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Abstract.  Meanwhile it is generally acknowledged that accessibility belongs to major factors of economic attractiveness of metropolitan 

areas, other territories and peripheral regions. The aviation industry in general and airports’ activities in particular contribute considerably 

to the improvement of regional accessibility.  For some remote regions the airports are the only gateway to bigger hubs. However, due to 

the increasing competition in the aviation sector the airports and especially regional airports in Europe face structural and operational 

challenges nowadays. According to the report of the EU Commission: “The Future of the Transport Industry” the number of loss making 

small and regional airports in Europe is constantly growing. On the other hand the regional airports might crucial role in boosting 

economic development and entrepreneurship growth in regions. In this context, it is very urgent for regional airports themselves, as well 

as for regional policy makers, business and other relevant stakeholders to recognize the role of regional airports on the economic growth 

in their regions. As a response, this paper addresses to the evaluation and assessment of potential effects of regional airports on economic 

and entrepreneurship growth in their regions. 

 

Keywords: regional airports, regional economic and entrepreneurship development 

 

Reference to this paper should be made as follows: Beifert, A. 2016. Regional airports’ potential as a driving force for economic and 

entrepreneurship development – case study from Baltic Sea region, Entrepreneurship and Sustainability Issues 3(3): 228-243. 

DOI: http://dx.doi.org/10.9770/jesi.2016.3.3(2) 

 

 

JEL Classifications: O34 

 

 

1. Introduction  

 

The transport sector, in direct and indirect meaning, is one of the main driving forces of European and global 

economies (EC, 2015a). The White Paper on Transport that is the main policy document on transport policy in 

the EU states: “Transport is fundamental to our economy and society. Mobility is vital for the internal market 

(…) enables economic growth and job creation”. In the overall transport sector, the air transport is considered to 
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be one of the dominant modes for the passenger traffic over long and middle distances in Europe and worldwide. 

Air transport is plying also a vital role for the air cargo transport with a high value added or time sensitive goods 

(EC, 2014). European airports are responsible for employment over a million people, working directly or 

indirectly in aviation business, employed by airlines or by airports’ operational environment, i.e. technical 

aircrafts’ maintenance, logistics or catering services, retailing and or traffic control, etc. The aviation business in 

total contributes more than 140 billion euro to the European GDP (EC, 2015a, 2015b). Air transport is also 

considered as one of the main driving forces for the trade of innovative manufactures worldwide (IATA, 2015) 

and as an enhancer of the economic potential of a region (Goetz, 1992; Alkaabi & Debbage 2007; Debbage & 

Delk 2001). However, the number of loss making European airports (especially small and regional airports) is 

constantly growing (EC, 2014). In spite of growing losses, in order to secure accessibility to remote or peripheral 

regions, the regional or national public authorities keep on supporting the regional airports (Breidenbach, 2015). 

European regional policy makers have invested millions of euros in airports’ infrastructure development, 

however today almost all regional airports depend on public subsidies. However, the new state aid rules for a 

competitive aviation industry, issued by EU Commission in February 2014, order the substantial cut of financial 

public subsidies of any art on the EU national or regional level for regional airports (EC, 2014). The main 

objective here is not to “recycle” the regional airports, but to stimulate them to operate on cost efficient, and 

profitable basis. On the other hand a number of experts argue that it is rather a false approach to focus on the 

monetary losses of the regional airports only, without recognising their importance for regional development and 

emphasize positive effects for the development of the regional industry (especially service and high-tech 

industry) benefit from airport’s operation (cf. Sheard, 2014; Brueckner, 2003; Button & Taylor, 2000; Beifert, 

2015, Rezk, et al. 2015). Bråthen (2003) merely economic point of view in terms of airports closure is not 

enough; he stressed the importance of regional development issues while conducting such an analysis.  However, 

the provision and growth of transport services alone would not automatically lead to economic and regional 

development (Green 2007). In fact, it is economic and regional development that might lead to the growing 

demand for transportation services, and although the direct linkage between air transportation and economic 

growth does really exist, the causation is not completely clear (Button et al. 2010). Halpern & Bråthen (2011) 

pointed also that on the one hand the airports might act as primary facilitators for the economic and regional 

growth, providing accessibility and improving supply side components; on the other hand, it might be economic 

development (here: demand side) that determines demand and growth of transport services. Halpern & Bråthen 

further argue that the question if the demand or the supply in this context have the stronger effect. 

 

In the framework of the EU funded project “Baltic.AirCargo.Net” (BACN, 2014) a number of regional airports 

in the Baltic Sea Region (BSR) have been analysed aiming, among other things, at assessing potential of 

regional airports and their role in the regional economic environment. The main findings of the BACN project 

demonstrated playing an essential role in improving regional accessibility and being an indispensible part of the 

European aviation system, especially regional airports face growing challenges; their relevance for regional 

development is being questioned now. This paper explores the potential of regional airports as economic and 

entrepreneurship driving forces for their regions. This paper is organised as follows: the theoretical framework 

showcases theoretical approaches to regional development, regional airports and their possible 

interdependencies. The following sections present, methodology, main findings of the case studies investigated 

in the framework of the BACN project and conceptual implications of regional airports that might improve their 

efficient participation in the regional economic growth, thus making the airports and their regions more 

profitable and attractive to invest in. 

 

2. Theory and concepts 

 

The roots of the location and regional theories related to transportation may be traced back to the works of 

Weber (1929), where he primarily focused on transportation costs, arguing that companies, while delivering raw 

materials and goods to the market, are trying to minimize the transportation costs (cf. Dawkins, 2003). The 
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works of Hoover (1937) discussing advantages from local agglomeration, such as large-scale economies, 

localization economies (i.e. businesses of the same industry collocate and cooperate in the same area) 

urbanization economies (i.e. colocation of companies from different industries), gave further impulses to the 

development of regional cluster theories (Porter, 1985). The works of Greenhut (1956) and Isard (1956) although 

focusing mainly on mathematical optimisation modelling of industry given the costs for transporting raw 

materials and final goods, argued that the business companies tend to locate near primary input sources, whereas 

the monetary weight of raw materials can be larger compared to the weight of the final goods.  

 

The dedicated research studies focusing on the relation between air transport services and regional development 

may be traced to Ndoh and Caves (1995), investigating the influence of supply side of air transport on demand, 

arguing that the attractive accessibility may directly influence location decision-making and stimulate further 

economic activity. Percoco (2010) considers the role of infrastructure and especially of airports as one of the 

crucial factors of regional growth due to the increasing importance of air transport in connecting territories. The 

linkage between airports and regional development as well as the impact of accessibility on regional economic 

development by means of air transport has been also investigated in a number of other studies (Graham, 1995; 

Rietveld & Bruinsma, 1998; Shin and Timberlake, 2000; Horst, 2006; Hakfoort et al., 2001; Niemeier, 2001; 

Cherry, 2014). The scientific studies of Bogai and Wesling (2010), Baum et al. (2005), Hujer et al. (2008), 

Brueckner (2003) note the considerable effects of airports on regional employment structure, regional labour 

market and general regional economic growth. Boon et al. (2008), Hart and Mccann (2000) in their works also 

underline the economic effects and benefits from airports’ operation on the regional development.  

 

According to the supply-side theory, the availability of adequate transport infrastructure and provision of 

transport services will lead to economic development, and therefore the airports may be seen as catalysts for 

regional economic development, on the other hand according to demand-side theory, economic growth will 

increase the demand for the transportation services (cf. Rodrigue & Notteboom, 2013). While the relationship 

and interdependence between airports and regional economic development is considered to be very strong, the 

availability of supply side or providing air transportation would not automatically lead to regional economic 

development (Halpern & Bråthen, 2011). However, the causality discussion still remains open, i.e. is it an airport 

that stimulates the growth and economic development or it is economic development in a region that may boost 

the demand for air transportation services (Ndoh and Caves 1995; Green 2007; Button et al., 2010). Mukkala and 

Tervo (2013) also stressed the existing causality of airports to regional development in peripheral regions, 

pointing also out that in core regions this causality is less clear, however they clearly underlined that air 

transportation is a very significant factor for boosting economic development in remote regions. 

 

Generally, the researcher in the framework analysis of the airports’ impact on regional development differentiate 

between following impact factors: direct, indirect, induced, purchasing power effects of an airport’s activities on 

the regional economic growth (cf. Malina et al., 2007 and 2008) and so-called catalytic impacts relating to the 

wider role of the airport on regional development (cf. York Aviation, 2004). According to Malina et al., (1) 

direct impact relates to the operation of the airport itself, direct economic activities of firms located in the 

airport’ operational environment, employment and investments; (2) indirect effects arise from value chain of 

suppliers of goods and services related to the airport and airport’s region; (3) induced effects are caused by the 

consumption demand of direct and indirect airport employees; and (4) purchasing power effects arise due to an 

inflow or outflow of demand for goods by the passenger flows. Baum et al. (2004) explained direct, indirect, and 

induced effects of air transport on a region in economic metric terms, such as employment or production value. 

Beyond this, the airports have a so-called (5) catalytic or multiplier impact by improving location attractiveness 

for businesses and tourism.  

 

Although a number of studies focus on the first four types of airports’ impact factors, since they are relatively 

easy to measure (cf. Hakfoort et al., 2001), Halpern & Brathen (2011) argue that catalytic impacts are the most 
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essential function of an airport and regional development (cf. York Aviation, 2004). The catalytic impact of 

airports and air transport sector on regional development has been studied by several researchers (Robertson, 

1995; Cezanne & Mayer, 2003; Cooper and Smith, 2005; Gloersen, 2005; Bandstein et al., 2009). The previous 

studies basically note that due to the fact that it not easy to differentiate catalytic impacts of an airport from other 

factors and due to their complex character, the identification and measurement of catalytic effects is seen as 

rather problematic. Halpern & Brathen (2011) identify two main types of catalytic impact of airports on regional 

growth: (1) catalytic impacts that relate to regional economic competitiveness, resulting from airports’ export 

activities, business operations and productivity; (2) catalytic impacts that relate to regional accessibility and 

social development, arising from airports’ potential to improve regional accessibility. Braun et al. (2010) 

differentiate catalytic impacts of airports on a region between (1) consumer surplus; (2) environmental social 

effects; and (3) economic spin-offs, whereas positive economic spin-offs may stimulate inbound investments, 

inbound leisure or business tourism and improved productivity; negative spin-offs relate to outbound tourism, 

outbound investment. Wittmer et al. (2009) noted also the importance of intangible economic catalytic effects of 

regional airports on economic growth, such as network capacity, skills and competences, structural and image 

effect, etc. Although the intangible impacts cannot be clearly measured, they also have a strategic economic and 

social effect on the regional development (Wittmer et al., 2009). 

 

Technically, it is not an airport, but rather airlines or logistic services providers that execute passenger or 

airfreight services. An airport provides the required hard (e.g. runways, terminals, warehouses, catering, etc.) and 

soft (e.g. security regulations, air cargo screening, sky-guiding, etc.) infrastructure. In this perspective an airport 

might be also seen as a logistics cluster (Juchelka & Brenienek, 2016). The concept of industrial clusters is well 

recognized in academic research (Marshall, 1890; Porter, 2000). “A Cluster is a proximate group of inter-

connected companies and associated institutions in a particular field, linked by commonalities and 

complementarities.” (Porter, 2000, p. 254). The definition of logistics clusters however, is still disputable due to 

differences of spatial and economic approaches (Elsner et al. 2005). The researches generally identify global, 

national or regional logistics clusters (Rivera & Sheffi 2012). Wang (2015) views logistics clusters as 

“geographically concentrated sets of logistics-related business activities, which have already become one of the 

most important regional development strategies.” Along with the classical advantages of the logistics cluster 

such as: know-how and expertise sharing, service and costs benefits, etc., the logistics cluster participants might 

utilise or develop common approaches in terms of (a) provision of the systematic services and acquire adequate 

benefits from other (regional, inter-regional, international) markets; (b) benefiting from positive feedback circle 

through cluster cooperation; (c) enhancing core regional and firms’ competences; (d) acquiring sustainable 

driving forces for companies’ competitive advantages (cf. Wang, 2015). 

 

Furthermore, regional airports shall not be seen as simple locations that provide air transport services, but rather 

as an essential subject of regional development activities and regional planning policies, whereas their 

operational success might be one of the most important influencing factors (cf. Feldhoff, 2012; Beifert, 2013 and 

2015). A number of researches argued a firm’s (here: an airport’s) impact on the regional development lies also 

on the strategic and operational success that mainly derives from the following three elements: diversity, 

differentiation and innovation of airport business (Prahalad & Hamel, 1990). In this context, the following 

theoretical concepts pinpointing diversification, differentiation and innovation potential internally (i.e. regional 

airport) and externally (market) for regional airports: Resource-Based View (RBV) (Wernerfelt 1984; Barney, 

1991), competitive advantage and cluster theory by Porter (2000) including innovation management process are 

of a special importance. The resource-based view approach examines the competitive environment from “inside-

out” aspect, dealing with the internal environment of a company (Prahalad & Hamel, 1990). In order to increase 

an impact on the regional development, the regional airports need to optimise their performance strategy 

internally (organisation-based) and externally (market-driven), thus enhancing also their diversification and 

differentiation potential. As one of the bottlenecks for economic prosperity of an airport is often not 

accessibility, but rather the deficit of qualified manpower or resources in the airport’s operational environment 
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(EC, 2014), the airports shall not be reliant on a single or traditional revenue source, but rather on wider airports’ 

potential and performance depending on efficient utilisation of the available resources in form of human or 

financial capital, intangible valuable or unique assets (Barney, 1991). In the framework of the opportunity-based 

entrepreneurship theory Drucker (1985) argues that entrepreneurs do not cause change, but use the opportunities 

that changes bring: “the entrepreneur always searches for change, responds to it, and exploits it as an 

opportunity”. Stevenson (1990) further extends Drucker’s opportunity-based model by including so called 

resourcefulness that identifies generally that the hub of entrepreneurial management means the “pursuit of 

opportunity without regard to resources currently controlled” (Stevenson, 1990, p 2). The entrepreneurship 

resource-based theory states that access to resources is an essential factor for the entrepreneurship growth 

(Alvarez & Busenitz, 2001). This theory underlines the important role of social, human and financial, resources; 

arguing that the access to resources stimulates the entrepreneurial ability to utilise discovered opportunities more 

efficiently (Davidson & Honing, 2003). Financial, social and human capital represents three classes of theories 

under the resource – based entrepreneurship theories. However, some regional airports often view new market 

opportunities as not promising or underestimate their strategic value due to their disruptive innovations character 

in the aviation and airport business (Beifert, 2015). But if those innovative concepts (e.g. Logistics Bonded Park 

or Airport Industrial Zone) are already utilised or offered by the nearest regional competitors, it might be often 

inefficient just to reduplicate them (Downes & Nunes, 2013). Osterwalder & Pigneur (2010) developed a 

comprehensive business model that includes nine elements: customer segments, value propositions, channels, 

customer relationships, revenue sources, key resources, key activities, key partnerships and cost structure, that 

might be considered as a basement assessment tool for a successful business operation. In this context it might 

be recommended that regional airports shall learn to identify these market opportunities and deploy them 

considering innovation business models and better bargaining potential of entrepreneurs, e.g. by utilizing of so 

called “air trucking services” (Beifert, 2013). 

 

3. Methodology 

 

Although a number of scientific research studies and empirical evidences are available nowadays that relate to 

such subjects as: logistics’ clusters (e.g., Rivera & Sheffi 2012; Wang, 2015; Juchelka & Brenienek, 2016), 

airport’s operational environment and their impact on the regional development (e.g. Malina et al., 2007, Braun 

et al., 2010; Halpern & Brathen, 2011), however it might be stated that much less attention has been paid to 

regional airports so far and the earlier studies have been focusing mostly on airport-hubs or metropolitan areas, 

whereas the perspective of regional airports and their potential impact on their region in terms of economic and 

entrepreneurship development has been studied less thoroughly (Mukkala & Tervo, 2012). Halpern and Bråthen 

(2011) also noted that catalytic impact of regional airports on regional development calls for deeper and wider 

research. Based on the above-mentioned theoretical concepts and earlier empirical evidences and it might be 

assumed that regional airports might have a strong potential to enhance economic growth and entrepreneurship 

activities in their regions. In the framework of this study the following research questions are investigated: 

Question 1: What are the possible conceptual approaches to optimise or to enhance regional airports’ impact on 

economic growth and entrepreneurship development in their region? 

Question 2: What is the appropriate approach to evaluate potential of regional airports to boost economic growth 

and entrepreneurship development in their regions? 

 

With regard to the above-presented concepts, it is argued here that regional airports acting as a gravity force for 

logistics cluster-building in a region and multi-layer business systems may be analysed by applying various 

assessment criteria found in the theoretical framework discussed above. The following presented assessment 

matrix is based on theoretical concepts of direct, indirect or induced effects of airports on regional economic 

development (Malina et. al., 2008; Baum et al., 2004), catalytic impact (Bandstein et al., 2009; Halpern & 

Brathen, 2011), airports’ clustering effect (Rivera & Sheffi, 2012; Wang, 2015), airports’ internal success 
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factors, i.e. RBV of Prahalad & Hamel (1990) as well as innovation and entrepreneurship growth of Osterwalder 

& Pigneur (2010). 

 

As it has been mentioned before, due to the fact that the causality discussion of the impact relationship between 

airports’ operation and regional growth still remains open, the author identifies here two main groups of the 

growth enhancers: (1) perspective of regional development (here: demand-side), by which regional airports may 

be considered as an object of regional economic growth where economic development in a region will boost the 

demand for the air transportation services and stimulate an airport’s growth; and (2) regional airport’s 

perspective (here: supply-side), whereby regional airports act as a subject of regional development, e.g. airport’s 

activities may stimulate economic and entrepreneurship growth in its region. As a response to the first research 

question, the following assessment matrix evaluating regional airport’s potential to influence economic and 

entrepreneurship growth might be suggested (Table 1). 

 
Table 1. Regional airports’ impact assessment and sustainable business model development 

Perspective Assessment criteria indicator 

Regional Development Perspective 

(demand-side enhancers for airport’s 
growth, i.e. regional airport as an object 
of regional development) 

Regional accessibility 
Regional economic competitiveness 
Regional business concentration 
Regional density of high-growth and innovative enterprises 
Regional level of entrepreneurial and innovation activities 
Regional density of population 
Regional labour market 
Regional prosperity and purchasing power 
Regional level of skills and competences 
Regional network capacity, governance and coordination level 
Linkages of airports with other public & private R&D 
Linkage of airports with innovation policies 
Regional marketing activities 
Regional awareness of airport’s capacities and value proposition 

Regional Airport’s Perspective 

(supply-side enhancers for economic 
and entrepreneurship growth, i.e. 
regional airport as a subject of regional 
development) 

Airport’s infrastructure 
Airport’s extension potential for future clustering activities 
Level of direct airports’ employment 
Level of indirect employment 
Level of value proposition 
Level of clustering activities, e.g. creating network of logistic service 
provider, building up logistical service centres, etc. 
Level of customer experience creation (e.g. airport marketing, 
corporate identity and branding activities) 
Value chain of suppliers of goods and services related to the airport 
and airport’s region 
Level of competing sophistication (operational effectiveness and 
quality of micro-economic business environment) 
Level of entrepreneurship environment in airport’s premises 

 

Source: Author (based on airports’ impact factors of Malina; catalytic impacts of Halpern and Brathen; RBV by Prahalad and Hamel; 

Innovation Business Canvas of Osterwalder and airports’ clustering effects of Wang) 
 

The author of this paper argues that the above-presented assessment matrix for the regional airports’ assessment 

based on the consolidated theoretical frameworks based on airports’ impact factors of Malina; catalytic impacts 
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of Halpern and Brathen; RBV by Prahalad and Hamel; Innovation Business Canvas of Osterwalder and airports’ 

clustering effects of Wang enables comprehensive assessment of regional airports’ potential on the economic 

and entrepreneurship growth. 

 

The following assessment results and main findings presented in this paper have been based on secondary and 

primary data, including qualitative expert interviews and surveys that have been collected and produced in the 

framework of the EU funded research project Baltic.AirCargo.Net (BACN, 2014), financed by the EU 

Programme “INTERREG IVB, Baltic Sea Region”, ERDF Funds. The empirical data was collected from diverse 

sources of evidence during the project life 2011-2014, i.e. primary empirical data sources in form of quantitative 

and qualitative observations of the involved project experts, researchers and relevant stakeholders. The 

evaluations, project documentation and observations gathered from respective project activities such as 

workshops, conferences as well as from the field notes from project meetings. Following target groups and 

relevant stakeholders participated in the surveys and expert interviews a) representatives from Transport 

Ministries and Airport Management; b) representatives from Transport and Logistics companies from 

participating regions; c) representatives from the academic side, c) expert from aviation sector, air cargo security 

and air cargo freight sector. In terms of the presented investigated case studies, 67 qualitative interviews were 

conducted and evaluated. The above-presented assessment matrix for regional airports’ potential on regional 

development (cf. Table 2) has been chosen as a basement to present compliant evaluation analysis of the selected 

airport.  

 

In the framework of the BACN project, in total nine regional airports from eight BSR countries have been 

analysed and evaluated. Parchim Airport (Germany) has been selected here as a demonstration case using an 

evidence-based method in order to assess the airports’ potential as a driver for economic and entrepreneurship 

development in Mecklenburg-Vorpommern region (Germany). A case study approach shall generally draw an 

essential attention on contemporary study issues by addressing strategic question “know-why?” (Yin, 2009). 

Although the applied qualitative methods here may make it difficult to validate the presented events, it will 

enable to highlight the particularity and complexity of the single case evidences (Stake, 1995). 

 

 

4. Main findings and implications 

 

Parchim Airport is located in the county Ludwigslust-Parchim (area: ca. 4.752 square kilometre; population 

density ca. 45 per one square kilometre) near regional town Parchim in the State of Mecklenburg-Vorpommern, 

Germany. There are two main cities in the catchment area of Parchim airport, i.e.: Schwerin – ca. 44 km or 40 

minutes by road, which is the capital city of Mecklenburg-Vorpommern region with ca. 91 thousand people and; 

and Rostock - ca. 111 km or 1,5 hours by road. The geographical transport and time distance by road from 

Parchim to the nearest airport-hubs are: to Berlin Tegel: 172 km, ca. 2 hours; to Hamburg: 131 km, ca. 1,5 hours. 

The geographical transport and time distance from Parchim to other operating regional airport, i.e. Airport 

Rostock-Laage is ca. 70 km or ca. 1 hour by road. The airport has been used for more than 70 years exclusively 

for the military purposes. In 2007 the airport was sold to a private investor LinkGlobal International Logistics 

Group Ltd. – a Chinese company that is the current owner of the airport. The airport has a direct connection to 

the highway A24, linking Hamburg and Berlin and beyond to the German and European long-distance transport 

network. Rail connections are limited to regional traffic, since no direct access to long distance train lines in 

Parchim traffic exists. No regular flights are offered in Parchim Airport at the moment. The new owners have 

planned the internationalization business model for the Parchim airport. The objective was to extend the site to 

an air cargo hub for transportation between Europe, Africa and Asia. Three flights a week were planned with an 

option for extension up to 30 flights a day. Furthermore, a sufficient logistics infrastructure was intended. These 

investments should be made in cooperation with Goodman Group. In 2007 two airfreight connections have been 

established, one to Zhengzhou (CGO) in the province of Henan and another to Urumqi (URC), the capital of the 
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Xinjiang Uyghur Autonomous Region of China. The targeted frequency of service on these flight connections 

has not been achieved so far. In 2010 only 8000 tons of air cargo were handled, a volume that has to be 

considered as completely insufficient to guarantee a cost-effective operation. For this reason more and more 

capacity utilization problems arise due to the fact that only a low activity rate can be achieved for the personnel 

and also the technical equipment (aircraft tugs, fire-fighting vehicles, etc.) needed for airport operations as well 

as for the offered logistic services. The current as well as the to-be expected volumes in air cargo transport are 

insufficient to generate the necessary revenues for maintaining operations at the airport. Relevant revenues 

coming from other business areas cannot compensate operational costs of Parchim Airport at the moment 

 

Regional Development Perspective Evaluation of Parchim Airport 

 

In the framework of the regional development perspective or evaluation demand-side enhancers for the airport’s 

growth evaluation, the following assessment scale of the given criteria was applied (very good developed / 

provided: 5; adequate developed / provided: 4; average developed / provided: 3; insufficient developed / 

provided: 2; very poor developed / provided: 1). In the framework of BACN project, external experts (i.e. 

representatives from regional relevant business and policy structures, entrepreneurs and academic field) 

participated in the analysis of the Parchim Airport. The assessment of Parchim Airport’s growth potential from 

the point of view of demand side perspective has shown the following results. The applied weighting scale of the 

assessment criteria has been based on the overall compilation of the experts’ evaluations and the results of the 

experts’ interviews fulfilled in the framework of the BACN project. The experts of the BACN project also 

pointed out that although this weighting scale might be very subjective, however it needs to be integrated in this 

or another form in the evaluation process, since the assessment criteria are not equal. 

 
Table 2. Assessment of the demand side enhancer for the airport’s growth 

Assessment criteria (demand-side enhancers for airport’s growth) 
Weight 

scale 
Criteria 

mean score 
Total mean 

value 

Regional accessibility 10% 3 0,30 

Regional economic competitiveness 10% 3 0,30 

Regional business concentration 10% 2 0,20 

Regional density of high-growth and innovative enterprises 10% 2 0,20 

Regional level of entrepreneurial and innovation activities 10% 3 0,30 

Regional density of population 10% 2 0,20 

Regional labour market 5% 3 0,15 

Regional prosperity and purchasing power 6% 4 0,24 

Regional level of skills and competences 10% 4 0,40 

Regional network capacity, governance and coordination level 5% 3 0,15 

Linkages of airports with other public & private R&D 2% 2 0,04 

Linkage of airports with regional innovation policies 2% 1 0,02 

Regional marketing activities 5% 4 0,20 

Regional awareness of airport’s capacities and value proposition 5% 1 0,05 

TOTAL  100%  2,75 

 

None of the given criteria has been evaluated as “very good developed / provided”. The overall mean value of 

the evaluation of the demand-side enhancers on the airports’ operation is slightly below average value. Only 

three criteria (i.e. regional prosperity and purchasing power, regional level of skills and competences and 

regional marketing activities) were evaluated as “good developed or provided” in the region. Two criteria 

indicators have been evaluated as “adequate developed / provided”, i.e. linkage of airports with regional 

innovation policies and regional awareness of airport’s capacities and value proposition. Although the criteria: 

“network capacity, governance and coordination level” in general has been evaluated as “average”, a number of 
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BACN experts saw here a big potential for improvements. In fact, the BACN experts mentioned that certain gaps 

in networking and communication from the side of the Chinese owner and relevant regional stakeholders such as 

public admiration of County of Ludwigslust-Parchim (co-owners of the Parchim Airport), German Customs 

Authorities, Ministry of Transport of Mecklenburg-Vorpommern do really exist. 

 

Regional Airport’s Perspective Evaluation 

 

In the framework of the regional airports perspective or evaluation supply-side enhancers for the economic and 

entrepreneurship growth in the region, the same assessment scale of the given criteria were applied as by the 

demand-side enhancers (cf. Regional Development Perspective Evaluation of Parchim Airport). The assessment 

of Parchim Airport’s potential impact on economic and entrepreneurial growth in the region, i.e. from the point 

of view of supply-side perspective has shown the following results. 

 
Table 3. Assessment of the airport’s impact on regional development 

Assessment criteria (supply-side enhancers for regional development) 
Weight 

scale 
Criteria 

mean score 
Total mean 

value 

Airport’s infrastructure, incl. tangible and intangible resources  10% 4 0,40 

Airport’s extension potential for future clustering activities 10% 4 0,40 

Level of direct airports’ employment 5% 1 0,05 

Level of indirect employment 5% 1 0,05 

Level of value proposition 15% 4 0,60 

Level of clustering activities, e.g. creating network of logistic service 
provider, building up logistical service centres, etc. 

15% 1 0,15 

Level of customer experience creation (e.g. airport marketing, 
corporate identity and branding activities) 

10% 2 0,20 

Value chain of suppliers of goods and services related to the airport and 
airport’s region 

10% 2 0,20 

Level of competing sophistication (operational effectiveness and quality 
of micro-economic business environment) 

10% 2 0,20 

Level of entrepreneurship environment in airport’s premises 10% 2 0,20 

TOTAL 1  2,45 

 

 

None of the given criteria has been evaluated as “very good developed / provided”. Three criteria indicators (i.e. 

airport’s infrastructure, incl. tangible and intangible resources, airport’s extension potential for future clustering 

activities and level of value proposition) have been evaluated as “adequate developed / provided”. In fact, the 

airport’s infrastructure belongs to one of the main tangible resources of Parchim airport: the new tower was built 

in May 2015, the length of the runway is 3000 meter, the airport has appropriate passengers and cargo terminals, 

including required security screening technologies. The following attributes have been mentioned by the experts 

as the airport’s distinctive intangible resources: 

– low costs operation airport; 

– 24/7 operation, i.e. aircrafts are allowed to land and departure 24 hours daily and 7 days a week; no 

restriction to night flight operations; 

– all types of aircrafts (incl. AN124 and A380) can be accommodated and handled at the airport, over-size 

cargo operations are possible; 

– efficient customs services, that makes Parchim Airport’s cargo terminal to dry a port. 
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So called “24/7” operation was mentioned as valuable or non-substitutable intangible resource of Parchim 

Airport. Comparing to other German airports, nowadays a number of official and civil discussion have been 

started to introduce a night ban for the state owned airports. Since Parchim Airport is in the private hands, the 

owners and the airport management claim that in the mid-tem and in the long-term perspective, the 24/7 

operation will be still valid for Parchim Airport and might not be questioned. Although considering expanding of 

the passenger traffic, Parchim Airport is clearly positioning itself as an international gateway to China with a 

strong focus on the air cargo. According to the current development plan, the airport will be upgraded to ICAO 

4F class airport. The experts evaluated the level of value proposition as “adequate” considering the air-cargo 

development model and cost-performance ratio.  

 

It has to be mentioned that a number of various value added services does already exists or is being developed 

and implemented in Parchim Airport: 

– Bond Logistics Park (partly realized)- a customs free zone, where cargo may be stored in the Customs 

Bond Warehouse, there is no time limitation and is treated as outside the boundary of EU or Germany, 

tax or duties will not be applied if cargo is purposed to be transit to other countries or Bond Zones, air 

cargo transit to other countries or Bond Zones via the Customs Bond Warehouse may be exempted for 

import procedures  

– Customs Bonded Industrial Park (in planning) - the commodities could be assembled by various value 

added model under Customs bond. The commodities could be considered as “Assembled in Germany” 

or “Made in Germany” with value-added determination in the Bond Zone by EU regulations and 

policies. The goods from the EU countries’ "preferential origins” can enjoy reduced or zero tariffs in 

some countries (mutual agreements  

– Bond Trade & Procurement Centre (in planning) - the commodities can be exhibited for trading or 

auction purpose. Import procedures will be required and tax & duty will apply only when cargo need to 

enter into EU markets. Cargo transit to other countries or Bond Zones via the Customs Bond Warehouse 

in Parchim International Airport is exempted for import procedures 

 

However, in spite of above mentioned plans and already realized activities, the level of clustering activities in 

Parchim Airport has been ranked as “poor”. The experts underline the deficit of attracting factors for potential 

investors that might be connected also to a lack of targeted or direct communication as well as rather weak 

regional economic structure and the absence of the critical mass of local industries and companies. It has been 

further noticed to improve the level of operational effectiveness and quality of micro-economic business 

environment. In spite of the appropriate infrastructure, like runway and the newly built tower, the institutional 

and infrastructure framework in which the airport operates has been considered as “poor”. Furthermore, it has 

been stated that the current competitive advantage of Parchim Airport is based nowadays mostly on low costs 

model than on unique/innovative products and services. 

 

5. Discussion 

 

Due to growing social and political responsibility in terms of environmental issues, such aspects or impact 

analysis of an airport’s operation on environment might be also discussed. There are already a number of EU 

funded project that have started to examine airports as so-called environmental sensors. The possible 

implications of an airport in this direction might be mitigation of environmental impacts and risks, 

implementation of strategic plans to minimize noise and air pollution effects on the environment. At the moment 

some relevant regulations and standards imposed by EU and national current legislations shall motivate airports 

to pay more attention, in other words to invest in innovative and “green” technologies, e.g. technologies for the 

production of renewable energy on an airport’s territory, producing so-called ecological corridors that reconnect 
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parts of the territory through environmental linear infrastructure, etc. This entire legislative framework, acting as 

demand-side enhancer may stimulate new entrepreneurship and innovation business activities within the nearest 

airports’ operational environment.  

 

Furthermore, in according to the guidelines of the European infrastructure development plan for 2014-2020, the 

airport connectivity (especially in some remote regions) will be improved aiming at improving territorial synergy 

or networking between nearby airports as well as better integration of smaller and regional airports in common 

the organizational logistical network though extensive airports’ integration with local transport systems, e.g. 

railways and local buses. All these initiatives may also give an impulse for an airport’s growth, thus increasing 

complementarities, improving value proposition, diversification and specialisation of airports.  

 

The BACN experts underlined also the importance for every region to be accessible. In our innovation-driven 

economies regional accessibility is very important both for people (both: tourists and businessmen) and 

companies. The regional airports might positively contribute to improving their regional accessibility and 

herewith economic and entrepreneurship growth in a region. The BACN experts mentioned that it might be also 

achieved through improved horizontal or networking cooperation between regional airports in the Baltic Sea 

Region. The distribution of the “weight” between the assessment criteria in the presented assessment model may 

represent a subject of future disputes and discussions. The experts of the BACN underlined that although this 

weighting scale might be very subjective, however the it needs to be integrated in this or another form in the 

evaluation process, since the assessment criteria are not equal. It has been further noted by BACN experts that 

this weighting scale is not a “universal” for every regional airport, but on the contrary the evaluation approach 

and the correspondingly applied weighting scale must be very individual, respecting the regional peculiarities, 

economic perspectives and regional stakeholders’ interests. 

 

Specifically for Parchim airport it might be mentioned that one of the basic prerequisites for the successful 

realization of the current strategies is the assumption that innovative Chinese companies and entrepreneurs will 

start to settle in the airport area and build up a critical mass of interconnected companies, thus creating a cluster.  

However, the creation of such exterritorial low-wage areas will be hardly possible today to enforce on a political 

level, as by adopting such a procedure fundamental structures of the German labour and social law would be 

questioned. The second problem is the use of the established brand Made in Germany which image would be 

permanently damaged and will cause severe and long-lasting loss of image to the German industrial reputation 

going far beyond the Parchim location if the quality standards are not properly met. Whether and to what extend 

the presented concepts can be realized, remains open. A key issue is the question for which companies the 

Parchim International Airport can be an attractive alternative to other airport locations in the Northern and 

Central German region. The visions with respect to the possible development of the site that have been 

propagated for a number of years will be presented in the next paragraph. 

 

LinkGlobal presents visions of the future of a Parchim Bond Business Park with the aim to find users for the 

airport and the local logistics facilities. Advantages of this location are the favourable geographic situation in 

Europe, the technical equipment for all aircraft types, the cost effective structures with an operating time of 24 

hours as well as the status of a customs free zone. The Bond Logistics Park, the Bond Industrial Park and the 

Bond Trade & Procurement Center essentially constitute the fundaments of the Parchim Bond Business Park 

serving as its economic core. The Parchim Business Park will be complemented with an Asia Center as well as 

with a Business Cooperation Zone. With the help of these two the attractiveness of the Parchim location is to be 

increased. 
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Conclusions 

 

Although the role of the European airports for socio-economic development can be hardly overestimated today, 

the number of loss making small and regional airports in Europe is growing. The regional airports face structural 

and economic challenges. Since the causality discussion about interdependent relationship between airports and 

regional economic growth still remains open, the author argues that the approach in evaluating of an airport’s 

potential influence on economic and entrepreneurial activities in a region shall be balanced, i.e. assessment of 

both perspectives might be necessary. The regional airports shall not be viewed as a transport infrastructure that 

provides air transport services, but rather as an essential subject and an object of regional development activities 

and regional planning policies, whereby an airport’s operational success might be one of the most important 

influencing factors on regional economic and entrepreneurship growth. 

 

The main findings indicate that regional accessibility is very important nowadays, whereas normally it is not the 

absence or inadequate airport’s infrastructure or an airport’s extension capacities (e.g. for industrial bonded 

parks, warehouses, etc.) that make an airports’ impact on regional development insignificant, but rather soft 

factors that might be improved, such as level of level of customer experience creation, level of value chain of 

suppliers of goods and services related to the airport and airport’s region or level of competing sophistication 

(operational effectiveness and quality of micro-economic business environment. A special attention shall be paid 

to enhancing of clustering activities, e.g. though structuring and combining regional logistics services, creating 

efficient network of regional and inter-regional logistic service providers, coordinating airport’s own service 

structure with relevant regional political and business stakeholders, etc. 

 

The above-presented results demonstrated that the regional airports should better recognize their important role 

for the economic and entrepreneurship growth in their regions as well as accept their own dependence on 

regional prosperity, as well as improve their operational activities through better coordination with relevant 

stakeholders of their region. 
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