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Introduction	
Traditionally,	network	connectivity	has	been	provided	by	full	service	network	carriers.	Operating	hub-and-spoke	networks,	these	airlines	offer	both	direct	and	

indirect	connectivity	throughout	their	network	and	those	of	partners’	airlines.	However,	this	connectivity	model	is	complex	and	expensive,	and	is	avoided	by	

low-cost	carriers	(LCC’s).	Price-conscious	travellers	increasingly	buy	separate	tickets	and	make	their	transfer	themselves	–	this	is	called	self-connectivity.	It	is	a	

relatively	new	form	of	network	connectivity	that	is	starting	to	have	a	significant	influence	on	the	air	transport	sector.	This	fact	sheet	will	focus	on	the	concept	

of	self-connectivity,	the	potential	benefits	for	all	of	the	stakeholders	involved,	and	examples	of	self-connectivity	being	actively	applied	worldwide.	

Airline	network	models	and	connectivity	

Before	 defining	 self-connectivity	 and	 how	 it	 differs	 from	 traditional	

network	 connectivity,	 it	 is	 important	 to	 understand	 traditional	 airline	

networks	and	inter-airline	network	connectivity.		

Airline	 networks	 can	 be	 divided	 into	 two	 basic	 concepts:	 ‘point-to-point’	

and	 ‘hub-and-spoke’	 networks.	 Traditional	 full-service	 carriers	 (FSC’s)	

concentrate	operations	at	specific	hubs	where	flights	are	tightly	timed	and	

coordinated	 to	 enable	 transfers	 from	 one	 flight	 to	 another	 (Reynolds-

Feighan,	1998).	As	such,	hubs	provide	additional	indirect	connectivity	aside	

from	directly	served	city-pairs	(McShan	&	Windle,	1989).	However,	low	cost	

carriers	(LCC’s)	have	emerged	as	a	new	airline	business	model.	Operating	a	

simplified	operation	to	keep	costs	as	low	as	possible,	LCC’s	operate	a	point-

to-point	network.		

Point-to-point	networks	consist	of	 individual	routes	connecting	two	points	

in	 the	 airline’s	 network	 (Figure	 1).	 The	 individual	 city-pairs	 are	 not	
connected	at	a	central	hub.	The	hub-and-spoke	network,	however,	is	more	

complex.	 Instead	 of	 operating	 individual	 city-pairs,	 routes	 (spokes)	 are	

linked	 to	 a	 central	 hub	where	 passengers	 can	 transfer	 from	 one	 flight	 to	

another	 (Figure	1).	This	way,	airlines	can	offer	a	wide	 range	of	direct	and	
indirect	city-pairs,	concentrating	traffic	at	a	central	point.	This	enables	FSC’s	

or	‘network	carriers’	to	serve	destinations	which	do	not	generate	sufficient	

local	 (O&D)	 demand	 for	 point-to-point	 routes	 by	 bringing	 together	

passengers	from	multiple	smaller	destinations.	As	such,	hubs		

allow	growth	beyond	local	demand	in	their	respective	regions
	
(Burghouwt,	

2013).	

	
Figure	1:	Visualisation	Point-to-Point	and	Hub	&	Spoke	Networks		

	

Research	 shows	 that	 indirect	 connectivity	 generated	 through	 a	 hub	 at	

European	airports	mainly	influences	the	number	of	long	haul	destinations.	

As	indicated	in	Figure	2,	airports	that	are	similar	in	terms	of	catchment	area	

see	a	significantly	higher	number	of	long	haul	destinations	when	serving	as	

a	 hub	 airport	 (red	 dots)	 compared	 to	 non-hub	 airports	 (black	 and	 green)	

(Burghouwt,	 2013).	 Short-haul	 connectivity	 (intra-European)	 is	 less	

dependent	on	such	hub	operations,	especially	since	the	rapid	development	

of	intra-European	LCC	networks	(Burghouwt,	2013).			
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Figure	2:	Hub	operations	allow	growth	beyond	the	size	of	local	market	

Cost	benefits	of	a	point-to-point	network	
While	 a	 hub-and-spoke	 network	 brings	 significant	 benefits	 from	 a	

connectivity	 point	 of	 view,	 it	 is	 a	 complex	 and	 therefore	more	 expensive	

network	model.	Aside	from	the	complexity	of	coordinating	all	operations	at	

a	hub,	other	high	costs	involve	the	need	for	a	wider	range	of	aircraft	types	

to	 fit	 all	 routes,	 lower	 utilization	 of	 resources	 and	 higher	 vulnerability	 to	

delays,	causing	a	knock-on	effect	 in	the	network	(Cook	&	Goodwin,	2008).	

Point-to-point	 networks	 also	 have	 the	 cost	 advantage	of	 individual	 flights	

not	 being	 interconnected.	 This	 allows	 higher	 fleet	 utilisation,	 as	 aircraft	

turnarounds	 do	 not	 need	 to	 be	 coordinated	 with	 the	 schedule	 of	 other	

flights	 for	 transfers.	 Flights	 do	 not	 have	 to	 be	 delayed	 for	 transfer	

passengers	and	delayed	flights	do	not	cause	missed	connections.	This	is	an	

important	 factor,	 as	 airlines	 are	 legally	 obliged	 to	 compensate	 and	

accommodate	 passengers	 in	 cases	 of	missed	 connections	when	 sold	 as	 a	

single	ticket	(European	Commission,	2004).		

While	certain	LCC’s	such	as	Vueling	offer	transfers	to	a	certain	 level,	most	

do	not	want	to	add	this	complexity	to	their	operations	(Moores,	2011).	

Inter-airline	connectivity	
Interline	 and	 codeshare	 agreements	 form	 the	 basis	 of	 inter-airline	

connectivity,	 enabling	 carriers	 to	offer	more	destinations	 and	 frequencies	

operated	by	partner	airlines.			

Such	 agreements	make	 it	 possible	 for	 passengers	 to	 buy	 one	 ticket	 for	 a	

travel	itinerary	that	uses	two	or	more	airlines.	This	allows	passengers	to	fly	

across	 the	 networks	 of	 various	 airlines	 on	 one	 single	 ticket,	 including	

baggage	 transfers	 and	 liability	 coverage	 in	 the	 case	 of	 delays	 or	

cancellations	(Szakal,	2013).	

Codeshare	agreements	are	widely	used	by	FSC’s,	and	 in	recent	years	such	

agreements	 have	 increasingly	 evolved	 into	 joint	 ventures.	 Being	 granted	

antitrust	 immunity	 by	 the	 competition	 authorities,	 this	 allows	 airlines	 to	

basically	operate	as	one	carrier,	jointly	deciding	on	routes,	flight	schedules	

and	ticket	prices	(CWT	ViewPoint,	2012).		

Contrary	 to	 network	 carriers,	 LCC’s	 usually	 do	 not	 participate	 in	 such	

agreements,	 given	 the	 complexity	 and	 costs	 involved.	 Therefore,	

passengers	who	want	 to	 fly	 on	multiple	 LCC’s	 during	one	 trip	 need	 to	 be	

more	creative.		
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The	concept	of	self-connectivity	

LCC’s	 are	 not	 actively	 involved	 with	 indirect	 connectivity.	 However,	

travellers	who	want	 to	 fly	 as	 cheaply	 as	possible	 are	 increasingly	booking	

separate	 tickets	 involving	 multiple	 flights.	 These	 passengers	 are	 self-

connecting,	or	 ‘self-help	hubbing’.	Self-connectivity	means	 that	a	 traveller	

buys	 two	 separate	 tickets	 and	 builds	 their	 own	 connection	 instead	 of	

having	it	arranged	by	the	airline(s)	(Fageda,	Mason,	&	Suau-Sanchez,	2014).	

Figure	3	illustrates	the	difference	between	self-connectivity	and	traditional	
connectivity	involving	only	one	ticket.		

	
Figure	3:	Traditional	connectivity	(one	ticket)	versus	self-connectivity	(two	tickets)	

Booking	separate	 tickets	brings	some	risk.	 If	 the	 first	 flight	 is	delayed,	 the	

second	flight	may	be	missed.	When	flying	with	one	ticket,	airlines	arrange	

and	pay	for	a	solution.	However,	in	the	case	of	self-connectivity,	the	missed	

flight	 is	 not	 compensated	 for	 (Argyle,	 2014).	 Instead,	 the	 passenger	 is	

responsible	 for	 carrying	 all	 costs	 and	 finding	 a	 solution	 for	 the	 remaining	

part	of	the	journey.	

Self-connectivity	is	gaining	importance	in	Europe,	not	only	for	connectivity	

between	 LCC’s,	 but	 also	 with	 full	 service	 carriers.	 The	 growth	 of	 LCC’s,	

which	 currently	 represent	 over	 40%	of	 the	 intra-European	market	 (CAPA,	

2015a),	 means	 that	 FSC’s	 increasingly	 focus	 on	 long	 haul	 flights.	 The	

extensive	intra-European	LCC	networks	offer	great	feeding	possibilities,	but	

there	is	a	 lack	of	connectivity	between	the	different	airlines.	This	makes	it	

increasingly	 difficult	 to	 find	 a	 cost-efficient	 transfer	 for	 long	 haul	 flights	

from	 many	 local	 or	 secondary	 airports	 (Argyle,	 2014).	 Therefore,	

passengers	can	save	money	by	buying	separate	tickets.		

	

Where	does	self-connectivity	take	place?	

Self-connectivity	 exists	 in	 many	 different	 forms	 involving	 varying	 travel	

distances	and	covering	different	airline	business	models.	However,	as	self-

connectivity	 involves	 more	 risk	 for	 the	 passenger,	 it	 only	 makes	 sense	 if	

there	 is	a	 (significant)	price	benefit	compared	to	network	carriers	 (Argyle,	

2014).	Therefore,	the	price-sensitive	traveller	 in	the	 lower	booking	classes	

largely	drives	it.	

Burghouwt	 (2007)	 indicated	 that	 low	 ticket	 prices	 increase	 passenger	

tolerance	 for	 long	waiting	 times.	 Therefore,	 a	 short	minimum	 connecting	

time	is	not	of	great	importance	for	self-connecting	passengers.		

In	 most	 cases,	 self-connectivity	 in	 Europe	 involves	 two	 or	 more	 intra-

European	 LCC	 flights	 or	 a	 combination	 of	 an	 intra-European	 with	 a	 long	

haul	flight	operated	by	a	network	carrier	(Argyle,	2014).	In	such	cases,	the	

potential	cost	benefit	is	the	highest.	However,	self-connectivity	can	also	be	

a	solution	for	the	less	frequent	city-pairs	that	are	not	well	served	by	FSC’s.	

According	 to	 Malighetti	 et	 al.	 (2008),	 two-thirds	 of	 the	 fastest	 indirect	

connections	in	Europe	are	not	operated	by	the	alliance	system	of	network	

carriers,	making	them	attractive	for	self-connectivity.	

A	widespread	phenomenon	
Self-connectivity	 is	 difficult	 to	 measure,	 as	 passengers	 effectively	 buy	

separate	 tickets,	 but	 regular	passenger	 surveys	are	used	 to	 log	passenger	

behaviour,	including	self-connectivity.	

London	 Stansted	 is	 a	 good	 example	 of	 an	 airport	 at	 which	 basically	 all	

passengers	 fly	 on	 point-to-point	 tickets.	 Stansted	 is	 the	 largest	 base	 of	
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Ryanair	and	almost	all	traffic	is	generated	by	LCC’s	(Figure	4).	However,	this	
does	 not	 mean	 that	 all	 passengers	 at	 Stansted	 are	 O&D	 passengers.	 In	

2008,	the	UK	Civil	Aviation	Authority	concluded	in	a	report	that	10%	of	the	

passengers	 at	 Stansted	 were	 connecting,	 despite	 little	 or	 no	

encouragement	 by	 the	 airlines.	 Recent	 estimates	 put	 the	 number	 of	 self-

connecting	 passengers	 at	 Stansted	 as	 high	 as	 40%	 (CAPA,	 2015b).	 This	

indicates	that	a	sufficiently	large	route	network	in	and	of	itself	can	generate	

a	certain	level	of	connecting	traffic	(CAPA,	2015b).	

	

Figure	4:	London	Stansted	 is	dominated	by	LCC	traffic,	but	self-connecting	traffic	estimates	
go	up	to	40%	

While	self-connectivity	 is	seen	as	a	relatively	recent	phenomenon,	experts	

estimate	 that	 by	 2017	 the	 number	 of	 self-connecting	 passengers	 at	 (LCC-

dominated)	 airports	 such	 as	 Cologne/Bonn	 and	 Berlin	 Schönefeld	 will	 be	

about	10%	(Gross	&	Schröder,	2007).	

Even	 at	 established	 hubs,	 self-connectivity	 is	 increasingly	 present.	 At	

London	Heathrow,	Europe’s	busiest	airport	and	one	of	the	most	congested	

hubs	in	the	world,	9%	of	passengers	are	estimated	to	self-connect	(Frontier	

Economics,	 2014).	 In	 contrast,	 real	 hub	 traffic	 at	 London	 Heathrow	

accounts	 for	 about	 30%	 of	 total	 passenger	 traffic	 (CAPA,	 2015b).	 This	

indicates	 that	 a	 significant	 portion	 of	 transfer	 traffic	 passing	 through	

Heathrow	is	self-connecting.	Yet	surveys	by	the	UK	Civil	Aviation	Authority	

(CAA)	indicated	that	in	2012	less	than	1%	of	total	passengers	at	Heathrow	

were	travelling	on	a	LCC	(CAA,	2012).	Therefore,	even	with	a	low	amount	of	

LCC	traffic,	self-connectivity	does	occur	regularly.		

At	 airports	 such	 as	 Heathrow,	mainly	 the	 smaller	 airlines	 and	 those	 that	

have	 no	 direct	 link	 to	 the	 local	 network	 carrier	 and	 dominant	 alliance	

significantly	 benefit	 from	 self-connecting	 passengers	 (Frontier	 Economics,	

2014).		

Less	 frequently,	passengers	buy	two	separate	tickets	both	operated	by	an	

FSC.	They	also	don’t	usually	book	two	separate	 intercontinental	 flights,	as	

the	cost	benefit	is	mostly	non-existent.		

	

Facilitated	self-connectivity	
There	 is	 a	 distinction	 between	 actual	 ‘self’-connectivity’	 and	 self-

connectivity	that	is	facilitated	by	the	airline	or	the	airport.		

In	essence,	self-connectivity	is	something	the	customer	does	on	their	own	–	

a	completely	passive	process	from	the	perspective	of	airlines	and	airports.	

For	 them,	 self-connectivity	 is	 the	 most	 beneficial,	 as	 it	 does	 not	 require	

additional	 actions	 or	 costs.	 As	 such,	 self-connecting	 passengers	 provide	

significant	benefits	to	airlines	and	airports.	Passengers	pay	the	full	price	of	

two	 or	 more	 individual	 tickets	 and	 are	 responsible	 (and	 liable)	 for	 the	

transfer	(including	baggage).	Meanwhile,	both	airports	and	airlines	are	able	

to	benefit	from	additional	passenger	traffic.															

Given	 this	 significant	 potential,	 an	 increasing	 number	 of	 airlines	 and	

airports	see	this	form	of	connectivity	as	a	major	business	opportunity.	With	

limited	 effort,	 airports	 or	 airlines	 can	 stimulate	 the	 number	 of	 self-

connecting	passengers.		

Facilitating	self-connectivity	can	involve	two	elements.	It	can	take	the	form	

of	a	digital	platform	through	which	the	airport	or	airline	makes	it	easier	for	

the	passenger	to	book	separate	tickets	and	potentially	take	the	liability	for	
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missed	connections.	Or	the	physical	airport	 infrastructure	can	be	adapted,	

making	 it	 easier	 for	 the	 traveller	 to	 check-in	 again	 for	 the	 second	 flight	

instead	 of	 going	 through	 the	 entire	 process	 again.	 The	 latter	 makes	 the	

transfer	 easier	 and	 less	 time	 consuming,	 but	 involves	 a	 larger	 investment	

by	 the	 airport	 and	 partly	 removes	 the	 original	 cost-benefit	 of	 self-

connectivity.			

	

Examples	of	facilitated	self-connectivity	
Several	 examples	 of	 self-connectivity	 are	 being	 actively	 promoted	 or	

facilitated	around	the	world,	notably	 in	Europe	and	Asia.	The	dense	 intra-

European	 route	network	has	driven	 the	development	of	 self-connectivity,	

while	in	Asia	self-connectivity	has	played	a	vital	role	in	the	development	of	

medium	and	long	haul	LCC	travel.		

1.	Europe	
London’s	Gatwick	Airport	 is	 the	most	prominent	example	 in	Europe	of	an	

airport	 facilitating	 and	 promoting	 self-connectivity.	 Home	 to	 EasyJet’s	

largest	 base,	 Gatwick	 is	 dominated	 by	 LCC’s	 with	 about	 65%	 of	 the	 seat	

capacity	 offered	 by	 this	 type	 of	 carrier.	 Formal	 hub	 activities	 are	 very	

limited	 (CAPA,	2015b).	 In	2015,	 the	airport	 launched	Gatwick	Connects,	 a	

platform	which	 allows	passengers	 to	book	 two	 tickets	 in	 one	 transaction.	

Gatwick	Connects	charges	a	fee	of	£27.5	one-way	for	protection	against	a	

missed	 connection	 (Calder,	 2015).	 If	 necessary,	 a	 new	 ticket	 can	 be	

arranged,	 overnight	 accommodation	 is	 free	 of	 charge	 and	 food	 vouchers	

are	provided.	While	the	passenger	 is	still	 required	to	reclaim	baggage	and	

check	in	again,	this	can	be	done	immediately	at	a	dedicated	check-in	desk	

in	the	baggage	reclaim	area	(Figure	5)	and	passengers	are	offered	fast-lane	
security	 to	 re-enter	 the	 airside	 zone	 of	 the	 terminal.	 While	 Gatwick	

Connects	is	not	yet	available	for	all	airlines,	most	large	users	of	Gatwick	are	

included,	such	as	EasyJet,	Monarch,	Norwegian	and	network	carriers	such	

as	Virgin	Atlantic	 and	Aer	 Lingus	 (Gatwick	Airport,	 2015).	However,	 some	

experts	 believe	 the	 one-way	 charge	 of	 £27.5	 is	 too	 expensive	 to	 sustain	

success,	as	it	significantly	reduces	the	initial	price-benefit.	 Instead,	 it	 looks	

like	a	way	to	test	the	market	(Burghouwt,	2015;	Gudmundsson,	2015).	

	

Figure	5:	Gatwick	Connect	Desk	to	check-in	luggage	in	the	baggage	reclaim	area	(1)	

Cologne-Bonn	Airport	is	another	example	of	a	European	airport	stimulating	

self-connectivity.	The	German	LCC-dominated	airport	has	also	adjusted	 its	

facilities	 to	 make	 it	 easier	 for	 self-connecting	 passengers	 to	 transfer	

through	 the	 airport	 when	 flying	 with	 Germanwings,	 TUIfly,	 EasyJet	 and	

WizzAir.	Cologne-Bonn	is	believed	to	have	significantly	benefitted	from	this,	

recording	increased	passenger	numbers	(CAPA,	2015b).		

However,	not	all	airports	see	the	need	(yet)	to	actively	stimulate	this	form	

of	connectivity.	For	example	Finavia,	 the	Finish	airport	operator,	does	not	

see	the	value	proposition	in	creating	self-connectivity	at	an	airport.	It	does	

not	 see	 the	 need	 to	 connect	 flights	 of	 unrelated	 airlines	 and	 finds	 self-

connecting	 passengers	 to	 be	 an	 irrelevant	 number	 at	 hub	 airports	 (OAG,	

2015).	

	
2.	Asia	
In	Asia,	Air	Asia	serves	as	a	good	example	of	an	airline	that	sees	the	value	

proposition	 in	 self-connecting	 passengers.	 The	 airline	 has	 moved	 from	 a	

simple	point-to-point	ticket	to	where	passengers	can	buy	a	series	of	tickets	
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beyond	 the	 first	destination	 (CAPA,	2012).	Air	Asia’s	main	airport	 is	Kuala	

Lumpur	 International	 Airport	 (KLIA).	 KLIA	 has	 extensive	 LCC	 terminal	

facilities,	which	include	a	wide	range	of	transfer	facilities	applicable	to	both	

inter-	 and	 intra-airline	 services	 (CAPA,	 2014).	 This	 makes	 it	 easier	 for	

passengers	to	self-connect.	

Another	 large	example	 in	Asia	 is	 the	Tiger	connect	program	offer	by	Tiger	

Air	 and	 Singapore	 Changi	 airport.	 The	 Tiger	 connect	 facilities	 were	

introduced	 in	 response	 of	 the	 rise	 of	 LCCs	 at	 Changi	 airport.	 It	 provides	

passengers	 with	 the	 option	 to	 purchase	 two	 connecting	 flights.	 The	

program	offers	a	network	of	50	destinations	 in	the	Asia-Pacific	region	and	

even	 offers	 the	 possibility	 to	 explore	 Singapore	 with	 a	 free	 two-hour	

sightseeing	tour	for	passengers	that	have	a	transit	of	more	than	eight	hours	

(CAPA,	2015).		

Impact	for	stakeholders	in	self-connectivity	
The	 self-connectivity	 concept	 is	 associated	 with	 several	 involved	

stakeholders:		

• Airlines;	

• Airports;	

• Passengers.		

Impact	on	airlines		
It	 is	 currently	 unattractive	 for	 LCC’s	 and	 FSC’s	 to	 cooperate	 due	 to	 the	

complexity	 involved,	 creating	 additional	 costs	 that	 LCC’s	 try	 to	 avoid	

(Malighetti	 et	 al,	 2008).	 For	 the	 LCC’s,	 self-connectivity	 provides	 an	

opportunity	to	get	more	passengers	and	increase	earnings	with	little	effort.	

However,	 it	 is	questionable	whether	LCC’s	need	 to	actively	 stimulate	 self-

connectivity	when	 it	 involves	 additional	 costs	 –	 the	 data	 shows	 that	 self-

connectivity	 is	 rapidly	growing	even	without	airline	stimulation.	For	FSC’s,	

self-help	 hubbing	 could	 become	 a	way	 to	 reduce	 the	 complexity	 of	 their	

network.			

Impact	on	passengers	
The	main	reason	for	passengers	to	self-connect	 is	 the	significant	potential	

cost	 benefit.	 Self-connectivity	 also	 enables	 passengers	 to	 connect	 more	

city-pairs	in	a	cost	efficient	way.	Traveling	from	a	secondary,	local	airport	to	

a	hub	to	connect	on	a	long	haul	flight	is	not	always	the	most	cost-efficient	

approach	 when	 flying	 on	 a	 network	 carrier.	 This	 increasingly	 stimulates	

passengers	 to	 self-connect	 (Argyle,	 2014).	 For	 the	 passenger,	 self-

connectivity	involves	more	risk	for	missed	flights,	but	this	risk	is	often	offset	

by	the	significant	cost	benefit.		

Impact	on	airports	
Self-connecting	passengers	can	help	 to	 increase	 traffic	growth	at	airports.	

This	is	especially	true	for	airports	at	which	a	large	portion	of	the	capacity	is	

provided	by	 LCC’s.	But	 self-connecting	passengers	 can	even	 support	 long-

haul	connectivity	at	hub	airports.	Instead	of	using	a	costly	single	ticket	from	

a	network	carrier,	passengers	can	use	a	separate	LCC	ticket	as	a	first	or	last	

segment	of	 their	 long	haul	 journey.	 This	 should	be	 taken	 into	 account	by	

airports	when	segmenting	LCC	operations	from	hub	operations,	as	the	two	

can	support	each	other.	

	

Not	all	airports	see	the	value	proposition	in	facilitating	self-connectivity	and	

linking	flights	from	non-linked	airlines	(CAPA,	2015b;	OAG,	2015).	However,	

several	 airports	 do	 recognize	 the	 potential	 of	 self-connecting	 passengers.	

Notable	 European	 examples	 include	 London	 Gatwick	 and	 Cologne-Bonn	

Airport,	 which	 introduced	 a	 self-service	 transit	 system,	 making	 transfer	

between	LCCs	comfortable.		

	

Discussion:	Future	implications	of	self-connectivity	
As	demonstrated	in	this	fact	sheet,	self-connectivity	can	potentially	have	a	

major	 impact	 on	 the	 air	 transport	 sector,	 enabling	 new	 business	

opportunities	for	both	airports	and	airlines.	It	is	still	a	relatively	recent	form	

of	connectivity,	but	it	has	started	to	develop	rapidly	in	recent	years.		

It	 will	 be	 interesting	 to	 see	 whether	 self-connectivity	 really	 will	

revolutionize	 traditional	 air	 connectivity,	 which	 is	 still	 largely	 based	 on	

complex	and	expensive	hub-and-spoke	operations.	Can	self-connectivity	be	

a	 solution	 for	 network	 carriers	 looking	 for	ways	 to	 simplify	 their	 network	
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operation,	beyond	being	merely	a	form	of	connectivity	for	the	 low-budget	

traveller?	

Another	 interesting	 question	 for	 further	 research	 could	 concern	

Amsterdam	 Schiphol.	 Taking	 into	 account	 the	 available	 data	 on	 self-

connectivity,	there	seems	to	be	a	correlation	between	LCC	operations	at	an	

airport	and	self-connecting	passengers.	Schiphol	airport	 is	a	major	hub	for	

KLM	and	Skyteam	with	about	40%	transfer	passengers.	However,	according	

to	Jiminez	Perez	(2014)	about	16%	of	the	capacity	at	Schiphol	was	offered	

by	LCC’s	in	2013,	up	from	7%	in	2004.	In	absolute	passenger	numbers,	this	

makes	Schiphol	one	of	the	major	LCC	airports	 in	Europe.	 If	the	correlation	

between	LCC	traffic	and	self-connectivity	is	further	proven,	this	could	mean	

that	 there	 is	 a	 large	 number	 of	 self-connecting	 passengers	 at	 Schiphol	

airport.		

Researchers	 could	 also	 investigate	 how	 important	 self-connectivity	 is	 for	

the	development	of	 long	haul	LCC’s.	According	to	Gudmundsson	(2015),	a	

professor	at	the	Toulouse	Business	School,	 just	50%	of	traffic	on	long	haul	

LCC	 flights	comes	 from	 local	demand.	The	 rest	 is	mainly	short	haul	 (intra-

European)	 connecting	 traffic	 (45%).	 This	 traffic	 will	 connect	 through	 self-

connectivity,	and	airports	should	facilitate	this	in	the	opinion	of	experts	like	

Gudmundsson.	 However,	 to	 make	 that	 work,	 a	 much	 larger	 number	 of	

airports	 will	 need	 to	 facilitate	 self-connecting	 passengers,	 generating	

enough	route	density	to	allow	sufficient	travel	options	(Burghouwt,	2015).		
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Image	references	(top	to	bottom,	left	to	right)	

1	Travelnews.ch	(West,	Ben)	–	Figure	5	

	

Dutch	Summary	
Om	 het	 concept	 self-connectivity	 begrijpelijk	 te	 maken	 is	 het	 goed	 om	

allereerst	uitleg	 te	 verschaffen	over	airline	netwerkmodellen.	 Traditioneel	

kunnen	deze	onderverdeeld	worden	 in	een	point-to-point	netwerk	en	het	

hub	and	spoke	netwerk.	Het	point-to-point	netwerk	bestaat	uit	individuele	

routes	 van	 a	 naar	 b.	 Het	 hub	 and	 spoke	 model	 is	 enigszins	 complexer,	

waarbij	routes	(spokes)	gecentraliseerd	zijn	op	een	hub	airport.	Hier	vinden	

transfers	plaats,	waarbij	passagiers	kunnen	overstappen	op	andere	routes.	

Op	deze	manier	kunnen	vliegmaatschappijen	meer	routes	aanbieden	door	

passagiers	 te	 centraliseren.	 Het	 hub	 and	 spoke	 model	 word	 gehanteerd	

door	network	carriers	en	het	point-to-point	model	door	low	cost	carriers.	

Het	 concept	 self-connectivity	 is	 eigenlijk	 heel	 simpel.	 De	 passagier	 koopt	

zelf	 twee	 aparte	 tickets	 en	 zorgt	 voor	 een	 transfer	 op	 een	 luchthaven.	

Hierbij	 gaat	 het	 vaak	 om	 twee	 tickets	 van	 vliegmaatschappijen	 die	 geen	

samenwerkingsverband	 hebben	 (codeshare,	 Joint	 Venture	 of	 interline	

agreement).	 De	 voornaamste	 reden	 voor	 een	 passagier	 om	 gebruik	 te	

maken	van	self-connectivity	heeft	als	reden	om	goedkoper	te	vliegen	en/of	

naar	 bestemmingen	 te	 vliegen	 die	 normaliter	 niet	 of	 nauwelijks	 worden	

gevlogen.		

Dit	 principe	 brengt	 echter	 wel	 enkele	 risico’s	 met	 zich	 mee	 voor	 de	

passagier.	De	passagier	koopt	twee	aparte	tickets	en	de	risico	kan	hier	zijn	

dat	 als	 de	 eerste	 vlucht	 vertraagd	 wordt,	 de	 volgende	 vlucht	 gemist	 kan	

worden.	Normaliter,	wordt	dit	bij	een	traditioneel	samenwerkingsverband	

vergoed	door	de	vliegmaatschappij.	Echter	koopt	de	passagier	nu	zelf	twee	

separate	tickets	en	zijn	de	kosten	voor	een	nieuwe	tickets	voor	hun	zelf.		

Self-connectivity	vindt	plaats	in	verschillende	vormen	waarbij	verschillende	

business-models	 en	 verschillende	 afstanden	 worden	 overbrugd.	 Het	 kan	

hierbij	 gaan	 om	 self-connect	 tussen	 een	 LCC-FSC,	 LCC-LCC	 en	 FSC-FSC.	

Echter	wordt	het	principe	voornamelijk	toegepast	op	prijs	gevoelige	routes	

waarbij	de	tickets	via	hub	and	spoke	netwerken	duur	zijn.		

Enkele	 voorbeelden	waar	 self-connectivity	 plaats	 vinden	 zijn	 bijvoorbeeld	

op	de	luchthaven	Londen	Gatwick.	Dit	is	wellicht	wel	het	meest	prominente	

voorbeeld.	 De	 luchthaven	 ondersteunt	 dan	 ook	 de	 passagier	 met	 het	

programma	 Gatwick	 Connect,	 waarbij	 passagiers	 tegen	 een	 kleine	

vergoeding	deel	kunnen	nemen	aan	het	programma.	Het	programma	dekt	

de	risico’s	voor	de	passagiers	als	ze	hun	vlucht	missen	door	een	vertraging.	

Andere	 bekende	 voorbeelden	 zijn	 Kuala	 Lumpur	 international	 airport	 en	

Singapore	airport.		

De	verschillende	stakeholders	die	hierbij	betrokken	zijn,	denk	hierbij	aan	de	

vliegmaatschappij,	luchthaven	en	passagier	hebben	allen	een	rol	en	impact	

in	 dit	 fenomeen.	 Voor	 een	 full	 service	 airline	 kan	 het	 betekenen	 dat	 de	

complexiteit	 van	 het	 netwerk	 omlaag	 gebracht	 kan	worden.	 Voor	 de	 low	

cost	carrier	 is	het	een	manier	om	nog	meer	inkomen	te	genereren.	Echter	

wordt	 er	 door	 de	 low	 cost	 carrier	 en	 full	 service	 carrier	 nog	 niet	

samengewerkt,	omdat	er	veel	extra	kosten	aan	verbonden	zitten.	Voor	de	

passagier	kan	het	betekenen	dat	er	meer	routes	gevlogen	kunnen	worden	

en	dat	de	 tickets	goedkopen	kunnen	 zijn.	 Echter	 zitten	er	wel	 risico’s	aan	

verbonden	waarbij	de	passagier	zelf	kosten	voor	een	gemiste	vlucht	moet	

dekken.	 Voor	 de	 luchthaven	 betekent	 het	 vooral	 dat	 er	 meer	 passagiers	

naar	de	luchthaven	komen	en	meer	tijd	spenderen	in	de	retail	zones	van	de	

luchthaven.	 Ook	 betekent	 het	 dat	 de	 self-connecting	 passagier	 de	 lange	

afstandsconnecties	kan	ondersteunen.		Echter	moet	de	luchthaven	wel	een	

goede	 transfer	 faciliteren	 zodat	 de	 passagier	 wel	 de	 transfer	 zelf	 kan	

maken.		

Zoals	aangegeven	in	deze	fact	sheet	heeft	self-connectivity	een	behoorlijke	

impact	 op	 de	 luchtvaart	 sector.	 Het	 biedt	 zowel	 de	 luchthaven	 als	 de	

vliegmaatschappij	de	mogelijkheid	tot	nieuwe	business	modellen.	De	vraag	

is	 dan	 ook	 of	 self-connectivity	 een	 oplossing	 is	 voor	 vliegmaatschappijen	

die	hun	complexe	operatie	willen	veranderen.		
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