THE SCOTTISH COUNCIL FOR DEVELOPMENT AND INDUSTRY

THE FUTURE DEVELOPMENT OF AIR TRANSPORT IN THE UNITED KINGDOM: SCOTLAND

SUMMARY OF MAIN RECOMMENDATIONS

Introduction

· The existence of a network of air services that meets the needs of Scotland’s economy is important for future economic growth and can help to attract inward investment.  (Page 1).

· It is hoped that policy decisions taken in light of submissions to this consultation and the resulting White Paper will enable Scottish air transport to increase its role as a key driver in improving and enhancing sustainable economic prosperity.  (Page 1).

· SCDI has misgivings over using a “predict and provide” methodology and its ability to offer a robust assessment of future demand requirements, particularly in the longer-term.  (Page 2).

National Policy Scenarios

· The RASCO Reference Case Scenario (in Scotland, the Alternative Base Case) is favoured as the policy scenario that should form the basis of the UK Government’s national airports strategy to 2030.  (Page 2).

· SCDI is not convinced that the growth forecasts provided by the Alternative Base Case for Glasgow International Airport can be accurate given the factors that are listed as influencing the forecasts.  (Page 3).

· In regard to the spatial scenarios, the fly local scenario, in combination with the RASCO reference case, or alternative Scottish Base Case, is preferred by SCDI.  (Page 3).

· SCDI questions whether this scenario could only be achieved through government intervention to alter the market provision as indicated in the consultation.  SCDI would be against any pro-active measures by Government to redistribute air traffic.  Such central planning goes against the declared market demand expressed by travellers.  It should be up to the individual airlines to determine whether and where they encourage interline traffic.  (Page 3).

· Glasgow Prestwick International Airport’s contribution to meeting Scotland’s air service needs is substantial and seems to be neglected in the consultation document.  It is to be hoped that when the resulting White Paper is produced Glasgow Prestwick’s potential is fully recognised and factored into future policy considerations.  (Page 4).

· Increasing pressure due to lack of international terminal capacity at Heathrow could, in the near future, have detrimental impacts on Scottish interlining connections.  (Page 4).

· It is essential that airport capacity at Heathrow and Gatwick should be allowed to increase to meet global competition and the needs of the regions.  (Page 4).

· SCDI is not convinced that constructing a new four runway airport at Cliffe Marshes is realistic given the massive cost implications.  (Page 5).

· An additional policy mechanism that would be beneficial in achieving SCDI’s aims for Scotland’s air services would be the introduction of a properly integrated, long-term strategy to delivering transport policy in Scotland along the lines of the ten year transport plan in England.  (Page 5).

Location of Airport Capacity

· SCDI is not convinced that constructing a new airport in Central Scotland is the most cost-effective way of improving Scotland’s air services given the financial and environmental problems of taking forward such a major development.  (Page 6).

· In addition, the lag between constructing any new airport and a halt to any new investment in Edinburgh or Glasgow would lead to many years of uncertainty and delay during which our competitors would forge ahead.  (Page 6).

· SCDI disagrees with the view that a decision on the location of another runway, either at Edinburgh or Glasgow Airport, is required at this time.  Sufficient land at both airports should be safeguard in order that they can expand as required to meet future demand.  (Page 7).

· While no decision need be taken at present, the eventual timing of a decision will be crucial.  Given that it is estimated that runway proposals can take at least ten years from agreement to realisation, it will be necessary for BAA Scottish Airports to factor in considerable lead-time so that the required infrastructure is available when it is needed and there is no delay in meeting demand.  When a decision needs to be taken, it should be taken promptly.  (Page 7).

Finance and Regulation

· SCDI recommends the establishment of Route Development Plans to help support an increase in direct flights to and from Scotland.  (Page 8).

Economic Benefits

· Scottish airports provide significant benefits to the Scottish economy.  Furthermore, on a localised basis airports such as Prestwick, Aberdeen, Dundee and the network of airports throughout the Highlands and Islands are major drivers of local economic success and help integrate their local economies and communities into the UK, European and global marketplaces.  (Page 8).

· Air cargo flown from Scotland is often of high value and the importance of air freight links for Scotland’s exporting companies is immense.  (Page 10).

Environmental Impacts

· SCDI believes that a full Scottish Executive consultation on the role of the green belt should be instigated.  This should include the requirements of airports.  (Page 10).

Surface Access

· The quality and capability of Scotland’s transport infrastructure is of concern. The development of a range of transport links to airports should be encouraged where sufficient market demand exists.  (Page 11).

· Glasgow Prestwick International Airport’s rail link is one example of a high quality intermodal link.  This should be replicated for Glasgow and Edinburgh airports.  (Page 11).

· The benefits to the Scottish economy of good quality transport links with England, especially in the South of Scotland, are significant.  Investment in surface upgrading of the A1 and the M74/M6 is ongoing and is important in its own right.  In addition the upgrading of both the East and West Coast Main Railway Lines are vitally important projects for Scotland and must be delivered as a matter of urgency.  (Page 11).

Regional Access

· SCDI believes that high-speed rail links are complementary with direct air links to London.  It is important that the travelling public has a choice of high quality modes that can be utilised to suit personal circumstances. This choice also includes bus and coach operations that can provide quality direct links to and from many UK airports.  (Page 12).
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THE SCOTTISH COUNCIL FOR DEVELOPMENT AND INDUSTRY

THE FUTURE DEVELOPMENT OF AIR TRANSPORT IN THE UNITED KINGDOM: SCOTLAND

Introduction

1.
The Scottish Council for Development and Industry (SCDI) is an independent membership network that strengthens Scotland’s competitiveness by influencing Government policies to encourage sustainable economic prosperity.  Its membership includes business, trades unions, local authorities, educational institutions, the voluntary sector and significant players in the Scottish tourism and transport sectors.  SCDI has been closely involved with the establishment, development and improvement of air services for many years.  Indeed the development of air services was one of SCDI’s objectives in its original prospectus over 70 years ago.

2.
The importance of the provision of a good airport infrastructure and direct air links to other centres of economic activity is vitally important to the development and competitiveness of any economy.  Given its geographic position, this might be said to apply especially to Scotland.  The existence of a network of air services that meets the needs of Scotland’s economy is important for future economic growth and can help to attract inward investment.

3.
SCDI welcomes this opportunity to input its views to the development of an Air Transport White Paper.  Development of policy in regard to air transport is desperately required and has been neglected for many years.

4.
Scotland’s air links have improved over recent years with substantial investment in airport infrastructure.  It is argued, however, that Scotland requires a wider and more frequent range of services to meet its development potential, although in the past demand has not always been sufficient to support services that have been provided.

5.
This lack of demand is a perplexing problem as various characteristics of Scotland’s economy suggest there should be a market for direct flights.  Scotland has a highly concentrated, albeit relatively small population.  There is a high degree of overseas control of businesses and a very high propensity to engage in foreign trade.  Scotland also has an important and developing business and leisure tourist industry and possesses a considerable microelectronics manufacturing sector.  In addition, there is the North Sea oil and gas industry that alone generates a great amount of executive and non-executive international air travel.  None of this suggests deficient demand.

6.
Nevertheless, the fact still remains that certain direct services from Scotland have been offered and subsequently withdrawn due to a lack of critical mass on the routes. Although it has always been SCDI policy to fully support and encourage the development of commercially viable direct flights from Scotland, given the limited size of the Scottish market, it has been accepted that it would be challenging to provide a comprehensive range of international services.

7.
Restraining factors have been the size of aircraft used and unappealing scheduling of flights offered.  It is possible that the introduction of new, smaller sized and more efficient, regional jets will alter this position.  However, interlining with major hub airports, such as London Heathrow and Amsterdam Schiphol, will always attract a proportion of those who travel abroad from Scotland, even when there are alternative direct services and is thus of considerable importance to Scottish air transport.  Interlining has enabled services to be provided that would not sustain a direct connection due to lack of demand.  Business travellers often require the sort of flexibility and high frequency of service that hub airports can offer.

8.
Within this context it is to be hoped that policy decisions taken in light of submissions to this consultation and the resulting White Paper will enable Scottish air transport to increase its role as a key driver in improving and enhancing sustainable economic prosperity.

9.
In regard to the consultation as a whole, SCDI has concerns over the underlying approach that has been taken.  There are some misgivings over using a “predict and provide” methodology and its ability to offer a robust assessment of future demand requirements, particularly in the longer-term, although it is recognised that the methodology is influenced by an acceptable balance between economic, social and environmental considerations.

10.
Notwithstanding this caveat to the underlying approach taken by the consultation, this submission provides SCDI’s responses to the Questions for Consultees provided in Section 10.3 of the consultation document.  A response has not been provided to every question in the document.  Those questions to which an opinion has been given precede each response.  SCDI will complete the accompanying questionnaire but this fuller submission provides greater detail on the views expressed in the questionnaire.

National Policy Scenarios

A.1
Which, if any, of the National Policy Scenarios do you think should form the basis of the UK Government’s national airports strategy to 2030 and why?

11.
SCDI favours the RASCO Reference Case Scenario, as outlined in paragraph 3.3.1 of the consultation, as being the policy scenario that should form the basis of the UK Government’s national airports strategy to 2030.  Within that there are particular Scottish spatial scenarios that are developed in the consultation paper and these are commented upon below.

12.
The RASCO Reference Case Scenario is chosen because SCDI is content that, in general, the continuation of existing policies are sufficient to meet the requirements of the air travelling public in Scotland over the 30 year time frame considered by the consultation document, including, vitally, the provision of significant new runway capacity at London airports.  As the consultation document states, “the effect is to create conditions where air service access to London airports is virtually unconstrained” (page 72, paragraph 3.3.1).  This is a very important issue for Scotland.

13.
Although SCDI has accepted the RASCO Reference Case Scenario as the most appropriate one for government to follow, concerns are raised over the alternative case scenarios for Scotland that are detailed in the document.  These are provided due to the impression that the basic RASCO analysis, according to paragraph 4.5.4 on page 85 of the consultation, “was systematically underforecasting growth at Edinburgh, Glasgow and probably also other Scottish airports”.  The alternative scenario based on SCDI’s preferred RASCO Reference Case - the alternative base case - provides conclusions that are difficult to interpret, not least that Glasgow International would see a lower number of passengers per annum in 2030 under this case than under the RASCO base case in 2030.

14.
Whilst SCDI does not question the assumption that higher average growth will continue to take place at Edinburgh, it is not convinced that the growth forecasts for Glasgow can be accurate given the factors that are listed in paragraph 4.5.7 of the consultation as influencing the forecasts.

15.
In regard to the spatial scenarios of “fly local” or concentrated growth, SCDI feels it is important that the Scottish population has choice in where, when and how it flies into and out of the country.  The network of existing Scottish airports should be used and developed to the benefit of the whole of Scotland.  Improvements in aircraft technology, the growth in “no-frills” operators and the continuing ambitions of the airport and airline operators should reinforce the vision of Scottish air transport that SCDI provided in its 1999 submission to the “Towards the Development of a National Airports Policy for the Next 30 Years” consultation.  It envisages the availability of many affordable services, flying direct to a variety of destinations, making Scotland accessible to the rest of the world and, just as crucially, making the rest of the world easily accessible to Scotland.  Where direct services are not possible, then comprehensive services to other hub airports should be provided.  This vision also includes airports that are fully incorporated into the rest of Scotland’s transport infrastructure.  An infrastructure that is of an appropriate quality to provide efficient access for people and goods throughout the country.

16.
The utilisation of appropriate aircraft to service routes to and from Scotland; suitable access to hub airports for connections to other destinations where direct flights are not viable; the implementation of policies designed to construct a properly integrated transport network; and investment where necessary to provide a quality surface infrastructure are all required to ensure that Scotland is well served by its airports and air services.

17.
The result would allow Scotland’s airports and air services a continuing role in the development of Scotland as a high quality base in which to work, live and do business.  It would properly integrate the country into the global economy and provide access to the global market place.

18.
For this reason the fly local scenario, in combination with the RASCO reference case, or alternative Scottish Base Case, is preferred by SCDI.  However, SCDI questions whether this scenario could only be achieved through government intervention to alter the market provision as indicated in the consultation.  Demand for air travel is increasing significantly and this trend is forecast to continue, as the consultation paper shows.  Therefore, SCDI suggests that significant increases in use of all of Scotland’s airports could be achieved without government intervention such as planning constraints on Edinburgh and Glasgow airports.  In any event, SCDI would be against any pro-active measures by Government to redistribute air traffic.  Such central planning goes against the declared market demand expressed by travellers.  It should be up to the individual airlines to determine whether and where they encourage interline traffic.

19.
One particular example of this type of growth is Glasgow Prestwick International Airport.  It has seen particularly strong increases in freight and passenger traffic, especially using low-cost operators, and its contribution to meeting Scotland’s air service needs is substantial and seems to be neglected in the consultation document.  It is to be hoped that when the resulting White Paper is produced Glasgow Prestwick’s potential is fully recognised and factored into future policy considerations, for example by including its runway capacity in the total central Scotland runway capacity given its wide catchment area.

20.
Although certain work would need to be undertaken to help some regional airports reach their potential, for example, the runway performance of some airports may not be adequate to accommodate certain aircraft, these limiting factors must not be allowed to hinder the longer term development of these airports.  Regional airport operators must encourage regional air connections on an appropriate scale.  Furthermore, an improvement in surface access links to some regional airports may be required to help improve local demand.

A.2
If you think additional capacity should be provided in the South East to meet the needs of regional air passengers interlining or accessing services from London Airports via surface modes: how much capacity do you think should be provided; and where in the South East should it be located?

21.
It should be noted, that increasing pressure due to lack of international terminal capacity at Heathrow could, in the near future, have detrimental impacts on Scottish interlining connections as domestic flights are gradually excluded to allow access to more profitable international flights.  Furthermore, business transfer passengers to and from Scotland require good terminal facilities at Heathrow to ensure an efficient journey.  If problems or delays are encountered leading to a perception that travel to and from Scotland is difficult this could have a negative impact on future investment from both indigenous and new companies.

22.
Therefore, it is essential that airport capacity at Heathrow and Gatwick should be allowed to increase to meet global competition and the needs of the regions.  In this regard, the Fifth terminal at Heathrow should be progressed as a matter of urgency and SCDI is pleased to note that Gatwick development proposals have been be reintroduced to the SERAS agenda following a High Court ruling.  Furthermore, it may be appropriate to designate any additional runway at Heathrow as a British Isles runway to prioritise and handle flights from the main Scottish and English regional airports as well Eire.  This could be serviced by a limited passenger terminal with no need for immigration or customs facilities.

23.
SCDI’s Highlands and Islands Committee is submitting separately a response to this consultation concerning the specific issue of access to the South East of England from the Highlands and Islands of Scotland, so consideration of this issue will not be repeated here.  However, the Highlands and Islands submission makes the point (paragraph 21) that maintaining Highlands and Islands connections with London hub airports may be dependent on the development of additional runway capacity at Heathrow and perhaps Gatwick.  This is also true for the rest of Scotland and this capacity development must be progressed.  While it is undoubtedly the case that many of the access problems detailed above would be alleviated by progressing the option of constructing a new four runway airport at Cliffe Marshes, SCDI is not convinced that this option is realistic given the massive cost implications.

A.4
Which of the policy mechanisms set out in Chapter 3 do you think are essential to delivering your preferred scenario?

24.
The policy mechanisms that are essential to delivering the preferred RASCO Reference Case scenario would be: assuming existing environmental, fiscal and aero-political frameworks remain in place; new development is permitted where there is acceptable balance between economic, social and environmental considerations; current regulatory policy and tax regimes affecting aviation remain broadly similar; the policies set out in the 1998 Transport White Paper on the sustainable development of airports, growth of regional airports to meet local demand and integration with surface transport are implemented; airports contribute to the cost of new surface access infrastructure needed to support new airport capacity to the extent that they benefit.


Are there any that you consider might assist in doing so but you would not consider essential?

25.
Policy mechanisms that might assist but are not essential would be: current international conventions and agreements, both international and bilateral and institutions (such as ICAO and IATA) continue to apply; the European Union continues to apply its common Air Transport Policy.

Are there any policy mechanisms not covered in Chapter 3 that you think should be considered?

26.
An additional policy mechanism that would be beneficial in achieving SCDI’s aims for Scotland’s air services would be the introduction of a properly integrated, long-term strategy to delivering transport policy in Scotland along the lines of the ten year transport plan in England.  Without such an approach, there is a substantial risk that air transport policy, as developed as a result of this consultation for the next thirty years, will be brought forward in a vacuum and not be sufficiently linked to policies on other transport modes, particularly over the long-term.  This will lead to a disjointed approach and lack of co-ordination resulting in a sub-optimal result across the range of transport policy.

27.
In order to achieve this integrated approach, SCDI has also recommended in the past the establishment of statutory Regional Transport Authorities (RTAs) responsible for all aspects of the transport network within their areas.  These would consist of local authorities and private sector representatives, although the leading role would be taken by local authorities to ensure local accountability.  Although SCDI would not wish to be overly prescriptive concerning the specific number and coverage of these Authorities, in order to obtain strategic benefits RTAs would need to supervise fairly large areas.  Previously SCDI has proposed that around three such RTAs should be established covering the North of Scotland, the South of Scotland and, crucially, the central belt that would include Glasgow Prestwick, Glasgow and Edinburgh airports.

Location of Airport Capacity
B.2
If your preferred strategy for Scotland involves accommodating growth in air services, where would the projected levels of growth best be accommodated and what form of airport development should be supported in order to achieve this?

28.
As detailed in paragraphs 15 to 20 above, SCDI wishes to see all existing Scottish airports developed to encourage a “fly local” approach.  Developments to provide efficiency gains to increase landing/take off capacity for these airports such as increased apron capacity and equipment upgrades should be supported.

B.4
If you are of the view that Scotland should seek to accommodate its own demand and clawback demand from North of England airports, how might this best be achieved: Can the existing airports be developed to provide sufficient capacity?

29.
The existing network of Scottish airports is adequate for current and future numbers of air services and passengers.  Further development of some of these airports, such as those mentioned in paragraph 28 above, may be required to meet potential demand in the future, and safeguards must be put in place to ensure sufficient land adjacent to airports is available for this development, but there is nothing to suggest that existing airports will not be able to cope in the future should this be the case.  Airports in the North of England, e.g. Manchester and Newcastle, add to consumer choice.  Competition is to be encouraged. 


Should the case for constructing a new airport in Central Scotland still be considered?

30.
SCDI notes the consideration given to the construction of a new Central Scotland airport and the independent study being carried out by Edinburgh and Glasgow Universities.  This is an issue that SCDI, and others, investigated in the 1970s.  The Government’s conclusion then was that this was not appropriate.  In the intervening 30 years, the practical problems of taking forward such a major development have increased.  The potential economic and financial costs of both constructing a new airport and the associated closure of either or both of Glasgow and Edinburgh airports have certainly risen, the environmental challenge is significant, both the cost and engineering of adequate surface access links would be substantial and there may be issues of consumer resistance.  In addition, the lag between constructing any new airport and a halt to any new investment in Edinburgh or Glasgow would lead to many years of uncertainty and delay during which our competitors would forge ahead.  The result of such a major transition could be economically damaging and, therefore,  SCDI is not convinced that this is the most cost-effective way of improving Scotland’s air services and does not support the case for constructing a new airport in Central Scotland.


As an alternative to a new airport, should an additional runway be built and if so where?  At Glasgow or Edinburgh? 

31.
Forecasts provided in the document indicate that it is likely that another runway will be required at either Edinburgh or Glasgow Airports in the next 20 to 30 years.  Further analysis in the paper suggests that the main pressure will be at Edinburgh Airport, particularly under the alternative case scenarios, although this conclusion is being questioned.  Whatever the future demand, the operator of these airports, BAA Scottish Airports Limited, does not feel that a decision on the location of another runway, either at Edinburgh or Glasgow Airport, is required at this time, and perhaps not until the end of the 30-year forecast period.  BAA Scottish Airports Limited’s preferred option is to safeguard sufficient land at both airports in order that they can expand as required to meet future demand.  This could include additional terminal capacity, apron capacity, runway extensions or a new runway.  SCDI is in agreement with this view.

32.
However, while no decision need be taken at present, the eventual timing of a decision will be crucial.  Given that it is estimated that runway proposals can take at least ten years from agreement to realisation, it will be necessary for BAA Scottish Airports to factor in considerable lead-time so that the required infrastructure is available when it is needed and there is no delay in meeting demand.  Previous examples of major infrastructure projects, such as Terminal Five, West Coast Main Line and various road projects, show that considerable delay can occur with the result that the travelling public and the economy suffers.  The situation will require close monitoring.  When a decision needs to be taken, it should be taken promptly.


Should runway extensions at Edinburgh and Aberdeen be supported?
33.
In order that Scotland’s airports are able to meet the requirements of Scotland’s air travelling public, airport development that is necessary to meet that demand should be supported.  SCDI sees no reason to impose restraint on the growing demand for air travel through Scotland’s airports based on environmental concerns provided that expansion is consistent with sustainable development principles.  These were outlined in the 2001 “Future of Aviation” consultation as: maintenance of high and stable levels of economic growth and employment; social progress which recognises the needs of everyone; effective protection of the environment; prudent use of natural resources.  Therefore, SCDI recommends that supports be given to runway extensions at Aberdeen and Edinburgh.

Finance and Regulation

C.3
What is needed to secure the broader policy objectives for Scottish airports outlined in this document, and in particular: the development of wider route networks?

34.
The development of wider route networks is important.  SCDI responded to the Scotland Office consultation earlier this year on direct flights from Scotland.  SCDI recommended that it is necessary for both Government and the air industry to identify a common set of priority routes.  These would be routes currently not provided but which, given support, could realistically be established and maintained.  Determining these routes would require the analysis of information on current travel patterns which could be provided by the industry.  If necessary this data may need to be supplemented by Government sponsored research on likely future destinations and potential customer demand from the business, domestic and tourist sectors.

35.
Once priority routes are identified, incentive policies could then be developed.  This could include the provision of financial start-up support from both the industry and Government.  All this could be packaged and presented as an industry/Government partnership document of Route Development Plans (RDPs) and marketed to potential operators.  It would indicate the commitment that existed to establish and support these routes and could provide confidence to operators that the front-end risk involved in start-up services was underwritten to some extent.

36.
The recent announcement by the Scottish Executive of a £6 million Route Development Fund is welcomed by SCDI.  However, the finance must be linked to a proper strategy to ensure that the most appropriate and sustainable new routes are attracted and supported.

Economic Benefits

D.1
How important is the contribution of aviation to Scotland’s economy?

37.
There is well-documented evidence of the significant economic benefits that accrue from airports and air services in the way of job creation and income generation and, indeed, the consultation paper lists many of the benefits in section 1.4, including the 15,000 direct jobs and the £0.6 billion contribution to the economy - 1.2% of Scottish GDP.  Of note are economic reports commissioned by BAA Scottish Airports Limited concerning its operations in Scotland, the most recent published in August 2002.  Glasgow Prestwick International Airport and associated industries based around it in Ayrshire resulting in a Scottish aerospace cluster with many major players in aerospace choosing to locate in the area, including the recent announcement of Ryanair’s maintenance base, is also an important source of employment in that area of Scotland and a major contributor to Scotland’s skills base.  Development in and around Glasgow Prestwick must be supported and encouraged to ensure this considerable asset is sustained and enhanced.

38.
Likewise, on a localised basis the operation of smaller airports such as Aberdeen and Dundee, as well as the airport network throughout the Highlands and Islands, can be significant drivers of local economic success as well as helping to integrate these economies and communities into the UK, European and global marketplaces.

D.2
What should be the role of the Scottish Executive’s Agencies including Scottish Enterprise/Highlands & Islands Enterprise in achieving this and what should be their priorities?

39.
As indicated in paragraphs 34 to 36 above, SCDI believes government has a role in working with the air industry in Scotland to develop Route Development Plans.  SCDI welcomes the closely related suggestion in the consultation paper that an overall air-service strategy for Scotland may be required.  The possibility of the establishment of a co-ordination unit or Task Force, reporting to Scottish Executive Ministers, to facilitate this strategy would be welcomed by SCDI.

40.
Government and its agencies also have a very large indirect role to ensure that the general environment for efficient air services in Scotland is provided.  Many of these roles are discussed elsewhere in this response and include planning issues to ensure that airports can expand as appropriate, connections to the wider Scottish transport network and support for Scotland’s tourism industry and exporters.  In general, providing and encouraging the economic environment so that Scotland has a platform to succeed in the global economy.

D.3
Would improved direct air links help to: increase inbound tourism to Scotland; reduce reliance upon London as the primary point of access for tourists travelling to Scotland by air; or increase outbound tourism traffic from Scotland with adverse net implications for Scotland’s tourism balance of payments?

41.
Visitors have to get to Scotland.  The ease, speed and cost of travel will have a bearing on Scotland’s ability to attract visitors.  81% of total trips, and 72% of holiday trips, to Scotland by overseas visitors utilise air transport according to figures produced by VisitScotland.  SCDI is convinced that a major goal should be the availability, where viable, of low cost services flying direct to and from a variety of destinations making the rest of the world, and particularly Europe, easily accessible to Scotland and vice versa.

42.
Although SCDI is fully aware that direct flights are two way links that can cause leakages from the economy, the connectivity of Scotland is important in ensuring future economic prosperity.  We must have the confidence and the policies in place that ensures our tourism product is capable of competing with the best in the world and that the advantages of having improved direct access to Scotland will outweigh any possible negative side effects.

D.6
How important are air cargo services for the economic objectives of Scotland?

43.
In terms of freight (excluding Mail), in 2001, 72.5 thousand tonnes were carried from Scottish airports according to the Scottish Executive’s Scottish Transport Statistics No.21 2002.  This represents a rise of 90% since 1991.  Of this total, 43.1 thousand tonnes was carried from Glasgow Prestwick.  Although Glasgow Prestwick accounted for 59% of the 72.5 thousand tonnes of freight carried from Scottish airports in 2001, operators working out of the other main Scottish airports of Glasgow, Edinburgh and Aberdeen accounted for 27 thousand tonnes (37%) of freight.  Indeed, if Mail freight is included, Edinburgh accounts for a larger total cargo than Prestwick. 

44.
In addition, this cargo is often of high value and the importance of air freight links for Scotland’s exporting companies, especially in the electronics sector, is immense.

D.8
What measures are needed to give air freight and mail operators confidence to plan their long-term investment in airport facilities?  Should night-time slots be guaranteed for freight and mail?

45.
There is increasing demand for flown and trucked air cargo to and from Scotland as the forecasts for freight provided in Table 4.7 of the consultation show.  This trend is likely to intensify.  Therefore, the existence of a sustainable network of air cargo services that meet the needs of Scottish business is important to economic growth and as an attraction for inward investment.  This may also mean an increase in night-time movements.  Aberdeen airport, in particular, has been constrained by a limit on night flying.  As technology improvements reduce the noise impact of modern jet engines, the extension of night flying must be considered.

D.9
How important is business aviation for inward investment and other economic objectives of Scotland?
46.
Scotland is a trading nation with over 30% of its GDP exported.  SCDI data shows that manufacturing exports alone account for over 10% of the UK total, significantly above Scotland’s 8% of UK GDP.  In an increasingly competitive international environment the role of air services in Scotland’s economic development is of paramount importance to ensure worldwide access for Scottish products, services and people.

Environmental Impacts

E.4
Is there a case for reviewing green belt boundaries as they affect airports in the light of any of the scenarios?

47.
Previous comments regarding a new central belt runway have provided some indication of what is required in terms of safeguarding land around Glasgow and Edinburgh airports to allow future expansion.  Also, SCDI’s preferred scenario of “Fly Local” requires that other Scottish airports should be able to expand as demand requires and should not have constraints put on their future growth.

48.
As part of these recommendations, SCDI has previously called, in its response to the Scottish Executive’s draft NPPG2: Economic Development, for a complete reappraisal of the role and function of Green Belt in the modern Scotland.  SCDI believes that a full Scottish Executive consultation on the role of the green belt should be instigated.  This should include the requirements of airports.

Surface Access

F.2
Under many of our National Policy Scenarios there will be a large increase in the number of passengers using Scotland’s airports over our forecasting period.  Our analysis indicates this will place considerable strain on surface access provision, particularly on a number of key road links: should these surface access constraints be addressed?

49.
The quality and capability of Scotland’s transport infrastructure is of concern.  As with railway stations, bus stations or sea ports, airports should be considered as part of an integrated transport system.  The development of a range of transport links to airports should be encouraged where sufficient market demand exists.


Are there any surface access schemes identified in the analysis that you support or oppose?

50.
Glasgow Prestwick International Airport’s rail link is one example of a high quality intermodal link.  This should be replicated for Glasgow and Edinburgh airports and the document that accompanies this consultation updating progress on these projects is welcome.  The development of a rail link between Glasgow International Airport and Glasgow Central Railway Station via Paisley and a rail link to Edinburgh International Airport are part of SCDI’s main transport priorities and, encouragingly, among the Scottish Executive’s top ten priorities.  SCDI would also be supportive of the development of further public transport measures, such as the proposed West Edinburgh Tram initiative connecting to Edinburgh Airport, to ensure the travelling public has a range of quality alternatives available to choose from so that car is not the only realistic option.

51.
However, the importance of road transport should not be understated.  Passengers and freight travelling to and from Scotland’s airports require quality road transport.  The domination of road based transport leads to the conclusion that there is limited appropriate alternative to road for many journeys including those to and from Scotland’s airports.  It is therefore crucial that Scotland is provided with a quality strategic road network.  At present there are specific sections of the network that are in need of further investment to ensure a standard necessary for the efficient functioning of the economy.  In particular, the completion of the M74 between Fullerton Road and the Kingston Bridge, Glasgow and the A8000 M9 Spur near Edinburgh.

F.3
Under all our UK National Policy Scenarios, we forecast that a significant number of passengers originating in Scotland will still use airports outside the region, such as Manchester.  Should surface access schemes to facilitate journeys from Scotland to these airports be considered? 

52.
It should be emphasised that the benefits to the Scottish economy of good quality transport links with England, especially in the South of Scotland, are significant.  The potential benefit of airports such as Carlisle, Newcastle and Manchester to Scotland is considerable.  Consumer choice is important.  Investment in surface upgrading of the A1 and the M74/M6 is ongoing and is important in its own right.  In addition the upgrading of both the East and West Coast Main Railway Lines are vitally important projects for Scotland and must be delivered as a matter of urgency.

Regional Access

H.1
Would it be desirable to have a greater number of flights from Scottish airports to London?  Would these services be beneficial mainly for: access to London itself: or access to onward flights?

53.
Scotland is very well served in the number of flights to and from London and shows that there is a considerable market demand for flights on these routes.  Evidence suggests that this is both for access to London itself and the important worldwide connections that are served from the main London airports.

H.2
What policy mechanisms or approaches should the Government explore to ensure that access to London airports from Scotland is maintained or improved?

54.
The best way to ensure that there is continued access to those airports from other areas such as Scotland is to allow them to expand to meet the forecast demand as laid out under SCDI’s preferred choice of scenario, the RASCO Reference Case Scenario.

H.7
Would high-speed rail links to London provide an adequate alternative to domestic air services to London and its airports, or should they be seen as complementary to them?

55.
Good quality passenger and freight transport links of all modes are essential for the development of the Scottish economy, especially because of our peripheral location.  Apart from the obvious benefits that improved communications bring, it is very important for the tourist industry in Scotland that we are easily, comfortably and cost effectively accessible from other population centres.  SCDI believes that high-speed rail links are complementary with direct air links to London.  It is important that the travelling public has a choice of high quality modes that can be utilised to suit personal circumstances.  This choice also includes bus and coach operations that can provide quality direct links to and from many UK airports.

56.
Furthermore, it must be ensured that Scottish rail services have efficient links to the Channel Tunnel thereby enabling European destinations to be accessed by rail as well as air.

Iain D Duff

Chief Economist

The Scottish Council for Development and Industry

13 December 2002
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