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Executive Summary 
Riveroak Strategic Partners, owner of Manston Airport and holders of DCO consent for 

its redevelopment as a dedicate cargo airport, welcome the opportunity to respond to the 

Civil Aviation Authority's (CAA) call for inputs on the review of the Traffic Distribution 

Rules 1991 (TDRs), as outlined in CAP 3202 dated 18 December 2025. 

In our view the 1991 TDRs, which restrict allocation of slots at Heathrow and Gatwick 

during peak periods for all-cargo freighter and business aviation operations, were 

imposed correctly at the time, and conditions have not changed in the period since then 

that justify existing priority in the slot allocation process being given to passenger 

services, being changed. Even a narrowbody passenger aircraft will generate 3-5 times 

more revenue per slot for the airport than a widebody aircraft and crucially, those 

freighters can be readily accommodated elsewhere. There is plenty of capacity at 

Manston, Doncaster, Bournemouth, Prestwick, Cardiff etc, where freighter traffic would 

be welcomed and handled far more efficiently than would ever be possible at a 

congested London Airport.  

With that in mind we would actually advocate adding to the 1991 TDRs so they apply at 

Stansted and Luton first and suggest that Government needs to use the opportunity of a 

updated Airport National Policy Statement to introduce a national air freight strategy that 

would emphasis bellyhold operations at Heathrow but identify the regional airports 

highlighted above (and EMA) as designated cargo centers for freight operations. 

Effectively, a network of truck based operations, each with airline codes, would provide 

spokes to Heathrow – which will continue to act as the national air cargo hub, allowing 

regional airports to provide dedicated and unconstrained freight reliever facilities from 

which cargo needing to use freighter aircraft can fly, rather than as now crossing the 

Channel to use a European airport to the detriment of shipper, the wider economy and 

the environment. 

 

POSITION STATEMENT 

RSP therefore strongly advocate for the retention of the 1991 TDRs and for 

their expansion to include Stansted and Luton airports. 

This position is grounded in: 

• National economic value and efficient resource allocation 

• Regional equity and balanced development 

• Environmental sustainability and net-zero commitments 

• National self-sufficiency and resilience 

• Alignment with international best practices 

 



Key Recommendations: 

1. Retain the 1991 TDRs - to protect high-value passenger slots at Heathrow and 

Gatwick 

2. Enhance coverage of TDRs to include Stansted and Luton - which face similar 

capacity constraints 

3. Promote regional development - by channelling operations to underutilized regional 

airports 

4. Reduce freight leakage - currently 384,000 tonnes annually, projected 1.35M by 

2050 

5. Leverage Road Feeder Services - to integrate regional airports with Heathrow's 

logistics ecosystem 

6. Align with global practices - USA, EU, Canada, Australia, Japan all use similar 

policies 

  



1. Comprehensive Data Analysis 

1.1 UK Air Cargo Market Structure 
The UK air cargo market exhibits distinctive characteristics compared to global 

benchmarks, demonstrating the TDRs' effectiveness in promoting efficient bellyhold 

operations. 

Table 1: International Comparison of Air Freight Mode Split (2023) 

Region/Country Freighter % Bellyhold % Total Tonnage 

United Kingdom 25% 75% 1.6M tonnes 

EU Average 33% 67% 14.3M tonnes 

Germany 40% 60% 4.6M tonnes 

France 35% 65% 2.3M tonnes 

United States 50% 50% 16.8M tonnes 

China 60% 40% 7.1M tonnes 

Global Average 50-60% 40-50% ~140M tonnes 

 

Key Finding: The UK's 25% freighter share (vs. global 50-60%) demonstrates the 

TDRs' success in promoting efficient bellyhold operations, delivering lower per-

tonne costs, reduced environmental impact, and optimal use of scarce capacity. 

1.2 UK Air Freight Leakage Analysis 

UK origin-destination freight diverted to European hubs represents significant lost 

economic activity. Our analysis quantifies current leakage and projects future trends. 

 

Table 2: UK Air Freight Leakage by Channel with 2050 Projections 

Leakage Channel 2023 Tonnage 2050 Projection % Share 

London Gateway 
(Road/Rail) 

103,680 364,800 27% 

Dover/Eurotunnel 92,160 324,000 24% 

Amsterdam 
Schiphol 

76,800 270,000 20% 

Frankfurt 69,120 243,000 18% 

Paris CDG 42,240 148,500 11% 

TOTAL 384,000 1,350,300 100% 

 

Economic Impact: At £8,000-£12,000 per tonne economic value, current leakage 

(384,000 tonnes) represents £3.1-4.6 billion in annual lost activity. By 2050, this could 

exceed £10.8-16.2 billion annually, representing 8,000-12,000 lost jobs and significant 

GDP/tax revenue losses. 



2. Arguments for Retaining the 1991 TDRs 

2.1 Economic Value and Efficiency 
Passenger slots generate 3-5 times more revenue than freighters or business aviation 

due to higher landing fees, passenger charges, and ancillary income. UK freight's 75% 

bellyhold share (vs. EU 67%, global 50-60%) reflects TDRs' success in maximizing value 

from constrained slots. 

Bellyhold freight leverages incremental capacity in passenger aircraft holds, achieving 

lower costs than dedicated freighters. With Heathrow at 99% capacity, revoking TDRs 

risks displacing passenger growth which drives 66% of UK air freight (per CAA data). 

2.2 Regional Development and Equity 
TDRs encourage freight and business aviation to regional airports, distributing economic 

benefits UK-wide. Regional sites like East Midlands handle 352,000 tonnes annually, 

while others have significant untapped potential: 

• East Midlands (EMA): 103,000 tonnes May-July 2025, 17.4% YoY growth, blueprint 

projects 54% demand rise by 2043 

• Doncaster Sheffield (DSA): Reopening 2027-28, potential 254,000 tonnes/annum 

• Glasgow Prestwick (PIK): Volumes trebling 2025/26, 21 wide-body freighters/week 

• Bournemouth (BOU): Capacity x2, 31,000 tonnes to March 2025, 70% YoY growth 

These airports offer spare capacity and can integrate with Heathrow via Road Feeder 

Services (RFS), creating a networked system that preserves Heathrow as the major hub 

while utilizing regional capacity. 

2.3 Capacity Expansion Uncertainty 

New runways at Heathrow (planned 2036) and Gatwick (2029) face significant 

uncertainty due to legal, environmental, and political hurdles. Even if built, slots will 

quickly fill with passenger demand (DfT forecasts 2.3-3% annual growth). TDRs provide 

a safeguard, preventing premature freighter/business aviation encroachment that could 

lock in inefficiencies. 

2.4 Environmental and Community Impacts 

Freighters often require night slots, exacerbating noise pollution. TDRs minimize this by 

channeling them to quieter regional sites. Bellyhold freight reduces dedicated flights, 

lowering overall emissions: 

• Aviation contributes 2% to global CO2; air freight's share rose 25% since 2019 

• Freighters emit more per tonne than bellyhold (emissions not shared with 

passengers) 

• Bellyhold allocates ~10-20% emissions to freight vs. 100% for dedicated freighters 

• Noise pollution from freighters impacts communities disproportionately 

• TDRs promote bellyhold, reducing overall flights and emissions 



3. Arguments for Enhancing TDRs to Include Stansted and Luton 
Stansted and Luton face growing capacity constraints similar to Heathrow and Gatwick. 

Stansted operates at its 50 million passenger/year cap, while Luton is expanding but will 

face similar pressures. Extending TDRs would: 

• Prevent slot hoarding by freighters/business aviation, preserving passenger growth 

potential 

• Align with London aviation system strategy emphasizing coordinated capacity 

management 

• Support dedicated freight alternatives (e.g., Manston, projected 1.8M tonnes by 

2050) 

• Enable dedicated business aviation airports (Biggin Hill, Farnborough) to thrive 

without major hub competition 

• Address integrator growth at Stansted (UPS, FedEx) while ensuring bellyhold priority 

  



4. Detailed International Benchmarking 
Similar protective policies exist globally to optimize hub efficiency, reduce externalities, 

and promote specialization. We compare five major aviation markets: 

4.1 United States - FAA High Density Rule 

Regulatory Framework: FAA's High Density Rule (14 CFR 93) at congested airports 

(JFK, Newark, LaGuardia, Reagan National) allocates slots via 'use-or-lose' requirement 

(80% utilization). While not explicitly discriminating against freighters, practical effect 

prioritizes passengers at major hubs. 

Key Features: - Operating limitations at JFK and Newark extended through October 

2026 

- Level 3 (slot-controlled) vs. Level 2 (schedule-facilitated) designations 

- Cargo/charter/unscheduled operations accommodated on 'first-come, first-serve' basis 

to extent possible 

- Dedicated cargo hubs: Memphis (FedEx), Louisville (UPS) handle bulk freighter 

operations 

Outcomes: - USA freighter share: 50% (vs. UK 25%) 

- Market balance achieved through dedicated regional hubs rather than explicit 

restrictions 

- Demonstrates alternative approach but with different geography/market structure 

Comparison to UK: USA's approach achieves similar outcomes through different 

mechanisms. UK's explicit TDRs are more direct and appropriate given smaller 

geography and concentrated hubs. Both systems recognize need to protect major hub 

efficiency. 

4.2 European Union - Noise and Environmental Restrictions 
Amsterdam Schiphol: - Strict noise quotas and curfews prioritizing passengers 

- Night closure (midnight-6am) proposed for cargo and commercial flights 

- Annual flight limit reduced from 500,000 to 478,000 

- Nighttime flights reduced from 32,000 to 27,000 

- 2.5% of slots reserved for cargo to safeguard essential services 

- Private jets facing restrictions due to disproportionate noise/emissions 

Frankfurt: - Curfew 2300-0500 with €50,000 fines for violations 

- Noise-based operating restrictions under EU Regulation 598/2014 

- Freighters diverted to dedicated hubs (e.g., Cologne/Bonn, Leipzig) 

Paris CDG: - Noise quotas and slot allocation favoring scheduled passenger services 

- Environmental restrictions under French law 

EU Outcomes: - EU average freighter share: 33% (vs. UK 25%) 

- Bellyhold dominant at major hubs (67%) 

- Demonstrates regulatory approach to balancing capacity, environment, and efficiency 



 

Comparison to UK: EU policies closely align with UK TDRs in philosophy and 

outcomes. UK's approach is actually less restrictive than Schiphol's proposed measures. 

Both systems prioritize environmental sustainability and hub efficiency over unrestricted 

market access. 

4.3 Canada - Decentralized Slot Management 

Transport Canada's slot management at Level 3 airports (Toronto Pearson, Vancouver) 

uses IATA guidelines with 'use-or-lose' rules (80% utilization). Freighters face de facto 

restrictions via priority for passengers and international agreements. Dedicated cargo 

airports like Hamilton handle integrators (Cargojet, DHL), with ~45% freighter share 

nationally. 

 

Canada's decentralized policy emphasizes regional equity, mirroring UK TDRs by 

diverting freight to avoid hub congestion. Unlike UK's explicit rules, Canada's approach 

is more flexible but achieves similar outcomes: reduced noise, supported bellyhold (55% 

of freight), and specialized regional facilities. 

 

Comparison to UK: Canada's implicit system achieves many TDR benefits through 

market structure and provincial input. UK's explicit rules provide greater certainty and 

control, appropriate for more concentrated hub system. 

4.4 Australia - Sydney Airport Curfew and Restrictions 

Department of Infrastructure's Sydney Airport Demand Management Act (1997) enforces 

strict curfew (2300-0600) and 80 movements/hour cap. Slots allocated via Slot 

Management Scheme prioritizing passengers; freighters limited to exemptions or off-

peak. National Aviation Policy (2023 White Paper) promotes dedicated cargo at 

secondary airports (e.g., Melbourne's Avalon). 

 

Freighter share: 55% (higher due to geography and remote cargo needs), but rules 

protect Sydney hub from congestion. Australia's environmental focus (noise reduction 

saving ~AUD 100m annually in complaints/health costs) overrides short-term efficiency 

arguments. 

 

Comparison to UK: Australia demonstrates that even markets with higher freighter needs 

can successfully implement protective policies. Curfew approach is stricter than UK 

TDRs, yet hasn't hindered economic development. 

  



4.5 Japan - Haneda Domestic Priority and Slot Allocation 

MLIT's slot allocation at Tokyo Haneda prioritizes domestic/international passengers 

under Aviation Law (Article 47), with freighters restricted to <10% slots. Narita handles 

most cargo with separate zones. Noise curfews (2300-0600 at Haneda) and 'use-or-lose' 

(85%) ensure efficiency. 

 

Freighter share: 45% nationally, but bellyhold dominant at major hubs like Haneda. 

Japan's policy protects metro airports while supporting dedicated facilities (e.g., Chubu 

for cargo), emphasizing resilience post-disasters (2011 earthquake demonstrated value 

of diversified system). 

 

Comparison to UK: Japan's explicit priority system most closely resembles UK TDRs. 

Both recognize major hub slots are too valuable to dilute with lower-yield operations. 

Japan's experience demonstrates long-term success of such policies. 

4.6 Summary Comparison Table 

 

Table 3: International Comparison of Airport Slot Protection Policies 

Country/Region Policy Type Freighter % Key Features Similarity to 
UK TDRs 

United 
Kingdom 

Explicit TDRs 25% Peak period 
restrictions at 
LHR/LGW 

Baseline 

United States High Density 
Rule 

50% Slot controls, 
use-or-lose 
80% 

Medium 

EU (Schiphol) Environmental 33% Curfews, noise 
quotas, flight 
caps 

High 

Canada IATA 
Guidelines 

45% Implicit priority, 
regional hubs 

Medium 

Australia Curfew + Caps 55% Strict curfew, 
movement 
limits 

High 

Japan Explicit Priority 45% <10% freighter 
slots at 
Haneda 

Very High 

 

Conclusion: All major aviation markets employ some form of hub protection, whether 

through explicit rules (UK, Japan), environmental restrictions (EU), or market-based 

allocations (USA, Canada). No major market allows unrestricted freighter access to 

capacity-constrained major hubs. UK TDRs align with global best practices and are 

actually more market-friendly than some alternatives (e.g., Schiphol's proposed night 

bans). 



5. Response to Potential Counter-Arguments 

5.1 Competitiveness Advocates 
Argument: Revoking the 1991TDRs would enhance competitiveness through increased 

operator choice and market-driven pricing. 

Response: Short-term competition gains would be offset by long-term inefficiency. 

Freighters displacing high-yield passengers reduces overall connectivity and economic 

efficiency for the wider economy. This would deleteriously effect Heathrow’s ability to 

fund investment at a time when the demand for passenger slots and competition is at a 

premium. 

Current levels of UK leakage (over 400,000 tonnes), demonstrates competitiveness 

issues aren't solved by deregulation - they actually require strategic capacity 

management. International benchmarks (Frankfurt, Haneda, Sydney) show protected 

hubs maintain strong competitiveness between airlines, across a wider system of 

airports including specialist business aviation (Farnborough, LBHA, Oxford) and freight 

(Manston, Bournemouth, Prestwick, DSA) airports. 

5.2 Economic Efficiency Arguments 

Argument: Markets should allocate slots efficiently without regulatory interference. 

Response: Pure market approaches ignore externalities (noise, emissions, regional 

equity) and opportunity costs. Bellyhold efficiency (30-40% lower incremental costs than 

dedicated freighters) is masked in short-term slot prices. Long-term UK economic value - 

reducing leakage (projected £10-16bn annually by 2050), supporting regional jobs 

(8,000-12,000 positions), aligning with net-zero - far exceeds narrow efficiency metrics. 

Section 34 of Airports Act 1986 explicitly requires CAA to consider UK's sound civil 

aviation development and user interests, not just immediate market efficiency. 

5.3 WASG Consistency Concerns 

Argument: Minister noted TDRs may be inconsistent with Worldwide Airport Slot 

Guidelines (WASG) principle of open, fair, transparent, non-discriminatory allocation. 

Response: WASG allows for environmental and capacity management measures (as 

demonstrated by EU Regulation 598/2014 implementation at Schiphol, Frankfurt). TDRs 

are transparent (published, consistently applied), non-discriminatory (apply equally to all 

cargo/BizAv operators), and serve legitimate capacity optimization goals. International 

precedents (USA Level 3 airports, Japan's Haneda allocations) show slot guidelines 

accommodate hub protection policies. CAA should advise that strategic UK interests 

justify TDR retention under WASG's flexibility provisions. 

  



6. Conclusion and Recommendations 
The Traffic Distribution Rules 1991 remain essential for UK aviation's strategic success. 

Our comprehensive analysis demonstrates: 

• Economic Value: Passenger slots generate 3-5x more revenue; UK's 75% bellyhold 

share optimizes capacity use 

• Regional Development: TDRs support balanced growth, with spare capacity at EMA, 

DSA, PIK, BOU integrated via RFS networks 

• Leakage Reduction: Protecting major hubs while developing regional alternatives 

can recapture £10-16bn annually by 2050 

• Environmental Sustainability: Bellyhold reduces dedicated flights and emissions per 

tonne 

• International Alignment: USA, EU, Canada, Australia, Japan all employ similar hub 

protection policies 

• Policy Flexibility: Enhancement to include STN/LTN addresses growing constraints 

across London system 

RSP strongly recommend the CAA advise the Secretary of State to: 

1. Retain the 1991 TDRs in their current form for Heathrow and Gatwick 

2. Enhance the TDRs to include Stansted and Luton airports, with appropriate 

consultation on implementation timelines 

3. Work with DfT and regional stakeholders to develop integrated freight strategies 

leveraging RFS networks 

4. Monitor international developments (particularly EU environmental restrictions) to 

ensure UK policy remains aligned with best practices 

5. Conduct periodic reviews (every 5 years) to assess TDR effectiveness against 

evolving market conditions and capacity developments 

 

We are available for further discussion and evidence provision as the CAA develops its 

draft advice for the March 2026 consultation. 

  



Appendices 

Appendix A: Sources and References 

This submission draws on the following attached documents and external sources: 

Internal Documents: 

• CAP 3202: Call for Inputs – Review of the Traffic Distribution Rules 1991 (CAA, 18 

December 2025) 

• Characteristics of the Air Cargo Market in Europe and the UK's Position in it 

• MANSTON FORECASTING AND COMMERCIAL SEGMENTATION STRATEGIES - 

MAY 2025 (V2) 

• Briefing Note on Air Freight for SoS (September 2025) 

• Why does the UK have a much lower percentage of air cargo flown on dedicated 

freighter aircraft (analysis document) 

• Derivation of Leakage Estimates for UK Air Freight Using Cross Channel Airports 

• Extrapolation of Leakage Data (various scenarios) 

Web Search Results: 

• FAA Operating Limitations at JFK and Newark (Federal Register, 2008-2025) 

• FAA Slot Administration regulatory information and guidance 

• Schiphol Airport noise reduction and night closure proposals (2023-2025) 

• European Commission Decision on Schiphol operating restrictions (March 2025) 

• Amsterdam Airport environmental policies and curfew implementation 

• East Midlands Airport cargo growth reports (Air Cargo Week, CAAS International) 

• UK CAA traffic distribution rules guidance and peak period declarations 

 

Note: Full citations and URLs for external sources are available upon request. All data 

presented has been verified against multiple sources to ensure accuracy. 

  



Appendix B: Contact Information 

For further information or clarification on any aspect of this submission, please contact: 

 

Primary Contact: 

Chris Cain 

Managing Director 

Northpoint Aviation 

4 Beacon Avenue 

Kings Hill 

West Malling 

ME194QL 

Tel: 01732220256 

 

RiverOak Representatives: 

Tony Freudmann 

Director 

Riveroak Strategic Partners Ltd 

Manston Airport 

Manston Road 

Ramsgate 

Kent 

CT125BL 

Contact 

 

We request the opportunity to present this submission in person or provide additional 

supporting evidence as the CAA develops its draft advice. 


