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The article is dedicated to the selection of key factors that influence the airport's competitive strategy formation.
The aspects of the "regional airport" concept definition, based on the priority of serving short and medium range
routes as well as the point to point destinations, are considered. The benefits of a Hub airport model operation during
the formation of the competitive development strategy are determined. The classifications of the airports proposed
by the Airports Council International and the US Federal Aviation Administration were review since they are import-
ant to determine the airport’s competitive advantages. The key obstacles to the implementation of the Hub airport
competitive strategy are outlined. The variations between key prototypes of hub models — Hourglass Hub and a
Catchment Area Hub are described. The classification of airports competition is considered in order to improve the
understanding of the factors that are important for the formation of their competitive strategy.
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CrarTs npucBsiYeHa BUAINIEHHS KOUY0BMX (DAKTOPIB, SIKi BNMBAKOTb Ha DOPMYBaHHS KOHKYPEHTHOT cTpaTerii ae-
ponopTy. BusiBneHo, Lo TMNOBW aeponopT BKOYAE KOMMNJIEKC 31iITHO-NOCAAKOBOI CMYr @60 CMYT, NaCaXMPCHKOro
TepmiHasly abo TepMiHaniB, a TakoX KOMMeKe 6yAisenb A5 3/1b0TY, NOCaLKM Ta 06C/TyroByBaHHSA NOBITPAHUX CYAeH
Ta 06'eKTiB 4718 nacaxupis. MNigkpecneHo NPUHLMMNOBI BiAMIHHOCTI B AiS/IbHOCTi aeponopTiB Pi3HWX TUNIB (MKHAPOL-
HWX Ta BHYTPILLHIX), @ TAKOX HEOOXiAHICTb GiflbLL YiTKOrO BU3HAUYEHHS (DaKTOpIB, SIKi BNMBAKOTb Ha Ais/IbHICTL aepo-
nopTiB Npy hopMyBaHHI iX KOHKYPEHTHUX cTpaTeriii. PO3rNsiHyTO 0COB/IMBOCTI BU3HAYEHHS MOHATTS «perioHasIbHUl
aeponopT» Ha OCHOBI NepLUOYEepProBOCTi 0GC/YroByBaHHA KOPOTKO- Ta cepeAHboMaricTpasibHMX peliciB Ta peliciB 3
MYHKTY B MYHKT Npu3HaYeHHsA. BusHayeHo nepesarn xabosoi Mogesi OyHKLIOHYBaHHA aeponopTy npu qopmysaH-
Hi KOHKYPEHTHOI cTparTerii loro po3BuTKy. MpoaHanizoBaHo Knacudikadlii aeponopTiB 3a nmigxogamu MikxHapogHoT
paaun aeponopTiB Ta PefepasibHOro ynpasniHHAM LBiNIbHOT aBiaLii CLUA B KOHTEKCTi BaXX/IMBOCTI /19 BU3HAUYEHHS
KOHKYPeHTHUX nepeBar aeponopty. OKPec/eHO K/I04OBI NEPELLKOAN Ha LUAAXY peanisalil KOHKYPEHTHOI cTpare-
rii «<aeponopT-xab». BCTaHOB/IEHO K/OYOBI NOKA3HMKW, SIKI AO3BONSKOTE OLIHUTY Pe3y/bTaTUBHICTb BNPOBaMKEHHS
KOHKYPEHTHOI cTparTerii «aeponopT-xab» cepef, siIKX OCHOBHUMM € BiACOTOK TpaHCHIEPHMX Macaxupis, KiflbKiCTb
MapLLpPYTIB, Ki/IbKICTb NiTakiB 6a30BOT KOMMaHii, YacTka nacaxupis, L0 06C/TyroBYyOTbCSA 6a30BOH KOMMaHIE TOLLO.
BusiBneHo, Lo Haibifbll penpe3eHTaTUBHUM MOKa3HUKOM MpY 3L4iIACHEHHI AAHOT OLiHKM € YacTka TpaHCqepHUX
nacaxupis B 3araJibHOMy NOTOLi NacaxupiB. HaBegeHo BIAMIHHOCTI MiX K/IHOYOBUMU NPOTOTUNAMU Mofenei xaby —
xaby-nicoOYHNIA TOAMHHMK Ta Xaby 30HM NOKPUTTA. PO3rIsHyTO Knacugikalio BUAIB KOHKYPEHLT aeponopTiB 3a4/1s
NOrNBAEHHS PO3YMIHHS DaKTOPIB, SKi € BaXKIMBMU NPU (DOPMYBaHHI X KOHKYPEHTHOT cTparterii. Pe3toMoBaHo, Lo
NIATPYMAHHS HasiBHUX Ta 3[00yTTS HOBMX KOHKYPEHTHUX NepeBar KOHKPETHUM aeponopToM nepeaodadae TicHY Moro
B3AEMO/IH0 i3 iHLIMMW K/TKOYOBMMM areHTamu pUHKY aBialliiiHX nepeBe3eHb — aBiakoMMNaHisMu.

KnrouoBi cnoBa: KOHKypeHTHa cTparteris, hakTopu, KOHKYPeHLis, aeponopT, xab, iHhpacTpykTypa, knacudikadis.

Problem statement. Considering the factors the transportation of passengers and goods.
that influence the formation of the air transport At the same time, air transport is usually used for
companies’ competitive strategy it should be the carriage of goods and passengers to medium
noted that air transport has the main advantage and long distances, that calls for the proper level
over other modes of transport — saving time for  of the people wellbeing, the development of cul-
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tural, business and scientific interconnections
between states as prerequisites for the provision
of aviation services.

Analysis of recent research and publi-
cations. The works of such classics of man-
agement theory as M. Porter [9], F. Kotler [3],
I. Ansoff [1], R. Buaron [2], V. Pertersen [7],
Dzh O’Shonessi [5] and others are dedicated
to the formation of a competitive strategy of
the enterprise, as well as the selection of types
of competitive strategies and development of
approaches to strategic management taking
into account various factors that specific for the
enterprises of different modes of ownership and
size. At the same time, various aspects of man-
aging the companies’ competitiveness and its
improvement, including the methods of strategic
management, are also of interest to Ukrainian
researchers — N. Tarnavska [12], S. Klymenko,
T. Omelianenko, D. Barabas [4], O. Polous [8],
M. Shulha [13], S. Smerichevskyi, S. Zatsarynin
[11] and others. The works of K. Sydorenko [10]
and Yu. Orlovska [6] are devoted to the study
of the specific aspects of competitiveness of the
airports’ activities.

Therefore, the review of current publications
on the problem under study allows to summarize
the relevance of conducting a more profound
study of factors influencing on the formation of
the airport’'s competitive strategy.

Identification of the open and outstanding
parts of the general problem. The airports -
transport enterprises that in close cooperation
with the airlines handle the passengers, lug-
gage, cargo and mail, organize the flights and
maintain the aircrafts — are the main component
of the air transport system.

The Typical Airport includes a runway or run-
ways, passenger terminal or terminals, as well as
a set of facilities for the take-off, landing and main-
tenance of aircraft and the facilities for the pas-
sengers. Airports operate on the basis of licenses
issued by government agencies that determine
the type of airports (international or domestic).
Domestic airports do not have customs and immi-
gration services and therefore cannot handle
flights to or from a foreign airport, which is funda-
mentally different from international airports.

The mentioned fundamental differences in
the activities of airports of different types, as well
as the need to clearly identify the factors that
influence the activities of airports in the forma-
tion of their competitive strategies, determine the
relevance of this study.

Formulating the aim of the article. The aim
of the article is to formulate a theoretical and

practical vision of factors that influence the for-
mation of a competitive strategy of the airport.

Presentation of the basic material of the
study. The airport is a complex engineering
set of of buildings, facilities and equipment that
occupies large areas. In the theory and practice
of organizing airport business, you can find quite
a few approaches to the classification of airports.
We propose to consider key ones that directly
influence the formation of a competitive strategy.

There is an ongoing debate over the definition
of “regional airport”. Some attempts to define a
regional airport link the notion of “regional” to
the fact that the catchment area of an airport is
located outside a capital city. There is no defini-
tion of a regional airport at EU level to date.

ACI EUROPE considers that the catchment
area and/or annual traffic of an airport are not
valid indicators of whether an airport is regional
or not.

An airport should be considered as regional
if it:

—  primarily serves short and medium range
routes and

— primarily serves point-to-point destina-
tions [16].

Hubs are the airports that provide convenient
connections for passengers of different flights, and
have a significant share of transit passengers.

Hubs have a developed auxiliary infrastruc-
ture (hotels, shopping centers, conference halls,
entertainment centers etc.), as well as aircraft
maintenance bases.

Regional airports — provide air traffic between
individual points, have an insignificant share of
transit passengers and poorly developed auxil-
iary infrastructure since it is not essential for their
effective operation.

Based on the annual passenger traffic,
(pre-pandemic (2019) traffic levels), according
to ACI information the airports are divided into
the following groups:

Majors Top 5 busiest airports in Europe;

Group 1 Airports welcoming over 25 million
passengers per year;

Group 2 Airports welcoming between 10 and
25 million passengers per year;

Group 3 Airports welcoming between 5 and
10 million passengers per year;

Group 4 Airports welcoming below 5 million
passengers per year [15].

At the same time the US Federal Aviation
Administration provides the different classifica-
tion that is relevant to our research

So there are approximately 14,400 pri-
vate-use (closed to the public) and 5,000 pub-
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lic-use (open to the public) airports, heliports,
and seaplane bases. Approximately 3,300 of
these public-use facilities are included in the
National Plan of Integrated Airport Systems
(NPIAS) (Table 1).

The US legislation categorizes airports by
type of activities, including commercial service:

—  primary;

—  cargo service;

— relievers;

— general aviation airports [17].

However, since such a classification is not
accepted in Europe, we propose to use the clas-
sic definition of Hub Airport taking into account
that the Hub and the International airport are not
synonymous. Even large international airports
may not be Hubs (TLV, BUH, etc.) while domes-
tic airports may sometimes be the Hub (airports
in India, China, etc.)

Airports having the status of hubs operate
on a "wave" principle, that is, the process of
handling of arriving and departing passengers
is carried out in stages or so-called "waves".
Initially, the airport hosts a considerable num-
ber of aircraft at a few minutes, usually in the
morning. After that, the "wave" of departures
follows.

The Austrian experts J. Frank and Y. Rubanov
classified the benefits of Hubs for all subsequent
categories of stakeholders — State, passengers,
airlines and airport owners. So, according to the
experts, the advantages for the State are the fol-
lowing:

— growth of the gross domestic product
(GDP), new jobs, direct foreign investments in
the region;

— connection of small settlements with dis-
tant and global markets;

—  provision of services related to local mar-
ket needs (such as operating destinations that
are attractive to the region).

At the same time there are the following ben-
efits for passengers:

— more direct flights;

— more opportunities to get the return flight
on the same day;

— agreater choice of destination.

The airlines benefit from:

— greater flight frequency;

— reducing market risks as a result of sav-
ing the passenger on their routes network;

— expanding a reduced cost network.

And finally the Airport owners benefit from:

— increase in passenger traffic;

— income growth;

- stronger market positioning in relation to air-
lines [14].

An airport’s potential to become a hub must
therefore be carefully evaluated by the man-
agement to take the most effective decision on
the expediency of implementing this competitive
strategy. There are several criteria which can
be used. The most important indicators are the
following: percentage of transfer passengers,
number of destinations, number of home-based
aircrafts, home carrier’s share of passengers

Table 1

Airport categories according to US Federal Aviation Administration

Statutory Definition

Criteria

Commercial Service

Publicly owned airports with at least 2,500 annual enplanements
and scheduled air carrier service. Primary airports are a commercial
service airport with more than 10,000 annual enplanements.

Large Hub Receives 1 percent or more of the annual U.S. commercial enplanements

Medium Hub Receives 0.25 to 1.0 percent of the annual U.S. commercial enplanements
Receives 0.05 to 0.25 percent of the annual U.S. commercial

Small Hub enplanements

Nonhub Receives less than 0.05 percent but more than 10,000 of the annual U.S.
commercial enplanements

'C\I:gnmprggﬁgl Service Also referred to as nonhub nonprimary, these airports have scheduled

Nonhub ' |passenger service and between 2,500 and 10,000 annual enplanements.
An airport designated by the Secretary of Transportation to relieve

Reliever congestion at a commercial service airport and to provide more general

aviation access to the overall community.

General Aviation

A public-use airport that does not have scheduled service or has
scheduled service with less than 2,500 passenger boarding each year.
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etc. The most representative indicator for such
an evaluation is the share of transfer passengers
as compared to total passengers.

The study of the main prerequisites for the
organization of the airport's Hub model allows
to identify the potential bottlenecks which cur-
rently exist on the way to the competitve strat-
egy implementation and may slow down or
even stop the development of this model
(Table 2).

It should be noted that in fact, that in prac-
tice, there are two main prototypes of Hub mod-
els, which are schematically shown in Fig. 1a
and Fig. 1b — Hourglass Hub and Catchment
Area Hub. The hourglass hub depicts a typical
north-south (could also be West-East) passen-
ger stream which is bundled in the hub for dis-
tribution to southern destinations in the morn-
ing. This model is typical for charter flights:
e.g. Palma de Mallorca receives passengers
from all over Germany, which Air Berlin then
distributes to their final leisure destination in
Spain. In the evening, the passenger stream
returns via the hub — flights then connect from
the south to the north.

The catchment area hub — or hinterland
hub — collects passengers from its extended
catchment area (blue circle Figure 1b) and
distributes them to destinations outside of the
catchment area.

The location and planning of airports is
determined by the standards of technological
design of the civil aviation airports, which are
generally accepted for all airports in the world.
The airport as a single system is a set of oper-
ational facilities, that require constant financ-
ing for their renewal and reconstruction or new
construction. To be competitive the airport must
have such an infrastructure that can provide full
flight handling according to the carrier's stand-
ards (starting with the opportunity to accept the
appropriate type of AC — runway pavement,
length and category, aprons and parking posi-
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Figure l1a. Hourglass Hub

Figure 1b. Catchment Area Hub

tions capacity, etc., and ending with the qual-
ity of service and size of the Lounges in the
terminals).

The availability of several runways deter-
mines the level of airport development and
allows it to build up a competitive strategy more
efficiently. The runway is characterized by size
(in meters), pavement (for example, asphalt con-

Table 2

Potential bottlenecks for Hub competitive strategy development

Airport Side

Airline Side

Capacity Limitations
(Terminal, Airside, Landside)

Problems of Home carrier development

Lack of State Support

Strategy difference Airline/Airport

Unattractive price policy & service quality

Unattractive price policy & service quality

Unattractive Shops in Duty free area
(e.g. assortment, quality, price)

Problems generated by main competing airlines
(because of direct competition for transfer

passengers)
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crete, cement concrete, etc.) and the capacity of
the pavement.

According to the length of the runway, the air-
port management decides on the types of air-
craft that can be accepted by the airport, taking
into account their total weight. According to the
operational characteristics of the runway, restric-
tions can be set on the number of aircraft depar-
tures per day.

Taking into account the runway length the
airport management makes a decision on types
of aircraft, which can be handled by the air-
port, taking into account also their full weight.
The restrictions on the number of operations/
movements per day may be imposed proceed-
ing from the conditions and capacity of the of the
runway.

Today, the issue of the runways run down is
the main problem of Ukrainian regional airports
and the main guidelines of state initiatives for air-
port development. In addition, the airports efforts
to increase passenger and cargo traffic leads to
the need to build new or rehabilitate the already
existing runways to meet these needs.

According to industry experts there are three
types of participants who are of particular impor-
tance for competition at airports:

— passengers who decide whether to
travel, and if so, whether or not to fly or travel in
another way. If they want to fly, they should also
decide where and when to fly with what airline to
fly and from which airport;

— airlines that decide or use the services of
a particular airport;

— airports providing location and arrival
locations, as well as a number of aeronautical
and non — aeronautical services to airlines and
passengers.

Airports decide what services to offer passen-
gers/airlines and what price they have to pay for
them.

According to the experts, as in any market,
competition between airports can take sev-
eral dimensions, including the price and qual-
ity of services. The service can be offered both
passengers directly (in the form of lounge,
retail offers, terminal atmosphere), and air-
lines (in the form of operating processes that
increase the efficiency of the airline and reduce
costs).

ACI also analyzes some specific features of
airports that affect their market power and their
ability to use this power. According to our opin-
ion we have to specify two of them that are of
the great importance for the airports’ competitive
strategy development.

In the previous edition of the Airport Econom-
ics Manual ICAO Doc 9562 it was stated that the
commercialization and privatization have been
bringing more competition and commercial pres-
sure on airports. In the same document, ICAO
offers the following classification of types of
competition between airports:

— competition between long-haul hubs
competing for origin-destination and transfer
traffic;

— competition between multiple airports
in large conurbations owned and / or operated
by separate entities competing in the same
market;

— competition between smaller non-proxi-
mate airports actively competing to attract point-
to-point, short-haul services, particularly those
offered by low-cost carriers (LCCs) [18].

At the same time, we consider the following
classification of types of airport competition as
one of the most comprehensive and complete:

— competition on the common resource of
the local market — for example, Airports Charles
de Gaulle and Orly in Paris; Airports John
F. Kennedy, Newark and LaGuardia in New York;
Heathrow, Stansted, Gatwick, London City and
Luton in London;

— competition for transit transportation —
passengers (and sometimes airlines) can
choose alternative transfer if there are cheaper,
faster and / or more convenient transfer flights;

— competition for freight transportation —
cargo is very sensitive to price and can choose
an alternative route or other type of transport.
For example, at high charges for cargo trans-
portation in Amsterdam, the cargo can be trans-
ported to Brussels and from there to be taken to
the truck to the final point;

— competition for the destination point —
recreational tourism can choose another pur-
pose if the fare is too high (or quality of service is
too low);

— competition on non - aeronautical ser-
vices (retail trade, parking etc.)

— competition between different modes of
transport - for example, with rail for some Euro-
pean routes.

Thus, one of the most common types of com-
petition is competition between hub airports for
transit flows, and given that in this segment,
large capital airports are usually competing, this
type of competition is one of the most intense.

Conclusions. The formation of a competi-
tive airport strategy is an extremely important
task in the post-crisis period caused by the
COVID-19 pandemic and subsequent negative
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trends in the world economy. At the same time,
maintaining existing and gaining new competi-
tive advantages by a particular airport involves
close interaction with other key agents of the
aviation market — airlines. Knowledge of spe-
cific factors that influence the formation of the

competitive strategy of the airport allows to fully
ensure its development in the transport net-
work of the state, which in turn will help to inten-
sify social and economic interaction with other
regions of the world through the movement of
cargo (goods) and passengers.
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