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Passenger air travel demand is influenced by various factors and is crucial to
manufacturers, airlines, airports and wider industry. In order to gain detailed insights
into drivers of European air transport demand, five factors are analysed, both
quantitatively and qualitatively. Focusing on the European air transport market, a
detailed description of factors influencing air transport demand serves as input for a
statistical analysis. Data from European countries on the gross domestic product per
capita (GDP), urbanisation levels, the geographical location of a country, and the degree
of education is used for the model. These explanatory variables are tested using a
regression analysis in regard to their influence on the passengers’ demand for air
transport. Results from the regression analysis reveal that the factors GDP, the
geographical location of a country and the level of education are statistically significant,
confirming GDP as a demand driver already examined within various studies that also
include other factors as explanatory variables. Results also indicate the dynamics
between the different factors, such as the positive relationship between income and level
of education. Present studies are a good basis to show what drives demand, often focused
at a global or country level. This analysis also confirms the essential determinants at a
European level.

Keywords: passenger air transport demand, demand drivers, air transport demand model

I. Introduction

P

assenger travel behaviour, preferences regarding holiday destinations, travel budget and experiences

sought, are influenced by various factors such as gender, country of origin, age, educational level or usage of
information and communication technologies (ICT). There are also interdependencies between these factors. For
example, the usage of ICT during a journey may be interlinked with a person’s age. In particular, passenger air
transport demand is of great interest to aircraft manufacturers, airlines, airports, and other institutions interested
in aviation-related topics. Carriers, for instance, use passenger demand forecasts to gain a better understanding
of potential travel behaviour and expected passenger numbers. These predictions are critical for pricing
strategies, fleet utilisation, aircraft orders and hence for an airline’s corporate success (BCG, 2006; Grosche et
al., 2007; Lyneis, 2010). Airports need reliable demand models as the design of their infrastructure (e.g. parking,
terminal buildings, ground service, and airside infrastructure) is adjusted to predicted future demand (Bießlich et
al., 2014; Postorino, 2010). In order to gain a better understanding of today’s passengers' behaviour, their
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demand for air transport and resulting expectations of the European transport system, a range of factors is
analysed, both quantitatively and qualitatively.
The question, which factors influence passenger air transport demand, particularly within Europe, is already
being explored within many studies at global, regional and national levels. Within market forecasts,
manufacturers analyse drivers of travel demand, both at global and regional levels. Boeing (2016) takes into
account different factors including (1) economic drivers (gross domestic product (GDP), income, labour market,
trade), (2) ease of travelling (market regulations, emerging business models of airlines such as low cost carriers
(LLCs), changing structural travel impediments like visa restrictions), and (3) local market conditions (domestic
market growth of airlines). However, little is published on the underlying forecasting methodology. Airbus
identifies GDP and market maturity (developing vs. advanced economies) as two determinants but does not
provide further insight into its applied methodology (Airbus, 2016). Other organisations within the aviation
industry are interested in passenger demand as well. InterVistas (2007), for example, analyses in what way
income and changes in airfares affect the demand elasticity of passengers travelling by air, for Europe and other
markets. Results reveal that an increase in income will increase air transport demand and an increase in airfare
will lead to a decrease in air transport demand. However, the intensity of the demand elasticity also depends on
the journey’s context, such as the region (e.g. Europe vs. Asia) or flight duration (short vs. long haul). Outcomes
also indicate that an increase in the overall population will lead to an increase in air travel as the market of
potential customers grows (InterVistas Consulting 5, 2007).
Chèze, Chevallier, and Gastineau (2011) analyse air transport demand using dynamic panel-data models for
eight different regions, both historically and with a future focus on 2025. Identified main drivers of air traffic
demand are external shocks, jet-fuel price (taken as proxy for airfare) and GDP, the latter two being already
confirmed by the previous studies. The paper also distinguishes between short- and long-haul traffic as well as
regions, inter alia, Europe. Looking at different market maturities, the authors conclude by stressing out the
importance of taking the regional heterogeneity (e.g. Asia vs. Europe) into account when modelling air transport
demand. Within the scope of this paper air travel within Europe and those factors influencing it will be
considered.
GDP, airfare, and income are also confirmed as drivers for demand at regional levels. For instance, GDP is
explored by Kopsch (2012) using a time series model on Swedish air travel data. Using econometric models,
income and airfare are two key drivers affecting air transport demand in the United Kingdom (UK), explored by
the Department of Transport (2013). Analysing UK travel data as well and distinguishing between leisure and
business travel, Dargay and Hanly (2001) confirmed within their study the demand drivers airfare, exchange
rates, relative prices, income and, for business air travel only, economic trade. Within a research project on
planning the development of a regional airport in Italy, Andreoni and Postorino (2006) explore income by using
a multivariate model and comparing outcomes with historical passenger numbers. This study also confirms that
income is statistically significant at a regional level.
As stated above, single events can have an impact on passengers’ travel behaviour such as external shocks,
which ultimately affect air transport demand (Chèze et al., 2011). For instance, the terrorist attacks on
September 11th 2001 influenced passengers' travel behaviour transitory and led to a drop in air travel demand,
both in European countries and in the USA (Inglada & Rey, 2004; Lai & Lu, 2005; Kopsch, 2012). Moreover,
demand drivers may also differ depending on the main travel purpose. Business travellers have a lower
sensitivity to an increase in airfares than leisure travellers do, which was explored for Sweden and for the UK
(Dargay & Hanly, 2001; Kopsch, 2012). One reason for that might be the high value of access time, often in line
with higher airfares (Hess & Polak, 2005). Other identified possible drivers of air travel demand are the
emergence of low cost carriers (LCCs), such as in Spain (Martínez-Garcia et al., 2012), changes in fare of
alternative transport modes (Kopsch, 2012), a new infrastructure for alternative transport modes, such as rail and
road (Kopsch, 2012), and - according to data retrieved from interviews with aviation experts – demographics
(Young, Pilon & Brom, 2009). For instance, 'baby boomers' in Europe possess a high level of disposable income
and more spare time for travelling.
Present studies mostly focusing at a global level or on one specific country, such as on the UK, Sweden or
Italy, and the factors analysed so far offer a good basis for this paper. This study 6 assesses different factors
influencing air transport demand at a European level (taking the EU28 and EFTA countries as examples),
examines the interdependencies between them and provides indications of today’s passengers’ expectations
regarding the European transport system and hence a better understanding of passenger behaviour. In doing so,
the analysis also confirms the essential determinants at a European level.
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Firstly, the paper elaborates the general characteristics of the European air transport market (Section II),
followed by a discussion on factors driving passenger demand for air transport (Section III). These drivers are
considered within an empirical analysis testing the variables influencing air traffic demand (Section IV). Results
will be presented and discussed (Section V).

II. The European air transport market
The European transport market is composed of different modes including rail, road, sea, or air, which enable
a high level of connectivity within and between various countries. In this paper, special emphasis is placed on
the mobility behaviour of European air passengers. Within this section, the structure and flows of the European
air transport market are outlined and described for different European countries.
Total domestic trips

Total outbound trips

100%

75%

50%

25%

Figure 1: Distribution of domestic and outbound trips (Eurostat, 2014a)
Figure 1 shows the inbound and outbound trips for the EU28 and EFTA countries. These include all
transport modes, which include at least one night overstay at the destination. Those countries with a very high
share of outbound trips – Luxembourg, Belgium, Malta, Switzerland, or Slovenia – are very small in terms of
geographical size, or an island state like Malta. However, these two aspects do not constitute a general rule
considering the share of outbound and inbound traffic flows. Other factors such as income level or degree of
urbanisation also influence the type of trips taken.
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Figure 2: Prevalence of air travel in different European countries (Eurostat, 2014a)
A first overview of the prevalence of air traffic by country is given in Figure 2. Malta, with more than 60 per
cent of traffic being air transport, and both Cyprus and Ireland with more 40 per cent, have the highest share of
air trips in total trips taken in 2014, closely followed by the UK with a share of about 30 per cent. One of the
main reasons for this might be the countries’ geographical size and island nature. All three countries have a high
share of overall outbound traffic, as depicted in Figure 1, since air travel is usually the most feasible option to
access other European countries. Romania, Bulgaria and the Czech Republic have the lowest share of air trips in
total transport trips compared to the other European countries. Portugal, France, Poland, Slovakia, Slovenia,
Hungary and Croatia all have a share of less than 10 per cent (see Figure 1).
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Figure 3: Supplied national and intra-EU airline seats by country (OAG, 2014a)
Figure 3 shows the distribution of supplied airline seats by country, e.g. distinguished by seats provided
nationally and to destinations within the EU. Non-EU destinations and corresponding seats are excluded from
the analysis since the focus of the study is on the demand for trips within Europe. The supplied airline seats in
Figure 3 correlate with the population size of a country, e.g. the more inhabitants in a country, the higher the
absolute amount of offered seats to and from that country. Norway is the country with the highest share of
national seats offered in relation to total seats, with 65 per cent. This might be due to the geography and shape of
this country with long distances and sparse population density. The same applies for Sweden and Finland with
national seats accounting for 47 per cent and 37 per cent, respectively. Italy, France and Spain also have high
shares of national air traffic with 47 per cent, 45 per cent and 37 per cent, respectively. These three countries
also have a high share of domestic transport considering all transport modes (Figure 1). For Spain and France,
the large country size and the existence of few but large urban centres contribute to the high level of domestic
traffic, which serves as a fast connection alternative. Another correlation can be detected looking at the GDP per
capita and the number of air trips per capita. This correlation has already been investigated by different studies
and is addressed in Section I. A more detailed focus on the relationship between these factors on a European
level will also be outlined in Section IV.
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Figure 4: Top three air traffic flows for EU28 and EFTA countries (OAG, 2014a)
When considering the European air transport market and related passenger demand, the top destination
regions for each of the EU28 and EFTA countries give a first indication to the main air traffic flows within
Europe. With regard to this, Figure 4 shows the top three air traffic flows for all of these countries in terms of
departing seats, e.g. only one-way seat capacity between countries is depicted. If seat capacities do not exceed
500 000 only the main air traffic flow is depicted as in the case of Estonia or Luxembourg, for example. It is
apparent, that the countries receiving the majority of traffic are Spain, Germany, the United Kingdom, France,
and Italy. This correlates with the respective population figures outlined in Section III. Furthermore, some flows
can be ascribed to geographical proximity of countries and resulting interrelations, such as Denmark and
Norway, Cyprus and Greece, or Finland and Sweden.
The data and analysis depicted in this section will serve as input for the empirical analysis in Section IV. In
addition to this, different factors that might influence passenger air transport demand are outlined in the
following section and integrated in the empirical analysis.

III. Factors influencing passenger demand for air transport
The diverging prevalence level of air transport across the considered EU and EFTA countries can be due to
several reasons. Some of these are described in more detail in the following section and incorporated in the
empirical analysis.
A. Population and age structure
Population size affects the demand for air travel since a larger demand basis increases the demand for
mobility. Hence, the population of a country has to be taken into consideration when estimating and
differentiating the demand for air travel. The six largest countries – Germany, France, the United Kingdom,
Italy, Spain and Poland – already make up almost 70 per cent of the population within the country sample of the
EU28 and EFTA countries (Figure 5). Hence, a high share of mobility demand will be generated within these
countries alone.
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Figure 5: Population across selected European countries (Eurostat, 2014b)
Another factor potentially influencing the demand for air transport is the age of a passenger. Figure 6
outlines the accumulated distribution of different age groups within Europe. More than 50 per cent of Europeans
belong to the age groups between 25 and 44 years as well as 45 and 64 years. These two groups also reflect the
majority of the working age population. The relationship between age cohort and demand for travel has been
investigated in different studies. Alsnih and Hensher (2003) analyse the travel behaviour of the elderly
population with particular focus on private car use versus public transportation. They find that retired people are
likely to conduct trip chains, meaning they combine multiple purposes and destinations within one trip in order
to minimise the effort of driving. Public transportation is increasing among those 75 years old and above, in
densely populated urban areas. Reasons for this might be the mere availability of respective infrastructure and
frequencies of public transport services within these areas compared to rural ones.
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Figure 6: Accumulated distribution of different age groups within Europe (Eurostat, 2014b)
Möller, Weiermair, and Wintersberger (2007) gave a good overview of different studies and outline factors
that drive the demand for travel among seniors including higher life expectancy, high disposable income (also
due to savings) or good state of health. The study considers three different groups of senior travellers: (1) 'empty
nesters' including the age group 55 to 64, (2) 'young seniors' with adults from 65 to 79, and (3) 'seniors'
including the age group 80 and over. The number of trips per year is higher for the empty nesters since these
citizens are still in employment whereas trip volume is decreasing for the latter two groups. However, trip
duration is increasing with age. Reasons for not travelling include the lack of financial means as well as
deteriorated health status. The authors also use a focus group method in order to get a more detailed insight of
the travel behaviour of elderly passengers in Austria. Both approaches imply that elderly passengers tend to
travel during off-peak seasons and prefer longer stays. Sakai et al. (2000) focus on the travel demand among
older Japanese citizens taking into account different effects including age and time. All studies show that the
group of senior travellers is very prone to travel, a development continuing in the future since travel behaviour is
likely to manifest over time, e.g. travelling can be considered as "learned behaviour" (Möller et al., 2007). This
means that today's 30 year olds, for example, pursue their particular travel patterns to a high degree when they
get older.
Regarding the behaviour of young travellers, studies by the World Tourism Organization (UNWTO) (2016)
as well as a report by the International Student Travel Confederation (ISTC) together with the Association of
Tourism and Leisure Education (2003) investigate the travel planning, expectations and trip duration, amongst
others, of this particular group. The UNWTO report looks at travellers between the ages 15 to 29 which account
for approximately 23 per cent of all global travellers. The major motivation for this group is the experience of
new cultures, getting to know local people and to "live local". Furthermore, with more students enrolling in
higher education, studying abroad becomes increasingly important. Although student or young travellers often
only have a low budget, e.g. being money poor but time rich, their travel expenditures within a country or region
are not necessarily lower than those of a tourist with a higher income. This can be accrued to the longer trips
young travellers often conduct; their expenditures accumulate to a high level as well. In addition, some of these
travellers combine their travelling with work in the respective destination in order to maximise their use of
budget. The ISTC (2003) report is based on a detailed survey among global travellers aged mostly below 26 and
confirms many aspects of the UNWTO study. The main reasons for travelling are getting to know new cultures,
the pleasure of travelling itself as well as enhancing one's knowledge. Already in 2002, the year of the survey,
the internet was the predominant mode for young travellers to plan and book their trip. Considering that a high
share of this group travels to long-distance destinations, air transport is the mode used mostly. Furthermore, as
stated in the studies about senior travellers, young travellers also experience some kind of travel learning or
"travel career", which means building up experience and accumulating knowledge regarding travel itself and
different destinations. In addition, the group of young travellers is not homogeneous but differs according to
travel destinations, age, income level, or experience sought.
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B. Urban agglomerations
As already addressed in the previous section, the origin and destination of traffic flows are also important to
understand air travel demand. A high share of European citizens live in urban agglomerations. According to
World Bank (2016) data, this urban population accumulates to more than 70 per cent of the total population
across the considered European countries. These all have an urbanisation degree of at least 50 per cent and the
majority of countries have a share of above 65 per cent. This high degree of urbanisation gives a first indication
that a high share of (air) transport within Europe takes place between these urban centres. Passengers might also
expect (air) traffic connections between urban areas. In order to depict respective flows the geographical
distribution of urban agglomerations gives a further indication. Population density is usually highest in the areas
surrounding European capitals and large cities (e.g. Paris, London, Rome, Berlin) or large urban agglomerations
(e.g. German Ruhrgebiet).
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Figure 7: Urban agglomerations across European countries (The World Bank Group, 2016)
Figure 7 shows the distribution of urban population across differently sized urban agglomerations, ranging
from cities with less than 300 000 inhabitants (<300T) to megacities such as London and Paris with more than
ten million people (<10m). Within all countries, more than 50 per cent of the population lives in urban
agglomerations. Another aspect is the geographical distribution of the population, with Portugal’s urban
population, for example, being concentrated within two large centers. More than 60 per cent of the urban
population lives within two large urban centres and the remaining share is distributed across smaller urban
agglomerations with less than 300 000 inhabitants. Compared to other European countries, Spain, France, and
the United Kingdom are characterised by very large urban agglomerations with at least more than five million
inhabitants.
C. GDP
The income level of a country or a region is usually applied as another explanatory factor in the
determination of air travel demand. Different studies (some of them already explored in Section I) reveal that a
higher GDP per capita, which is often used as a proxy for income, is usually associated with higher levels of air
travel (CAPA, 2014). For instance, an analysis by IATA (2008) indicates that increased income has been
explaining a large share of air traffic growth in the past. However, within the considered region, GDP differs
between the countries. Eastern European countries like Romania, Bulgaria or Lithuania have the lowest GDP
per capita; Lichtenstein, Luxembourg and Norway have the highest GDP per capita (Eurostat, 2014c).
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Exogenous factors and global crises can have an impact on the GDP development - on both a country level
and European level - and some of these factors might not be foreseeable (PWC, 2015). A recent example is the
outcome of the UK referendum (“Brexit”) resulting in increased economic uncertainty, which has affected GDP
short-term forecasts for the UK as well as for the Euro-area (Goldman Sachs, 2016). Moreover, such events
might impact passenger demand directly, as Brexit could also influence outbound and inbound traffic between
the UK and the rest of the EU.
D. Education status
The level of tertiary education differs significantly across considered countries, as can be seen in Figure 8,
with Luxembourg having the highest share of population with tertiary education (40 per cent) and Romania at
the lowest end with 14 per cent.
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Figure 8: Educational attainment level by country (Eurostat, 2014d)
A study by the Global Business Travel Association (GBTA) (2011) reveals that a high share of business
travellers has a college education (71 per cent). In Luxembourg, for example, 17 per cent of all trips are business
trips compared to only 3 per cent in Romania. Education and type of employment activity, however, are not the
only determinants of business travel. Furthermore, a higher education level often correlates with a higher
income level and hence a higher propensity to use air transport for leisure purposes as well. The current trend
towards combining business and private or leisure trips (= bleisure trips) might also change passengers
expectations toward the transport system within one trip. Outward flights might be for business purposes and
hence, as already explored in Section I, passengers might be less sensitive to an increase in airfares as time
saving and travel comfort have a higher priority. Combining business and private lives, passengers could extend
their business trips to stay additional days privately. In doing so, passengers’ preferences might change, such as
price sensitivity.

IV. Empirical analysis
As outlined in the previous sections, different factors have an effect on the level of air transport demand
within a country or region. Leaving supply-side aspects aside such as available airport infrastructure or
regulatory constraints, the analysis focused so far on demand-side issues such as available income, age structure,
or level of education. The question to be addressed with the empirical analysis is whether the outlined factors
have a statistically significant influence on passenger demand in the EU28 and EFTA countries. A high share of
10
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the studies outlined in Section I finds that the income per capita or household, often expressed by using gross
domestic product per capita, is one of the main factors determining the amount of air trips conducted per person.
Therefore, this result is expected to be reflected in the European air transport data as well. This factor, as well as
others discussed in the previous sections, is included in a regression analysis to determine their respective
influence on the number of air trips per capita in Europe. Table 1 gives an overview of these factors.

Variable
airtripscap

Table 1: Overview of variables used in regression analysis
Definition

Reference
Eurostat (2014a)

educ

The number of air trips per capita per country in 2014; dependent
variable
The gross domestic product (GDP) per capita in 2014, purchasing
power parity in USD, logged variable
A dummy variable indicating whether a country is an island (1 if
country is an island)
The share of population having a tertiary education degree

urbanpop

The share of people living in urban agglomerations

The World Bank
Group (2016)

GDP
geo

The World Bank
Group (2014)
N/A
Eurostat (2014d)

In the regression analysis, applying an ordinary least squares (OLS) model, the number of air trips per capita
in a given year (2014) represents the dependent variable (airtripscap). This indicator serves as a proxy for the
level of air transport demand within a country and depends on several factors whose influence is estimated in
the following section. The choice of the independent variables in this section is based on the discussion in the
previous sections. Gross domestic product per capita (GDP) is expected to have a positive impact on the number
of air trips per capita, as is the level of tertiary education (educ). Furthermore, within the analysis it is controlled
for geographical location (geo), e.g. whether a country is an island state, since air transport might represent the
only feasible transport alternative in many cases. Furthermore, the share of people living in urban
agglomerations (urbanpop) can affect the level of air transport demand since traffic between urban centres
within Europe might contribute to an increase in air traffic between these and hence increasing number of air
trips per capita.
Table 2: Descriptive statistics
Mean
Standard deviation

Variable

Observations

Minimum

Maximum

airtripscap

28

0.437

0.382

0.020

1.353

GDP

31

10.473

0.373

9.753

11.497

geo

32

0.156

0.369

0

1

educ

30

0.274

0.072

0.142

0.396

urbanpop

32

72.186

16.385

14.305

97.818

As outlined in Section II, the EU28 as well as EFTA countries and their ranking have been investigated with
respect to each analysed factor. As can be seen in Table 2, data on the different variables are not available for all
countries. For example, air trips per capita are not reported for Iceland, Liechtenstein, Norway, and Sweden in
the Eurostat database for 2014. These countries are excluded from the regression analysis, leaving a total of 28
observations.
Table 3: Correlation coefficients for variables
airtripscap
GDP
geo
educ urbanpop
1.00
airtripscap
0.65
1.00
GDP
0.60
0.08
1.00
geo
0.72
0.65
0.24
1.00
educ
0.41
0.52
0.23
0.43
1.00
urbanpop
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Air trips per capita show a high divergence across these countries with Romania having the lowest number
of trips per capita (0.02) and Cyprus the highest (1.35). The gross domestic product per capita ranges from a
minimum of USD 17 207 (~16 000 EUR) in Bulgaria to USD 98 459 (~90 000 EUR) in Luxembourg and the
share of citizens with tertiary education is highest in the United Kingdom (~37 per cent) as well as Luxembourg
(~40 per cent) and lowest in Romania with 14 per cent. The degree of urbanisation also differs strongly with
about 98 per cent in Belgium and 14 per cent in Liechtenstein. Including these variables, the specification of the
model is as follows:
airtripscap = β0 + β1GDP + β2geo + β3educ + β4urbanpop + ε

(1)

The results of the regression analysis applying a linear-log OSL model are summarised in Table 4.
Table 4: Impact of different factors on
airtripscap
Variable
OLS
GDP
0.4181***
(0.0976)
geo
0.5031**
(0.1485)
educ
0.0178**
(0.6160)
urbanpop
0.0004
(0.0031)
const
-4.502***
(0.9148)
N
28
R²
0.7872
Notes. Standard errors are in parentheses.
* p<0.05; ** p<0.01; *** p<0.001
As expected, GDP has a positive effect on the number of air trips per capita and is statistically significant at
the 99.9 per cent level. Since GDP is a logged variable, a 1 per cent increase in GDP leads to an increase in
average air trips per capita of 0.0042 7. The geographical location of a country also has a positive influence on
airtripscap: a country being an island leads to increase in air trips per capita of 0.5 with a statistical significance
at the 99 per cent level. This confirms previous expectations, since the geographical isolation of an island
country often prohibits the use of other transport modes besides air. A high share of the population having
tertiary education (educ) also has a positive effect on the number of air trips per capita and is statistically
significant at the 99 per cent level. In terms of the variable educ, the coefficient β3 represents the marginal effect
of educ on airtripscap, hence an increase in the share of population with tertiary education has a positive effect
on the amount of air trips per capita in a country, i.e. an increase in educ by one unit leads to an increase of
airtripscap by 0.018 units. Evidence from other studies (see Section III) points towards a positive relationship
between the level of education and the demand for air travel, e.g. due to more business trips by air being
conducted in knowledge-based firms. The variable urbanpop is not statistically significant in this example.
The sample size in this analysis is relatively small and only includes data for 2014 (N=28). The results
obtained are, however, statistically significant and hence support the discussion from the previous sections. The
R² represents the goodness-of-fit of the regression, e.g. how much of the variation in the data is explained by the
considered variables.

V. Conclusion
The aim of this study was to assess different factors influencing air transport demand at a European level, to
examine the interdependencies between them and provide indications of today’s passengers’ expectations
regarding the European transport system and hence a better understanding of passenger behaviour. Within a
comprehensive analysis, a range of factors has been explored, both quantitatively and qualitatively. General
characteristics of the European air transport market have been presented, showing indications of the main air
traffic flows within the EU28 and EFTA countries. Furthermore, the paper elaborated a range of factors driving
the demand for air transport. Using data from 28 European countries in an OLS regression model, the
parameters (1) GDP, (2) tertiary education, and (3) the geography of a country have been proven statistically
7

See Wooldridge (2009), p.46 for the interpretation of level-log form.
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significant demand drivers. The results of the empirical analysis match factors also observed by several other
studies and confirmed essential determinants at a European level.
Further research has to concentrate on using panel data for these selected European countries, e.g.
considering developments over time. As revealed by other studies, it might also be valuable to consider the
wider context when discussing demand drivers. For instance, to distinguish between short- and long-haul traffic
can provide further insights as passengers can substitute other modes of transport for short-haul flights. The
main travel purpose is also essential, as passengers travelling for business reasons are less price sensitive than
leisure travellers do. Hence, airfare does not seem to be the main demand driver for business (purpose)
passengers but could influence the demand of passengers travelling for private (or leisure) purposes.
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