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Case Lelystad Airport 
This case was written by Theo Soeteman and Maarten Eldermans, School of Economics, INHOLLAND University, The Netherlands, as a part of Leonardo da Vinci project “Moving towards the case method”

It is intended to be used as the basis for class discussion rather than to illustrate either effective or ineffective handling of a management situation.
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1. Lelystad Airport
1.1 Introduction

June 8th, 2005

From ‘De Telegraaf’ (Dutch newspaper)

Lelystad Airport wants to expand internationally

Lelystad – Lelystad Airport wants to extend its runway to 2100 metres and build a new passenger terminal. Managing Director L. Oude Weernink presented the plan for the future this Wednesday, after he had introduced it to the ministries in question. He wants international air traffic to be able to make use of the regional airport. 

The width of the present runway will remain 30 metres, but Oude Weernink wants to extend it to offer room to airplanes such as the Fokker 70 and 100 and the Boeing 737. For very large airplanes, such as the Boeing 747, there will not be enough room. At present  especially small aircrafts are active at the airport. Lelystad Airport wants to gain a share of the air traffic of Schiphol Airport. 

The Dutch government has already limited the maximum number of starts and landings to 74.100 a year. Oude Weernink has based his plans on a maximum of 40.000 flights. This will amount up to an annual three to four million passengers at Lelystad Airport. The Managing Director estimates that one million passengers will approximately lead to one thousand extra jobs at the airport. 
For years the airport has been trying to implement their expansion plans , but  encountered opposition from local inhabitants and environmental groups. Oude Weernink expects that these plans will hardly cause any extra noise.

Now that Lelystad Airport has finalised its plans, two ministries have to give their consent: the Ministry of Public Works and the Ministry of Environment. If everything runs smoothly for Lelystad Airport, implementation of the plans might be started by the end of the year 2007. 

The aviation market in Europe is taking off. Flying is becoming increasingly popular. Not only it is fast, but budget airlines have made flying inexpensive as well. Existing regional airports are being expanded; new airports are being developed and achieve rapid growth. 

The growth of these airports has land-use and economic implications for their regions. An international airport is an important driving force behind a regional economy. Airports are often viewed as an important precondition for the generation of international business activity and employment. They also place huge demands on the surrounding area, both directly (the airport grounds and its infrastructure) and indirectly (zoning of noise levels and safety).

This case is about a relatively small airport that wants to develop into a regional business airport of importance. Lelystad Airport is the Netherlands' biggest airport for General Aviation
. The airport employs 21 people directly. Some 300 people are employed at 45 companies related to the airport (Appendix 1). All leading aircraft dealers are represented in Lelystad. Given the presence of three museums, a restaurant and flight tour companies, the airport also plays an important role in recreation.  
1.2 A short history of Lelystad Airport   

Lelystad airport is situated in Flevoland, Holland's youngest province. Flevoland was reclaimed
 in the early sixties after which about 300,000 people took up their residence here. Flevoland is characterised by vast meadows, cultivated woods and picturesque water sceneries with many possibilities for recreation, on water, on land or in the air. The town of Lelystad, which is the capital of the province, has good infrastructural facilities. Due to excellent connections with the old land and its central location the rest of Holland can be reached easily and above all quickly.  

Choice of the location

During the development of the Flevoland polder, grass runways were used in various places for airplanes that were needed for the cultivation of this vast region. The authorities responsible for the spatial development of this region took the initiative in 1966 to plan one central location in the new land where air traffic could be concentrated and where, in the long run, a large airport could be developed. The authorities responsible for air traffic were asked for their advice. The creation of a runway of 3.600 metres in the long term should be possible at this new location. Two locations were considered best. One between the new towns of Lelystad and Swifterband, the other one southeast of Lelystad. Taking into consideration the function of an airport for the future development of southern Flevoland and the location of planned highways and high-voltage lines, the choice was made for the location southeast of Lelystad.

First air traffic activities in the new land
Starting in 1971, the first air traffic activities took place at this location. These were for instance glider flights and agricultural crop-dusting flights. The airport was given an official status in 1973 with an authorisation (Dutch: aanwijzing; a written permission limited by a number of conditions) by the minister. This authorisation is a decision by the minister responsible for air traffic in which regulations are given for the use of the airport. In 1977 international air traffic was also given permission to use Lelystad Airport. In the early years the airport used grass runways. Air traffic developed at a high pace. In 1977 already 77.000 starts and landings were made. The grass runways on the clay soil could not cope with these amounts. Deep tracks created a problem and the airport had to be closed for longer periods due to these terrain conditions. In 1978 first the taxiway was paved, followed by the runway in 1981. 

Economic importance of the airport
Already in the seventies Lelystad Airport was thought to be a good opportunity to create employment in the new land and to create good conditions for new businesses.  The airport however, developed into a centre for training and private flights and became the largest airport in the Netherlands for these so called General Aviation activities. To come to the development of an airport with a more business-like character, it was restructured into a limited liability company with the Lelystad municipality and the province of Flevoland as its shareholders. Agreements were made with Schiphol Airport about technical support but also with the aim to achieve that Lelystad would be used for business flights as an alternative for Schiphol Airport. In 1991 the runway was extended to 1.250 metres for this reason. Runway lighting equipment and an approach light system were installed to enable night flights. In 1993 the shares were transferred to the Schiphol group. They took it upon them to actively develop Lelystad Airport to a business airport. In the long term Lelystad would be able to serve as an alternative route for heavier air traffic from Schiphol Airport.
1.3 Present situation

As mentioned before, Lelystad Airport employs 21 people: 11 work in airport operations, 
4 in maintenance and 5 in management, which is assisted by a secretary. 
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Lelystad Airport takes care of the full exploitation of the airport. She provides space for companies to perform their activities. She provides starting and landing facilities to airplanes that want to use this airport. Information is being passed to the airplanes from the tower. All airplane movements are registered here. With this information the landing fees can be established and the airport can determine whether it stays within the assigned noise levels. The employees of the operational and technical services also form the airport fire brigade. Lelystad Airport does not yet have traffic control. During daylight periods airplanes must follow the procedures concerning flight by sight. Outside the daylight periods airplanes can land on Lelystad Airport under supervision of Schiphol Airport air traffic control. 

Lelystad Airport also takes care of the complete maintenance of the airfield of 230 hectares
. During the winter, technical services prevent slipperiness on the airfield due to snow and ice. Almost all technical systems at the airport are maintained by own personnel.  
Present Level of Services

 

In recent years the airport made big investments. New roads and parking places were constructed and business plots were developed. In ten years time the area has doubled in size. The new airport building that was opened in 1998 with a restaurant and meeting facilities is a central point at the airport. 

Furthermore the level of services has been increased by setting up a hotel and a gas station. 

 

A grooved take-off and landing runway with a length of 1,250 metres has been completed. A full package of services in the field of handling, maintenance and catering is available. The airport can perform ground handling activities and has good facilities available for this purpose. A mobile fuel facility is available. The airport terminal has a guest waiting room, meeting accommodation and check-in facilities for the passengers. 

Also hotel reservations, rental cars, taxis and other services can be arranged on request. All companies at the airport can be reached easily by plane and by car. There is a railway station at 6 km distance from the airport offering direct train connections with several big cities in Holland. For new companies building plots are available at Lelystad Airport. There are also offices to be let. For once-only activities such as receptions and presentations the airport has locations with professional catering facilities. 

In November 2003 the aircraft theme park Aviodrome was opened, which contributes to the recreation function of Lelystad airport and the province of Flevoland. In the theme park many famous airplanes, like the Constellation, the Uiver and the unique Fokker collection can be seen. One of the highlights is the reconstructed aircraft building of Schiphol Airport from the year 1928. Visitors can watch aircraft movies in the cinema.

In this way Lelystad Airport has developed into a fully-fledged airport at a very great pace with, many facilities for commercial air traffic and recreation.

Lack of air traffic control limits growth

The fact that Lelystad Airport has failed to play an important role in business traffic is due to the lack of air traffic control. All the technical requirements, including an instrument landing system, have been available for years but are not in use.
In weather conditions with limited sight the airport is now closed. Also the separation of fast business flights and slow training and private flights is impossible due to this lack of air traffic control. The presence of air traffic control at Lelystad Airport has always been the policy of the central government. An official document was published in 1997, in which funds were reserved annually for installing air traffic control at Lelystad Airport in the time period of 2000-2015. This commitment was suddenly cancelled in 1999 by the Minister responsible for air traffic. From then on air traffic control at regional airports was supposed to be paid by the airports themselves. The fact is however that now in 2005 air traffic control at all other regional airports is still being paid for by the central government. Lelystad has tried to get a limited form of air traffic control as is permitted in neighbouring countries. The ministry responsible for air traffic did not allow this however. Even today the development of Lelystad Airport is limited due to these circumstances.

Legal framework for expansion
To be able to expand, Lelystad Airport has to get a new authorisation (aanwijzing) from the central government. The authorisation from 1991 only allowed small traffic. The then valid policy document ‘Structure Scheme Civil Aviation Terrains’ offered an insufficient basis for expansion. The Government Attorney
 advised to expand in stages. After a lot of problems, such as fierce opposition from local inhabitants and environmental groups, finally in 2001 an authorisation was given for the first stage. For the real expansion a new legal framework had to be created. This was established in May 2004 when a new ‘Planological Coredecision (Dutch: Planologische Kernbeslissing) for the airports of Lelystad and Maastricht’ was put into action. Clarity is obtained about the limits to which Lelystad Airport can develop. This coredecision makes room for an authorisation, necessary for Lelystad airport to grow to an important regional business airport. 

1.4 The Future of Lelystad Airport 

In a recent report the Netherlands Institute for Spatial Research
 concludes that Lelystad Airport is an airport with sound potential for growth. Compared to all regional airports in the Netherlands, Lelystad Airport has the best geographical position when looking at noise-load.  
Lelystad Airport can grow substantially, without noise becoming a bottleneck. The province of Flevoland can profit from the growth of the airport, if the development of company grounds keeps pace with the growth of the airport. The Netherlands Institute for Spatial Research expects that the growth of aviation in the Netherlands will continue. An increasing part of this growth can go to regional airports.
Company vision
Lelystad Airport will continue to expand in the future. The runway will be extended to approximately 2,100 meters. The airport terminal will be extended with a restaurant, waiting rooms and business facilities. An office centre will be built in the middle of the airport for airport-related and airport-orientated companies. Plenty of building plots with a direct connection to the taxiway will be available for airline companies. 

Business opportunities
Lelystad Airport is ideally situated close to the centre of the Netherlands. Cities such as Amsterdam, Utrecht, Amersfoort and Zwolle are no more than a 45 minute car drive away. The airport is only a five minute drive from the A6 motorway, and 15 minutes away from the A28. 4.3 million people live within the airport's direct vicinity Many international companies are established in this area. The Utrecht and Amsterdam trade fair centres attract millions of visitors each year. 

Economic activities in Flevoland grow at a high speed. The growth of business investments is twice as large as in the rest of the Netherlands. More and more people choose to live in Flevoland because of the space, the level of available services and the reasonable prices for houses and commodities. 

The management of Lelystad Airport is heading for a state of the art business park. In the centre of the airport 20.000 m2 of office space will be realised, in which aircraft companies and other businesses, willing to obtain the advantages of an international environment, can settle. Plans are to realise the business park in 10 to 15 years. 

Lelystad Airport will develop in the years to come. May 2004 the Planological Core Decision for the airports Lelystad and Maastricht was activated; clarity was obtained about the limits to which Lelystad Airport can develop. Lelystad Airport can, in co-operation with the province of Flevoland, point out what the exact function of the airport will be in the next few years.

In June 2005 Lelystad Airport requested the minister of traffic an authorization to build a runway of 2.100 meters. The expectation is that besides the existing General Aviation traffic Lelystad Airport will be used for General Aviation traffic now taking place at Schiphol Airport and for scheduled flights to European destinations.

2. The Airport Industry

2.1 Introduction: the changing face of the Airport Industry

Good quality transport is recognised by the European Union as crucial for economic competitiveness and as an important indicator of quality of life.
Faced with a changing competitive air transport market and with growing air traffic demand, the airport sector has transformed itself. Over recent years, there has been a trend towards greater diversity in the ownership of airports. In a number of cases, partial or complete privatisations have taken place or are planned in the future, although there is no single winning formula applicable to the whole airport industry. For many years, airlines have claimed that privatising airports is the most effective way to ensure better management and efficiency. Yet, the same airlines seem to believe that airports should be deprived of the right to function as businesses and should, in fact, subsidise airline operations. 
At an operational level, airport facilities have expanded and improved in order to meet the increasing and different demands by users and to adapt to different segments of the aviation market. For example, provision of services for low-cost carriers, infrastructure modifications for new security systems and stands for the Airbus A380 have been introduced. 
The increase in low-cost traffic is one of the major factors driving and changing the industry today. Airports, and especially regional airports, are faced with adapting their business models to meet new demands from this still rapidly growing market segment. 
Meeting passengers’ needs 

Improving the availability of air travel does not only mean reducing airline fares but also the provision of an efficient infrastructure, able to meet future demand. The UK Air Transport Users Council stated in connection with the UK’s air transport White Paper11 that; “We urged the Government to provide airport capacity that met consumers’ increasing demand for air travel… We accepted that consumers would pay for the extra capacity through higher fares. The cost to passengers of failing to provide extra capacity would be far greater in the longer term”. 

2.2 Airport charges

Broadly speaking, aeronautical charges are levied for the provision and use of an airport’s runway, apron and terminal facilities. As such, airport charges may be divided into two broad categories, namely: landing charges and passenger charges. Contrary to airlines’ assertions that they have minimal involvement in discussions with airports and governments on charges, analysis of national legislation and regulation shows that there is ongoing interaction among all parties. 
The level and structure of airport charges derive from the full economic costs of: 

• investment programmes; and 

• airport operations, which mainly stem from security and other passenger services and, to a more limited extent, from costs associated with aircraft noise. 
Airport capital expenditure is one of the key drivers in determining the appropriate level of airport charges. It is driven mainly by the users’ requirements and a growth in traffic which is unparalleled by any other form of transport. With European air traffic set to grow at the rate of 5% to 6% per annum - doubling by 2020 to 2 billion passengers - at this level of growth there will be serious congestion at many of our larger airports over the next few years. 
Meeting this challenging demand means managing existing infrastructure and planning future infrastructure development efficiently. ‘Efficiency’ means legitimate investment but also optimal use of capacity
. Defining and estimating a measure of ‘efficiency’ is not straightforward, given the need to encourage timely investment in new facilities at airports to satisfy anticipated future demand by users. 
Inadequate incentives to invest appropriately will result in economic inefficiencies. This is because the full costs of investments will not be recovered and the total net benefits in the long term will not be maximised. Furthermore, an appropriate level of airport charges is an incentive for efficient investment. 
2.3 Financing major airport investments

Despite the negative impact of 9/11, SARS and the war in Iraq, the aviation industry is reporting historic growth figures once again and there are a number of airport expansion projects underway or foreseen in the future. The challenge now for a number of Europe’s airport operators is to provide the necessary investment in time to accommodate this growth. 

According to data compiled by Momberger Airport Information, European airports plan to invest approximately some USD 55 billion in new infrastructure and facilities by 2025. These massive investments are planned at some of Europe’s major hubs in order to accommodate future demand. At London Heathrow USD 9.2 billion will be invested in the new Terminal 5 together with improvements across the other four terminals. Other examples of airport investments include: 
• USD 5.67 billion at Frankfurt – modernisation of terminal 1 and 2, fourth runway and terminal 3; 

• USD 5.4 billion at Madrid Barajas – new passenger and cargo terminals and two new runways; and 

• USD 3.0 billion at ADP airports (Paris) – terminal and runway work. 
Some USD 19 billion has been invested in major airport projects since 1998. It is important to clarify that these two figures (USD 55 billion and USD 19 billion) include only investment by the major airports in Europe; the total amount, of planned and completed airport investments, is much higher. Furthermore, according to the latest ACI World data, airports across Europe have increased their spending on infrastructure by 10.7%, investing a total amount of USD 12.4 billion in 2004 compared to a total amount of USD 11.2 billion in 2003. 
Airport charges, in themselves, do not adequately enable financing of future capacity projects. Such projects can only be funded by using a part of the commercial (non-aeronautical) revenues. Other traditional sources of financing (such as bank loans) increase the debt burden of the airports. For example, Aena’s debt for the year 2003 amounted to 12.8 billion. It is important to understand that taking on debts implies the need to pay interest and to repay those loans over time. 
Airports in new EU Members States are also facing problems in financing the infrastructure development necessary to respond to the increase in traffic. In Latvia, for example, there is a lack of funding at Riga Airport for terminal and runway development. Riga Airport is today using bank loans, with a repayment schedule of 20-25 years, together with revenues from all airport activities to cover these costs. 
2.4 Airports' operating expenditure

1 2 3 
Besides capital expenditure, airports have operating expenditure on the day-to-day running of their business: e.g. staff, utilities and day-to-day maintenance costs. A significant part of operating expenditure is incurred to meet safety, security and insurance requirements. Among these items, the increase in security charges, particularly post-9/11, has increased substantially the level of passenger charges. No other mode of transport has been subjected to additional costs of this scale.
Ultimately, the level of airport charges reflect the significant financial effort made by airports to provide modern and efficient infrastructure. According to the European Commission study on Civil Aviation Security Financing (December 2004), security related operational expenditure rose from 1457 million to 1743 million between 2000 and 2002 for a sample of 34 airports representing 43% of European air passenger throughput (graph 1).
Furthermore, capital expenditure (19 airports providing financial information) on security related items has risen sharply since 2000, increasing approximately 5.6 times to 1179 million in 2002 (graph 2).
As demonstrated in the European Commission study, the 2002 capital expenditure breakdown for security costs shows that the procurement of equipment accounted for 70% (1179 million) of airports’ total capital expenditure. In comparison, terminal redevelopment accounted for 29%, while other investment only amounted to 1% of total security capital expenditure (graph 3). 
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Equipment: expenditure related to the acquisition and installation of new security equipment including hold baggage screening devices, explosive detection systems (EDS), x-ray machines, CCTV equipment, biometric readers etc.
Terminal: expenditure on the modification or expansion of terminal facilities necessary to accommodate new security procedures and equipment e.g. baggage make-up areas, check-in halls etc.
Other: any other security related investment that cannot be categorised under the other two groups. For example, some airports have tightened access control to restricted areas, other have reinforced perimeter fences etc.
2.5 Airport charges are regulated

 3 4 5 6 7 8

As clearly demonstrated by a 2003 ACI EUROPE study, airport charging systems are already extensively regulated at national level and provide for consultation with stakeholders.
Charging systems are, in most instances, imposed and regulated by national authorities. These authorities, irrespective of the public or private status of the airport, not only define the procedure that the airport has to follow for submitting proposals, but also have a final say on the amount that users are to be charged. Depending on national legislation, this control is exercised by the civil aviation authorities or the government, having considered and consulted on the question of an appropriate rate of return for the airport, based on the airport’s risk profile and the forecasted revenues and costs.
European Community competition law constitutes a further control over airport business activities. It can authorise intervention in relation to any anti-competitive behaviour by an airport, such as abuse of dominant position. The European Commission’s decisions and the European Court of Justice’s judgements have thus enforced the principle of non-discrimination through the application of EU law. 

The airport charges at virtually all European airports are subject to a significant level of review and control. Regulators and industry partners need to recognise the realities of the current airport charges systems and to understand that regulation at the appropriate level must take into account the complex and diversified nature of the airport industry, so as not to impair the efficient management of airport enterprises.
2.6 The air transport value chain

1 2 3 4 5 6 7 8

It is commonly acknowledged that benchmarking airport operators’ performance is a complex task. It is hard to find indicators sensitive enough to reflect adequately the different operating profile at each airport: variations in airport size, the nature of traffic, financing/accounting methods, ownership, regulations and activities performed (air traffic control, security, passenger and ramp handling, fire services etc.)
. Return on investment - i.e. the ratio that compares a project’s net benefits with its total costs - is the most appropriate financial indicator, and also the most commonly used ratio within the airport industry, as it measures how effectively the airport uses its capital to generate profit.
Benchmarking the different industries operating in the aviation sector makes it even harder to get accurate and valid results. As far as the European market is concerned, the ‘value chain’ in air transport as defined by the Association of European Airlines (AEA)
, shows that ATS providers, aircraft manufacturers, catering companies and aircraft leasing companies reported a higher return on capital invested than the return reported by airport operators.
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Graph 4

Before focusing on the margins made by the airport operators in comparison with carriers, it is first necessary to refer to the levels of business managed by these two different industries. The comparison of airports’ versus airlines’ 2002 revenues clearly shows how much larger the relative size of the business managed by network carriers is:
Graph 5 Airports versus Airlines revenues
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Strategic planning cycles

Airports and airlines have very different business dynamics:

· Airports are largely fixed-cost businesses by nature, while airlines have a high proportion of variable costs. Airports are businesses with long-term investment needs, inextricably and inflexibly linked to the service which they provide. Airport assets are depreciated over long time periods (20-50 years and even 100, as in the case of BAA runways), and such assets are often held at historic values in the company books.
· In contrast, airlines have relatively short-term investment cycles and can adapt quickly to changing market conditions. The ability of airlines to move resources (aircraft and cabin crew) to take advantage of new market opportunities or to exit underperforming markets is not shared by airports, which may, in the event of a market downturn or airline relocation, be left with stranded assets. For example, at Stockholm Arlanda Airport, the main carrier was catered for in a new terminal tailored to its needs and requirements for only two years before deciding to go back to the older terminal, leaving the airport to deal with the financial consequences. Some other examples of airports suffering from stranded assets as a result of the differing nature of airport/airline planning cycles include:
· Zurich, 5th expansion phase with new terminal and other facilities – failure of the home carrier;

· EuroAirport Basel-Mulhouse-Freiburg, new terminal to handle “Eurocross” – withdrawal of air carrier; and

· Brussels, new terminal infrastructure – failure of the home carrier.

Comparisons are sometimes made between airports and network carriers. However, the strong performance of the European low-cost model in recent times has demonstrated that some air carriers can generate profits even during business downturns and particularly during the exceptional period following the events of 9/11. The most profitable European low-cost carrier, Ryanair, made profit margins in excess of 20% post-9/11, despite the fact that its costs from airport charges constitute, in percentage terms, more than those borne by network carriers.
The success of European no-frills airlines is not simply built around lower costs, but also on a simpler and more marketfocused pricing model. Over recent years some airlines have faced substantial structural problems, which they have not yet tackled, e.g. rising labour costs and over-reliance on governmental support. Thus, even if it were reasonable to compare the financial parameters of airports and airlines, any such comparison made against only network carriers can be seriously misleading.
This can be simply illustrated by considering the case of BAA
. If a comparison is made with British Airways only, the outcome does not reflect the situation at BAA’s airports, given Ryanair’s strength in that airport network. An expanded ratio comparison table including two other UK based airlines (Ryanair and EasyJet) is reproduced below and illustrates how significant the choice for comparison can be. 
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A main conclusion of the ACI EUROPE study on Airport charges in Europe was that at most airports, aeronautical charges do not cover aeronautical costs. Airports have to subsidise aeronautical charges with commercial (non-aeronautical) revenues. 

When referring to the successful operating margins that airports have achieved, some airlines overlook the fact that some of these revenues do not originate from charges paid by airlines but from commercial activities which airports have developed at the terminal or airport area or abroad. For airports, non-aeronautical revenues currently represent on average some 43% of their total income. The entrepreneurial ability of airports to generate profits allows them to respond to the increasing user demand for further capacity and improved facilities. According to the ACI Airport Economics Survey 2001, Europe’s airports strived to satisfy the demand of airlines by spending 44.8% more on infrastructure in 2001 than in 1998.
The latest edition of the ACI Airports Economics Survey
 reported a significant increase in capital expenditure at European airports. Therefore, it is evident that airports still are spending heavily on infrastructure to meet the anticipated doubling of passenger traffic over the next fifteen years. 

Most major airlines already receive the benefit of the commercial operations of airports through subsidised airport charges. In contrast, the majority of small airports where commercial activities cannot be adequately developed often require State subsidies in order to avoid having to levy high airport charges. Local authorities recognise the social and economic impact that an airport has on the community it serves in terms of improving regional accessibility and social expansion, stimulating tourism development, attracting investment and creating jobs.
Airports must be able to collect sufficient revenues to carry out their functions efficiently, responding to airlines’ and passengers’ needs and to support the economic interest of the surrounding communities.
2.7 Regional airports versus airlines
In many respects, airlines are in a position of power. As far as regional airports are concerned, the European Commission in its recent Decision on the Charleroi case stated that: “the number of regional airports looking to develop is significant in Europe, while the number of airlines willing to run the risk of opening new routes is relatively small. The airlines concerned are therefore in a favourable position in comparison with regional airports.”
In this regard, as stated in the Community guidelines on financing of airports and start-up aid to airlines departing from regional airports: “regional airports face a different equation from that faced by the major European hubs, since they do not have any large reference airline that concentrates its operations on that airport in order to offer passengers the maximum number of links and profit from the large scale savings that the structure would allow them”. 
However, economic and social benefits and combating air traffic congestion justify, under certain conditions, public financial support and time-limited discounts to encourage the development of air services. In this respect, the general principles on competition law laid down in the EC Treaty must be applied in order to ensure a level playing field within the airport industry.
Appendix 1: Alphabetical company list

 

	COMPANY NAME 
	ACTIVITIES

	Aero Service B.V. 
	Crop-dusting, maintenance, sightseeing flights, Piper dealer 

	 
	 

	AeroTrade Holland
	Zenair dealer, Pioneer 200 en 300 dealer.

	 
	 

	Aviodrome
	Aviation museum and Theme park

	 
	 

	Beechcraft Sales & Services
	Dealer and maintenance for Raytheon/Beechcraft

	 
	 

	Bogaerds Cord 
	Crop-dusting, maintenance, Rotax dealer

	 
	 

	CMC Aviation 
	Human Resource Management,
Employee Benefits en Financial Planning

	 
	 

	DEVOORT B.V.
	 EADS Socata dealer for (Benelux)

	 
	 

	Digitra
	Internet supplier

	 
	 

	Early Birds
	Historic Aircraft museum and restoration

	 
	 

	E.H.L.E. Aero B.V.
	Hangars

	 
	 

	Energie Clearing House
	Clearing house for energy suppliers

	 
	 

	Evers Aviation
	Aircraft sales, dealer Lancair aircraft

	 
	 

	Exel Security
	Security company

	 
	 

	Flantuas
	Bar/Restaurant

	 
	 

	Flight Center Lelystad B.V. 
	Training flights, sightseeing flights, banner towing, hangars and aircraft rental 

	 
	 

	Fly Inn

	Bar/Restaurant

	 
	 

	FPoint
	Financial Services

	 
	 

	Helicon
	Helicopter flights,
training and maintenance

	 
	 

	Heli Holland B.V. 
	Helicopter flights, training and maintenance 

	 
	 

	KLM Aeroclub 
	Training flights for members

	 
	 

	Koninklijke Marechaussee
	Immigration 

	 
	 

	Lelykopters 
	Helicopter flights and training

	 
	 

	Lelystad Airport
	Airport  operator

	 
	 

	Lelystad Luchtvaart
School 
	Training flights

	 
	 

	Martinair
Lelystad B.V. 
	Training flights, maintenance, aircraft rental and sightseeing flights

	 
	 

	Motorzweefschool
Midden Nederland 
	Hangars  and dealer Diamond aircraft

	 
	 

	N.V.A.V 
	Amateur aircraft building

	 
	 

	Paraclub Flevo 
	Parachute jumping

	 
	 

	Pilot Shop 
	Pilot supplies

	 
	 

	Pionier Hangaar
	Hangars

	 
	 

	Platform Nederlandse Luchtvaart
	Aviation organisation

	 
	 

	Polder Aviation 
	Training flights, sightseeing flights, aircraft rental

	 
	 

	Prekas 
	Microlights sales, maintenance and hangars 

	 
	 

	Prodrive
Training B.V. 
	Vehicle training and events

	 
	 

	Rekkof
	Aircraft builder

	 
	 

	Singles & Twins
	Training flights, aircraft sales and hangars

	 
	 

	Skyriders 
	Microlights training, hangars and rental 

	 
	 

	Special Air Services
	Training flights, aircraft rental, business flights

	 
	 

	Trabzon b.v. 
	Aircraft maintenance

	 
	 

	Uniwestair
	Aircraft sales, maintenance and hangars

	 
	 

	Vliegcentrum Lelystad BV
	Training flights, aircraft rental, hangars

	 
	 

	Vliegclub Flevo 
	Training flights for members 

	 
	 

	W-Aviation & Development BV
	Real Estate development

	Westerheide
Onroerend Goed B.V. 
	Hangars

	 
	 

	Wings Over Holland 
	Training flights, sightseeing flights, maintenance and hangars

	 
	 

	Wortman 
	Taxi- and bus services

	 
	 

	Zweefvliegclub Flevo 
	Gliders

	 
	 


� General aviation encompasses all � HYPERLINK "http://encyclopedia.laborlawtalk.com/Aviation" �aviation� other than scheduled � HYPERLINK "http://encyclopedia.laborlawtalk.com/Airline" �airline� flights and military aviation. It includes everything from a privately-owned light single-engine � HYPERLINK "http://encyclopedia.laborlawtalk.com/Aircraft" �aircraft� to � HYPERLINK "http://encyclopedia.laborlawtalk.com/Business_jet" �business jets�, news gathering, police, pipeline patrol, emergency medical flights, crop-dusting, rotorcraft, sport � HYPERLINK "http://encyclopedia.laborlawtalk.com/Ballooning" �ballooning� and many other aerial activities. 


� For centuries, the Dutch have reclaimed land from the water, using a ‘polder’ technique. 


� the customary metric unit of land area, equal to 100 ares. One hectare is a square hectometer, that is, the area of a square 100 meters on each side: exactly 10 000 square meters.


� a barrister working for the national government


� The Netherlands Institute for Spatial Research is the national knowledge centre on space and planning. It promotes a more informed public debate on spatial planning, is an independent centre of expertise on spatial development, serving the Government, Parliament and regional and local authorities in the Netherlands.





� Based on the article: Building for the future - Paying for the airports of tomorrow:  by ACI Europe, April 2005. Airports Council International (ACI) is the only worldwide professional association of airport operators. ACI EUROPE represents some 450 airports in 45 European countries. Member airports handle 90% of commercial air traffic in Europe.  





� A proper and accurate evaluation of applications to construct additional airport capacity at European level should more generally embody several aspects of air transport such as pricing mechanism, slot allocation, access to airport capacity, express surface links and the impact of bilateral air service agreements. 





� As a consequence, the range of values for aeronautical revenue as a percentage of total revenue and for commercial revenue as a percentage of total revenue differs considerably from airport to airport.


� Association of European Airlines 





� BAA - Owner of seven UK airports, including the world's busiest international airport, Heathrow 


� ACI Airport Economics Survey - 2004, December 2004 
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