capital, 
and are approximately five miles apart.  Transport links and geographical proximity mean that Stansted and 
London City are well-placed to serve this area.  The opening of the DLR station at London City airport in 2005 
improved accessibility further, from both Bank station in the City of London and from Canary Wharf itself. 
12 There are no NFCs which serve Heathrow and London City. 
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Table 5:  Distribution of business passengers by industry group at London airports in 2006 

Gatwick + Stansted + 
Luton 

Industry Group 
London 

City Heathrow NFCs FSCs 
Banking/Finance/Insurance/Legal 48% 20% 16% 18% 
Health/Education/Public Services 11% 14% 16% 16% 
Transport & Communications 8% 14% 13% 14% 
Engineering/IT Consulting/Electrical Supplies 7% 12% 12% 10% 
Catering, Retail, Wholesale and Hotel 4% 6% 10% 6% 
Energy & Water Supply Industries 5% 5% 3% 9% 
Mining & Manufacturing Industries 4% 9% 5% 6% 
Other Business 13% 20% 25% 20% 
Total Business Passengers (m) 1.5 24.2 7.7 3.9 
  (100%) (100%) (100%) (100%) 

 
Source: CAA Passenger Survey, 2006 

Business aviation 

24. Although the bulk of business travel takes place on commercial scheduled airlines at 
major airports, there is a small but significant proportion of UK business travel using 
small business aircraft, typically with less than 15 seats, based on ad hoc services 
operating from smaller and less congested airfields. Business aviation is commonly 
regarded as the use of any general aviation aircraft for a business purpose. This 
includes non-commercial operation of an aircraft owned by a company or individuals 
or commercial operation by an operator (such as air taxi and fractional operators)13 
having a commercial operating certificate14. 

25. Between 2003 and 2007, business aviation movements to/from the UK grew by an 
average of 13.7% per annum. In 2007, business aviation accounted for 7.3% of all 
UK movements (excluding overflights) operated under ‘instrument flight rules’ (IFR), 
although this figure has dropped to 6.9% in 200815. There are no figures for the 
number of passengers carried by business aviation, but it may be less than 1.5% of 
the business passengers carried by scheduled services 16  (although this would 
represent a much higher proportion of those travelling in premium cabins). 

26. The rising popularity of business aviation in recent years has been driven by a range 
of factors. While some of these are general drivers (such as increasing globalisation 

                                            
13 Fractional ownership means having a share of a business aircraft which normally involves owning block(s) of 
flying time of 100 hours or more per year flying (or 1/8th shares of an aircraft) although it is also possible to own 
just 1/16th shares of an aircraft. 
14 Since most UK business aviation traffic are outside the scope of CAA traffic statistics and survey data, and 
information on the number of business passengers using business aviation services are not readily available, the 
analysis of business aviation traffic hereafter is based on available flight data of certain types of small aircraft 
from Eurocontrol which are considered to be most likely used for business aviation services. (See Annex A of 
‘More to the Point: Business Aviation in Europe in 2007’, Eurocontrol 2008).    
15 Flights are generally referred to as operating under ‘IFR’ when they are operating within the en-route air traffic 
control structure for some or all of their journeys.  
16 An average business aircraft might have a configuration for 4-12 persons. Assuming there are, on average, 5 
business travellers per flight, and given that a high proportion of these are air taxi and fractional positioning 
flights, the estimated number of passengers carried by business aviation would be well under 1 million as 
compared with the 63 million passengers travelling for business purposes or 240 million total UK passengers on 
commercial flights in 2007. 
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and economic growth) that affect all air travel segments, others are more specific for 
business aviation. For example, the use of smaller and less congested airports of a 
client’s choice to avoid delays at some major airports, and the ability to choose to fly 
to specific destinations at the most convenient times (which scheduled flights may 
not be able to provide) are some of the factors which make use of business aviation 
an attractive alternative for premium travel for some time-sensitive business 
travellers.  

27. Business aviation has a very different business model and operational 
characteristics from scheduled carriers. The UK business aviation market is served 
by a few big operators along with many small operators which have a fleet size of 
less than five aircraft. Business aviation serves a wide network that spreads small 
volumes of air traffic amongst a large number of small and medium sized airports – 
only around 7% of the more than 14,000 UK–international airport pairs used by 
business aviation services had alternative scheduled services (i.e. with at least one 
scheduled departure per working day). Business aviation operations have more 
peaky demand patterns (especially for hourly traffic) than scheduled traffic, and the 
volume and direction of traffic flows can be highly variable. 

28. Figure 5 shows the destinations served by UK business aviation in 2008. Domestic 
flights made up the largest segment (30%)17, while for international traffic to and 
from the UK, France accounted for almost 17% of all UK business movements – 
more than double that of any other country. The six major international destination 
countries, all European, combined with domestic traffic, made up three-quarters of 
all UK business aviation movements in 2008. 

Figure 5:  Business aviation movements to/from the UK (2008) 

 
Source: Eurocontrol 
Note:    Domestic movements are only counted once to aid comparison 

                                            
17 Domestic movements are only counted once here to aid comparison. 
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29. Because of the ad hoc nature of many business aviation services, business aviation 
has increasing difficulty in gaining access to major congested airports such as 
Heathrow and Gatwick which are slot-coordinated. Consequently, business aviation 
traffic in the London area has spread amongst secondary and less congested 
airports around London such as Luton, Biggin Hill, Farnborough, London City and 
Northolt.18 

30. The UK airport with the most business aviation departures in 2008, an average of 38 
per day, was Luton. Farnborough averaged 29 departures per day, Biggin Hill 17 
departures and London City 13 departures. All other UK airports averaged less than 
10 business aviation departures per day in 2008. 
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18 Business aviation operators using Luton and London City, which have a significant proportion of business 
aviation traffic (around 25% and 15% respectively of each airport’s total movements in 2007), also face potential 
pressure from scheduled carriers in obtaining regular and sustained runway access as these airports become 
more congested. 
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Chapter 1 Introduction 
1.1 International trade in goods and services has been an important driver of regional and 

global economic growth and rising prosperity in recent decades. With deregulation and 
liberalisation of air transport markets in various parts of the world, and an increasingly 
globalised and competitive economy, the air transport industry has been an important 
facilitator of the rapid movement of people and goods across national borders and 
within countries. On the demand side, passenger air services are vital for international 
trade, with recent surveys suggesting that around two-thirds of companies consider 
business air travel to be vital or very important for sales and marketing, enabling them 
to meet potential customers face-to-face and to keep in touch with existing clients, 
suppliers and staff across the world19.  

1.2 On the supply side, passengers travelling in premium cabins (first/business/premium 
economy) are particularly important for the financial health and viability of, in particular, 
the network scheduled airline industry, contributing significantly to airlines’ revenues 
and profits. For example, British Airways (BA) derived around 50% of its total revenue 
from premium travellers in 2007/0820 even though they made up less than 15% of its 
total passengers carried21.  

1.3 In 2007, 240 million passengers travelled through UK airports 22 , of which 87% 
travelled on scheduled services, while the remaining 13% used charter services, 
representing a growth of 2.3% over 2006 and an average annual growth of 5.3% since 
1996.  Over the same period, passengers travelling for business purposes on all 
carriers have been growing at a lower average annual rate of 3.4% per annum, making 
up around a quarter of all UK air traffic in 2007. Short-haul23 destinations remain by far 
the most significant segment of the business market in terms of passenger numbers. 

1.4 However, total UK traffic declined by nearly 2% to 235 million in 2008 as the impact of 
the financial crisis began to spread to the real economy in the UK and across most 
countries. This fall in travel demand affected both UK scheduled and charter services, 
although there were variations across airports and traffic segments. Recent evidence 
suggests that premium passenger numbers (especially demand for business aviation 
services)24 are declining more than leisure passenger numbers in the global economic 
downturn, highlighting the importance of international trade and finance in driving 
business travel. For example, IATA reported a marked decline in total premium traffic 
since July 2008 as a result of the ongoing financial and economic crises. The monthly 
reductions compared with a year earlier have been particularly steep in the latest four 
months of available data, showing an accelerated fall in premium traffic from 11.5% in 

                                            
19 IATA, The Economic and Social Benefits of Air Transport (2008). 
20 ‘Preliminary Full-Year Results 2007/08’, BA presentation to analysts on 16th May 2008. 
21 Based on CAA Passenger Survey 2007. 
22 These 240m passengers include international-to-international connecting passengers at UK airports and 
domestic passengers are being counted both at the airport of arrival and at the airport of departure.  
23 For the purposes of this study, long-haul is defined as all those destinations outside geographical Europe and 
North Africa (Morocco, Algeria, Tunisia, Libya and Egypt), but where, for convenience, all destinations in both 
Russia and Turkey are defined as short-haul. 
24 Business aviation is commonly regarded as the use of air taxis or any general aviation aircraft for a business 
purpose (see Chapter 4 for further details on this sub-sector of business travel). 
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November 2008 to 21.1% in February 2009 as compared to a corresponding drop of 
around 4%–8% in economy travel. BA’s premium traffic also dropped by 14% on 
average between November 2008 and March 2009 whilst non-premium traffic fell by 
only about 4% over the same period25. Since business travel is one of the major 
variable cost items for many companies, corporate expenditure on travel is likely to be 
scrutinised more than ever in an economic slowdown. As companies feel the economic 
pinch and seek value for money from their business trips, recent surveys by 
Association of Corporate Travel Executives (ACTE), Travelodge and others have 
indicated that a significant number have introduced travel cutbacks (for example, 
trading down cabin class and cutting back hotel spending) and/or imposed a ban on 
non-core business travel such as trips for internal meetings26.    

1.5 Because of the importance of passengers travelling for business purposes for airline 
revenue27 and their differing demand characteristics from other type of passengers28, a 
change in the mix of business and leisure passengers could affect operational and 
strategic decisions of airlines, such as scheduling, aircraft size and configuration, code 
sharing or alliance decisions, and network and pricing strategies.  

1.6 This study focuses on the recent trends and characteristics of business travel to/from 
UK airports, in respect of both commercial scheduled29 air transport and on-demand 
business aviation services. It complements other previous air passenger studies by 
CAA such as those on UK leisure outbound traffic30 and passengers visiting friends or 
relatives31, each representing other segments of the UK air passenger market.    

Definition of business passengers 

1.7 This study considers business passengers as those passengers whose air journey is 
undertaken for business purposes, as distinguished from the purpose of visiting friends 
and relatives or for other leisure activities. Thus, it includes all business passengers 
irrespective of the cabin in which they are travelling. While the majority of passengers 
in premium cabins are travelling for business purposes, around 70% of long-haul and 
90% of short-haul business travellers in 2007 used economy class. In addition, this 
study seeks to look at the small but significant proportion of business travel carried out 
using business aircraft, typically with fewer than 15 seats, operating from smaller 
airfields. Some of this travel – such as businesses using their own aircraft to transport 
employees – will include non-commercial air transport. This study seeks to capture 

                                            
25 BA’s premium and non-premium traffic fell by 20% and 5.5% respectively in February, although this was 
distorted by the Leap Year in 2008 and by a number of flight cancellations due to the heavy snowfall in the South 
East of England during the first week of February 2009. 
26 According to the travel consultant company Edgar, Dunn and Company, some companies may spend up to 
40% of their total travel budget on internal meetings. 
27 On full-service carriers, business passengers are more likely than leisure passengers to travel in premium 
cabins and use fully-flexible tickets; on no-frills carriers, they are more likely to book later (paying higher fares) 
and provide more ancillary revenue than leisure passengers. 
28 For example, business passengers tend to be more time sensitive but less price elastic than leisure travellers. 
29 This study focuses on scheduled passengers only. The proportion of business passengers using charter 
services is typically less than 0.5% of the total passengers at an airport. 
30 Demand for outbound leisure air travel and its key drivers, CAA (December 2005). 
31 International relations: the growth in air travel to visit friends or relatives, CAA (March 2009). 
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and present information available on this business aviation traffic, although data is less 
readily available than for commercial scheduled traffic32.  

Content of this study 

1.8 Due to the scope of topics related to business air travel, this study will be carried out in 
two parts. This first document examines recent trends of air passengers travelling on 
business purposes and their socio-economic characteristics33. It considers the growth 
in business travel in the last ten years and seeks to discern any emerging trends from 
this important and high-yielding passenger segment by routes and by airlines. The 
analysis is extended to include a relatively small but fast-growing sub-sector of 
business travel in recent times – business aviation – which provides personalised on-
demand services, primarily to time-sensitive business travellers.  

1.9 Chapter two looks at the historic and recent trends of UK business and leisure traffic at 
various airports and discusses the disparity in traffic growth rates between London and 
regional airports. 

1.10 Chapter three presents a more detailed analysis of business passenger growth on 
long-haul, short-haul and domestic routes and how this varies by London and regional 
airport and by carrier. The competitive pressures from rail on short-haul routes are 
illustrated by a case study on travel to/from Paris and Brussels. The routeings taken by 
business passengers to long-haul destinations are also discussed.  

1.11 Chapter four examines the socio-economic characteristics of business passengers and 
their professions. It also examines the use of premium cabins by business passengers 
and the catchment areas from which Heathrow and London City airports – the two 
London airports with the highest proportion of business passengers – draw their short-
haul business passengers. 

1.12 Chapter five studies the fast growing but relatively small (in terms of both the number 
of flights and passengers carried) business aviation sector in recent years, its unique 
demand and supply characteristics, and early indications of how this sector has been 
impacted by the worldwide recession.  

1.13 While this document aims to set the scene by presenting background information on 
business air travel, a subsequent paper will consider some of the demand and supply-
side factors that have facilitated the growth of business travel in recent years and 
influenced the operational and strategic decisions made by carriers regarding their 
network scheduling and development; aircraft size and configuration; code sharing or 
alliance decisions; and pricing strategies. In particular, potential demand drivers for 

                                            
32 Since a significant proportion of UK business aviation traffic takes place at smaller airfields, which are outside 
the scope of CAA traffic statistics and survey data, and some air taxi operators and all private operators are not 
required to report traffic data to the CAA, information on the number of business passengers using business 
aviation services are therefore not readily available. In this study we have used flight data provided by 
Eurocontrol. 
33 A more detailed analysis of the impact of the current economic downturn on business travel will be deferred to 
a subsequent paper as it is still too early to assess the extent of the impact and how long I might last. 
Furthermore, the more recent 2008 survey data are still provisional and therefore are subject to revisions. 
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business travel at both macro and micro levels will be considered along with the 
impact of the recent global economic downturn on this traffic segment when more 
recent data become available. Given the importance of premium-class passengers for 
the profitability of full-service scheduled carriers, this further paper will also discuss 
how airlines respond to changes in this market and compete for this higher-yield 
passenger segment. 
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Chapter 2 Business travel since 1996 
 
 
 
Key findings: 
 
Between 1996 and 2007: 
 

• Business passengers as a proportion of total UK scheduled traffic have fallen from 
around 42% to 30%; the domestic sector had the largest presence of business 
passengers (45%) in 2007, followed by the short-haul (27%) and long-haul (24%) 
sectors. 

• The business element of air travel has appeared to be reasonably resilient to external 
shocks in the past, although the 11 September 2001 terrorist attacks had a notable 
impact on international business travel (especially to/from North America) and the 
current economic downturn is taking a heavier toll on business (and particularly 
premium-class) passengers than leisure traffic. 

• Business traffic has grown far less strongly than leisure traffic in both London and the 
regions (London City airport is the only exception, where business traffic grew 
marginally faster than leisure traffic). 

• The share of total UK business traffic at regional airports only increased moderately 
from 35% to 38%, although the share of total scheduled leisure traffic at regional 
airports increased by fifteen percentage points to 38% over the same period.  

• The proportion of total business passengers using Heathrow amongst the London 
airports has fallen, since the rate of growth of business traffic has been higher at the 
other London airports. However, Heathrow has captured virtually all the growth in 
long-haul business passengers whilst the numbers of domestic and short-haul 
business travellers there have either declined or remained flat over this period. 

 
 

2.1 This chapter examines trends in business travel to and from the UK since 1996 across 
different airports. It begins by presenting a brief overview of the growth trends of UK 
business and leisure traffic and how they have been affected since 1996 by some 
external events such as the bombing incidents in Spain and in London, the Asian 
financial crisis, the IT bubble, 11 September (9/11) attacks, SARS and the Iraq War. It 
also discusses the rapid expansion of NFCs34  that underpins much of the observed 
change since 1996 in the mix of business and leisure passengers at London and 
regional airports. 

Historic and recent traffic trends 

2.2 Business passengers on scheduled flights have increased from around 43 million in 
1996 to almost 63 million in 200735. This represents an average annual growth rate of 

                                            
34 See Annex A for a list of no-frills carriers which served UK airports for the purpose of this study. 
35 Based on data from the 20-plus airports surveyed by CAA between 1994–96 and 2005–07. These airports 
represented almost 95% of all UK scheduled passengers in 2007, including domestic and international-to-
international connectors. Since not all airports are surveyed by the CAA each year, data from airports not 
surveyed in 1996 and 2007 have been scaled up from the nearest survey year (or, where no survey data exists, 
modelled on data from similar surveyed airports) to each airport’s total terminal passenger figure in 1996 or 2007. 
This study focuses on scheduled passengers only. The proportion of business passengers using charter services 
is typically less than 0.5% of the total passengers at an airport. 
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3.4% between 1996 and 2007 or an increase of 45% over the period. However, the 
growth of leisure passengers on scheduled flights over the same period was even 
stronger, with an average annual growth rate of more than 8% per annum. As a result, 
business passengers constituted around 30% of all scheduled passengers in 2007 as 
compared to 41% in 1996. 

2.3 CAA analysis36 from 2003 found that passenger traffic at UK airports enjoyed relatively 
robust growth and was markedly resilient, with the growth rate of passenger demand 
tending to recover quickly from external shocks. The only exception, perhaps, was the 
1970s oil crisis and the subsequent economic recession, which appeared to change 
permanently the underlying trend of UK passenger demand. Table 2.1 shows that, 
over the last decade or so, despite numerous adverse external events, UK 
international passenger traffic experienced robust growth of, on average, 5.8% per 
annum between 1996 and 2007. However, there was evidence of traffic growth 
slowing in recent years, affecting domestic and UK outbound leisure traffic more than 
other segments37. 

Table 2.1:  Average annual growth of UK international traffic by passenger journey purpose 
1996–2007 

  Business Leisure Total 
1996-2005 2.9% 7.1% 6.2% 
2005-2007 3.6% 3.7% 3.7% 
1996-2007 3.0% 6.5% 5.8% 

 
Source: International Passenger Survey (MQ6), ONS 
Note:    Data exclude international-to-international connectors. 

2.4 Notwithstanding this resilience, Figure 2.1 illustrates that there were notable 
differences between leisure and business passengers in terms of the impact of, and 
subsequent recovery from, these adverse shocks. In contrast to those who travelled 
internationally for leisure purposes, business passengers travelling on international 
flights were particularly affected by the 9/11 terrorist attacks in 2001. Full recovery 
from the incidents was delayed by the Iraq War and SARS in 2003. Other events did 
not appear to have as significant or long lasting an impact on business passengers as 
the 9/11 attacks. Early indications from the current economic downturn, which started 
in the US in the second half of 2007 and has subsequently developed into a global 
financial and economic crisis, suggest that it is initially taking its toll more on business 
than on leisure travel according to the latest International Passenger Survey (MQ6) 
data published by the UK Office of National Statistics (ONS).  

 

                                                                                                                                        
 
36 Air passenger growth and airport capacity, CAA (July 2003). 
37 Recent trends in growth of UK air passenger demand, CAA (January 2008).  
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Figure 2.1:  Rolling annual growth of international business and leisure passengers at UK 
airports, 1994–2008  
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Source: International Passenger Survey (MQ6), ONS 
Note:    Data exclude international-to-international connectors. Q1-Q3 2008 figures are provisional only 
 

2.5 A further disaggregated analysis of the International Passenger Survey (MQ6) data 
published by ONS (see Figure 2.2 below) reveals that, whilst the 9/11 attacks affected 
all business routes, particularly to/from North America, the impact of the Asian financial 
crisis that began in mid-1997 seemed to be limited to business travel to/from Asian 
countries only.  
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Figure 2.2:  Rolling annual growth of international business passengers at UK airports by 
destination, 1995–2008  

-25%

-20%

-15%

-10%

-5%

0%

5%

10%

15%

20%
19

95
Q

4

19
96

Q
4

19
97

Q
4

19
98

Q
4

19
99

Q
4

20
00

Q
4

20
01

Q
4

20
02

Q
4

20
03

Q
4

20
04

Q
4

20
05

Q
4

20
06

Q
4

20
07

Q
4

North America Other Long-haul Short-haul  
 
Source: International Passenger Survey (MQ6), ONS 
Note:    Data exclude international-to-international connectors. Q1-Q3 2008 figures are provisional only 

2.6 Figure 2.3 shows that, although leisure traffic to North America and other long-haul 
destinations was affected by 9/11, the decline was less steep than that of business 
traffic38. On the other hand, a series of bombing incidents by Eta at a number of 
Spanish tourist destinations in 1996 had a notable impact on short-haul leisure 
traffic39, with an immediate drop in Q3 1996 of more than 20% of leisure passengers to 
Spain alone. Spain made up around one third of all short-haul leisure traffic to/from UK 
airports in 1996.  

 

                                            
38 North America leisure traffic had been slowing down since the beginning of 2001. The 9/11 events further 
exacerbated this declining trend.  
39 Eta is an armed Basque nationalist and separatist organisation in Spain. Forty-five British holidaymakers were 
injured in a bomb explosion at Reus Airport in July 1996. Shortly afterwards, the Eta group planted more bombs 
in hotels in the Spanish coastal resorts of Cambrils and Salou. 
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Figure 2.3:  Rolling annual growth of international leisure passengers at UK airports by 
destination, 1995–2008   
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Source: International Passenger Survey (MQ6), ONS 
Note:    Data exclude international-to-international connectors. Q1-Q3 2008 figures are provisional only 
  

Impact of the recent economic downturn 

2.7 The sub-prime mortgage problem in the US that began in the summer of 2007 has 
since become a global financial crisis, and what looks like being the most severe world 
recession since the 1930s. The economic downturn intensified following the collapse 
of the Wall Street investment bank Lehman Brothers in September 2008. Falling stock 
markets and house prices, along with rising unemployment, levels of household and 
corporate indebtedness and economic uncertainty, have taken a toll on both consumer 
spending and business confidence. According to the World Trade Organisation, the 
slump in global demand led to a significant slowdown in the growth of world trade in 
volume terms from 6% in 2007 to 2% during 2008, with a sharp decline of roughly 9% 
forecast for 2009, the biggest drop since the Second World War40.  

2.8 Given that business air travel is closely related to economic growth and developments 
in international trade and investment, it is unsurprising that the recent synchronised 
global contraction in economic output and trade, along with the slump in consumer 
confidence and business investment, is having a significant impact on business air 
travel, particularly for premium-class cabins. The rapidly deteriorating economic and 
trading conditions are mirrored in marked falls in premium traffic flows within and 
across different world regions, particularly since September 2008, leading IATA, in 
March 2009, to revise its projection of net losses for the global aviation industry in 
2009 to US$4.7bn – almost doubling its December 2008 forecast of a US$2.5bn loss – 

                                            
40 World Trade Organisation Press Release, 24 March 2009. 
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as network carriers are affected by the steeply falling demand from premium 
passengers and air cargo traffic41.  

2.9 CAA Passenger Survey data show that the current economic crisis so far has had a 
greater impact on UK scheduled business than on leisure travel. Table 2.2 shows that, 
whilst leisure travel on all scheduled international flights from the four major London 
airports only grew marginally by 0.4% in 2008, international business travel fell by 
6.3%. The survey data also reveal that the reduction in international scheduled traffic 
has intensified in the final quarter of 2008 with respective decline of 18% and 2% in 
business and leisure travellers42.      

Table 2.2:  Growth of scheduled business and leisure travellers at Heathrow, Gatwick, 
Stansted and Luton between 2007 and 2008 

 Business Leisure 
Short-haul -8.0% 0.7% 
Long-haul -3.0% 0.1% 
Total International -6.3% 0.4% 

Source: CAA Passenger Survey, 2007 and 2008 

2.10 Business passengers have been particularly affected since the second half of 2008, 
with falls of 8% on long-haul routes and 22% on short-haul routes in the final quarter of 
2008, following declines of 4% and 5% respectively in Q3 2008 as compared with a 
year earlier. Nevertheless, it is still too soon to be able to assess the full extent of the 
impact that the current economic crisis might have on business travel and how long it 
might last. A subsequent paper will look at the effect of this further when more data 
become available.   

Difference in growth rates at UK airports 

2.11 Notwithstanding a number of adverse shocks, the robust passenger growth seen in the 
last decade or so has been driven predominantly by leisure passengers, particularly at 
regional airports, where the average annual growth rate of leisure traffic as a whole 
was more than three times that of business traffic, as shown by Table 2.3 below43. 
London City Airport appears to be the only exception to this trend: business 
passengers grew marginally faster than leisure passengers over the period shown. 
Due to its proximity to London’s financial centre and increasing congestion at the other 
London airports, London City has managed to grow its position with financial sector 
employees taking business trips to domestic and international short-haul destinations. 

2.12 However, growth rates vary significantly between London and regional airports and 
between airports within each region. Table 2.3 highlights the disparity in growth rates 
between business and leisure passengers for all domestic and international scheduled 
traffic (including connecting passengers) across the various UK airports. The average 

                                            
41 IATA Press release, 24 March, 2009. 
42 Data by quarter is obtained by re-weighting the CAA annual survey to ensure that the weights exactly reflect 
the actual passengers flown in each quarter and at each airport. 
43 For more information on trends at regional airports, see CAP775 - Air Services at UK Regional Airports, CAA 
(November 2007).  
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growth rate for all passengers on scheduled flights across all UK airports for the time 
period shown (1996–2007) was 6.5% per annum.  

Table 2.3:  Volume and growth of scheduled business and leisure passengers between 1996 
and 2007 

  Business (m) Leisure (m) 

AIRPORT 1996 2007 
Average 

growth p.a. 1996 2007 
Average 

growth p.a.
Heathrow 22.0 24.3 0.9% 33.6 43.5 2.4% 
Gatwick 4.0 6.2 4.2% 10.3 20.5 6.4% 
London City 0.4 1.9 13.8% 0.3 1.1 12.9% 
Luton+Stansted 1.6 6.5 13.5% 3.2 25.6 20.8% 
London Total 28.0 38.9 3.0% 47.4 90.7 6.1% 
Manchester 3.0 4.4 3.5% 3.7 9.5 9.0% 
Birmingham 1.8 2.1 1.4% 1.5 4.6 10.7% 
Glasgow 2.0 2.8 2.8% 1.7 4.1 8.3% 
Edinburgh 2.0 3.9 6.4% 1.5 4.8 11.0% 
Belfast 1.4 2.4 5.2% 1.8 4.3 8.4% 
Other UK regions 5.1 8.3 4.5% 3.8 27.8 19.9% 
Regional Total 15.3 23.8 4.1% 14.0 55.1 13.3% 
UK TOTAL 43.3 62.7 3.4% 61.4 145.8 8.2% 

 
Source: CAA Passenger Survey, 1994-96, 2005-07 
Note:    Data include domestic and international-to-international connectors 
            Belfast includes Belfast City and Belfast International airports 
            Airports not surveyed in 1996 or 2007 have been scaled up from the nearest survey year or, where no survey data      

exists, modelled on data from similar surveyed airports 

2.13 As a consequence of greater growth rate in leisure relative to business traffic, the 
proportion of total UK scheduled passengers travelling for business purposes has 
declined from over 40% in 1996 to around 30% in 2007. The reduction in proportion of 
business passengers was most significant for the smaller regional airports (from 57% 
in 1996 to 23% in 2007), which saw rapid growth in services by NFCs. Although 
regional airports represented a smaller proportion of all traffic at UK airports in 1996 
(29 million out of the total of 105 million), Figure 2.4 shows that they had a higher 
percentage of business passengers than Heathrow. This was due to a large proportion 
of traffic at regional airports in 1996 being domestic travel served by traditional full-
service carriers (FSCs) with a large business component. The subsequent 
development of NFCs and consequent increase in international services to leisure 
destinations at regional airports has changed this outlook considerably, with Heathrow 
having a higher percentage of business passengers than most regional airports 
(Edinburgh and Glasgow are notable exceptions) in 2007.   
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Figure 2.4:  Proportion of scheduled passengers travelling for business purposes from various 
UK airports in 1996 and 2007 
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Source: CAA Passenger Survey, 1994-96, 2005-07 
Note:   Data include domestic and international-to-international connectors 
           Belfast includes Belfast City and International airports 

Airports not surveyed in 1996 and/or 2007 have been scaled up from the nearest survey year or, where no survey data 
exists, modelled on data from similar surveyed airports 

2.14 Table 2.4 indicates that the rapid expansion of NFCs, particularly in the regions, has 
had a greater impact on the share of total leisure passengers carried than on business 
travellers. Regional airports as a whole saw significant gains in scheduled leisure 
traffic (an increase of 41 million leisure passengers to 55 million between 1996 and 
2007 which represents a fifteen percentage point rise in market share to 38% in 2007), 
whilst their share of total UK business traffic increased only modestly from 35% to 38% 
over the same period.  



  

May 2009 25

Table 2.4:  Airport percentage share of total UK business and leisure passengers in 1996 and 
2007 

  Business Leisure 

AIRPORT 1996 2007 1996 2007 
Heathrow 51% 39% 55% 30% 
Gatwick 9% 10% 17% 14% 
London City 1% 3% 0% 1% 
Luton+Stansted 4% 10% 5% 18% 
London Total 65% 62% 77% 62% 
Manchester 7% 7% 6% 7% 
Birmingham 4% 3% 2% 3% 
Glasgow 5% 4% 3% 3% 
Edinburgh 5% 6% 2% 3% 
Belfast 3% 4% 3% 3% 
Other UK regions 12% 13% 6% 19% 
Regional Total 35% 38% 23% 38% 
UK TOTAL 100% 100% 100% 100% 

 
Source: CAA Passenger Survey, 1994-96, 2005-07 
Note:     Data include domestic and international-to-international connectors 
           Belfast includes City and International airports 

Airports not surveyed in 1996 and/or 2007 have been scaled up from the nearest survey year or, where no survey data 
exists, modelled on data from similar surveyed airports 

2.15 While the growth in business traffic has been relatively evenly distributed between 
regional airports, there has been a more notable redistribution between London 
airports. Table 2.4 shows that Stansted, Luton and London City airports have gained 
market share as Heathrow’s share of total UK business passengers fell from 51% in 
1996 to 39% in 2007. This probably reflects a combination of factors: the capacity 
constraint at Heathrow, which has tended to displace domestic and shorter haul 
services in favour of longer haul flights (which tend on average to have a smaller 
proportion of business passengers on board)44; the growing success of London City 
Airport; and the ability of low fare carriers at Luton and Stansted airports to attract 
business travellers.          

2.16 The redistribution of business passengers among the London airports also appears to 
have occurred in a different way for the domestic, short-haul and long-haul sectors, as 
shown in Table 2.5.  

                                            
44 See Figure 2.8. 
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Table 2.5:  Volume of business passengers by sector at London airports in 1996 and 2007 

1996 2007 
Passengers (m) Domestic Short-haul Long-haul Total Domestic Short-haul Long-haul Total
Heathrow 3.8 12.1 6.1 22.0 2.8 12.5 9.0 24.3
Gatwick 0.9 1.8 1.3 3.9 1.6 3.3 1.3 6.2 
Luton + Stansted 0.7 0.9 0.0 1.6 1.6 4.8 0.1 6.5 
London City 0.01 0.4 0.0 0.4 0.6 1.3 0.0 1.9 
Total London 5.3 15.2 7.4 27.9 6.6 21.9 10.4 38.9
 
Source: CAA Passenger Survey, 1996 and 2007 
Note:    2007 London City figures have been scaled up from its 2006 latest survey year records  
            Traffic sector is defined by the final destination of a flight 

2.17 Although the proportion of business passengers at Heathrow (Figure 2.4) and its 
market share of total UK business traffic (Table 2.4) have decreased over time, 
Heathrow has attracted all the long-haul business growth (three million passengers) at 
London airports, increasing its market share of long-haul business traffic from 82% in 
1996 to 87% in 2007. This in part was due to BA’s network restructuring that has seen 
a substantial portion of its long-haul routes being transferred from Gatwick to Heathrow 
since early 200145. 

2.18 Faced with increasing competitive pressure from NFCs, some network airlines (such 
as BA) or alliances at Heathrow have either cut back their domestic and/or short-haul 
operations or replaced some of them with long-haul services to capture the higher-
yield business passengers (compared with shorter haul business passengers) with 
greater frequency of services. However, this also attracts more leisure passengers 
onto these flights as the airlines seek to fill up the back cabin with discounted economy 
fares. As mentioned before, since long-haul flights have, on average, the lowest 
proportion of business passengers compared with domestic and short-haul flights, this 
shift towards longer haul services has altered the mix of business and leisure 
passengers at the airport over time, resulting in a lower concentration of business 
passengers than before. 

2.19 This trend of Heathrow becoming a more long-haul dominated airport is reflected in its 
capturing almost all of the three million additional long-haul business passengers in 
and out of the London airports between 1996 and 2007 (Table 2.5), while its share of 
domestic and short-haul business passengers has decreased sharply as Luton, 
Stansted and London City Airport have established an increasingly significant 
presence in these markets, as Figure 2.5 indicates.  

                                            
45 The implementation of the EU-US ‘Open Skies’ agreement from March 2008 has led to further transfer of North 
Atlantic routes from Gatwick to Heathrow by BA and other carriers such as Continental, Delta and Northwest.  
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Figure 2.5:  Percentage share of business passengers at London airports in 1996 and 2007 
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  Source: CAA Passenger Survey, 1996 and 2007 
  Note:    2007 London City figures have been scaled up from its 2006 latest survey year records 
 

Passengers carried by carrier type 

2.20 The emergence and development of NFCs has brought a number of innovations and 
increased competition to the airline industry, particularly in the domestic and short-haul 
markets.  In 2007, NFCs carried about 57% of all passengers on domestic routes and 
45% on short-haul routes. Furthermore, of those business passengers who travelled 
from the London airports in 200646, more than 20% travelled with NFCs – a significant 
increase from less than 5% in 1996.      

2.21 In contrast to traditional FSCs, the no-frills operating model tends to have a greater 
use of secondary and less congested airports that allow quick turnaround times (hence 
enabling higher aircraft utilisation), the provision of a single class of travel with high-
density seating and a range of optional “frills” available for purchase. Furthermore, 
NFCs generally have a more simplified fleet structure, a focus on point-to-point service 
to short-haul destinations, a simpler fare model built around one-way ticket pricing and 
the use of direct ticket sales that bypass the traditional reservations systems. All of 
these factors enable NFCs to offer a basic service at a low fare47. 

2.22 The rapid growth of NFCs in the UK has not only altered the dynamics of competition 
between NFCs, FSCs and charter carriers, but also the level and mix of passengers 
across London and regional UK airports. Figure 2.6 shows that, by 2007, NFCs had 
become the dominant group in both the domestic and short-haul sectors, with growth 
in passenger numbers of almost eight and fifteen times respectively over 1996 levels. 
Consequently, NFCs’ market shares of all passengers in the domestic and short-haul 

                                            
46 The latest year that all five London airports were surveyed by CAA was 2006. 
47 CAP 770 – No-frills carriers: revolution or evolution? CAA (November 2006). 
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sectors have increased considerably from 10% and 6% in 1996 to around 57% and 
45% respectively in 2007.  

Figure 2.6: Domestic and Short-haul passengers at UK airports by carrier type and by route 
type 
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Source: CAA Airport Statistics 
Note:     Domestic passengers are counted twice as the same passenger is registered at both the departure and arrival 

domestic airports 

2.23 Figure 2.7 sets out the proportion of traffic from London and regional airports by carrier 
type for the short-haul market in 2007. As well as showing the strong position of 
London airports for short-haul services, it also indicates that FSCs as a whole have a 
much stronger presence at London airports than at regional airports (and vice versa for 
charter airlines), whilst NFCs carry a more even volume of traffic across London and 
regional airports.  

Figure 2.7:  Volume of short-haul passenger traffic by carrier type from London and regional 
airports in 2007  

0

20

40

60

80

100

London Regional

Pa
ss

en
ge

rs
 (m

)

Full-service carriers No-frills carriers Charter
 

 
Source: CAA Airport Statistics 



  

May 2009 29

2.24 Historically, in terms of the proportion of passengers carried on a route, business 
passengers have the most significant presence in the domestic sector, followed by the 
short-haul and long-haul sectors. In terms of the proportion of business passengers 
carried by airline, Figure 2.8 shows that there is only a relatively small divergence 
between NFCs and FSCs on domestic routes with 40% to 50% of the traffic being 
business. However, there is a more significant difference on short-haul routes where 
40% of passengers travelling on FSCs were on business as compared to around 18% 
and 12% on NFCs at London and regional airports respectively. This, in part, may be 
due to a wider use of ‘non-primary’ airports by NFCs to predominantly leisure 
destinations, although level of frequency and timing of the flights would also have 
significant impact on business travel demand (see paragraphs 3.20 to 3.23 for further 
discussion of different types of airport pairs and distribution of business passengers on 
short-haul international routes served by BA, easyJet and Ryanair from London 
airports).  

Figure 2.8:  Proportion of business passengers by carrier type and by sector in 2007 
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2.25 The next chapter looks in more detail at where business passengers travelled from, 
which were the most popular destinations for business travel, and how these have 
changed between 1996 and 2007 at London and regional airports and by carrier.  
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Chapter 3 Business passenger growth by route and by 
carrier  

 
Key findings: 
 

• In terms of business passenger numbers, business travel to international short-haul 
destinations remained by far the most significant segment (50%) in 2007, followed by 
domestic business travel (33%).  

 
Long-haul  

• Business passengers on long-haul services are mainly London (and predominantly 
Heathrow) based. The market is roughly split 50:50 between UK and foreign airlines, 
with BA and Virgin being the major players from London airports. 

• Business passengers carried by sixth-freedom operators48 such as Emirates, Qatar 
and Etihad Airways are growing, but still only represent a small percentage share 
(less than 10%) of total long-haul business traffic.    

 
Short-haul  

• On international short-haul routes, the proportion of business passengers travelling 
from London airports (as opposed to travelling from the regions) has decreased from 
80% in 1996 to 73% in 2007 and no-frills carriers now have a greater share of these 
passengers at London airports (from around 2% in 1996 to more than 18% in 2007). 

• The most popular short-haul origins/destinations for business travel are Dublin and 
Amsterdam. There has also been strong growth in business traffic to and from 
secondary cities such as Barcelona, Cork, Nice and Prague, while the Channel 
Tunnel has had a noticeable effect on Paris and Brussels routes. 

 
Domestic  

• Domestic business traffic to/from London declined between 2004 and 2007, although 
the number of links between London and the regions changed little. 

• No-frills carriers have had a significant impact on domestic business travel in the 
regions as they expand their networks at regional airports. 

• The share of total UK domestic business traffic represented by flights between 
regional airports has increased from 28% in 1996 to 36% in 2007. 

 

3.1 The previous chapter considered all terminating and connecting business 
passengers 49  who use either London or regional airports – indicating the relative 
significance of business traffic for various airports and by carrier type. This chapter 
also considers terminating business passengers, who either start or end their journeys 
at a UK airport, and examines which origins and destinations have the most business 
travellers to and from the UK. The relative significance of different carriers serving 
long-haul, short-haul and domestic routes at London and UK regional airports is 
discussed, and the effect of competition from rail on traffic to/from Paris and Brussels 
is presented as a case study.  

                                            
48 A sixth-freedom operator is a carrier which operates between two foreign points via an intermediate point in the 
carrier’s home country. 
49 Connecting passengers are those passengers whose sole purpose at an airport is to transfer from one flight to 
another, within 24 hours of arrival at the airport. 
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3.2 While domestic travel has the highest proportion of business passengers per flight (as 
indicated in Figure 2.8), Figure 3.1 shows that, in terms of passenger numbers, travel 
to international short-haul destinations remains by far the most significant segment of 
business travel, accounting for almost 50% of the total UK origin/destination (O/D) 
business traffic in 2007 and demonstrating a growth of almost 70% since 1996. 

Figure 3.1:  Volume and percentage growth of terminating business passengers by 
origin/destination  
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Source: CAA Passenger Survey, 1994–96, 2005–07 
Note:    Data exclude international-to-international connectors. Domestic passengers are counted twice as the same passenger 

is registered at both the departure and arrival domestic airports  
            Figure includes only airports surveyed by CAA. Airports not surveyed in 1996 and/or 2007 have been scaled up from 

nearest survey year 

3.3 Drilling down from overall sector-level traffic, Table 3.1, Table 3.2, Table 3.3 and Table 
3.6 list the top business destinations by country and by sector50 in 2007 and their 
respective growth in business passenger numbers from the 1996 level.   

3.4 Table 3.1 shows the 25 origin and destination countries with the largest volume of 
business travellers who either originated or ended their journeys within the UK in 2007, 
and their respective percentage growth from 1996 to 2007. The list shows that 
business destinations are dominated by North American and European countries, 
which are also most significant in terms of volume of trade with the UK. Whilst the CAA 
survey data suggest that these 25 countries represent around 87% of the UK’s total 
origin and destination international business traffic, Table 3.1 indicates that they also 
account for about 82% of UK’s total trade in 2007/08 according to ONS data51.  

                                            
50 Traffic sector is defined by the final destination of a flight. 
51 The extent of this relationship will be further explored in a future study.   
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Table 3.1:  Top 25 origin/destination countries for UK business travel, 2007 

COUNTRY 

Business 
passengers in 

2007 (m) 

% of total 
international 
passengers 

Business 
passenger 

growth over 
1996 

Share of total 
UK trade 

Germany 4.0 11.9% 45% 11.8% 
United States 3.7 11.1% 36% 13.9% 
Irish Republic 3.1 9.4% 128% 3.8% 
Netherlands 2.3 7.0% 58% 6.7% 
France 2.2 6.6% 17% 7.8% 
Spain 2.0 6.1% 176% 4.8% 
Italy 1.9 5.7% 91% 4.2% 
Switzerland 1.4 4.3% 56% 2.2% 
Denmark 0.8 2.5% 79% 1.2% 
Belgium 0.8 2.5% -6% 4.5% 
Sweden 0.8 2.5% 43% 1.9% 
Norway 0.8 2.4% 99% 2.7% 
Poland 0.6 1.8% 292% 1.0% 
India 0.5 1.5% 151% 1.3% 
Portugal 0.4 1.2% 67% 0.7% 
Czech Republic 0.4 1.2% 188% 0.7% 
Canada 0.4 1.2% 48% 1.7% 
Austria 0.4 1.2% 51% 0.7% 
United Arab Emirates 0.4 1.1% 155% 0.6% 
Greece 0.4 1.1% 143% 0.3% 
Russia 0.3 1.0% 46% 1.1% 
Japan 0.3 0.9% 15% 2.5% 
Hungary 0.3 0.9% 106% 0.6% 
China 0.3 0.9% 521% 3.4% 
Hong Kong 0.3 0.9% 29% 1.6% 
Total International 33.3 100% 61% 100% 

  
Source: CAA Passenger Survey, 1994–96, 2005–07; ONS Exports and Imports of Goods and  
             Services by Country  
Note:    Data exclude international-to-international connectors. Table includes only airports surveyed by CAA. Airports not 

surveyed in 1996 and/or 2007 have been scaled up from the nearest survey year 

3.5 The largest growth in business passengers between 1996 and 2007 is seen for Spain, 
Poland, Czech Republic, and the emerging markets of United Arab Emirates, India and 
China, albeit growth for most of these countries was from a relatively low base in 1996. 
While Poland and the Czech Republic appear to have increased their UK business 
traffic generally since joining the European Union, much of the increase in business 
passengers in the Spanish market has been driven by traffic to and from Barcelona, 
Malaga and Alicante which have benefited from the growth of NFCs at both London 
and regional airports.  

3.6 In contrast, France and Belgium are the only European countries that exhibit either 
fairly low or negative growth in business passengers over the period. A further 
disaggregated analysis of these countries reveals sharp reductions in business travel 
between UK and Paris/Brussels between 1996 and 2007, suggesting strong 
competition from cross-channel rail services on these routes (see Table 3.3 and the 
case study below on modal competition).  
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Long-haul 

3.7 Table 3.2 sets out the top 20 long-haul city destinations for UK O/D business 
passengers in 2007. It shows that long-haul business travel was still very much 
dominated by North America destinations (constituting more than 40% of total UK 
long-haul business passengers), particularly to/from New York City.  

Table 3.2:  Top 20 long-haul origin/destination cities for UK business travel, 2007 

CITY 

Business 
passengers in 

2007 (m) 

% of total 
long-haul 

passengers

Business 
passenger 

growth over 
1996 

New York (JFK) 0.72 8.2% 36% 
Newark 0.28 3.3% 71% 
Hong Kong 0.28 3.2% 29% 
Dubai 0.27 3.2% 149% 
Boston 0.25 2.9% 41% 
Tokyo 0.23 2.7% 16% 
Washington 0.23 2.6% 41% 
San Francisco 0.20 2.4% 23% 
Chicago 0.20 2.3% 34% 
Singapore 0.20 2.3% 50% 
Mumbai 0.18 2.0% 125% 
Houston 0.16 1.9% 139% 
Toronto 0.15 1.8% 50% 
Tel Aviv 0.15 1.8% 59% 
Los Angeles 0.15 1.7% 6% 
Shanghai 0.14 1.6% 2752% 
Johannesburg 0.14 1.6% 11% 
Delhi 0.12 1.4% 55% 
Lagos 0.11 1.3% 68% 
Philadelphia 0.11 1.2% 32% 
Total Long-haul 8.75 100% 48% 

 
Source: CAA Passenger Survey, 1994–96, 2005–07 
Note:    Data exclude international-to-international connectors. Table includes only airports surveyed by CAA. Airports not 

surveyed in 1996 and/or 2007 have been scaled up from the nearest survey year 
 

3.8 Restrictions on airlines operating UK–US routes were relaxed following the advent of 
the EU–US Open Skies agreement in March 2008, leading to more frequency of 
services and reported fare reductions. The initial impact of the liberalised transatlantic 
market was reflected in a net increase of 9% and 7% in the number of scheduled 
flights and seats respectively on UK–US routes between the last month of the Winter 
2007/08 season and the first month of the Summer 2008 season. However, Table 3.2 
also shows that the fastest growth of business passengers was to/from cities in 
emerging markets such as China, India and the Middle East. In particular, routes 
between the UK and Shanghai, Beijing, Mumbai, Bangalore, Chennai, Dubai, Abu 
Dhabi and Doha all experienced rapid expansion between 1996 and 2007, albeit from 
a relatively low base in 1996.  
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3.9 Figure 3.2 shows how airlines’ shares of business passengers on long-haul flights out 
of London and the regions changed between 1996 and 200752. It is clear that the 
majority of UK long-haul business travel remained London (and mainly Heathrow) 
based.  

3.10 While the proportion of UK scheduled long-haul flights represented by services to/from 
regional airports had doubled from 7% in 1996 to around 14% in 2007 according to 
CAA Airport Statistics, Figure 3.2 shows that regional airports’ share of UK long-haul 
business passengers, predominantly carried by non-UK airlines, had increased only 
moderately from 4.4% to 6.7% over the same period. This is because scheduled long-
haul services out of the regions are more leisure dominated compared with Heathrow.         

Figure 3.2:  Share of business passengers on long-haul scheduled flights by carrier at London 
and regional airports  

 
           1996 Total UK (7.7m)             1996 Regional (0.3m) 
 

 
 
        

                                            
52  Airlines’ shares of business passengers hereafter in this chapter should be treated with caution as airports not 
surveyed in 1996 or 2007 have been scaled up from their nearest survey years. As some of the routes served by 
individual airlines may have come in and out of operation at an airport between its survey year and the target 
year, this must be taken into account when interpreting the results. 
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              2007 Total UK (11m)              2007 Regional (0.7m) 
 

 
 
Source: CAA Passenger Survey, 1994-96, 2005-07 
Note:    Data include international-to-international connectors. BA figures include all of its franchisees.  bmiGroup includes bmi 

Regional and bmibaby. Figures for Flybe in 2007 include passengers carried by BA Connect. Figure includes only 
airports surveyed by CAA. Airports not surveyed in 1996 and/or 2007 have been scaled up from nearest survey year 

  

3.11 The proportion of business passengers on long-haul flights carried by UK airlines 
(slightly above 50% in 2007) remained relatively unchanged between 1996 and 2007; 
BA (41% in 2007) remained the most significant carrier in and out of the London 
airports in the UK long-haul market, as shown in Figure 3.2.  

3.12 However, the combined London market share of the American airlines53 fell from about 
18% in 1996 to 15% in 2007, amid rapid expansion by some Middle East sixth-
freedom carriers such as Emirates, Qatar and Etihad Airways at both London and 
regional airports. The combined share of total UK long-haul business passengers 
carried by these Middle East sixth-freedom airlines rose from 2% in 1996 to more than 
7% in 2007. Emirates and Continental are the most significant carriers in the regions, 
each carrying 1.5% of total long-haul business passengers in 2007. 

Short-haul  

3.13 A high proportion of UK short-haul origin/destination business traffic is to and from the 
main financial centres or capital cities of Europe, as illustrated in Table 3.3. While 
Dublin and Amsterdam are the top two destinations for short-haul business travel, 
strong growth to secondary cities such as Barcelona, Cork, Nice and Prague is 
observable. 

                                            
53 The American airlines operating from London are American, United, Continental, Delta, Northwest and US 
Airways. 
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3.14 These routes have benefited from increased flight frequency from both London and 
regional airports following the growth of NFCs54.  The fall in business passengers to 
and from Paris and Brussels is most likely due to a combination of the impact of 
Eurostar (see case study below) and the demise of the Belgian flag-carrier Sabena 
which carried significant numbers of connecting passengers via its hub at Brussels 
Airport.  

3.15 The impact of NFCs on short-haul travel has been widely documented, especially their 
success in drawing passengers from traditional full service and charter carriers, 
increasing the range of routes offered from the UK (particularly from regional airports), 
and providing lower and/or more flexible fare options. 55  Growth in short-haul 
international passenger numbers between 1996 and 2007 was greater for leisure 
traffic, which increased by about 250%, than for business traffic, which only grew by 
around 70% (Table 3.3) – a growth not much higher than that of long-haul O/D 
business travel (48%) as shown in Table 3.2 above.  

Table 3.3: Top 20 short-haul origin/destination cities for UK business travel, 2007 

CITY 

Business 
passengers in 

2007 (m) 

% of total 
short-haul 

passengers 

Business 
passenger 

growth over 
1996 

Dublin 2.4 9.6% 106% 
Amsterdam 2.0 8.1% 69% 
Paris 1.2 4.8% -11% 
Frankfurt 1.0 4.0% 22% 
Brussels 0.7 3.0% -9% 
Copenhagen 0.7 2.7% 89% 
Milan 0.6 1.3% 39% 
Geneva 0.6 2.5% 75% 
Dusseldorf 0.6 2.4% 23% 
Zurich 0.6 2.4% 46% 
Barcelona 0.6 2.4% 225% 
Munich 0.6 2.3% 43% 
Madrid 0.5 2.2% 79% 
Stockholm 0.5 2.1% 49% 
Cork 0.4 1.7% 271% 
Oslo 0.4 1.5% 66% 
Berlin 0.4 1.5% 154% 
Nice 0.3 1.4% 129% 
Hamburg 0.3 1.3% 32% 
Prague 0.3 1.3% 143% 
Total Short-haul 24.9 100% 69% 

 
Source: CAA Passenger Survey, 1994–96, 2005–07 
Note:    Data exclude international-to-international connectors. Table includes only airports surveyed by CAA. Airports not 

surveyed in 1996 and/or 2007 have been scaled up from the nearest survey year 

3.16 Short-haul business traffic has been growing more slowly than short-haul leisure 
traffic, despite the larger absolute and proportionate decline in average real UK–EU 
fares paid by business passengers compared with leisure since the late 1990s, as 

                                            
54 This apparent stimulation effect from increased frequency and number of routes offered by airports will be 
looked at further in a subsequent paper.   
55 See, for example, CAP 770 - No-frills carriers: revolution or evolution?, CAA (November 2006).  
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illustrated in Figure 3.3. The decline in the average real business fares over time 
reflects both a continuing trend of “trading down” to economy class by some short-haul 
business passengers and an absolute reduction in fares available for a business trip. 
The data also seem to suggest that business passengers may be less price sensitive 
than leisure travellers and demand may be driven more by volume of trade and/or level 
of economic activity than by price (see paragraph 3.4). The effect of price on business 
travel and other potential demand drivers will be further examined in a subsequent 
paper.  

Figure 3.3:  Average one-way fares paid by UK passengers (UK–EU25) in 2005 prices 
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3.17 Within the business segment, Figure 3.4 shows that NFCs have taken substantial 
market shares from the traditional full-service legacy carriers in the international short-
haul business market, especially from the London airports.  
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Figure 3.4: Share of business passengers on short-haul scheduled flights by carrier at London 
and regional airports  

 
       1996 Total UK (19m)           1996 Regional (3.8m) 
 

 
 
 
   2007 Total UK (29.4m)     2007 Regional (7.8m) 
 

 
 
Source: CAA Passenger Survey, 1994-96, 2005-07 
Note:    Data include international-to-international connectors. BA figures include all of its franchisees.  bmi Group includes bmi 

Regional and bmibaby. Figures for Flybe in 2007 include passengers carried by BA Connect. Figure includes only 
airports surveyed by CAA. Airports not surveyed in 1996 and/or 2007 have been scaled up from nearest survey year 

  

3.18 Figure 3.4 shows that: 

• The London airports’ share of the short-haul business market has decreased from 
80% in 1996 to 73% in 2007. 
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• As in the long-haul sector, short-haul business travel from the regions shows a 
significant presence of non-UK airlines, representing almost twenty percentage 
points of the 27% regional share in 2007. 

• NFCs have increased their share of business passengers, particularly at the London 
airports; the combined share of Ryanair and easyJet at the London airports 
increased markedly from 2% to 17% between 1996 and 2007 whilst that of BA and 
bmi fell from 37% to 26%.  

3.19 Although the proportion of short-haul passengers on NFCs who are travelling for 
business purposes is still relatively low (on average 16% across London and regional 
airports) compared with FSCs (40%), there is a considerable and growing volume of 
business passengers carried by NFCs, as shown in Figure 3.4 above. Previous CAA 
analysis 56  suggested that the range of destinations served (particularly from the 
regions), the frequency of services and the lower prices offered by NFCs have 
particularly benefited business passengers from smaller firms and those in the regions, 
as suggested by the increase in the proportion of business travellers from lower 
income groups over the past decade or so.  

3.20 However, although easyJet and Ryanair have similar market shares of business 
passengers at both London and regional airports, they differ significantly in terms of 
which cities/airports they fly from and to and in their relative appeal to business 
travellers. For example, although the number of international routes served and 
passengers carried by Ryanair at London airports in 2007 were, respectively, 24% and 
35% higher than easyJet, a much larger proportion of Ryanair’s London route network 
is linked to ‘non-primary’ airports57 or leisure destinations than easyJet’s. Table 3.4 
shows that 93% of the routes served by Ryanair from London are to a ‘non-primary’ 
airport, whereas more than one-third of easyJet’s short-haul routes (or 46% of its total 
short-haul passengers carried) from London in 2007 were linked to a ‘primary’ airport. 
This contrasts with BA where half of its short-haul international routes (or three 
quarters of its total short-haul passengers carried) were linked to a ‘primary’ airport at 
one end or the other.         

                                            
56 CAP 770 - No-frills carriers: revolution or evolution?, CAA (November 2006). 
57 For the purpose of this study, ‘primary’ airports are defined as the 40 airports with the highest passenger 
throughputs within each of the 40 largest urban zones (LUZ) as classified by Eurostat (Urban Audit), based on 
resident population in 2004 in the EU–27 countries plus Turkey, Norway and Switzerland. The largest airport in 
each of the capital cities of these EU–27 plus three countries is also considered as ‘primary’ airport (if it is not in 
the group of the 40 largest LUZ). Thus, Heathrow is considered as the ‘primary’ airport within the London area 
while Gatwick, Stansted, Luton and London City are classified as ‘non-primary’ airports (see Annex B for a list of 
‘primary’ airports considered in this study).   
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Table 3.4:  Type of airport pairs served by BA, easyJet and Ryanair on short-haul international 
routes from London in 2007 

  Route share by airport pair Passenger share by airport pair
Airport Pair BA easyJet Ryanair BA easyJet Ryanair 
Primary / Primary 23% 0% 0% 49% 0% 0% 
Primary / Non-Primary 29% 36% 7% 27% 46% 18% 
Non-Primary / Non-Primary 48% 64% 93% 24% 54% 82% 
Airport pairs served 123 91 113 -- -- -- 
Passengers carried (m) -- -- -- 19.2 12.3 16.6 

 
Source: CAA Airport Statistics. 
Note:    Only Heathrow is considered as the ‘primary’ airport in the London area. 
             BA figures include GB Airways, BA Cityflyer, BMed and Loganair.  easyJet figures include easyJet Switzerland. 
            Routes that had less than 10 flights in 2007 have been excluded from the data. 
3.21 Figure 3.5 shows the distribution of business passengers on short-haul routes served 

by BA, Ryanair and easyJet from London airports (excluding London City) in 2007. Of 
the 100 or so routes served by Ryanair, only about 5% of the routes carried 30% or 
more business passengers on average. By comparison, 27% of the short-haul routes 
served by easyJet from London and 67% by BA had 30% or more business 
passengers on board.        

Figure 3.5: Distribution of business passengers on short-haul routes from London airports 
(except London City) in 2007 
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Source: CAA Passenger Survey (2007) 
Note:     London City airport is not included as it was not sampled by CAA in 2007. Routes with fewer than 50 interview records 

have been excluded from the data to minimize sampling errors 

3.22 BA has a larger proportion of routes that link to a primary airport and generally carries 
a higher proportion of business passengers than NFCs. However, on routes where 
NFCs offer a competitive frequency, they are capable of attracting a similar (and in 
some cases higher) proportion of business passengers than FSCs. The London–
Barcelona route is a case in point: BA, Iberia and easyJet fly to Barcelona from 
London while Ryanair serves the neighbouring airports at Girona and Reus – Ryanair 
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markets these as Barcelona (Girona) and Barcelona (Reus) although both are about 
50 miles from the city centre of Barcelona. Table 3.5 shows that in 2007 easyJet 
offered a frequency of service which was competitive with BA and Iberia. While 
easyJet’s Luton service carried a similar proportion of business passengers to Iberia’s 
Heathrow flights, its Gatwick service attracted a higher proportion of business 
passengers than both BA’s Gatwick and Heathrow services.  

Table 3.5:  Proportion of business passengers by carrier and by airport in 2007 

 
 
Source: CAA Passenger Survey (2007)                                                Source : Microsoft Mappoint                               
Note:    Daily frequency of return flights during weekdays in summer 2007 

3.23 In contrast, Ryanair’s services carried fewer than 10% of business passengers in 
2007. Ryanair had only one daily flight from Luton to Reus and two daily services from 
Stansted to Reus and from Luton to Girona in summer 2007. However, it offered four 
daily flights from Stansted to Girona, which suggests that frequency alone is 
insufficient to attract business passengers – they are also likely to prefer primary 
airports nearer to city centres. The timings of the outbound and return flights are also 
likely to be a significant factor for business travel.  

3.24 As well as competition from other airlines, there may be significant competitive 
pressures from high speed train services for short distance domestic and international 
travel. The section below examines how such inter-modal competition has developed 
on travel between the UK and Paris/Brussels. 

Case Study:  Modal competition from Eurostar on short-haul routes  

3.25 Eurostar moved its London operations from Waterloo to the newly restored St Pancras 
International rail station on 14 November 2007 and started to use the dedicated high-
speed line connecting central London to the Channel Tunnel. With this move, it 
became possible to reach Brussels and Paris from London in 1h 55m and 2h 15m 
respectively, representing a reduction in journey time of 20 minutes compared to 
Eurostar’s Waterloo service.  

3.26 The use of St Pancras station enabled Eurostar to offer connections to nine northern 
rail services that terminate at St Pancras or the neighbouring stations of Kings Cross 
and Euston, and it also began offering “through fares” to the Continent, a single fare 

Airline 
London 
airport 

Airport / Daily 
frequency 

% 
Business

Gatwick Barcelona (3) 30% BA 
Heathrow Barcelona (5) 36% 

Iberia Heathrow Barcelona (4) 28% 
Gatwick Barcelona (4) 38% 
Luton Barcelona (5) 28% easyJet 
Stansted Barcelona (3) 20% 

Girona (2) 2% 
Luton Reus (1) 6% 

Girona (4) 7% 
Ryanair 

Stansted Reus (2) 8% 

Reus 
Airport

Barcelona 
Airport 

Girona 
Airport
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from any of 130 UK towns and cities to a Eurostar destination across the Channel.58 
Figure 3.6 shows the extent of the rail network served by such “through fares” to the 
Continent. 

Figure 3.6: Rail stations with through fares to the Continent  

 
 
Source: Eurostar website 

3.27 Eurostar reported large increases in travellers from UK regions after the first year at St 
Pancras International 59 , with passenger numbers increasing by up to 150% from 
Derbyshire and more than 100% from the East Midlands, Yorkshire and the North East 
(albeit from a low base level). The slowest growth in Eurostar passengers was from 

                                            
58 Eurostar offers through fares (including transfers on the London Underground) to the Continent with First Great 
Western, National Express East Anglia, First Capital Connect, Virgin Trains, National Express East Coast, East 
Midlands Trains, London Midland, Chiltern Railways and Hull Trains. 
59 Eurostar press release, 12/11/08. 
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Scotland: Edinburgh 38%, Glasgow 29% and Aberdeen 41%, where travelling by rail is 
disadvantaged by the relatively long journey time compared with travelling by air.  

3.28 In 2007, 6.2 million passengers flew between Paris or Brussels and the UK, while 8.3 
million passengers used Eurostar to cross the Channel. However, in 2008, only 5.7 
million passengers flew on these routes, in contrast to Eurostar, which carried 9.1 
million passengers (up 10.3% on 2007) despite a fire incident on board a freight shuttle 
on 11 September 2008 which caused significant service reductions and longer journey 
times.60  

3.29 Analysis of CAA airport statistics shows that air passengers between all UK airports 
and Paris or Brussels declined by six per cent between 2004 and 2007, while 
passengers travelling on Eurostar across the Channel increased by 15% over the 
same period. However, the impact of Eurostar on air travel to Paris/Brussels appears 
to differ significantly between London and regional airports, with some variation 
amongst the regional airports (see Figure 3.7). Air passengers to Paris/Brussels from 
London and from regional airports that serve geographical areas with rail links to St 
Pancras, Kings Cross and Euston stations 61  were adversely affected by Eurostar 
competition (a decline of 17% from London and 6% from regional airports between 
2004 and 2007). On the other hand, air passenger traffic to Paris/Brussels from other 
regional airports without effective rail links to London increased significantly (+33%). 
This suggests significant substitution from air to rail on travel to Paris/Brussels, 
especially for passengers originating from areas with effective rail links to St Pancras 
and its nearby rail stations.   

                                            
60 Normal Eurostar services were restored on 23 February 2009 with further capacity added. There are now up to 
19 trains per day from London to Paris and up to 10 per day to Brussels. 
61 Airports that have rail links to St Pancras, Kings Cross and Euston stations are Birmingham, Cambridge, 
Coventry, East Midlands, Liverpool, Manchester and Norwich airports. 
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Figure 3.7: Number of passengers between UK and Paris/Brussels by air and by Eurostar,  
2004-2008 
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Source: CAA Airport Statistics and Eurostar  

3.30 This trend continued in 2008 – passenger numbers from London and from regional 
airports with effective rail links fell by 15% and 8% respectively compared with the 
same three quarters in 2007, whereas passenger numbers from the other regional 
airports increased by 11%. Figure 3.8 below compares the passenger growth rates of 
Eurostar with air traffic to/from London and regional airports. It highlights the 
increasing modal shift on the Paris and Brussels routes, particularly after the move by 
Eurostar to St Pancras International station in late 2007.    
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Figure 3.8: Passenger growth between UK and Paris/Brussels by air and by Eurostar 
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Source: CAA Airport Statistics and Eurostar  
Note:     AAGR = average annual growth rate 

Domestic  

3.31 UK domestic traffic has been in decline since 2005 after steady growth averaging 5.2% 
per annum in the preceding decade. Consequently, domestic travel accounted for 21% 
of total UK traffic in 2007 as compared to 24% in 199662.     

3.32 This recent reduction was largely driven by the decline of domestic traffic to/from 
London airports, especially Heathrow, where domestic traffic has fallen by an average 
of 6% per annum since 2004. However, traffic growth between UK regional airports 
also slowed to 4% in 2006 and -1% in 2007, following a period of strong growth 
averaging 12% per annum between 2000 and 2005.     

3.33 A previous study by the CAA 63  suggested that contributing factors to this recent 
decline in domestic traffic could include: improved rail services; the deterrent effect of 
airport security restrictions and their contribution to increased journey time; fewer 
passengers to/from regional airports using Heathrow as a connecting point as 
alternative hub options outside the UK have developed; the increasing liberalisation of 
long-haul services and slots scarcity at Heathrow; and, to a lesser extent, the 
increases in Air Passenger Duty (although the declining traffic trend predates the 
February 2007 increase in Air Passenger Duty).  

3.34 Although the number of links between London and UK regional airports has changed 
little in recent years, as shown in Figure 3.9, there has been a notable increase in links 
between UK regional airports since 2003.  

                                            
62 Domestic passengers are counted twice as the same passenger is registered at both the departure and arrival 
domestic airports. 
63 Recent trends in growth of UK air passenger demand, CAA (January 2008). 
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Figure 3.9: Number of domestic routes by city pair, 1996–2008  
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Source: CAA airport statistics 
Note:     Routes are defined as services averaging at least 5 round trips per week. Data includes Channel Islands and Isle of 

Man 

3.35 Domestic business travel by air within the UK is still dominated by London routes, 
although the London airports’ market share of such traffic has diminished from 32% to 
27% between 1996 and 200764, as shown in Table 3.6. Manchester and Aberdeen as 
business destinations had well below average growth rates of domestic business 
travel, while there were significant increases at other regional airports, particularly 
Bristol and Southampton, where NFCs have established a base to cater for both 
leisure and business traffic65. 

                                            
64 Domestic passengers are double counted as the same passenger is registered at both the departure and 
arrival domestic airports. 
65 It is possible that some of this increased domestic business traffic has switched from road or rail travel.  
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Table 3.6:  Top 12 domestic destinations for business travel, 2007 

CITY 
Business 

passengers 
(m) 

% of total 
domestic business 

passengers 

% growth over 
1996 

London 4.2 27.1% 38% 
Edinburgh 2.0 12.9% 74% 
Glasgow 1.8 11.8% 64% 
Manchester 1.0 6.3% 29% 
Belfast Int'l 0.9 6.0% 79% 
Belfast City 0.8 5.1% 100% 
Birmingham 0.7 4.4% 79% 
Aberdeen 0.6 3.7% 20% 
Bristol 0.5 3.4% 417% 
Newcastle 0.5 3.1% 75% 
Southampton 0.4 2.6% 358% 
Nottingham 0.3 2.0% 146% 
Total Domestic 15.4 100% 65% 

 
Source: CAA Passenger Survey, 1994–96, 2005–07 
Note:    Data exclude international-to-international connectors. Table includes only airports surveyed by CAA. Airports not 

surveyed in 1996 and/or 2007 have been scaled up from the nearest survey year 

3.36 In contrast to the long-haul and short-haul segments, several major UK airlines had 
significant shares in the domestic business market in 2007: BA, easyJet, bmi group 
and Flybe. Figure 3.10 shows the breakdown of domestic business traffic between 
London–Regional and Regional–Regional routes and by airline. It also shows that 
traffic between regional airports has increased from 28% of the UK total in 1996 to 
36% in 2007, while BA’s presence in the domestic market has been strongly 
challenged by the expansion of NFCs, especially on intra-regional routes, where BA 
has recently stopped offering services through itself and its franchisees66.  

                                            
66 BA’s franchise agreement with the Scottish regional airline, Loganair, for connecting journeys within Scotland 
ended on 25 October 2008. Instead, Loganair began a franchise agreement with Flybe from the start of the 
2008/09 Winter season.  
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Figure 3.10:  Share of business passengers on domestic scheduled flights by carrier between 
London and regional airports  

 
       1996 Total UK (14.8m)      1996 Region-to-Region (4.1m) 
 

 
 
 
       2007 Total UK (18.5m)    2007 Region-to-Region (6.7m) 
 

 
 
Source: CAA Passenger Survey, 1994-96, 2005-07 
Note:    Data include international-to-international connectors. BA figures include all of its franchisees.  bmi Group includes bmi 

Regional and bmibaby. Figures for Flybe in 2007 include passengers carried by BA Connect. Figure includes only 
airports surveyed by CAA. Airports not surveyed in 1996 and/or 2007 have been scaled up from nearest survey year 

 

3.37 Flybe’s (formerly known as Jersey European) intra-regional services have significantly 
increased their share of domestic business passengers from 1.4% in 1996 to 14% in 
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2007. It became Europe's largest regional airline by acquiring BA Connect from BA in 
March 200767 and has had a franchise agreement with Loganair since October 2008.  

3.38 Since 1996 the bmi Group has commenced long-haul services at London airports (see 
Figure 3.2 above), but its share of business passengers in the short-haul and domestic 
markets from London has fallen68. However, for domestic operations between regional 
airports, the bmi Group’s market share of region-to-region business traffic has 
increased by more than five percentage points to 8% between 1996 and 2007.   

                                            
67 For a more detailed study of Flybe’s acquisition of BA Connect, see CAP775 - Air services at UK regional 
airports, CAA (November 2007).  
68 bmi has recently announced the withdrawal of services from Heathrow to Leeds-Bradford and Durham Tees 
Valley as of 29 March 2009.      
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Chapter 4 Socio-economic characteristics of and source 
of demand for business passengers  

 
 
Key findings: 
 
Passenger characteristics & ticket type 
 

• Business passengers have a similar median age to those travelling for leisure, but 
are much more ‘clustered’ in the 25 to 54 age bracket. 

• The proportion of women business passengers has not changed much in the last 10 
years; a larger proportion come from lower income groups than men.   

• No-frills carriers (NFCs), which carry more than 20% of business passengers from 
London airports, carry a larger proportion of passengers from lower income groups 
than full-service carriers (FSCs).  

• There has been a significant decline in the proportion of business passengers 
travelling in First or Business/Club cabins, especially in the short-haul market (from 
40% in 1996 to less than 10% in 2007). 

 
Purpose of business travel 
 

• Attending internal meetings or meetings with external clients remained the main 
purposes of business travel between 2001 and 2007, representing around two-thirds 
of all business travel. There is also little difference in terms of trip purpose between 
those travelling on NFCs and FSCs over the same period. 

• Around half (48%) of London City’s business passengers in 200669 were from 
banking/finance-related industries. 

• Heathrow’s mix of business passengers’ occupations in 2006 was not dissimilar to 
other large London airports – what might be seen as ‘City occupations’70 did not 
predominate. 

• Stansted had fewer business passengers from the City occupations despite its 
relatively good transport links with the City of London (the ‘Square Mile’), but 
attracted disproportionately more passengers from the health/public sectors, 
catering/retail/wholesale and construction industries.   

 
Catchment area 
 

• Whilst Heathrow’s catchment area in respect of short-haul business passengers has 
not changed much between 2000 and 2006, London City’s catchment area has 
expanded significantly as the airport has grown in size and in the number of routes 
served. The majority of London City’s increase in passenger shares appear to 
originate from areas in north-east and south-east London.  

 

4.1 This chapter examines some of the socio-economic characteristics of business 
passengers and whether these have changed over time. It looks at elements such as 
carrier type, the proportion of business passengers travelling in different classes, the 
main purpose of their business trip and their profession.  

                                            
69 London City airport was last surveyed by CAA in 2006.  
70 For brevity, the banking, financial, insurance and legal professions are referred to in this report as ‘City’ 
occupations, however this does not necessarily refer to their geographical location. 
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4.2 The chapter concludes with an examination of the catchment area in respect of short-
haul business passengers for Heathrow and London City airports – the two London 
airports with the highest proportion of business passengers71.  

Business passenger characteristics  

4.3 This section looks at some socio-economic characteristics of UK business passengers, 
the main purpose of their business trips and the industry group they fall into, as well as 
the proportion of these business passengers choosing to travel in business versus 
economy class.  

Age distribution 

4.4 Figure 4.1 shows that business passengers predominantly lied within a narrower age 
band than leisure passengers, with 31% belonging to the 35 to 44 age group and 84% 
in total falling into the wider 25 to 54 age bracket. This compares with leisure 
passengers, whose largest segment (22%) came from the younger 25 to 34 age group 
with only 58% in total falling into the wider 25 to 54 age bracket. However, both 
business and leisure passenger groups had a similar median age of around 36 years. 

Figure 4.1: Age distribution by journey purpose in 2006 
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Source: CAA Passenger Survey 2006 
Note:    The eleven surveyed airports in 2006 were Belfast City, Belfast International, Birmingham, Nottingham East Midlands, 

City of Derry, Gatwick, Heathrow, Luton, Manchester and Stansted   
 

4.5 When looked at by gender, there was a notable difference in the age distribution of 
business passengers. Figure 4.2 shows that, in 2006, more male business passengers 
belonged to the older age groups than female passengers. Whilst almost 40% of male 

                                            
71 CAA Passenger Survey 2006 is used since London City airport, which has a high proportion of passengers 
travelling for business purposes, was not surveyed in 2007. 
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business passengers were aged between 45 and 64, only 26% of female business 
passengers fell within this older age band.   

Figure 4.2: Age distribution of business passengers by gender in 2006 
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Source: CAA Passenger Survey 2006 
Note:    The eleven surveyed airports in 2006 were Belfast City, Belfast International, Birmingham, Nottingham East Midlands, 

City of Derry, Gatwick, Heathrow, Luton, Manchester and Stansted 

Income distribution by  gender 

4.6 Figure 4.3 shows that around one in five business passengers at London airports in 
2006 were female. Although this percentage has not changed significantly since 1996, 
there is a striking difference between the genders in terms of their income distribution. 
It appears that a significantly larger proportion of female business passengers come 
from lower income groups – a pattern which has not significantly changed over the 
period.        
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Figure 4.3:  Income distribution of UK residents by gender at London airports 1996 to 2006, 
2006 prices 
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Source: CAA Passenger Survey, 1996, 2000 and 2006 
Note:     All incomes have been converted to 2006 prices 

Income distribution by carrier type 

4.7 The income distribution of UK business passengers using the London airports shows 
more marked changes over time when looked at by carrier type than by gender.  
Figure 4.4 shows that the proportion of business passengers travelling on NFCs at the 
London airports has increased rapidly from less than 5% in 1996 to over 20% in 2006. 
There is a significant increase in the proportion of business passengers with lower 
incomes travelling on NFCs, although the same trend is present, albeit to a much 
lesser extent, for FSCs. This trend, combined with the increased proportion of 
business passengers travelling on NFCs, means that the overall average income of 
business passengers fell in real terms between 1996 and 2007. 

4.8 This is most likely due to a combination of the increasingly international nature of the 
UK’s businesses (including small and medium sized enterprises) and the greater range 
of destinations and lower fares available at London and regional airports, both of which 
could make air travel viable for smaller companies and more junior staff from larger 
companies.  
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Figure 4.4: Income distribution of UK business passengers using London airports 1996 to 
2006, 2006 prices 
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Source: CAA Passenger Survey, 1996, 2000 and 2006 
Note:     All incomes have been converted to 2006 prices 

Business passengers travelling in different classes 

4.9 The full-service scheduled airline industry has long relied on a combination of high-
yield business travellers and a large number of low-fare-paying economy passengers 
to maximize revenues and profits. 

4.10 The business travel market has, in recent years, seen the proportion of business 
passengers who travel in premium classes declining across all sectors, particularly the 
short-haul market, as more travellers question the value of premium class products or 
are attracted away by cheaper alternatives72. The average 3.4% per annum growth 
rate of international business passengers between 1996 and 2007 documented in 
Chapter 2 has been accompanied by a downward trend in airline average yields since 
the late 1990s and the shift of business passengers from travelling in premium cabins 
to economy seats. 

4.11 Table 4.1 shows the proportion of business passengers in different cabin classes and 
the percentage of business passengers who travel in the premium classes as opposed 
to travelling on economy tickets.  

                                            
72 Business passengers in 1996 sometimes had no real choice as there was only very small presence of NFCs. 
The “Saturday night stay” rule existed on all but the highest economy fare, and fully flexible tickets were only 
available in the Club cabin. 
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Table 4.1:  Proportion of business passengers travelling in different cabin classes  

  
How much of each cabin do 

business passengers make up? 
Which cabin do business 

passengers use? 
Ticket Type 1996 2007 1996 2007 
Long-haul destinations        
First/Business/Club 79% 73% 34% 23% 
Premium Economy n/a 56% n/a 9% 
Economy 28% 20% 66% 69% 
Total Long-haul 36% 25% 100% 100% 
         
Short-haul destinations        
Business/Club 93% 81% 40% 9% 
Economy 39% 26% 60% 91% 
Total Short-haul 50% 28% 100% 100% 
         
Domestic destinations        
Business/Club 91% 93% 22% 8% 
Economy 51% 46% 78% 92% 
Total Domestic 56% 48% 100% 100% 

 
Source: CAA Passenger Survey, 1994–96, 2005–07 
Note:     Airports not surveyed in 1996 and/or 2007 have been scaled up from the nearest survey year 

4.12 While the proportion of domestic passengers in business class who are travelling on 
business has remained broadly the same over the years, there has been a reduction in 
the long-haul (79% to 73%) and short-haul (93% to 81%) markets compared with 
1996. In addition, the proportion of business passengers who opt to travel in premium 
classes has declined across all three markets, particularly for the short-haul routes.  

4.13 This change in the pattern of business passengers travelling in different classes 
reflects the underlying changes in, among other things, the aviation environment, the 
fare structures and the level of fares in both long and short-haul markets in recent 
years. Enhanced competition in Europe and elsewhere has increased the choice of 
airlines, range of destinations, level of frequency and ticket flexibility and reduced 
average fare levels. For example, the introduction of premium economy class on long-
haul routes by some airlines to further price discriminate passengers has led to ‘trading 
down’ by some first/club class business passengers73 and ‘trading up’ by economy 
passengers who are travelling for leisure purposes but want to pay for extra comfort. 
Table 4.1 shows that, of the 32% of long-haul business passengers travelling in the 
premium class in 2007, more than one quarter are travelling on a premium economy 
ticket.74 The table also indicates that within this premium economy class, 44% are 
leisure travellers.   

                                            
73 Premium economy class also appeals to small and medium-sized enterprises that do not have corporate 
contract with an airline or alliance because they are unlikely to be able to negotiate club discounts based on 
buyer’s power.  
74 The flexible Premium Economy (W2) product was first introduced by Virgin in the 90s and followed by BA in 
2000 which was initially rolled out as a supplement (c20%) over the flexible Economy (Y2) fare. While the 
relativities in fare levels between the different classes have evolved over time, the current Premium Economy 
fare on BA flights is typically about 35%-45% of the fully flexible Business (J2) fare and c35%-55% above the 
flexible Economy (Y2) fare on most dense long-haul routes, although the increment over the Y2 fare could be as 
high as 70% or more on some thicker routes such as New York and Los Angeles. However, the spread between 
different classes is generally much smaller on thinner routes.        
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4.14 On domestic and short-haul routes, NFCs have made inroads into the market share of 
FSCs for leisure, and, to a lesser extent, business passengers. They were able to 
achieve this by significantly reducing the level, as well as changing the structure of 
fares (such as removal of “Saturday night stay” rule) and instead, offering an 
increasingly wider choice of on-demand “frills” such as priority boarding and lounge 
access which might attract business passengers. Furthermore, the point-to-point 
operating model, the use of less congested airports, and the consequent high number 
of rotations that can be achieved, all serve to allow NFCs to offer a wide range of 
choices to passengers in terms of destinations and flight frequency (increasing the 
likelihood of a daily/near daily service) on some less dense routes.  

Purpose of business travel 

4.15 When looking at the types of employment amongst business passengers, banking and 
finance-related industries feature highly. This section looks at the main purpose of 
business travel and the proportion of business passengers from various industry 
groups, by carrier type and airport respectively. 

4.16 Table 4.2 shows that attending internal meetings or meetings with external clients 
were the main purposes of business travel in 2001 and 2007. There is little difference 
in terms of trip purpose between those travelling on NFCs and FSCs over time, 
although the proportion of total UK business passengers carried by NFCs has more 
than doubled since 2001. 

Table 4.2: Main purpose of business travel by carrier type 

  No-frills carriers 
Full-service 

carriers 
% share of no-frills 

carriers 
Main business purpose  2001 2007 2001 2007 2001 2007 
Attending Internal Business 34% 35% 35% 36% 12% 27% 
Meetings with Customers 34% 34% 30% 30% 14% 30% 
Conference/Congress 7% 8% 8% 10% 11% 24% 
Overseas Employment  2% 2% 3% 4% 10% 20% 
Trade Fair/Exhibition 3% 4% 2% 3% 19% 35% 
Contract Home Leave 1% 1% 2% 2% 5% 11% 
Au pair/Studies paid by employer 1% 1% 1% 1% 12% 29% 
General business 16% 13% 15% 11% 13% 32% 
Airline Staff/Armed Services 2% 2% 3% 2% 8% 26% 
Total 100% 100% 100% 100% 13% 28% 

 
Source: CAA Passenger Survey, 1999–2001, 2005–07 

4.17 There is a noticeable difference across London airports in terms of the industry group 
from which business passengers originate. This variation appears to be attributable 
more to airport location than to the carrier type. Table 4.3 shows that the largest sector 
using London City airport has been the ‘City occupations’, with 48% of all business 
passengers, as compared to 20% or less from this group using Heathrow and the 
other London airports. Due to its close proximity to the financial centre75 of London, 

                                            
75 For the purposes of this report, the ‘financial centre’ refers to that area of London where the majority of the 
capital’s workers employed in ‘City occupations’ (as defined in Footnote 70) are based.   This comprises two 
main locations – the City of London (the ‘Square Mile’) and Canary Wharf.  Both are located to the east of the 



  

May 2009 58

London City airport has been able to attract a disproportionately high volume of this 
element of business traffic (9% of the total as indicated in Table 4.4 below), even 
though it only has 4% of the total business passengers at the five London airports.  

Table 4.3: Distribution of business passengers by industry group at London airports in 2006  

  
Gatwick + Stansted 

+ Luton 
Industry Group 

London 
City Heathrow  

NFCs FSCs 
Banking/Finance/Insurance/Legal 48% 20% 16% 18% 
Health/Education/Public Services 11% 14% 16% 16% 
Transport & Communications 8% 14% 13% 14% 
Engineering/IT Consulting/Electrical Supplies 7% 12% 12% 10% 
Catering, Retail, Wholesale and Hotel 4% 6% 10% 6% 
Energy & Water Supply Industries 5% 5% 3% 9% 
Mining & Manufacturing Industries 4% 9% 5% 6% 
Construction 4% 4% 10% 6% 
Food/Agriculture/Forestry/Fisheries etc. 2% 5% 5% 4% 
Recreational & Entertainment Industries 2% 3% 4% 3% 
Other business 4% 8% 7% 7% 
Total Business Passengers (m) 1.5 24.2 7.7 3.9 
  100% 100% 100% 100% 

  
Source: CAA Passenger Survey, 2006 

4.18 By contrast, Stansted appears to be under-represented in this industry group and in 
the energy/water supply industries with market shares of only 7% and 5% respectively, 
despite handling 11% of total business passengers at London airports and having 
relatively good transport links with the City of London (the ‘Square Mile’). Instead, 
Stansted appears to attract business passengers disproportionately from the 
health/public sectors, catering/retail/wholesale and construction industries. On the 
other hand, Gatwick appears to have a more-than-proportionate share of business 
passengers from the energy/water supply industries, unlike Luton or Stansted, where 
the opposite is true.   

                                                                                                                                        
capital, and are approximately five miles apart.  Transport links and geographical proximity mean that Stansted 
and London City are well-placed to serve this area.  The opening of the DLR station at London City airport in 
2005 improved accessibility further, from both Bank station in the City of London and from Canary Wharf itself. 
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Table 4.4: Proportion of total London business passengers by airport and by industry group in 
2006  

Industry Group 
London 

City Gatwick Heathrow Luton Stansted Total 
Total Pax 

(m) 
Banking/Finance/Insurance/Legal 9% 14% 65% 4% 7% 100% 7.5 
Health/Education/Public Services 3% 15% 61% 5% 15% 100% 5.4 
Transport & Communications 2% 14% 67% 5% 11% 100% 5.1 
Engineering/IT Consulting/Electrical 
Supplies 3% 13% 68% 6% 12% 100% 4.3 
Catering, Retail, Wholesale and Hotel 2% 15% 59% 7% 16% 100% 2.5 
Energy & Water Supply Industries 4% 24% 66% 1% 5% 100% 1.9 
Mining & Manufacturing Industries 2% 11% 74% 4% 8% 100% 2.8 
Construction 3% 20% 51% 8% 18% 100% 2.1 
Food/Agriculture/Forestry/Fisheries etc. 2% 12% 66% 6% 14% 100% 1.7 
Recreational & Entertainment Industries 3% 13% 63% 8% 13% 100% 1.1 
Other Business 2% 15% 69% 5% 9% 100% 2.8 
% of total London business passengers 4% 15% 65% 5% 11% 100% 37.3 
 
Source: CAA Passenger Survey, 2006 

Airport catchment area 

4.19 The catchment area from which an airport draws its passengers can be defined in a 
number of different ways. The ‘relevant’ geographical market for different types of 
passengers for an individual airport is likely to be affected by a number of factors 
including surface access journey times to and from the airport, the spatial distribution 
(in relation to their residential or work location) of outbound passengers around the 
airport and the intended final destination of inbound passengers76.   

4.20 One way to analyse the relative concentration of passengers around an airport is to 
map out the actual distribution of passengers by average time spent travelling to an 
airport in order to catch a flight or (on arrival) travelling from an airport to their ultimate 
destination. Heathrow and London City are the two London airports with the highest 
proportion of business passengers.  For each of these two airports in 2006, Figure 4.5 
shows, in the darkest green shade, the origin of the 70% of scheduled short-haul 
international business passengers with the shortest journey times77. The middle shade 
shows the area in which the next-closest 10% of short-haul business passengers are 
located, with the lightest shade showing a further 10%. Thus, the combined green 
shaded areas represent the origin of travel for 90% of the short-haul business 
passengers at Heathrow and London City airports. 

                                            
76 See, for example, Initial price control proposals for Heathrow, Gatwick and Stansted airports: Supporting paper 
II, CAA (December 2006). 
77 Only short-haul passengers were considered since London City currently has no long-haul routes. 
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Figure 4.5:  Distribution of surface origin/destination for short-haul international business 
passengers at Heathrow and London City, 2006 

                         Heathrow           London City  
 

 
 
Source: CAA Passenger Survey 2006, using Microfit Mappoint 

4.21 Figure 4.5 shows that Heathrow draws its short-haul business passengers from a wide 
area of South East England and that the proportion from Greater London greatly 
exceeds that of any other individual county. The distribution has not changed much 
between 2000 and 2006, although there was a slight expansion in the 70% area 
(darkest shade).  

4.22 By comparison, London City’s catchment area appears to be much more local – 90% 
of its business passengers had an airport access time of less than 90 minutes (as 
compared to almost 115 minutes for Heathrow) in 2006. Nevertheless, this represents 
a noticeable increase from 72 minutes for the corresponding 90% of passengers in 
2000, indicating that its catchment area has expanded as the airport has grown in size 
and in number of destinations served. Other transport developments in the Dockland 
area surrounding London City airport have also helped to improve the accessibility of 
the airport78.    

4.23 The change in the geographical distribution of short-haul international business 
passengers using these airports between 2000 and 2006 is shown in Figure 4.6. Dark 
blue shading indicates where the percentage has increased by more than 0.4 of a 
percentage point79, whilst dark red shading indicates a reduction of more than 0.4 of a 
percentage point. 

4.24 Although the change in catchment area is rather complex for both airports, it appears 
that there is a relative concentration of increasing shares for London City in the north-
east and south-east of London whilst, for Heathrow, the areas of increasing and 
reducing shares are more evenly distributed.     

                                            
78 Passenger numbers at London City airport have grown rapidly since its opening in 1987, this has happened 
alongside the regeneration of the area over the last 20 years overseen by the London Docklands Development 
Corporation (LDDC).  Over this period and subsequently, Canary Wharf has grown in size, alongside other 
transport developments including the opening of the DLR and the Jubilee extension to the London Underground 
(completed in 1999).  By 2007, the working population of Canary Wharf was estimated (by the Canary Wharf 
Group plc) to be 93,000 (as compared with 14,000 in 1996). 
79 For example, from 3.0% of passengers to 3.5% 
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Figure 4.6:  Changes in point of origin of Heathrow and London City short-haul international 
business passengers, between 2000 and 2006 

                          Heathrow        London City 
 

 
 
 
 
 
 
 
 
 
Source: CAA Passenger Survey, 2000 and 2006, using Microfit Mappoint 
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Chapter 5 Business Aviation 
 
 
Key Findings 
 
Traffic 

• Business aviation grew significantly between 2003 and 2007, but remained a 
relatively small sector in terms of movements (around 7% of all UK movements) and 
passengers carried (likely to be less than 1.5% of the business passengers carried 
by scheduled services) in 2008. 

• However, against the backdrop of a declining proportion of business passengers 
travelling in premium classes (especially in the short-haul market) on scheduled 
airlines, it is likely that some premium passengers have shifted from scheduled 
carriers to business aviation in the last five years. 

• Business aviation in the UK is primarily a domestic or short-haul phenomenon.  
Domestic flights accounted for 30% of all business aviation movements in 2008. The 
most international business movements at UK airports in 2008 were to/from France 
(17%) – more than double that of any other country – but the Russian Federation 
saw the highest average growth rate of 30% per annum between 2004 and 2007.  

 
Route network 

• By comparison to commercial scheduled services, business aviation has a much 
wider network linking airport pairs that are either not served regularly, or not served 
at all by scheduled carriers80. Only around 7% of the 14,000 UK–International airport 
pairs used by business aviation services in 2008 had scheduled services (i.e. with at 
least one scheduled departure per working day or 260 annual departures). 

 
UK airports 

• On-demand business aviation services in the London area have spread amongst less 
congested non-primary airports such as Luton, Farnborough, London City, Biggin Hill 
and Northolt around London due to increasing difficulty in securing runway access to 
slot-coordinated airports such as Heathrow and Gatwick.   

• Luton (38 departures/day) and Farnborough (29 departures/day) remained the top 
two airports with the most business aviation traffic in 2008, accounting for 25% of 
total UK business aviation departures. Northolt, Biggin Hill and Farnborough are the 
UK airports where business aviation forms the highest proportion of total traffic (more 
than 85% at each airport). 

• As a result of its ad hoc demand, business aviation might be more responsive to 
changes in economic and business conditions than scheduled services. This seems 
to be borne out by the more pronounced decline of business aviation activities (a 
drop of more than 20% year on year) than other traffic (around 10% fall) in the 
second half of 2008 and early 2009 as a result of the recent economic downturn. 

 
 

5.1 Although the majority of business travel uses commercial scheduled services at 
medium and large airports, there is a small but significant proportion of UK business 
travel (in terms of number of movements) using ad hoc business aviation services 
based on small business aircraft, typically with less than 15 seats, and usually 

                                            
80 This includes some small airports which cannot be used by commercial scheduled carriers except for small 
business aircraft because of short runway length.  
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operating from less congested airports. In 2008, business aviation accounted for 
almost 7% of all UK  movements operated under ‘instrument flight rules’ (IFR)81. 

5.2 Business aviation provides regular and ad hoc charter services for business travellers, 
as well as for overnight mail and freight. In terms of annual gross value added, the 
business aviation sector is said to have made notable contributions to the general 
economy82. However, business aviation also absorbs capacity and resources in terms 
of infrastructure, including airport and air traffic management, because of its unique 
demand characteristics and pattern of traffic flow. 

5.3 This chapter looks at the development and characteristics of this fast-growing sub-
sector of business travel in the UK in recent years, and how the services provided by 
business aviation differ from commercial scheduled services.  It also considers the 
impacts of business aviation demand on UK air traffic management and airspace 
planning.  

Definition of business aviation 

5.4 Although there is no single best definition of ‘business aviation’, it is commonly 
regarded as the use of any general aviation aircraft for a business purpose83. This 
includes both commercial and non-commercial operations of an aircraft, and can be 
divided into three categories: 

• Commercial – aircraft flown for ad hoc business purposes by an operator having a 
commercial operating certificate. These include air taxi and fractional operators84. 

• Corporate – non-commercial operations in which a company owns and operates its 
own aircraft for the carriage of employees. 

• Owner operated – non-commercial operation for business purposes by an individual 
as owner of the aircraft. 

5.5 However, most UK business aviation traffic is outside the scope of CAA traffic statistics 
and survey data, and information on the number of business passengers using 
business aviation services is not readily available. Therefore, the analysis of business 

                                            
81 Flights are generally referred to as operating under ‘IFR’ when they are operating within the en-route air traffic 
control structure for some or all of their journeys. Data on the alternative ‘visual flight rules’ (VFR) flights are not 
readily available and, in any case, VFR is generally not a viable option for business aviation as it is difficult to 
operate with any degree of predictability in poor weather conditions.   
82 For example, according to a recent study by PWC Economics: ‘The Economic Impact of Business Aviation in 
Europe (December 2008)’, business aviation was estimated to have contributed directly and indirectly a total of 
up to €20bn to the European economy in 2007. 
83 A definition adopted by the International Business Aviation Council in 1998 and subsequently referenced by 
ICAO is “that sector of aviation which concerns the operation or use of aircraft by companies for the carriage of 
passengers or goods as an aid to the conduct of their business, flown for purposes generally considered not for 
public hire and piloted by individuals having, at the minimum, a valid commercial pilot licence with an instrument 
rating”. 
84 Fractional ownership means having a share of a business aircraft which normally involves owning block(s) of 
flying time of 100 hours or more per year flying (or 1/8th shares of an aircraft) although it is also possible to own 
just 1/16th shares of an aircraft. 
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aviation traffic hereafter is based on Eurocontrol data showing IFR flights by types of 
aircraft which are considered to be most likely used for business aviation services85.  

5.6 One problem of defining business aviation based on aircraft type alone is that the 
same aircraft type may also be used for non-business purposes, such as leisure 
charter flights to sporting events, pilot training, medical evacuation flights, military and 
state flights – all are encapsulated in the Eurocontrol data set. On the other hand, 
large business jets (such as Boeing Business Jets) and helicopters are not included in 
this list of business aircraft. This limitation of the data set should be kept in mind when 
interpreting results presented in this chapter labelled as business aviation.   

UK business aviation traffic growth in recent years 

5.7 Business aviation traffic expanded rapidly in the UK between 2003 and 2007, with 
business aviation movements to/from the UK growing by an average of 13.7% per 
annum compared with 3.4% per annum for other flights (Table 5.1 and Figure 5.1)86. In 
2007, business aviation movements accounted for 7.3% of all UK movements 
(excluding overflights) operated under IFR, although this figure had dropped to 6.9% in 
2008.  

Table 5.1:  Volume and growth of UK business and other movements (daily average) 

  
Other 

movements/day 
Business 

movements/day 
Total 

movements/day 
Year volume growth volume growth volume growth 

Proportion of 
business 

movements 

1997 4009   244   4253     
1998 4299 7.2% 252 3.6% 4551 7.0% 5.5% 
1999 4526 5.3% 259 2.6% 4784 5.1% 5.4% 
2000 4720 4.3% 271 4.8% 4991 4.3% 5.4% 
2001 4797 1.6% 263 -3.1% 5060 1.4% 5.2% 
2002 4783 -0.3% 265 1.1% 5048 -0.2% 5.3% 
2003 4923 2.9% 264 -0.5% 5187 2.7% 5.1% 
2004 5136 4.3% 301 14.0% 5437 4.8% 5.5% 
2005 5418 5.5% 324 7.6% 5742 5.6% 5.6% 
2006 5512 1.7% 383 18.3% 5896 2.7% 6.5% 
2007 5626 2.1% 441 15.0% 6067 2.9% 7.3% 
2008 5508 -2.1% 409 -7.3% 5916 -2.5% 6.9% 

 
Source: Eurocontrol 
Note:    Domestic movements are only counted once to aid comparison 

                                            
85 The list of aircraft that are considered as business aircraft can be found in Annex A of ‘More to the Point: 
Business Aviation in Europe in 2007’, Eurocontrol 2008.  
86 ‘Other’ flights include all other movements that are not business aviation as defined by the list of business 
aircraft.  
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Figure 5.1:  UK business and other movements per day, 1997–2008  
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Source: Eurocontrol 
Note:    Domestic movements are only counted once to aid comparison 

5.8 The latest available data suggest that the economic downturn has had a more 
significant impact on business aviation than on other traffic, particularly for UK–
International business flights in the second half of 2008 (Figure 5.2). This is due in part 
to the fact that business aviation adheres to no scheduled timetable, and so a 
downturn in demand is likely to result in an immediate decline in movements. For 
commercial air transport, weakening demand may be reflected first in lower seat 
factors and yield reductions and only later in fewer flights. This might also suggest that, 
when economic conditions and business confidence recover from the current 
recession, business aviation could see a faster increase in movements than 
commercial scheduled services. 

Figure 5.2:  Percentage change in UK business aviation and other departures by sector  
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Source: Eurocontrol 

5.9 The rising popularity of business aviation in recent years has been driven by a host of 
factors. While some of these are general drivers (such as increasing globalisation and 
economic growth) that affect all air travel segments, others are more specific to 
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business aviation. For example, the use of smaller airports most convenient for the 
client, avoiding congestion and delays at some major airports, long queues for airport 
security checks, and the ability to choose to fly to specific destinations at the most 
convenient times (which scheduled flights may not be able to provide) are some of the 
factors which make use of business aviation an attractive alternative to premium airline 
travel for some time-sensitive business travellers. The personalised service, including 
privacy, the convenience of allowing multiple stops en-route to destinations as well as 
the capability for co-workers to meet, plan and work with each other on board business 
aircraft are also valued by some business customers.  

5.10 Although data on the number of passengers using business aviation services is not 
readily available, the rapid expansion of business aviation movements in recent years 
against the backdrop of a declining proportion of business passengers travelling in 
premium classes (especially in the short-haul market) on scheduled airlines suggests 
that some premium passengers might have shifted from scheduled carriers to 
business aviation, albeit the number of passengers travelling on business aviation 
services is still relatively small (likely to be less than 1.5% of the total UK business 
passengers)87. 

Business aviation model and traffic characteristics 

5.11 Business aviation has a very different business model and operational characteristics 
from those of commercial scheduled carriers. The essence of the business aviation 
model is to provide on-demand point-to-point services to and from an airport of the 
client’s choice (often the nearest or least congested one). Factors such as increasing 
congestion and delays at some major airports, security concerns (in terms of travel 
delays and safety of senior personnel) and the development of less expensive 
business jets have made business aviation an attractive alternative to premium travel 
for some time-sensitive passengers 88 . Thus, busy customers might be able to 
complete trips in a day which otherwise would involve the inconvenience and expense 
of overnight stays. 

5.12 Business aviation has been considered by many as a niche market exclusively used 
by those who can afford to purchase a private jet. However, the emergence in recent 
years of fractional ownership (as typified by a company such as NetJets) and 
operators that hire out business jets for individual trips has been aimed at stressing 
their potential cost-effectiveness, and hence brought about changes to the supply of 
premium air travel.  

5.13 Because of its ad hoc nature of demand, business aviation has different operational 
characteristics from scheduled carriers, as outlined below: 

                                            
87 An average business aircraft might have a configuration for 4-12 persons. Assuming there are, on average, 
five business travellers per flight, and given that a high proportion of these are positioning flights, the estimated 
number of passengers carried by business aviation would be well under 1 million as compared with the 63 million 
passengers travelling for business purposes or 240 million total UK passengers on commercial flights in 2007.   
88 Some companies use corporate aircraft as an integral part of their employees’ travel as well as for bringing 
potential customers to the UK. For example, Ford used to have aircraft based at Stansted and Southend to ferry 
employees between its car plants.   
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a)  There are many small operators with only a few big players 

5.14 The business aviation market in Europe is served by a few big operators along with 
many small operators which have a fleet size of not more than five aircraft89. For 
example, Table 5.2 shows that only ten (or less than 2%) of the more than 500 
business aviation operators in the UK had at least 730 UK departures per annum (or 2 
departures per day on average) in 2008. These ten operators, each had more than 1% 
of the total UK business aviation departures, accounted for 37% of all UK business 
aviation traffic in 2008. 

Table 5.2:  Top 12 business aviation operators in the UK, 2008  

Operator 
Departures in 

2008 
% share of total 
UK departures 

Cumulative 
share 

NetJets 11,676 16.0% 16% 
Gama Aviation 3,957 5.4% 21% 
Capital Trading Aviation 3,145 4.3% 26% 
London Executive Aviation 1,869 2.6% 28% 
Vickers 1,819 2.5% 31% 
Air London International 1,106 1.5% 32% 
Bristol Flying Centre 1,038 1.4% 34% 
Euro Business Jets 882 1.2% 35% 
Hangar 8 827 1.1% 36% 
Edinburgh Air Charter 771 1.1% 37% 
Skydrift 729 1.0% 38% 
EuroJet Aviation 693 0.9% 39% 

Source: Eurocontrol 

5.15 By comparison, the UK commercial scheduled market had around 200 scheduled 
operators in a market that is well over 10 times bigger than business aviation (in terms 
of number of movements), in which 98 operators (or almost 50% of the scheduled 
operators) had more than 730 UK departures per annum and accounted for about 97% 
of all UK scheduled departures in 2008. Of these 98 operators, twenty-one (or 10% of 
all scheduled operators) had more than 1% of the total UK scheduled departures.  

b)  Business aviation serves a much wider and uneven network than that of scheduled 
carriers 

5.16 Business aviation serves a wide network that spreads small volumes of air traffic 
amongst a large number of small and medium sized airports, on routes with no or 
infrequent scheduled services. The ad hoc nature of business aviation demand for 
point-to-point services to and from airports most convenient for its clients entails a 
much greater number of potential airport pairs for business aviation than for 
commercial scheduled services. Around 7% of the more than 14,000 UK–International 
airport pairs used by business aviation services in 2008 had alternative scheduled 

                                            
89 According to European Business Aviation Association, 80% of European business aviation operators have less 
than 5 aircraft. 
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services 90 . This 7% of airport pairs handled a disproportionately large proportion 
(about 20%) of total UK–International business aviation departures in 2008. The 
remaining 80% of UK–International business aviation traffic was more thinly spread 
across the other 93% of airport pairs. 

5.17 The direction of traffic flow for business aviation is also relatively uneven compared 
with the scheduled network. Whilst regular scheduled services normally have matching 
numbers of outbound and return flights between an airport pair, business aviation has 
significantly fewer airport pairs with the same number of flights in both directions – and 
most of these airport pairs are flown less than once per week. For example, whilst 
almost 50% of the 1,400 UK–International airport pairs 91  served by commercial 
scheduled carriers had 10 or more movements per week in 2008, less than 4% of the 
14,000 UK–International airport pairs linked by business aviation services had more 
than one movement per week.  

5.18 In part, this is due to the high proportion of air taxi or fractional ownership flights for 
positioning purposes, where the aircraft is flown with no passengers on board. The 
volume of such flights is a natural consequence of the on-demand nature of business 
aviation. Once a passenger has been delivered to their chosen destination, it may be 
some time before they require an onward or return flight.  The business aviation 
operator may therefore achieve better utilisation of its aircraft by flying to another 
airport to pick up a new client. Eurocontrol have estimated92 that positioning flights 
could be as high as 40% of departures for some business aviation operators in 
Europe. 

c)  Business aviation has more peaky demand patterns (especially for hourly traffic) and the 
volume and direction of traffic flows can be highly variable   

5.19 Due to the peakiness and ad hoc nature (in terms of volume and direction of flows) of 
its demand, business aviation can add complexity to the management and planning of 
airspace usage (see paragraphs 5.33 to 5.38 for further discussion on this).  

Countries with most business aviation traffic to/from UK 

5.20 Business aviation is primarily a domestic and short-haul phenomenon and the bulk of 
business aviation traffic to/from is concentrated in six States in ESRA93 (Figure 5.3). 
According to Eurocontrol, the UK had the second largest market share of European 
business aviation in 2007 after France94.  

                                            
90 Defined as having at least one scheduled departure per working day or 260 annual departures. However, this 
may also include a more frequent but seasonal service. 
91 Airport pairs that had less than 20 movements in 2008 were excluded from the data. 
92 ‘More to the Point: Business Aviation in Europe in 2007’, Eurocontrol 2008. 
93 The ESRA (Eurocontrol Statistical Reference Area) in 2002 consists of the airspace of Austria, Belgium, 
Bulgaria, Croatia, Cyprus, Czech republic, Denmark, Finland, France, Germany, Greece, Hungary, Ireland, Italy, 
Luxembourg, Malta, Moldova, the Netherlands, Norway, Portugal (including Azores), Romania, Slovakia, 
Slovenia, Spain (including Canary Islands), Sweden, Switzerland, Turkey and the UK. 
94 See Footnote 92.  
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Figure 5.3:  Distribution of business aviation departures in ESRA, 2007 

 
 
Source: Eurocontrol 

5.21 Since the time advantages of using business aviation arise mainly through shorter 
surface access times to and through airports, rather than faster air travel (commercial 
aircraft may even fly faster), the time saving from business aviation tends to be most 
significant for shorter trip distances. Consequently, domestic flights made up the 
largest segment (30%) of all business aviation movements to/from the UK in 2008. As 
for international traffic to and from the UK, France accounted for almost 17% of all UK 
business movements – more than double that of any other country (Figure 5.4).  

Figure 5.4:  Business aviation movements to/from the UK, 2008 

 
 
Source: Eurocontrol 
Note:    Domestic movements are only counted once to aid comparison 
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5.22 Prior to the economic slowdown that began in 2008, UK business aviation was growing 
at an annual rate of 13.5% on average between 2004 and 2007. Among the top 
international country destinations, Figure 5.5 shows that business traffic between the 
UK and the Russian Federation saw the largest growth over this period, with an 
average growth rate of 30% per annum, although the UK–Russian Federation traffic 
represented only about 2% of the total UK business traffic in 2008.  

 
Figure 5.5:  UK business movements and average annual growth (2004-2007)  
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Source: Eurocontrol 
Note:    Domestic movements are only counted once to aid comparison 
             AAGR = average annual growth rate 

Based on ICAO classifications, the ‘O’ Region includes the Middle East countries, Afghanistan and Pakistan 

International airports with most business aviation departures from UK 

5.23 Table 5.3 shows the top 25 destination airports  which represented more than 45% of 
total departures for for international business aviation departures in 2008. Whilst 
scheduled networks tend to build around capital cities, main population centres and 
popular leisure destinations, business aviation in Europe mostly links airport pairs as 
close to business centres as possible that are not regularly served by scheduled 
carriers. For example, around 60% of the business aviation departures from UK to 
Geneve–Cointrin and Nice airports in 2008 involved airport pairs that were not served 
by more than one scheduled departure per working day on average (or 260 departures 
per annum) by commercial scheduled carriers.  

5.24 Table 5.3 shows that business aviation traffic to France and Switzerland tended to be 
concentrated at Paris, Nice, Cannes, Geneva and Zurich. Although Germany was the 
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third most popular country after France for UK business aviation in 2008, the 
distribution of business movements was more evenly spread amongst the German 
airports in comparison to other countries, with only Munich featuring in the top 25 
cities.    

Table 5.3:  Top 25 destination airports with highest proportion of UK–international business 
departures in 2008  

City - Airport Country 
Departures 

per day 
Growth 
on 2007 

% share of total 
UK-Int'l 

departures per 
day 

Cumulative 
share 

Paris – Lebourget France 9.0 -24.5% 6.3% 6% 
Geneve  Switzerland 7.0 0.4% 4.9% 11% 
Nice France 6.7 -6.9% 4.7% 16% 
Dublin Ireland 5.7 -12.2% 4.0% 20% 
Zurich Switzerland 3.6 -6.8% 2.5% 22% 
Cannes  France 3.0 -17.8% 2.1% 24% 
Moscow – Vnukovo Russian Fed. 2.8 -5.6% 1.9% 26% 
Palma de Mallorca Spain 2.5 -4.9% 1.7% 28% 
Amsterdam  Netherlands 2.5 -6.2% 1.7% 30% 
Malaga Spain 2.1 2.2% 1.5% 31% 
Milan – Linate Italy 1.9 -16.6% 1.4% 33% 
Rotterdam Netherlands 1.7 -15.4% 1.2% 34% 
Brussels International Belgium 1.6 -18.5% 1.1% 35% 
Madrid – Torrejon Spain 1.5 -14.8% 1.1% 36% 
Teterboro USA 1.5 -4.4% 1.0% 37% 
Sion Switzerland 1.4 -2.6% 1.0% 38% 
Chambery France 1.4 1.2% 0.9% 39% 
Bangor International USA 1.3 -9.7% 0.9% 40% 
Munich Germany 1.3 -15.8% 0.9% 41% 
Reykjavik Iceland 1.2 -31.3% 0.8% 42% 
Rome – Ciampino Italy 1.1 -19.8% 0.8% 42% 
Viena  Austria 1.1 -13.6% 0.8% 43% 
Shannon Ireland 1.1 -1.5% 0.7% 44% 
Faro Portugal 1.1 -10.7% 0.7% 45% 
Samedan Switzerland 1.0 -4.8% 0.7% 45% 
Total UK–international   143 -10.1% 100% 100% 

 
Source: Eurocontrol 

Distribution of business aviation traffic by UK airports 

5.25 The on-demand nature of many business aviation services means that they may have 
difficulty securing access at major, congested European airports where an allocated 
slot is required for all movements. Consequently, in the London area, business 
aviation has migrated to less congested non-primary airports such as Luton, 
Farnborough, Biggin Hill, London City and Northolt.  

5.26 Table 5.4 lists the top 20 UK airports with the most business aviation departures in 
2008 and their shares of total UK business aviation traffic. Together these 20 airports 
accounted for 70% of total UK business aviation departures. While Luton has, on 
average, the most business departures per day, Farnborough, Northolt and Biggin Hill 
airports are the airports with the highest proportion of business aviation traffic (more 
than 85% at each airport). Amongst these top business aviation airports, London City 
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appears to have suffered the most from the current financial crisis and economic 
fallout. Business aviation traffic at the airport fell by 27% in 2008 (compared with an 
average growth of 27% per annum between 2004 and 2007), resulting in a notable 
decline of its market share of total UK business aviation departures from 6.5% in 2007 
to 5% in 2008. 

Table 5.4:  Top 20 UK airports with the most business departures per day in 2008  

AIRPORT 

Business 
departures 

per day 
% growth 
on 2007 

Total 
departures 

per day 
% Business 
departures 

Airport share 
of total 

business 
departures 

Cumulative 
share 

Luton 38.1 -10.1% 159.4 24% 14.4% 14% 
Farnborough 29.4 -8.3% 33.6 87% 11.1% 25% 
Biggin Hill 17.2 -4.8% 20.0 86% 6.5% 32% 
London City 13.2 -27.4% 129.3 10% 5.0% 37% 
Northolt 9.5 -8.3% 10.7 89% 3.6% 41% 
Jersey 8.5 7.0% 71.3 12% 3.2% 44% 
Stansted 7.9 -8.5% 261.6 3% 3.0% 47% 
Edinburgh 6.5 -5.1% 168.8 4% 2.5% 49% 
Manchester 6.3 -8.8% 277.1 2% 2.4% 52% 
Gurensey 6.0 8.2% 65.3 9% 2.3% 54% 
Glasgow 5.7 -6.7% 130.1 4% 2.1% 56% 
Oxford/Kidlington 5.5 35.8% 14.5 38% 2.1% 58% 
Bournemouth/Hurn 5.4 18.4% 29.8 18% 2.0% 60% 
Aberdeen 4.0 8.4% 94.6 4% 1.5% 62% 
Hawarden 3.9 8.2% 6.7 57% 1.5% 63% 
Southampton 3.8 -17.4% 67.5 6% 1.4% 65% 
Birmingham 3.7 -16.8% 148.1 2% 1.4% 66% 
Exeter 3.6 23.1% 28.1 13% 1.4% 67% 
Leeds Bradford 3.5 -9.3% 57.4 6% 1.3% 69% 
Heathrow 3.4 1.8% 653.8 1% 1.3% 70% 
Total UK 265 -5.8% 3684 7.2% 100% 100% 

 
Source: Eurocontrol 

5.27 Figure 5.6 shows the volume and average annual growth between 2004 and 2008 of 
the top 20 UK airports that have the most business aviation traffic. Apart from 
Northholt and Heathrow, where business aviation traffic has declined since 2004, there 
was strong growth across most airports prior to 2008 95 . A further disaggregated 
analysis of the data shows that almost 55% of all business aviation departures in the 
UK in 2008 were to international destinations. The top four of the above-listed airports 
in Table 5.4 with the highest number of business departures (together with Stansted) 
also had the highest proportion of international business flights. In contrast, more than 
three-quarters of business aviation departures from Jersey, Guernsey, Glasgow and 
Aberdeen in 2008 were to other UK airports.    

                                            
95 In particular, London City, Biggin Hill, Glasgow and Exeter had the highest average growth rate (more than 
20% per annum) between 2004 and 2007. The low growth in traffic at Northolt is due to an operational cap on 
business aviation at the airport. 
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Figure 5.6:  Volume and average annual growth of business departures per day by UK airport 
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Source: Eurocontrol.  AAGR = average annual growth rate 
 

Issue of runway access for business aviation 

5.28 Business aviation may have increasing difficulty in gaining access to major congested 
airports.  The ad hoc nature of flights generally prevent operators taking advantage of 
“grandfather rights” at slot-coordinated airports, while at Heathrow and Gatwick the 
Government has made traffic distribution rules that give airlines priority.  

5.29 The slot allocation process at airports designated as slot-coordinated is governed by 
an EU Regulation96.  Slots are allocated according to historic precedence (“grandfather 
rights”), and business aviation can qualify only when operating to a schedule with a 
minimum of five slots within a summer or winter traffic season at the same time on the 
same day of the week.  Although some business aviation services run almost to a 
schedule, such as corporate shuttles, most are ad hoc flights, either air taxi operators 
(as and when chartered by a customer) or corporate or owner-flown business aircraft.   

5.30 Slot-coordinated airports in the UK are Heathrow, Gatwick, Stansted and Manchester.  
However, as other airports become more congested, so the need for them to become 
formally slot-coordinated increases – and designation as slot-coordinated bestows 
formal grandfather rights.  Thus, business aviation operators using airports such as 
Luton and London City which have a significant proportion of business aviation traffic 
(around 25% and 15% respectively of each airport’s total movements in 2007) face 

                                            
96 Council Regulation (EEC) 95/93 as amended by Regulation (EC) 793/2004 of the European Parliament and of 
the Council. 
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potential pressure from scheduled carriers in obtaining regular and sustained runway 
access97.  London City applied to become slot-coordinated in 2009.   

5.31 What is more, traffic distribution rules98 made by the Secretary of State require that 
specific permission must be given by the operators of Heathrow and Gatwick airport 
before business aviation can operate in peak periods, which at both airports are 
defined as virtually the whole day99. 

5.32 The development of secondary and less congested airports for the specific use of 
business aviation (such as Biggin Hill, Farnborough and Northolt around London) has 
helped to ease the access problem.  One large business aviation operator, NetJets 
Europe, has gone further and sought to collaborate with strategic European airport 
operators to obtain regular and sustained runway access.  It has acquired Frankfurt 
Egelsbach airport (16 miles south of the city) for business aviation use, undertaking 
not to allow airline or indeed any scheduled operations there.  

Demand from business aviation services on the air navigation system 

5.33 Although the number of passengers travelling on business aviation services is 
relatively small compared with that carried by commercial scheduled airlines, business 
aviation movements made up around 7% of all UK IFR flights (excluding overflights) in 
2008. Business aircraft operating IFR exert very different demands on air navigation 
services than airlines because of their particular demand and supply characteristics: 

• difference in monthly, daily and hourly traffic patterns 

• the ad hoc nature (in terms of volume and direction of flows) of their demand 

• the uneven and wide distribution of traffic among smaller airports with different take-
off/landing trajectories from those at the nearby major airports 

• difference in aircraft size (hence require greater separation from other flights during 
landing/taking-off for wake vortex reasons) 

5.34 Figure 5.7 shows the UK’s IFR traffic patterns by month in 2007 and highlights the 
twin-peak demand characteristic of business aviation during June and September that 
differ from the Easter and summer holiday trends of the other non-business aviation 
traffic.   

                                            
97 This has been recognized by both the European Commission and the European Parliament.  See European 
Commission Communication "Agenda for Sustainable Future in General and Business Aviation" of 11 January 
2007 (COM(2007)0869) and the Queiro report on general aviation adopted by the European Parliament on 3 
February 2009.    
98 Traffic Distribution Rules 1991 for airports serving the London area. 
99 For 2008/09 at Heathrow in both Summer and Winter seasons and at Gatwick in Summer, there are very few 
periods on weekdays not defined as “peak”. 
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Figure 5.7:  Monthly business aviation (lhs) and other (rhs) movements per day in UK, 2007  

300

350

400

450

500

550

Jan Feb Mar Apr May Jun Jul Aug Sep Oct Nov Dec

B
us

in
es

s 
m

ov
em

en
ts

/d
ay

4500

4750

5000

5250

5500

5750

6000

6250

O
th

er
 m

ov
em

en
ts

/d
ay

Business aviation (lhs) Other (rhs)
 

Source: Eurocontrol 

5.35 In terms of the daily traffic pattern, Figure 5.8 shows that there is no significant 
difference between business and other movements except that business traffic tends 
to build up more towards the end of the working week than other traffic before falling 
off sharply over the weekends.  

Figure 5.8:  Daily business aviation and other departures in UK (average over week = 1)  
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5.36 However, the hourly demand is quite different between the two traffic segments with 
business aviation movements clustering within a narrower time band, peaking at a 
slightly later morning hour (between 08.00–09.00) and earlier afternoon hour (between 
15.00–16.00) than other flights, as highlighted in Figure 5.9. The maximum business 
aviation departures during the day can be more than double the average hourly 
pattern as shown. 

Figure 5.9:  Hourly business aviation (lhs) and other (rhs) departures in UK  
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Source: Eurocontrol 

5.37 Business aviation movements are a relatively small volume compared with other 
flights. However, because of the nature of the demand and flight operation 
characteristics, business aviation presents different challenges from commercial 
scheduled air transport services in terms of air traffic management. 

5.38 Figure 5.7 to Figure 5.9 above show that business aviation can generate more and 
bigger peaks (often at short notice) compared with scheduled traffic at some airports. 
The spread of business aviation traffic to smaller airports (such as Farnborough or 
Biggin Hill around London) and their high variability in terms of traffic volume and 
direction of flows could add further complexity to the management and planning of 
airspace usage, particularly in or near an already congested airport such as those 
serving the Greater London area. This in part is due to the increased likelihood of 
conflicting alignments of flight trajectories during take-offs/landings between business 
aviation flights at these smaller airports and flights using nearby larger airports. On the 
other hand, the wide range of business aircraft with various degrees of climb/descent 
capabilities flying over a spectrum of altitudes may help the management of airspace 
usage.  
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Annex A:  List of no-frills carriers (NFCs) that operated at 
UK airports in 1996 and 2007 
 

NFCs in 1996  NFCs in 2007 
 AB Airlines  Air Berlin 
 Denonair  Air Southwest 
 easyJet  Atlantic Express 
 Ryanair  Atlas Blue 
   BA Connect 
   Blue Air Transport Aerian 
   Bmibaby 
   Centralwings 
   Clickair 
   easyJet 
   easyJet Switzerland 
   Flybe 
   Flyglobespan 
   Flyme Sweden 
   Germanwings 
   Hapag Lloyd Express 
   Iceland Express 
   Jet2.com 
   Monarch 
   NIKI 
   Norwegian Air Shuttle 
   Ryanair 
   SkyEurope 
   Sterling Airlines 
   Thomsonfly 
   Transavia 
   Tuifly 
   Volare 
   Wizz Air 
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Annex B:  List of ‘primary’ airports used in this study100 
 
IATA Code Airport Name Country  IATA Code Airport Name Country 
LHR Heathrow UK  TRN Turin Italy 
CDG Charles de Gaulle France  LYS Lyon France 
IST Istanbul Turkey  VLC Valencia Spain 
MAD Madrid Spain  DUS Dusseldorf Germany 
DTM Dortmund Germany  BTZ Bursa Turkey 
TXL Berlin (Tegel) Germany  AMS Amsterdam Netherlands 
BCN Barcelona Spain  ADA Adana Turkey 
ATH Athens Greece  LPL Liverpool UK 
ESB Ankara Turkey  DUB Dublin Irish Rep. 
FCO Rome (Fiumicino) Italy  LUX Luxembourg Luxembourg 
HAM Hamburg Germany  HEL Helsinki Finland 
MXP Milan (Malpensa) Italy  LCA Larnaca Cyprus 
KTW Katowice Poland  TLL Tallinn Estonia 
STR Stuttgart Germany  BUD Budapest Hunary 
WAW Warsaw Poland  RIX Riga Latvia 
MAN Manchester  UK  VNO Vilnius Lithuania 
MUC Munich Germany  MLA Malta Malta 
FRA Frankfurt Germany  BTS Bratislava Slovak Rep. 
ADB Izmir Turkey  SOF Sofia Bulgaria 
LIS Lisbon Portugal     
BUD Budapest Hungary     
LBA Leeds/Bradford UK     
BHX Birmingham UK     
NAP Naples Italy     
VIE Vienna Austria     
OTP Bucharest Romania     
PRG Prague Czech Rep.     
CGN Cologne Germany     
ARN Stockholm Sweden     
CPH Copenhagen Denmark     
BRU Brussels Belgium     
GLA Glasgow UK     
 

                                            
100 Refer to footnote 57 for definition of ‘primary’ airports. 
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