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                                  Response of BAR UK

to the CAA’s request for information ‘Economic regulation of Manchester and Stansted airports – request for evidence and analysis’

BAR UK represents over 90 airlines with business operations in the UK, welcomes the opportunity to respond to this enquiry.

We are also aware of the parallel consultations by the Department for Transport, and the CAA, in respect of de-designation and will be responding separately to them.

For the purpose of this enquiry, BAR UK offers these points.

1. Change of Ownership

In addition to assessing market share of an airport, by measuring its share of the throughput of a group of airports in the same region, cognisance also needs to be given to what could happen once ownership changes.

It could be that a group of disparately-owned airports now is owned by a single organisation in the future. That would have the ability to substantially increase its market powers.

2. Operating capacity and infrastructure 

The operating capacity and infrastructure of an airport can provide market power.

In the case of Manchester, it has two long runways, fully capable of accepting the largest passenger-carrying aircraft, and has the associated infrastructure to support such flight operations.

That infrastructure includes airfield facilities, such as strong taxiways and correctly-angled taxiway fillets, full-size aircraft stands, and adequate passenger and cargo handling infrastructure.

Should the airport-operator abused its market power, those carriers operating long-haul services do not have ready access to an alternative airport. There is no viable alternative in NW England. 

Operationally, the alternatives would probably be London, or Glasgow, neither of which is in a position to serve that long-haul market that exists for direct flights to Manchester. 

Consequently, the options that face them are to comply with the conditions of the airport operator, or to cease operations. 

3. Less ability for schedule carriers to relocate

The market power for an airport is probably stronger against scheduled carriers than it is for charter airlines. Why?

Because, unlike the charter airlines, scheduled carriers service distinct outbound and inbound markets. Passengers and freight that needs to go to Manchester will generally want air services to Manchester Airport, because it provides surface connections to both the city itself, and the surrounding catchment areas. 

Relocation to another airport might retain some of the UK-originating travellers, but an inbound passenger needing to go to Manchester is not likely to accept Liverpool or Leeds airports as a practical alternatives.

4. De-regulation elsewhere

Reference is made to the experiences of airlines in Canada. 

Whilst nominally not-for-profit entities, Canadian local airport authorities are nevertheless free to determine their capital spending and to collect funding required in this regard through their aeronautical fees and charges.  Their fees are thereafter not subject to any form of regulatory control or oversight.

While the results of this experiment have at times varied, some have resulted in unacceptable results.  For example, Toronto-Pearson airport currently has the highest landing fees in the world as a result of a $5 billion CAD spending spree over the last decade. That airport has been the source of considerable complaints by IATA.

Airports such as Winnipeg and Edmonton also have ambitious development plans and are assessed as quite likely to meet the scenario encountered at Toronto.

Please feel free to contact BAR UK for any further information.
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