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favour of Groningen Airport Eelde NV 

 

Dear Sir, 

 

1. PROCEDURE 

 

(1) By letters of 2 October 2008 and 17 June 2009, following several complaints from 

private individuals and a residents' association, the Commission asked the Dutch 

authorities to provide information on alleged State aid measures in favour of 

Groningen Airport Eelde NV (GAE). 

(2) The Dutch authorities replied by letters of 26 December 2008, 31 July 2009 and  

29 October 2009 respectively. 

(3) By letter of 19 November 2009, the Commission informed the Dutch authorities of its 

decision to consider investment aid in favour of GAE compatible with the internal 

market on the basis of Article 107(3)(c) of the TFEU.
1
 The measures relating to the 

coverage of operating losses at GAE was left to be investigated as potential existing 

aid at a later date under article 17 of Regulation No 659/1999.
2
  

                                                           
1
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Groningen Airport Eelde NV, OJ C 320, 24.12.2009, p.4.  
2
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(4) By letter of 27 November 2009 and 24 December 2009, the Commission received 

further information regarding alleged operating aid in favour of GAE from private 

individuals and a residents' association.  

(5) By letter of 11 November 2013, the Commission asked the Dutch authorities to 

provide further information concerning the measures relating to the coverage of 

operating losses at GAE. 

(6) The Dutch authorities replied by letter of 18 December 2013. 

(7) On 20 February 2014, the Commission adopted the Guidelines on State aid to airports 

and airlines
3
 (2014 Aviation Guidelines), containing compatibility conditions for 

operating aid to airports. By letter dated 24 February 2014, the Commission requested 

the Dutch authorities to provide their observations on the compatibility of the 

measures in question with the 2014 Aviation Guidelines within 15 working days. By 

letter dated 11 March 2014 the Dutch authorities provided their observations.  

2. DESCRIPTION OF THE MEASURES  

2.1. Groningen Airport Eelde  

(8) Groningen Airport Eelde is located 16 km from the city of Groningen in the north of 

the Netherlands. It is owned and operated by the limited liability company Groningen 

Airport Eelde NV (GAE), fully (100%) publicly owned by regional and local 

authorities.
4
  

(9) GAE mainly serves the provinces of Groningen, Friesland and Drenthe in the north of 

the Netherlands. Aside from scheduled and charter traffic, GAE also serves as a 

training centre for commercial pilots. In addition, the airport serves private aircraft 

(business aviation), taxi flights, incidental military flights, recreational (sport) 

aviation, ambulance services (trauma helicopter), and emergency flights with donor 

organs for the Groningen University Medical Centre and rescue services. 

(10) Airports in the vicinity of Groningen Airport Eelde are Lelystad (143 km, 1 hour 18 

minutes), Münster-Osnabrück (175 km, 1 hour 49 minutes by car), Bremen (189 km, 1 

hour 53 minutes by car), Amsterdam Schiphol (202 km, 1 hour 52 minutes by car), 

Rotterdam The Hague (242 km, 2 hours 14 minutes by car), Eindhoven (243 km, 2 

hours 11 minutes by car), Weeze (243 km, 2 hours 16 minutes by car), and Düsseldorf 

(256 km, 2 hours 27 minutes by car). 

(11) The table below (see Table 1), shows the passenger traffic development at GAE in 

2002 to 2013. Passenger traffic at GAE grew by 40% from approximately 149 000 
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   The current shareholders of GAE NV are the Province of Groningen (30%), the Province of Drenthe  

  (30%), the Municipality of Groningen (26%), the Municipality of Assen (10%) and the Municipality of  

  Tynaarlo (4%). 



passengers in 2011 to approximately 208 000 passengers in 2012, mainly due to the 

arrival of Ryanair at the airport. 

 

 

Table 1: Passenger traffic development at GAE in 2002 – 2013 

Year Total number of passengers at the 

airport 

2002 148 291 

2003 177 851 

2004 155 534 

2005 162 875 

2006 166 240 

2007 172 455 

2008 190 934 

2009 167 110 

2010 153 850 

2011 148 850 

2012 208 669 

2013 201 721 

 

(12) Traffic forecasts in GAE's 2013 business plan foresee a growth to 300 000 passengers 

by 2017 and 600 000 by 2023. The 2013 business plan foresees the development of 

point-to-point fights to important European (business) destinations, expansion of 

routes offered by LCCs and strengthening of the holiday charter segment.  

2.2. Financing of the airport before 2001  

(13) After 1945, the Dutch State initiated discussions regarding the construction and 

operation of certain civil airfields, including the Eelde airfield. 

(14) By letter dated 1 November 1947, the Minister of Transport proposed to the Mayor of 

the Municipality of Groningen to arrange financial matters regarding the setting up of 

a limited liability company to operate Eelde airfield.
5
 It was also proposed that the 

public shareholders of the operator of Eelde airfield would cover the operating losses 

of the airport according to a 40% (State) - 60% (regional and local authorities) ratio. 

(15) By letter dated 15 September 1951, NV Luchtvaartterrein Noord Nederland's
6
 CEO 

asked its shareholders for agreement with the Minister's proposal to cover the 

operating losses of its successor according to the above-mentioned ratio. 
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(16) By letter dated 30 September 1952, NV Luchtvaartterrein Noord Nederland's CEO 

informed the Minister of Transport that, pursuant to its letter dated  

15 September 1951 all its shareholders had agreed to participate with the State in the 

setting up of the undertaking and in the coverage of the future operating losses of this 

undertaking. 

(17) GAE was founded in 1955 following the adoption of the ‘Incorporation of Public 

Limited Companies for the Aerodromes Eelde, Zuid-Limburg and Texel Act’. At the 

time of incorporation, the articles of association of the company appended to the 1955 

Act, mention that the object of the company is the construction, maintenance, 

development and operation of the airport. 

(18) In 1988, the Dutch authorities re-affirmed this in the 'Structuurschema 

Burgerluchtvaartterreinen' (SBL).
7
 Pursuant to this instrument, GAE was obliged to 

ensure accessibility of the region by air and thereby to contribute towards regional and 

social development of the Northern Netherlands. At the same time, the Dutch 

authorities designated GAE as the location for the national aviation school centre for 

pilots using Instrument Flight Rules (IFR). Furthermore, the SBL confirmed that the 

public shareholders would continue to support the operation of the airport. 

(19) In this context, State subsidies were granted to GAE on a yearly basis since its 

incorporation according to the 40-60% ratio with a view to covering the operating 

losses of the undertaking.  

2.3. Financing of the airport after 2001 

(20) Following a 1997 policy document setting out the strategy for regional airports in the 

Netherlands, the Dutch central government decided to terminate its financial support 

to regional airports as of 1 January 2002.
8
  

(21) In this context, by agreement of 12 December 2001 between the Dutch central 

government and GAE, the Dutch central government agreed to transfer its shares in 

GAE
9
 and to provide a final lump sum of EUR 7.2 million to contribute to 40% of 

predicted operating losses of the airport in the period 2001-2016.
10

 This amount 

corresponds to the net present value in 2001 of 40% of operating losses forecast in a 

2001 business plan at a discount rate of 6.5% and also takes into account a drop in 

revenues related to a prohibition on training flights with large aircraft at the airport 

effective end of May 2001.  
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(22) According to the Dutch authorities, the contribution by the Dutch central government 

before 2002 to the operating losses at Groningen Airport Eelde is an individual 

measure irrevocably granted. 

(23) By a series of decisions in 2003,
11

 regional and local authority shareholders of GAE 

decided to provide GAE with EUR 1 million per annum for a period of 10 years (i.e. 

2003-2012), thereby replacing their contribution to the 60% share in operating losses 

by a fixed annual amount which was defined up front, but paid annually.  

(24) The table below (Table 3) summarises past and future contributions to GAE from the 

central government and the regional authorities to cover operating losses since 2001. 
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Table 2: State subsidies granted to GAE to cover expected operating losses (in EUR 1000) 2001-2016 

 

 2001 2002 2003 2004 2005 2006 2007 2008 

Expected losses
(1)

 

 
-1 264 -876 -943 -1 460 -2 112 -1 857 -1 638 -1 587 

Central government 

 

7 200  0 0 0 0 0 0 0 

Regional and local 

authority shareholders 

847
(2) 

966
(2)

 1 021 1 021 1 021 1 021 1 021 1 021 

 2009 2010 2011 2012 2013 2014 2015 2016 

Expected losses 

 
-1 262 -1 257 -1 227 -1 171 -1 224 -1 070 -900 -546 

Central government 

 

0 0 0 0 0 0 0 0 

Regional and local 

authority shareholders 

1 021 1 021 1 021 1 021 0 0 0 0 

Total expected losses -20 394 

Total operating aid 

amount 

19 223 

 

(1)  
Including losses related to the politically imposed ban on training flights with large aircraft.

 

(2)  
These amounts from regional and local authority shareholders correspond to 60% of actual operating  

  losses as they were granted under the old regime. 

3. ASSESSMENT OF THE MEASURES  

3.1. Applicability of the State Aid rules to financing of airport operations 

(25) Until recently, the development of airports was often determined by purely territorial 

considerations or, in some cases, military requirements. The operation of airports was 

organized as part of the administration rather than like a commercial undertaking. 

Competition between airports and airport operators was also limited and developed 

gradually. Taking into account those conditions, the financing of airports and airport 

infrastructure by the State had previously been considered by the Commission itself as 

a general measure of economic policy which could not be controlled under the Treaty 

rules for State aid.
12

  

(26) The situation has changed. In the "Aéroports de Paris" judgment, the General Court 

stated that the operation of an airport, including the provision of airport services to 

airlines and to the various service providers within airports, is an economic activity.
13

 

Consequently, as of the adoption of the above judgment (December 2000) it has not 
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  Communication on the Application of Articles 92 and 93 of the EC Treaty and Article 61 of the EEA 
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  Case T-128/89 Aéroports de Paris v Commission [2000] ECR II-3929, confirmed by Court of Justice in 

Case C-82/01 P [2002] ECR I-9297, paragraph 75 with further references.   



been possible to consider that the operation and construction of airports as a task 

carried out within public policy remit by an administration, which is outside the ambit 

of State aid control.  

(27) In its "Leipzig/Halle airport" judgment the General Court confirmed that it is a priori 

not possible to exclude the application of State aid rules to airports as the operation of 

an airport is an economic activity.
14

 Once an airport operator engages in economic 

activities, regardless of its legal status or the way in which it is financed, it constitutes 

an undertaking within the meaning of Article 107(1) of the TFEU, and the Treaty rules 

on State aid therefore apply.
15

  

(28) In the light of the recitals (25) to (27), the Commission considers that prior to the 

General Court judgment in Aéroports de Paris, public authorities could legitimately 

consider that financing measures definitively adopted before the judgment in 

Aéroports de Paris did not constitute State aid and accordingly did not need to be 

notified to the Commission. It follows that the Commission can no longer put into 

question financing measures definitively adopted before the judgment in Aéroports de 

Paris under State aid rules. 

(29) Moreover, financing measures that were definitively adopted before any competition 

developed in the airport sector, did not constitute State aid when adopted, but should 

be considered existing aid pursuant to Article 1(b)(v) of Regulation 659/99.
16

  

(30) As the measure to support operating losses at GAE was irrevocably granted before the 

judgment in Aéroports de Paris, and new measures were granted in agreements and 

decisions of 2001 and 2003, the Commission can conclude that the old measure 

remained in force until that time and, consistent with its decision of 19 November 

2009, consider that it cannot put into question at this stage the amounts granted under 

the old measure. Accordingly, the Commission will limit its assessment in this 

decision to the measures granted in 2001 and 2003.  

(31) Since the contributions to operating aid by the central government after 2001 and by 

regional and local authority shareholders after 2003 were granted after the judgment in 

Aéroports de Paris, they must be assessed as new potential aid under  

Article 107(1) TFEU and the 2014 Aviation Guidelines. 
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  Case T-455/08 Flughafen Leipzig-Halle GmbH and Mitteldeutsche Flughafen AG v Commission, 
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Alleged State aid to the airport and the agreement with Ryanair, OJ C 12, 17 January 2009, p. 6, 
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  Council Regulation (EC) No 659/1999 of 22 March 1999 laying down detailed rules for the application 

of Article 93 of the EC Treaty, OJ L 83, 27 March 1999, p.1, Article 1(b)(v) 'aid which is deemed to be 

an existing aid because it can be established that at the time it was put into effect it did not constitute an 

aid, and subsequently became an aid due to the evolution of the common market and without having 

been altered by the Member State'. 



 

3.2. Existence of aid 

(32) By virtue of Article 107(1) of the TFEU "any aid granted by a Member State or 

through State resources in any form whatsoever which distorts or threatens to distort 

competition by favouring certain undertakings or the production of certain goods 

shall, in so far as it affects trade between Member States, be incompatible with the 

internal market." 

(33) The qualification of a measure as State aid within the meaning of this provision 

requires the following cumulative conditions to be met:  

- the measure must be financed through State resources and be imputable to the 

State;  

- it must confer an economic advantage on its recipient;  

- the advantage must be selective; and,  

- the measure must distort or threaten to distort competition and have the potential to 

affect trade between Member States.  

 

State resources and imputability to the State 

(34) The concept of State aid applies to any advantage granted through State resources by 

the State itself or by any intermediary body acting by virtue of powers conferred on 

it.
17

 Resources of local authorities are for the application of Article 107 of the TFEU 

State resources.
18

 

(35) In the present case, the contributions to operating losses in favour of GAE are financed 

out of the budget of the Dutch central government and the budgets of regional and 

local authorities. Hence they involve State resources and are also imputable to the 

State. 

Economic advantage 

(36) The contributions to operating losses from the Dutch central government and the 

budgets of the regional and local authorities provided without any remuneration, 

relieved GAE from the burden of covering all of its own operating losses. Therefore, 

those contributions confer an economic advantage to the airport.  

Selectivity 

(37) Article 107 (1) of the TFEU requires that in order to be defined as State aid a measure 

must favour "certain undertakings or the production of certain goods". The 

Commission notes that the contributions to operating losses were paid only to GAE. 
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Thus, those contributions are selective measures within the meaning of Article 107 (1) 

of the TFEU.  

Distortion of competition and effect on trade 

(38) When aid granted by a Member State strengthens the position of an undertaking 

compared to other undertakings competing in the internal market, the latter must be 

regarding as affected by that aid. In accordance with settled case law,
19

 for a measure 

to distort competition it is sufficient that the recipient of the aid competes with other 

undertakings on markets open to competition. 

(39) As set out above, the operation of an airport constitutes an economic activity and 

competition takes place between airports to attract passengers and airlines. Therefore, 

GAE competes with other undertakings on a market open to competition. The 

economic advantage which GAE received strengthens its position vis-à-vis its 

competitors on the European market of providers of airport services. 

(40) Therefore, the public funding under examination distorts or threatens to distort 

competition and affects trade between the Member States. 

Conclusion 

(41) For the reasons set out above, the Commission concludes that the contributions by the 

Dutch central, regional and local authorities towards operating losses of GAE granted 

after the judgment in Aéroports de Paris constitute State aid within the meaning of 

Article 107 (1) of the TFEU.  

(42) As the grant at stake was not subject to prior Commission approval, the Netherlands 

have not respected the prohibition of Article 108 (3) of the TFEU.  

3.3. Compatibility of the aid  

(43) The 2014 Aviation Guidelines provide conditions under which operating aid to 

airports may be declared compatible with the internal market within the meaning of 

Article 107(3) (c) of the TFEU.
20

  

(44) According to point 137 of the 2014 Aviation guidelines
21

, in order for operating aid 

granted before the publication of these guidelines to be considered compatible with the 

internal market, the following cumulative conditions, with the exception of points 115, 

119, 121, 122, 123, 126 to 130, 132, 133 and 134, must be met:  

a) the measure must contribute to a well-defined objective of common interest;  

b) there must be a need for State intervention;  

c) the aid measure must be an appropriate policy instrument to address the  

  objective of common interest;  
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  Case T-214/95 Het Vlaamse Gewest v Commission [1998] ECR II-717. 
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  2014 Aviation Guidelines OJ C xx March 2014, point 104. 
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   2014 Aviation Guidelines, OJ C xx March 2014, point 137. 



d) there must be incentive effect;  

e) the aid should be limited to a minimum; and  

f) undue negative effects on competition and trade between Member States should  

  be avoided.   

 

(45) On 11 March 2014, the Dutch authorities provided their views on the compatibility of 

the measure under the 2014 Aviation Guidelines. 

 

a) Contribution to a well-defined objective of common interest 

(46) According to section 5.1.2.(a) of the 2014 Aviation Guidelines, in order to give 

airports time to adjust to new market realities and to avoid any disruptions in the air 

traffic and connectivity of the regions, operating aid to airports will be considered to 

contribute to the achievement of an objective of common interest, if it: i) increases the 

mobility of European Union citizens and connectivity of regions by establishing 

access points for intra-European Union flights; or ii) combats air traffic congestion at 

major European Union hub airports; or iii) facilitates regional development.  

 

(47) The Dutch authorities submit that taking into account the accessibility requirements 

for northern Netherlands, there was a fundamental need to keep the airport functioning 

until becoming profitable. There are no other airports in close proximity (100 km and 

60 minutes travelling time) and the Netherlands' main airport, Schiphol airport (itself 

congested), is located 227 km away and travelling time by car of more than two 

hours.. Moreover, the operation of the airport serves also regional development and 

job creation.  

(48) In addition, airport's activity is focused to provide specific destinations depending on 

the seasonal demand of the passengers using this airport. In this respect, over winter-

time destinations to the Canary Islands and Austria are served and over summer-time 

destinations to the Mediterranean Sea. Residents have the same possibility to fly 

directly from the region instead of via other airports located further away. Flights from 

the region have direct real benefits for the citizens concerned. 

(49) The Commission considers that the continued operation of Groningen Airport Eelde 

increases the mobility of European Union citizens and connectivity of regions by 

establishing an access point for intra-European Union flights in the north of the 

Netherlands. In addition, the continued operation of Groningen Airport Eelde 

facilitates regional development of the north of the Netherlands. Moreover, the 

operation and development of GAE also serves to decongest Schiphol airport.  

(50) The Commission therefore concludes that the measures at stake meet a clearly defined 

objective of common interest. 

 

 



b) Need for State intervention 

(51) According to section 5.1.2.(b) of the 2014 Aviation Guidelines, in order to assess 

whether State aid is effective in achieving an objective of common interest, it is 

necessary to identify the problem to be addressed. In this respect, any State aid to an 

airport must be targeted towards a situation where aid can bring about a material 

improvement that the market cannot deliver itself.  

(52) The Dutch authorities submit that there was a need for State intervention as the airport 

was not able to attract private financing and had difficulties ensuring the financing of 

its operation. According to the Dutch authorities without the aid the airport would 

have had to exit the market. The granting of operating aid gave the airport time to 

develop, adjust its business model and eventually become profitable.  

(53) The Commission recognises that Groningen Airport Eelde is a small regional airport 

with approximately 200 000 passengers per annum and under present market 

conditions could not fully cover its own operating costs. Therefore there is a need for 

State intervention.  

c) Appropriateness of the aid measures 

(54) According to section 5.1.2. (c) of the 2014 Aviation Guidelines, any measure of aid to 

an airport must be an appropriate policy instrument to address the objective of 

common interest. The Member State must, therefore, demonstrate that no other less 

distortive policy instruments or aid instruments could have allowed the same objective 

to be reached.  

(55) According to the Dutch authorities, the aid measures at stake are appropriate to 

address the intended objective of common interest that could not have been achieved 

by another less distortive policy instrument.  

(56) In the present case in order to provide proper incentives for efficient management of 

the airport, the aid amount was established ex ante as a fixed lump sum. This covered 

the expected funding gap of operating costs determined on the basis of an ex ante 

business plan of 2001. The expected funding gap of operating costs was paid partly as 

an up-front lump sum and partly in annual instalments. The objective was and is to 

phase out operating aid entirely by 2016.  

(57) The appropriateness of the measures at stake were also confirmed by actual results of 

the airport, GAE had an operating deficit of EUR 422 000 in 2012. Also the updated 

2013 business plan provided by GAE shows that GAE should cover its operating costs 

by 2017. Passenger traffic at Groningen Airport Eelde grew by 40% from 

approximately 149 000 passengers in 2011 to approximately 208 000 passengers in 

2012, mainly due to the arrival of low cost air carriers at the airport.  

(58) In view of the above, the Commission considers that the measures at stake were 

appropriate to reach the desired objective of common interest.  



d) Existence of incentive effect 

(59) According to section 5.1.2. (d) of the 2014 Aviation Guidelines, the incentive effect 

for operating aid is present if it is likely that, in the absence of operating aid, the level 

of economic activity of the airport would be significantly reduced. This assessment 

needs to take into account the presence of investment aid and the level of traffic at the 

airport. 

(60) The Dutch authorities submit that without the aid the scale of the operations at GAE 

would be severely impacted and reduced, leading eventually to the market exit of the 

airport due to the uncovered operating losses.  

(61) In view of the above, the Commission considers that the aid measures at stake had an 

incentive effect.  

e) Proportionality of the aid amount (aid limited to a minimum) 

(62) According to section 5.1.2. (e) of the 2014 Aviation Guidelines, in order to be 

proportionate, operating aid to airports must be limited to the minimum necessary for 

the aided activity to take place. 

(63) In the present case, the Dutch authorities established the amount of operating aid on 

the basis of an ex ante business plan and  limited it to the funding needs of the airport.  

(64) As stated above, the parameters of this business plan were further confirmed by the 

actual results of the airport, for example GAE had an operating deficit of  

EUR 422 000 in 2012. Also the updated 2013 business plan provided by GAE shows 

that GAE should cover its operating costs by 2017. The passenger traffic at Groningen 

Airport Eelde grew by 40% from approximately 149 000 passengers in 2011 to 

approximately 208 000 passengers in 2012, mainly due to the arrival of low cost air 

carriers at the airport.  

(65) In view of the above, the Commission notes that the Dutch authorities decided already 

in 2001 to phase out operating aid to Groningen airport. In this regard, the 

Commission observes the operating aid during this period has been allowing the 

airport to adjust its business model, to grow and to become profitable.  

(66) Moreover, the aid amount was limited to the expected operating losses on the basis of 

an ex ante business plan. This ex ante business plan of GAE paved the way towards 

the full operating cost coverage in 2017.  

(67) Therefore, the Commission considers that the operating aid amount in the case at stake 

was proportional and limited to the minimum necessary for the aided activity to take 

place.  



 

f) Avoidance of undue negative effects on competition and trade between Member States 

(68) According to section 5.1.2.(f) of the 2014 Aviation Guidelines, when assessing 

compatibility of operating aid account will be taken of the distortions of competition 

and the effects on trade.  

(69) In the present case the Commission observes that there are no other airports located in 

GAE's catchment area within 100 km or 60 minutes travelling time. Airports in the 

vicinity of Groningen Airport Eelde are Lelystad (143 km, 1 hour 18 minutes), 

Münster-Osnabrück (175 km, 1 hour 49 minutes by car), Bremen (189 km, 1 hour 53 

minutes by car), Amsterdam Schiphol (202 km, 1 hour 52 minutes by car), Rotterdam 

The Hague (242 km, 2 hours 14 minutes by car), Eindhoven (243 km, 2 hours 11 

minutes by car), Weeze (243 km, 2 hours 16 minutes by car), and Düsseldorf (256 km, 

2 hours 27 minutes by car). 

(70) In order to further limit the negative effects on competition and trade, the  the Dutch 

authorities submit that GAE's infrastructure is and will remain open to all potential 

users and is and will be not dedicated to one specific user. 

(71) In view of the above, the Commission considers that the undue negative effects on 

competition and trade between Member States are limited to the minimum.  

Conclusion 

(72) In view of the above, the Commission concludes that the measures are compatible 

with the internal market on the basis of Article 107(3)(c) of the TFEU. 

 

4. CONCLUSION 

The European Commission has therefore decided not to raise objections to the relevant 

measures on the ground that: 

- The coverage of operating losses of Groningen Airport Eelde NV irrevocably granted 

in 2001 and 2003 amounting to EUR 19.2 million for the period 2001 to 2016 

constitutes operating aid compatible with the internal market on the basis of Article 

107 (3) (c) of the TFEU. 

If this letter contains confidential information which should not be disclosed to third parties, 

please inform the Commission within fifteen working days of the date of receipt. If the 

Commission does not receive a reasoned request by that deadline, you will be deemed to 

agree to the disclosure to third parties and to the publication of the full text of the letter in the 

authentic language on the Internet site: 

 

http://ec.europa.eu/community_law/state_aids/state_aids_texts_nl.htm 

http://ec.europa.eu/community_law/state_aids/state_aids_texts_nl.htm


 

Your request should be sent by registered letter or fax to: 

 

European Commission 

Directorate-General for Competition 

1049 Brussels 

BELGIUM  

Fax No: +0032 (0) 2 2961242 

 

 

 

 

 

 

 

Yours faithfully, 

For the Commission 
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