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1The document you hold in your hand is our vision for our 
airport. It is the blueprint for our development over the 
coming decades – a blueprint which we believe will see the 
airport play a crucial role in the growth and prosperity of 
Edinburgh, the Lothians and Scotland as a whole.

We have consulted widely to find consensus on our vision,  
gathering opinion and comment from people, communities and 
organisations across Edinburgh and beyond on how it fits with 
their aspirations and plans.

We believe that our plans fit closely with the long term plans 
of Edinburgh as a city. It is a sustainable and responsible plan, 
grounded in the reality of our post recession economy and 
keen to capitalise on the opportunities that will arise when our 
economy grows again. 

Our consultation has shown that many agree and welcome this 
document which provides clarity, certainty and understanding 
to airport communities, local authorities and wider business and 
tourism interests whose futures depend very much on a strong, 
successful and well connected airport.

The case for Edinburgh Airport’s economic contribution to 
Scotland is sound. It is a key driver of Scotland’s economy and will 
continue to be at the heart of our country’s development.

This economic performance however comes with a responsibility 
to ensure that our operations, growth and development are all 
carried out in so as to minimise the impact on local communities 
and beyond.

We are committed to this and understand that much of our 
future success will depend on our ability to understand our 
environmental impact while creating and deploying effective 
mitigation measures. These measures will not only seek to reduce 
the negative impact of our airport, but also harness and maximise 
the social benefits of Edinburgh Airport’s economic strength.

The world has changed since Edinburgh Airport last consulted on 
its Masterplan in late 2005. In those pre credit crunch days, huge 
growth was forecast, the Edinburgh Airport Rail Link was forging 
ahead and plans were being drawn up for an additional runway.

Clearly, this 2011 Masterplan must recognise the world we 
inhabit and forecast accordingly. It reflects the principles of the UK 
Government’s 2003 White Paper “The Future of Air Transport”, 
which laid down a long term framework for the responsible 
development of Scotland’s airports. It also reflects a credible and 
reasoned view of how we think our airport will change in the 
period to 2020 and then beyond to 2040.

Edinburgh Airport is Scotland’s most successful airport. Despite 
the challenges that 2010 brought us in the form of volcanic ash 
and strikes, we saw our busiest month ever in July, and have 
attracted over 26 new routes to Edinburgh. This has seen us move 
to the 5th largest airport in the UK and outperform many airports 
of a similar size across Europe.

Our focus on our passengers has paid dividends – in June 2011 
we were named Best European Airport 5 million - 10 million 
passengers by ACI EUROPE. Earlier in the year, we were also 
named as being in the top 5 in Europe for customer service as 
measured by the ACI’s ASQ survey.

This performance has been matched by investment, with 
Edinburgh Airport ensuring that it can meet passenger demands 
and the resulting expansion from doing that. 2010 has seen the 
opening of our £40 million departure lounge extension and new 
security hall and the completion of our extensive forecourt work.  
Investment continued in 2011 with a new multi million pound taxi 
way built to increase efficiency.

These improvements, coupled with our ability to attract airlines 
and destinations, give Edinburgh Airport a strong platform on 
which to look to the future and meet the challenges that it brings.

Our Masterplan consultation was extensive and gave real 
insight into the views and the requirements of our neighbouring 
communities, the business community, the tourism trade and our 
politicians and policy makers.

This document is built on our vision, tempered and supported 
by the views of those with an interest and a stake in our success 
and growth.

I hope you find it an inspiring and useful tool. We look forward 
to continued and constructive dialogue as we develop.

Kevin Brown
Managing Director
Edinburgh Airport

July 2011

FOREWORD



CONTENTS
FOREWORD 01

EXECUTIVE SUMMARY 04

1. INTRODUCTION 07

2. THE SOCIAL AND ECONOMIC BENEFITS OF AVIATION 09

3. POLICY AND REGULATION 12

4. TODAY’S AIRPORT – EDINBURGH IN 2010 15

5. PASSENGER DEMAND – THE FORECASTS 18

6. LAND USE IN 2020 22

2



3

FOREWORD 01

EXECUTIVE SUMMARY 04

1. INTRODUCTION 07

2. THE SOCIAL AND ECONOMIC BENEFITS OF AVIATION 09

3. POLICY AND REGULATION 12

4. TODAY’S AIRPORT – EDINBURGH IN 2010 15

5. PASSENGER DEMAND – THE FORECASTS 18

6. LAND USE IN 2020 22

7. SURFACE ACCESS (TRANSPORT LINKS) 25

8. THE LOCAL ENVIRONMENT 31

9. LAND USE IN 2040 38

10. WHERE NOW? THE NEXT STEPS... 42

11. AIRPORT DEVELOPMENT PHASING 44

12. MASTERPLAN FREQUENTLY ASKED QUESTIONS 45

APPENDIX: MASTERPLAN MAPS 46



4 Edinburgh Airport’s second Masterplan provides a clear and 
reasoned vision for its future.  

Aviation in particular has borne the brunt of much of the 
changes in the global and local economies over past years.  
Accordingly, our forecasts and projections reflect the business 
environment in which we currently operate. The strength of the 
economy is central to our very existence.

Edinburgh Airport is a gateway to Scotland and its capital.  
This role separates us from other businesses with its own  
unique responsibilities and challenges in, supporting and 
enhancing Scotland’s economy, at a time when support has  
never been more important.

Despite the economic pressures and the challenges facing 
aviation as a whole, Edinburgh Airport has bucked the trend by 
registering consistent if modest growth over the past number 
of years. This highlights the continued importance of Edinburgh 
as a global destination and place to do business. The airport 
understands fully its role in supporting Edinburgh’s further and 
continued success.

A 2009 report by York Aviation, an air transport consultant, 
found that in 2008 Edinburgh Airport supported 7,710 jobs 
across Scotland and contributed £146.2 million to the Scottish 
economy, of which £118.4 million was in the city region alone. As 
we continue to expand it is reasonable to assume that our ability 
to contribute to the local and national economy will also continue 
to increase.

To facilitate our growth and begin to develop the gateway 
experience we seek to provide and that others expect, we have 
invested and delivered substantial elements of new infrastructure, 
including a £40 million extension to the departure lounge and 
creation of a new security hall. These additions, combined with 
the addition of the South East Pier has taken the terminal capacity 
to 13 million passengers. This Masterplan provides detail of 
supplementary infrastructure and investment, both on and  
off-airport that is required to ensure that the development 
envisaged to 2020 and beyond to 2040 can be realised.

The plan looks at the development of the airport in two distinct 
time-frames: between today and 2020, and beyond that to 2040.  
The first section of the plan considers how we will grow up to the 
year 2020 and sets out, in some detail, how we will cope with the 
increasing demand for air travel by developing, largely within our 
current boundary.

The Masterplan also examines ground transport connections 
(surface access) and how this could be provided and deals with 
the important issue of sustainable development and responsible 
growth, together with how we intend to protect the environment, 
particularly in relation to noise and air quality.

The second element of the plan looks at how and where it 
is proposed that the airport will grow between 2020 and 2040.  
Beyond 2020 the plan is less detailed, because of the difficulty in 
being absolutely certain about how air traffic will grow over that 

period. Additionally, technological advances may influence how the 
terminal is developed or the type, size and operation of aircraft.

At this point, the continued development of Edinburgh Airport 
will lead to a future requirement to purchase land outside the 
current airport boundary. This Masterplan indicates where that 
development might be and when we expect to have to do it. We 
continue to show the additional runway parallel to the current 
main runway because this may be required by 2040 if air travel 
increases beyond the growth currently forecast.

We are Scotland’s capital city airport – the busiest in Scotland 
and the 5th largest in the UK. It is our aim to become one of 
Europe’s leading airports, supporting both Edinburgh and Scotland 
and promoting social and economic prosperity across the country. 

In doing this, we willingly accept the responsibility to local 
communities and we restate our commitment to being a 
responsible and trusted partner in Edinburgh’s future. We will 
endeavour to address our impact, where possible, both locally  
and beyond.

SuMMAry of ThE MASTErPLAn

2010-2020

forecasts
•	 Passenger	numbers	will	grow	from	9	million	per	annum	now,	

to 12.3 million per annum.
•	 Aircraft	movements	(i.e.	the	number	of	landings	and	take-offs)	will	

increase from 116,200 per annum today, to 141,300 per annum.
•	 Runway	movements	will	grow	from	an	average	of	32	

movements an hour now, to 42 an hour.
•	 Aircraft	parking	stands	required	will	increase	from	36	now,	to	44.
•	 Cargo	and	mail	tonnage	will	rise	from	approx	53,300	tonnes	

per annum today, to 56,300 tonnes per annum.

At the airport
•	 Check-in	facilities	and	baggage	reclaim	will	need	to	be	

enhanced to meet rising demand. 
•	 Two	aircraft	maintenance	hangars	are	likely	to	be	needed.
•	 Edinburgh’s	current	on-airport	car	parking	provision	of	8,281	

spaces could rise to 10,770

Surface access
•	 The	importance	of	good	surface	access	and	the	environmental	

benefits of ensuring as many passengers as possible use 
public transport in getting to and from the airport are widely 
accepted. Edinburgh Airport will work in partnership with 
local councils, the Scottish Government and bus operating 
companies to continue to increase the public transport  
mode share.

•	 The	airport’s	internal	road	system	will	undergo	a	major	
reconfiguration, with priority given to key public transport options.

EXECUTIVE SUMMARY

Edinburgh Airport Masterplan
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•	 A	new	tram	link	is	envisaged	in	2013,	providing	links	to	the	
heavy rail network via the proposed Gogar Station.

•	 Car	parking	strategy	will	be	reviewed	within	the	context	of	
achieving an integrated surface access system which maximises 
opportunities for passengers and staff to travel to the airport 
by public transport.

The environment
•	 The	number	of	people	who	hear	ground	noise	will	not	change	

significantly as developments during this time will occur within 
the existing boundary of the airfield and, mostly, well away 
from the nearest housing. However, noise assessments would 
be carried out before any major development. Noise schemes 
already introduced continue to operate.

•	 It	is	not	predicted	that	air	quality	will	change	in	the	period	
to 2020 and beyond. However, we are working with local 
authorities to identify and address any areas of poor air quality 
and have set out objectives to reduce the impact of the airport 
on air quality in the general locality.

•	 Water	courses	near	the	airport	will	not	suffer	any	adverse	
impact as a result of developments in this time-frame. We are 
working with the Scottish Environment Protection Agency 
(SEPA) to develop a range of quality management solutions 
relating to surface water discharge. We are also committed to 
exploring the best solutions for the future of the Gogar Burn 
and this may include its diversion.

•	 We	recognise	that	climate	change	is	a	significant	issue	and	
support the leading role the UK and Scottish Governments are 
playing in addressing this through initiatives and participation 
in Sustainable Aviation.

•	 We	are	committed	to	working	with	Scottish	Natural	Heritage	
(SNH), Historic Scotland and the City of Edinburgh Council (CEC) 
with regard to preserving and enhancing the built and natural 
environment, as appropriate, both in and around the airport.

Land use
•	 An	additional	1.9	hectares	of	land	may	be	required	by	2020	to	

enable ancillary facility developments. The sites highlighted are 
currently undeveloped. Other land may also be developable if 
the Gogar Burn is diverted.

2020-2040

forecasts
•	 Passenger	numbers	could	grow	to	20.5	million	a	year,	with	

over half travelling to and from international destinations.
•	 Aircraft	movements	could	increase	to	200,600	per	annum.
•	 Runway	movements	could	grow	to	53	per	hour.
•	 The	number	of	passenger	aircraft	parking	stands	needed	 

could increase to 57.
•	 Cargo	and	mail	tonnage	could	grow	to	81,900	tonnes	a	year.

Land use
•	 In	order	to	cater	for	the	predicted	growth	of	the	airport,	the	

purchase of additional areas of land not currently within 
our boundary would be necessary; to the north east of 
the airfield, next to the cargo village, 10 hectares would 
be needed to extend the cargo facilities if existing land 
within our boundary earmarked for cargo proposals is fully 
developed. 

•	 To	the	south	west	of	the	existing	terminal,	85	hectares	of	
land, currently occupied by the Royal Highland Agricultural 
Society of Scotland (RHASS) would be required for additional 
terminal and/or aircraft apron capacity. For the proposed 
second runway, an additional 280 hectares north of the 
existing airport boundary would be required by 2040.

•	 We	have	put	in	place	a	voluntary	scheme	to	address	the	blight	
caused to residential and commercial properties which would 
potentially need to be purchased if we build a second runway.  



6 Details of the Property Market Support Bond can be found on 
our website www.edinburghairport.com. 

 
The environment
•	 A	second	runway	required	after	2040	will	result	in	more	

people being affected by aircraft noise. We have put in place a 
voluntary scheme to address generalised blight caused by the 
potential impact of noise.

•	 Any	potential	future	impact	upon	the	built	and	natural	
environment will be identified in initial development scoping 
and discussed with the relevant authority. Mitigation, where 
possible, will be in accordance with the legislation in place at 
the time.

next steps
•	 Although	the	Masterplan	is	not	a	statutory	planning	

document, it will form part of a suite of statutory and non-
statutory planning documents for West Edinburgh. The 
Masterplan will be a material consideration when the City 
of Edinburgh Council determine planning applications in the 
vicinity of the airport, and, will also inform future strategic and 
local development plans.

•	 We	will	continue	to	review	the	final	document	every	5	years	
and will also publish an annual development statement 
detailing the progress undertaken in implementing this vision.

LISTEnIng To your vIEwS

In preparing this document we received contributions from a 
wider range of stakeholders, ranging from local authorities and 
the Scottish Government to nearby residents and passengers who 
use the airport. Although our consultation has formally ended and 
this document reflects our vision going forward we continue to 
welcome feedback on the development of the airport.

This can be done via the following methods:

Tel: +44 (0) 844 481 8989
If you use a textphone call: 0844 741 7410
You can now also text feedback to 80800, simply start  
your message with EDIFEEDBACK
Follow us on Twitter @EDI_Airport

Edinburgh Airport Masterplan
July 2011



BAckground To ThE MASTErPLAn

It is 8 years since the Government published a White Paper1, 
The Future of Air Transport, which set out a strategic framework 
for the development of airport capacity in the UK up to 2030. 
Since its publication the forecast growth in air travel has not 
materialised. Given the global changes in the years since that 
paper and our first Masterplan were published, a more measured 
approach is now taken when considering our growth and 
aspirations. This Masterplan will, as a result, detail a more modest 
growth scenario, which will, through five-year review, continue to 
be an up to date and clear vision for airport development.

The White Paper’s conclusions on the future development 
of Edinburgh Airport included safeguarding land for terminal 
development; relocating the RHASS; extending the existing main 
runway; and, in the longer term the creation of an additional 
close parallel runway. The latter would not take place until existing 
runway capacity has been fully optimised.

This Masterplan will continue to be a key tool through which 
we explain how we propose to take forward the strategic 
policy framework for Edinburgh Airport. Further supplementary 
documents will provide greater detail on how we will address 
targets or prepare specific strategies. As appropriate, development 
proposals will need to be considered through the planning system 
in the normal way.

The appropriate national and local planning and transport 
bodies have taken into account the White Paper and initial 
Masterplan content when preparing guidance, strategies and 
policies. It is therefore advised that these are referred to when 
reading this document. Planning policy protects any land required 
for future airport expansion.

hISTorIcAL dEvELoPMEnT of EdInBurgh AIrPorT

Edinburgh Airport, as it stands today, covers 367 hectares and its 
current layout and land use are shown in Map 1. It is bounded to 
the north by the River Almond, to the south by RHASS land and 
to the east by the Edinburgh to Fife rail line. 

The existing terminal building and main runway were 
developed in 1977 replacing the Turnhouse facilities which had 
been in place since before the Second World War. The facilities at 
Turnhouse now house our expanding cargo operation, which is 
Scotland’s small parcels hub and a key facility supporting Scottish 
businesses and the economy.

The core developed area is around the terminal building. Other 
developed areas comprise the business aviation terminal and 
maintenance area adjacent to the Gogar Burn and the western 
ancillary area at Almond Road.  

The airport grew from less than 1 million passengers per 
annum (mppa) in 1977 to 1.85 mppa at privatisation in 1987.  
Since then, by intensively developing the land within our 
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1. INTRODUCTION

boundaries to provide all the facilities required to support growth, 
today’s airport now handles around 9 mppa.

roLE And chArAcTEr of EdInBurgh AIrPorT

Edinburgh Airport provides air services for the greater Edinburgh 
area and Scotland in general. It is one of the few airports still 
planning for growth and in the last 5 years we have increased the 
number of domestic and international short-haul destinations by 
80% from 70 to 126. We plan to increase this further.

Edinburgh Airport is now the fifth largest airport in the UK, in 
terms of passenger numbers, and the only one in the top 10 to 
experience passenger growth in 2009. In 2009 Edinburgh Airport 
had 4.1% of the UK passenger market.

In the year 2009-2010 54% of passengers travelled on 
domestic services (primarily to/from the London airports) 
and a significant proportion of these transferred onwards to 
international destinations. International traffic from Edinburgh 
is however growing. Approximately 31% of all passengers were 
travelling on business and 45% of passengers travelled on low 
cost airlines. The majority of passengers (75%) were resident in 
the UK.

The airport has grown at an average of around 10% per year 
since 1995. Table 1 shows the growth in passenger numbers (split 
between domestic and international) and passenger air transport 
movements (PATMs) for the period 1995 to 2009.

 
Table 1: Edinburgh historic passenger air traffic data (1995-2009)

1CM6046 The Future of Air Transport, Department for Transport, December 2003. 

year

Annual
domestic

passengers
(millions)

Annual
international
passengers
(millions)

Annual
total

passengers
(millions)

Annual
PATMs

1995 2.42 0.86 3.28 55,487

1996 2.84 0.97 3.81 60,079

1997 3.08 1.08 4.16 63,179

1998 3.33 1.21 4.54 66,475

1999 3.56 1.53 5.09 74,262

2000 3.76 1.73 5.49 78,681

2001 4.22 1.82 6.04 90,450

2002 4.93 1.98 6.91 96,856

2003 5.40 2.08 7.48 97,418

2004 5.84 2.15 7.99 103,977

2005 6.13 2.31 8.44 109,249

2006 5.86 2.74 8.60 115,846

2007 5.61 3.41 9.02 115,190

2008 5.28 3.71 8.99 113,535

2009 4.91 4.14 9.05 106,477



8 Passenger demand is greater in the summer months as leisure 
demand increases, primarily due to the school breaks in  
July/August encouraging a peak in these months. This is more 
than enough to offset any reduction in business demand.

At Edinburgh Airport weekdays are busier on average in the 
peak month than weekends. This is due to the combination of 
business and leisure demand during the week, and much reduced 
business traffic at weekends.

Table 2, shows that the busiest times at Edinburgh Airport are 
at the beginning and end of each day. The peak departing period 
at the beginning of each day, and the peak arriving period at the 
end of the day, reflect the fact that Edinburgh is an overnight base 
for a large number of aircraft. Other busy periods during the day 
reflect the in-bound and out-bound patterns created by a busy 
short-haul, domestic route network. 

There remains considerable scope for growth in demand 
around the middle of the day. Long-haul routes, increased 
frequencies and internationally-based aircraft operators can 
naturally fit into these relatively quiet periods. 
 
Table 2: Edinburgh average hourly distribution over  
the peak month

Airlines operating from Edinburgh are generally running year-
round businesses with fixed frequencies. Any slight fluctuations 
are caused by a small number of charter operations.

oBjEcTIvES of ThE MASTErPLAn

As outlined above, this revised Masterplan sets out the 
development strategy for the realistic and responsible growth 
of Edinburgh Airport. Based on forecast growth and resultant 
expenditure we describe proposed terminal and airfield 
expansion and that of supporting ancillary facilities up to 2020, 
whilst also providing indicative plans of development beyond 
that date up to 2040.

The key objectives of this Masterplan are as follows:
To set out a sound development scenario which will provide •	
clarity and certainty for stakeholders, the local authority and 
neighbouring landowners, amongst others, up to 2020.
To highlight the prospects for air traffic growth, and associated •	
developments, at Edinburgh Airport beyond 2020 up to 2040.
To clearly identify the areas of land currently outside the airport’s •	
boundaries which will be required in order to allow the airport 
to expand to handle the forecast growth in passenger numbers.
To set out the approximate timescales for the incremental •	
phasing of additional capacity requirements.
To identify the key improvements required to ground transport •	
links (surface access), serving the airport and West Edinburgh 
up to 2020 and an indication of potential land take up to 2040.
To qualify what Edinburgh Airport’s impact is upon the •	
environment and how this is being addressed now and in  
the future.
To qualify what Edinburgh Airport’s contribution to the local and •	
national economy is and how this can be built upon in the future.
To detail how Edinburgh Airport will contribute to achieving •	
the vision in the West Edinburgh Planning Framework and 
accord with the Rural West Edinburgh Local Plan Alteration 
and West Edinburgh Strategic Design Framework.

Edinburgh average hourly distribution 
over peak month (july 2010)
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EDINBURGH AIRPORT 
IS NOW THE FIFTH 
LARGEST AIRPORT IN 
THE UK IN TERMS OF
PASSENGER NUMBERS.



9The white Paper states that ‘aviation makes a significant 
contribution to Scotland’s economy and social welfare’. In 
our view, the responsible growth of air transport in Scotland 
can help disperse the economic and social benefits which air 
travel generates across the country and society.

The White Paper states that in the Central Belt: ‘air travel plays 
an important part in improving the economic competitiveness of 
Scottish businesses and attracting inward investment, as well as 
serving the main population centres’.

Scotland’s main cities, namely Edinburgh and Glasgow, are 
critical to the health and competitiveness of the national economy 
and it is important that their contribution is reflected in their 
ability to grow. The Scottish Government has prioritised West 
Edinburgh, which includes Edinburgh Airport, as a strategically 
important location both in planning and economic terms, 
regionally and nationally. Edinburgh Airport is clearly well placed 
to support and serve the high value-added economic activities 
arising from Edinburgh’s position as Scotland’s capital city and one 
of Europe’s leading financial and business services centres.

In August 2009, on behalf of Scottish Enterprise and 
Edinburgh Airport, York Aviation published a report on the 
economic impact of Edinburgh Airport. The report assessed  
the current and future economic impact of Edinburgh Airport  
on the Edinburgh City region and Scotland as a whole. The 
future growth assessment identifies two growth scenarios.  
These scenarios allowed the quantitative and qualitative 
assessment of various phases of airport growth, set against a 
2008 Gross Value Added (GVA) baseline.

The main conclusions of the York Aviation report were:
In 2008, the airport supported 7,710 jobs across •	
Scotland, with 3,530 of those people directly employed 
at the airport and a further 1,520 within the city region.
The remainder were employed indirectly, through 
supply chains and associated service-providers etc.
The airport’s contribution to the Scottish GVA measured  •	
£146.2 million, £118.4 million of this is within the  
city region alone.

Including staff employed by external contractors the number of 
people working at the airport increases substantially to 5,358, of 
which BAA employs 473. The continuing expansion of the airport 
and the opening in summer 2010 of the new £40 million departure 
lounge and security hall, with more catering and retail facilities, will 
boost the total number of jobs supported by the airport.

Since the publication of the York Aviation report the previous 
airport growth forecasts have been revised. In the intervening 
period Edinburgh, a major financial centre, has been exposed to 
turmoil in the banking industries and as a result the airport has 
experienced a drop in business travel over the last 18 months. 

However, Edinburgh still remains a major destination for 
international tourists and the fall of Sterling in the currency 
markets has encouraged overseas visitors to Scotland. In 2009 
international tourists made 2.56 million trips to Scotland, 
generating an income of £1.36 billion – 87% of these overseas 
visitors travelled by air and the number of international 
passengers using Edinburgh Airport increased 11% in 2009 
compared to the previous year. Tourism overall was worth 
£4 billion to the Scottish economy. Despite the challenging 
conditions total passenger numbers at Edinburgh Airport 
increased 1% in 2009.

Edinburgh Airport currently pays over £2.5 million to Lothian 
and Borders Police and more than £4.7 million in rates every 
year to the City of Edinburgh Council (CEC). Unlike other rate-
payers, Edinburgh Airport maintains all the roads within the 
airport boundary, including the costs of street lighting and is also 
responsible for all waste disposal costs.

Edinburgh Airport is a key member of the local community. As 
part of this the airport offers a range of funding and sponsorship 
programmes to community groups. In 2009 Edinburgh Airport 
awarded £83,000 to projects which met our education, 
environment and sport criteria. In addition to this, we have also 
spent £853,000 on transport improvements since 2007, both 
in and around the airport, through money generated by a levy 
placed on on-airport car parking. 

2. THE SOCIAL AND ECONOMIC BENEFITS OF AVIATION 

THE AIRPORT’S 
CONTRIBUTION  
TO THE SCOTTISH  
GVA MEASURED  
£146.2 MILLION, 
£118.4 MILLION OF
THIS IS WITHIN THE 
CITY REGION ALONE.



A breakdown of spending since 2007 and projected spending 
to 2012 is contained within Table 3 below:

Table 3: Edinburgh Airport passenger transport levy spend and 
projected spend
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Activity
2007

£k
2008
£k

2009
£k

2010
£k

2011
£k

2012
£k

Tram support costs 60 45 250 140

Coach bay  
installation

7.5

Liftshare support 
and promotion

6.1 2

Design and install 
travel pods

47.4 22

Bus company 
forecourt charging 
support

72 50 50 50

Cycle shelters 57 5

Car share scheme 13

A8 Interchange 
design

15.9 4 15

Rail ticket vending 
machine

20

To be confirmed 240

Miscellaneous items 56.4 42.7 26 30 6

Total 130 248 125 350 240 240
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12 There are functional and legal limits to Edinburgh Airport’s 
activities as an airport owner and operator. For example, 
responsibility for aviation policy and air traffic control lies 
respectively with the UK Government and National Air  
Traffic Services (NATS). This chapter outlines the principal 
controls and influences of relevance to Edinburgh Airport’s 
operation and future development.

Our Masterplan is a material consideration in the planning 
process. It applies to principles and policies contained within 
national, regional and local planning documents to the airport.

uk AIrPorTS PoLIcy

The White Paper is currently the principal policy document  
with which future proposals for Edinburgh Airport should be 
aligned. The findings of the White Paper are reflected within the 
current hierarchy of planning policy documents at national and 
local level.  

The UK Government has recently published a scoping 

document as part of a review of UK aviation policy. New policy is 
anticipated in 2013.

national and regional Planning guidance
The National Planning Framework 2 (NPF2) was published in June 
2009 and provides a guide for Scotland’s spatial development 
up to 2030. It was given a statutory footing by the Planning etc. 
(Scotland) Act 2006 and will be reviewed every 5 years.  

NPF2 recognises that ‘given Scotland’s geographical 
position, good air links are vital for international connectivity 
and competitiveness’. Therefore under one of the 14 national 
developments set out within NPF2, the principle of the following, 
where planning consent is required, has already been established 
at, and around, Edinburgh Airport:

‘A new surface rail link, including a new airport station at 
Gogar and the construction of the Dalmeny chord; other access 
improvements emerging from work being taken associated 
with the West Edinburgh Planning Framework; improvements 
to airport terminal facilities and changes in operational area; 

3. POLICY AND REGULATION
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Figure 1: West Edinburgh Planning Framework 2008 Vision Map



13new and reconfigured taxiways, additional aircraft stands 
and maintenance hangars; relocation of the Royal Highland 
Showground; the creation of an International Business Gateway; 
and resolution of Gogar Burn flooding issues’.

The West Edinburgh Planning Framework 2008 (WEPF) was 
published in May 2008 and has the status of Scottish Planning 
Policy (SPP). The WEPF is area specific, see Figure 1, and responds 
to the exceptional potential West Edinburgh offers as a gateway 
to Scotland and Edinburgh, the capital city. The document seeks 
to realise the area’s potential by forming a long term strategic 
vision for the area. The latest information on the implementation 
of this vision is available at www.scotlandsglobalhub.com

The Scottish Government also published a consolidated SPP 
in February 2010. This highlights the importance of airports as 
economic generators and the need for airport operators and local 
authorities to work together to address planning and transport 
issues relating to airports.

The Edinburgh and the Lothians Structure Plan was approved 
by Scottish Ministers in June 2004 and provides a planning vision 
for development and the environment in Edinburgh and the 
Lothians until 2015. It is due to be replaced by SESPlan, a new 
strategic development plan for South East Scotland. The current 
SESPlan programme proposes to submit the final document to 
Scottish Ministers for approval in March 2012.

LocAL AuThorITy PoLIcIES

Edinburgh Airport lies within the area covered by the Rural West 
Edinburgh Local Plan (RWELP), which was adopted in June 2006.  
The airport is identified as a non-conforming use within the 
Green Belt and is subject of a site-specific policy detailing what is 
acceptable within the airport boundary.

The WEPF 2008 required the City of Edinburgh Council (CEC) 
to prepare the RWELP Alteration and West Edinburgh Strategic 
Design Framework (WESDF) in order to provide a more up to  
date policy context for West Edinburgh. Both documents  
create development principles which Masterplans, including  
this one, shall follow to ensure that development within the  
area is co-ordinated and the strategic development potential 
realised. The RWELP Alteration amended the specific Edinburgh 
Airport policy and includes a reference to safeguarding land for 
future expansion.
 
dEvELoPMEnT MAnAgEMEnT

All airports in Scotland have extensive permitted development 
rights in terms of Part 14 of the Town And Country Planning 
(General Permitted Development) (Scotland) Order 1992. 
Essentially, this allows: ‘the carrying out on operational land 
by a relevant airport operator or its agent’ of development 
(including the erection or alteration of an operational building), in 

connection with the provision of services and facilities at a relevant 
airport. Non-operational developments, such as hotels, require 
specific applications for planning permission to be submitted for 
scrutiny in the normal way. A Scottish Government review of 
permitted development rights commenced in 2011.

The Town and Country Planning (Scotland) Act 1997 defines 
operational land as land owned by the airport and used for the 
purpose of carrying out the airport’s undertaking.
 
AIrPorT dESIgn crITErIA

The UK, as a signatory to the 1944 Chicago Convention, is 
required to operate its airports in accordance with specific 
internationally-agreed criteria. To comply with this we operate in 
accordance with the terms of a licence issued by the Civil Aviation 
Authority (CAA) and, to obtain and retain that licence, we must 
satisfy and continually adhere to the CAA’s exacting safety-
related standards. Those affecting the design of airports are finely 
detailed in a CAA publication, CAP168, and are subject to revision 
in the light of ongoing monitoring and review. New developments 
may be required in response to the introduction of new or revised 
standards. Whilst it is not appropriate for this Masterplan to 
explain the standards in fine detail, it is worth noting that these 
cover such matters as:

the layout, separation and widths of runways and taxiways•	
aircraft stand sizes and apron layouts•	
airport fire service facilities•	
the height and design of buildings and structures.•	

AIrPorT SEcurITy

Airport security requirements are the subject of regulatory control 

Table 4: The hierarchy of planning and transport policy and guidance

(S) - Statutory   *UK - Government policy

Planning Transport

National National Planning 
Framework 2 (S)

West Edinburgh Planning 
Framework (S)

2003 White Paper: The 
Future of Air Transport (S)*

National Transport 
Strategy

Regional
Edinburgh and the Lothians 
Structure Plan 2015 (S)

Regional Transport 
Strategy (S)

Local

Rural West Edinburgh Local 
Plan and Alteration (S)

West Edinburgh Strategic 
Design Framework

Local Transport Strategy

Airport Edinburgh Airport Masterplan



14 by the Department for Transport (DfT). They too can have a 
defining influence on the need for development, as well as on the 
form and character of the facilities at Edinburgh Airport.  

AErodroME SAfEguArdIng

Major airports are situated at the centre of a series of obstacle 
limitation surfaces (OLS) which define, relative to the runway, 
maximum acceptable heights for buildings and other structures, 
such as telecommunications masts. Should the airport’s OLS be 
breached it could constrain and consequently determine the usable 
length of a runway. The protection of these surfaces is undertaken 
as part of the routine Aerodrome Safeguarding process.

Safeguarding of Aerodromes is a process of consultation 
between local planning authorities and airport operators.  
The process is intended to:

Ensure that an airport’s operation is not inhibited •	
by infringements in an aerodrome’s OLS.
Protect visual flight paths by ensuring that runway approach •	
lighting is not obscured by any development and that lights 
elsewhere do not present any potential for confusion.
Protect the accuracy (and therefore safety) of radar and •	
other electronic aids to air navigation, e.g. by opposing wind 
farm developments whose turbine blades could generate an 
intermittent return on air traffic controllers’ radar screens.
Reduce the hazard from bird strikes to aircraft, associated •	
with such land uses as waste disposal and sewage treatment, 
areas of open water and large landscaping schemes.

Local Planning Authorities (LPAs) are issued with safeguarding 
maps which enable them to identify planning applications 
where the relevant airport operator must be consulted. BAA 
Safeguarding are a statutory consultee and will treat each 
‘aerodrome safeguarding’ consultation on its merits. If necessary 
they will object to a development or require particular conditions 
to be attached to the planning permission. Where conflicts exist, 
BAA Safeguarding will also notify the LPA of any changes that 
could remove concerns and will, if appropriate, work with the 
LPA and the prospective developer pre and post application to 
explore the issues in more detail. If an LPA recommendation is 
contrary to safeguarding advice the application will be referred 
to Scottish Ministers.

In order to safeguard the future expansion of the airport 
and the safe, orderly and expeditious flow of air traffic, BAA 
Safeguarding will continue to examine very closely any proposals 
for development, such as wind farms and turbines, which are 
referred to them for advice. We would recommend that developers 
undertake discussions at an early stage in order to identify any 
potential areas of concern. This can be done through contacting 
BAA Safeguarding directly via email (safeguarding@baa.com).

An Aerodrome Safeguarding process is also in place to 

protect land outside the existing airport boundary against 
development which may prejudice airport expansion. This 
ensures that this land is protected against incompatible 
development in the intervening period. Safeguarded land is 
detailed within the local plan for the area.

Safeguarding issues related to the possible development of a 
new runway at Edinburgh Airport are addressed in Chapter 9.

PuBLIc SAfETy ZonES 

The DfT are responsible for Public Safety Zones (PSZs) policy in 
the UK and LPAs are responsible for applying the published policy 
and ensuring that the directions within the circular  are adhered 
to. The circular was published following thorough government 
studies of the risk of death or injury to people on the ground in 
the event of an aircraft accident on take-off or landing at the UK’s 
busiest airports. The basic policy objective is that there should be no 
increase in the number of people living, working or congregating in 
PSZs and that, over time, the number should be reduced as far as 
circumstances allow.

PSZs are the means by which airport operators identify areas 
where the risk of an aircraft accident, while extremely low, may be 
such as to merit some restrictions on the use of land. Edinburgh 
Airport’s PSZs for the main runway were updated in 2009. There 
are no PSZs relating to the secondary runway as this runway is 
not used intensively enough to warrant this particular form of 
protection. The PSZs for Runway 06/24 extend backwards from 
the runway’s landing threshold.   

EnvIronMEnTAL rEguLATIon

Edinburgh Airport operates within the context of a variety 
of nationally applicable policies and standards relating to the 
environment. These are described in relevant detail in Chapter 8 
of this plan, which explores the scale and mitigation of Edinburgh 
Airport’s potential environmental effects.

EconoMIc rEguLATIon

The Airports Act 1986 established the framework for private 
ownership of airports and provides specific controls on the use 
and operation of airports. The status of Edinburgh Airport Limited 
as a relevant airport operator and Edinburgh Airport as a relevant 
airport is conferred by Section 57 of that Act.

Airlines are required to pay for the air traffic control services 
for the airspace through which they fly. In the UK, this service is 
provided by National Air Traffic Services (NATS). There is also a 
government tax, Air Passenger Duty, which is a levy paid directly 
to the UK Treasury. Charges currently range from £12 to £170 per 
departing passenger depending on the distance travelled and type 
of passenger (business/first or economy).

Edinburgh Airport Masterplan
July 2011



15This chapter details existing airport facilities and committed 
developments, as well as describing the changes at Edinburgh 
Airport since 2006.

The existing airport layout and current land-use are illustrated 
by Map 1 of the supporting Maps contained within the appendix.

AIr TrAffIc conTroL/AIrSPAcE

The 57-metre high iconic Air Traffic Control Tower, which is sited 
to the front of the airport’s terminal building, has clear views 
of both the main and standby runways and aircraft stands.  
This development has been an important step towards the full 
utilisation of the existing runway infrastructure.  

The airspace serving Edinburgh Airport is managed by NATS 
and controlled from the Scottish Control Centre at Prestwick.  
NATS employs long-established procedures for routing departing 
and approaching aircraft.

Although the airspace surrounding Edinburgh and Glasgow 
Airports is relatively small and densely utilised, there is enough 
separation (i.e. space between the airports), to ensure that 
operations at one airport do not affect the other. It is not 
anticipated that the proximity of these airports to each other will 
lead to any capacity constraints.

runwAy And TAxIwAy SySTEM

There are two operational runways in use at Edinburgh today:
Runway 06/24 (main runway) is 2,557m in length and is •	
equipped with full instrument landing facilities (ILS). It lies 
in a south-west/north-east direction and is oriented into 
the prevailing wind. It can accommodate the operation of 
any aircraft up to and including the Boeing 747 or Airbus 
340. This runway currently accommodates an average of 
32 movements (take-offs and landings) per hour (mph), 
although during peaks can accommodate 40 mph.
Runway 12/30 (secondary runway) is 1,798m in length  •	
and lies in a north-west/south-east direction. It is a visual 
runway only and is not equipped with ILS. Although rarely 
used, in normal operation, this runway can accommodate 
operations of aircraft up to and including the Boeing 757  
or Airbus 321. Use of this runway is restricted at night and 
weekends to reduce the impact of noise onlocal communities.  

Further enhancements to both runways and associated 
taxiways, could increase the capacity of the runway system as a 
whole to approximately 55 mph. However, due to the layout of 
the runway system, both runways cannot operate simultaneously 
and the use of the secondary runway from an overall operational 
perspective is therefore limited. Three heli-pads are also located 
adjacent to the cargo facility.

AIrcrAfT APronS

Edinburgh Airport currently has 36 passenger aircraft parking 
stands of various sizes, including one jumbo stand which can 
accommodate a Boeing 747 aircraft, but is more generally 
used to accommodate two medium-sized aircraft each (see 
Table 5 below). Of these stands, 21 are ‘contact’ stands, i.e. 
they are located immediately adjacent to the terminal building 
and passengers can walk directly to and from the aircraft. The 
remaining stands are known as ‘remote’, i.e. they are not within 
walking distance of the terminal and passengers have to be 
coached to and from aircraft. 

There are two areas populated by remote stands: six of  
these located to the west of the terminal building (known as  
the ‘Mirror Stands’), used for both international and domestic 
flights; and 9 stands to the south-east of the terminal building 
(known as the ‘South-East Ramp’) which are used primarily to 
serve domestic services.

Table 5: Edinburgh Airport passenger stands

4. TODAY’S AIRPORT – EDINBURGH IN 2010

Small Medium Large jumbo Total
Contact 6 10 4 1 21

Non-contact 9 6 0 0 15

Total 15 16 4 1 36

Small: e.g. Fokker F28, Embraer 135/140/145
Medium:  e.g. Boeing 737, Airbus 319
Large: e.g. Boeing 757 and 767
Jumbo: e.g. Boeing 747 and 777

There are 12 cargo stands on the east side of the airport, serving 
the airport’s busy cargo facility.

PASSEngEr TErMInAL fAcILITIES

Edinburgh Airport is served by a single terminal, which underwent 
a £40 million redevelopment and remodelling in 2009-2010.  
This combined with the £19 million south east pier extension in 
2007 has increased the passenger lounge capacity to 13 million 
passengers. Internally, it is organised such that international 
arrival facilities are situated at the west end of the building, with 
domestic arrivals located to the east. Common user facilities sit 
between the two.

The forecourt prioritises public transport to the front of the 
terminal via barriered access. Shelters are provided immediately 
adjacent to the terminal building for airport bus services with 
a separate coach park and two taxi ranks located towards the 
eastern end of the terminal, where space has also been provided 
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for a tram terminus. The outer forecourt provides a separate 
passenger drop off area for taxis. A charged private passenger 
drop off is located on the ground floor of the multi-storey car 
park, with a free drop off zone located in the long stay car park.

The terminal has 46 check-in desks with 100% hold baggage 
screening systems and 29 self-service check-in kiosks. 

After the passenger security search area, there is a common 
user lounge which serves both international and domestic traffic.  
There is a dedicated area for passengers travelling to destinations 
within the ‘Common Travel Area’ (such as Dublin, Channel Islands, 
and the Isle of Man). To the east a new pier links the terminal 
building directly to six of the south-east stands.

There are three domestic and three international baggage 
reclaim belts.

There is a range of retail and catering facilities both landside 
(before security) and airside (the area after security).

cAr PArkIng

There are three public car parking areas within the airport, 
offering a total of approximately 6,410 spaces.  

Short stay car parking (up to 3 days) is provided in the area 
immediately in front of the terminal building, at surface level and 
within amulti-storey car park (MSCP) There are a total of 3,730 
spaces in this area. Long stay car parking is provided in a surface 
level car park to the south of the terminal building and east of the 
Gogar Burn.

Passengers with limited mobility and holding blue badges are 
given 15 minutes free access to the short stay MSCP, or to any of 

the other parking areas, for drop off and pick up. Disabled parking 
bays are available in the area of the ground floor of the MSCP 
closest to the terminal building with access available via covered 
walkways; this provides a safe and secure place to be dropped off, 
away from the busier private car drop off area. Disabled parking 
bays are also provided in all the other parking areas.

There are approximately 1,190 staff car parking spaces on the 
airport campus. The main staff car park is located to the west of 
the main terminal building. The remaining spaces are attached to 
the various offices and ancillary service buildings located around 
the airport campus. Results from a recent Edinburgh Airport 
employment survey shows that 85% of all airport staff drive to 
work by private car. Initiatives noted in Chapter 7, on Surface 
Access, seeks to reduce this.

Table 6 below shows the number of parking spaces by type:

Table 6: Car park capacity

cArgo 

Edinburgh Airport is now home to the busiest cargo and mail 
facility in Scotland and the third busiest mail operation in the 
UK. According to the latest available figures, the airport currently 
handles 24,000 metric tonnes of cargo and 29,300 tonnes of 
mail per year. The cargo operation is located on the east side of 
the airport (formerly Turnhouse) and has been developed over a 
number of years. The cargo village currently occupies 7,000m² 
and comprises a mixture of transit sheds (approximately 3,000m²), 
warehouses and offices, served by twelve dedicated cargo  
aircraft stands.

AIrcrAfT MAInTEnAncE

There is currently one aircraft maintenance hangar at Edinburgh 
Airport measuring 2,760m². This facility is sub-divided and 
currently occupied by one operator. There are also three airline 
engineering workshops, each with a dedicated compound. These 
workshops are located in landside areas and the total site area 
occupied by these is 3,764m².

FURTHER 
ENHANCEMENTS TO 
BOTH RUNWAYS AND 
ASSOCIATED TAXIWAYS, 
COULD INCREASE THE 
CAPACITY OF THE 
RUNWAY SYSTEM 
AS A WHOLE TO 
APPROXIMATELY  
55 MPH. Location Spaces

Short stay car park – surface level 1,679

Short stay car park – MSCP 2,051

Long stay car park – surface level 2,680

Staff car parking 1,190

Edinburgh Airport Masterplan
July 2011



17AncILLAry fAcILITIES

A range of ancillary services and facilities is required at all airports 
to support the aviation business. These sometimes require a 
considerable land-take and although some can be located 
off-airport, the majority need, for good reason, to be in close 
proximity to the core terminal area. We indicate some of the more 
important ancillary facilities below: 

Airport fire station – Edinburgh Airport has its own airport •	
fire service, which employs 66 staff and is operational 24 
hours a day. The fire station has a CAT 7 consistent with 
operations by medium aircraft (e.g. Boeing 737-400) under 
normal operating conditions. There is potential, with the 
provision of additional firefighters, for the service to be 
upgraded to either a CAT 8 or CAT 9, which cater for larger 
aircraft up to and including jumbo aircraft (e.g. Boeing 
747). Training facilities are also provided on-airport.
Fuel farm – There is one fuel farm containing five surface  •	
level fuel storage tanks (2 x 279,000 and 3 x 327,000 
litre capacity) for the storage of Jet A1 aviation fuel. 
On-site accommodation includes offices, training 
and staff welfare facilities and a general store.
In-flight catering – There are two flight catering businesses •	
operating at Edinburgh Airport. The principal operator, 
Alpha Catering, occupies a total site area of 5,730m², on 
which is constructed a food preparation base of 3,800m². 
In addition, there are car parking facilities and loading bays. 
A second operator, Commissionaire, occupies a smaller 
base, of 400m², with no dedicated external compound.
Car hire facilities – A new £10 million car hire centre •	
was opened in 2009, to the south-east of the main 
terminal building. This consolidated a number of car 
hire facilities and incorporates nine car hire providers, 
whilst providing 681 ready return parking spaces.
Hotels•	  – There is a four-star Hilton hotel located on the edge 
of the airport campus, at the main entrance roundabout. This 
hotel has 150 bedrooms, a restaurant, and business facilities, 
leisure facilities and customer car parking.   

In addition to these ancillary facilities, Edinburgh Airport also has 
the following:

Aircraft sanitation unit•	
Motor transport facilities•	
Emergency rendezvous points•	
Engineering workshops•	
Contractors compounds•	
Office accommodation•	
Police station•	
Coach park.•	



18 As noted earlier the growth previously forecast has not 
materialised. Revised forecasts point to more modest growth in 
air travel in both the short and longer term. The demand for air 
travel to and from Edinburgh has been forecast using a standard 
air traffic forecasting model which measures various economic 
indicators. It is assumed that growth in air travel demand is driven 
mainly by economic growth (i.e. GDP, trade and consumption) 
and changes in the price of travel (i.e. real air fares). 

The approach to passenger demand forecasting taken by us 
and the DfT means that the actual annual passenger volume 
in any one year will be influenced by any number of economic 
variables, such as those outlined above. Movements in air fares 
and population will influence traffic change and the extent to 
which Edinburgh Airport has a share of demand for air travel both 
within Scotland and northern England. 

We can, following detailed analysis, forecast with a degree 
of certainty for the next 10 years up to 2020. However, beyond 
2020 there is less certainty and both how and when we develop 
will depend on passenger numbers. It is important to emphasise 
that if passenger numbers exceed those forecast, development 
will need to be accelerated to meet demand. Alternatively, if 
passenger numbers grow more slowly than predicted, additional 
facilities/capacity will be provided at a later date.

Forecasts included in this section relate to the following: 
annual passenger figures•	
annual aircraft movement figures•	
peak hourly runway movement figures•	
passenger aircraft stand figures•	
cargo and mail tonnage figures•	
car parking figures.•	

The forecasts relating to peak hourly runway movement will be 
of particular interest. Should demand for runway movements rise 
above the capacity of the current runway system then there will 
be a requirement to consider providing extra capacity in the form 
of a second parallel runway. 

This is not a decision we would make lightly and would 
represent a significant investment on the part of Edinburgh 
Airport. It would be the subject of a detailed and thorough 
business case evaluation in advance of any public consultation 
and planning application. At present, based on forecast passenger 
numbers such an investment is currently unlikely before 2040, 
however if passenger numbers exceed those forecast the need for 
the second runway will be brought forward.

AIr PASSEngEr forEcASTS

To forecast aggregate passenger demand we use an econometric 
framework to establish the relationship between growth in 
demand for air travel, and key economic drivers and other 
important factors that influence demand. These include growth in 
UK and World GDP, the prospects for international trade, future 
trends in air fares, the degree of market maturity, the effects of 
rail competition, of telecommunications competition and of the 
development of air services in the regions.

The econometric framework segments future passenger 
demand by geographical market, country of residence  
(whether UK or non-UK), and travel purpose (business/leisure, 
transfer/non-transfer). Informed by historic relationships and 
expectations about future trends, we take a view on the sensitivity 
of each passenger segment to changes in the main factors 
influencing demand for air travel over the forecasting period.

Combining our view on the future trends of these key 
influencing factors with its judgement on the relationship 
between each of them and the growth in demand for air travel 
in each market segment, we produce a projection of potential 
passenger demand for air travel. Such projections take account 
of externalities such as oil prices and the EU emissions trading 
scheme.

In the case of Edinburgh the expected demand for travel is 
a result of assessing the share of the aggregate demand for air 
travel in the Central Scotland area (as described above) likely to be 
attracted to Edinburgh. 

The domestic market has plateaued in recent years, but 
reduced as a percentage of overall air traffic at Edinburgh 
Airport as the numbers of international flights have increased 
substantially. The demand forecasts assume:

ongoing fleet expansion and aircraft renewal by airlines •	
will deliver increased capacity per flight movement
gradual growth of away-based services as the •	
number of continental low cost bases increase
ongoing development of low cost services by foreign airlines•	
continued reduction in ‘real’ air fares. •	

Edinburgh Airport’s catchment area is well served by domestic 
air services, with a significant proportion of travellers utilising 
these services to transfer in the south-east to international 
destinations. At present 47% of passengers also fly to 
international destinations direct from Edinburgh. The percentage 
of passengers on international flights is predicted to continue to 
grow and will surpass domestic patronage by 2020.

Table 7 opposite illustrates the forecast air passengers, as 
outlined above.

5. PASSENGER DEMAND – THE FORECASTS

Edinburgh Airport Masterplan
July 2011



19Table 7: Annual passenger forecasts (millions)

 
The current international passenger volume at Edinburgh is 

4.1 million, which is an 80% increase on the 2006 figures. The 
number of international passengers is forecast to continue to 
grow and reach 6.1 million by 2020. Long-haul traffic is expected 
to increase from the current figure of approximately 160,000 
passengers a year to 280,000 by 2020 and 520,000 by 2040.  

Foreign-based passengers, i.e. those passengers whose homes 
are not in the UK, currently represent 29% of the total passenger 
base. This number is forecast to increase to 33% by 2020 and 
to 40% by 2040, creating unprecedented opportunities for both 
Scotland’s tourism and the wider economy.

It is forecast that the UK Government’s current proposals for 
the development of high speed rail links between London and 
the Midlands will reduce the time taken to get from Scotland and 
London, thus increasing people’s choice of domestic travel mode. 
Potential competition from domestic rail has been factored into 
our forecasting and due to the journey time remaining slower 
than flying, it is predicted to have a moderate effect on the 
growth of domestic air travel demand beyond 2025.

PASSEngEr AIr TrAnSPorT MovEMEnT forEcASTS

Table 8 below shows the forecast for the annual number of 
passenger air transport movements.

Table 8: Annual passenger air transport movement forecasts 

 
In terms of air transport movements, we forecast a reduction 

of domestic service share for Edinburgh, from 64% of passenger 
air transport movements in 2009 to 60% by 2020, and 57%  
by 2040.

Table 9 shows the forecast peak runway movements.

Table 9: Peak runway movement forecasts per hour

As outlined above, the main driver for the development of a 
new runway will be the degree to which peak runway movement 
demand exceeds capacity, subject to a detailed business and 
financial appraisal and to securing approval through the formal 
planning process.

The secondary runway, 12/30, does not provide any additional 
capacity over and above the capacity of the main runway, 06/24, 
due to it’s configuration and orientation. It does however serve as 
a contingency.

PASSEngEr AIrcrAfT STAnd forEcASTS

Table 10 below shows the forecast requirement for passenger 
aircraft stands. The 2010 actual requirement for 36 stands was 
accommodated by positioning three small aircraft on one of the 
Jumbo stands, and two medium-sized aircraft on the other.

Table 10: Passenger aircraft stand forecasts 

  
 
Small: e.g. Fokker F28, Embraer 135/140/145
Medium: e.g. Boeing 737, Airbus 319
Large: e.g. Boeing 757 and 767
Jumbo: e.g. Boeing747 and 777

The forecast growth in large and jumbo-sized stands is driven 
by the continued growth in the international market. New 
generation aircraft such as the Boeing 787 or Airbus A350 will 
be used on medium, long and in some cases short-haul routes by 
international charter and scheduled airlines. These new generation 
aircraft require Jumbo stands, as their more efficient wings are 
much larger than the types of medium and large aircraft they 
replace, despite seating capacity being similar.

The growth in the requirement for medium stands is driven 
by the predicted expansion in international short-haul routes and 
by airlines changing the make up of fleets and replacing older, 
smaller aircraft with new, larger ones.

year central

2009 (Actual) 9.05

2020 12.28

2040 20.47

Average growth 2.7%

year forecast

2009 (Actual) 100,700

2020 127,900

2040 188,300

Average growth 2.0%

year Movements

2009 (Actual) 32

2020 42

2040 53

year Small Medium Large jumbo Total

2010 
(Actual)

15 16 4 1 36

2020 16 23 4 1 44

2040 3 47 1 6 57



20 AIr cArgo And MAIL forEcASTS
 

The air freight business has two major market segments. 
These are mainstream/consolidation and express delivery. The 
mainstream element consists of airlines, freight forwarders, 
and ground transport companies. Express delivery consists of 
‘integrator’ carriers such as DHL, TNT, UPS and Parcelforce.  
These operators offer air and ground transport as one service. 
Edinburgh Airport is currently the hub for integrator activity in 
Scotland, representing approximately 80% of Edinburgh’s  
cargo tonnage throughput.

The major contributory factors to Edinburgh Airport’s 
dominance in this market are as follows: 

Its geographical position within Scotland’s major •	
strategic road system. The M8, M9 and A90 are all 
within one mile of the airport boundary. These excellent 
road links with the major ‘hi-tech’ industrial bases of 
Edinburgh, Glenrothes, and Livingston are important.
The availability of airside access for new distribution hubs.•	
Excellent airport infrastructure, i.e. new cargo stands, airside  •	
access points.
A good and steady supply of highly-skilled and trained people.•	

Table 11 outlines indicative forecasts for cargo and mail 
tonnage.

Table 11: Cargo and mail tonnage forecasts

The combined cargo and mail market is forecast to grow by an 
average of 1.4% per year out to 2040.

Table 12 shows the forecast cargo air transport movements 
(CATMs) for the plan period. The minimal growth in cargo 
movements reflects the fact that the growth in air freight will 
predominantly be in the ‘bellyhold’ of passenger aircraft rather 
than dedicated freight aircraft.

Table 12: Annual cargo air transport movement forecasts

cAr PArkIng forEcASTS
 

Table 13 below shows the current forecast car parking space 
requirements. We are unable to influence proposals for off-airport 
car parking, however our future on-airport forecasts are based on 
assumptions regarding off-airport car parking growth and parking 
models.

Table 13: Forecast future on-airport car parking requirements

* This figure includes 681 ready return car parking spaces located within the 

dedicated car hire facilities.

The airport surface access strategy provides the framework to 
increase the existing public transport mode share, however due to 
the differing origins of people coming to the airport the majority 
of passengers will continue to access the airport by private car. It is 
forecast that the proportion of passengers flying on international 
routes will increase resulting in a greater need for additional long 
stay car parking. People using long stay car parking tend, due to 
the duration of their stay, to bring more luggage with them and 
unless dropped off are more likely to use the long stay car park on 
the basis of convenience.  

The forecast short stay car parking provision reflects an  
increase in public transport mode share to/from the airport.  
Short stay car parking provision also accounts for additional car 
hire parking where at present 200 spaces within the short stay car 
park are for hire cars. This is over and above the 681 ready return 
spaces located at the car hire facilities. Car hire demand is forecast 
to increase to reflect the increase in international passengers and 
non-UK residents. 

year cargo and mail

2009 (Actual) 53,300

2020 56,300

2040 81,900

Average growth 1.4%

year cATMs

2009 (Actual) 15,300

2020 13,400

2040 12,300

year
Short 
Stay

Long
Stay

Car
Hire*

Staff Total

2009 3,530 2,680 881 1,190 8,281

2020 4,210 4,200 1,060 1,300 10,770

2040 5,028 12,000 1,450 1,430 19,908
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22 It is predicted that in 2020 Edinburgh Airport will be handling 
over 12 million passengers per annum (mppa). This section of 
the Masterplan details the developments which will be required 
to cope with the scale of growth for all aspects of the airport’s 
operation up to 2020. 

Within this timescale Edinburgh Airport believes that airport 
development can generally be accommodated on land currently 
within our boundary. However, to facilitate any airport growth 
beyond 2020 some land currently outwith our ownership may, 
depending on growth scenarios, be required. This will clearly be a 
significant time for all concerned and for this purpose Edinburgh 
Airport has focused on 2020, a year to which our development 
strategy is more defined. 

We will continue to keep neighbouring landowners informed 
of our development proposals, and potential land requirements. 
Map 3, in the appendix, highlights that the airport development 
to 2020 is undertaken more or less within the existing boundary, a 
development phasing table is also available within section 11.

Any development will take place incrementally, to ensure as 
far as possible that additional capacity closely matches passenger 
demand. It must be emphasised that if traffic grows at a faster 
rate than is currently predicted, then it may be necessary to 
advance some of the expansion plans. Similarly, any slow-
down in growth would be reflected in the development of new 
facilities at a later stage. The exact nature and timing of the 
developments outlined in this section will always be subject to 
detailed financial and environmental evaluation. Consequently, 
the precise location and configuration of capacity enhancements 
may be subject to change.

AIr TrAffIc conTroL And AIrSPAcE

The Prestwick Air Traffic Control Centre offers potential for 
increased airspace capacity through the delivery of new 
technology. As a result the capacity of the airspace surrounding 
Edinburgh Airport, and of the corridors and airspace across 
Scotland and the UK generally, will grow to accommodate the 
forecast growth in traffic.

There exists the potential that extra airspace capacity can 
also be delivered via changes to approach routes and Standard 
Instrument Departures (SIDs) routes. NATS currently takes the view 
that these changes will need to be implemented before the main 
runway is capable of handling more than 40 movements per hour. 
Any changes in published routes will of course be subject to the 
specified consultation process.

runwAy And TAxIwAy SySTEM

It is anticipated that the construction of rapid exit taxiways, rapid 
access taxiways and a parallel taxiway may be required in the 
period to 2020 to achieve more than 40 movements per hour to 

meet forecast demand. 
At present it is anticipated that, in the period to 2020, the 

secondary runway, 12/30, will be used for less than 2% of aircraft 
movements. Whilst forming part of the runway system it does 
little to enhance capacity, given that planes landing or taking 
off cross the path of planes on the main runway. Although 
infrequently used this runway serves as a contingency and 
it’s retention outweighs its removal to facilitate future airport 
development.

Although possible, it is not proposed to extend the existing 
main runway to allow a wider range of aircraft to access 
Edinburgh Airport and facilitate direct services to a range of long-
haul destinations. An extension to increase the runway length to 
3km would only be undertaken in response to a specific demand 
from the airlines for such capability and the necessary detailed 
business assessment. No such demand has been expressed at the 
present time, and there is therefore no timescale for such work. 
Any extension to the runway would be the subject of a planning 
application with the relevant environmental impact assessments.

  
AIrcrAfT APronS

As mentioned in Chapter 5, forecast demand is for 44 stands in 
2020. This is an increase of one to two stands every year. The 
current stand development strategy in the period to 2020 is to 
continue developing the south-east ramp incrementally, utilising 
land on which the long stay car park is currently sited, although 
this may be reviewed depending on other opportunities within 
the airfield.

Projected stand demand reflects the size of planes and 
numbers of based aircraft forecast up to 2020. The expectation 
is, that Edinburgh Airport will be handling more international 
services in the future, including those to and from long-haul 
destinations.

PASSEngEr TErMInAL fAcILITIES

At present, it is envisaged that Edinburgh Airport will continue 
to be served by one passenger terminal only and that the 
south-east pier will be expanded further. This will enable all 
of the south-east ramp stands to be pier served, removing the 
requirement to coach passengers to the aircraft parked in that 
area, thereby improving operational efficiency and the passenger 
experience. However, additional passenger facilities, remote 
from the main terminal building, known as gate rooms, may be 
considered in the future.

To complement the additional and enhanced departure 
lounge and boarding gates the check-in and baggage reclaim 
facilities will require to be reviewed and enhanced. Modern 
solutions will be fully explored and may result in a move away 
from ‘traditional’ check-in models.

6. LAND USE IN 2020

Edinburgh Airport Masterplan
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The expansion of the terminal to the east will facilitate further 
departure lounge enhancements and presents the opportunity 
for extra departure baggage sort capacity and additional 
baggage reclaim capacity. This development will also promote 
new levels of customer service, through additional retail and 
passenger facilities for travellers.

In addition to the terminal expansion, there will be an 
ongoing programme of refurbishment and renewal of existing 
facilities, to ensure that Edinburgh Airport can respond to 
changes in technology, airline needs and passenger expectations 
as appropriate. 

cAr PArkIng And TrAnSPorT

If the current stand development strategy is realised it is 
proposed to re-introduce car parking in the form of a new MSCP 
before 2020 and it is anticipated that this will be sited by the 
terminal. A full analysis of long stay car parking is in progress. 
Car parking is discussed more fully in Chapter 7.

By 2020 the tram will be running to Edinburgh Airport and 
will provide an additional mode of transport. The tram will 
also link the airport to the national rail network via the Gogar 
interchange.

We will continue to work with the CEC and other 
organisations, where appropriate, to implement the 
transportation interventions required to realise the Scottish 
Government’s vision for West Edinburgh. Whilst these 
interventions are currently being identified one on-airport 
intervention is the dualling of the short section of road from the 

welcome roundabout northwards to Jubilee Road, which circles 
the short stay car park. The delivery of this will depend on the 
phasing of off airport transport interventions.

cArgo

While strong growth in cargo is forecast, new developments 
will be undertaken only as a result of specific requests from 
cargo handlers. Map 2 details an indicative expansion zone, and 
Edinburgh Airport has embarked on a campaign to attract tenants 
and business. The cargo facilities will be extended and enhanced 
as appropriate to cater for resultant demand.

AIrcrAfT MAInTEnAncE

Two additional maintenance hangars are likely to be required, 
occupying approximately six hectares of land. The development 
zone for these facilities is shown on Map 2 to the east of the 
runway 12/30, adjacent to the area in which the cargo village 
is sited. It is anticipated that these hangars would be used to 
service medium sized aircraft such as the Boeing 737 and  
the Airbus 319.
 
AncILLAry fAcILITIES

As the number of air passengers increases, the demand for land 
to house extended support services will also increase. Some 
examples of the types of additional support facilities needed 
were given in Chapter 4. Where practicable, the sites of existing 
facilities will be further developed to provide this extra capacity. 
An example of this includes proposals to extend the fuel farm. 
Where site constraints exist, or the site is required for other uses, 
then facilities may need to be relocated.

The fuel farm will be extended to cater for increased demand 
and ensure that there is a suitable reserve available.

Fire station facilities will be enhanced and augmented.  
A new smoke training facility will be created within the campus 
to improve training provision.

It is our belief that the vast majority of ancillary facilities 
should be provided within the airport campus in close proximity 
to the operational areas for two key reasons:

If support facilities are located remotely from the airport then •	
a considerable number of additional road journeys would need 
to be made to service the operational facilities. This would 
add unnecessarily to road congestion and to CO

2 emissions.
The additional vehicles, staff and time allowances required  •	
to undertake remote servicing would add significantly to  
the operational costs of the businesses providing support  
services to the airport. 

ANY DEVELOPMENT 
WILL TAKE PLACE 
INCREMENTALLY, 
TO ENSURE AS FAR 
AS POSSIBLE THAT 
ADDITIONAL CAPACITY 
CLOSELY MATCHES 
PASSENGER DEMAND.



24 The obvious exception to the above is long stay car parking, 
a proportion of which we fully accept can be provided remotely. 
This is the case at present, where we only provide 35% of total 
available long stay car parking spaces, the balance being provided 
by off-airport operations.

hoTELS

By 2020 Edinburgh Airport will be handling over 12 million 
passengers per annum and a new 350 bed hotel will be built  
on-airport by 2014.

We consider the need for onsite hotel provision to be a key 
requirement as we grow. Airport hotels serve business and leisure 
travellers and provide a range of complementary facilities to the 
airport. The availability of on-airport accommodation increases the 
potential catchment area by allowing passengers to access early 
and late flights and this assists airlines in the planning of new 
routes, and planning of new schedules.

The new on-airport hotel combined with other off-airport 
hotels in the immediate locality will ensure that the available 
bedspaces compare favourably with other airports, such as 
Glasgow, Newcastle and Aberdeen. The increased on-airport 
accommodation provision at Edinburgh Airport illustrates a 
commitment to providing passengers with a range of quality and 
choice. The advantages of such provision are widespread, not 
least in terms of sustainable travel and ongoing economic benefit.

Benefits of on-airport hotels include:
safe and comfortable accessibility to terminal by foot or  •	
wheelchair
compliance with DDA (Disability Discrimination Act) regulations•	
reducing further over land travel need/patterns•	
removal of the need for reliance on shuttle buses or cars•	
providing direct access to check-in or departures and real time  •	
information
facilitating smooth transition to business facilities and  •	
meeting space. 

In the period to 2020 it is anticipated that the new 350 bed 
on-airport hotel, will satisfy initial market demand. The provision 
of additional hotel accommodation to meet customer need is 
consistent with our policy of reducing unnecessary journeys on 
the local road system and thereby reducing congestion and CO

2 
emissions; providing customer choice; and intensifying land use 
within the existing boundary.

LAndScAPIng

To ensure that a cohesive hard and soft landscape is created 
within the airport campus a palette for each will be created. 
A hard and soft landscaping palette which is befitting of our 
gateway status, without compromising aircraft safety, will be used 
to inform future development proposals. 

New landscaping will complement proposals for the wider 
West Edinburgh area and where practical, it will be implemented 
at the earliest possible stage in each phase of development to 
ensure that it is given an opportunity to establish and create 
maximum impact.

The type, use and location of street furniture, lighting and 
signage will also be reviewed and where possible rationalised 
or replaced to create a less cluttered and more coherent public 
realm. Such undertakings will ensure that over time all aspects  
of the airport campus will reflect our role as a gateway to 
Edinburgh and Scotland as a whole.

SErvIcES And uTILITIES

As the airport grows appropriate steps will be taken to ensure 
that an adequate electricity, gas and water supply are maintained 
and augmented as required. Similarly, the capacity and type of 
the existing and future drainage infrastructure requires to be in 
accordance with the level of development sought and legislative 
requirements at the time of being undertaken. Where appropriate 
we will work with the West Edinburgh Development Partnership 
to identify collaborative solutions.

Edinburgh Airport Masterplan
July 2011



25Edinburgh Airport has achieved the target it set to increase the 
percentage of passengers using public transport from 22.2% 
in 2006 to 27% by 2011. This has been delivered through a 
proactive approach by working in partnership with local councils, 
Scottish Government, SEStran and transport operators.

Since 2007 this approach has been supported by the 
investment of circa £853,000 from the airport’s voluntary public 
transport levy (PTL) fund which is designed to support the 
promotion of public transport to the airport.

ThE SurfAcE AccESS STrATEgy In conTExT

We believe that an integrated approach to surface access issues is 
required if the appropriate infrastructure to enable the airport to 
grow is to be provided.

The scale of aviation activity at Edinburgh Airport, combined 
with the development aspirations for the wider West Edinburgh 
area, is the main driver of demand for improvements to ground 
transport connections. The relationship between airport activity 
and the demand for road, rail and even non-motorised travel is 
complex and requires complete understanding of a wide range of 
passenger and airport servicing requirements.

We recognise the importance of monitoring, planning for and 
managing this demand and the prominence that this issue has 
been given within UK Government and Scottish Government 
policy. Early recognition of the importance of surface access 
developments prompted the formation of the Edinburgh Airport 
Transport Forum (ATF), which in turn developed a long-term 
Airport Surface Access Strategy (ASAS), the first ASAS being 
published in 2002.

The ATF plays a key role in the preparation of the ASAS and 
the setting of objectives, targets and actions. The ATF oversees 
the strategy to increase public transport mode share and manage 
vehicle movements, and monitors progress towards achieving 
ASAS targets on an ongoing basis. Membership of the ATF, which 
meets twice a year, includes transport providers, local authorities, 
the Scottish Government, and SEStran – a full list of ATF members 
is given in the current ASAS.   

It is important to be clear on the very different roles of 
the Masterplan and the ASAS. The Masterplan takes a long 
term strategic view, outlining the anticipated demand for air 
travel and the physical responses to this demand. As would be 
expected of such a strategic document it takes a necessarily high 
level view. The ASAS deals with short to medium term tactical 
responses to the demand identified in the Masterplan and has 
the setting of increasingly challenging mode share targets as a 
core objective. 

The ASAS is a subsidiary document to the Masterplan and 
should be read in conjunction with the Masterplan. The ASAS sets 
mode share targets based on a corridor and area analysis. The 
current ASAS covers the period until 2011, when a new ASAS 

will be published to cover the next five year period. At that point 
it would be appropriate to review existing objectives, targets and 
actions. With this in mind this chapter will concentrate on current 
performance, the drivers of mode share, future challenges and 
the potential strands for future ASAS. The ASAS will be used to 
set our future mode share targets, in line with the findings of the 
West Edinburgh Transport Appraisal (WETA) and 2011 Transport 
Infrastructure for West Edinburgh Phase 1 (TISWEP).

The ASAS acknowledges and seeks to implement the principles 
set out in the National Transport Strategy, the Regional Transport 
Strategy and the Local Transport Strategy. In addition to this it also 
seeks to incorporate proactive measures to address challenges 
outlined in transport studies, such as the prediction in the 
Strategic Transport Projects Review that the A8 and M8 will be 
over saturated in the future.

currEnT AIrPorT SurfAcE AccESS STrATEgy (ASAS 2007)

The ASAS is an important element of the airport’s sustainable 
development policies. Improving travel choices will benefit not 
only passengers and staff but will benefit the environment by 
reducing emissions from private cars.

As explained above, the ASAS deals with short to medium  
term tactical responses to the demand identified in the 
Masterplan, including the setting of mode share targets.  
These targets are developed by corridor or area in relation to  
the existing or potential passenger and employee concentrations, 
transport infrastructure and services levels. The ATF will be fully 
involved in the production of ASAS 2012-2017. 

The strategy makes clear that while improvement in public 
transport access is important, road capacity is of increasing 
long term significance, given the disparate nature of passenger 
demand and the limited capability of public transport to serve 
such a geographically-dispersed customer base. Therefore, 
although we continue to promote bus routes to and from the 
airport in an effort to meet its objectives, such as of 27% public 
transport use by 2011, we also realise that other transport 
interventions, including increasing road capacity are likely to  
be required to support both airport development and that of  
West Edinburgh. 

ExISTIng SurfAcE AccESS InfrASTrucTurE

The airport is primarily accessed from the A8 by Eastfield Road, 
with Ingliston Road also providing road access from the west. The 
major surface access routes are shown on Map 1.

Access to the freight terminal is taken from Turnhouse Road, 
via the Maybury junction. The freight terminal is located on the 
site of the former RAF Turnhouse airfield, to the east of the main 
passenger terminal.

We have previously reviewed the surface access infrastructure 

7. SURFACE ACCESS (TRANSPORT LINKS)



26 around the airport and this combined with work undertaken by 
the West Edinburgh Development Partnership has highlighted 
both the constraints and opportunities relevant to ensure that 
the airport, and neighbouring sites, can be developed further. 
It is clear that from the work undertaken to date that transport 
interventions will be required to support the wider growth of  
the area. 

ExISTIng TrAnSPorT oPTIonS

Besides the car, bus travel represents the second largest mode of 
transport accessing the airport. Journey planners, amongst other 
initiatives, are available within the terminal and online to ensure 
that such options are promoted.

BuS And coAch

We promote the bus services at the airport through a range of 
initiatives – including information posters throughout the terminal; 
information and links on the airport’s website; the installation in 
the domestic and international reclaim areas of three interactive 
units providing passengers with bus information and an onward 
journey planning function (through Traveline Scotland); and above 
all the prioritisation on the terminal forecourt of bus stops for 
scheduled bus services.

The Lothian Buses Airlink 100 bus service currently represents 
the main public transport connection between Edinburgh and 
the airport. Operating at least every eight minutes during the day, 
this service runs from Waverley Station in the city centre, past 
Haymarket Station, and through Corstorphine to the airport. The 
published journey time for this service is 25 minutes. At night 
times (from 0047–0400) a similar route is followed by the N22 
service, which operates every half hour. 

The Lothian Buses’ 35 service connects the airport to the Gyle, 
Fountainbridge and Ocean Terminal in Leith. Total journey time to 
Ocean Terminal is 1 hour and 30 minutes. The 35 operates every 
15 minutes during the main part of the day. 

The Stagecoach 747 service to Ferry Toll Park and Ride and 
Inverkeithing railway station operates every 20 minutes during the 
day. Journey time to the airport is approximately 25 minutes. It 
also provides links to the RBS headquarters, Heriot Watt University 
and Dunfermline.

Although Edinburgh Airport is not served directly by a railway 
station the buses provide links to Haymarket, Waverley, Edinburgh 
Park, Slateford and Inverkeithing stations, amongst others.

Edinburgh Airport has a general coach park by the terminal for 
drop off and pick up. Facilities for coaches expected to wait for 
longer also exist, by the long stay car park.

TAxIS

Three separate taxi ranks are provided in the forecourt area. 
Airport private hire vehicles operate alongside city black cab taxis 
by the coach park. The third rank is located in the short stay multi-
storey car park and is available for pre booked taxis.

cycLIng

Cycle racks are provided in front of the terminal and outside most 
office buildings within the airport campus. Additional facilities, 
such as showers and lockers, are also available for some staff.

PASSEngEr And EMPLoyEE dISTrIBuTIon

Table 14: Origin of passengers using Edinburgh Airport

As can be seen from the table above, the vast majority of 
passengers come from the Lothians – the airport’s immediate 
hinterland. 

The residence of airport staff is broadly similar, with the 
majority living in Edinburgh, the Lothians and Fife. The map 
opposite shows the distribution of staff residence: 

ExISTIng PASSEngEr ModE ShArE

Table 15: Existing modal split for 2009

origin Percentage

City of Edinburgh 52.3%

Fife 9.7%

West Lothian 7%

East Lothian 3.7%

Perth and Kinross 3.4%

Falkirk 3%

Stirling 2.9%

Midlothian 2.7%

Glasgow City 2.4%

Dundee City 2.4%

origin Percentage

Private car 42.4

Plane 2.7

Public transport 26.8

Taxi 22.5

Hire car 4.6

Other 1.1

Edinburgh Airport Masterplan
July 2011



27Figure 2: Distribution of airport staff

The table above shows the existing mode share, including 
transfer passengers. The number of passengers travelling to/
from the airport by public transport in 2009 compares favourably 
with other regional airports, exceeding the mode shares achieved 
at Manchester, Birmingham and Southampton, all of which are 
served by rail.

Mode share figures for 2010 show that we have exceeded our 
2011 target of 27% modal share (relative to 16% in 2002), and 
this is largely due to the success of the Lothian Buses 100 service, 
and shows the impact that improvements to the bus service, 
and the marketing of it, have had in recent years. In particular, 
it clearly demonstrates the ability of such a service to deliver real 
benefits, where the right package of transport measures exists.  
In this case, traffic management of the route through bus 
priorities and clearways, and regular direct services to the city 
centre throughout the day have shown exactly what a quality, 
well-marketed bus service can deliver.

fuTurE SurfAcE AccESS InfrASTrucTurE
 

We are keen to explore any initiative which improves surface 
access links to the airport in the future and as such will 
work with the relevant agencies to ensure that appropriate 
improvements are implemented as and when required.

A key issue for future surface access is ensuring that road 
access is maintained when large scale events are taking place 

within the airport’s immediate surroundings, such as the Royal 
Highland Show. It is important that passengers can access the 
airport efficiently and reliably. If they cannot, then the natural 
growth of the airport may be affected.

The White Paper stated that: ‘the growth of road traffic on 
the strategic road network in the vicinity of the airport has the 
potential to become a major concern in the medium-to-long 
term unless action is taken.’ (paragraph 5.11). The White Paper 
went on to say that the introduction of tram and rail links to 
the airport together with improvements to the road layout, 
‘including the possibility of additional access points to the A8’, 
could help to address potential congestion problems. The work 
undertaken as part of the West Edinburgh Partnership effectively 
supersedes this by outlining a package of interventions that will 
ensure that access to the airport is maintained.  

It is increasingly important to understand – on the basis of 
clear and concise data – to what extent tram and heavy-rail 
initiatives can increase what can be delivered by bus-based 
systems and whether these alternatives increase the public 
transport mode share further, or displace existing bus patrons.

It is important that new surface access initiatives are coordinated 
to ensure that their development does not compromise the 
accessibility and operation of the airport or future neighbouring 
land uses. To this end, new surface access initiatives should be 
considered as part of a fully integrated transport system. Some of 
the proposed initiatives are outlined below.

We endorse the suite of transport interventions identified 
within WETA; and more recent TISWEP studies and the next 
ASAS will detail the steps we are undertaking to achieve, over 
time, the public transport mode share targets contained within 
TISWEP. The TISWEP targets for the airport public transport 
mode share are 33 passenger and 20 employee per 100 person 
movements by 2017. Active travel is targeted at 2 passenger and 
10 employee movements per 100 person movements. 

rAIL 

The Edinburgh Airport Rail Link (EARL) was a Scottish Government 
project intended to provide a direct heavy-rail link to the airport, 
and whilst the associated Bill received Royal Assent in April 2007  
it was suspended by the Scottish Government in 2007.  

An alternative and less costly scheme to construct a new  
train/tram interchange on the Fife line near to the Gogar 
roundabout, gained planning consent in June 2010. The station, 
to be known as Edinburgh Gateway, will link the airport to the 
rail network by means of the tram line, and also has potential 
for bus interchange. The new station is expected to be opened 
when the tram becomes operational. The construction of the 
Dalmeny Chord rail link which is planned for 2016 will further 
improve connections to the airport by allowing trains to and from 
Edinburgh and Glasgow to stop at the new station.  
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TrAM

The Edinburgh tram, between Edinburgh Airport and the city, is 
currently under construction and we are continuing to facilitate 
the construction of the tram line and tram halt on airport land. 
To integrate the latter, and enhance passenger facilities, we 
have constructed a passenger walkway to provide a covered link 
between the tram halt and the east end of the terminal building.

The tram line is expected to become operational in the next 
few years. We will work with the operator to promote and raise 
awareness of the new transport mode, both before it becomes 
operational and on an ongoing basis. 

BuS And coAch

We understand the social benefits of bus services and are keen to 
work with local authorities, bus and coach companies to explore 
the possibilities for new bus services to destinations not currently 
served by public transport. For those areas not served directly by 
tram or heavy rail routes the bus will represent the only public 
transport alternative to the car. Passenger journey origin data is 
available to operators on request. 

In order to enhance bus facilities further we will also work with 
others to deliver a new bus interchange at Ratho Station in 2012.

non–MoTorISEd ModES of TrAnSPorT

There are well established routes for pedestrians at the airport and 
these are kept under review to ensure that pedestrian access to 
and around the airport continues to be safe and convenient.

In 2008 the CEC published its Core Paths Plan – identifying a 
system of paths and routes throughout the city, providing secure 
and welcoming access. We aim to work with the CEC to facilitate 
pedestrian access both to the airport and around the airport 
campus, as appropriate. 

We aim to facilitate bicycle access to the airport for both 
passengers and staff, and in recent years have significantly improved 
cycle parking facilities at the airport. A cycle to work scheme is also 
available to BAA staff and quarterly free bike maintenance sessions 
are provided for all staff based at Edinburgh Airport. 

In 2010 we commissioned an assessment by Cycling Scotland 
to identify improvements which could be made to cycle access 
routes both on and off the airport, and made this report available 
to the CEC and other stakeholders. 

roAd

Even with the development of rail and tram connections to the 
airport, the differing origins of people coming to the airport will 
mean that the majority of passengers will continue to access the 
airport by road, principally by private car.  

The existing congestion on the road network, combined with 
the anticipated development in West Edinburgh, mean that 
improvements to the road network will be required in the period 
up to 2020 to accommodate growth.  Following WETA in 2009 
the 2011 TISWEP study has indicated what transport interventions 
will be required up to 2021 to accommodate the predicted 
growth.

Based on the proposed growth Map 4 (appendix) highlights all 
proposed transport interventions up to 2021 in the WETA area. At 
this stage work is on-going to identify a solution for Newbridge 
during the period 2017-2021. If a solution cannot be identified 
the need for a link to the M8 may need to be revisited. The latter 
is indicatively shown on Map 4 at this point.

Our internal road system remains largely unchanged since the 
present terminal was built in 1977. A major reconfiguration of the 
internal road system is being undertaken to cater for anticipated 
traffic growth. 

In late 2010 a new fast track drop off system became 
operational, which allowed private vehicles to drop off passengers 
in the ground floor of the multi-storey car park (MSCP), for a 
charge of £1. At the same time, a free drop off area was created 
near to the long stay car park from where passengers may 
take one of the frequent shuttle buses to the terminal building.  
These two new areas are the only locations on the airport where 
passenger drop off is now permitted. 

The aim of this new system is to create additional drop off 
capacity to meet the needs of increasing numbers of passengers; to 
reduce congestion on the terminal forecourt; and by introduction of 
a £1 charge for dropping off adjacent to the terminal to discourage 
‘kiss and fly’, the most environmentally damaging and least 

EDINBURGH AIRPORT 
HAS ACHIEVED THE 
TARGETS IT SET 
TO INCREASE THE 
PERCENTAGE OF 
PASSENGERS USING 
PUBLIC TRANSPORT 
FROM 22.2% IN 2006 
TO 27% BY 2011.

Edinburgh Airport Masterplan
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desirable of access modes because it involves four trips to and from 
the airport dropping and picking up the passenger.

We are participating in various initiatives in order to reduce 
car usage around the airport campus. An example of this is the 
introduction in late 2010 of two car clubs, allowing car club 
vehicles to be made available to passengers, and for the use of 
airport-based companies which take out corporate membership.  
The cars can also be used by passengers who are members of the 
car clubs in other UK locations.

PArkIng STrATEgy

It is our view that car parking has to be considered as part of an 
integrated approach to surface access improvements. 

There are currently approx 4,500 spaces provided in off-airport 
car parks by other providers in the surrounding area. Thus of total 
long stay provision, approximately 35% is located on-airport and 
65% off-airport. Broadly speaking, it is envisaged that this split 
will continue in the future. Any strategy for managing car parking 
demand has to include off-airport car parking which is currently 
the fastest growing sector of the market. At present in order 
to accommodate additional aircraft stands some long stay car 
parking may have to be relocated, this may be in the form of  
a new MSCP.

The relationship between provision and pricing of car parking, 
the quality and availability of public transport, and the number of 
vehicle access movements is complex. Experience in recent years 
in Edinburgh has shown that provision of high quality, reasonably 
priced car parking  reduces the number of passengers being 
dropped and off and picked up by friends and relatives (‘kiss and 
fly’). And there will always be some passengers who do not have 
a practicable public transport option for accessing the airport, 
who should not be penalised by excessively high car parking 
charges.

Passengers requiring short stay parking wish to be 
accommodated close to the terminal building and we will 

continue to respond to this need, whilst also proposing a 
new MSCP to replace the parking provision removed by stand 
development beside the long stay car park. This intensification 
of land use reduces the amount of greenfield land required for 
parking. The on-airport car parks also accommodate over-spill 
from the hire car facilities and on average 200 cars are parked 
outwith the car hire compound within the short-stay car park.  
The number and percentage of trips to/from the airport by hire 
car is forecast to increase as the percentage of inbound passenger 
increases.

There are currently circa 4,500 spaces provided in off-airport 
car parks by other providers in the surrounding area. Thus of 
total long stay provision, approximately 35% is located on-airport 
and 65% off-airport. Broadly speaking, it is envisaged that this 
split will continue in the future as off-airport providers alter their 
parking models and increase the size of their site’s. Our strategy 
for managing car parking need has to account for off-airport car 
parking. 

SuMMAry

We will continue to promote public transport usage to/from  
Edinburgh Airport and work in partnership with other 
stakeholders to identify and deliver the appropriate interventions 
to ensure that access to Edinburgh Airport is maintained.



30

Edinburgh Airport Masterplan
July 2011



31We recognise that Edinburgh Airport will only grow if it does so 
responsibly and with the support of the many people who have a 
stake in the airport’s future. 

Globally, the aviation industry has never been under greater 
scrutiny, particularly on aviation’s small but growing contribution 
towards climate change. On this, and on a range of other issues, 
our industry needs to rise to the challenges that come with more 
flights and bigger airports.

We will always work hard to maintain effective working 
relationships with a wide range of stakeholders in a way which 
promotes the social and economic benefits of the airport, and 
which seeks, wherever possible, to minimise the impact on the 
environment.

We wish to be a good corporate citizen which means using 
our success and influence to be a force for good in our local 
communities and beyond.

SAfEguArdIng ThE EnvIronMEnT

We recognise that the Scottish Government, CEC and other 
stakeholders need to be satisfied that the environmental 
implications of airport growth can be managed in a manner 
which would reduce impacts. We are working to both quantify 
and reduce our impact upon the environment and the following 
sections detail how we are doing this.

cLIMATE chAngE

We accept that the biggest global environmental issue facing 
aviation is its contribution to climate change and we are working 
with our airline partners to reduce the climate change impact of 
operations at Edinburgh Airport. 

Globally, aviation accounts for around 3.5% of the total 
human contribution to climate change. It is estimated that this 
will increase to between 5% and 15% by 2050. In the UK, the 
DfT calculate that CO2 emissions from international and domestic 
aviation as being 37.5 million tonnes in 2005, i.e. 6.4% of the 
UK’s total.

At Edinburgh Airport we have been managing our carbon 
emissions from electricity and gas consumption for some time, 
however it has become apparent that we also need to work with 
our business partners and stakeholders to deliver a more holistic 
approach to reducing emissions. 

The first step in this work was to measure the carbon footprint 
of the airport, then prioritise the areas of work which will have the 
biggest benefit in terms of carbon reduction. Details of our carbon 
footprint can be found through our website.

Our carbon footprint has been developed to be 
comprehensive, holistic and consistent with best practice. We 
therefore calculate not only emissions we directly control but also 
airport related emissions in the direct control of our stakeholders 

8. THE LOCAL ENVIRONMENT
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32 and which we seek to guide and influence. These include for 
example, emissions from all passenger and staff door-to-door 
journeys to the airport and emissions associated with aircraft 
landing and taking off at the airport up to a height of 3000ft. 

The graph shows the different elements which make up 
the carbon footprint of the airport in 2009. We are working to 
reduce emissions within each of these elements and are currently 
developing a Carbon Emissions Plan for the airport which, when 
complete, will be made publicly available through our website. 
However some of the topics and the actions in the plan are 
detailed here.

Direct Emissions are made up from electricity, gas and fuel use 
from our own vehicles. This amounts to 15,905 tonnes of CO2.

We are faced with a significant challenge when it comes to 
growing our airport and reducing our energy consumption. As we 
grow and build more facilities we need to consume more energy 
to heat, light and cool the buildings. However we need to ensure 
that when we are developing the airport we consider installing 
low carbon technologies and micro renewable generation to 
ensure we build the most energy efficient buildings possible. 
In order to help us achieve this we have developed a long term 
energy strategy for the airport and have appointed the Building 
Research Establishment to apply Greenprint to the Airport. 

Greenprint is an assessment which will be tailored to the 
airport, after consulting stakeholders, which reviews and 
highlights opportunities to enhance our operation in a sustainable 
manner. The assessment is based on the following eight 
areas: climate change, resources, transport, ecology, business, 
community, buildings and place making. Based on the initial 
assessment we have scored ‘very good’ when assessed against the 

Greenprint criteria. Once the assessment is complete we aim to 
work towards an ‘excellent’ rating.

Aircraft emissions account for 58% of our Carbon Footprint. 
Whilst we cannot control these emissions we can influence and 
help our airline partners in their quest to reduce emissions. We 
include emissions from the landing and take off cycle (LTO-
cycle), as shown in the diagram below in our measurement of 
our carbon footprint, as these are the emissions we have some 
influence over.

We are promoting and facilitating, where possible, measures  
to help reduce emissions in the LTO-cycle, these include taxiing 
with a single engine and reducing Auxiliary Power Unit use.

We are committed to Sustainable Aviation, which is a coalition 
of UK aviation stakeholders spanning aircraft manufacturers, UK 
carriers, airports and the principal air navigation service provider. 
As part of our commitment we have signed up to the Aircraft 
on the Ground CO

2 Reduction Programme, which has a simple 
objective – to deliver CO2 emission reductions from aircraft ground 
operations at UK airports. The approach for delivering these 
savings is simple and pragmatic and relies on a series of practical 
‘action steps’ and initiatives that can be led by UK airports whilst 
engaging and working collaboratively with their stakeholders.

To tackle total aircraft emissions we believe that carbon 
emissions trading is the most efficient way to drive aviation 
emissions down. This places a cap on the total amount of CO2 
emissions allowed across industry as a whole. Permits are then 
allocated to companies setting the amount each can pollute.  
The total number of permits is finite and no pollution is allowed 
above the cap. 

Companies can then trade their permits – selling permits if they 
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can cut their emissions below their allocation, and buying them if 
they want to pollute above their allocation. Permits are sold at a 
market price – so if everyone wanted to pollute above their cap, 
then permits would become scarce and the price would go up. 
BAA has played a leading role within EU aviation in supporting 
aviation’s inclusion in the emissions trading scheme. 

growIng AvIATIon wIThIn co2 LIMITS

It is forecast by the Committee on Climate Change that UK aviation 
can continue to grow whilst contributing towards government 
targets for cutting greenhouse gas emissions. Technological 
advancements, such as the development of more efficient aircraft, 
low carbon fuels and more efficient operations, will ensure that 
less greenhouse gas emissions are generated by flights today when 
compared to flights in 1990. Modal shift and other measures 
will also have a role to play. Investment in technology will be 
encouraged through aviation’s participation in emissions trading, 
initially within the European Union and then globally.

noISE

For people living under flight paths or close to an airport, noise is a 
major concern and its effective management is an important part 
of Edinburgh Airport’s ability to deliver responsible development. 
Edinburgh Airport is a 24 hour operational airport and we take the 
issue of noise very seriously. However, as long as people want to 
fly, there will be noise from aircraft landing and taking off. 

Despite increases in traffic the latest noise contours show 
Edinburgh Airport to be quieter today than five years ago. This 
is because older and more noisy aircraft are being phased out – 
replaced by quieter and more environmentally friendly models.

While our degree of direct control over the noise climate is 
limited, we are able to take a number of steps to address the 
monitoring and reporting of air noise. A number of measures are 
also taken to lessen the impact of noise. In summary, these are:

Noise fining – Where any aircraft that breaks the stated •	
noise thresholds set down by the UK Government 
is now automatically fined, with the level of the 
fine dependent on the level of infringement. 
Noise and track keeping – We gather and analyse the •	
tracks, including position and height, of all aircraft flying 
to and from the airport. This allows us to study the 
consistency of piloting procedures and, through working 
with NATS and airlines, we can identify opportunities 
to lessen the overall impact of its operation.
Noise insulation scheme – This currently exists for residents •	
living in the 66–68dB noise contour around the airport. 

We also operate the following schemes for residents affected 
by our current and likely future operation:

The Home Relocation Assistance Scheme – This provides •	
households within the 69dB Leq noise contour with 
financial assistance towards the costs of relocation.
The Property Market Support Bond – This seeks to •	
protect property values inside the expanded boundary 
of Edinburgh Airport if a second runway is built.
The Home Owner Support Scheme – This seeks to •	
assist residents who would be subject to a significant 
increase in noise arising from a new parallel runway.
The Vortex Damage Assistance Scheme – For those •	
residents whose properties have been affected by vortex 
damage from aircraft operating at Edinburgh Airport.

Full details of each scheme can be accessed through our 
website.

Ground noise relates to the noise produced by aircraft  
when running their engines while on the ground, either 
for taxiing or engine running and is of particular concern 
to residents living close to the airport. Engine running is an 
essential part of airport operations. Engines need to be  
tested for safety reasons and engine runs form part of the 
maintenance programme for aircraft. 

We understand that this noise can cause disturbance 
to local residents and therefore adopt certain measures to 
reduce the impact on the community. We do not allow engine 
testing during the night unless required due to exceptional 
circumstances. In order to develop a better understanding of 
engine running within our local communities we have begun to 
report on the frequency and times of engine running to the local 
community through our newsletter. We hope by reporting on 
engine running we will assure residents that we are managing 
engine running as responsibly as possible.

Noise contours for Edinburgh Airport are produced at least 
every five years. These contours measure the average noise at 
Edinburgh Airport over the busiest hours of the day and busiest 
months at the airport, using the dB Leq noise scale.

As noted above, Edinburgh Airport is quieter today than in 
the past. However, as we expand our airport we understand 
that noise and the expectation of noise growing will continue 
to be a concern for our local communities in the coming years. 
This is why we have produced noise contour maps showing the 
expected noise levels for 2020 and 2040, see Maps 7 and 8.

In accordance with the Environmental Noise (Scotland) 
Regulations 2006, which transposes the Environment Noise 
Directive into Scottish Law we have published a Noise Action 
Plan, which is available online. The plan sets out the actions 
we propose to take to manage and, where possible, minimise 
aircraft-related noise at Edinburgh Airport.

The Noise Action Plan will enable us to develop our 
relationship with our communities and other key stakeholders, 
and to improve our understanding of residents’ concerns and 
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priorities, so that we can take effective action in response. Each 
year we feedback our performance against the actions set out in 
the plan in our annual Corporate Responsibility Report, which is 
also available on our website.

AIr QuALITy

Air quality is an issue of concern both locally and nationally. 
People have a right to breathe air which is free from harmful 
levels of pollutants generated by industry, vehicle exhausts and 
other sources. 

There is a range of legislation which seeks to manage and 
reduce the emission of air pollutants at source. For example, 
activities that are significant producers of air pollutants (such as 
industry and transport) are specifically regulated to reduce their 
contribution to air pollution.

Emissions from aircraft are regulated in the UK by the 
European Aviation Safety Agency and the CAA. In addition, the 
International Civil Aviation Organisation has published a number 
of internationally agreed standards and recommended practices 
on aircraft engine emissions. 

In addition to reducing aircraft emissions, all airside vehicles 
are required to meet certain standards to limit vehicle exhaust 
emissions. We also carry out routine spot checks to ensure that 
they meet emissions standards. A large number of electric vehicles 
are already used airside, primarily by the handling agents, in order 
to transport luggage to and from the planes.

Vehicles under our control are regularly tested and serviced to 
ensure that they meet the best standards in relation to modern 
engines. The replacement vehicle programme for vehicles 
supports these principles and the use of alternatively fuelled 
and hybrid vehicles. We will be investigating further the use of 
alternatively fuelled vehicles in the Carbon Emissions Plan.

Our Airport Surface Access Strategy (ASAS) aims to manage 
landside vehicle emissions by setting out a number of targets to 

increase public transport mode share, decrease single occupancy 
car use, reduce the number of people who get friends and 
family to drop them off and pick them up at the airport and 
measures to improve the environmental performance of buses 
and coaches. 

There have been four air quality studies at the airport in 
1999, 2004, 2007 and 2010. Throughout the studies oxides of 
nitrogen remain amongst the principal pollutants in the vicinity 
of the airport. The main oxides of nitrogen considered are nitric 
oxide (NO) and nitrogen dioxide (NO

2). The chief sources of 
these pollutants are combustion of fuel from motor vehicles, 
heating and power generation plant and other industrial 
processes. However, local ground level concentrations of these 
pollutants can also be significantly affected by airport activities 
such as movements of aircraft and associated motor vehicles, 
both airside activity and passenger traffic travelling to and from 
the airport.

The air quality studies consisted of a six month survey using 
diffusion tubes to measure levels of NO2 at different locations 
across and around the airport. The 2010 results were similar 
to previous studies where the concentrations of NO2 at the 
majority of sites around the airport are lower than at most of the  
Edinburgh City monitoring sites outside the Council’s priority air 
quality management areas.

Whilst NO is not considered a health concern at ambient 
levels, NO2 is a known respiratory irritant. We are fully committed 
to working in partnership with the CEC to reduce the emissions 
that contribute to poor air quality within and beyond the airport 
boundary. We will continue working collaboratively with local 
authorities to share information and knowledge to better manage 
air quality within the vicinity of the airport. The mode share 
targets within TISWEP, combined with proposals for Intelligent 
Transport Systems, are a key element in addressing potential 
air quality impacts from additional traffic on the road network 
approaching the airport.
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WE ACCEPT THAT THE BIGGEST GLOBAL 
ENVIRONMENTAL ISSUE FACING AVIATION IS ITS 
CONTRIBUTION TO CLIMATE CHANGE AND WE ARE 
WORKING WITH OUR AIRLINE PARTNERS TO REDUCE 
THE CLIMATE CHANGE IMPACT OF OPERATIONS AT 
EDINBURGH AIRPORT.



35ThE wATEr EnvIronMEnT 

Our surface water drains to the River Almond to the north of 
the airport perimeter and the Gogar Burn which passes through 
the airport from south to north. It is culverted beneath the main 
runway before joining the River Almond. 

Following flooding in 2002 flood risk assessments were carried 
out on both watercourses and also on the airport drainage 
network. To reduce the risk of flooding flood protection measures 
have been built around the Gogar Burn within the airport boundary.

The Gogar Burn is under significant pressure from development 
in its lower catchment area and the airport is just one of the 
development sites identified in the West Edinburgh Planning 
Framework 2008 which will increase the amount of run-off into the 
Burn over the next 20 years. A sustainable solution to the pressures 
put on the burn would be to divert it around the eastern side of 
the airport. We are fully supportive of the scheme and have agreed 
to safeguard land within the airport boundary for the diversion of 
the Burn. Planning policy safeguards the route outwith the airport 
boundary. Subject to funding we may divert the burn by 2020.

We will continue to work closely on surface water issues with 
all key stakeholders as the airport develops and in particular with 
respect to the land to the south of the existing airport boundary, 
earmarked in this Masterplan for future airport development. 
 
wATEr QuALITy

There are several airport activities which have the potential to 
cause pollution of local water courses, if those activities are not 
properly managed. For example, these are: 

de-icing of aircraft and airside areas•	
aircraft and vehicle maintenance and washing•	
aircraft refuelling (spillages)•	
waste and cargo handling•	
fire training.•	
We are currently working with the Scottish Environment 

Protection Agency (SEPA) towards the development of a range 
of solutions to ensure compliance with future surface water 
discharge consents relating to discharge quality management.  
We will continue to manage water quality issues in line with 
statutory control and best practice.

BIodIvErSITy

There is a range of statutory measures protecting nationally or 
locally designated sites and species. Public bodies (including the 
government) have a duty to enhance and maintain different sites 
for biodiversity. 

The nearest nationally designated area to the airport is the Forth 
Estuary, which is five kilometres away and has been assessed by the 
Government as being at low-risk at present from aviation activities. 

Closer to the airport, biodiversity issues primarily focus on the 
impact of airport developments on protected species, particularly 
around the River Almond and Gogar Burn, both a Site of 
Importance for Nature Conservation. 

We have carried out various ecological assessments of the site, 
which can be shared with the relevant bodies if requested. The 
assessments allow us to build up a good picture of the biodiversity 
on the site and therefore we can understand and evaluate any 
impacts the airport activities might be having. As the airport 
develops we will continue to work with Scottish Natural Heritage 
with regard to biodiversity.

Each future airport development will be assessed, to establish 
the impact on biodiversity and provide appropriate mitigation. 
When appropriate we will take guidance from consultation 
with the relevant approval authorities (such as Scottish Natural 
Heritage) and stakeholders on what level of assessment 
and consideration is required, particularly when considering 
development which may have an impact on the wider biodiversity 
outwith the boundaries of the airport.



wASTE MAnAgEMEnT

At the airport waste is generated from a variety of sources and 
we have concentrated our efforts to recycle more of the valuable 
resources which would otherwise end up in landfill sites.

Working on the principle of the waste hierarchy – reduce, 
re-use, recycle, dispose – we are reducing the amount of waste 
generated through improved efficiency and more thoughtful 
selection of goods. We are encouraging re-use, recycling, re-
processing and composting within the waste stream. Another 
aim is to reduce the cost to the business of waste processing by 
ensuring a responsible approach to waste management.

We currently recycle 45% of our waste, which is 10% above 
our current target of 35%. Corporately, BAA has a goal to recycle 
40% of waste within the waste management contract by 2010 
and 70% of waste by 2020, with zero waste to landfill.

BuILT And nATurAL hErITAgE

We are aware of the importance of historic buildings, 
archaeological inheritance and landscape designations both within 
and beyond the airport boundary. As development proposals 
come forward we will need to consider the potential impact of 
the development proposals contained within this Masterplan 
upon these features. The locations and types of built and natural 
heritage features within the vicinity of the airport are detailed 
within Map 5.

In the Masterplan period to 2020, no listed buildings or 
scheduled ancient monuments will be directly affected by the 
airport’s development proposals. We will however take steps to 
preserve the Cat Stane, which is a heavily weathered scheduled 
ancient monument located within our boundary, and have gained 
scheduled ancient monument consent to undertake conservation 
work. We also recognise that there may be unknown archaeology 
on-airport that, if discovered during development, will require 
to be fully investigated in line with the legislation in place at 
the time. Additionally, where there may be an impact upon the 
local built and natural heritage through development proposals, 
or airport expansion, beyond 2020 we will assess our proposals 
against best practice at the time.
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THE LATEST NOISE 
CONTOURS SHOW 
THAT DESPITE AN 
INCREASE IN TRAFFIC, 
EDINBURGH AIRPORT IS 
QUIETER TODAY THAN 
FIVE YEARS AGO AND 
QUIETER THAN IN 1990.
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38 In accordance with the guidance set out within the White Paper 
land uses plans beyond 2020 are indicative at this time. This 
reflects both the uncertainties surrounding long term forecasting 
and benefits of raising awareness of potential future development 
scenarios. Given the long term view, flexibility should always be 
retained to allow for different development scenarios should  
these occur.

This section of the Masterplan provides an overview of  
the future development of the airport between 2020 and 2040. 
This overview is based on current legislation and projected 
growth. We outline both potential development and likely  
dates in our growth, which are likely to be required to deliver  
an airport capable of accommodating 21 million passengers 
annually by 2040.

Whilst we intend to make the most efficient use of our  
existing land, we will require to extend the airport boundary if  
the level of growth forecast in either passenger numbers or  
cargo/mail materialises. 

If the increase is in the latter, and we cannot accommodate 
this expansion within the current airport boundary, we would 
initially seek to incorporate the agricultural land between the 
airport boundary and the north edge of Lennymuir. If further 
land is required we would then seek to purchase the former 
RAF Turnhouse site to the north of Turnhouse Road, which has 
planning consent for cargo development. Technological advances 
in cargo operations have lead to greater cargo tonnage per square 
metre of cargo facilities and as a result should additional land be 
required it is not forecast to be required until 2030 at the earliest.

If passenger numbers continue to increase additional land, 
to the south of the maintenance/ancillary area towards the 
International Business Gateway, and an area known as the 
northern fields, to the north of the Royal Highland Centre, is 
likely to be required. Whilst the latter will also provide additional 
overnight capacity for aircraft based at Edinburgh Airport the 
majority of the land will be needed to ensure that sufficient 
support infrastructure is delivered.

As noted above, in response to increased passenger 
numbers and potential legislative requirements, there may be 
a need for additional terminal facilities. Should this be required 
approximately 34 hectares of land to the south-west of the 
existing terminal (currently owned by RHASS), will be required 
around 2030.  This land would also include additional aircraft 
apron capacity.

In addition to the potential land take of 34 hectares, a further 
51 hectares of land to the south-west of the existing terminal 
(currently owned by RHASS), may be required to further expand 
terminal and aircraft apron capacity and provide additional 
ancillary facilities.

Should passenger growth surpass the current forecasts 
and the runway capacity be exceeded an additional parallel 
runway, and the associated infrastructure, will be required. To 

allow this development to take place the airport would require 
approximately 280 hectares of land to the north of the existing 
airport boundary.

The reasons for the acquisition of all of the land referred to 
above are considered in more detail later in this chapter.

In total, the additional land take required to develop Edinburgh 
Airport up to 2040 is currently estimated to be approximately 
85 hectares of RHASS land, 280 hectares of land to the north of 
the River Almond, currently in several different ownerships, 15.5 
hectares of farmland to the south, and 10 hectares of land to the 
east of the cargo village.

Unless a second parallel runway is built the benefits in retaining 
Runway 12/30 currently outweigh removing it. Future Masterplans 
will give this further consideration.

AIr TrAffIc conTroL/AIrSPAcE

If a new runway is required more detailed analysis and modelling 
may need to be undertaken in conjunction with the air traffic 
service provider to understand what changes, if any, will be 
needed to accommodate a further increase in traffic. Stakeholder 
organisations, such as local authorities, airport consultative 
committees and resident organisations would be consulted if a 
CAA airspace change process was undertaken.

runwAyS And TAxIwAyS

The taxiway network will be reconfigured as appropriate to ensure 
that the capacity of the existing runway is fully realised prior to 
proposals for an additional runway being brought forward. At 
present, the latter, is only required if future passenger numbers 
will exceed those currently forecast by 2040, future Masterplans 
will continue to outline the timing of, and need or otherwise for, a 
second runway.

Given that the need for an additional runway is not certain 
and well into the future, we consider it impractical at this time 
for a precise alignment and runway design to be identified. 
This is primarily because the planning and operation of a future 
runway is dependent on a number of complex and interrelated 
factors and many of these cannot be predicted with any certainty 
so far in advance of construction. The principal factors can be 
summarised as follows:

The rules and regulations which apply may be different •	
from those specified today. For example minimum operating 
procedures, runway separation and obstacle limitation 
surfaces are all areas where significant changes could 
feasibly occur as advances in technology are made.
Aircraft design will continue to advance, resulting in •	
increasingly quieter aircraft. The resultant noise contours 
will influence the siting of a new parallel runway, 
what noise preferential routes might be appropriate, 
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and the desirable runway operating procedures. 
The operating capacity of the airport is influenced by the •	
location of any supporting infrastructure and terminal 
facilities. If terminal facilities and aircraft parking areas were 
not located between two runways, the operational capacity 
of a two-runway airport is much reduced due to the number 
of runway crossings required. It may therefore be desirable 
to locate some aircraft facilities between the two runways.
The site and design of the proposed runway will be influenced •	
by, and will influence, the water table and floodplain of the 
River Almond. This could change over time as a result of 
external environmental factors. This will affect a future  
runway design. We will work with the appropriate 
environmental bodies to identify the appropriate mitigation, 
some of which is outlined in the habitats regulation appraisal 
undertaken by CEC for the RWELP Alteration. 

What is clear is that any proposals for additional land take 
must aim to provide sufficient flexibility to cope with unforeseen 
changes that might take place. They must also seek to provide 
guidance, as far as possible, to the local community and planning 
authorities in order that the appropriate area is protected. 

We believe that the extended airport boundary indicated 
within the White Paper can remain largely unchanged. However, 
we also believe that it is too early for a definitive decision to 
be made on the alignment of the runway within this zone, for 
reasons outlined above.

But there are some points about which some certainty can be 
established. These are:

The new runway would be sited parallel and to the north of •	
Runway 06/24 and would require approximately 280 hectares 
of land not currently contained within the airport boundary.
The new runway would have a centreline separation •	
of between 760m and 915m from Runway 06/24.
The new runway would be between 2.5km and 3.0km in length.•	
Parallel runways normally operate in segregated mode; that is •	
to say at any one time one runway would be designated for 
arriving aircraft and the other runway for departing aircraft.

A new parallel runway would have implications for the River 
Almond in its current form. A range of solutions will need to be 
considered and evaluated at the appropriate time to ensure that 
the most appropriate solution is realised.

We will continue to outline the timing of, and need for,  
a new runway. At this stage it is considered prudent to remain 
flexible and identify a zone within which a runway is likely 
to be built rather than a specific configuration. This will give 
us sufficient flexibility to meet changing demands while still 
providing sufficient clarity to the local planning authority (LPA) 
around future development. BAA Safeguarding will take account 
of the new runway and to what extent any development 
proposals impact on future runway proposals, when responding 
to LPA consultation requests.  

fuTurE runwAy SAfEguArdIng PoLIcy

Although there are no detailed proposals for a new runway, there 
is a requirement to assess the principle against the safeguarding 
criteria. This may potentially lead to the refusal of planning 
permission for:

Proposals for development that are incompatible •	
with ‘safeguarding of aerodromes’ criteria specified 
in relation to the location of the second runway.
Proposals for development on land within the area •	
onto which the airport would be extended in the event 
of a second runway being permitted and built.

Procedures under the ‘safeguarding of aerodromes’ process 
will not legitimise the refusal of planning permission for all 
forms of development within the affected area. Protecting the 
possibility of an extended airport boundary is consequently 
a different matter from the ‘safeguarding of aerodromes’ 
procedures which protect the operation of a runway, or 
runway extension that may be built in the future. It is therefore 
important that LPAs ensure that local development plans (LDPs) 
allow for the safeguarding if necessary of the land potentially 
required for an airport’s expansion. At the same time we will 
continue to work with the LPA and neighbours to consider 
planning applications and whether their land is required and so 
seek to ensure that their land is not blighted.

WHAT IS CLEAR IS THAT 
ANY PROPOSALS FOR 
ADDITIONAL LAND TAKE 
MUST AIM TO PROVIDE 
SUFFICIENT FLEXIBILITY 
TO COPE WITH 
UNFORESEEN CHANGES.



40 The ‘safeguarding of aerodromes’ process makes use of 
safeguarding maps which are based on details of runway 
locations and elevations and which, amongst other things, relate 
the protected surfaces around runways to local topography. The 
Edinburgh Airport safeguarding map, endorsed by the CAA, 
reflects the existing runway’s position, length and elevation as well 
as the details relating to a potential second runway. The map will 
be reviewed if there is a material change in the assumptions about 
the airport’s development, including any proposals for a future or 
extended runway. 

PuBLIc SAfETy ZonE (PSZ) PoLIcy

The DfT are responsible for PSZ policy in the UK, which LPAs are 
responsible for applying. The DfT have stated that they expect PSZ 
contours to be produced for existing and future runways.  These 
will inform the Aerodrome Safeguarding Process and provide LPAs 
with an indication of the areas outwith the airport boundary, that 
might be affected by the PSZs associated with a future runway. 

PSZs for existing runways are based on traffic forecasts 15 
years into the future. For the published PSZs forecasts for the year 
2024 have been used. PSZ policy requires a review of the zones 
every 7 years, therefore the next review is not until 2016. 

Following the publication of our previous Masterplan we 
prepared indicative PSZs for the potential new runway. As noted 
above, the precise location and design of a possible future or 
extended runway has not been determined and as such the extent 
of any PSZ and inner risk contour at Edinburgh Airport  
may change. 

AIrcrAfT APronS

As mentioned in Chapter 5, forecast demand is for 44 stands in 
2020 and for 57 stands in 2040.  The stand development strategy 
is to develop around the extended terminal initially, to maintain 
high levels of pier service for airlines, followed by development of 
remote stands to the west on RHASS land as shown on Map 4.

The forecasts show a modest increase in required jumbo and 
large stands. This reflects the continued expectation for Edinburgh 
Airport to be serving more international destinations in the future, 
especially long haul destinations.

PASSEngEr TErMInAL fAcILITIES

Map 4 shows an apron and terminal development zone to the 
west of the existing site. In formulating plans for an airport which 
will eventually serve around 20 million passengers a year, one 
key decision is whether to create one expanded terminal or two 
separate terminals. It is currently envisaged that the terminal 
will extend to the west with two new piers to serve the apron 

development. However, this is just one option and it may be that 
a stand alone facility, known as a gatehouse, is created instead. 
At this stage a terminal and apron development zone to the west 
of the existing terminal is detailed, but does not indicate what the 
configuration of these facilities could be.

If a second runway is built there may be a need for additional 
terminal facilities between the runways.

cArgo ArEA And APron

As outlined in Chapter 6, cargo developments are only 
undertaken in response to specific requests from operators. 
However, year-on-year growth is anticipated and so an indicative 
development zone for the cargo village is shown on Map 4.

AIrcrAfT MAInTEnAncE 

While there is currently no quantifiable demand for extra 
maintenance facilities in the years between 2020 and 2040, some 
provision has been assumed in a mixed development zone for 
maintenance and ancillary facilities. 

AncILLAry fAcILITIES

As explained in Chapter 6, as the airport passenger throughput 
increases, so too does the demand for land for extended support 
services. It is currently anticipated that, in the period between 
2020 and 2040, additional land outside the existing boundary 
will be required to ensure provision of all the necessary ancillary 
facilities can be made. Map 4 illustrates the expansion zone for 
ancillary facilities.

fuTurE SurfAcE AccESS InfrASTrucTurE
 

Further enhancements to the surface access capacity will be 
required to meet the demands placed on the infrastructure 
by 2040.  Whilst it is not possible at this stage to accurately 
quantify the type of improvements to the road and public 
transport networks which will be necessary it is likely that a 
link road between the airport and Gogar roundabout will be 
required. Future infrastructure requirements will become clearer 
as potential terminal/gatehouse options are considered.  We 
will continue to work with the relevant agencies and West 
Edinburgh Development Partnership to ensure that appropriate 
improvements to facilitate the sustainable development of the 
airport, and wider area, are delivered in a timely manner.
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42 SESPLAn

The main issues report has been out to consultation and it is 
proposed to publish the Strategic Development Plan in May 2011. 
The timetable aims to submit the plan to Scottish Ministers in 
2012 with an examination either that year or in 2013. Adoption is 
intended in 2013.

SESTrAn

The current Regional Transport Strategy will be reviewed in 2012.

rurAL wEST EdInBurgh LocAL PLAn

The City of Edinburgh Council’s draft Rural West Edinburgh Local 
Plan Alteration was subject of an examination during 2010 the 
final version and adopted in June 2011.

LocAL dEvELoPMEnT PLAn

The City of Edinburgh Council produced a Development Plan 
Scheme in March 2010. This sets out the timetable for preparing 
and adopting a local development plan (LDP) which will replace 
the existing local plan. It is currently intended to publish the main 
issues report in October 2011 and the LDP in September 2012, 
both periods would be followed by six weeks of consultation. The 
final LDP would be adopted in 2014.

MASTErPLAn fIvE yEAr rEvIEw

This Masterplan will be reviewed and updated every five years, 
in line with government guidance. However, in the intervening 
period we will regularly review the commitments made in this 
document to ensure that these commitments complement local 
and national policy and proposals. 

We are keen to continue to work in partnership with key 
stakeholders to deliver commitments made in the Masterplan 
and will therefore continue to hold meetings with the 
Masterplan Steering Group. Group members include the Scottish 
Government, City of Edinburgh Council, West Lothian Council, 
Fife Council and Scottish Enterprise. 

We will also work with key stakeholders to review the impacts 
of proposals outlined in this document, adapting proposals if 
appropriate, and will also publish topic specific updates in the 
intervening years. An example of the latter will be a revised 
Surface Access Strategy. 

AnnuAL dEvELoPMEnT STATEMEnT

In order to ensure that stakeholders are aware of what progress 
has been made in implementing the developments contained 
within this Masterplan an annual development statement will 
be published on our website. The statement will highlight work 
undertaken in the last year and proposals for the coming year.  
We will also comment on changes to legislation/policy and how 
this affects airport development.

ProPErTy MArkET SuPPorT Bond

The change to the phasing of airport land take has led to a 
need to revise the Property Market Support Bond. This will be 
undertaken during 2011 to ensure that the Property Market 
Support Bond relates to airport expansion and not just the 
construction of a second runway.

10. WHERE NOW? THE NEXT STEPS...
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11. AIRPORT DEVELOPMENT PHASING 

Where Date Project/scheme Notes

Airfield 2011 New link taxiway To enhance the manoeuvering area available

Surface access 2011 Covered walkway to the tram halt To enhance public transport access

Surface access 2012 Upgrade entrance roundabout Create a gateway feature through public art

Surface access 2010-40 Additional car parking Proportionately in response to increased passenger numbers

Airside 2012 New aircraft maintenance hangar To respond to the number of aircraft based at the airport

Airside 2012 New cargo facilities To respond to client demand

Airfield 2012 Two additional stands To increase capacity for aircraft to be based at Edinburgh Airport

Surface access 2012
Create a bus interchange at Ratho 
Station

To improve surface access by bus

Airfield 2012 Fuel farm extension* To increase fuel reserves

Landside 2013 350 bed hotel* To increase on-airport bed spaces

Landside 2013 Office and ancillary uses
To ensure that sufficient office space is available for increased staff, and 
that appropriate facilities are provided to prevent staff going off-airport

Surface access 2013 Tram kiosk/halt* To enhance public transport access

Surface access 2013 Improvements to airport road network To improve surface access by bus and car

Environment 2014
Gogar Burn water quality and surface 
water

To act responsibly with regard to the local environment and legislative 
requirements

Terminal
2014 and 

2017
Phased south east pier expansion Increase terminal capacity and provide additional contact stands

Airfield 2015 Three additional stands To increase capacity for aircraft to be based at Edinburgh Airport

Airfield 2015 Taxiway improvements To enhance runway capacity

Surface access 2017-18 Second multi storey car park
To ensure that onsite car parking is maintained following stand 
development

Airfield 2018 Provide rapid access and exit taxiways To enhance runway capacity

Environment 2018 Gogar Burn diversion To reduce the risk of flooding

Airfield 2018 Two additional stands To increase capacity for aircraft to be based at Edinburgh Airport

Airside 2018 Terminal building extension To accommodate increased check-in/baggage reclaim

The phasing of development proposals will be both demand led and generally provided on a ‘just in time’ basis in order to ensure that 
we respond appropriately to need and also use existing resources as efficiently as possible. The following table outlines the estimated 
date for completing key proposals, including three by other parties (marked *), up to 2020.
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12. MASTERPLAN FREQUENTLY ASKED QUESTIONS

Question Answer

I am concerned about noise 

levels and the potential for 

these to increase as the 

airport expands.

We are very conscious of the impact of aviation on surrounding communities and Edinburgh Airport has a 

dedicated noise phone line and is looking at ways in which noise effects can be mitigated. The latter does not only 

relate to aircraft noise, but ground noise also. 

Will airport expansion reduce 

the value of my property?
To date there is no evidence that property values around the airport have suffered.

Why are you producing a 

Masterplan?

The Government's The Future of Air Transport White Paper advocated the production of Masterplans. Masterplans 

are seen as the key tool through which airport operators explain how they propose to take forward the strategic 

policy framework for their airport. 

How do you forecast  

airport growth?

A whole list of factors are taken into account, including growth at other airports, fuel price increases, oil price, 

carbon emissions targets, government subsidy, world security events, aviation fuel tax; the reduction in the number 

of low cost operators and changes to the size of aircraft. The Masterplan provides a forecast at a point in time and 

as circumstances change the rate of development may need to be increased or decreased accordingly.

Will future high speed rail not 

replace the need for domestic 

air travel?

Domestic air travel will continue to exist, providing there is demand for it. Recent timetables associated with high 

speed rail roll out suggest that this will not be in place until 2030 and that the time taken from Edinburgh to 

London will be comparable.

Can the local road network 

cope with the predicted 

increased passenger 

numbers?

Edinburgh Airport is one of the partners delivering the commitments and interventions contained within the 

West Edinburgh Transport Appraisal. Whilst this includes proposals for new road capacity there will also be other 

interventions, such as the tram, which will deliver a higher non car based mode share.

Do proposals for additional 

car parking not undermine 

efforts to get people out of 

cars?

Car parking is part of an integrated approach to addressing surface access to and from the airport. Car parking 

will continue to be required at a growing airport for staff as well as passengers where large numbers of staff and 

passengers will live in areas not served by public transport. There are also benefits to providing on-airport parking, 

such as reducing ‘kiss and fly’ which in turn reduces road congestion. 

Why should the Royal 

Highland Centre move to 

facilitate airport growth?

The Government’s White Paper directed that the Showground should move. Our initial Masterplan reflected the 

Government’s timetable for Showground relocation, however our timetable has been revised and the need for 

the land is now further off. Additionally, the Showground have in principle gained approval for a masterplan to 

consolidate and extend their existing site, and we support the principle of this, between 2010 and 2030. We 

will work with them to ensure that their proposals are future proofed and that their operation is not unduly 

compromised should we require some of their land prior to 2030. We will continue to discuss land requirements 

with all of our neighbours, to ensure that their interests are not prejudiced.

Does Edinburgh Airport 

receive any grants or 

subsidies?

No, funding for airport development comes from three sources: user charges, property and retail facilities.

Why is there little detail about 

surface access improvements 

in the Masterplan?

The Masterplan takes a long term strategic view, outlining the anticipated demand for air travel and the physical 

responses to this demand. As would be expected of such a strategic document it takes a necessarily high level view. 

The Airport Surface Access Strategy deals with short to medium term tactical responses to the demand identified in 

the Masterplan and contains more detail on how identified mode share target will be achieved.
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Map 1: 2010 Land use

Map 2: 2020 Indicative land use

Map 3: Proposed developments up to 2020

Map 4: 2040 Indicative land use

Map 5: Built and natural heritage designations

Map 6: 2009 Standard noise contours

Map 7: 2020 Indicative noise contours

Map 8: 2040 Indicative noise contours
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