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CHAPTER 1
PERSONS RESPONSIBLE FOR THE BASE PROSPECTUS
(DOCUMENT DE BASE)

In this document, the terms “Aéroports de Paris” or the “Company” shall mean Aéroports
de Paris S.A. The term “Group” shall mean the group of companies made up of the Company
and all its subsidiaries.

1.1. PERSON RESPONSIBLE FOR THE BASE PROSPECTUS

Mr. Pierre Graff, Chairman and Chief Executive Officer (Président-directeur général) of
Acéroports de Paris.

12 STATEMENT OF THE PERSON RESPONSIBLE

Having taken all reasonable care for such purpose, we certify that, to the best of our
knowledge, the information contained in this Registration Document accurately reflects reality
and contains no omission likely to affect its meaning.

We have obtained a letter (Iettre de fin de travaux) from the statutory auditors, in which
they indicate having verified the information relating to the financial position and the financial
statements provided for herein, and that they have read the document in its entirety.

This letter does not contain any observations.

Historical financial data provided for herein have been discussed in statutory auditors’
reports, attached as Exhibits 4, 5, 6 and 7 hereof, containing reserves and observations on the
consolidated financial statements for the fiscal year ended December 31, 2003 and observations
on the consolidated financial statements for the fiscal years ended December 31, 2004 and 2005."

The Chairman and Chief Executive Officer
Pierre Graff

Note: Please refer to Index to Financial Statements Page F-1. Please note that the information attached to the present
document is limited to the Statutory Auditors’ Report on the consolidated financial statements for the year ended
December 31, 2005; the Consolidated Financial Statements as of and for the Year Ended December 31, 2005 (IFRS),
the Statutory Auditors’ Report on the consolidated financial statements for the year ended December 31, 2004 and
Consolidated Financial Statements as of and for the Year Ended December 31, 2004 (French GAAP). For the other
Exhibits to the Document de Base, please refer to the Document de Base registered on April 21, 2006 under the number
1. 06-036.




2.1.

2.2.

2.3.

CHAPTER 2
AUDITORS

STATUTORY AUDITORS

* Ernst & Young Audit

Faubourg de 1’Arche, 11 allée de I’ Arche, 92037 Paris La Défense Cedex
Represented by Mr. Francis Gidoin

» Salustro Reydel, member of KPMG International

8 avenue Delcassé, 75378 Paris Cedex 08

Represented by Mr. Philippe Arnaud

ALTERNATE AUDITORS

* Mr. Jean-Jacques Dedouit

19 rue Clément-Marot, 75008 Paris
* Mr. Bernard Lelarge

61 rue La Boétie, 75008 Paris

TERM OF OFFICE OF THE AUDITORS

Ernst & Young Audit and Salustro Reydel, member of KPMG International, have been
statutory auditors of Aéroports de Paris since January 19, 2004 (financial statements relating to
the fiscal year ended December 31, 2003). Messrs. Jean-Jacques Dedouit and Bernard Lelarge
have been alternate auditors since the same date. The terms of office of each of the auditors

(statutory and alternate) shall expire upon adjournment of the annual shareholders’ meeting

ruling on the financial statements for the fiscal year ended December 31, 2008. Pursuant to the
provisions of paragraph IV of Article 5 of the Law no. 2005-357 of April 20, 2005 on airports,
the conversion of Aéroports de Paris into a Société anonyme on July 22, 2005 has not modified

such terms of office.



CHAPTER 3
SUMMARY FINANCIAL DATA

The consolidated financial statements for the year ended December 31, 2005 were
prepared in accordance with IFRS (International Financial Reporting Standards) as adopted by
the European Union and in effect on December 31, 2005. They include for comparison data
relating to the year ended December 31, 2004 restated in accordance with the same principles.

The consolidated financial statements of the Group for the years ended December 31,
2003 and 2004 were prepared in accordance with French generally accepted accounting
principles (“French GAAP”) (Regulation 99-02 of April 29, 1999 of the Comité de la
réglementation comptable on consolidated financial statements of commercial companies).

Aéroports de Paris’s consolidated financial statements as of and for the years ended
December 31, 2003, 2004, and 2005 have been audited by Ernst & Young Audit and Salustro
Reydel, member of KPMG International.

Income Statement Data 2004-2005 (I FRS)

Year ended December 31 Change
2004 2005 2006
(in millions of euros)

Revenues'"” 1,811.7 1,914.6 5.7%
EBITDA® 542.8 592.4 9.1%
Operating income from ordinary 291.0 331.2 13.8%
activities"”
Operating income 274.8 354.7 29.1%
Net income, group share 144.1 179.9 24.9%
Net income, group share 154.5 158.1 2.3%

excluding CDG 2E accident

(1) Products from ordinary activities.
(2) EBIDTA : earnings before interest, tax, depreciation and amortization.

(3) Operating income from ordinary activities is operating income before the impact of certain non-recurring revenues and expenses, including
those relating to the CDG Terminal 2 accident.

(4) Net income attributable to shareholders of Aéroports de Paris.



Balance Sheet Data 2004-2005 (IFRS)

At December 31,

2004 (IFRS) 2005 (IFRS)
(in millions of euros)

Total non-current assets 4,734.0 4,947.9
Total current assets 784.5 1,120.9
TOTAL ASSETS 5,518.5 6,068.8
Shareholders equity 1,848.8 2,030.7
Total current liabilities 2,760.0 3,037.8
Total non-current liabilities 909.7 1,000.3
TOTAL LIABILTIES AND

SHAREHOLDERS EQUITY 5,518.5 6,068.8



Consolidated Statements of Cash Flows Data 2004-2005 (IFRS)

Y ear ended December 31,
2004 (IFRS) 2005 (IFRS)
(in millions of euros)

Cash flow from operating activities 389.3 647.3
Cash used in investment activities (474.1) (526.4)
Cash from financing activities 9.6 96.0
Change in cash and cash equivalents (75.3) 217.4

Financial debt net December 31, 2004-2005 (IFRYS)

December 31
2004 2005
(in millions of euros)
Sub-total debt 2,507.3 2,768.1
Derivative financial instruments in a
liability position — 10.8
Gross debt 2,507.3 2,778.9
Derivative financial instruments in an
asset position — (92.9)
Cash and cash equivalent (173.5) (388.3)
Net debt 2,333.8 2,297.7
Summary Consolidated Income Statement Data 2003-2004 (French GAAP)
Year ended December 31, Change
2003 2004 2003-2004
(in millions of euros) %
Revenues 1,711.8 1,820.9 6.4%
Operating income before depreciation, 574.6 602.4 4.8%
amortization and provisions'"
Operating income® 330.0 307.2 (6.9%)
Net income, Group share 128.9 125.9 (2.3%)

(" Operating income before depreciation, amortization and provisions under French GAAP excludes the impact of provisions relating to

operating activities as well as certain other operating revenues and expenses, while EBITDA (as defined by Aéroports de Paris in 2005)
includes the impact of these items.

Operating income under French GAAP excludes exceptional items, which are separately recorded as exceptional income or loss, while
operating income from ordinary activities under IFRS include certain items that were formerly recorded as exceptional income or loss.

()



Balance Sheet Data 2003-2004 (French GAAP)

At December 31,

2003 2004

(in millions of euros)
Fixed assets 4,120.5 4,280.4
Current assets 749.2 851.7
TOTAL ASSETS 4,869.7 5,132.1
Shareholders equity (Group share) 1,432.0 1,544.9
Minority interests 45.2 0
Provisions for risks and charges 401.1 404 .4
Debt 2,991.4 3,182.8
TOTAL LIABILITIES AND
SHAREHOLDERS EQUITY 4,869.7 5,132.1

Consolidated Statements of Cash Flows Data 2003-2004 (French GAAP)

Year ended December 31,

2003 2004
(in millions of euros)
Cash flow from operating activities 219.9 311.9
Cash used in investment activities (504.7) (485.0)
Cash from financing activities 239.5 97.8
Change in cash and cash equivalents (45.3) (75.3)



CHAPTER 4
RISK FACTORS

The reader should consider carefully the following risk factors. Additional risk factors not
currently known or which are currently deemed immaterial may also impair Aéroports de Paris
operations. Aéroports de Paris’ business financial condition or results of operations could be
materially adversely affected by any of these risks.

4.1. RISKSRELATED TO THE BUSINESSACTIVITIES OF AEROPORTS DE PARIS

AéroportsdeParis revenuesdepend mainly on levelsof air traffic, which in turn depend
on factorsthat Aéroportsde Paris doesnot control

Acéroports de Paris’ revenues are closely linked to levels of passenger and cargo traffic and the
number of plane movements at the airports it operates. These factors directly determine
revenues from airport fees and indirectly determine revenues generated from shops and car
parks.

The level of air traffic to or from the Paris airports, both in terms of numbers of passengers and
cargo volumes, depend on numerous factors, some of which are beyond the control of Aéroports
de Paris, including:

e the general level of economic growth, particularly in France and the rest of Europe;

e the political and public health situation in France and elsewhere in the world (see below);

e the strategies and successes of airlines and alliances that have important nerwork hubs at the
Aéroports de Paris airports, chief amongst them the Air France-KLM group and the

SkyTeam alliances;

e the attractiveness of the airports managed by Aéroports de Paris relative to that of other
European airports (particularly London, Amsterdam, Frankfurt and Madrid);

e competition from high-speed trains (TGV, Thalys and Eurostar);

e fluctuations in oil prices (which can have a negative impact on traffic through measures such
as the fuel surcharge imposed by airlines following the rise in oil prices in 2005);

o the size of planes, their passenger level and their destinations (as fees charged for
international flights are greater than those for domestic or European flights);

e the number of, allocation of and limitations on permitted take off and landing slots (see
below); and

e more generally, regulatory decisions imposing specific costs on air travel (such as the
development tax on plane tickets imposed pursuant to a French law adopted on 30 December
2005), which can have a negative impact on demand for air travel, even though the actual
effect on traffic of such charges is difficult to assess.



Air traffic and its distribution between geographical regions for flights to or from Paris airports
might not reach expected levels and could thus have significant negative effects on revenues of
Aéroports de Paris, its results of operations and its financial position.

A significant share of Aéroportsde Paris businessislinked to the business of the Air
France-KLM group

Acéroports de Paris’ business, results of operations and financial position are in part linked to the
activities of the Air France-KLM group. This group, a member of the SkyTeam alliance, is
Aéroports de Paris’s largest client. In 2005, the Air France-KLM group represented revenues of
441.2 million euros (63% of which were airport fees), or 23% of the Group’s total revenues. In
addition, passengers carried by the airlines in the Air France-KLLM group and the SkyTeam
alliance generate a significant share of the Group’s other revenues, such as commercial revenues.

A change in the Air France-KLM group’s strategy (particularly whether it continues to use the
hub system), the closure or relocation of certain routes, financial difficulties at the Air France-
KLM group or a decline in the quality of its services would have, at least in the short term, a
significant impact on the Group’s business, profits and financial position. Moreover, in making
investment decisions, the Group takes into consideration the requirements of its clients,
especially airlines, the first of which is the Air France-KLM group.

The activities of Aéroportsde Parisareregulated

Acéroports de Paris operates in a regulated business environment. French laws and regulations,
European regulations and rulings by French and international courts with jurisdiction over
airports and air transport have a direct influence on Aéroports de Paris’ profits. As with all
regulated sectors, future changes to regulations, or to their interpretation by government
authorities or by the courts, could result in additional expenses for Aéroports de Paris and have a
negative impact on its revenues, results of operations and financial position. Thus:

e the conditions for changes in airport fees are determined under multi-year contracts lasting
up to five years entered into with the Republic of France or, in the absence of a multi-year
contract, on an annual basis under conditions set by government decree. As part of the
consultation process, which precedes the setting of changes in fees, airlines, particularly the
Air France-KLM group, are invited to submit their comments and views on any changes.
The interests of airlines are different from those of Aéroports de Paris;

e under the multi-year contracts entered into with the Republic of France, changes in the fees
paid by airlines are based on estimated future results of operations that go beyond aviation
activities to include projected commercial revenues and revenues from certain other
activities;

e the allocation of take off and landing slots is carried out by an independent body. This
organization could make decisions on the allocation of take off and landing slots that would
be disadvantageous to Aéroports de Paris (see below);



e the French government determines the security policy to be implemented under its
supervision and has allocated responsibility for aspects of security to Aéroports de Paris.
Increasingly strict rules could be adopted by European or French authorities, particularly in
response to serious political events, or as part of a heightened drive to eliminate terrorism,
which could lead to more demanding operational requirements, the implementation of
programs to upgrade facilities or an increase in the inconvenience to passengers caused by
the various security measures;

e security costs, which were €313.5 million for the Group in 2005, are currently financed by an
airport tax, designed to cover all costs borne by Aéroports de Paris in performing this public
service. Aéroports de Paris cannot, however, guarantee that there will not be changes in
regulations that affect the coverage of costs.

e the government sets the legal framework for airport and air transport safety. This legal
framework could be strengthened, placing additional obligations on Aéroports de Paris.

The parametersfor changesin the level of airport feesreceived by Aéroportsde Paris
could be changed when the Contrat de Régulation Economique expires or if this agreement
isrevised or terminated early

Under Article L. 224-2-1I of the Civil Aviation Code, conditions for changes in airport fees are
determined by a multi-year contract with the Republic of France, lasting for a maximum of five
years. In the absence of any such contract, airport fee rates are set for a one-year period after
approval by the Ministers responsible for civil aviation and the economy. The first such contract
between Aéroports de Paris and the French Republic is known as the “Contrat de Régulation
Economique” (CRE) and was signed on February 6, 2006, covering the period from 2006-2010.
Article L. 224-2 of the Civil Aviation Code requires that the conditions governing changes in
airport fees take into account forecasts of costs, revenues and investment and of the quality of
public service provided by the airport operator, while Article R. 224-3-1 of the Code provides
that the airport operator receives, based on these factors, a fair return on capital invested,
evaluated by reference to the weighted average cost of its capital. Aéroports de Paris cannot,
however, give any assurance regarding the level of fees that the Republic of France will
authorize it to charge beyond 2010. In addition, the CRE may be modified or terminated early in
the event of a circumstance that fundamentally changes the economics of the contract.

Litigation has been filed seeking to have the Contrat de régulation économique declared null
and void. If successful, thislitigation could have, at least temporarily, an adver se impact
on theresults of operations of the Group

Between April 4 and April 6, 2006, the airline union, the National Federation for Merchant
Aviation and the Association of Airline Representatives in France filed three summary motions
with the Consell d' Etat against the CRE, seeking to have the contract declared null and void on
the basis of a number of alleged procedural and substantive defects, including that the maximum
airport fee increases authorized in the CRE were determined on the basis of a manifest error.

The motions also sought to void the decisions of the Ministry of the Economy, Finance and
Industry and of the Ministry of Transportation, Infrastructure, Tourism and Maritime Affairs to
sign the CRE. The motions are preliminary and must be supplemented with full complaints. See



20.8 “Business — Legal Proceedings.” Aéroports de Paris nonetheless believes that the manner in
which the maximum airport fee increases were determined did not involve any manifest error
within the meaning of applicable administrative case law, and that the CRE entered into with the
Republic of France was negotiated in conformity with the procedures set forth in Article R. 224-
4 of the Civil Aviation Code. Nevertheless, Aéroports de Paris cannot give any assurance as to
the likely outcome of the proceedings. If the CRE is declared null and void, it may be difficult to
continue to apply any fee increases put in place after the signature of the CRE, until the signature
of a new multi-year regulatory contract or the authorization of a fee increase on an annual basis.
Any resulting loss of revenues would have an adverse impact on the Group’s results of
operations for the relevant year or years.

Aéroportsde Parishasno control over the number or allocation of take off and landing
slotsand asaresult isnot in a position to optimize their use

As the number of take off and landing slots at airports is limited, air traffic depends on the
allocation of slots and the efficient use of the slots allocated. At Paris - Charles de Gaulle and
Paris - Orly airports, allocation of slots and monitoring of their correct use by airlines is, under a
ministerial order of 9 August 1996, the sole responsibility of COHOR, the Association pour la
Coordination des Horaires (Timetable Coordination Association), whose members are airlines
(Aigle Azur, Air France, Brit Air, CCM Airlines, Corsair, La Poste, Régional Compagnie
Européenne and Star Airlines) and airport operators (Aéroports de Paris, the Chambers of
Commerce and Industry of Lyon and Nice). In practice, and in order to meet European
regulations, COHOR has appointed a “delegated coordinator” for the effective allocation of slots.
The delegated coordinator, who must act in a way that is neutral, non-discriminatory and
transparent, may decide to allocate the slots that become available at each airport (i.€. slots that
are unused by an airline, slots freed by an airline that ceases operations or slots created by an
increase in airport, and particularly runway, capacity) to routes generating low traffic volumes.
In addition, as part of its public service mission, the Republic of France each year reserves a
certain number of slots at the Paris - Orly airport (for example, 38,416 of the 250,000 slots
available under the regulations each year are currently reserved) for allocation to so-called
national improvement routes, providing regional links. The reallocation of unused slots,
including those that had been held by an airline that ceases operations, may not take place
immediately, thus reducing the number of slots in actual use. Lastly, at Paris - Charles de Gaulle
airport, the number of available slots depends in part on factors outside the control of Aéroports
de Paris, and in particular on the number of hourly movements that can be managed by air traffic
control services.

Regulatory constraintsregarding environmental protection could limit the business
activities of Aéroportsde Paris, hamper itsgrowth or require substantial expenditure

Aéroports de Paris’ business activities are governed by stringent environmental protection
regulations, relating in particular to noise pollution, air quality, the protection of water resources
and waste management. In particular:

e Aéroports de Paris’ business at the Paris - Orly airport is subject to limits on the number of

take off and landing slots available, runway use procedures and night take-off and landing
times for planes, with a view to minimizing disturbance, particularly noise pollution.
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Activities at Paris - Charles de Gaulle airport are also limited in terms of the number of take
off and landing slots at night .

e While not directly applicable to Aéroports de Paris, regulations governing airlines,
particularly in terms of air quality and fuel use, have an impact on air traffic (in terms of the
volume and type of traffic) and thus on the revenues of Aéroports de Paris.

A tightening of environmental protection regulations, or of their interpretation by the authorities,
could require significant expenditure by Aéroports de Paris (even though in principle this would
be offset by an adjustment mechanism in the CRE) and create restrictions on the use of
equipment or facilities. This could have a negative impact on Aéroports de Paris’ business,
growth prospects, financial situation or results of operations.

Aéroportsde Parisoperatesin a competitive environment

The competition faced by Aéroports de Paris could intensify in all business areas, including both
the operation of its airports and related businesses:

e Aéroports de Paris, and more particularly Paris - Charles de Gaulle airport, is in direct
competition with other major European airports operating as hubs (primarily London
Heathrow, Amsterdam Schiphol — the second hub of the Air France-KLM group — Frankfurt
and Madrid-Barajas). In 2005, connecting passengers represented 32.0% of passenger traffic
at Paris - Charles de Gaulle and 24.6% of total passenger traffic at the Group’s airports. This
competition is increased by the strategy of many airlines, in the face of growing competition
in air transport to create marketing alliances resulting in networks of routes, thus maximizing
their sales offering to clients seeking to fly anywhere in the world while dealing with a single
carrier and single ticketing agent;

e Aéroports de Paris, and more particularly Paris - Charles de Gaulle airport, is in direct
competition with these same airports to be the European choice for intercontinental routes,
which generally seek to use airports offering a broad range of connecting flights to their
passengers;

e Aéroports de Paris, and more particularly Paris - Orly airport, competes on journeys of less
than three hours with rail services, especially high-speed rail services (TGV, Thalys and
Eurostar), the network of which continues to expand;

e Low cost airlines have become significant players in the European air transport market.
Acéroports de Paris competes for their flights with airports serving the Ile de France region
that are not managed by Aéroports de Paris (notably Beauvais-Till¢é airport);

e ground handling services have been open to competition since 1998; this competition has had
a significant negative impact on income from this business;

e the Group’s other activities (real estate, airport retail facilities and international expansion in

the fields of architecture and engineering for airport infrastructure and systems, airport
management and technical support and telecommunications on complex sites) face
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competition to a greater or lesser degree from numerous other companies, many of which
have already acquired considerable experience in their business.

Aéroportsde Paris plans substantial investment; thereturn on investment could fall short
of Aéroportsde Paris expectations

Given that growth in air traffic at the airports operated by Aéroports de Paris is directly related to
the availability of facilities on the ground, Aéroports de Paris plans to make significant
investments, primarily under its investment program for 2006 to 2010. Given the time required
for the construction and implementation of complex infrastructures, investments must be planned
long in advance and the investment decision is made several years before the corresponding
facility comes into operation. By way of example, for a new air terminal, the successive phases
of engineering and design, site preparation, major construction, secondary construction,
installation of electrical and mechanical equipment and testing mean that a lead time of between
four and six years is required, depending on the complexity of the terminal. However, growth in
air traffic is more gradual and can be interrupted by isolated factors such as geopolitical events or
public health problems. If growth in air traffic is lower or slower than assumed at the time an
investment is planned, the return on investment could be lower than expected and perhaps
insufficient to provide a satisfactory return on capital employed.

If theinternational air transport market changes, Aéroportsde Paris could have to adapt
some of itsfacilities

If the hub model, currently employed by numerous airlines and operated at the Paris - Charles de
Gaulle airport by the Air France-KLM group, the Group’s main client, were to be abandoned in
favor of direct routes, Aéroports de Paris could be forced to adapt certain features and
infrastructure of the Paris - Charles de Gaulle airport that are currently geared towards serving
connecting passengers, who make up 32.0% of passenger traffic at this airport. In addition, some
of the infrastructure at Aéroports de Paris has been specifically adapted or created to accomodate
connecting traffic, and a change to this model early in the life of such infrastructure could have a
significant effect on their profitability.

In making its decisions on investment and infrastructure, Aéroports de Paris must take strategies
of the airlines into account. However, airlines choose the type of airplanes they will buy or
charter and the routes that they will favor as a function of numerous criteria that are difficult to
predict. The strategic choices of airlines, and changes in these choices, could therefore have an
impact on the future investment policies of Aéroports de Paris and on the return on its past
investments.

Aéroportsde Paris could be obliged to adapt some of its facilities to be compatible with new
technological developments

If the technology used by companies in the air transport market changes, Aéroports de Paris
could have to adapt its facilities (as demonstrated by the launch of the A380, which will require
some airports to modify their infrastructure), and its revenues could be negatively affected. In
addition, although the CRE provides some mechanisms for compensation, technological changes
such as online check-in and electronic ticketing could render the Group’s facilities obsolete and
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have a negative impact on revenues (for instance, revenues generated from the provision of
check-in counters).

Aéroportsde Parisisexposed torisk related to the business of construction of complex
projects

The complexity of Aéroports de Paris’ infrastructure could be a source of significant delay in the
construction or implementation of projects or could lead to significant over-runs on planned
budgets. These delays or over-runs could have significant negative consequences on the Group’s
revenues, its results of operations and its financial position. Such delays could also have a
negative impact on the planned expansion of capacity at the airports operated by Aéroports de
Paris and on the Group’s image. Delays of this type could also lead to additional operating
expenses if they are accompanied by budget over-runs, or even operating losses if they persist for
a significant period of time. In addition, Aéroports de Paris could be obligated to pay contractual
penalties if it delivers projects with significant delay.

Acéroports de Paris might also have to bear the financial consequences of problems with
construction carried out on its behalf. For example, the collapse at terminal CDG 2E at Paris -
Charles de Gaulle airport resulted in the temporary closure of the terminal and could lead to legal
action against Aéroports de Paris (see 20.8 “Business — Legal Proceedings”). Aéroports de Paris
could also suffer financial consequences if construction defects become apparent after the
expiration of warranty periods provided by contractors.

Aéroportsde Parisisexposed torisk related to the operation of airports

Aéroports de Paris has obligations to protect the public at its airports and to reduce the risk of
accidents at its airports. These obligations can be divided into five types of risks:

e The facilities Aéroports de Paris makes available to airlines must be in good operational
order. A malfunction (for example, in the new baggage handling system at Paris - Charles de
Gaulle) could have a negative effect on relations with airlines, on the image of the Group or
on its results of operations (which depend in part on revenues arising from the proper
operation of its facilities);

e Poor weather conditions, labor disputes, technical problems (for example, a failure of
computer networks) or political events (for example, blockades by truck drivers), all could
result in temporary interruptions in airport services. In addition to the impact such
interruptions may have on air traffic (and thus on Group revenues), such events are often
subject to intense media coverage, particularly if there are major inconveniences to
passengers. A prolonged closure of one or more of the Group’s airports could negatively
affect the perception of Aéroports de Paris’ quality of service.

e As with any company dealing with members of the public, Aéroports de Paris is required to
implement certain measures for the protection of the public, such as fire safety in public
spaces, design and maintenance of car parks and access routes to meet the highway code and
road safety rules;
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e As an airport operator, Aéroports de Paris is required to implement certain measures specific
to aviation activities: maintenance, management and supervision of aviation facilities, snow
clearance, rescue and fire services for aircraft (SSLIA), monitoring of traction and skid levels
and measures to control the threat from birds (a requirement that may be extended to
controlling the risks created by the presence of any animal, not just birds, on the airport site);

e Aéroports de Paris provides certain services for the Republic of France. Thus it implements,
on behalf of the government, security and public health protection measures and it
implements specific national programs (such as the Vigipirate national security alert plan and
the Piratox and Piratnet anti-terrorism measures). Paris - Orly, Paris - Charles de Gaulle,
Paris - Le Bourget airports and Issy-les-Moulineaux heliport, have been classified as
sensitive defense points (officially recognized as playing a major role in the defense of the
country on a national or regional level), which requires the implementation of specific
protective measures to ensure operational continuity.

Aéroportsde Parisisexposed to therisk of failure of its sub-contractors

Aéroports de Paris sub-contracts some of its operations, particularly those relating to its security
obligations. It is possible that some of these sub-contractors might fail to comply with their
obligations.

Aéroportsde Parisisexposed to therisk of aterrorist attack

As are all airport operators, Aéroports de Paris is constantly subject to the threat of terrorist
attack. If this were to take place, in France or abroad, business levels at the Aéroports de Paris
airports could be significantly affected following the probable considerable reduction in air
traffic, for an indeterminate period, as was seen following the September 11, 2001 attacks. If the
attack was on one of the airports operated by Aéroports de Paris, the airport in question could be
closed, in whole or in part, for the time needed to rescue any victims, investigate the
circumstances of the attack and rebuild any damaged buildings and areas. In addition, there
would be a risk that victims of a terrorist act could hold Aéroports de Paris responsible for their
suffering and seek compensation.

In addition, security measures could be heightened as a result of a terrorist attack, thus increasing
the inconvenience caused to passengers by the various security checks, reducing passenger
handling capacity at the airports, considerably increasing the Group’s expenditures for security
(despite the fact the current system allows Aéroports de Paris to finance all security expenditures
through airport taxes) and possibly leading to changes in the investment program.

Aéroportsde Paris insurance coverage could proveto be insufficient

While Aéroports de Paris seeks to insure all risks reasonably, the Group cannot guarantee that its
insurance policies would cover all its liability in the event of an incident. In particular,
Acéroports de Paris holds policies covering its civil liability as an airport operator, civil liability -
supplementary cover against risk of war, and damage to property — see 4.3 “Business - Risk
Management - Main Insurance Policies”. The markets for airport insurance and for construction
insurance are not particularly competitive, and a change in coverage policy by the insurance
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companies involved could reduce Aéroports de Paris’s ability to satisfactorily insure itself,
whether in terms of the coverage offered or in terms of cost. In addition, since the collapse of
terminal CDG 2E, insurance companies have withdrawn the option of taking out single-
construction-site policies. A certain number of Group assets cannot, by their nature, be covered
by property insurance (notably runways, aircraft movement areas, and certain civil engineering
works and infrastructure). In additon, Aéroports de Paris does not currently carry business
interruption insurance.

Air traffic could be affected by global public health crises such as epidemics

An epidemic, or the threat of one, could have a negative effect on traffic at the Group’s airports
and, in some cases, on the business, financial position and/or results of operations of the Group,
due in particular to the high cost of special health protection measures that need to be put in
place to limit the effects of this type of problem. In 2003, the epidemic of Severe Acute
Respiratory Syndrome (SARS) produced international concern, one of the main effects of which
was a substantial drop in air traffic to and from Asia. This drop resulted in a corresponding
decline in revenues received by Aéroports de Paris from routes serving Asian destinations.
Similarly, current fears of a pandemic caused by the spread of the HSN1 strain of avian influenza
could potentially cut the levels of passenger traffic at airports operated by Aéroports de Paris.

Labor disputes could have an impact on the Group’s business activities

Labor relations within the Group could become strained or there could be occasions of labor
unrest. Strikes, slowdowns, retaliatory measures or other labor problems could disrupt the
Aéroports de Paris’ business and/or that of its subsidiaries. These strikes or other conflicts could
arise not only within Aéroports de Paris and/or its subsidiaries, but also within other companies
involved in the operation of its airports (for instance, strikes by sub-contractors, air traffic
control, ground handling companies not belonging to the Group, or flight crews). The Company
has no insurance against losses arising from interruptions to business caused by labor disputes.
As a result, its business, financial position and results of operations could be affected by labor
disputes.

Aéroportsde Parisisexposed to certain risksinherent in the real estate development
businessand in thereal estaterental business

The real estate development business at Aéroports de Paris is exposed to certain risks arising, in
particular, from the complexity of projects and the applicable regulations, the large number of
parties involved and the official authorizations required. These risks include, in particular, the
cancellation of projects for which initial design studies have generated costs for Aéroports de
Paris or the denial of requests for official authorizations (particularly changes in zoning plans).
Aéroports de Paris is also exposed to risks that can affect the profitability of this business, such
as budget over-runs, additional costs relating to delayed handover, or occupancy rates or rent
levels that are below expectations.

More generally, as the owner of real estate assets that are rented, Aéroports de Paris is exposed
to the risks of a drop in demand in the rental market or a reduction in the value of real estate
assets following a weakening of the real estate market or non-payment of rent by tenants.

15



Moreover, the Group’s real estate assets are located in small areas of the Paris region, limited to
particular sites, and serve a single sector of the rental market, thus exposing the company to
fluctuations in this very specific market.

Aéroportsde Parisisexposed to certain risksrelated to the commercial business

Part of the Group’s revenues are closely linked to the sales generated in the various commercial
facilities located in Aéroports de Paris airports. The Group’s revenues from renting commercial
premises depend on the revenues of the commercial operators and, in some terminals of Paris -
Charles de Gaulle airport, the Group’s revenues as a retail operator through Société de
Distribution Aéroportuaire, (a subsidiary that Aéroports de Paris owns jointly with Aélia, part of
Hachette Distribution Services). The business of these commercial spaces could be affected by
enlargement of the European Union, which would further reduce the number of passengers
entitled to purchase goods duty free. The retail business is also subject to currency risks (product
prices are higher, particularly for US, British and Japanese passengers, when the euro is strong)
and to the effects of health policies that seek to reduce consumption of tobacco and alcohol,
which could slow the expansion of this area of the Group’s business activities. In 2004, 59% of
the Group’s space used for the core airport retail activities — perfume, alcohol, tobacco and news-
stands are managed by Hachette Distribution Services. A change in this group’s business plans
or its financial difficulty could lead, temporarily at least, to a drop in the revenues and income
that the Group generates from retail activities.

Expansion into new business areas and theresulting investment by Aéroportsde Paris
might not gener ate expected returns

Acéroports de Paris and its subsidiaries are expanding in business areas that build on the Group’s
expertise: airport operation and international engineering, telecommunications services on
complex sites, and retail management at airports. The risk profile of these businesses differs
from that of the Group’s airport businesses in France and could, in certain circumstances, require
specific knowledge and experience, forcing the Group to acquire skills additional to those
employed in airport operations. In addition, Aéroports de Paris cannot guarantee the successful
expansion of these businesses and could thus find itself in a position of having undertaken
substantial expenditures without receiving the expected returns on investments.

Aéroportsde Parisisexposed torisksin itsinternational businesses

Aéroports de Paris generates part of its revenues outside France, particularly through its
subsidiaries (in 2005, revenue generated abroad was 36,3 million euros, or 1.9% of total Group
revenue). These activities abroad expose the Group to the risks inherent in international
businesses, primarily:

e risks relating to differences in the regulatory environment and changes in legislation and
regulations, particularly in the areas of tax, construction and safety, environmental protection

and employment rights;

e risks relating to limits imposed on repartition of profits;
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e risks relating to fluctuations in exchange rates;

e risks relating to political or economic changes affecting a given country or region
(particularly given the concentration of ADP Ingénierie’s business in the Persian Gulf); and

e risks relating to the greater level of difficulty involved in recruiting staff and managing
operational entities abroad.

Thefinancial position of the Group could be negatively affected by interest rate
fluctuations

The Group’s business activities could be negatively affected by an increase in interest rates,
primarily for the following reasons:

e Group debt was 2,768.1 million euros on December 31, 2005, of which 44.4% bore interest
at variable rates and 55.6% bore interest at fixed rates (after taking into account hedgiing);

e the Group’s real estate business and the valuation of its real estate assets depend on the
financing terms for real estate projects.

4.2. RISKSRELATING TO THE OWNERSHIP STRUCTURE OF AEROPORTSDE PARIS
Aéroportsde Parisiscontrolled by the French State, which isits majority shareholder

Article L. 251-1 of the Civil Aviation Code provides that the French State must retain at least a
50% interest in Aéroports de Paris. As a result, the majority shareholder will be able to control
the outcome of important decisions at shareholder meetings and, in particular, influence the
appointment of directors, dividend policy and modifications of its statuts (by-laws).

4.3. RISK MANAGEMENT

4.3.1. Risk Management Policy

Against a background of ever-tighter national and international regulatory demands, and to
ensure the excellence of its operations, Aéroports de Paris folows a risk management policy that

aims to:

e identify, analyze, boost awareness of and reduce risks, as well as ensure the safe functioning
of the Group’s businesses, and

e deal with emergency or crisis situations under the best possible conditions, particularly those
situations that result from accidents or malfunctions in the Group’s businesses.

A specific action plan on Group risk management, included in the 2006-2010 strategic plan will
be submitted to the Board of Directors. This action plan covers:

e the introduction of a continuous risk analysis system, based on the general Group risk
evaluation prepared in early 2005 with the help of an external consultant on the basis of
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interviews conducted with directors and heads of operating units at the end of 2004. This
evaluation helped improve the identification of major risks and prioritize the actions to be
taken to reduce them and improve control over them;

e the preparation of a three-year risk reduction plan, elements of which will be integrated into
the operating plans of the various Group entities;

e the continuation of risk reduction measures, with priority given to technical risks associated
with airport operation;

e the creation of a plan to upgrade ageing facilities a high priority;

e the optimization of the performance and efficiency of security structures, particularly through
the use of new technologies;

e the continuation of the implementation of management systems, certified where appropriate,
in at-risk operational areas;

e the institution of a professional approach to preparations for crisis management; and

e the development of continuity plans that would enable management on the ground to ensure
continuity of operations in the event of a severe technical failure of facilities.

It should also be noted that as far as specific risks relating to investments are concerned, in 2005
the Group overhauled its investment decision-making and management processes. The
responsibilities of the strategy and investment committee were redefined (see 16.3.2
“Functioning of the Corporate Governance Bodies — strategy and investment committee”) and an
investment approval committee was created to examine all proposed investments of over 1
million euros in a collegiate fashion under the chairmanship of the Chairman and CEO of
Acéroports de Paris. This committee meets every two weeks, with its administrative functions
carried out by the finance department. Three decentralized local committees for airport
management and real estate management have been created for projects that are below this
threshold. After assessing the investment opportunity based on predefined criteria, Aéroports de
Paris has put investment programming on a 5-year cycle, in keeping with the time frame of the
CRE.

4.3.2. Insurance coverage policy

Aéroports de Paris is a service company that owns significant operating and real estate assets. It
ensures against risks in two main categories: civil liability and damage to property. Some
policies taken out by the Company also cover its subsidiaries, which in some cases are the
exclusive beneficiaries. Management of insurance, however, is not completely centralized at the
Group level, as some subsidiaries of Aéroports de Paris take out their own policies as needed for
their international operations.

All Group businesses are covered by a total of approximately sixty policies. In most cases, these
policies are underwritten by pools of insurers and reinsurers of good reputation and
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internationally recognized financial solidity. Each pool is managed by an administrator, who is
supported by co-insurers that underwrite all risks but are never jointly liable as all risks are
reinsured.

Subject to exclusions that are customary in the insurance market, Aéroports de Paris believes that
it currently has reasonable insurance coverage, with policy levels in line with both the observed
frequency of claims and the risk prevention policy.

4.3.3. Main insurance policies
Civil liability

Civil liability for airport operations is covered by a policy that covers the financial consequences
of contractual civil liability or misdemeanor claims against Aéroports de Paris, its subsidiaries,
sub-contractors and/or co-contractors following physical, material or consequential damages
caused to third parties in the conduct of their business. The main coverage amounts to 1.5 billion
euros per event per year (with the exception of “civil product liability” for which the limit is per
year only).

The company has taken out other civil liability policies, including one covering the liability of
directors, one covering responsibility for accidental or gradual environmental damage (also
covering the costs of decontaminating land) and one covering the civil liability of the Company
(notably its car parks, buildings outside airport sites, cogeneration and medical assistance).

Lastly, Aéroports de Paris has taken out a “civil liability — additional war risk coverage” policy,
providing 950 million US dollars of coverage per event per year, to the extent damages exceed
coverage than under the “airport operator civil liability” policy it holds by more than 50 millions
US dollars. The “airport operator civil liability” policy covers all sub-contractors in the area of
security (the amount of 50 million US dollars per year applies per company per year).

Damage to property and construction risks

Aéroports de Paris has a property damage policy that covers all physical and real estate assets
owned or held by the company against the risks of fire, explosion, lightning strike, storm,
electrical damage, natural disaster and terrorist acts. The main coverage is limited to 230 million
euros per claim.

In addition to the general policy mentioned above, the company has taken out specific policies
designed to protect against certain specific types of damage to clearly identified assets, notably:

e apolicy covering the risks of damage (aircraft impact, terrorist attack, water damage, fire,
lightning, explosion, theft, breakage of glass, natural disaster, etc.) that could affect the
physical and real estate assets in the “Roissy Pole - Le Dome™ area; this policy covers
Aéroports de Paris and its partners;

e apolicy covering damage to the “transfer module” site, affecting the physical and real estate

assets at this site which houses the connections between the TGV and RER stations at the
Paris - Charles de Gaulle airport (coverage equivalent to the cost of the building itself);
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e a “comprehensive office” policy;

e apolicy to cover “machine damage” for de-icing equipment and other machinery used to
maintain runways, covering Aéroports de Paris and entities within the Alyzia group.

The company has also taken out a number of policies to protect itself against construction risks
for its largest projects. These policies fall into two categories:

e “comprehensive site policies” covering the main projects in progress, including the
construction of the S3 satellite, the baggage sorting system, renovation of the CDG 1
terminal, CDGVal and LISA;

e policies covering the ten-year guarantees on buildings and civil engineering projects
completed within the last ten years, including phases 1 and 2 of CDG 2E terminal, the CDG
2F terminal and improvements to the FedEx hub at Paris - Charles de Gaulle.

Given the diversified nature of its assets and airport facilities, Aéroports de Paris has not, as of
the date of this document, taken out at a Group level any insurance against business interruption
losses, but has begun a review to consider the possibility of taking out coverage against
additional operating costs.

A certain number of the Group’s assets cannot, by their nature, be covered by property insurance.
Runways, taxiways and certain civil engineering works and works of art fall into this category
(works of art are covered, but only for up to 20 million euros per year).

Other insurance taken out by Aéroports de Paris

In addition to the policies discussed above, the Company holds a “car and machinery fleet”
motor insurance policy covering the 2,000 land motor vehicles used in its business activities.
Aéroports de Paris has also taken out an “individual accident and breakdown™ policy to cover its
employees.

Main policies that mostly cover Company subsidiaries

As part of its business of providing design, lead contractor and client support internationally,
professional civil liability and ten-year warranty exposure at ADP Ingénierie (ADPi) are covered
by specific insurance policies. Four such policies, covering ADPi’s activities in Dubai, have
been taken out locally by ADPi.

As for ADP Management (ADPM), the subsidiary that manages assets in airports outside France
and provides technical consulting on the operation of foreign airports, there are two insurance
policies taken out directly on its behalf by Aéroports de Paris: one “comprehensive office” policy
and one “professional civil liability” policy.

In addition, Aéroports de Paris has taken out several insurance policies for its Hub télécom
subsidiary, a specialist operator of telecommunications services and networks accessible to the
public at airports and external sites. These policies cover Hub télécom professional civil
liability, operating losses and damage to property.
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Lastly, for entities in the Alyzia group, which mainly provides support services for Aéroports de
Paris’s ground handling business and provides security services, the company has taken out
several insurance policies to cover professional civil liability and damage to property (in
particular the fleet of machinery and de-icing equipment).
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CHAPTER 5
INFORMATION ON THE ISSUER

51 HisTORY AND DEVELOPMENT OF THE COMPANY
5.1.1. Corporate Name

The corporate name of the Company is Aéroports de Paris.
5.1.2. Registry of Commerce and Companies

The Company is registered with the Registry of Commerce and Companies of Paris under
number 552 016 628. The APE code of the Company is 632 E.

5.1.3. Date of Incorporation and Term

Aéroports de Paris was incorporated under form of “ établissement public national”
(national public entity) on October 24, 1945 and registered with the Registry of Commerce and
Companies on February 1, 1955. Aéroports de Paris has been a société anonyme since July 22,
2005, effective date of the Decree no. 2005-828 of July 20, 2005 on Aéroports de Paris,
implementing the Law no. 2005-357 of April 20, 2005 on airports. Pursuant to Article 5 of its
by-laws, the Company has a term of 99 years as from July 20, 2005, unless in case of early
winding-up or extension thereof.

5.1.4. Registered Office, Legal Form and Applicable Laws

The Company’s registered office is located at 291 boulevard Raspail, 75014 Paris. The
registered office’s switchboard phone number is +33 1 43 35 70 00.

Aéroports de Paris, created by order no. 45-2488 of October 24, 1945 under form of
établissement public (public institution) with its organization detailed in particular in the Decree
on public administration regulation no. 47-11 of January 4, 1947, has been administered in
accordance with the provisions of the aforementioned texts, as amended, and other provisions
applicable to public institutions. The Law no. 2005-357 of April 20, 2005 on airports and its
Implementation Decree of July 20, 2005, effective as of July 22, 2005, have converted Aéroports
de Paris into a société anonyme. Acéroports de Paris is governed by the laws and regulations
applicable to sociétés anonymes, subject to specific laws, and by its by-laws as initially set by
Exhibit IT to the Decree no. 2005-828 of July 20, 2005 on the by-laws of the société anonyme
Aéroports de Paris. The Company is more particularly governed by the Law no. 2005-357 of
April 20, 2005 on airports, the French Code of Civil Aviation (Code de |’ aviation civile) and the
Law no. 83-675 of July 26, 1983 on democratization of the public sector.

5.1.5. History
. December 1923: creation of the Paris— Le Bourget airport

Originally created under the name “Port aérien du Bourget Dugny”, the Paris — Le
Bourget airport was the first purely commercial airport in France. Initially a mere grassy land,

22



this airport became the first European airport between the world wars, in large part thanks to the
conversion of pre-existing military installations in the area to civilian purposes having enabled it
to handle up to 140,000 passengers in 1938. Between 1940 and 1944, Paris — Le Bourget was
used as German air base, and the Germans built concrete runways. Rebuilt after bombardment,
Paris — Le Bourget became a civilian airport in 1946. Since 1981, Paris — Le Bourget has
stopped handling regular commercial air traffic in order to specialize only in business aviation
services.

. October 1945: creation of the public institution “ Aéroports de Paris’

The Order n°® 45-2488 of October 24, 1945 has created the public institution Aéroport de
Paris with the mission of public service through construction, operation and development of
civilian airports in a 50 km radius around Paris.

. November 1946: beginning of operation of Paris— Orly

After the departure in November 1946 of the US army, Aéroport de Paris was entrusted
with the management of the first “air terminal” built near Orly. In March 1948, a second
building, called “Terminale Nord”, was built with the goal of handling traffic of approximately
215,000 passengers per year.

. August 1954: opening of a tempor ary south terminal in Paris— Orly

In August 1954, a building, later integrated in the final South terminal, was put into
service to replace the building left by the US army. Its main feature is a very successful large
terrace opened to the public.

. February 1961: inauguration of the new Orly South terminal

In 1954, Paris — Orly terminals were saturated, with traffic having exponentially grown
and approaching 1.2 million passengers per year. The extension of Paris — Orly was decided
pursuant to a Decree of May 5, 1954 and the construction of the south terminal of Paris — Orly
began in 1956. The new Orly South terminal was inaugurated on February 24, 1961.

. February 1971: inauguration of Orly West terminal (Halls 2 and 3)

The new Orly West terminal was presented to the public on February 26, 1971 after 40
months of construction work. Specialized in domestic traffic and | point to point traffic to the
Dom-Tom (the French overseas departments and territories), Southern Europe and North Aftrica,
it has two levels: one for departures, one for arrivals. Its initial structure anticipated possible
extensions that took place with the building of Hall 4 in 1986 and of Hall 1 in 1993.

. March 1994: inauguration of Paris— Charles de Gaulle and opening of CDGL1 terminal

Beginning in 1957, Aéroport de Paris searched for sites for a new airport to reinforce the
airport network in the Paris region then formed of Paris — Le Bourget and Paris — Orly. On June
16, 1964, a ministerial decree decided the creation of the “Paris Nord” airport located in an area
north of Paris near Roissy-en-France. On December 1, 1966, Aéroport de Paris began the works
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of this airport, which was inaugurated under the name of Paris — Charles de Gaulle on March 8§,
1974.

. November 1981 — June 2003: inauguration and extension of CDG 2 airport

The conception work of CDG 2 started in 1973. CDG 2 has been designed around the
concept of modularity to best favor the growth in the airport activity by progressively putting
terminals into service. The CDG 2B and 2A terminals were designed and inaugurated with this
spirit, respectively on November 1, 1981 and March 24, 1982. After a partial opening in March
1989, le terminal CDG 2D was fully opened to the public in March 1991. The CDG 2C
terminal, reserved for international traffic, was inaugurated on June 3, 1993. The connection
station of CDG 2 to the RER regional rail and the TGV high-speed rail was opened in November
1994. The two modules of CDG 2F terminal were respectively been put into service on March
29, 1998 for the 2F1 module and May 6, 1999 for the 2F2 module. Finally, the CDG 2E
terminal was partly put into service on June 25, 2003.

Aéroport de Paris changed its name to Aéroports de Paris pursuant to the Decree n° §9-10
of January 4, 1989.

. 1995 —2005: creation and development of the Air France hub at CDG 2

In 1995, Air France decided with the consent of Aéroports de Paris to reorganize its flight
program and its commercial strategy to “bring in” via Paris — Charles de Gaulle (CDG 2
terminal) its medium- and long-haul flights. Thanks to an efficient cooperation between the
Company and Air France, this hub has been operated since spring 1996. Making maximum
benefit of the modular nature of CDG 2, Aéroports de Paris has continued to keep up with the
growing capacity requirements of Air France through progressive addition of terminals to the
original hub structure, in particular since the launching in 2000 of the SkyTeam and SkyTeam
Cargo alliances, of which Air France was a founding members, and since the merger of Air
France and KLLM in the first half-year of 2004. With these developments, the CDG 2 hub has
therefore become one of the main airports for in SkyTeam’s world network.

. 1997 —2000: setting-up of two parallel runways at Paris— Charles de Gaulle

Paris - Charles de Gaulle was originally built with two runways: Runway 1 in the north of
the airport, which became operational in 1974 and Runway 2 in the south of the airport, opened
in 1976 and extended in 1981. The original plans for future extension of the site of the airport
from the beginning provided for the creation of two sets of parallel independent runways, one in
the north of the airport (Runways 1 and 3) and one in the south (Runways 2 and 4), both in an
east-west orientation. The decision to set-up such two parallel runways was made in 1997, with
the construction of two new runways designed to increase movements of aircraft at Paris -
Charles de Gaulle, thereby favoring its development (and more particularly the development of
the Air France hub). Runway 4 opened in November 1998 and Runway 3 in September 2000.
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. From 1998: opening to competition of ground-handling services

Since the opening to competition of ground-handling services (January 1, 1998 in
France), ground-handling service providers other than Aéroports de Paris have been active at the
airports of the Paris region. In order to confront this competition, and as part of the
restructurings that had to be implemented, Aéroports de Paris sped up the transfer and
subcontracting of its ground-handling operations to its subsidiary Alyzia.

. June 2000 — April 2003: creation of subsidiariesfor other activities of the Group

Starting in 1990’s, the Group has adopted a strategy of capitalizing on its competencies in
order to benefit from the know-how developed for many years by creating ADPM to manage
interests in airports outside of France and export management and technical services. Since
2000, this strategy has been strengthened with the creation of ADPi (airport engineering and
public infrastructure analysis), Hub télécom (telecommunications services for public areas) and
Société de distribution Aéroportuaire (a joint venture for retail operations in Paris — Charles de
Gaulle in which Aéroports de Paris holds 49% of the capital with Aé¢lia, a subsidiary of the
Hachette Distribution Services group).

o July 2003: creation of thereal estate division of Aéroports de Paris

In January 2003, Aéroports de Paris created a real estate division in order best to manage
its real estate assets. After deciding at the beginning of 2003 to have a decentralized
organization to prepare and facilitate its conversion into a Société anonyme, Aéroports de Paris
created in July 2003 a real estate division regrouping the construction, development, marketing
and real estate and land asset management activities outside terminals.

o July 2005: conversion of Aéroports de Parisinto a société anonyme

The Law no. 2005-357 of April 20, 2005 on airports and its implementation Decree
no. 2005-828 of July 20, 2005 have converted Aéroports de Paris into a Société anonyme and
confirmed its mission of operation of the Paris — Charles de Gaulle, Paris — Orly and Paris — Le
Bourget platforms, as well as other ten airfields in the Ile-de-France region and the heliport at
Issy-les-Moulineaux.

5.2. INVESTMENTS
5.2.1. Group’s Main Investments for the Last Three Fiscal Years

The main investments carried out by the Group between 2003 and 2005 have been part of
a strategic plan prepared in 2002 and providing for the starting of several major works to be
completed between 2006 and 2008.

In 2005, the total volume of investments carried out by the Group amounted to € 578.9

million, as compared with € 551.9 million in 2004 and € 570.4 million in 2003, including costs
of study and technical monitoring.
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In 2005, transactions directly related to the increase in the Group’s capacities represented
€ 254.0 million, restructuring investments € 54.3 million, renovation and quality upgrading
investments € 167.7 million and surety investments (financed by the airport tax), as for them,
amounted to € 30.8 million. The main investment costs during the last three fiscal years
correspond to investments still on going, the detail of which appears in paragraph 6.3.2 —
“Airport Services” (satellite S3, east baggage handling system (systéme du tri bagages Est),
CDGVal, rehabilitation of CDG 1).

5.2.2. Group’s Main On-Going Investments

On the date of registration hereof, investments budgeted by the Group represent
approximately € 753.5 million for the year 2006, including € 732.1 million for Aéroports de
Paris. Among the € 753.5 million, capacity and restructuring investments for Aéroports de Paris
represented € 431.1 million, including € 385.3 million for the Paris - Charles de Gaulle airport, €
42.4 million for the Paris - Orly airport and € 3.5 million for the Paris - Le Bourget airport (see
paragraph 6.3.2 — “Airport Services”). The Company also plans to allocate in 2006 € 49 million
to surety investments (financed by the proceeds from the airport tax) and € 27.9 million for the
development of its real estate assets (excluding air terminals).

5.2.3. Main Investments Planned or Included in Firm Commitments from the Management
Bodies

For the 2006-2010 period, the investment global budget of Aéroports de Paris,
representing almost all the Group’s investments, amounts to € 2.7 billion. For such same period,
covered by the CRE (Economic Regulation Agreement) (see paragraph 6.3.2.6 — “Revenues
from the Operation of Airports™), the amount of investments relating to the regulated perimeter
(as defined in the Order of September 16, 2005 on Fees for Services Rendered on Airfields,
implementing Article R. 224-3-1 of the French Code of Civil Aviation), used as reference for the
determination of the fee parameters of the CRE, is equal to € 2.478 billion, constant euros 2006.
The balance of the budget mainly relates to surety investments.

For information, in the CRE, this amount is allocated per investment type as follows (in
constant euros 2006):

e € 1,167 million for capacity investments (including € 890 million dedicated to structuring
projects on the Paris - Charles de Gaulle airport and € 277 million for the other capacity
developments);

e €208 million for restructuring investments;

e € 687 million for maintenance investments;

e € 164 million for real estate investments; and

e € 252 million for costs of study and technical monitoring.

For information, the amounts of investments specific to each airport are as follows (in
euros constants 2006):
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e € 1,631 million on the Paris - Charles de Gaulle airport;
e €210 million on the Paris - Orly airport;

e €41 million on the Paris - Le Bourget airport and on the Ile-de-France airfields mentioned in
Article D. 251 of the French Code of Civil Aviation; and

e €596 million not allocated at the geographic level.

In addition to the investment projects described in paragraph 6.3.2 — “Airport Services”,
the estimated investment schedule appearing in the CRE includes the investments necessary at
the beginning of works for satellite S4 of CDG 2, the opening of which is scheduled for the third
quarter 2012.

As at December 31, 2005, the contractual commitments for the acquisition of fixed assets
amounted to € 497.1 million (in particular € 311.1 million of capacity investments, € 8§2.4
million for restructuring investments, € 50.7 million for current investments, € 6.3 million for
investments related to real estate developments, € 24.5 million for investments for costs of study
and technical monitoring and € 20.4 million for surety investments).

Aéroports de Paris contemplates financing its investments mainly through self-financing.
Additional necessary resources will be raised on the capital markets. Aéroports de Paris has
regularly issued debenture loans during the last ten years, except for 2004 where additional
financing were carried out with loans from the European Investment Bank (see paragraph 10.3 —
“Investment Budgets”).

The chart below sets out the investment budget of Aéroports de Paris (social perimeter,
excluding subsidiaries) per work over the 2006-2010 period (in constant euros 2006), based on
the investment chart attached to the CRE, supplemented by investments outside the regulation
perimeter.
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(in million euros, constant euros 2006) 2006 2007 2008 2009 2010 2006 -2010

Capacity Investments, including: 377.2 311.1 148.5 149.4 181.1 1,167.3
CDGVal 30.9 11.5 — — — 424
CDG 2E Terminal (building, park, plane areas)

1st phase 7.1 43 0.7 — — 12.1
Rebuilding of the boarding area of terminal

CDG 2E 273 78.0 19.2 — — 1245
East handling baggage (system) 25.0 13.8 — — — 38.8
Satellite S3 (including LISA; outside

Handling baggage system) 197.7 112.5 233 0.2 — 333.7
Extension of the East Handling Baggage

System (handling system for S3) — 2.0 28.0 28.0 35.0 93.0
Satellite S4 4.0 43 33 59.0 71.0 141.6
Terminal CDG 2G (building, aircraft areas) 6.7 49.7 23.7 — — 80.1
East access to the Paris —Charles de Gaulle

platform 7.5 0.8 — 2.9 12.9 24.1
Laying-out in floors of PX car park — — 6.0 29.4 40.7 76.1
Access threshold 26 — aircraft runway E4 8.0 13.7 7.6 — — 29.3
AGEN aircraft area (aires Grand Est Nord) — — 5.0 11.0 5.0 21.0
Reception B777 and new aircrafts 30.0 — 8.0 7.0 — 45.0
Restructuring Investments, including: 53.9 54.8 41.5 36.0 21.3 207.5
Rehabilitation CDG 1 (outside heavy

renovation of satellites) 41.5 40.5 36.0 17.6 29 138.5
Renovation of satellites CDG 1 — — — 18.4 18.4 36.8
Hall 2 Orly Ouest 6.7 — — — — 6.7
International Circuits Orly sud 57 14.3 5.5 — — 25.5
Current Investments, including: 153.3 143.2 145.3 131.6 113.8 687.2
Renovation Orly park PO 5.0 5.4 53 1.4 — 17.1
Real Estate Development 27.9 33.8 335 344 343 164.0
Costs of study and technical monitoring

(FEST) 62.7 53.9 45.8 44.1 453 251.7
Total regulated perimeter 675.0 596.8 414.6 395.6 395.8 2,477.8
Outside regulated perimeter 57.1 40.0 46.5 26.4 26.3 196.3
Including surety 49.0 30.6 274 15.2 15.2 137.4
Paris -Charles de Gaulle 462.6 418.6 251.6 2449 253.5 1,631.2
Paris -Orly 70.6 434 40.6 31.7 23.7 210.0
Paris -Le Bourget 8.7 8.6 8.0 8.0 8.0 41.2
Not allocated (real estate, FEST, others) 190.1 166.2 161.0 137.5 137.0 791.7
Total Aéroports de Paris 732.1 636.8 461.1 422.0 422.1 2,674.1

The amounts of investment budgets and their schedules mentioned in the chart below are
almost all those retained by Aéroports de Paris and the State in the CRE for the preparation of
the fee evolution parameters. Aéroports de Paris cannot give assurance to investors that the
time-periods and budgets mentioned in the chart below or in the CRE will be complied with. In
case of force majeure or for a reason independent from the will of Aéroports de Paris, time-
periods may be extended and investments may exceed the aforementioned budgets. In particular,
this could be the case for reasons related to the increase in the costs of materials or workforce,
unforeseeable technical difficulties, exceptional bad weather, regulatory modifications imposing
on it additional obligations or for other reasons. See paragraph 4.1 — “Risks Related to the
Business of Aéroports de Paris — Aéroports de Paris Incurs Risks Inherent to its Complex Work
Construction Business”.

A more detailed description of the above-mentioned investments appears in paragraph
6.3.2 - “Airport Services”.
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CHAPTER 6
GENERAL INFORMATION CONCERNING THE COMPANY

6.1. GENERAL INFORMATION CONCERNING THE COMPANY
(BUSINESS OF AEROPORTSDE PARIS)

Acéroports de Paris is the second-largest airport group in Europe based on airport revenue, and its
airport system ranks sixth worldwide based on the number of passengers in 2005.> The Group’s
airports are the principal gateway to France, the world’s number one tourist destination, as well
as a major international connection point. With its unique geographic location, first-class
infrastructure and strong competitive position, Aéroports de Paris is ideally placed to take full
advantage of the expected growth in global air traffic. As part of its growth strategy, Aéroports
de Paris plans to add new terminal capacity, enhance the quality of its services and, in the longer
term, develop its real estate potential.

The Group’s revenues were 1,914.6 million euros in 2005, including approximately 1,600.6
million euros from airport services, 162.1 million euros from real estate, 167.9 million euros
from ground handling and related services and 199.8 million euros from other activities (in each
case before inter-segment eliminations). The Group recorded operating income of 354.7 million
euros and net income of 179.9 million euros in 2005.

Almost 1,000 businesses are located at the Group’s airports, employing more than 100,000
workers, including the 10,688 employees of the Group. Beyond the air transportation sector, the
Group is also a major factor in the national and regional economy, as more than 300,000 jobs in
the Ile de France region depend on the Group’s airports.

6.1.1. The Group’s Business

Aéroports de Paris owns and operates the three major airports of the Paris region: Paris - Charles
de Gaulle, Paris - Orly and Paris - Le Bourget. It provides facilities to accommodate passengers,
airlines and cargo and postal services, and offers a range of services adapted to their needs. The
Group’s airports handled 78.7 million passengers in 2005, including more than 77% from or to
foreign countries, and 2.1 million tons of cargo and mail. In 2005, its airports recorded more
than 736,500 aircraft movements operated by most of the major international airlines, including
those belonging to the three principal alliances of SkyTeam, Star Alliance and OneWorld. The
Group’s airports link Paris to approximately 550 cities in 134 countries.

The Group’s activities are divided into four main segments: airport services, real estate, ground
handling and related services, and other activities.

Airport services (1,600.6 million euros of revenues before inter-segment eliminations, and
operating margin’ of 25.2% in 2005). The heart of the Group’s activity and its main source of

2 Unless otherwise indicated, market data and market-related data appearing in this document is derived from

estimates made by Aéroports de Paris based on information as to revenues and other data published by
other airport groups, airlines and analysts.

The operating margin of a segment is equal to the ratio of its operating income (before allocation of
corporate expenses) to its revenues before inter-segment eliminations.
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revenue is the operation of the three main airports of the Paris region, which have
complementary features:

Paris - Charles de Gaulle (1,151.9 million euros of revenues in 2005 before inter-segment
eliminations). Paris — Charles de Gaulle, opened in 1974 and located north of Paris, is the
preferred destination for long-haul routes. It hosts most of the world’s major international
airlines, including the three principal alliances of SkyTeam, Star Alliance and OneWorld.
Two-thirds of its passenger traffic is point-to-point traffic and one-third is connecting traffic
(including 4% connecting by train). It currently is the world hub of Air France and the main
European hub of the SkyTeam alliance. With 17,900 connections of under two hours each
week, Paris - Charles de Gaulle is Europe’s premier connection point. The four parallel
runways of Paris - Charles de Gaulle currently have a programming capacity of 108
movements per hour, which could be increased to 120 movements per hour. Its airport
facilities include three terminals with a capacity of 47.1 million passengers, with a wide
range of passenger services, including 27,300 m2 of space for shops, bars and restaurants (in
2004) and 28,000 parking spaces. Located on a parcel of 3,257 hectares, it has ample space
for future expansion.

Paris - Orly (420.9 million euros of revenues in 2005 before inter-segment eliminations).
Paris — Orly, located close to Paris to the south of the city, is specialized in point-to-point
traffic, serving destinations within France (including the Air France shuttle, or Navette),
Southern Europe, French overseas departments and territories and North Africa. Paris - Orly
is also home to low-cost airlines that serve mainly Europe, as well as airlines specialized in
medium- and long- haul leisure traffic. It offers airlines fluidity, with two passenger
terminals (Orly Sud and Orly Ouest) with a total capacity of 30 million passengers, and three
operational runways (of which two are used under normal circumstances) with programming
capacity of 76 movements per hour. The greatest advantage of Paris - Orly for passengers is
that it is near Paris (20 kilometers from the center), and served by high-quality motorways
and public transportation. Paris - Orly also offers a full range of passenger services, with
approximately 9,900 m2 of space for shops, bars and restaurants (in 2004) and 20,000
parking spaces. With 1,540 hectares located in a major economic area in Ile de France, Paris
- Orly also offers significant real estate development opportunities.

Paris - Le Bourget (27.9 million euros of revenues in 2005 before inter-segment
eliminations). Paris - Le Bourget is the largest business airport in Europe, offering
specialized services for business air customers. It has been chosen as the French and
European base for the corporate aircraft fleets of many companies, as well as by specialized
aviation companies offering subscription plans and time-sharing. Its know-how and
industrial tradition have made Paris - Le Bourget the preferred location for many aircraft
maintenance companies. Paris — Le Bourget and its three runways are set on 553 hectares
north of Paris.

Ideally located in the center of Europe, Aéroports de Paris has significant cargo activity in
addition to its passenger activity, with the most cargo and postal traffic in Europe. Paris -
Charles de Gaulle is the location of the hubs of the cargo business of the Air France-KLM group,
FedEx (the second-largest world hub after Memphis - USA) and the French postal service La
Poste (through its subsidiary Europe Airpost). Its facilities host a full range of cargo activities,
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including loaders, airlines, cargo agents and handling agents. Its processing capacity of 3.5
million tons of cargo per year provides expansion opportunities for cargo companies.

At all its airports, the Group serves two categories of customers with complete service offerings:

e For professional customers, such as airlines, ground handling companies, the French State
and transit service companies, Aéroports de Paris manages airport traffic flows: aircraft flows
in areas that must be continually available and safe, passenger flows in terminals and through
security checkpoints, and flows of luggage, cargo and meals between public areas and
aircraft. Aéroports de Paris operates complex infrastructure for its professional customers,
and provides them with equipment, information networks and systems. It also provides
services such as telecommunications, power, water and waste treatment, as well as renting
space for operations and terminal spaces, such as offices and lounges.

e For the public, including air passengers, visitors and people working at the airports,
Acéroports de Paris directly or indirectly offers services including shops, bars and restaurants,
banks and currency exchange offices (in each case both before and after security
checkpoints); car parks; car rental agencies; entertainment; telecommunication services;
hotels; employee cafeterias; and customized or personal reception services. It also offers
online services accessible via the Group’s web site. The large amount of traffic flow also
enables Aéroports de Paris to benefit from its advertising spaces, with a wide range of French
and foreign advertisers.

In the airport service segment, the Group earns four main types of revenues:

e Airport fees paid by airlines and ground-handling companies, calculated primarily as a
function of the number of aircraft movements (departures and arrivals) in different weight
categories, and the number of departing passengers, with special fees for the use of certain
types of infrastructure such as aircraft parking areas, baggage handling systems, lighting,
check-in counters and terminal premises;

e revenues from commercial activities, either paid directly by the public (car parks), or as rent
paid by companies that operate the relevant commercial services (such as shop operators and
car rental agencies);

e revenues from provision of specialized services for professional customers, such as the sale
of power and water, or rents for terminal space; and

e an airport tax collected by the Republic of France and paid to Aéroports de Paris to cover the
cost of security and other public services.

Airport fees are calculated in accordance with a new legal and regulatory framework established
by a French law adopted on April 20, 2005. For the next five years, the maximum rate of
increase in airport fees is determined in accordance with a contract between Aéroports de Paris
and the Republic of France, known as the Contrat de Régulation Economique, or CRE. For the
2006-2010 period, the CRE provides that airport fees may increase by a maximum of 3.25%
above the annual inflation rate, with the maximum increase for 2006 set at 5%.
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Real Estate (162.1 million euros of revenues before inter-segment eliminations, and operating
margin of 20.8% in 2005). The Group carries out real estate activity on the land around the areas
dedicated to airport activities. Of approximately 6,686 hectares owned by Aéroports de Paris,
approximately 1,247 hectares are not dedicated to airport activities, of which 878 hectares have
already been developed. Aéroports de Paris has built approximately 1.1 million m2 of net
surface area, 73% of which is rented to parties outside the Group. The real estate activity
includes airport support facilities (such as hangars and cargo facilities), business real estate
(offices and industrial facilities) and general public premises (hotels, shops, day-care centers,
local services). The Group has approximately 369 hectares of real estate currently available for
development without significant regulatory or zoning constraints.

Ground handling and related services (167.9 million euros of revenues before inter-segment
eliminations, and operating margin of -7.2% in 2005). Aéroports de Paris and its subsidiaries
within the Alyzia group provide ground-handling and related services to major airlines, including
American Airlines, Continental Airlines, Corsair and Iberia. Ground-handling services have
been open to competition since 1998 pursuant to European regulations (Directive 96/67/EC of
October 15, 1996). They include services such as passenger check-in, baggage handling, aircraft
ground assistance (cabin cleaning, arrival/departure guidance, towing and pushback, and aircraft
loading and unloading), cargo transfer within the airport and certain security services.

Other activities (199.8 million euros of revenues before inter-segment eliminations and operating
margin of 8.1% in 2005). The Group sells and exports the airport development and management
know-how that it has developed over many years through two subsidiaries that carry out large
projects in France and abroad: ADPM (management of airports abroad and technical assistance)
and ADPi (project management, architecture and engineering for facilities abroad such as
airports, stadiums, operas and skyscrapers). More recently, the Group created a subsidiary, Hub
télécom, specialized in telecommunication services on complex sites, such as airports,
convention centers and other similar facilities. Aéroports de Paris also sells training services.
Finally, in 2003, Aéroports de Paris and the Hachette Distribution Services group created a joint
venture, known as Société de Distribution Aéroportuaire, to manage alcohol, tobacco, perfume
and specialized food shops in the terminals of the Paris - Charles de Gaulle airport. Société de
Distribution Aéroportuaire has been the operator of all shops of this kind at CDG 2 since 2003
(for a 10-year term) and it has operated all alcohol, tobacco and perfume shops and some
specialized food shops at CDG 1 since January 2006 (for a six-year term).

6.1.2. The Group’s Advantages

The Group has significant advantages that provide it with strong development opportunities in an
air traffic market that is currently growing.

e Because of its size and geographic location, the Group benefits from a strategic position in
Europe for airlines and passengers, generating significant point-to-point and connecting
traffic as a result of :

o the natural attractiveness of Paris and France, which is the number one tourist
destination worldwide with more than 75 million foreign tourists in 2005,
according to the World Tourism Organization, and the city with the most
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conventions and international trade shows worldwide, according to a January
2006 report of the French National Assembly’s Commission on Economic
Affairs, the Environment and the Territory;

o the dense population of the region, with 9.9 million inhabitants (making Paris the
premier European urban capital according to INSEE), and with all large Western
European cities less than a two hour flight from its airports; and

o the absence of large competing airports within 300 kilometers.

With three complementary airports in Paris that enable it to serve all categories of traffic
(long and medium haul, domestic and low cost, leisure/charter and business), Aéroports de
Paris is the principal gateway to France.

Aéroports de Paris has first-class existing airport infrastructure: two independent runway
pairs at Paris - Charles de Gaulle, three operational runways at Paris - Orly (of which two are
used under normal circumstances), and infrastructure that is capable of accommodating the
new jumbo jets (Airbus A340-600, Boeing B777-300 ER, and, for Paris - Charles de Gaulle,
Airbus A380). Furthermore, the modular design of the infrastructure of the Paris - Charles
de Gaulle airport and the large amount of available land enable the Group to program its new
infrastructure investments to follow the rhythm of air traffic growth, without structural
constraints or major restructuring.

Aéroports de Paris is at the center of a network of road and railway connections that makes it
a major crossroads: a TGV (high-speed train) station, links by motorway (A1, A3, A104) and
rail (suburban RER train and TGV stations at Paris - Charles de Gaulle, RER and the
dedicated metro line Orlyval at Paris - Orly), which facilitate access for passengers and cargo
transporters. In addition, the expansion of the A104 motorway (the “Francilienne”) planned
for 2011 should facilitate access to Paris - Charles de Gaulle from the north-east, as well as
new development in this area. Finally, the CDG Express project, for which the Republic of
France has recently taken responsibility, would by 2012 provide 20-minute train service
(with 15-minute frequency) between Paris - Charles de Gaulle and Paris.

The Group has a favorable market position: the diversity of its customers and the balanced
division of its traffic among large geographical areas enable it to benefit from diversified
economic risk and growth. Moreover, the strength of the Paris - Charles de Gaulle hub
enables it to have powerful strategic partners, as it hosts the largest international airlines and
the three principal international alliances, SkyTeam, Star Alliance and OneWorld. Paris -
Charles de Gaulle is also the main base for the largest European airline group, the Air
France-KLM group.

The Group’s has significant land reserves, giving it the ability for the long-term to
accommodate expected growth of air traffic, as well as opportunities to develop in the real

estate market.

The Group’s activities are conducted within a stabilized regulatory framework:
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o Aéroports de Paris has full ownership of its land and its airport facilities.

o Aéroports de Paris is designated by law as the operator of the Paris - Charles de
Gaulle, Paris - Orly and Paris - Le Bourget airports, with no duration limit.

o The legal and regulatory texts governing its activities were modernized in 2005
and meet the needs of a major airport operator: its obligations as an airport
authority have been clearly defined in a technical document known as the cahier
des charges, and its airport fees, a significant source of revenue, are determined in
accordance with a modernized system of regulation.

o The CRE, the contract relating to the 2006-2010 period signed on February 6,
2006 between Aéroports de Paris and the Republic of France, sets the maximum
rate of increase in airport fees at 3.25% above the annual inflation rate, in
exchange for clear commitments of Aéroports de Paris regarding investments and
quality of service.

6.1.3. Strategy

Aéroports de Paris’ ambition is to be the premier European airport group, fully developing its
potential to provide outstanding performance in terms of efficiency, quality of service,
environmental management and economic results. Its strategy to achieve this ambition includes
the following:

Taking advantage of the expected growth in traffic by developing airport capacities.
Aéroports de Paris will leverage its capacity to accommodate large numbers of aircraft by
pursuing an investment program of approximately 2.7 billion euros over the 2006-2010
period (including approximately 2.5 billion euros accounted for in the CRE) to allow it to
receive more passengers in its terminals, with improved efficiency and comfort. The
program’s objective is to increase the capacity of the Paris - Charles de Gaulle airport by
19,4 million passengers by 2010 and to improve the performance of the connection airports.

The 2006-2010 investment program includes the following:

At Paris - Charles de Gaulle: the installation of an automated transportation system, known
as CDGVal, linking the two main terminals of Paris - Charles de Gaulle (CDG 1 and CDG 2)
and the two RER and TGV stations (end of 2006); the completion of the first major phase of
the hub of CDG 2, with the installation of the first phase of the automated baggage-handling
system (known by its French abbreviation as TBE) by the end of 2006, and the complete
opening of satellite S3 of CDG 2 in the autumn of 2007 (this satellite will accommodate
jumbo jets, such as the A380, and will increase to 11 the number of gates with jetway
connections for the Airbus A380); the complete renovation of the CDG 1 terminal in four
phases (the first of which is already completed) by the end of 2008; the reconstruction of the
boarding area of the CDG 2E terminal (2008); and the construction of a regional terminal,
called terminal CDG 2G, for regional aircraft (2008). In addition, the construction of a new
satellite S4 east of terminal CDG 2 will begin, with a target completion date of 2012;
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At Paris—Orly: the renovation of Hall 2 of the Orly Ouest terminal, started in March 2005
and completed in early April 2006; the development of international areas of the Orly Sud
terminal by 2008 (including the creation of an open space for international boarding, a large
commercial area, and the extension of the baggage claim area), and the renovation of the
north runway in April and May 2006 to accommodate the latest-generation long-haul aircraft,
such as the Boeing B777-300ER.

Enriching the content, value and quality of the services offered by Aéroports de Paris. The
thousands of employees who work at the airports of Aéroports de Paris, as well as the
millions of people who go to airports, are natural consumers of the services provided by
Aéroports de Paris. Aéroports de Paris is positioning itself as a service company for its
professional customers, passengers and the public, with the following initiatives:

(o)

Placing quality at the center of the organization: by reorganizing itself by airport
and in operational units, the Group has set up customer interfaces with clearly
identified, strengthened responsibilities, and has added quantitative quality criteria
to its senior management performance evaluations;

Converting quality of service into a motor of economic performance: the increase
in quality of services provided by Aéroports de Paris is geared towards offering
passengers and the public the best conditions of fluidity, information and comfort,
to save them time, to ease airport formalities and to place them in a favorable
environment that encourages them to use the commercial services offered by
Aéroports de Paris, such as the shops. The Group has made strong commitments
regarding quality of service, including a commitment to the French Republic,
under the CRE, with financial incentives based on 10 quality indicators; and to its
customers, through the “Destination Clients” program for the public and through
service level agreements for airlines or alliances. The Group has created a new
slogan, “The World is our Guest,” to entrench its quality initiatives.

Developing commercial services offerings to optimize the commercial potential of
airports: The Group believes that commercial activities offer growth and
profitability potential. 83% of passengers spend more than an hour and a half in
the major airports of Aéroports de Paris, and 65% of passengers spend more than
two hours. The Group plans to take advantage of this potential by implementing a
series of actions:

- expansion of space for shops, bars and restaurants by more than 30% by
2010, including an increase of more than 50% for shops in the international
area after security checkpoints;

- improvement of the space, visibility, configuration and atmosphere of
commercial areas at Paris - Charles de Gaulle and Paris - Orly;

- increase in product offerings to respond to the targeted needs of all air
passengers and to increase the attractiveness of the commercial offerings;

- improvement of time management and passenger flows with improved
fluidity and improved directional signs, giving passengers better
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information regarding the commercial offerings and a better idea of the
amount of their free time before boarding; and

- improvement of the perception of the level of prices of the commercial
offerings and development of customer loyalty.

o Increasing the number of parking spaces, improving their security and increasing
revenues. Aéroports de Paris is the second-largest car park manager in the Paris
region. The Group plans to increase the amount of parking at Paris - Charles de
Gaulle significantly by building approximately 5,100 new spaces in its car parks
between 2006 and 2010. The Group also has a continuous renovation program,
which is focused on the 3,500 parking spaces of Orly Ouest’s PO lot, and the P1
lot located on the roof of terminal CDG 1 at Paris - Charles de Gaulle, to increase
occupancy levels, in particular at Paris - Orly, and to improve the perception of
value-for-money for this service.

o Continually offering more added value services: in addition to existing services,
Acéroports de Paris plans to create a full range of services targeted to specific
customer groups, in areas such as telecommunications, particularly mobile
services, and travel assistance with new fee services such as personal assistance.

e Strengthening efficiency and economic performance. The CRE brings visibility to airport
fee rates until 2010, as well as to the Company’s investment program, and it sets objectives
for the improvement of the quality of services offered by Aéroports de Paris to its customers.
Under this agreement, Aéroports de Paris will endeavor to improve its operating margins by
managing costs and increasing productivity. In the past, Aéroports de Paris has demonstrated
its capacity for increasing productivity: between 2001 and 2005, its productivity rose by 12%
in terms of number of passengers per employee. The Company’s goal is to improve
productivity further over the next five years. Aéroports de Paris has also initiated actions to
eliminate losses in its ground handling activity in a very demanding competitive
environment.

e Creating the basisfor the Group’sreal estate potential to become a source of additional
medium-term growth. The Group plans to exploit its non-airport real estate potential at all of
its airports, consistent with the needs of surrounding areas, while staying within its financial
capacity and retaining control over its assets. It believes that the intrinsic attractiveness of
Paris, the quality of its ground transportation connections, the role of airports as drivers of
development and the availability of its land reserves provide it with significant real estate
development opportunities. Aéroports de Paris anticipates investing approximately 164
million euros of its own resources by 2010 (of which 40% will be dedicated to real estate
diversification, which generally means non-airport development). It intends to open 60
hectares for real estate development by 2010, permitting the construction by Aéroports de
Paris alone or in partnership with third parties of approximately 315,000 m2 of various types
of buildings: cargo warehouses, offices, shops and services, and buildings for other activities.
Leading projects under study include the creation of a business zone around the Paris — Orly
airport, the acceleration of real estate development (cargo services, shops) at the Paris -
Charles de Gaulle airport to go along with the development of air transportation, and the
development of available land around the airport. At Paris - Le Bourget, the Group is
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considering premises for industrial activities and structures to accommodate the development
of business aviation.

e Prudently leveraging know-how outside the Paris airports. Aéroports de Paris plans to
continue utilizing its know-how in highly specialized related technical activities such as
telecommunications, project management, engineering, architecture, airport management and
training of executives and staff in the airport context or similar contexts involving the
management of significant flows of people. These activities enable the Group to maintain its
skills at the highest level and to increase its technical reputation abroad, as well as to build up
industrial partnerships in areas experiencing strong growth, such as China or Mexico.
Carefully managed and typically using relatively little capital, these activities constitute
additional value and represent a source of additional development for the Group.

e Growingthe Group’s business with a sustainable development perspective. Aéroports de
Paris has for many years conducted a voluntary policy of sustainable development with
respect to its growth. The objective of this strategy is to make the development of airport
activities acceptable to surrounding territories, local municipalities and their inhabitants, in a
responsible and concerted way. This policy relies upon three initiatives:

o managing pollution and the environmental impact of the activities of Aéroports de
Paris;

o exercising economic responsibility of Aéroports de Paris through cooperation
programs; and

0 paying attention to the corporate and social responsibility of Aéroports de Paris.

In 2005, these activities were rated AA+ by BMJ Ratings, a subsidiary of Fitch, in the
environmental area, and A+ in the corporate responsibility area. Finally, at its three main sites,
Acéroports de Paris is certified ISO 14001.

6.2. PRESENTATION OF THE MARKET
6.2.1. Airport Operations

Several parties are involved in operating an airport. In addition to the airport operator (such as
Acéroports de Paris), the main are the air traffic control services airlines, ground-handling
services providers, cargo companies and government agencies. They operate in different zones
through which passengers and merchandise are channeled, including the “city” (the public area
where vehicles arrive and depart), the “runway” (the restricted area where aircraft takeoff and
land), and between the two, a mixed zone serving as a border between the public and restricted
areas, where boarding and arrival procedures are carried out. Altogether, several thousand
companies play a role in airport operations and in providing passenger services — including
shops, restaurants, ground transportation companies (taxi, buses, etc.), hotel chains and fuel
providers.
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6.2.1.1. The airport operator

Active in all aspects of the circulation of passengers and merchandise, the airport operator is
responsible for optimizing flows and ensuring the interface between parties, to which it provides
services and facilities in order to ensure the smooth functioning of the airport. Aéroports de
Paris facilitates communications and the exchange of information between the various airport
service providers.

An airport operator such as Aéroports de Paris is responsible for a wide variety of tasks, which
fall into five main categories:

e It designs, develops and oversees the construction of airport and access infrastructure.

e It provides airlines and other professional service providers (ground-handlers, governmental
agencies, etc.) with the necessary infrastructure and facilities (check-in counters, boarding
areas, baggage carrousels, aircraft parking areas, etc.), which are allocated to different users
throughout the day depending on their needs. It also leases space and provides related
services.

e It decides on the location and leasing of commercial areas, providing the necessary space for
meeting passenger needs, mostly shops, bars and restaurants.

e [t welcomes, informs and facilitates the circulation of passengers and ensures that services
are available to enhance their comfort (car parks, hotels, telecom services, personalized
reception, services for people needing special assistance, etc.).

e With government supervision, it also implements air transport security measures (passenger
and baggage inspections and screening, secured access to restricted areas, etc.).

Aéroports de Paris’ general operating conditions are specified in a technical document known as
the cahier des charges attached as an appendix to Decree 2005-828 of July 20, 2005 (see 6.6.2.7
“Legislative and Regulatory Environment — Regulation of Group Airport Activity — Technical
Aspects of Airport Management: the cahier des charges”).

One of the key missions of the airport operator is to help optimize the performance of other
airport service providers by coordinating their activities, since its operating and commercial
performance depends, to a greater or lesser extent depending on their particular business, on the
performance of other parties. Revenues depend on air traffic, which has a direct impact on
airport fees (calculated mainly on the number of aircraft movements in different weight
categories and the number of passengers) and an indirect effect on other revenues (sales in shops
and restaurants, car park revenues, etc.).

While the attribution and allocation of take off and landing slots fall under the authority of an
independent organization (see 6.6.2.5 “Legislative and Regulatory Environment — Regulation of
Group Airport Activity — — Attribution of Take off and Landing Slots™), Aéroports de Paris is
responsible for assigning airlines to different terminals within airports and, within limits, to

38



different airfields (see 6.6.2.7 “Legislative and Regulatory Environment — Regulation of Group
Airport Activity — Technical Aspects of Airport Management: the cahier des charges”).

6.2.1.2. Airlines and ground-handling services

The airport operator’s responsibility toward passengers ends when the transport agreement
between the airline and the passenger takes effect, i.e. when the passenger is placed under the
airline’s control (in practice, when the passenger reaches the boarding area). Airlines are also
responsible for all aircraft loading and unloading procedures.

For some or all of these services, the airlines generally rely upon third-party ground-handling
service companies, which include Aéroports de Paris and certain of its subsidiaries (see 6.3.4
“Activities of Aéroports de Paris” — Ground Handling”).

In the current market, airlines fall into several categories, and the airport operator must address
the specific needs of each category. The table below shows the main airline categories operating
out of Aéroports de Paris’ commercial airports (Paris - Charles de Gaulle and Paris-Orly) and
outlines their main requirements.
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ment

Alliances (SkyTeam, Star Alliance,
OneWorld) *

Low cost

Examples: easyJet, Vueling, Sky
Europe, Thomsonfly

Regular independent airlines

Examples. Emirates, Corsair (also
offers charter flights), Egyptair,
China Eastern, El Al

Charter companies

Examples: Onur Air, Blue Line, Air
Méditerranée, Karthago Airlines

Description

Groups of regular airline companies
operating interconnected networks
with joint sales and marketing, to
provide worldwide service. They
mainly operate via hubs.

Regular airlines offering mainly
point-to-point services within
Europe. Average revenues per
passenger are lower than for
conventional airlines, but they also
offer limited onboard service.

Airlines that choose not to join
alliances, operating a differentiation
strategy based on the quality of
service or a geographic positioning
centered on their own hub.

Non-regular airlines, partially or
fully chartered, providing seasonal
or on-demand flights, most often to
medium- and long-haul vacation
destinations.

Main requirements

e  Members grouped together
within the same terminal to
maximize economies of
scaleShort connecting times
(notably for connecting baggage
services)

e High quality ground services
e  Minimize aircraft layover
periodsLow airport costsJoint

promotions with Aéroports de
Paris

e Personalized treatment and
services

e Low airport costs

e Rapid passenger processing
procedures

* Members of the SkyTeam alliance; Aéroflot, AeroMexico, Air France-KLM, Alitalia, Continental Airlines,
CSA Czech Airlines, Delta Air Lines, Korean Air and Northwest Airlines. Members of the Star Alliance: Air
Canada, Air New Zealand, ANA, Asiana Airlines, Austrian, bmi, LOT Polish Airlines, Lufthansa,
Scandinavian Airlines System (SAS), Singapore Airlines, Spanair, TAP Portugal, Thai Airways, United, US
Airways and Varig. Members of OneWorld: Aer Lingus, American Airlines, British Airways, Cathay
Pacific, Finnair, Iberia, LAN and Qantas.

6.2.1.3. Cargo and mail carriers

Cargo and mail carriers are responsible for handling merchandise and packages, including
delivery to and reception by cargos hangars, customs procedures and clearance, aircraft loading
and unloading, sorting and transport to the final destination.

There are several types of cargo and mail service providers:

e Cargo forwarding agents, who organize the pick-up, transport and delivery of merchandise
and are responsible for organizing the entire transport chain, including the selection of road
and air transport services, document management and the completion of customs formalities.

e The airlines, which transport cargo either in the cargo hold of passenger flights (mixed
flights) or in all-cargo flights. They handle only the loading and transport of packages
aboard their aircraft, while other services, such as ground handling, customs clearance and
ground transport, are provided by terminal and runway assistance services, as is done for
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passenger operations. The main cargo airline is Air France Cargo, based at Paris - Charles de
Gaulle airport.

Express cargo services, which are also called integrators because they cover the entire
logistics chain for air cargo, from point of origin to final destination, in order to guarantee
rapid delivery times. The European hub of FedEx, the American integrator, is located at
Paris - Charles de Gaulle airport.

Traditional mail service providers, historically at the origin of air transportation, who carry not
only mail but also newspapers and magazines and high-priority small packages. La Poste has
concentrated all of its airmail services at Paris - Charles de Gaulle airport.

6.2.1.4. Government services and agencies

In addition to its role as industry regulator, the French government is also responsible for a
number of essential services for the operation of airport systems in France, notably:

Air traffic control: Controllers are responsible for the arrival and departure of aircraft to and
from the aircraft parking areas. The physical configuration of the airport and the rules for
allocating take off and landing slots determine the maximum scheduling capacity. Within
this framework, air traffic control determines the actual capacity of each airport in terms of
the number of aircraft movements, based on operating conditions and visibility. In France,
air traffic control is provided by the air navigation services department within the French
Civil Aviation Authority (known by its French acronym as DGAC).

Security operations: The government is directly responsible for certain aspects of air
transport security, such as background checks on persons authorized to enter restricted areas
and the supervision and control of security operations carried out by airfield operators and
other service providers. Within this framework, it has assigned other aspects of security
control to Aéroports de Paris (security screening of passengers, baggage, personnel and
merchandise) (see “Activities of Aéroports de Paris’ — Security™).

Public safety services: At Paris - Charles de Gaulle, Paris-Orly and Paris-Le Bourget, public
safety missions are the responsibility of the French border police (DPAF) and air transport
marshals (GTA), in accordance with Decree 96-828 of September 19, 1996 on the division of
functions and the organization of cooperation between the national police force and the
gendarmerie, and the law of January 7, 2000 on the assignment of security and peace-keeping
functions between the national police and the gendarmerie with regard to civilian airfields.
These public safety missions are carried out under the authority of the relevant Préfet, who
takes the necessary measures to guarantee public order at the airport (Articles L. 213-2 and
R. 213-3 of the civil aviation code). Public safety services should be distinguished from
security operations, which are designed to prevent illicit acts that risk endangering the
security of the aircraft and passengers.

Border controls: The French border police (DPAF) are responsible for the control of

persons, mainly as part of immigration controls, while the French customs service is
responsible for the control of goods. Border health controls, implemented to prevent the
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spread of transmissible diseases by air and other means, are provided by the social and
sanitary affairs division of the local French département in accordance with article R. 3115-2
of the public health code. Aéroports de Paris may be asked to assist in these services in
application of article 33 of the cahier des charges.

6.2.2. Air Passenger Traffic Worldwide and in France
6.2.2.1. Growth of world air passenger traffic

The worldwide airport market benefits from long-term growth in air traffic, despite occasional
slowdowns. The number of air passengers has increased from 21.1 million in 1947 to nearly 2
billion in 2005, a cumulative average growth rate (CAGR) of 8.2%.

This continuous growth is the results of technological advances in the air transport industry,
particularly with the widespread use of jet aircraft in the early 1960s, followed by the emergence
of newer generations of aircraft offering improved capabilities (operating range, for example)
and greater economy (notably in terms of size, fuel consumption and maintenance costs). The
latest example is the Airbus A380, which will enter service in 2007. More recently, the growth
in air transport has been greatly stimulated by the deregulation of traffic rights between
countries, and by the total opening of the market to competition in certain regions of the world
(including Europe for traffic within the European Union). Technological advances and the
liberalization of air traffic have triggered a sharp drop in airline ticket prices and have
considerably democratized this means of transport. Lastly, since the beginning of commercial
aviation, the growth of air transport has been closely linked to the development of world trade, as
it is the preferred means for moving people (mass tourism, business trips) as well as goods
(particularly value-added products and perishable goods).

The global air traffic industry faced the most severe crisis in its history between 2001 and 2003,
following a series of dramatic international events: the terrorist attacks in the United States on
September 11, 2001; the war in Afghanistan; the SARS epidemic in Asia; and the war in Iraq.
Coinciding with a slowdown in world economic growth during the same period, the crisis
triggered a major decline in air traffic that cost the sector several years of growth.

In 2001 and 2002, air traffic was below the 2000 level of 1.67 billion passengers (1.64 billion in
2001 and 1.63 billion in 2002). In 2003, the situation continued to deteriorate in the first quarter
before world passenger traffic began to recover in the second and third quarters, ending the year
with a total of 1.69 billion passengers. The recovery continued in 2004 as air traffic began
growing rapidly again, returning to the growth rates seen in the second half of the 1990s.
Passenger traffic reached 1.89 billion in 2004, up 12.1% from 2003 and about 13% higher than
the 2000 level. Growth continued in 2005 at a rate of about 5.5% over the previous year, with
world air traffic in 2005 totaling roughly 2 billion passengers.

The graph below shows the growth of world air passenger traffic over the past ten years (source:
International Civil Aviation Organization - I[CAO).
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On the whole, the growth of air passenger traffic at Aéroports de Paris airports between 1995 and
2005 followed the same trends as world air traffic. During this period, Aéroports de Paris’s non-
cargo air traffic grew at an average annual rate of 3.6% for passengers (including connecting
passengers) and 2.7% for aircraft movements (excluding all-cargo aircraft). With a marked
increase in the passenger load (meaning the number of passengers per aircraft) — from 104
passengers in 2000 and 105 passengers in 2003, to 113 passengers in 2005 — there was a stronger
rise in the number of passengers than in the number of aircraft movements.

The two graphs below present air traffic trends at the Group’s airports between 1995 and 2005,
in number of passengers and aircraft movements.
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Growth in commercial aircraft movements (excluding all-cargo planes)
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Air traffic growth between 1995 and 2005 was driven mainly by international traffic. In
contrast, traffic on domestic flights declined slightly over the same period (average annual
decline 0f 0.3%). As a result, the share of international and European traffic rose from 68% of
total traffic in 1995 to about 78% of total traffic in 2005.

Traffic at Aéroports de Paris airportsin 2005

In 2005, Aéroports de Paris handled 78.7 million passengers at its two main airports. Air traffic
at the Paris - Charles de Gaulle and Paris-Orly airports in 2005 is set forth in the table below:

Number of
commercial
aircraft Number of Total number of
movements, cargo and mail commercial
Number of excluding cargo aircraft aircraft
passenger s and mail movements movements
Paris - Charles de Gaulle 53.8 million 475,982 37,692 513,674
Paris-Orly 24.9 million 222.866 12 222,878
Total 78.7 million 698,848 37,704 736,552
% change from 2004 4.4% 0.1% 2.5% 0.2%

Air traffic in 2005 by geographical routes

In 2005, international traffic continued to grow, both in number of passengers and as a
percentage of Group traffic. Growth was particularly strong outside of Europe, especially on
routes to and from North and South America and Africa. In the table below, the Group’s air
traffic in 2005 is broken down by geographic region.
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Passenger Trafficin 2005

Route (in millions) % of total % change from 2004
Domestic (France) 17.5 22.2% 0.3%
French overseas territories 3.1 4.0% 4.4)%
Europe 31.2 39.7% 4.2%
Schengen zone 19.7 25.1% 4.3%
International (excluding Europe and French 26.8 34.1% 8.8%
overseas territories)
Africa 8.2 10.4% 9.6%
North America 8.0 10.2% 8.9%
South America 2.5 3.2% 11.1%
Asia-Pacific 5.1 6.4% 5.1%
Middle East 3.0 3.9% 11.1%
Total 78.7 100.0% 4.4%

2005 figuresin millions of passengers (including transit passengers); Traffic at Paris - Orly et Paris- Charlesde
Gaulle

Airlines

At the Group’s two main airports, the ten largest airlines accounted for about 72% of total traffic
in 2005. These companies are listed in the table below, along with their share of traffic at the
Paris - Charles de Gaulle and Paris-Orly airports.

Airline Passengers % of total
Air France-KLM 44,407.2 56.5%
easylet 2,842.7 3.6%
Corsair 1,858.6 2.4%
Iberia 1,464.2 1.9%
Lufthansa 1,258.4 1.6%
British Airways 1,258.0 1.6%
Alitalia 1,067.4 1.4%
Delta Airlines 827.6 1.1%
Royal Air Maroc 785.8 1.0%
Air Algérie 714.6 0.9%

2005 figures in thousands of passengers

The Air France-KLM group accounts for over half of commercial passenger traffic. The three
alliances — Star Alliance, OneWorld and SkyTeam — account for over 72% of passenger traffic at
the two Paris commercial airports.

The airlines operating out of Paris - Charles de Gaulle and Paris-Orly have different profiles that
correspond to air traffic trends at the two airports. See sections “Activities of Aéroports de
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Paris’ Main Lines of Business — Airport Services — Paris - Charles de Gaulle” and * — Paris -
Orly” for descriptions of the main airlines operating at each of these airports.

Detailed analysis of traffic trends at the Group’ s two main airports

Over the past ten years, air traffic at the Group’s two main airports has followed different trends,
with Paris - Charles de Gaulle recording more favorable traffic growth than Paris-Orly.

Growth in Passenger traffic: Paris- Charlesde Gaulle. The growth of traffic at Paris - Charles
de Gaulle reflects the dynamic momentum of both the airlines and the three big alliances —
notably the growing importance of the Air France hub and, more generally, the SkyTeam
alliance. As a result, Paris - Charles de Gaulle has reported a CAGR of 6.6% over the past
decade, surpassing the average 4.4% annual growth rate of the world market from 1995-2005, as
measured by the ICAO.

The graph below traces the growth of passenger traffic at Paris - Charles de Gaulle between 1995
and 2005."
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In 2005, the recovery in air traffic was confirmed at Paris - Charles de Gaulle as traffic reached
53.8 million (including transit passengers), up 5% from the previous year. As in 2004,
international traffic fuelled growth, with 49.2 million international passengers in 2005, up 5.6%
from the 2004 level (with European traffic up 4.5%, and traffic to the rest of the world up 6.8%).
There was also an acceleration of growth in traffic to the Middle East, as well as a significant

4 This table need to be reformatted to replace the commas with periods.
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recovery in the American segment, with traffic up 8.7% to North America and up 11.5% to
South America.

The map below shows the structure of air traffic at Paris - Charles de Gaulle by geographic
region in 2005. It highlights the preponderant weight of international traffic, which accounts for
over 90% of total traffic. Traffic to European destinations accounted for just under 50% of
traffic, while other international destinations accounted for just over 40% of traffic.

National (France)
8.6% of traffic
= 4.6m passengers
(-1.1%)

North America
14.7% of traffic
= 7.9m passengers
(+8.7%)

Europe
48.9% of traffic
=> 26.3m passengers
(+4.5%)

Middle East
4.9% of traffic
= 2.6m passengers
(+14.1%)

French overseas
territories
0.8% of traffic
= 0.4m passengers
(-26.6%)

Africa
8.9% of traffic
South America => 4.8m passengers
3.9% of traffic (+3.9%)
= 2.1m passengers
(+11.5%)

Asia-Pacific
9.4% of traffic
= 5.1m passengers
(+5.1%)

Regional route as % of Paris-Charles de Gaulle traffic
= in millions of passengers (including connecting passengers) (% change 2004/2005)

Passenger traffic growth: Paris-Orly

Compared to Paris - Charles de Gaulle, air traffic trends were not as favorable at Paris-Orly, due
to three negative factors:

e The development of a connecting hub at Paris - Charles de Gaulle led Air France to transfer a
number of its flights previously operated out of Paris-Orly to Paris - Charles de Gaulle.
Several international airlines that wanted to continue benefiting from the connecting flight
options offered by the Air France network also transferred their operations to Paris - Charles
de Gaulle, including American Airlines, Continental Airlines and El Al.

e The French air industry (notably Air Liberté) had difficulties during 2000-2003.

e The domestic market was exposed to fierce competition from high-speed TGV trains
(particularly the Southeast TGV line).
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After stagnating for several years, traffic at the Paris-Orly airport strengthened in 2004,
increasing by 7.1%. The recovery continued in 2005 with traffic up 3.4% to 24.9 million
passengers, just 500,000 passengers short of the 2000 level. Since 2000, the international
segment has been the main engine of air traffic growth at the airport, largely due to the increased
traffic towards African destinations and flights to the Caribbean and Mexico. The share of
European traffic also increased with the arrival of low-cost carriers at Paris-Orly, notably
easylJet. Due to these improvements in the traffic mix, the average passenger load increased
steadily for all traffic at Paris-Orly, rising from an average of 106 passengers per flight in 2000
to 112 passengers in 2005.

The graph below traces the growth of air traffic at the Paris-Orly airport between 1995 and 2005.
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The map below shows the structure of passenger traffic at Paris-Orly by geographic region in
2005. At 51.8%, domestic flights still account for slightly more than half of air traffic in 2005,
mostly due to La Navette, a high-frequency shuttle service operated by Air France between Paris
and Nice, Toulouse, Marseille and Bordeaux.
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6.2.3. Future trends in air passenger traffic
6.2.3.1. Futuretrendsinair passenger traffic worldwide

Although future growth trends are by nature unpredictable, most in the air transport industry
believe that world air passenger traffic is likely to continue growing at a regular pace over the
next 15 years.

According to Airports Council International, the number of passengers in the world market could
grow by more than 4% a year through 2020. Eurocontrol, the European organization for air
navigation safety, expects the number of aircraft movements in European air space to double by
2025 from the 2003 level, which is the equivalent of a CAGR of about 3.2% in the number of
passengers.

Most studies publish data in passenger kilometers transported (PKT), meaning the number of
passengers multiplied by the number of kilometers traveled. PKT calculations are different from
those used by airport operators, which are based on the number of passengers. Over the long
term, the growth in the number of passengers at the Paris airports is typically about 1% to 1.5%
less than the PKT figures expressed by the airlines and civil aviation organization. This can be
attributed to stronger growth in the long-haul flight sector.

In its Passenger Forecast 2005-09, the International Air Transport Association (IATA) notes that
it expects air traffic growth in PKT to be particularly driven by greater international traffic,
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which is estimated to grow at an average annucal rate of 5.6% per year from 2005-2009.
According to IATA, traffic to destinations outside of Europe is expected to grow significantly,
with particularly rapid growth in traffic to the Middle East (+6.6% per year), the Asia-Pacific
region (+5.9% per year) and Africa (+5.7% per year). North American traffic is also expected to
increase, albeit at a slightly slower pace of 5.3% a year, according to IATA. For international
traffic within Europe, IATA foresees an annual growth rate of 5.1%. Intra-European traffic will
benefit in particular from the strong growth in air traffic in central and Eastern Europe.

In its Global Market Forecast 2004-2023, Airbus estimates that passenger traffic will grow at an
average annual rate of 5.3% in PKT during the review period. The aircraft manufacturer expects
traffic between Europe and the Middle East to increase 7.6% a year and traffic with Asia to
increase 5.9% (buoyed notably by traffic to and from China, up 6.9%). Airbus expects traffic to
and from South America to increase by 5.8% a year.

In its Current Market Outlook 2005, Boeing forecasts that average annual passenger traffic will
increase by 4.8% in PKT between 2005 and 2024. Of the fast-growing markets, Boeing expects
traffic between Europe and North Asia (Japan, Korea) to increase by 5.8% a year, at the same
pace as traffic growth to and from South America. According to Boeing, traffic to and from
Southeast Asia and the Middle East is expected to increase by 5.6% and 5.1%, respectively.

6.2.3.2. Futuretrendsin air passenger traffic in France

As with world passenger traffic, participants in the French aviation market expect domestic
passenger traffic to grow regularly in France, barring any unpredictable events, such as a
geopolitical crisis. However, there is no consensus over the growth rates that are most likely to
be seen.

During the preparatory consultations preceding the signature of the CRE, Aéroports de Paris
developed two scenarios based on traffic growth rates of 3% and 3.5%, respectively. The
airlines, however, presented more optimistic scenarios during the hearings organized by the
regulatory authorities. They expect growth to average 4.5%, based in particular on their
expectations for the specific market segments in which they operate (which might involve
geographic segments, such as international traffic, or customer categories that are more dynamic
than those generally handled by Aéroports de Paris), their flight schedules, and firm aircraft
orders and options (which generally apply to a shorter time frame than those preferred by airport
operators, for whom long-term trends are more important).

Although international traffic is expected to remain robust in the medium term, certain factors
tend to suggest a slowdown in overall traffic growth. These factors mainly concern the maturity
of the domestic and Northern European markets, which together accounted for nearly 40% of the
total traffic for Aéroports de Paris in 2005. Similarly, the ongoing development of high-speed
train networks — including the planned acceleration in the development of international high-
speed lines between Paris and Amsterdam, Frankfurt, London and Geneva — will likely strain the
annual growth potential of air traffic at Aéroports de Paris airports, as train travel comes back
into vogue.
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The French regulator, represented by the Ministry of Economy, Finance and Industry and the
Ministry of Transport, based its central scenario for the CRE on an average annual growth rate of
3.75% (in number of passengers) for the next five years. Given the uncertainty of traffic
forecasts, the CRE provides for fee levels to be adjusted according to the actual growth rates of
passenger traffic. See 6.3.2 “Activities of Aéroports de Paris’ — Airport Services - Revenues
from the Operation of Airports.”

6.2.4. Growth in cargo traffic

There is no standard international definition for air cargo. The International Civil Aviation
Organization (ICAO) defines air cargo as merchandise transported for a fee, with the exception
of mail, while IATA defines cargo as all goods including mail, with the exception of baggage.

Between 1960 and 2001, the ICAO calculates that air cargo traffic (including both international
and domestic shipments) increased 58 fold, rising from 2 billion ton-kilometers transported
(TKT) to 117 billion TKT. Using the IATA definition, air cargo traffic rose from 2.5 billion
TKT to 140 billion TKT between 1960 and 2001 — a 56-fold increase (source: DGAC).

The following chart illustrates the world growth of air cargo traffic over the past ten years.
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In 2005, Aéroports de Paris ranked number one in Europe and [seventh] worldwide in air cargo
(including mail), handling 2.1 million tons of cargo and mail, or about 5% of total world
tonnage. In 2004, Aéroports de Paris airports handled 87% of the cargo transported via French
airports (source: DGAC).

Most studies expect world air cargo traffic (in TKT) to grow at a CAGR of between 5.5% and
6.3% through 2025. Cargo growth is thus expected to exceed passenger traffic growth.
According to ICAO, air cargo traffic could continue growing until 2020 at an estimated growth
rate of about 5.4% a year.

In Freight Forecast 2005-2009, IATA estimates that cargo traffic will grow at an average annual
rate of 6.3% from 2005-2009, mainly due to increased trade with Asia, particularly India and
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China. TATA foresees strong growth in international cargo traffic to all destinations from
Europe, with annual traffic up 5.7% to the Asia-Pacific region, 5.1% to the Middle East and
4.5% to Africa. TATA also forecasts a 4.1% increase in international cargo traffic within Europe.

In its Global Market Forecast 2004-2023, Airbus notes that it expects cargo traffic to grow at an
average annual rate of 5.9% from 2004-2023. The aircraft manufacturer expects cargo traffic
between Europe and Asia to increase 6.3% per year during this period, strongly boosted by a
7.1% increase in traffic to and from China. Airbus estimates that cargo traffic between Europe
and the Middle East will grow at the rate of 5.5% per year, between Europe and Africa at the rate
of 5.7% per year, and between Europe and South America at the rate of 5.3% per year.

In its Current Market Outlook 2005, Boeing forecasts an average annual increase in air cargo
traffic of 6.2% between 2005 and 2024.

In France, an October 2005 study by DGAC estimates that French air cargo traffic will grow by
over 4%, mainly due to the boom in express transport services, which will soon account for the
majority of air cargo traffic.

6.2.5. Adéroports de Paris’ Position in the Airport Market

With its two airports of Paris - Charles de Gaulle and Paris-Orly, Aéroports de Paris is among the
leaders in the commercial air transport market for passengers in Europe and the world.

The chart below lists the ten European airports that handled the largest number of passengers in
2005 and illustrates the growth in the number of passengers between 2003 and 2005 (source:
Airports Council International). The Paris - Charles de Gaulle and Paris-Orly airports rank
second and tenth, respectively, in Europe.

London Paris Frankfurt Amsterdam Madrid London Rome- Munich Barceloma Paris Orly
Heathrow Charles de Gatwick  Fiumicino
Gaulle

12003
=) 2004
=, 2005

In millions of passengers - Sources: Airport Council International & airport reports

With two major airports, Aéroports de Paris’s airport system ranks second in Europe, handling a
total of 78.7 million passengers in 2005, behind London with 122.7 million passengers, but
ahead of Frankfurt (52.2 million passengers), Amsterdam (44.2 million passengers), Madrid
(41.9 million passengers), Rome (32.8 million passengers) and Munich (28.6 million
passengers).
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The Paris airport system also ranks sixth worldwide, behind London (122.7 million passengers),
New York (100 million passengers), Chicago (94.4 million passengers), Tokyo (94.8 million
passengers) and Atlanta (85.9 million passengers) (Source: ACI and airport reports).

6.2.5.1. Competition

The Group faces different types of competition due to the various types of airport services it
offers and changes in its regulatory environment.

Competition with Other Hubs

To counter stronger international competition in the air industry, numerous airlines have formed
alliances, combining their various destinations into networks so as to maximize the services
offered to customers. The airport plays an essential role in this network-building process, since
it is the link between connecting flights. The more possibilities an airport offers for connecting
flights, which determines its quality of service, the more strategic it is. Aéroports de Paris thus
provides Air France-KLM with the key infrastructure it needs for operating a hub, which the
airline group has located at the Paris - Charles de Gaulle airport.

With the consolidation of the airline industry around a few major alliances and the main airline
members, Aéroports de Paris is primarily in competition with the London airport system, which
hosts British Airways and the members of the OneWorld alliance; the Frankfurt airport, hub for
Lufthansa and the members of the Star Alliance; and the Amsterdam-Schiphol airport, the
second operational hub of the Air France-KLM group.

To a lesser extent, the Paris airport system is also in competition with developing hubs, including
Madrid Barajas, headquarters of Iberia, and the Munich-Franz Josef Strauss airport, Lufthansa’s
second hub. For certain types of traffic, such as traffic to southern Europe, eastern Europe or
Scandinavia, Aéroports de Paris competes with airports specializing in these destinations — for
example, the Copenhagen, Stockholm-Arlanda and Vienna airports. Lastly, Aéroports de Paris
also competes with more distant airports — such as the Dubai airport, home of Emirates airline —
that are striving to become major international hubs between Europe, the Americas and Asia.

Given this competition, Aéroports de Paris has numerous competitive advantages, which explain
the size of its market share:

e [t has an ideal geographic location at the North-South crossroads of Western Europe, making
Paris an excellent point of departure for international destinations outside of Europe.
Moreover, there are no major competing airports within 300 kilometers, affording Aéroports
de Paris a unique situation in continental Europe.

e France is attractive to both tourists and international business. It is the world’s number-one
tourist destination, with over 75 million visitors in 2005 (source: World Tourism
Organization). It ranks second as the preferred location for new expansions in Europe,
accounting for 17% of the total in 2004 (source: Cushman & Wakefield Healey & Baker
2004).
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e The Ile de France region is an economic powerhouse of national importance, France’s main
center of production (30% of French GDP and 32% of French exports®), decision-making,
education and research.

e Paris is an extremely attractive city: the world’s number-one destination for tourism and
business trips; the world’s top location for international trade shows, with 229 events
scheduled in 2005; and the city with the largest hotel base in Europe, with 80,000 rooms
(source: French congressional commission on the economy, environment and development,
January 2006).

e The greater Paris region generates considerable demand for air transportation. It is Europe’s
largest urban capital region in terms of population, with 9.9 million inhabitants in 2005,
ahead of London (9.3 million), Madrid (4.9 million), Brussels (4.5 million) and Berlin (3.8
million) (source: INSEE, 2005, population of urban areas).

e Lastly, there are 25 million people living within 200 kilometers of the two main airports of
the Aéroports de Paris system.

The natural attraction of Paris generates a high level of origin-destination traffic, which explains
the high proportion of point-to-point traffic at Aéroports de Paris. Point-to-point traffic
accounted for three quarters of total traffic in 2005 (75.4% of the total traffic at the Paris -
Charles de Gaulle and Paris-Orly airports), while connecting traffic accounted for only one
quarter of the total. There were 59 million point-to-point passengers in 2005 and 19.3 million
connecting passengers.

The graph below compares point-to-point traffic at Aéroports de Paris and the other European
airports (index: Paris-Charles de Gaulle = 100).

Paris-Ile de France: Economic capital, http://www.europinvest-paris.info.
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Aéroports de Paris also benefits from an especially dense network of destinations served directly
from Paris. Though ranked second behind London in terms of the number of cities served, Paris
is far ahead of Frankfurt and Amsterdam, especially for destinations that are served by only one

major European airport.

One consequence of these two advantages is the high level of connectivity at the CDG 2 hub.
With an average of 17,900 connectionsd of less than two hours every week being served in less
than two hours, the Paris - Charles de Gaulle hub surpasses its three main European competitors:
the Lufthansa hub at the Frankfurt airport, with an average of 11,993 connecting flights; the
British Airways hub at the London-Heathrow airport, with an average of 6,619 connecting
flights; and the KLM hub at the Amsterdam-Schiphol airport, with an average of 6,572
connecting flights (source: Air France-KLM).

Lastly, Paris - Charles de Gaulle has considerable growth potential, because its aviation facilities
are unequalled in Europe. With its two pairs of independent parallel runways, the airport is able
to offer airlines the capacity and the flight frequencies they will need to carry out their
commercial strategies and develop their networks well into the future.
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Competition with France’s regional airports

Paris - Charles de Gaulle and Paris-Orly are the two largest airports in France, ahead of Nice-
Cote d’Azur (9.5 million passengers in 2005), Lyon-Saint Exupéry (6.6 million passengers) and
Marseille-Provence (5.9 million passengers).

Traffic at French regional airport was 51.7 million passengers in 2005 (source: Urcega). In
2004, 51% of this traffic was domestic and 49% international (source: DGAC, December 2005).
Competition with France’s main regional airports is mainly limited to international traffic, since
most of the domestic traffic at these airports is with Paris.

For international traffic, regional airports have benefited from the development of point-to-point
traffic in recent years arising from the emergence of low-cost carriers. This direct traffic
bypasses Aéroports de Paris since it does not involve connecting flights through the Paris -
Charles de Gaulle hub. A recent DGAC study shows that international point-to-point routes
from these regional airports are almost exclusively short and medium-haul flights to destinations
in Europe. The only exception is the Nice-Cote d’ Azur airport, which offers regularly scheduled
service to New York, Atlanta and Dubai.

For long-haul destinations, the same study points out that nearly 80% of travel originating in one
of France’s main regional airports includes at least one connection thorough a major hub.
Altogether, 35% of these flights involve connections at Paris - Charles de Gaulle. Frankfurt is
the only airport that attracts more than 10% of connecting traffic originating at France’s regional
airports (12%). The other airports (Amsterdam, Munich, Lyon, Milan and Madrid) each account
for between 5% and 8% of this connecting traffic. Paris - Charles de Gaulle thus appears to be
well positioned as the hub for medium and long-haul traffic originating in France — not only for
the Ile de France region, its “natural” commercial area, but for the entire country as well.

Competition with specialized airports

Low-cost carriers account for nearly 11.9% of the passenger traffic handled at Paris-Orly, and
their presence will serve as a major source of growth for this airport in the coming years. The
leaders in this segment are easyJet and the carriers of the TUI group (including Corsair).

In the low-cost segment, the Paris-Orly airport faces competition from the Beauvais-Till¢ airport
located in the Tillé district north of Beauvais in the Oise département, about 80 kilometers from

Paris. Managed by the Oise Chamber of Commerce and Industry, this airport has three runways
and hosts several low-cost carriers (such as Ryanair, Sterling, Wizzair and Blue Air) that are not
based at Paris-Orly. In 2005, the Beauvais-Till¢ airport handled 1.85 million passengers.

The Paris-Orly airport can be differentiated from its rival by its more upmarket profile,
characterized by its proximity to Paris, its quality infrastructure (ground-handling equipment,
passenger jetways), and the diversity and quality of retail areas and services available for
passengers in the terminals.
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Competition with other means of transportation

In Europe, air transport faces competition from trains and, to a lesser extent, automobiles. The
relative market share of train and air transport is affected by the main selection criteria used by
passengers, who compare the total travel time by train to that by air. Although high-speed trains
are generally preferred for trips of less than three hours, air travel is preferred when a trip takes
more than four hours. Consequently, the real competition is for destinations that require between
three and four hours of travel time. Both Paris airports — Paris-Orly and, to a lesser degree, Paris
- Charles de Gaulle — face competition from trains, which is likely to intensify with the
increasing density of the French TGV high-speed train network.

Nonetheless, the Aéroports de Paris Group believes that the TGV network also offers it
advantages, since it delivers passengers to long-haul flights departing from Paris — made possible
by the TGV station located in the Paris - Charles de Gaulle airport, which handles nearly 3
million passengers annually. Moreover, Aéroports de Paris plans to maintain its high-level
quality of its service, which should enable the Paris-Orly airport to limit the loss of market share
to train travel in the years ahead.

Competition in the cargo market

The Paris - Charles de Gaulle and Paris-Orly airports handled a combined total of 2.117 million
tons of cargo and mail in 2005. This places Paris in the leading position in Europe, ahead of
Frankfurt, London and Amsterdam. The Paris - Charles de Gaulle airport also ranked seventh
worldwide in 2005, behind the Memphis, Hong Kong, Tokyo, Anchorage, Seoul and Los
Angeles International airports. At the national level, Paris ranks first ahead of the Toulouse,
Marseille, Basel-Mulhouse and Lyon airports (source: Union des Aéroports Frangais, 2004
figures).

The main air cargo competitors in Europe are Frankfurt (1.999 million tons) and Amsterdam
(1.496 million tons), which have made this segment a major part of their development strategy.
The London airports (Heathrow, Gatwick, Stansted) (1.496 million tons) generate a large amount
of cargo traffic, but they mainly serve the greater London region and the UK market; they are not
direct competitors in the continental European market since they do not benefit from the same
ease of access by road. To a lesser extent, Cargolux operates a large number of all-cargo flights
out of Luxembourg. Emirates is also seeking to develop cargo services out of its Dubai hub.

To counter this competition, the Paris airports, and Paris - Charles de Gaulle in particular, offer
several major advantages. First, Paris and the Ile de France region are a crossroads for economic
trade, due to the presence of numerous multinational companies and a dense concentration of
small and medium-sized companies and industries, making it one of the largest employment
bases in Europe. Served by France’s North-South and East-West road networks, the region also
offers exceptional ground transportation and an excellent geographical location within Europe.

Moreover, the Paris - Charles de Gaulle airport houses three cargo operations at the same
location: those of Air France-KLM, FedEx and La Poste. This close proximity allows the three
networks to interconnect, resulting in a greater number of connecting flight options. Paris -
Charles de Gaulle is thus the only European passenger hub airport to have a cargo hub as well
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(whereas the UPS, TNT and DHL cargo hubs are located at the Liege, Cologne and Brussels
airports).

FedEx is the largest air cargo transport company in the world, with 14.5 billion TKT in 2004
(source: IATA). With 10.1 billion TKT, the Air France-KLM group is the world’s second largest
transporter behind FedEx, and the world’s leading general cargo company (excluding express
services). The power of the Air France-KLM group is reinforced by the SkyTeam alliance’s
leading position in air cargo, ahead of the Star Alliance, mainly due to major players like Korean
Air and Northwest.

Lastly, Aéroports de Paris believes it has sufficient space at its disposal to keep pace with the
future growth of companies already located at its airports, so it will be able to provide more
aircraft parking areas or land for the building or extension of cargo terminals.

6.3. ACTIVITIESOF AEROPORTSDE PARIS
6.3.1. Presentation of the group

Acéroports de Paris is responsible for building, operating and developing the Paris - Charles de
Gaulle, Paris-Orly and Paris-Le Bourget airports, the Issy-les-Moulineaux heliport, and ten
general aviation airfields open to public air traffic in the Ile de France region. By managing
airport operations and development, the Group provides a public service (for a description of this
public service mission, see 6.6.2.7 “Legislative and Regulatory Environment — Regulation of
Group Airport Activities — Technical Aspects of Airport Management (le cahier des charges)”).

Acéroports de Paris is also involved either directly or through subsidiaries in real estate activities,
ground-handling services and other businesses that make use of its expertise, such as the
development of international airport management services and airport engineering, specialized
telecommunications services and retail activities at Group airports.

The Group’s activities are divided into four main segments:

o Airport services which include all of the activities conducted by Aéroports de Paris
as an airport operator: design, construction and operation of terminals, runways and
other infrastructure; allocation of airport resources; development and leasing of
commercial space for services provided within terminal buildings to passengers and
the public; and related services (parking, baggage handling, security, and aircraft
parking).

e The development and operation of rea/ estare activitieson the land surrounding its
airport infrastructure.

e Ground handling and rélated services including passenger check-in, baggage
handling, aircraft ground assistance (cabin cleaning, arrival/departure guidance,
towing and pushback, etc.) and cargo transfer. These activities have been open to
competition pursuant to European Directive 96/67/EC of October 15, 1996.
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o Other activities international airport management services, airport engineering,
specialized telecom services and retail operations.

The table below shows the Group’s revenues and operating income (determined under IFRS) by
segment for the years ended December 31, 2004 and 2005.

2004 2005
Operating Operating
(/in millions of euros) Revenue income Revenue income
Airport services 1,498.3 308.3 1,600.6 403.4
Real estate 158.3 38.2 162.1 33.8
Ground handling and related services 168.4 4.7 167.9 (12.2)
Other activities 170.7 15.1 199.8 16.1
Unallocated items* -- (82.0) — (86.0)
Intersegment eliminations (-184,0) (-0.1) (-215.8) (-0.5)
Total 1,811.7 274.8 1,914.6 354.7

* Mainly head office expenses
6.3.2. Airport Services

Aéroports de Paris is Europe’s second largest airport group in terms of airport revenues. The
Group’s airport system is also ranked sixth worldwide based on the number of passengers in
2005, and seventh worldwide for air cargo (including mail). Its three main airports are highly
complementary, enabling it to benefit from different sources of traffic:

e The Paris - Charles de Gaulle airport specializes in long-haul routes, including both
point-to-point and connecting flights. It is the global hub of the Air France-KLM
Group, the European hub of both the SkyTeam alliance and FedEx, and Europe’s
largest connecting airport based on the number of connections available in less than
two hours.

e The Paris-Orly airport, with its close proximity to Paris, specializes in point-to-point
traffic serving destinations within France (notably via La Navette, the Air France
shuttle), southern Europe, the French overseas territories and North Africa (mainly
Morocco, Algeria and Tunisia). It also hosts several low-cost airlines that mainly
serve Europe, as well as charter airlines specializing in medium- and long-haul flights
to vacation destinations.

e Paris-Le Bourget is the largest business airport in Europe.

The map below shows the location of the airports and airfields owned and managed by Aéroports
de Paris.
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The key figures for 2005 illustrate the Group’s dynamism and unique positioning in the airport
market:

e 78.7 million passengers, of which 77.8% are international passengers (including Europe) and
24.6% are connecting passengers.

e Over 736,600 aircraft movements, serving some 550 cities in 134 countries.

e On peak days, 141,000 passengers use the Paris - Charles de Gaulle terminals and 64,000
passengers use the Paris-Orly terminals.

e 2.117 million tons of cargo (including mail).

e Nearly 34,000 m2 of commercial space, bars and restaurants, which generated overall
revenues of 256.3 million euros in 2005.

e 10,688 Group employees at December 31, 2005, and over 100,000 employees working for
roughly one thousand companies directly involved with the airports. Altogether, over
300,000 jobs in the Ile de France region are directly or indirectly related to Aéroports de
Paris activities.
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6.3.2.1. Paris- Charlesde Gaulle
General description of the Paris - Charles de Gaulle airport

The Paris - Charles de Gaulle airport, located north of Paris on 3,257 hectares of land, has four
runways organized in two parallel, independent pairs. The airport has a maximum scheduling
capacity of 120 aircraft movements per hour (currently limited by regulation to 108 movements
per hour). It has three passenger terminals: CDG 1 (international and Schengen traffic,
including most traffic of airlines in the Star Alliance), CDG 2 (international and Schengen
traffic, including most traffic of Air France and its partners in the SkyTeam alliance and of
members of the OneWorld alliance) and CDG 3 (charter flights and low-cost airlines), as well as
six cargo terminals (for a description of cargo activity at Paris - Charles de Gaulle, see 6.3.2.5
“Air Cargo Business”). The three terminals at Paris - Charles de Gaulle have a capacity of 47.1
million passengers.

The Paris - Charles de Gaulle airport also accommodates train/air connections due to the
presence of a TGV high-speed train station that serves Brussels via the Thalys line, as well as
French regions linked to the TGV network.

The diagram below shows the layout of the Paris - Charles de Gaulle airport.

The Paris - Charles de Gaulle airport handles the full range of commercial long-haul and
intercontinental routes available through the Paris airport system managed by Aéroports de Paris,
with the exception of those to the French overseas territories and the Caribbean, which are
operated out of Paris-Orly (see “— Paris-Orly airport”). This has a considerable impact on the
business and identity of the Paris - Charles de Gaulle airport, which is the world’s gateway to
France.
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Destinations

Altogether, the Paris - Charles de Gaulle airport handled flights to over 516 cities around the
world in 2005. Nearly 58% of these cities were served by scheduled flights at least once a week
(298 cities); over 39% were served more than five times a week (203 cities); and over 20%,
including 67 European cities and 32 international destinations, were served more than 20 times a
week (112 cities).

The table below shows the number of cities served in 2005 from the Paris - Charles de Gaulle
airport, by weekly frequency and geographical region:

Over 5
At least once a times a Over 10 times a Over 20 times a
Scheduled service week week week week
Domestic (France) 17 14 14 13
Europe 146 95 81 67
Africa 51 31 19 7
North America 19 17 16 13
French overseas territories 5 2 1 0
South America 14 10 8 2
Middle East 22 15 13 3
Asia Pacific 24 19 15 7
TOTAL 298 203 167 112

Type of traffic

Point-to-point traffic accounts for over two-thirds of passenger traffic at Paris - Charles de
Gaulle. In addition to this large amount of origin-destination traffic, the airport is ideally located
to attract connecting traffic. The French capital’s position at the heart of Western Europe’s
North-South axis places Paris within a two-hour flight of all major western European cities. The
airport’s geographic location is ideal for attracting feeder traffic from Western Europe’s other
major population and high-traffic areas to connect with long-haul flights departing from Paris.

Recognizing the enormous potential offered by the airport’s exceptional location, Air France
decided to transform Paris - Charles de Gaulle — where it has based its operations since the mid
1970s — into a hub for connecting flights. This strategic decision was made in 1995 and was
immediately implemented in the Summer of 1996, mainly due to Aéroports de Paris’s efforts to
adapt the airport’s infrastructure and provide the necessary facilities for increasing capacity.

In just a few years’ time, Paris - Charles de Gaulle became Air France’s global hub and the main
European hub for the SkyTeam alliance. Flights operated by Air France and its SkyTeam
partners were given priority access to the CDG 2 terminal. CDG 2 is now the highest-
performing European hub, in terms of the number of connecting flight options available between
medium- and long-haul flights (source: Air France-KLM). On average, the CDG 2 hub handles
approximately 800 flights a day, and each week offers 17,900 connections of under two hours. It
handles a daily average of 115,000 arriving and departing passengers, including over 23,000
connecting passengers and 35,000 pieces of connecting baggage.
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Airlines

The breakdown of traffic by airline shows the growing weight of the three alliances. In 2005, for
example, companies affiliated with one of the three major alliances located at the Paris - Charles
de Gaulle airport (SkyTeam, Star Alliance and OneWorld) handled 76.9% of all passenger
traffic, or nearly 41.4 million passengers. SkyTeam members (AeroMexico, Air France-KLM,
Alitalia, CSA Czech Airlines, Delta Airlines, Continental Airlines, Northwest Airlines and
Korean Air) alone accounted for 62.5% of total airport traffic, as illustrated in the table below.

2005 traffic % of total traffic*
Sky team 33.6 62.5%
Star Alliance 4.7 8.7%
OneWorld 3.1 5.7%
Other airlines 12.4 23.1%

*2005 data, in millions of passengers— Sources. Aéroports de Paris
Traffic at Paris— Charles de Gaulle

To accommodate these alliances, Aéroports de Paris allocates resources adapted to their
respective commercial strategies, giving each group priority access to designated terminals: Star
Alliance members (United Airlines, Lufthansa, etc.) are located in the CDG 1 terminal;
OneWorld members (British Airways, American Airlines, Cathay Pacific, Qantas, etc.) are in
CDG 2A and 2B; and SkyTeam members are grouped in CDG 2C, 2D, 2E and 2F.

The table below shows the ten airlines that handled the greatest number of passengers at the Paris
- Charles de Gaulle airport:

Airline Passengers % of total
Air France-KLM 30,557.2 56.8%
Lufthansa 1,258.3 2.3%
British Airways 1,257.9 2.3%
Alitalia 1,067.4 2.0%
easylJet 953.5 1.8%
Delta Airlines 827.6 1.5%
American Airlines 713.2 1.3%
Star Europe 679.3 1.3%
SAS Scandinavian Air 613.8 1.1%
Air Horizons 540.0 1.0%

2005 data, in thousands of passengers

Runways

The Paris - Charles de Gaulle airport has an extremely efficient runway system consisting of two
pairs of parallel runways, comparable to those at the Atlanta and Dallas-Fort Worth airports in
the United States. The two original runways located to the south and north of the airport were
each doubled with parallel runways (in 1998 and 2000).
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The physical layout of these parallel runway pairs enables them to be used independently (two
airplanes can be on final approach simultaneously). Moreover, for each pair, one runway is
specially designated for takeoffs and the other for landings, which reduces the noise pollution
caused by air traffic. The functioning of the two pairs of dual runways is illustrated in the
diagram below (source: DGAC).
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Thanks to this system, the airport can currently schedule 108 aircraft movements
(arrivals/departures) per hour, which could be increased to 120 movements by 2010. To absorb
traffic, the airport has about 80 parking slots in contact with the terminals and just over 100
open-air parking slots.

Accessto the Paris - Charles de Gaulle airport

The Paris - Charles de Gaulle airport is served by a road and railway network that provides easy
access for passengers, cargo transporters and airport personnel. Among airport systems, it is a
leader in terms of transport intermodality. The main access routes are described below:

e The Al motorway (the North motorway), which links Paris and Brussels. For passengers
coming from Paris, the A1 starts from the Paris ring road and is joined by the A3 (eastern
Paris), A86 and A104 (the Francilienne). Currently, the A1 and A3 motorways are the main
access routes to the airport.

e The A104 motorway, accessible from the east of the airport via highway RN2, provides
secondary access to the airport. It will become the main direct access from the east once the
eastern section of the Francilienne is completed in 2011.

e The TGV high-speed train station, located inside the CDG 2 terminal. In 2005, 2.3 million
passengers used this station, which links the airport to the world’s densest high-speed train
network, with over 60 daily connections to Brussels and the French provinces (Lyon, Lille,
Marseille and Rennes).

e Two RER commuter line stations, located in CDG 1 and CDG 2, place the airport within 30
minutes of central Paris.
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e A major bus station, located at the RER station in CDG 1, provides public transportation to
the airport’s neighboring areas. Additionally, each terminal has an area that has been
specifically designed so that passengers can rapidly board motor coaches and shuttle buses
serving a wide range of destinations.

e The entire airport facility is served by 220 kilometers of roads operated by Aéroports de
Paris.

The Paris - Charles de Gaulle airport has about 28,000 parking spaces. Of this total, nearly
19,400 parking spaces are available for passengers and the public: 15,400 spaces are in parking
lots connected directly to the terminals, while 4,000 reduced-rate parking spaces are located in
remote lots served by shuttle buses. About 6,000 parking spaces are reserved for airport
employees. The remainder is used by professionals operating airport services (car rental
agencies, taxis, charter and shuttle buses).

In 2005, 26.1% of passengers departing from the Ile de France region arrived at Paris - Charles
de Gaulle by car (including rental cars), 33.5% by taxi and 40.4% by public transportation (train,
bus). 46% of all passengers said they were traveling to or from the center of Paris.

To facilitate travel between central Paris and the Paris - Charles de Gaulle airport, Aéroports de
Paris joined with the French national railroad companies SNCF and “Réseau Ferré de France” to
create a project called CDG Express, forming a consortium — the CDG Express GIE — to oversee
its development. The project entails building a 32-km rapid rail line to link the Paris-Est train
station with the CDG 2 TGV station in 20 minutes. The year-round service would have extended
hours, with a train running every 15 minutes, and offer a high level of operating reliability and
passenger comfort. The final route of the future airport link was decided following a public
hearing in 2004, under the auspices of the national public hearing commission, at which the
“Virgule” solution was adopted, which makes maximum use of existing rail lines and minimizes
the need to dig tunnels. On October 14, 2005, the interministerial committee on territorial
development and competition named the CDG Express project a top priority, stipulating that it
should be built in accordance with a public service contract awarded by the French government.
Article 22 of the Law 2006-10 of January 5, 2006, relating to transport safety and development,
established the necessary legal framework to carry out this project under the supervision of the
French State. Consequently, the CDG Express GIE is currently being dissolved and the studies
conducted to date will be transferred to the future concession holder. CDG Express is scheduled
to begin service in 2012.

Strategy of the Paris - Charles de Gaulle Airport

The Group plans to reinforce the Paris - Charles de Gaulle airport’s currently strong position in
international long-haul traffic and to take advantage of the sustained growth in this segment in
the years ahead. Relying on the natural attractiveness of the Ile de France region and the quality
of its airport infrastructure, Aéroports de Paris plans to strengthen Paris - Charles de Gaulle’s
role as an intermodal (air, rail, road) transport airport and consolidate its position as a connecting
hub. The Group has set the following strategic goals:
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e Increase the airport’s passenger handling capacity through the construction of new
infrastructure (satellites S3 and then S4, and the CDG 2G regional terminal), the renovation
of existing terminals, and the optimization of infrastructure use;

e Introduce more efficient operational guidance through the use of tools such as aviation
certification, the development of cooperative operational guidance between Aéroports de
Paris, the air navigation services provider and the airlines, and the strengthening of passenger
and cargo flow monitoring;

e Develop transport intermodality by taking better advantage of the complementary nature of
the TGV high-speed train network and by improving connections between the CDG 1 and
CDG 2 terminals;

e Improve the quality of customer service at the Paris - Charles de Gaulle airport, notably
through the introduction of quality commitments, additional new services, technological
innovation, greater attention to the needs of connecting passengers, better amenities for
passengers requiring assistance, and a significant increase in the number of aircraft slots in
contact with the terminal with jetways; and

e Implement a competitive commercial policy, notably through more dynamic retail areas
within the airport, more efficient car park use, a fee policy more in keeping with the needs of
professional customers, and a cost-savings program (security, energy consumption, etc.).

I nvestment Program for the Paris - Charles de Gaulle Airport

Because of the quality of its aviation infrastructure, Aéroports de Paris believes it does not need
to make major investments in terms of aircraft technical areas and runways. To keep pace with
the future growth of air traffic, however, Aéroports de Paris will launch an ambitious investment
program at Paris - Charles de Gaulle to increase the passenger handling capacity of terminals and
the quality of its amenities. Currently, the passenger traffic infrastructure at the Paris - Charles
de Gaulle hub is saturated, mainly due to the temporary closure of the boarding area in the CDG
2E terminal and to renovation work in CDG 1, which is scheduled to continue into 2008. As a
result, Aéroports de Paris has had to transfer airlines operating out of the closed sections to other
terminals, and to introduce a number of temporary adjustments (internationalization of the CDG
2B terminal to handle medium-haul flights originally planned for CDG 2E; creation of additional
boarding gates at CDG 2D to accommodate Schengen traffic, part of which was previously
handled at CDG 2B; etc.).

Several investment programs will contribute directly to the completion of the CDG 2 hub,
including:

e Completion of the S3 satellite located to the east of the CDG 2E and 2F terminals, which will
improve the performance of the CDG 2 hub by adding additional capacity (8.5 million
passengers) and increasing the number of aircraft slots in contact with the terminal (more
than 20 slots). The S3 satellite will be able to simultaneously accommodate several Airbus
A380 super-jumbo jets. With the project’s completion scheduled for between June and
October 2007, Aéroports de Paris has planned to invest about 198 million euros in 2006
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(before taking into account any cost overruns that might be incurred from construction delays
on the roof structure). The 2006-2010 investment budget for this project is about 333.9
million euros, and covers the LISA transport system, an automated subway that will link
CDG 2E to the future S3 satellite.

The completion of the first phase of the TBE baggage handling system, a fully automated
system that integrates screening for 100% of checked baggage, is planned for the second half
of 2006. Aéroports de Paris will invest 25 million euros in TBE in 2006 and a total of 131.8
million euros over the period 2006-2010. This integrated baggage-handling system will
automatically handle all baggage at the CDG 2E and 2F terminals and the S3 satellite.

Preliminary studies for the S4 satellite, a complement to the S3 satellite for the Paris -
Charles de Gaulle hub that will be linked to CDG 2E by an extension of the LISA automated
metro line. Once it opens in 2012, the S4 satellite should accommodate about 7.2 million
passengers a year.

Acéroports de Paris will also make other significant investments in the Paris - Charles de Gaulle
airport in 2006, including:

Completion of the first line of CDGVal (started in 2002), the future automated metro link
between CDG 1 and CDG 2. This project, scheduled for completion by the end of 2006, will
enhance the development and accessibility of business areas within the Paris - Charles de
Gaulle airport and reinforce their interconnections with SNCF train stations. Investment in
the CDGVal for the 2006-2007 period is budgeted at 42.4 million euros.

Reconstruction of the CDG 2E boarding area following the collapse of a roof section on May
23,2004. Work should be completed by the first quarter of 2008, for a total investment in
2006-2010 of about 124.5 million euros, including 27.3 million euros in 2006. Once this
boarding area is reopened, Aéroports de Paris will be able to resume service at 14 gates with
aircraft in contact with the terminal and accommodate an additional 7.5 million passengers
per year. To address the shortage of parking slots for jumbo jets in the meantime, three slots
will be created at an area situated near the future S4 satellite.

Commencement of construction of the CDG T2G regional terminal, which is designed to
serve passengers traveling on 50 to 100 seat aircraft within the Schengen region. Scheduled
for completion in the first half of 2008, this terminal will have a nominal capacity of 3
million passengers a year. Total investment in the terminal and related infrastructure is
estimated at 80.1 million euros, including 6.7 million euros in 2006.

Ongoing renovation work at CDG 1, which began in 2004, for a total investment estimated at
175.3 million euros in 2006-2010. Renovation work will be divided into four phases, during
which terminal capacity will be reduced by a quarter (2.5 million passengers). The first
newly renovated quarter of the terminal reopened in December 2005. Aéroports de Paris
plans to invest 41.5 million euros in this renovation project in 2006, which is scheduled to be
completely finished by fourth-quarter 2008.
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e Investments to accommodate the Airbus A380. With the S3 satellite and special gates at the
CDG 1 (2 gates) and CDG 2A, 2C and 2E terminals, the Paris - Charles de Gaulle airport will
have 11 A380-compatible terminal-side gates by 2008, a capacity which is comparable to
that of its main competitors.

e Construction of 6,000 new parking spaces for automobiles between 2008 and 2010.

Upon completion of all these projects, the capacity of the Paris — Charles de Gaulle airport will
have increased from 47.1 million passengers to 66.5 million passengers in 2010.

The table below summarizes the investment projects at the Paris - Charles de Gaulle airport for
the period 2006-2010, based on the table in the appendix of the CRE.

(2006 euros, in millions) 2006 2007 2008 2009 2010 2006 - 2010
Capacity investment, including: 343.8 308.1 137.4 139.4 178.1 1,106.8
CDG Val 309 11.5 - - -- 424
1st phase of CDG 2E terminal 7.1 43 0.7 - - 121
(building, parking, aircraft parking
areas)
Reconstruction of the CDG 2E boarding 273 78.0 19.2 - - 1245
area
TBE baggage-handling system 25.0 13.8 -- - -- 38.8
S3 satellite project (including LISA; 197.7 112.5 233 0.2 - 333.7
excluding baggage-handling system)
Extension of TBE baggage-handling -- -- 28.0 28.0 35.0 93.0
system to S3 satellite
S4 satellite 4.0 43 33 59.0 71.0 141.6
CDG 2G terminal (building, aircraft 6.7 49.7 23.7 -- -- 80.1
parking areas)
Eastern access to the Paris - Charles de 7.5 0.8 - 2.9 12.9 24.1
Gaulle airport
Construction of a PX parking deck -- - 6.0 29.4 40.7 76.1
Access 26 — E4 taxiway 8.0 13.7 7.6 - - 29.3
AGEN aircraft parking areas -- - 5.0 11.0 5.0 210
Renovation investment, including: 41.5 40.5 36.0 36.0 21.3 175.3
Renovation of CDG 1 (excluding major 41.5 40.5 36.0 17.6 29 138.5
renovation work on satellites)
Renovation of CDG 1 satellites -- -- -- 18.4 18.4 36.8
Current investments 71.4 70.0 78.1 69.5 54.1 349.1
TOTAL 462.6 418.6 251.6 244.9 253.5 1,631.2

6.3.2.2. ParisOrly
General Description of the Paris-Orly Airport

Located south of Paris, 16 kilometers from the center of the city, the Paris-Orly airport serves
destinations in Europe, North Africa (mainly Morocco, Tunisia and Algeria) and the French
overseas territories, and offers connecting flights to domestic destinations. The airport is highly
valued by most passengers for its close proximity to Paris, easy access and simplicity. With 24.9
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million passengers and about 223,000 aircraft movements in 2005, it is France’s second largest
airport and the tenth largest in Europe (source: Airports Council International).

The diagram below shows the layout of the Paris-Orly airport.

The Paris-Orly airport, which generates 26,000 direct jobs, plays an essential role in one of the
Ile de France region’s major economic zones, comprising the Rungis wholesale food market, the
SOGARIS road transport station, the Silic business parks (Silic, a listed company that leases
office space in the Ile de France region, is a major player in business parks), and the Belle-Epine
shopping mall.

The Paris-Orly airport has a maximum possible capacity of 30 million passengers a year, with
the Orly Ouest and Orly Sud terminals able to accommodate up to 18 and 12 million passengers
a year, respectively. The airport has 102 aircraft parking areas, including 49 slots in contact with
the terminal served by about 60 jetways.

For the airlines and air cargo transporters, the main advantages of the Paris-Orly airport are
moderate usage costs (due mainly to the particularly short taxi distances for an airport of this
size) and fluid runway traffic, which ensures high operational consistency. Taxi time between
the terminal and the runways generally averages six minutes — one of the lowest taxi times in the
world for an airport of this size.

At December 31, 2005, the Paris-Orly airport authority had 1,550 employees.
Destinations

In total, the Paris-Orly airport handled flights to over 309 cities in 2005, up from 294 in 2004.
Nearly 46% of these destinations, or 143 cities around the world, were served by scheduled
flights at least once a week. Over 30%, or 95 cities, were served more than five times a week.
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In the international segment, Africa, mainly North Africa, accounts for the greatest number of
destinations served at least once a week.

Type of traffic

Nearly all of the traffic at the Paris-Orly airport is point-to-point. The Orly Ouest terminal is
host to La Navette, Air France’s domestic air shuttle service, as well as most domestic flights and
certain European airlines (Iberia, TAP Air Portugal). At the Orly Sud terminal, low-cost carriers
operate flights mainly to Europe, while other airlines serve numerous destinations — notably
North Africa, the French overseas territories and the Caribbean.

Airlines

The table below shows the ten airlines that handled the greatest number of passengers at the
Paris-Orly airport:

Airline Passengers % of total
Air France and partners 13,850.0 55.7%
easylJet 1,868.2 7.5%
Corsair 1,837.9 7.4%
Iberia 1,307.3 5.3%
Royal Air Maroc 749.2 3.0%
Tap Air Portugal 669.2 2.7%
Aigle Azur 596.1 2.4%
Air Algérie 575.1 2.3%
Tunis Air 533.4 2.1%
Air Europa/Air Espana 521.7 2.1%

2005 data, in thousands of passengers

The top ten airlines were responsible for about 90% of the 24.9 million passengers at the Paris-
Orly airport in 2005. Air France and its partners accounted for over 55.7% of airport traffic in
2005, with a total of 13.8 million passengers. Brit Air and CCM operate their French flights
under Air France flight numbers or code sharing.

Over the same period, low-cost carriers accounted for about 2.9 million passengers, or nearly
11.9% of total airport traffic (with easyJet alone handling 1.87 million passengers).

Corsair — a regular, predominantly tourist-oriented airline owned by the German TUI group — has
made the Paris-Orly airport its primary base. It operates regular medium- and long-haul routes to
the French overseas territories and to international destinations, mainly employing a fleet of
Boeing B747-400 and Airbus A330-200 jumbo jets. Corsair also operates charter flights.
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Runways

The Paris-Orly airport occupies 1,540 hectares and has three runways. The two main runways
are oriented East-West and are equipped for landings in all weather; depending on wind
direction, they are dedicated either to take-offs or landings. Their dimensions are, respectively,
3,300 x 45 meters for the southern runway (runway 3), and 3,600 x 45 meters for the northern
runway (runway 4). The third runway (runway 2) is 2,400 meters long and is oriented North-
South. It is used during strong crosswinds or when one of the main runways is unavailable. The
maximum runway capacity at the Paris-Orly airport is 76 movements (take-offs or landings) per
hour.

Regulatory constraints

Traffic at the Paris-Orly airport is subject to two regulatory constraints. An October 6, 1994
order of the Ministry of Infrastructure, Transport and Tourism limits the Paris-Orly airport to
250,000 aircraft movements (take-off/landing) per year. Moreover, since 1968 the airport has
had to observe a daily curfew between 11:30 pm and 6 am.

In 1996, after two years of robust growth, the Paris-Orly airport reached the 1994 ceiling placed
on aircraft movements. Thereafter, annual traffic leveled off at about 240,000 aircraft
movements a year until 2000. The number of time slots actually used subsequently declined,
with the lowest level in 2003 at 203,000 movements when certain airlines based at Paris-Orly
encountered major difficulties. In 2004 and 2005, the number of aircraft movements recovered
to 219,000 and 223,000, respectively.

Access to the Paris-Orly airport

The Paris-Orly airport is located at the junction of the A6 and A10 motorways, just 10 minutes
from the Paris ring road. The airport is also served by an RER rapid transit line that links with
Orlyval, a dedicated automated rail line.

The Paris-Orly airport has just under 20,000 parking spaces. Of these, approximately 15,000 are
open to passengers and the public, including 10,000 parking spaces with direct connection to the
terminals and 5,000 reduced-rate parking spaces served by the airport shuttle bus.
Approximately 3,800 parking spaces are reserved for airport personnel, while almost 1,200
parking spaces are reserved for car rental agencies.

In 2005, airport car parks generated revenues of 49,0 million euros, including 4.3 million euros
from long-term subscriptions, up 6.8% from the previous year. Aéroports de Paris attributes the
strong business of its car parks to the dynamic management of passenger parking offers
(weekend and long-term flat-rate fees) and a moderate increase in parking fees, up about 3% in
2005.

Each terminal also has its own bus station, providing regular bus service to Paris (Air France
buses or the Orlybus service of the RATP rapid transit authority) and neighboring urban areas.
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Strategy of the Paris-Orly airport

The strategy of the Paris-Orly airport is to take advantage of its strengths — foremost being its
close proximity to Paris, its ease-of-use for passengers, and its operating efficiency and low costs
for airlines — in such a way as to maximize revenues within the regulatory restriction of 250,000
aircraft movements authorized annually. In applying this strategy, Aéroports de Paris has the
following two goals:

e Maintain growth in the number of passengers to allow the Paris-Orly airport to benefit from
strong financial leverage, since operating costs are mostly independent of traffic. Given the
limitation on the number of aircraft movements at the airport, this goal can be reached by
increasing the average passenger carrying capacity per flight; and

e Significantly develop commercial revenues generated by the Orly Sud and Orly Ouest
terminals, in particular by renovating their retail areas.

Several programs have been launched to implement the Group’s strategy for the Paris-Orly
airport:

e To continuously adapt the facilities at the Paris-Orly airport so as to maintain its appeal as an
easy-to-use airport for both passengers and airlines, economical and well adapted for point-
to-point flights — and to reinforce this image in the public’s eye;

e To enrich its line of passenger services, notably in terms of parking and retail services, by
pursuing major renovation projects and expanding retail areas;

e To lend a relatively upmarket profile to the airport’s accommodation of low-cost airlines, in
keeping with the quality of its airport facilities (runway equipment, boarding bridges) and its
intrinsic strengths (close proximity to Paris, broad range of services); and

e To develop a proactive approach to airlines whose commercial positioning is best adapted to
these targets.

I nvestment Program for the Paris-Orly Airport

The Aéroports de Paris group plans to reinforce the attractiveness of the Paris-Orly airport by
modernizing its facilities. Having invested over 39,6 million euros in this modernization in
2005, Aéroports de Paris plans to invest another 210 million euros between 2006 and 2010
(including 70,6 million euros in 2006) to adapt its current infrastructure to meet the needs of the
expected increase in air traffic.

Within this framework, one major modernization program has already been completed:
renovation of Hall 2 of the Orly Ouest terminal. This project, which ran from March 2005 to
April 2006 at a cost of nearly 18.3 million euros, will improve the quality of service and
operating conditions for La Navette, Air France’s shuttle service serving four destinations (about
6 million passengers a year). It will also boost rental revenues while reducing security costs.
Another project still underway is the modernization of car parks — which has already seen the
renovation of 1,500 parking spaces at the Orly Sud P1 lot between 2003 and 2005, for a total
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investment of 7.1 million euros. This program will continue with the gradual renovation of
3,540 of the 5,400 parking spaces at the Orly Ouest PO lot between 2006 and 2009.

Two other large-scale modernization projects are also planned for the Paris-Orly airport. The
first concerns the reinforcement of runway 4 and its taxiways in April and May 2006 to
accommodate the new Boeing B777-300 ER jumbo jet, for an estimated cost of 30 million euros.
These aircraft, which will begin serving routes to the French overseas territories starting in June
2006, tend to have a more aggressive impact on runway surfaces. Nonetheless, the switchover to
these modern aircraft to replace the aging Boeing B747 will help reduce air and noise pollution
in the airport vicinity.

The second renovation project launched in late 2005 involves the renovation of international
traffic flows (departures and arrivals) at Orly Sud, with the gradual opening of new facilities
scheduled between mid 2007 and April 2008. This project, estimated at 25,5 million euros for
the period 2006-2008, will completely separate arriving international traffic from departing
international traffic, to create a single, undivided international boarding area. A major retail area
will be developed in this zone, which should reach 2,000 m?, up from 830 m? today. The project
also includes the extension of the baggage claim area, with the installation of two baggage
carrousels designed to handle jumbo jet passenger loads. This project aims to improve the
quality of service for 6 million passengers while increasing commercial revenues, combining a
gain in passenger handling capacity of about 10% with a reduction in security costs.

The table below summarizes the investment projects at the Paris-Orly airport for the period
2006-2010, based on the table in the appendix of the CRE.

(2006 euros, in millions) 2006 2007 2008 2009 2010 2006 - 2010

Capacity investment, 30.0 -- 8.0 7.0 -- 45.0
including:

Adjustments for the B777 30.0 -- 8.0 7.0 -- 45.0
and new aircrafts

Renovation investment, 12.4 14.3 5.5 -- -- 32.2
including:

Hall 2 in the Orly Ouest 6.7 -- -- -- -- 6.7
terminal

International traffic flows at 5.7 14.3 5.5 -- - 255
Orly Sud

Current investments, 28.2 29.1 27.1 24.7 23.7 132.8
including:

Renovation of the Orly PO 5.0 5.4 53 1.4 -- 17.1
parking lot

TOTAL 70.6 43.4 40.6 31.7 23.7 210.0
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6.3.2.3. Paris- Le Bourget
General description

Located 7 kilometers north of Paris and occupying 553 hectares, the Paris-Le Bourget airport is
devoted mainly to business aviation. The airport has three runways — a primary 3,000 meter
runway oriented northeast/southwest; a secondary 2,665-meter runway oriented north/south; and
a third 1,845-meter runway oriented east/west, parallel to the Paris - Charles de Gaulle runways
— and aircraft parking areas that enable it to handle almost any type of aircraft. The Paris-Le
Bourget airport is also a major center for the aeronautics industry: over 100 aircraft maintenance,
equipment and development companies and airport service providers are housed in roughly 30
buildings, including seven hangars. At December 31, 2005, the Paris-Le Bourget airport
authority had 159 employees.

The graph below shows the layout of the Paris — Le Bourget airport.

Business aviation is a professional tool used by companies as well as individuals in three
complementary forms:

e Commercial business aviation: independent transport companies provide on-demand “air-
taxi” service, supplying aircraft and crew for the duration of the flight. The cost of the flight
depends on the type of aircraft and the amount of flight time;

e Time-share aviation: a company buys a share in an executive jet, corresponding to a certain

amount of annual flight time; and
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e Corporate aviation: the company owns its own fleet of aircraft and employs its own crew, to
serve its own exclusive needs.

With over 59,000 aircraft and helicopter movements in 2005, the Paris-Le Bourget airport is the
leader in business aviation in Europe (source: Roland Berger).

The Paris-Le Bourget airport’s reputation is reinforced by its proximity to the Paris-Le Bourget
Exhibition Center, the third largest in the Ile de France region. With 37 hectares of outdoor
facilities and five exhibition halls offering a surface area of 80,000 m?, Le Bourget is designed to
host big trade shows, such as the biennial International Air and Space Show (SIAE). In
preparation for the 46th SIAE Air Show in June 2005, Aéroports de Paris launched some major
projects: runways were modified to accommodate a demonstration of the new Airbus A380, and
hangars were renovated. As host to the first public presentation of the A380, the 2005 edition of
the Paris-Le Bourget Air Show enjoyed record levels of attendance.

Moreover, the airport site offers numerous expansion possibilities for aviation companies, thanks
to ample land reserves: 41 hectares are immediately available for industrial and air transport
activities. The Paris-Le Bourget airport is a major site for the Group’s real estate activity: in
2005, Le Bourget’s real-estate revenues surpassed revenues from other activities (15.8 million
euros in 2005 out of total revenues of 19.4 million euros). A major share of the real estate
revenues of the Paris-Le Bourget airport is closely linked to business aviation.

For business travelers, the Paris-Le Bourget airport offers several advantages:

e Rapidity, thanks to the optimization of transfer procedures between aircraft and ground
transportation;

e Proximity to Paris and the decision-making centers of La Defense, Cergy-Pontoise and the
Paris - Charles de Gaulle airport;

e Discretion and confidentiality for travel,

e The possibility of landing at the airport at any hour (within certain limits as described below)
and of reaching destinations not served by conventional commercial airlines (over 700
destinations logged in 2004);

e The quality of ground services and the possibility of holding meetings at the airport itself.

The Paris-Le Bourget airport is increasingly subject to environmental restrictions, particularly in
terms of noise pollution. Anti-noise measures have already been introduced and especially affect
night operations, with the following conditions in force between 10:15 pm and 6 am: jet aircraft
may not take-off, reverse thrust is not allowed, and the secondary runway cannot be used by
aircraft exceeding 5.7 tons (without special permission).
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The Business Aviation Market

Business aviation emerged in the United States before the First World War and has enjoyed a
boom since the 1960s, as major corporations have become more sensitive to the advantages
offered by this means of transportation.

There are over 23,000 business planes in the world, including roughly 13,000 jets and 10,000
turboprop aircraft. According to the engine manufacturer Rolls-Royce, the number of business
planes delivered should reach 15,400 units within 20 years. The number of deliveries should
grow 32 % between 2005 and 2014 and 9% between 2015 and 2024. Nevertheless, with about
2,400 aircraft, Europe accounts for only about 10% of this market, far behind the United States’
70% market share. According to the Paris Chamber of Commerce and Industry, Europe’s share
is expected to grow in the future, mainly due to the expansion of the European Union to 25
members and increased restrictions on regular air transportation, especially in terms of security.

The table below shows the growth in business aviation since the 1960s and Gulfstream’s forecast
of traffic growth until the 2010s.
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In France, despite the confidentiality surrounding users of this means of transportation, numerous
companies are occasional or regular customers of business aviation. With 424 registered
executive jets, France now ranks second in Europe behind Germany (433 aircraft), but ahead of
the UK (296 aircraft) (source: Dassault Aviation, 2003).

Traffic at the Paris - Le Bourget Airport

Since the decision was made to specialize in business aviation in 1981, passenger traffic at Paris-
Le Bourget has declined by an average of 6% a year, due to the cessation of regular commercial
traffic. Since 1998, the airport has enjoyed slow but steady growth in the number of passengers
and in the number of aircraft movements (source: Paris Chamber of Commerce and Industry).
In 2005, the airport handled 120,000 passengers. The number of aircraft movements (take-off
and landings) increased to 59,152 in 2005, up 1.4% from the previous year (source: flight plans
filed with the Civil Aviation Department).
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Flights originating from the Paris-Le Bourget airport serve a very large number of cities: flights
have departed the Paris — Le Bourget airport for 181 destinations in continental France, 234
European cities and 272 cities outside of Europe.

Competition

With 59,152 aircraft and helicopter movements in 2005, the Paris-Le Bourget airport is the
leader in business aviation in Europe. Its main peers are the Farnborough and Luton airports
near London (with approximately 18,000 and 15,000 aircraft movements per year, respectively),
the Geneva airport (with approximately 12,000 business aircraft movements per year) and the
Cannes-Mandelieu airport (with approximately 9,000 aircraft movements per year) (source:
Roland Berger). Paris-Le Bourget’s reputation has attracted the leading names in business
aviation, including Signature, Flying Group, Netjets, Universal and Dassault Falcon Services,
and prompted the big manufacturers — Dassault Falcon, Cessna Aircrafts, Embraer and
Eurocopter — to establish operations in the airport’s business zone. The presence of these leading
industry players and the airport’s close proximity to Paris are strong competitive advantages that
Aéroports de Paris believes will sustain its competitive lead in the future.

Strategy and I nvestment Program of the Paris - Le Bourget Airport

At the Paris-Le Bourget airport, the Group’s strategy is to develop prestigious services geared
toward decision makers and corporate travelers, which should enable it to absorb the strong
growth in business traffic and stimulate local economic activity. The business aviation market
offers major growth opportunities through the emergence of new products and services (such as
time-sharing options, subscriptions, micro-jets), the economic development of eastern European
countries (which are poorly served by commercial airlines), and the increasing performance
capabilities of executive jets.

The Group has invested nearly 3.8 million euros in building the airport’s first business terminal,
to be inaugurated in May 2006. This strategic development will also be made possible by the
creation of premium office property on the site of old buildings, and by the development of a
business park complete with food services, hotels, retail stores and a business center.

The table below summarizes the investment projects at the Paris-Le Bourget airport for the
period 2006-2010, based on the table in the appendix of the CRE.

(2006 euros, in millions) 2006 2007 2008 2009 2010 2006 - 2010

Capacity investment 3.5 3.0 3.0 3.0 3.0 155
Renovation investment -- -- -- -- -- -

Current investment 5.3 5.6 49 49 49 25.6
Total 8.7 8.6 8.0 8.0 8.0 41.2

6.3.2.4. General Aviation Airfields and Heliports

Aéroports de Paris manages ten civil airfields for general aviation purposes located in the Ile de
France region, on behalf of neighboring companies. The airfields are briefly described below:
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e Meaux-Esbly, located in Seine-et-Marne (French département number 77), has four runways
and six Aéroports de Paris hangars on 103 hectares of land.

e Pontoise-Cormeilles-en-Vexin, located in Val d’Oise (95), has two runways and four
Aéroports de Paris hangars on 237 hectares of land.

e Toussus-le-Noble, located in Yvelines (78), has two runways and 12 Aéroports de Paris
hangars on 167 hectares of land.

e (Chavenay-Villepreux, located in Yvelines (78), has two runways and two Aéroports de Paris
hangars on 48 hectares of land.

e Chelles-le-Pin, located in Seine-et-Marne (77), has two runways and two Aéroports de Paris
hangars on 31 hectares of land.

e Coulommiers-Voisins, located in Seine-et-Marne (77), has four runways and four Aéroports
de Paris hangars on 300 hectares of land.

e Etampes-Mondesir, located in Essonne (91), has two runways and three Aéroports de Paris
hangars on 113 hectares of land.

e Lognes-Emerainville, located in Seine-et-Marne (77), has two runways and two Aéroports de
Paris hangars on 87 hectares of land.

e Persan-Beaumont, located in Val d’Oise (95), has four runways and two Aéroports de Paris
hangars on 139 hectares of land.

e Saint-Cyr-I’Ecole, located in Yvelines (78), has two runways on 75 hectares.

Aéroports de Paris also manages the Issy-les-Moulineaux heliport. Located on 7 hectares with
four Aéroports de Paris hangars, this heliport serves 17 companies and handles about 11,300
helicopter movements a year.

In 2005, the eleven light aviation airfields described above reported traffic of 669,860 light
aircraft (643,370 in 2004 and 640,630 in 2003). For the most part, this traffic consisted of
general aviation, flight schools and training programs (no regular commercial flights leave from
these airfields).

The airfields in Meaux-Esbly, Pontoise-Cormeilles en Vexin, Toussus-Le-Noble, and Lognes-
Emerainville are also open to business aviation (though solely on demand at the Meaux-Esbly
and Lognes-Emerainville airfields).

6.3.2.5. Air Cargo Businesses

The cargo business involves the transport of goods by airplane or by truck. According to a
DGAC study published in October 2005, air cargo represents only 0.16% by volume of French
international trade, putting it far behind road, rail and water-borne cargo. However, air cargo
represents a high value business, with goods worth nearly 100 billion euros transported per year,
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14% by value of French trade, compared to 3% for rail, 26% for water-borne and 47% for road.
By way of illustration, the average value of a kilogram of goods transported by air is around 114
euros for imports and 122 euros for exports, whereas the national average for a kilogram of
transported goods, taken across all goods, is 1.15 euros for imports and 1.9 euros for exports.

Air cargo is a significant business line for Aéroports de Paris, which was the European leader in
the sector in 2005. Aéroports de Paris estimates that its revenues relating to this business were
almost 80 million euros in 2005, with about half from the lease of buildings, land and parking
spaces for planes belonging to cargo companies, and the other half from landing fees from cargo-
only flights and the estimated share of landing fees relating to cargo carried in the hold of
passenger flights (mixed flights). In addition, cargo is a highly complementary business to
passenger transport. For Aéroports de Paris, it allows for the better use of airport infrastructure
throughout the day, as cargo companies do not have the same scheduling constraints as
passenger companies. For airlines, cargo represents an additional source of income, and carrying
cargo can be a significant factor in the profitability of their passenger lines. For mixed cargo-
passenger airlines, cargo can account for between 10% and 15% of revenues.

Cargo is transported both on all-all-cargo flights and on mixed flights, where cargo is carried in
the hold of passenger aircraft. All-cargo flights are limited to a few high-traffic routes, where the
capacity available on passenger flights is insufficient (e.g. Paris-New York and Paris-Chicago),
or to destinations where passenger traffic rights are limited by quotas (as in Asia). For other
routes, where the volumes of cargo are insufficient to justify all-cargo flights, or which for
practical reasons need to have cargo transported frequently, cargo is carried in the holds of
passenger flights. An estimated half of air cargo is carried on passenger flights.

Because of this use of both all-cargo and mixed flights, airlines use the same airports for both
cargo and passenger lines. It is essential that cargo in transit be moved quickly from the hold of
a mixed flight to that of an all-cargo flight and vice versa. In addition, critical mass is a very
important factor in this business, as all-cargo flights, which play a very important role in
intercontinental cargo delivery, are possible only when consignments can be grouped together.

These features of the market have been contributory factors to Aéroports de Paris’ leading
position in this market, as Paris offers air cargo companies both the frequency of flights and the
number of destinations that are essential to the swift and reliable routing of goods. According to
the DGAC report cited above, Aéroports de Paris, mostly through the Paris - Charles de Gaulle
airport, handles 87% of air cargo passing through French airports.

The cargo business has seen rapid growth in recent years. Air cargo volumes processed at the
two principal Aéroports de Paris airports reached 2.1 million tons in 2005, including mail, a
6.3% increase from 2004. Air cargo other than mail accounts for 80% of total volumes handled,
or approximately 1.86 million tons in 2005.

Cargo other than mail has seen strong growth since 2003, with an average annual increase of
8.2% (6.9% from 2004 to 2005). The geographical breakdown of the distribution of goods
(excluding mail) in 2005 showed the Asia-Pacific region with a 28.1% share, North America
with 26.2% and Europe with 8.5%. Domestic cargo accounted for 4.5% of the total.
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On average, mail has grown annually by 3.4% since 2003, with a total of 0.26 tons carried in
2005 (1.7% growth from 2004 to 2005). Of this, 60% was domestic mail, 6% mail to other
European countries and the remainder to destinations outside Europe.

The Group’s cargo business (including mail), and thus the growth in this business, is
concentrated at the Paris - Charles de Gaulle airport, which handled 2 million tons of cargo in
2005, or 94.9% of the total. The cargo operations at Paris - Charles de Gaulle (including parking
spaces for aircraft used solely for cargo) occupy a total of about 300 hectares, split into two main
zones:

e The southwestern zone houses cargo activities for Air France-KLM, the world’s second
largest international cargo carrier, which has located its main cargo terminal there (G1XL,
with a capacity of more than 1 million tons per year). Aéroports de Paris operates three
general cargo terminals in this area.

e The zone also houses one of Europe’s most efficient postal hubs, the Chronopost and La
Poste operations center, which occupies a 17-hectare site. With approximately twenty plane-
docking points, this facility can handle an annual volume of 130,000 tons. It is also the site
of the 6-hectare international mail-sorting facility operated by La Poste.

e Lastly, there is a 13.5 hectare site housing some 70 cargo agents, customs agents and cargo
handlers, which is managed on their behalf by Sogafro, as well as the Roissy-Sogaris air
cargo logistics center, which houses 50 companies specializing in transfers between road
transport and air cargo in 65,000 m2 of warehouses and offices. Aéroports de Paris owns a
40% stake in Roissy-Sogaris.

e The northeastern zone is the European hub for FedEx, the world’s leading express courier
service company, which opened its facility in September 1999. The hub, FedEx’s largest
center outside the United States, can handle up to fifteen large planes simultaneously and can
process 750 tons of mail each day.

In total, at the Paris - Charles de Gaulle airports, buildings involved in air cargo and adjoining
plane taxiways offer floor space of approximately 500,000 m2, with approximately 65 airplane
parking slots. The total annual capacity is around 3.5 million tons.

Aéroports de Paris’ strategy for its cargo business is to continue to provide the highest level of
service to parties in the cargo market to support the expansion of their businesses. In particular,
the Group plans to make available the land and airplane parking slots required to support the
rapid expansion of this business and to support the development of high-performance tools that
provide an optimized, simplified goods handling process, particularly in areas such as
information transfer and customs clearance. Thus, over the next few years Aéroports de Paris
plans to increase the airplane parking slots available to FedEx. It also plans to satisfy the strong
demand that exists for modern and functional general cargo facilities that offer significant
productivity improvements to operators. A new cargo terminal is also planned for each of Paris -
Charles de Gaulle and Paris - Orly.
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6.3.2.6. Revenues from the operation of airports

Airport services provided by Aéroports de Paris generate revenues primarily in the form of
airport fees for services rendered. These fees are based mainly on the number of departing
commercial passengers and the tonnage and number of plane movements (both takeoffs and
landings).

Fees for services (divided into “principal airport fees” and “special airport fees”) at all airports
and airfields operated by Aéroports de Paris were 711.8 million euros in 2005, representing
32.5% of total Group revenues and 44.7% of revenues in the Airport Services segment
(excluding revenues from airport taxes, which are entirely allocated to security activities, see
6.3.2.7. “— Security”).

In accordance with Articles L. 224-2 and R. 224-4 of the Civil Aviation Code, the maximum
level of changes in airport fees is determined in multi-year contracts with the French State lasting
up to five years or, in the absence of such a contract, on a yearly basis.

On February 6, 2006, Aéroports de Paris and the Republic of France signed a "Contrat de
Régulation Economique" covering the period from 2006 to 2010 (the “CRE”). The CRE sets a
maximum limit on the average increase in airport fees, and details the investment program.®

Under this contract, increases in total fee revenues from one fiscal year to the next are capped at
3.25% above inflation (the maximum increase for 2006, including inflation, has been set at 5%).
Beginning in 2007, the amount of fee increases may be adjusted by factors based on actual traffic
growth and service quality as compared to the main assumptions in the CRE.

Types of Airport Fees

Decree n° 2005-827 of July 20, 2005, relating to fees for services provided at airports, modified
the provisions of the Civil Aviation Code governing airport fees. Article R. 224-2 of the Civil
Aviation Code draws a distinction between principal fees and ancillary fees.

There are four types of principal fees: landing fees for airplanes weighing more than 6 tons
(charged for both landing and takeofYf), parking fees for airplanes weighing more than 6 tons,
fees per passenger and fees for the use of aviation fueling facilities.

Ancillary fees are paid for additional services not covered by principal fees. These can include
the provision of technical facilities, specialized facilities, and take-off, landing and parking of
airplanes weighing less than 6 tons. The CRE caps increases for the following ancillary fees:
lighting fees, fees for provision of check-in counters and boarding facilities, fees for provision of
baggage handling facilities where the price is not covered by a specific contract between
Acéroports de Paris and the user, fees for supplying 400 Hz electric current to airplanes, and fees
for provision of airplane de-icing facilities, which are classified as centralized infrastructure
under Article R. 216-6 of the Civil Aviation Code. Increases in other ancillary fees are not

6 The CRE is available on the Company’s website (www.aeroportsdeparis.fr).
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capped, but must be proportional to the cost of the services provided, in accordance with the
general principle governing fees.

Principal fees
Principal fee levels are set on the basis of the following factors:

e landing fees are charged for the use of the airport infrastructure and equipment required for
the landing, take-off and movement on the ground at the three airports (Paris - Charles de
Gaulle, Paris - Orly and Paris - Le Bourget) by airplanes weighing more than 6 tons (which
includes nearly all commercial aircraft). They are calculated as a function of the certified
maximum take-off weight of the aircraft and adjusted as a function of the aircraft’s noise-
rating classification. A multiplier of the basic fee is calculated for each noise-rating group
and as a function of the airport used and the time of day (day or night flight). All-cargo and
postal flights qualify for a reduction (20% in 2005) in the landing fee. Under the CRE, this
reduction will be removed in 2010;

e parking fees for aircraft weighing more than 6 tons are calculated as a function of the length
of time parked, the characteristics of the airplane and those of the parking slot (slot in contact
with the terminal, open-air slot or in general parking areas);

e fees per passenger are based on the number of passengers boarded. They are paid for all
departing passengers other than those in direct transit (leaving on the same airplane), crew
members working on the flight and children under two years of age. Flights where the
airplane has had to land for technical reasons or has made a forced return after take-off and
test and training flights are also exempt from additional passenger fees. Fees vary according
to the destination of the flight, divided into five categories: domestic, Schengen area, other
European destinations, French overseas territories and international flights. A 25% reduction
in the passenger fee is applied to connecting passengers (those for whom, regardless of
carrier, a maximum of 12 hours separates their scheduled arrival and departure times at Paris
- Charles de Gaulle or Paris - Orly and who do not make a round-trip flight within that
period). The connecting passenger reduction will be increased to 30% in 2006.

e fees for the use of aviation fueling facilities are paid by the fuel distribution companies
operating at the airports. They are based on the volume of fuel supplied to airplanes by each
company. Since February 1, 2005, these fees have been set at 0.41 euros per hectoliter of
fuel distributed.

In accordance with the CRE, Aéroports de Paris plans changes in the fee structure over the
period from 2006 to 2010 to make them more proportionate to costs and to bring fees in line with
comparable fee structures at other major European airports. These changes are subject to
approval by the Economic Consultative Commission.

As part of these changes, Aéroports de Paris plans to increase the weight given to passenger fees
relative to other fees and to continue to offer a reduction for connecting passengers, and, in order
to bring itself into line with competing European airports, to gradually rebalance the landing fees
between short-haul and long-haul aircraft, in favor of the latter.

82



Ancillary fees

Ancillary fees are determined in the following manner:

landing fees for aircraft weighing less than 6 tons are fixed fees determined by the maximum
take-off weight of the airplane (under 2 tons or between 2 and 6 tons). The parking fee for
airplanes weighing less than 6 tons is a fixed hourly rate, again determined by maximum
take-off weight (less than 2 tons, 2 to 4 tons, 4 to 6 tons);

lighting fees cover the use of runway lighting systems. They are payable each time an
airplane takes off or lands at night, or during the day under conditions necessitating the use
of runway lights;

fees for providing check-in counters and boarding facilities vary according to the type of
facilities provided; the fees charged to companies and ground handling service providers are
generally calculated per counter per year;

fees for provision of baggage handling facilities that are not set under a specific contract
(such as for the baggage handling system at CDG 1) are based on the number of checked
bags, except for connecting baggage, where the fee is based on the total number of
passengers boarding outbound flights and depends on the flight destination (whether within
or outside the European Union).

fees for provision of airplane de-icing facilities are paid for services provided by Aéroports
de Paris to airlines operating out of Paris - Charles de Gaulle during the winter period from
October 1 to May 31 (at Paris - Orly, airlines buy de-icing services from private operators).
Airlines with scheduled flights at Paris - Charles de Gaulle during the winter season that have
used the de-icing service at least once during the three previous winter seasons are covered
under the general pricing regime under which they pay (a subscription and a payment per de-
icing service). Other airlines make single payments for each de-icing operation required.

The size of the single payment in either case varies according to the size of the aircraft; and

fees for the provision of infrastructure to supply electricity to airplanes are determined on the
basis of the maximum take-off weight of the airplane and whether or not the flight is to a
European Union destination.

Ancillary fees for which the CRE imposes no cap on increases include those relating to the use
of the CREWS computers system (airport management software) and those relating to the
“shared resources” required for airport operations, such as provision of space in terminals,
airfield buildings and storage areas.

Principles governing the determination of airport fees

In accordance with the definition of fees for services rendered established in the applicable law,
airport fees are paid in return for services provided by Aéroports de Paris to its users. The
amount received for each service, when evaluated individually, may not be manifestly
disproportionate to the costs borne by Aéroports de Paris in providing the service.
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The fourth paragraph of Article L. 224-2-1 of the Civil Aviation Code states that the total
revenues from fees charged may not exceed the cost of services provided at the airport. This
article also provides that the level of airport fees must take into account the return on capital
invested to provide these services. In application of this principle, Article R. 224-3-1 of the Civil
Aviation Code states that fees shall be set so that, given (i) the forecasted passenger and cargo
traffic through airports, (ii) targeted growth in revenues, and (iii) costs and the investment
programs relating to a predefined scope of activities and services, the airport operator receives a
fair return on capital invested, taking into account the weighted average cost of capital of the
company.

This scope of activities and services to which these fee regulations are applicable, called the
“regulated perimeter,” includes public airport services listed in Article R. 224-1 of the Civil
Aviation Code and all or part of the airport operator’s profits generated from businesses other
than public airport services. For Aéroports de Paris, this regulated perimeter, established by
Article 1 of the Order of September 16, 2005 on fees for services rendered at airports, includes
all the company’s businesses relating to the presence of air transport clients, including non-
aviation businesses such as the leasing of commercial spaces or the operation of car parks. Thus,
under this Order, all businesses operated by Aéroports de Paris at its airports in the Ile-de-France
region are included in the regulated perimeter, except:

e businesses operated by Aéroports de Paris that are not part of the management of the airports
in the Ile de France region, which include its main subsidiaries Hub télécom, ADP
Ingéniérie, ADP Management, Alyzia and Société de Distribution Aéroportuaire;

e activities financed by airport taxes: security, protection against bird threat and plane security
and fire services;

e management by Aéroports de Paris of noise reduction projects;
e ground handing services;

e land and real estate businesses not directly linked to aviation, called “real estate
diversification” businesses (such as the construction or rental of office space outside the
airport sites).

An exception in the Order of September 16, 2005, provides that all real estate business of
Aéroports de Paris (including real estate diversification) may be included in the first CRE. This
is the case for the CRE signed for 2006-2010. In the second period of regulation (beginning in
2011), real estate diversification will no longer be included in the regulated perimeter.

The Order of September 16, 2005 also created the possibility of excluding some non-aviation
activities from the regulated perimeter for any multi-year contracts signed for a period beginning
in or after 2011.

The Order of September 16, 2005 defines the criteria that the regulator should use when drawing
up the CRE agreement, in assessing a fair return on capital invested by the operator in businesses
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falling within the regulated perimeter, with regard to its weighted average cost of capital, and in
accordance with Article R. 224-3-1 of the Civil Aviation Code:

forecasts, over the period covered by the CRE, of the rate of return on capital invested within
the regulated perimeter, calculated as the ratio of (1) the operator’s operating income from
activities within the regulated perimeter over the year in question (after company tax) to

(2) the total amount of fixed assets financed by the operator and of its working capital
requirements allocated to the regulated perimeter, determined at the end of the fiscal year in
question, where:

o operating income is defined as the difference between (1) revenues, income from internal
transfers between the regulated perimeter and the rest of the business, capitalized
production, reversals of operating provisions, other operating income from ordinary
activities, the share of equipment subsidies allocated to the year, capital gains on the
disposal of assets and prepaid costs, and (2) all operating expenses of the company from
ordinary activities, internal costs between the regulated perimeter and the rest of the
company, depreciation of tangible fixed assets and operating provisions, losses on the
disposal of assets and employee profit sharing; and

o the amount of fixed assets financed by the operator is calculated as the sum of the net
book values of the assets of Aéroports de Paris allocated to the regulated perimeter, less,
where appropriate, provisions for impairment and equipment subsidies to be allocated to
future years.

the estimated weighted average cost of capital of the operator, calculated as a function of the
level of return an investor would expect from the company and the average cost of its
borrowings, is determined on the basis of methods customarily used in valuing company
assets.

Changesin feelevels

The CRE covers five fee periods, the first from May 1, 2006 to March 31, 2007 (the “2006” fee
period) with the four others running from April 1 to March 31 of each of the following years.

Under the terms of the contract, changes in fees from one fee period to the next are capped by a
“basic increase level.” This capped rate for changes in principal fees and ancillary fees governed
by the contract is equal to i(n) + 3.25 %, where i(n) is the percentage increase in the consumer
price index, excluding tobacco, published by INSEE, calculated over a period running from
October 1 in year n-2 to September 30 in year n-1. For 2006, the cap has been set at 5%.

For principal fees, this cap may be adjusted by the following factors:

A factor related to traffic levels if the annual change in traffic is outside a pre-defined range.
This corrective factor would adjust for 70% of the revenue surplus or shortfall and would be
applied to adjust principal fees in the following fee period. To determine this adjustment,
actual traffic over a given period is compared with the baseline traffic growth level set out in
the CRE for the next five years. The traffic data projection used in the CRE was generated
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by a composite index of the CRE’s estimation of passenger numbers, weighted at 60%, and
its estimation of airplane movements, weighted at 40%. The central assumption for growth
in passenger traffic is 3.75% per year, with the predefined range within which no adjustment
would be made set at 3.5% to 4.0%. For airplane movements the central growth assumption
is 2.31% with a range from 2.16% to 2.46%.

Beginning in the 2008 fee period, a factor based on Aéroports de Paris’ performance in
service quality will be applied. This adjustment factor will take the form of a bonus or
penalty, based on various service quality indicators and related financial incentives. There
are ten indicators: availability of airplane parking slots, availability of jetways, availability of
electromechanical equipment, availability of baggage carousels, availability of public
information systems within terminals, passenger satisfaction on terminal cleanliness,
passenger satisfaction on directional signs and flight information, passenger satisfaction on
availability of luggage trolleys, speed of response to claims, and the provision of the planned
number of airplane slots in contact with terminal buildings. This last indicator is weighted
ten times more than the other nine, represents up to 0.05% of the total of the four principal
fees revenue.

The CRE also provides that if cumulative investment spending, other than that relating to
capacity, renovation and real estate diversification projects, from January 1, 2006 to
December 31, 2008, does not reach 95% of the initially budgeted amount (i.e., 628 million
euros), 70% of the difference between the resulting costs within the regulated perimeter and
over the duration of the contract will be subtracted from the cap on principal fee increases in
the 2010 fee period (the last period covered by the current CRE). The adjustment factor
applied will be 26.6% of the difference between actual investment in 2006-08 and 95% of the
investment budgeted in the CRE over this period.

Determination of the Fee Rates Applicable Under the Terms of the CRE

To implement capping and adjustment process, Aéroports de Paris determines fee rates for all its
services. A separate set of rates is prepared for the principal fees and for the ancillary fees, in
accordance with the formulae set out in the CRE.

Annual Determination of Fee Rates by Aéroports de Paris under the CRE

Under paragraph I of Article R. 224-3 of the Civil Aviation Code and as provided for in the
CRE, Aéroports de Paris will set the fees for airport services for each annual fee period at levels
that are subject to limits allowed by a rate table that is adjusted in accordance with the CRE. The
procedure to be followed is set out in Article R. 224-3 and in paragraph III of Article R. 224-4 of
the Civil Aviation Code. It includes the following stages:

convening by Aéroports de Paris of the Economic Consultative Committee of the airport in
question at least three months prior to the beginning of each fee period;

notification of the Minister for Civil Aviation and the Minister for the Economy by Aéroports

de Paris of fee rates subject to the CRE and, where appropriate, changes in these rates, at
least two months before the beginning of each fee period; and
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e application of the fee rates for the fee period in question one month after their publication,
unless the Ministers for civil aviation and for the economy have jointly opposed them, if the
fees do not meet the general rules applicable to fee rates or the terms of the contract, within a
period of one month following receipt of their notification.

If the Ministers responsible for civil aviation and the economy oppose the proposed fee rate
levels, Aéroports de Paris can submit a new proposal by following same procedure. If this
occurs, the CRE provides that the fee rates for the preceding fee period would remain in force
until the approval of the new fee rates, and the opening of the new fee period would be
postponed accordingly, but its end date would not change. The new proposal from Aéroports de
Paris could then increase fee rates for the new shortened fee period so that forecast revenues are
equivalent to those that would have resulted from the application of fee rates in line with the
CRE over the initially expected fee period. Thus the Group can offset the effect of a temporary
freeze on an increase in fee rates. If this were to occur, the maximum levels of fee rates in the
following fee period would not be affected.

Adjustments During the Contract Period to Take Account of New Fees or Additional Costs

The CRE includes certain mechanisms that allow for changes during the contract period, such as
the creation of new fees, transfers between fee categories, the creation of new services or the
inclusion of new costs that were not foreseen at the time the contract was signed.

Revisionsto or Early Termination of the Contract

The CRE provides that the Republic of France and Aéroports de Paris should discuss whether to
revise the contract if growth in traffic falls outside a predefined range of 1.25% to 6.25% for
passenger numbers and 0.77% to 3.85% for plane movements in two consecutive years.

Similarly, the CRE provides that the Republic of France and Aéroports de Paris should seek an
amicable agreement over changes to or early termination of the contract in the event of
exceptional and unforeseen circumstances that create a fundamental shift in the economics of the
contract.

Preparation of the New CRE

As part of the CRE, Aéroports de Paris and the Republic of France have agreed to prepare a
contract regulating fees for a period of several years after 2010. After having convened the
Economic Consultative Commission to determine the investment forecasts and service quality
improvements planned for the period covered by the second contract, Aéroports de Paris will
publish, by May 1, 2010 at the latest, a public consultation document relating to this second
regulatory contract.

Under paragraph III of Article 1 of the Order of September 16, 2005, non-aviation businesses
may be included on a limited basis in the regulated perimeter for multi-year contracts drawn up
beginning in 2011.

If no regulatory contract is agreed, Articles L. 224-2 and R. 224-4-1 of the Civil Aviation Code
provide that fees shall be determined on an annual basis. In this case, Aéroports de Paris would
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be required, at least four months before the beginning of each yearly period, to notify fee rate
levels, and where appropriate any changes to them, to the Ministers responsible for Civil
Aviation and for the Economy for approval (this procedure would be accompanied by
consultation with users and the opinion of the Economic Consultative Commission for the airport
in question). These fees and any changes will be deemed approved and will be implemented
unless the Ministers responsible for Civil Aviation and for the Economy jointly object to them
within one month of having been notified. If the ministers jointly object, Aéroports de Paris may
renew the procedure without consulting users again. In the event of a second rejection by
ministers, the fees from the prior year would remain in place. If fees remained unchanged in this
way for two consecutive years, the Ministers could, by joint order and at least 45 days before the
start of the annual fee period in question, set the average level of change in fees, and where
necessary set details of the individual changes.

6.3.2.7. Security
Description of Security Activities

Under the terms of the Chicago Convention on International Civil Aviation of December 7,

1944, particularly Article 37 and Appendix 17 thereof, national governments are responsible for
organizing airport security. Against this background, the European Union has implemented rules
regarding the creation of common regulations in the area of civil aviation security. The main EU
texts in this area are regulation n° 2320/2002 of December 16, 2002 and regulation n°® 622/2003
of April 4, 2003, as modified by regulation n°® 88/2004 of January 15, 2004 setting the measures
for implementing shared rules in the area of civil aviation security.

In France, Articles L. 213-3 and L. 282-8 of the Civil Aviation Code govern the legal regime
applicable to airport security operations. Article L. 213-3 provides that airfield operators and
other parties are responsible for implementing air transport security measures, following
procedures to be set by a decree of the Consell d’ Etat, which has not yet been made, unless the
law specifically provides that the French State is instead responsible. Article L. 282-8 of the
Civil Aviation Code authorizes judicial police officers, agents of judicial police offices,
assistants to agents of judicial police officers, customs agents, as well as private agents
designated by the airport operator and specifically certified by the chief of police and the state
prosecutor, to conduct security visits.

Within this framework, under authorization from the relevant Préfet (police chief) and under the
supervision of the relevant government agencies, Aéroports de Paris is required to provide:

e ascreening system for all passengers and cabin baggages (including a metal detector plus
security searches as required). All cabin baggage must be examined by an X-ray machine,
and where necessary searched by a member of the security team. Aéroports de Paris has a
total of 163 passenger and baggage screening stations;

e ascreening system for checked baggages that assures inspection of 100% of checked
baggage following procedures defined by the French Government, which primarily consists
of explosives-detecting equipment integrated into the baggage handling facilities of the
airports;
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e ascreening system for staff and vehicles at each access point to the restricted security areas
of the airports that must include biometric techniques (Aéroports de Paris has 22 staff
screening points and 11 secure road access points);

e security procedures for the use of facilities made available to the Group’s partners (primarily
airlines and ground handling companies), such as check-in counters, boarding areas,
passenger access routes to planes, checked baggage processing areas and protection for
checked baggage awaiting loading; and

e structuring of terminals and other airport areas (physical separation of inbound and outbound
passengers, video monitoring of inspection procedures and staff access, security fences,
secure emergency exits, one-way doors, etc.).

Article 37 of the inter-ministerial Order of November 12, 2003 relating to air transport security
measures requires that all of these measures must be described in a security program. Aéroports
de Paris has drafted a security program, which has been submitted to government authorities and
is updated regularly.

The security program, which sets out the tasks, locations, resources and procedures to be used, is
backed by a quality assurance program, which describes the supervisory structures employed by
Aéroports de Paris in monitoring companies providing security services. This program includes
the following procedures: a reporting and analysis system for security-related events, to which all
involved in security contribute via a dedicated computer system; a continuous improvement
loop; traceability of all actions carried out under this program; and the supervision of service
providers.

Aéroports de Paris employs substantial resources to meet its regulatory obligations in this area.
The Company employs almost 400 full-time staff for security posts. In addition, nearly 4,000
people are employed by a small number of specialist service providers that Aéroports de Paris
hires to provide screening services.

Over the past five years, Aéroports de Paris has invested 244.2 million euros to meet these
requirements. The investment program in the security area has particularly focused on ensuring
100% screening of checked baggage (purchasing and integration of detection machinery in
baggage sorting facilities), the opening of road checkpoints for access to the restricted security
area, the installation of video-surveillance equipment, the installation of biometric equipment,
the increase in the number of screening stations, the physical separation of passenger flows and
the purchasing of explosive trace detectors.

Security measures were tightened (with the number of staff involved in implementing them
doubled) following the September 11, 2001 attacks in the United States, and this produced a
particularly rapid increase in costs, which rose from 173.7 million euros in 2002 to 283.8 million
euros in 2004, an increase of 63.4%. The figure for 2005 was 313.5 million euros. Staff costs
account for the bulk of these costs (including 181.1 million euros in sub-contracting costs in
2005), followed by charges for the depreciation of fixed assets.
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Financing of Security Activities

Security activities at Aéroports de Paris are financed by the airport tax provided for in Article
1609 quatervicies of the General Tax Code. This tax is charged on each departing passenger. A
tax is also payable on each ton of cargo or mail loaded.

The Budget Minister and the Civil Aviation Minister set the level of the tax within a range set by
the General Tax Code for the Paris airport system (from 4.30 to 8.50 euros per passenger and
from 0.30 to 0.60 euros per ton of cargo or mail). The level is set as a function of the financing
needs of each airport, as calculated based on the cost of services provided to meet regulatory
standards and the predicted trends in these costs. Aéroports de Paris is thus closely involved in
the preparation of the ministerial decision setting the tax levels for the airports it operates.
Acéroports de Paris supplies the Budget Minister and the Civil Aviation Minister with
information on the costs for the current year, previous year and subsequent year, and any other
items necessary for the setting of the tax rate. The government then informs Aéroports de Paris
of the figures used in setting the tax level.

The airport tax is designed to finance all costs borne by Aéroports de Paris in carrying out the
security tasks allotted to it, including the cost of the fixed assets needed for these tasks.
Therefore, security and safety activities can make neither a profit or a loss, and any profit or loss
recorded on the activities funded by the airport tax is taken into account when setting the tax
level for subsequent years.

In 2005, the tax was set at 7.95 euros per outbound passenger and 0.30 euros per ton of cargo or
mail across the Paris airport system (Paris - Charles de Gaulle, Paris - Orly and Paris - Le
Bourget). Since January 1, 2006, the airport tax has been set at 8.50 euros per outbound
passenger and 0.30 euros per ton of cargo or mail, and is thus at the highest level for passengers
authorized by law for the airports operated by Aéroports de Paris.

6.3.2.8. Commercial and service activities at Aéroports de Paris

Acéroports de Paris’ commercial activities include the provision of goods and services to the
general public (passengers and the people accompanying them to or from the airport, staff
working in the airports). These include shops, bars and restaurants, banks and foreign exchange
counters, car rental, advertising and, more generally, all other paid services (internet access,
service stations, etc.).

General description of commercial activities

Commercial activities are at the heart of the Group’s expansion, and thus contribute to the
financial performance and image of its airports. Commercial activities play a leading role in the
provision of services to passengers using airports. Aéroports de Paris acts as the creator,
developer and manager of commercial zones and businesses.

Some commercial activities within airports take place in the public access zone, while the rest
are located in the restricted access zone. The public zone refers to all parts of the airport that are
freely accessible to the general public: areas outside of the security screening points in terminals
and public areas of transport infrastructure (TGV/RER stations, Orlyval, road network).
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Anyone, whether or not a passenger, can make a purchase in the stores in this public zone, but
the stores may not offer duty free goods. Conversely, the restricted zone (also known as the
“customs controlled zone” even if strictly speaking it includes areas (particularly for the
Schengen zone)’ which no longer require customs clearance) corresponds to that part of the
airport located beyond the various control points (customs, border police, security screening
points), within which passengers on flights to destinations other than the European Union or the
French overseas territories can buy duty free goods.

Stores, bars, restaurants and other paid merchant services are operated by third parties, which are
currently holders of authorizations for the temporary occupation of publicly owned spaces.
These are due to be replaced by civil leases granted by Aéroports de Paris (see below), following
the change in status of assets owned by Aéroports de Paris brought about by the Law of April 20,
2005 regarding airports. The operators of these stores pay Aéroports de Paris rent that is based
in part on their sales. For Aéroports de Paris, revenue from commercial activities is therefore
closely linked to the gross receipts of the operators of the 288 commercial spaces (shops, bars
and restaurants) within its airports.

The commercial goods offered in Aéroports de Paris’ airports fall into four categories: the core
goods, including alcohol, tobacco, perfumes and specialty food (Hachette group, Société de
Distribution Aéroportuaire and Dufry); luxury goods, with the biggest French brands in the
sector (Cartier, Hermes); services, including newsagents (Relay) and audiovisual (Virgin) and
other, such as jewellery, spectacles, accessories, gifts, children’s items and museum souvenirs.

Acéroports de Paris also receives revenues from advertising space within its airports. Since
September 2001, JCDecaux Airport France has had exclusive rights over the sale of advertising
space provided by Aéroports de Paris at the Paris - Orly and Paris - Charles de Gaulle airports.
The agreement between JCDecaux and Aéroports de Paris is designed to utilize advertising
media, space and equipment that can display advertising, and to create promotional campaigns
and events without direct selling. Its scope covers the interior of terminals in both public and
restricted access zones and the sides of the main road routes to the airports. This activity has
been extended to cover ‘shared-time’ information screens, through the “AEO” channel. The
agreement expires on June 30, 2011.

! The zone handling flights to and from European Union countries that have signed the Schengen agreements

of June 14, 1985 and June 14, 1990.
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The table below shows the breakdown of revenues received by Aéroports de Paris from
commercial activities in 2005, by product and service type, before inter-segment eliminations
and before the consolidation of the Société de Distribution Aéroportuaire subsidiary.

Product or servicetype 2005 revenues
(millions of euros) % of total

Customs-controlled zone stores 118.9 61%
Public zone stores 8.4 4%
Restaurants and bars 21.0 11%
Advertising 15.7 8%
Car rental 12.2 6%
Other 20.1 10%

Strategy in Commercial Activities

To achieve its targets for commercial revenues, Aéroports de Paris plans to implement a wide
range of measures:

e Anambitious program to increase commercial floorspace: Analysis of the comparative
performances of European airports in the commercial segment shows that revenue per
departing passenger is related to the commercial floor space operated in the airport in
question. The size of commercial areas is a fundamental determinant of the ability to deploy
innovative and attractive concepts and to diversify the goods offered to passengers.

This analysis has led Aéroports de Paris to develop plans to increase commercial floorspace by
more than 30% by 2010, with retail floorspace in the international restricted zone to be increased
by more than 40%.

Change
(m?) 2004* 2010 2010/2004
Shops in the Public Zone 3,976 4,700 18.2%
Shops in the Schengen Zone 2,518 5,000 98.5%
Shops in the International Zone 10,581 15,200 43.6%
Bars and restaurants 20,096 23,400 16.4%
Total 37,172 48,300 29.9%

* Figures for 2005 (total of 33,890 ) are not relevant due to the renovation of the CDG 1 terminal and the
temporary closure of the boarding area at CDG 2E, which reduced commercial floorspace.

The bulk of the increase in retail floorspace will come in 2007 and 2008, as new facilities come
into operation and on-going renovations are completed. The expansion program envisages a
complete overhaul of commercial zones in the CDG 2A, CDG 2E, CDG 1 and CDG 3 terminals
at Paris - Charles de Gaulle as well as the creation of substantial retail floorspace in Satellite S3.
At Paris - Orly, there will be a far-reaching redesign of the commercial zone at the Orly Sud
terminal, accompanied by a growing number of sales kiosks in all terminals (from the current
880 m2 to more than 2,000 m2 of retail floorspace.)
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These expansions of retail floorspace will increase the ratio of square meters of shops per million
passengers (expressed as nominal capacity for all international terminals) from 519 m2/Mpax
(million passengers) in 2004 to 624 m2/Mpax in 2010 for the international zones, an increase of
20% for the customs-controlled zone.

The expansion of retail floorspace has been made easier by the provisions of Law n°® 2006-10 of
January 5, 2006 relating to transport security and development (modifying Article L. 720-5 of
the Commercial Code), which exempt from prior approval by the Préfet (or “authorization of
commercial operations”) any sales outlet accessible only to passengers holding tickets and
located within airports, and thus streamline significantly the procedures for opening retail areas
in the restricted zone.

Improvements in the location, visibility, layout and ambience in commercial zones. The
program of increasing floorspace described above will be complemented by systematic
measures to improve the operational aspects of these zones. Their physical layout determines
the optimal positioning of stores relative to passenger flows, the visibility of store banners
and products, ease of access to shelves and, more generally, the atmosphere and ease of use
for the public. These factors have a significant impact on the average proportion of departing
passengers who spend time in the stores.

By way of illustration, the current renovation of terminal CDG 1 at Paris - Charles de Gaulle
includes major changes to passenger flows in order to ensure that passengers move through
the center of the commercial zone. Similarly, the renovation of the international boarding
area will transform the commercial zone, currently spread along a corridor, into a ‘village
square’ layout.

Expansion of the goods offered. The plan to develop and remodel commercial spaces
includes a clear product-positioning strategy that would put greater emphasis on high-margin
products and satisfy the much more focused demand expressed by certain very specific client
groups.

Product positioning will concentrate on perfumes and cosmetics, fashion and leather goods,
accessories and food. These areas will be operated alongside alcohol and tobacco shops,
which remain particularly popular among international passengers. The Group will also
develop diversified retail areas to include new brands and categories. The increase in retail
floorspace will make it possible to open attractive concept stores such as specialist cigar,
whisky or wine shops.

The choice of brands will also be better differentiated between terminals to take account of
the particular characteristics of passengers in each terminal: thus up-market and luxury goods
will be offered primarily to non-European international passengers (particularly those from
Japan, China and the United States), while a more diversified and competitively priced
offering will be available in terminals where the clientele is predominantly French or
European. Some brands will seek to offer an approach that differentiates by gender, age or
socio-professional class to better meet the diverse range of passenger expectations and thus
stimulate buying. One example of this is a store selling only men’s fragrances, which has
just opened in CDG 2D. This will offer passengers a relaxing 15-minute facial and
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personalized advice. Similar moves targeting young people and children are under
consideration.

Improvement in the management of passenger time and passenger flows so asto increase the
amount of time available for passengers to spend in the stores. The profitability of
commercial zones in air terminals is highly dependent on the makeup and effectiveness of the
flow of passengers and those accompanying them who cross and use these zones. Aéroports
de Paris’ expertise in the management of complex pedestrian traffic flows will be applied to
retail outlets in an airport setting: easing the journey of a passenger short of time, allocation
of aviation resources, integration of customs requirements and management of scheduling
issues.

To improve passenger flow, a coordinated range of measures has been implemented,
spanning the passengers’ entire journey through the airport from arrival (directing them to
car parks, ensuring free flow of traffic in front of the terminals), to boarding (optimized
allocation of boarding gates with regard to neighboring commercial outlets and as a function
of flight destination). These measures also improve passenger information, reducing travel-
related stress, by providing accurate and updated information on the distance they need to
walk and the time it will take them, and by raising awareness of the goods offered in the
commercial zones (maps of commercial zones, signage).

Perception of the commercial offering and building customer loyalty. Price positioning of
the stores and other outlets at Aéroports de Paris benefit from the Paris name, which provides
a direct notion of luxury and French quality. This up-market image creates a natural level of
expectations amongst international passengers and was clearly a factor in allowing Aéroports
de Paris to withstand pressure to cut prices after the abolition of duty free allowances for
intra-European flights on July 1, 1999. Prior to this date airports used the benefits of duty
free pricing to make airport shopping more attractive. Aéroports de Paris managed to make
up the loss of revenues resulting from the ending of duty free sales for intra-European flights
due to growth in traffic, expansion of commercial floor space and improved diversification of
the goods sold.

Aéroports de Paris plans to continue to boost its image of offering value for money,
particularly for the European and medium-haul customers who tend to look for more
accessible, mass-market products. For these passengers, Aéroports de Paris has diversified
the goods sold by including brands such as Occitane, Swarovsky, and Gérard Darel and has
conducted a significant promotional and marketing effort within retail outlets.

Acéroports de Paris also introduced, in the spring of 2004, a fidelity program for Aéroports de
Paris stores mainly targeting frequent flyers. At December 31, 2005 the program had 30,000
members. It is designed to increase visit frequency and the average purchases of the target
group. Membership is free, and each passenger joining the program receives points for
purchases in stores that can be redeemed for vouchers. In addition, members receive special
promotional offers and enjoy a number of permanent benefits.
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Contractual Features of Commercial Activities

Until the application of Law n° 2005-357 of April 20, 2005 relating to airports, commercial
merchants both in the public and restricted access zones were temporarily authorized to occupy
publicly owned spaces that were awarded to operators of retail or service outlets. Until the new
law was introduced, these temporary authorizations were granted for periods that varied
according to the type of outlet or service: they generally ran for five years for shops, seven years
for services such as car rental, ten years for bars and restaurants and up to seventy years for
hotels, which must amortize the substantial investment required. The selection process for
holders of these authorizations was based on a consultation process with parties considered to be
competitive in the relevant market, and the fees received by Aéroports de Paris under the
authorizations were based on a percentage of revenues generated by their holders, with a
minimum guaranteed payment expressed as an amount per passenger. The agreement also put a
certain number of obligations on the authorization holder, particularly regarding marketing,
merchandising and human resources.

Law n° 2005-357 of April 20, 2005 relating to airports provided that assets owned by Aéroports
de Paris were no longer considered to be public property. Thus, there is no longer any need for
the use of these authorizations, although the law did expressly state that the authorizations
granted prior to the transformation of Aéroports de Paris into a Société anonyme would remain in
force under their original legal regime until their original expiry date. To plan for these
expirations and for any new commercial floorspace that becomes available, Aéroports de Paris
has drawn up model lease documents, under the general legal regime, to replace the former
temporary authorization system. Two types of model contracts have been produced:

e civil leases, for which one model has been drawn up specifically for shops and another for all
other types of third-party use of space located in the airport zone (defined as the land and
buildings used by Aéroports de Paris in the execution of its public service duties), primarily
in airport terminals. Under these leases the period of occupation offered by the Company
will initially be five years for shops and ten years for services such as restaurants. For
continuity, these model leases require that the rent received by Aéroports de Paris will
consist of a fixed element together with a variable element, with a guaranteed minimum
payment; and

e commercial leases, which will be used solely for premises outside the airport zone. These
would last for nine years and could be cancelled in accordance with the provisions of the
Commercial Code. These leases also provide that rents will consist both of a guaranteed
fixed minimum rent indexed on the construction cost index published by INSEE and a
variable additional amount calculated as a percentage of sales.

6.3.2.9. Services Offered by Aéroports de Paris
To ensure passenger comfort and to increase passenger perceptions of high quality service,
Acéroports de Paris offers a range of products and services in addition those available in the

commercial zones, in passenger information, passenger care, comfort and mobility.

e In passenger information, these services include:
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o flight information provided on accurate screen displays of the new estimated departure
time of delayed flights and by SMS text messages to the mobile phones of those clients
who have subscribed to this service;

o a website, www.aeroportsdeparis.fr, which has between 500,000 and 600,000 visits per
month. Internet users can use this site for timetable information, access details and
descriptions of commercial facilities at the terminals;

o voice servers providing information on traffic and flight times;

o real-time information boards on the road approaches to terminals giving estimated
remaining journey time, allowing passengers to better manage their time;

o users’ guides made available to passengers in the terminal buildings;

o a “consumer’” magazine, Aéroports de Paris Magazine, providing information about Paris
in general but also news and behind-the-scenes insight about Aéroports de Paris, together
with promotional information relating to terminal retail outlets. The magazine is issued
ten times per year and 300,000 copies are distributed to passengers in the boarding
lounges of the Group’s airports; and

o adedicated TV channel, Aéo, shown on 130 screens, which informs and entertains
passengers with short, bilingual programs lasting 30 to 90 seconds.

In terms of enhancing the customer experience and passenger comfort, Aéroports de Paris
has made many improvements to its facilities in order to make its airports more user-friendly
and comfortable. These include the replacement of seats and increase in seat numbers in
waiting and rest areas, the creation of children’s play areas, the provision of work spaces
with WiFi networks and electrical outlets, etc. Since 2003, the “gilets oranges” (orange
vests) program has been used to improve the information given to passengers and ease their
passage through the terminals, with young people recruited over the summer period to greet,
inform, direct and assist passengers.

In transport within the airports, the Group offers services including terminal-to-terminal
links, mostly by shuttle buses.

In telecommunications, telephone and data transmission services, Hub télécom, a subsidiary
of Aéroports de Paris, has installed a number of hot-spot posts enabling the general public to
connect to the internet over a WiFi network throughout the Paris - Orly and Paris - Charles
de Gaulle terminals.

6.3.2.10. Energy Supply and Logistics Services

Acéroports de Paris is responsible for providing all of the support services necessary for the
proper functioning of its airports, both for its own needs as well as for those of companies
located at the airports who choose Aéroports de Paris as their service provider.

Energy supply and logistics services provided by Aéroports de Paris include:
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e Production and distribution of heating, generated in thermal facilities and hot water pipe
systems. Aéroports de Paris provides heating services to companies located at its airports,
although some companies have their own gas-powered systems. Aéroports de Paris uses gas
for 90% of its heating requirements. At Paris — Orly, 10% of heating requirements are
provided by the incineration factory of the Rungis national interest market;

e Production and distribution of air conditioning services for its facilities, generated by
refrigeration stations (powered by electricity) and cold water pipe systems. At Paris — Orly,
Aéroports de Paris only has a few external clients for this service. At Paris — Charles de
Gaulle, the Group provides this service to external users, although it is difficult to estimate
the percentage provided by Aéroports de Paris given that the companies may use their own
air conditioning facilities;

e The distribution of potable water and the collection of wastewater. Other than the Air France
Industries facilities in the north zone of the Paris — Orly airport, Aéroports de Paris provides
all potable water at its airports. Water is purchased from Lyonnaise des Eaux and from
Véolia Water;

e Waste management at the airports. Aéroports de Paris provides most waste management
services at its airports, with the exception of certain specialized waste.

e Aéroports de Paris uses its own distribution network for electricity services, which mostly
serves the aviation facilities of the Company for its own needs. Aéroports de Paris provides
electricity to some companies, particularly those located inside the passenger terminals
(shops, airline company offices). Most of the electricity used at the airports is brought in
from outside (mostly purchased from the Compagnie nationale du Rhone), although
Aéroports de Paris does have some generating capability to cover its aviation facilities in the
event of a blackout.

In 2005, the industrial services provided by Aéroports de Paris generated external revenues of
60.6 million euros, with 42.5 million euros at Paris- Charles de Gaulle and 12.6 million euros at
Paris - Orly.

The largest customers at Paris — Charles de Gaulle are Air France, Roissy-Print Le Figaro,
Sogafro (Société de la gare des agents de fret de Paris - Charles de Gaulle), FedEx, Servair,
SNCF and the airport-based hotels. At this airport, the volume of heat and air conditioning
produced and distributed totaled 332 GWh and 119 GWh, respectively, in 2005, equivalent to the
consumption of a city of 100,000 inhabitants. In 2005, Aéroports de Paris distributed about 2.5
million m3 of drinking water and collected and treated nearly 43,000 tons of waste in volume,
equivalent to the waste produced by a city of 95,000 inhabitants.

At Paris — Orly, the largest customers are Servair, Air France Industrie, services of the French
State and the airport-based hotels. At this airport, the volume of heat and air conditioning
produced and distributed totaled 170 GWh and 24 GWh, respectively, in 2005. In 2005,
Aéroports de Paris distributed about 720,000 m3 of drinking water and collected and treated
nearly 13,500 tons of waste in volume.
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6.3.3. Real Estate

In 2003, real estate activities outside the terminals were brought together into a new real estate
division covering Paris - Charles de Gaulle and Paris - Orly airports, and into the central
management team at Paris - Le Bourget airports. These activities represent a strategically
important development area and over the medium term are expected to provide the Group with
an additional source of growth. Aéroports de Paris, as the landowner, invests in preparing land
for development that it then makes available for rent to investors or other users. Aéroports de
Paris also acts as a developer, managing real estate projects to meet its own needs or those of
companies seeking to establish or extend a presence in one of the airports. As an owner of real
estate, Aéroports de Paris is responsible for the management (leasing, renovation and
modernization) of its portfolio. Aéroports de Paris also provides facilities management services
(maintenance, security, cleaning, mail).

Aéroports de Paris has approximately 670 external real estate clients, including Air France,
FedEx, Vinci group, La Poste, Servair, Acna, HSBC, the Paris - Le Bourget exhibition site,
Accor group, Hilton, Société Immobiliere Aéroportuaire and various government agencies;

Revenues from the Group’s real estate activities were 162.1 million euros in 2005, of which
approximately 24.4% arose from rental payments from other segments within the Group, 7.9%
from reallocated rental charges and other receipts billed to clients by other segments and 67.7%
from external rental payments made by third parties.

6.3.3.1. The Land Assets Available for Real Estate Businesses

Acéroports de Paris’ total land estate consists of 6,686 hectares, of which 4,977 hectares, or
74.4%, is reserved for the Group’s aviation activities, 462 hectares, or 6.9%, is unusable due
either to zoning reasons or aviation needs, and 1,247 hectares, or 18.7%, is the usable land
available for the real estate business and can be broken down as follows:

e 878 hectares are already used (13.1% of the total amount available), including:

o 337 hectares occupied by buildings leased by Aéroports de Paris in whole or in part to
third parties; and

o 541 hectares leased to third parties for development of their own real estate projects.
In all cases, Aéroports de Paris remains the owner of the land;

e 369 hectares of land available for development, or 5.5% of the Group’s total estate: 157
hectares at Paris - Orly, 154 hectares at Paris - Charles de Gaulle, 41 hectares at Paris - Le
Bourget and 17 hectares at the general aviation airfields.

The land available for real estate development must be used in compliance with the local zoning
scheme or outline plan of the relevant local planning authority.

6.3.3.2. Land Rented to Third Parties
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Rental income from land rented to third parties was 58.1 million euros in 2005, or 36% of
revenue from the real estate segment in 2005. The 541 hectares of land rented to third parties
break down as follows:

e approximately 304 hectares are used for buildings involved in aviation (such as plane
hangars, cargo terminals, general aviation terminals or business terminals), including 26
hectares at Paris — Orly, 163 hectares at Paris — Charles de Gaulle, 43 hectares at Paris - Le
Bourget and 72 hectares for general aviation airfields (used by flying clubs and leisure
aviation, rental rates for these areas are much lower than those within the rest of the
segment);

e approximately 145 hectares house business and office premises, manufacturing businesses or
workshops (85 hectares at Paris - Charles de Gaulle and 60 hectares at Paris - Orly); and

e approximately 92 hectares are used for general public premises (hotels, shops and services,
public facilities, public service agencies, exhibition sites, etc.), 19 hectares at Paris - Charles
de Gaulle, 27 hectares at Paris - Orly and 46 hectares at Paris - Le Bourget.

A significant share of the first category are considered to be related to airport activities as
defined in the Order of September 16, 2005, and will thus remain within the regulated perimeter
following the expiry of the current CRE (see 6.3.2.6. “Airport Services - Revenues From the
Operation of Airports”). However, a significant share of the land in the second two groups could
be considered to be diversification real estate when the current CRE expires and would thus be
removed from the scope of regulation of future agreements. Aéroports de Paris estimates that
72% of total revenues from land rented to third parties would fall into the “airport” category,
with 28% potentially classifiable as “diversification”.

6.3.3.3. Buildings Rented by Aéroports de Paris

Rental income from buildings belonging to Aéroports de Paris were 51.6 million euros in 2005,
or 32% of total revenues of the real estate segment in 2005.

At December 31, 2005, the portfolio of buildings owned by Aéroports de Paris consisted of a
total net floor area of 1,138,426 m? with usable floor area of 1,061,566 m?. After deducting the
surface area of common areas that cannot be rented (approximately 31,000 m2), and areas within
obsolete buildings (slightly more than 64,000 m2), the total usable floor area is 966,409 m2. Of
this amount, Aéroports de Paris occupied 160,046 m? for its own requirements. The balance,
806,362 m?, represents the portfolio of buildings available for lease to third parties. Of this
amount, he occupancy rate at December 31, 2005 was 88.7%, with a total of 714,957 m2 actually
leased.

These 714,957 m2 of floor space let to third parties broke down as follows:

e approximately 83% of buildings relating to aviation, mainly aircraft maintenance hangars and
cargo terminals or general or business aviation areas ;
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e approximately 15% were commercial premises (offices, manufacturing facilities,
workshops);

e 2% were general public premises.

A significant share of the first category of buildings will be considered to be part of airport real
estate activities under the terms of the Order of September 16, 2005 and will therefore remain
within the regulated perimeter once the current CRE expires (see 6.3.2.6. “Airport Services -
Revenues From the Operation of Airports”). However, a substantial share of the rented property
in the other two categories could qualify as diversification real estate when the current CRE
expires and could therefore be removed from the regulated perimeter. The share of rental
income that falls into the “airport” category is estimated at approximately 73% of the total and
that which could be classified in the “diversification” category at 27%.

The buildings occupied by Aéroports de Paris for its own purposes fall almost exclusively into
the “airport” category.

6.3.3.4. Real Estate Strategy

The existing asset portfolio, the location of the airports, the quality of ground transportation links
and the powerful role played by airports in regional development and national economic growth
create opportunities to generate value from the real estate businesses of Aéroports de Paris. An
airport location gives a competitive advantage to certain types of companies where
responsiveness and the rapid movement of goods are essential, and to international companies
needing easy access to clients, suppliers and branches around the world.

The Group intends to build on the potential of its land and property assets to ensure that they
provide an additional source of revenue growth over the medium term. This strategy includes
the following elements:

e development of each of the airports that is harmonious and specific to the individual site,
with increased density of buildings on airport sites with an overall development vision,
modulated into different sectors, depending on the identity of the airports where it is located.

e amarketing and pricing approach that reflects the diversity of the portfolio and the different
real estate products and markets targeted (leisure and services, manufacturing and logistics,
commercial businesses, airport activities);

e provision of services and products designed to add value and enhance the efficiency and
competitiveness of companies choosing to locate at the airports (business parks, hotel
complexes, shops, restaurants, services, leisure facilities);

e optimization of risk and financial exposure.

From 2006-2010, the Group plans to develop and market approximately 60 hectares, which
could hold buildings with a usable floor area of more than 315,000 m2, including approximately
150,000 m2 at Paris - Charles de Gaulle, 150,000 m2 at Paris - Orly and 15,000 m2 at Paris - Le
Bourget. Of these 60 hectares, approximately 30 hectares will be used for aviation activities (a
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usable floor area of approximately 85,000 m2) and the other 30 hectares are expected to be used
for diversification activities (a usable floor area of approximately 230,000 m2).

The Group estimates that it will require total investment of approximately 460 million euros to
complete this program, of which Aéroports de Paris expects to invest approximately one quarter.

Acéroports de Paris plans to use its resources to act as overall developer of the areas of the
airports that are open for development. The group could also invest further down the property
development chain, financing all or part of some buildings from its own resources, as it did with
the cargo terminals at Paris - Charles de Gaulle and Paris - Orly.

However, Aéroports de Paris will leave the financing of all real estate products such as hotels,
retail property outside terminals or services to other companies. Other programs, to develop
offices or workshops, could be developed by partnerships involving Aéroports de Paris to a
greater or lesser extent.

Of this total of 315,000 m2, Aéroports de Paris currently plans to develop 48,000 m2 itself, with
267,000 m2 remaining to be developed either fully by promoters or investors unrelated to
Aéroports de Paris, or in partnership with Aéroports de Paris.

Acéroports de Paris’s projected financing portion of these projects will account for most of the
resources the Group plans to invest in real estate business from now until 2010, a total of 164
million euros. The remainder of the 164 million euros will be used to prepare and develop
certain zones and areas that Aéroports de Paris will hold, and that will not be delivered or
commercialized until after 2010.

The Paris- Charles de Gaulle airport

Paris - Charles de Gaulle airport has a number of strengths that enhance real estate operations on
its site. Road and public transport access is of the highest quality and continues to be improved.
The site still has reserves of unused land and the number of air passengers using the airport is
expected to grow steadily.

Most of the real estate at the airport is currently set up for cargo activities and the specific needs
of each of its sectors. This is particularly true of the Cargo, Maintenance and Express Cargo and
Roissy Pole sectors. Over the long term, Aéroports de Paris plans to develop a diversified real
estate portfolio in which airport-related development continues to dominate but where other key
activities — such as offices, workshops, shops and hotels — can be created and/or expanded.

By 2010 Paris - Charles de Gaulle airport plans to have developed 36 hectares, representing
150,000 m2 of usable surface area. Slightly less than 70,000 m2 of this usable surface area will
be dedicated to cargo, aircraft maintenance and other aviation activities, with approximately
72,000 m2 used as office and industrial space and 8,000 m2 for public facilities and leisure
locations.

Six priority real estate development areas have been identified at Paris - Charles de Gaulle:

e Sector Cargo;
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e Center Roissy;

e Sector Western Gateway;

e Pdle Roissy;

e Sector Support; and

e Maintenance and Express Cargo Sector, Cargo.

Development has already begun in several of these areas. The Support Sector houses Servair’s
new catering unit and ACNA’s new plane cleaning and supplies unit. It will also house the
future maintenance center of the Air France hub. The Cargo, Maintenance and Express Cargo
Sector will house Air France’s A380 hangar and FedEx parking slots, which are in the process of
being built. Air France’s new flight-crew city will open in the Roissy Pdle Sector in early 2006.
In the short term, Aéroports de Paris also plans to extend its number of cargo buildings, for
which there is currently unsatisfied demand. To this end, a new Aéroports de Paris general cargo
terminal with a surface area of 22,600m2 will open in the Cargo Sector in 2007.

Over the next several years, Aéroports de Paris plans to continue studies for the creation of a
shopping and service complex situated halfway between the two towns of Tremblay-en-France
and Roissy-en-France, aiming to serve the 80,000 people employed at the Paris - Charles de
Gaulle airport. Unibail is the developer for this project and will build and operate the complex
on a 10 hectare site rented from Aéroports de Paris. “Aéroville” must first receive zoning
permission, including authorization to change the land use plans of Roissy-en-France and
Tremblay-en-France as well as approval from CDEC or perhaps even the national regulator.
This commercial center will therefore not open until after 2010.

The Paris- Orly airport

Paris - Orly airport’s real estate portfolio offers many advantages that could allow it to become,
over the next 15 years, an important business center at the core of the largest business area south
of Paris, which includes the Silic, a commercial business park in Rungis, the Rungis national
produce market, the Belle-Epine retail complex and the SENIA business park.

Against this background, the real estate strategy at Paris - Orly is to develop a mid-range to up-
market office property portfolio, while also ensuring that the needs of aviation businesses are
met. To achieve this, Paris - Orly plans to develop 18 hectares between now and 2010, creating
150,000 m2 of usable surface area. Of this, more than 115,000 m2 will be offices and industrial
facilities, approximately 20,000 m2 will be services and hotels and around 15,000 m2 will be
cargo facilities.

Five priority sectors have been identified within the Paris - Orly site:
e Cceur d’Orly;

e Orlytech La Fraternelle;
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e (Cargo Sector;
e Pont de Rungis Sector (aviation maintenance area); and
e Est Villeneuve Le Roi Sector

In its role as overall developer of the airport, Aéroports de Paris plans to implement a planning
policy that will bring together in a single area, the Cceur d’Orly Sector, the airports’s most
attractive areas, which are currently separated by the N7 national road. The creation of a
residential area at the end of runway 4 and the development of a transverse axis running at right
angles to the N7 will make a significant contribution to this. Aéroports de Paris also plans to
continue to support improvements to the airports’s links to public transportation.

At the center of the Paris - Orly airports, Aéroports de Paris thus plans to create a new business
district, Ceeur d’Orly, which might include a hotel complex including an international conference
center and a service center forming part of a major program of commercial sector real estate.
Completion of this project will require changes to the zoning plans of the towns of Orly and
Paray-Vieille Poste.

Aéroports de Paris has already begun to modernize and increase the density of buildings at the
airport. Following the construction of a unit of around 42,000 m? for Air France Industries
(production buildings and restaurants) in the Est Villeneuve-le-Roi Sector, the modification of
Air France’s engine building is now under way in the Pont de Rungis sector, with completion
expected at the end of 2006. In addition, from 2007 the southern Paris mail processing airports
for La Poste will be located at Orlytech La Fraternelle Sector. Lastly, a new 15,000 m? general
cargo terminal will open for business in the Cargo sector in 2007.

The Paris- Le Bourget Airport and the General Aviation Airfields

At Paris - Le Bourget, a program to develop the north-west and north-east edges of the airport is
due to be launched in 2006. The north-west area will house companies involved in aviation (it
already houses a training center for aviation jobs and an engine test bed). This land is in the
public zone and will be accessible from the Parisis road that is currently being built. The north-
eastern segment, which is already home to Eurocopter’s rotor development center, will house
business air travel companies. This will give access to the restricted zone (and thus to airplanes)
but will also be accessible from the public zone.

In addition, some old buildings along the RN2/RN17 road will be demolished as the current
occupancy arrangements come to an end, beginning in late 2006, thus freeing up land in an ideal
location with access to the airport from the RN2/RN17.

Finally, there is a project at the Lognes-Emerainville acrodrome to develop industrial and
logistics buildings. In total, the Group plans to develop 5 hectares of real estate zones at Paris -
Le Bourget and the general aviation airfields, representing a surface area of 15,000 m2 of tertiary
development.
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6.3.4. Ground handling

Ground handling services include all the services required by an airline while its plane is on the
ground at an airport. An airline can either provide these services itself, using its own staff, or
make use of an external service provider. A distinction can be drawn between passenger services
(check-in, boarding, ground transport and shuttle buses, incoming passenger welcome, baggage
claims, etc.) and plane services (loading, unloading, catering, cleaning, plane towing and push-
back, production of technical documentation, baggage handling).

Legal context

In 1998, a French law was adopted requiring ground handling services to be open to competition.
European Directive 96/67/EC of October 15, 1996 on access to the ground handling market at
European Community airports, incorporated into Articles R. 216-1 and subsequent of the French
Civil Aviation Code, redefined the legal framework for this business, which until then had been
shared between Air France, the Group and airlines’ in-house services, which covered mainly
passenger services. The directive established the principle of a fully competitive market for
passenger services (administrative support and supervision on the ground, passenger check-in
and ground transport) and some plane services (cleaning, refueling, in-line maintenance, aircraft
operations and crew management, catering). However, the directive made it possible to limit the
total number of service providers for towing and pushback, baggage handling, cargo and mail
transfer and transport between terminals and planes, while at the same time specifying that at
least one service provider, independent of the airport operator and the dominant airline, must be
authorized to offer such services at each terminal.

As these activities require certification from the Préfet, Aéroports de Paris has obtained approval
to offer such services at Paris - Orly and Paris - Charles de Gaulle airports. European regulations
stipulate that separate financial accounts must be kept for ground handling businesses.

Where the number of service providers is limited, authorized service providers are chosen by the
French government following a tender process and after consultation with the airlines using the
terminal in question and with representatives of government bodies. The number of votes
allotted to each airline is proportional to its share of traffic through the terminal.

Each terminal at Paris - Orly and Paris - Charles de Gaulle has at least one and sometimes two
independent service providers, with the exception of terminals CDG 2C, 2E and 2F, which are
used exclusively by Air France and its partners in the SkyTeam alliance and where Air France
provides its own ground handling services.

The ground handling services market in Paris

At Paris - Orly and Paris - Charles de Gaulle, 65% of the ground handling service market (both
fully competitive and restricted segments) is held by Air France, which provides these services
for its own needs and to its SkyTeam alliance partners. The remaining 35% of the market
represents approximately 400 million euros of annual revenues, and is split between four groups:
Europe Handling, which has 40% of the accessible market, Aéroports de Paris, which has a long-
established ground handling activity, with slightly higher than 30%, and Servisair/GlobeGround
and Swissport which share the remaining 30%.
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The Group offers its services to airlines that do not provide their own ground handling. Ground
handling services generated revenues of 128 million euros in 2005 for the Group. The services
provided include the processing of more than 4.5 million departing passengers and more than
40,000 assisted landings every year. The Group’s clients for its ground handling services come
from all continents (its main clients are Air Algérie, Iberia, Corsair, Tunis Air, Continental
Airlines, American Airlines, El Al, Fly DBA, TAP Air Portugal and Saudi Arabian). Airlines
sign ground handling contracts directly with the Group.

The main services offered by Aéroports de Paris are passenger assistance, towing and pushback,
baggage handling, cargo and mail transfer, aircraft services and ground transport. The Group
does not offer catering, in-line maintenance or refueling services. Aéroports de Paris sub-
contracts the bulk of its plane ground handling services, together with a significant share of its
passenger services, to its subsidiaries that are part of the Alyzia group.

The Alyzia group, under the Alyzia Airport Services holding company, consists of: Aviance
France (passenger handling and aircraft services at Paris - Orly and Paris - Charles de Gaulle),
Sapser Handling (plane services at CDG 1 and T3), Alyzia Ramp Assistance (plane services at
CDG 2), Alyzia Handling (towing and pushback at Paris - Orly) and Locmafer (cargo and mail
transfer at Paris - Charles de Gaulle). Alyzia also owns three other subsidiaries: Alyzia Sureté,
Alyzia Training and Sapser, which provide passenger and baggage screening and searches,
sniffer dogs, training and luggage trolley management.

Since 2002, Aéroports de Paris has been a member of Aviance, a global alliance of ground
handling service providers with 10 members active in 12 countries and more than 100 airports
worldwide.

The opening of the ground handling market to competition triggered a steady decline in prices,
which began to stabilize only in 2005. Competitive pressure in the “accessible” market has also
been increased by the gradual expansion of the SkyTeam alliance, which reduced the accessible
share of the market as Air France increased its services. This highly competitive market has put
pressure on margins in this labor-intensive area. In order to remain competitive, the Group has
implemented three restructuring plans in its ground handling businesses, in 1998, 2000 and 2003.
These plans sought to adjust the structures of these businesses to ensure their sustainability and
to return them to financial viability by cutting production costs, focusing on profitable services
and contracts and moving into line with industry standards. The restructuring plans have
resulted in a gradual reduction in ground handling staff at Aéroports de Paris, from 1,176
permanent employees in 1997 to 710 at December 31, 2005.

In addition to these 710 employees at Aéroports de Paris, 947 permanent staff at the Alyzia
group are also involved in the ground handling area at the airports operated by Aéroports de
Paris, bringing the total for the Group to 1,657. Shifts run from 4:30 am to midnight at Paris -
Orly and round the clock at Paris - Charles de Gaulle.

Strategy

Competitive pressure in the ground handling market will continue to increase over the medium
term. There are two factors to take into account: first, the risk of the arrival of a new entrant, in
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an already crowded “accessible” market. On this point, in November 2006, a license will
become available at Orly Sud, a terminal at which only Aéroports de Paris has been active to
date. Secondly, the European Commission is currently considering steps to bring about even
greater freedom in the ground handling market. In the latest draft of modifications to Directive
96/67, issued in 2005, the Commission’s main proposals included:

e transforming the obligation of airport operators providing ground handling services to
produce separate accounts, into an obligation to create a separate legal entity, and imposing
the same obligation on airlines providing such services to third parties;

e ending the automatic selection of the airport operator (where it provides ground handling
services) for ground handling services where the number of service providers is limited.

Against this background of an increasingly competitive market, the Group’s strategy is to bring
its ground handling operations back to operating profitability by 2008, by:

e reducing operating costs;

e focusing on services and contracts that allow optimum use of human and physical resources
throughout the day, thus boosting productivity; and

e providing a range of high added value services, by taking advantage of new technological
developments such as the creation of interfaces with airline check-in systems, the use of on-
board IT systems for plane services and the GPS tracking of runway equipment.

6.3.5. Other Activities

Aéroports de Paris, either directly or through its subsidiaries, carries out various business
activities that leverage the expertise it has established, such as international airport management
and airport engineering, specialized telecommunications services, and the operation of retail
outlets in Group airports.

6.3.5.1. International airport management

The Group is active internationally, providing skills and expertise in airport management. The
Group has entered into a number of airport management contracts, which in some cases have
been accompanied by the acquisition of a stake in the airport operator.

In 2005, Group revenue from airport management was 7.4 million euros, in addition to which the
Group received 2.9 million euros of dividends. The net book value of the Group’s holdings in
international airport operators was 112 million euros at December 31, 2005.
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The group’s worldwide presence in airport management is either direct or through its ADP
Management (“ADPM”) subsidiary. The group’s international activities in this area are shown
in the map below:
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Aéroports de Paris created ADPM in 1990. In January 1999 the Vinci group (then the GTM
group) took a 34% stake in ADPM. Since December 2004 and the ending of the partnership
between Aéroports de Paris and Vinci in ADPM, the company has been 100% owned by
Acéroports de Paris.

Group holdings outside France

The Group owns equity stakes in airport operating companies outside France, some of which are
held directly by Aéroports de Paris and the others by ADPM. These stakes are accompanied by
management, consultancy or operating contracts held by Aéroports de Paris, ADPM or the
company in which the stake is held. The Group’s international holdings are listed below:

e Mexico. Since 2000 Aéroports de Paris has held a 25.5% stake in the Mexican company
Servicios de Tecnologia Aeroportuaria, S.A. de C.V. (SETA), which it acquired in two stages
for a total of 114.6 million pesos, and which had a value on Aéroports de Paris’ balance sheet
at December 31, 2005 of 9,6 million euros. Since Vinci Airports sold its 37.25% stake in
SETA in June 2005, the only other shareholder of SETA besides Aéroports de Paris, has
been Aeroinvest, a subsidiary of the ICA group, owned by the Empresa ICA S.A. de C.V
holding company, which owns 74.5% of the capital.

SETA is the strategic partner to Grupo Aeroportuario del Centro Norte, S.A. de C.V. (GACN),
the holding company for 13 airports in the north and center of Mexico, including Monterrey
International Airport. In 2005, traffic through the airports managed by GACN rose 9% to 11.6
million passengers. SETA owns 15% of GACN and in 2000 entered into a 15-year agreement
for technical support and transfer of technology. Aéroports de Paris enjoys joint decision-
making power for major decisions regarding the management of SETA, and, via SETA’s role in
GACN, exercises indirect management over GACN. The other shareholders in GACN are the
Republic of Mexico, with 49%, and Aeroinvest with 36%.
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China. In February 2000, ADPM took a 9.99% stake, for 119,9 million euros, in Beijing
Capital International Airport (BCIA), at the time of the flotation of 35% of this company’s
shares on the Hong Kong stock market. ADPM is also BCIA’s strategic partner. Since the
end of the partnership with Vinci Airports, ADPM’s stake in BCIA has been cut from 9.9%
to 6.6%. This holding had a book value of 98,4 million euros at December 31, 2005. The
Chinese State is the main shareholder, with 65%. The Chinese authorities have confirmed
their plans to expand this airport, which handled 41 million passengers in 2005 and which is
due to increase its capacity by 35 million passengers per year, in time for the 2008 summer
Olympic Games in the city. The acquisition of this stake was accompanied in 2000 by the
signature of a consultancy contract for the support of BCIA, particularly in areas relating to
the transformation of the airports to a hub model and the development of non-aviation
revenues. This contract expired in January 2005. A new 3-year support contract was signed
in June 2005. Under this contract ADPM will support the airport’s management team in its
preparations for the opening of the new T3 terminal, which will be one of the largest
terminals in the world to be opened in a single phase.

Belgium. Since 1999, ADPM has owned a 25.6% stake in the Société de Développement et
de Promotion de I’ Aéroport de Li¢ge-Bierset SA (SAB), which manages the Li¢ge-Bierset
airport in Belgium. The other shareholders are Société Liégeoise de Financement (50.2%)
and Sociét¢ Wallonne des Aéroports Régionaux (24.2%). This stake has a book value on
ADPM’s balance sheet of 3.9 million euros, of which 0.87 million euros is not yet paid up.
A partnership agreement between ADPM and SAB was signed in March 1999 for a 15-year
period. Li¢ge-Bierset airport is Europe’s 11th largest cargo airport, with traffic of 326,000
tons in 2005, and is currently undergoing a major expansion program to increase the capacity
of cargo and passenger handling infrastructure. This program saw the opening of a new
passenger terminal, with a capacity of over 1 million passengers per year, in April 2005.

Guinea. ADPM signed a technical assistance contract, with effect from January 1, 2006, for
a renewable one-year period with SOGEAC (Société de Gestion et d’Exploitation de

I’ Aéroport de Conakry), which operates the international airport at Conakry - Gbessia.
ADPM has owned a 29% stake in SOGEAC since 1994.

Japan. In February 2006, ADPM, alongside Mitsui and ADP Ingénierie (“ADPi”) (see
below) formed a consortium to bid for the concession to manage the new international
terminal at Tokyo Haneda airport in Japan.

Management and technical support contracts

The Group has also signed management and technical support contracts abroad without taking
equity stakes in the companies involved. The principal contracts are:

Egypt. On December 27, 2004, Aéroports de Paris signed a six-year agreement covering the
management of five regional tourist airports receiving international traffic, at Sharm el-
Sheikh, Hurghada, Luxor, Assouan and Abu Simbel. This contract, to be performed by
ADPM, forms part of a complete overhaul of the Egyptian airport system under the auspices
of the World Bank. ADPM also manages the private airport at Marsa Alam.
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e Algeria. In June 2004, ADPM signed a two-year technical support contract with a value of
over 4 million euros with the airport authority EGSA for the delivery in the first half of 2006
of the new terminal at Algiers International Airport, which has been remodeled by ADPi to
meet new international standards. The contract covers support in transferring international
traffic to the terminal and the implementation of modern and effective airport management
structures. The Algerian airport authorities have expressed a desire to replace the current
technical assistance contract with a three-year management contract. The terms of the new
contract are now being finalized.

e Cambodia. In Cambodia, ADPM signed a three-year operational support contract on January
1, 2005, with CAMS, the company operating the international airports at Phnom Penh and
Siem Reap, on behalf of concession holder SCA.

Strategy

Between 2006 and 2010, Aéroports de Paris will make a priority of its important investment
program in its Paris airports. In this context and during this period, the Group intends to limit the
level of financial commitments it assumes in connection with its international development,
although it may consider the reallocation of its current investment portfolio if necessary.

The Group’s strategy for airport privatizations and concessions internationally is to maintain a
prudent presence so as to preserve sources of future growth. With this in mind, the principal
components of the Group’s strategy to capitalize on its experience and know-how in
international markets are as follows:

e the Group plans to take financial stakes in companies accompanied by management or
technical support agreements;

e it will continue to take a cautious approach in terms of the risk-reward balance, ensuring, as
far as possible, a high degree of management control, either by the size of its stake or through
the contracts entered into;

e the Group will follow clear rules regarding the geographical location of its international
operations, with an emphasis on airports in Europe, in OECD countries and in countries with
fast-growing economies, notably Brazil, Russia, India and China;

e the Group will seek out opportunities to become involved in large, but under-used airports,
which have significant requirements for airport management skills, and thus offer strong
growth potential.

6.3.5.2. Development of engineering businesses in France and abroad

Created in June 2000, ADPi is a wholly-owned subsidiary of Aéroports de Paris which provides
design, lead contractor and project management services in the area of architecture and
engineering for airports and infrastructure where there are issues of complex pedestrian flows
(like air terminals and sports and cultural venues). ADPi, which works either alone or alongside
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other consultants, is active on all continents and in 2005 generated revenues of 27.5 million
euros.

Prior to the creation of a separate subsidiary, the architecture and engineering office of Aéroports
de Paris directly engaged in the activities now carried out by ADPi. ADP1i has been ISO 9001
certified since February 2003 and in March 2005 successfully passed its second ISO 9001
monitoring audit.

ADPi provide services, on demand, throughout the life cycle of its clients’ projects:

e in the planning and scheduling phase, ADPi provides a variety of technical and economic
studies (feasibility studies, traffic forecasts) which form the basis of master plans, covering
site selection and evaluation and the overall site development plan;

e in the architectural design phase, ADPi performs preliminary scheme design work (initial
definition of technical features, assessment of cost of project, and definition of architectural
style of the buildings and their geometric details) and/or more detailed preliminary work;

¢ in the project development phase (representing the core of the engineering input in the true
sense of the term), ADPi1’s role has traditionally been to produce detailed designs and
technical specifications for the project, technical specifications for equipment, budget costs
for the works and estimates of the time required;

e in the project management phase, ADPi manages the project (including selection and
management of contractors and supervision of works) and/or provides post-project support
(notably checking that installed equipment works correctly).

In the area of complex infrastructure, ADPi has been involved in a wide variety of projects
including the TGV station at the Paris - Charles de Gaulle airport, overall planning for the
Eurotunnel terminal area at Calais, project management for the Cité Europe shopping complex in
Calais, the Multi-sport stadium in Canton, China, the ski jump for the Winter Olympic Games in
1992 in Courchevel, The Grand National Theatre in Beijing, China and the Oriental Arts Center
in Shanghai.

In the airport field, ADPi boasts a portfolio of sixty projects ranging from the construction of
terminals to entire airports. ADPi is active both in France (final assembly facility for the Airbus
A380 in Toulouse, involvement in the construction of Bordeaux-Mérignac airport, etc.) and
elsewhere in the world (assembly factory for Airbus A400M military plane in Séville, terminal
and VIP lounge at Houari Boumediene airport in Algiers, involvement in terminal projects in
Dubai, Moscow, Shanghai Pudong and Ho Chi Minh City).

At December 31, 2005, ADPi had 197 employees, 119 of them outside France, most of whom
were working under local contracts.

A substantial share of ADPi’s revenues are currently generated from its activities in the Persian
Gulf (68% of 2005 revenues) due to the favorable economic conditions in this region, which is
seeing rapid development, particularly in the airport segment, and to ADPi’s strong marketing
presence in the region. The main contracts include, in Dubai, the design and supervision of the
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construction of terminal 3, concourses 2 and 3, the maintenance base for Emirates airline, the
new Jebel Ali international airport and Brach Towers, and in Qatar, the new Doha international
airport.

ADPi’s strategy is based around three central features: controlled growth so as to spread general
overhead and project development costs; a strategy of geographical targeting of the best
opportunities (notably in the Persian Gulf) without overlooking stable, low-risk regions such as
France, Western Europe and Japan and fast-growing areas such as Asia, China and Eastern
Europe; and lastly the expansion of the project portfolio so as to be able to seize profitable
opportunities (luggage systems, runways, control towers) while continuing to cover the segments
where it has built its reputation (major air terminals, industrial airport buildings and complex
infrastructure).

6.3.5.3. Hub télécom

Created in 2001 as ADP Télécom, Hub télécom is a telecoms operator specializing in
telecommunications network services in airports and other sites with high levels of business
users. Hub télécom is a wholly-owned subsidiary of Aéroports de Paris. Hub télécom had
revenues of 71.3 million euros in 2005, of which 31.5 million euros was generated from Group
entities. It had 239 employees at December 31, 2005.

Hub télécom mainly supplies telephony, data transmission, specialized networks for airport
environments and engineering services. Telephony services include subscriptions, calls and
equipment under rental and maintenance contracts.

As a telecoms network and service operator, Hub telecom offers a full range of
telecommunications solutions including telephony, data transfer, mobility, multimedia and
engineering services. Hub télécom has also developed consumer offerings including WiFi
services and SMS flight information. Hub télécom has also supplied radio communications
services over secure networks based on the digital TETRA radio standard.

The mobility solutions developed by Hub télécom meet all the needs of companies working at

airports, from mobile telephony (DECT, TETRA and GSM) to data transmission (WiFi, GPRS
and WiMAX) to activity-specific solutions (baggage management, plane preparation, real-time
flight information and GPS services).

Hub télécom’s clients in airports include airlines, ground handling service providers, transit
agents, cargo companies, logistics providers, hotels, car rental groups and the public services.
Specialist services and the solutions offered by Hub télécom contribute to increase the
productivity of these companies and enhance the attractiveness and competitiveness of the Paris
airports. Hub télécom’s expertise thus provides a very good fit with that of Aéroports de Paris
and emphasizes the Group’s positioning as a provider of value added services.

Hub télécom has been awarded contracts to install and operate broadband wireless (WiF1)
networks to meet the requirements of airlines, service providers and the general public in France
(at Lyon, Montpellier, Toulon, Clermont-Ferrand, Lille and Perpignan airports) and in Morocco
(Casablanca airport). Hub télécom has also developed and marketed the ‘aérosms’ service to
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provide real-time flight information by SMS, supplying it to Brest, Montpellier and Toulon
airports.

The services developed by Hub télécom are well adapted to other spaces used by the business
community, where Hub télécom can offer innovative shared solutions. In particular this applies
to complex business sites, such as areas where tens or hundreds of companies co-exist, with
strong demand for mobility of people and assets. Hub télécom includes amongst its clients
business parks, conference centers (including the Palais des Congres in Paris), exhibition centers
(including that at Porte de Versailles in Paris) and hotels (e.g. Hotel Concorde Lafayette in
Paris).

As well as being a service operator, Hub télécom owns its own network at the Aéroports de Paris
airports and can thus offer telecommunications integration services to its clients. Hub télécom
provides consultancy and engineering services to support the expansion of its clients, with its
offering covering service marketing, cost optimization and network engineering. Hub télécom
also offers site managers a range of telecommunications infrastructure outsourcing solutions.

Hub télécom has more than 1,350 company clients and more than 150,000 daily users across all
its businesses.

Strategy

The major strategic goal for Hub télécom is to establish itself as the European leader in
communications solutions for airports and complex sites. With this in mind, the company will
focus on developing its offering around the themes of mobility and convergence, and to set itself
apart by offering sector-specific and innovative solutions (such as GPS management solutions).

Drawing on a portfolio of references from the Paris airports and the major French regional
airports, Hub télécom plans to pursue targeted geographical growth to strengthen its international
presence, particularly through consultancy and engineering services that address the problems
currently being encountered in airports (growing complexity, constant changes in airport
management, lead-time, cost and resource constraints for airport operators).

On January 6, 2006, Hub télécom applied to ARCEP (Autorité de régulation des
communications électroniques et des postes) for a WiMax license and to operate under this
license in the main business districts in the Ile de France region. As the number of requests for
licenses across mainland France greatly exceeded the number of licenses on offer (two per
region), ARCEP has triggered the procedures to be employed in the event of scarcity. The new
procedure was launched with a deadline of February 1, 2006 for applications. In order to
increase its chances of success in the new application procedure, Hub télécom has joined forces
with Bolloré SA, and, as part of a consortium, applied for licenses in all 22 regions of mainland
France. Decisions are expected in July 2006.

6.3.5.4. Retailing: Sociéteé de Distribution Aéroportuaire

To complement its activity of developing and renting commercial space in its airports, Aéroports
de Paris has decided to test a more integrated model. Since 2003 it has been involved in the
direct management of retail operations through Société de Distribution Aéroportuaire, a company
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created in partnership with the airport retail specialist Aélia (a subsidiary of Hachette
Distribution Services). Greater integration between the airport operator and the retailer provides
greater flexibility in adapting the offering to meet client expectations and in the development of
new retail concepts. It has thus given Aéroports de Paris better control over the operation of its
retail space (see 6.3.2.8. “— Airport Services — Commercial and service activities at Aéroports de
Paris”).

Aéroports de Paris owns 49% of Société de Distribution Aéroportuaire, with Aélia holding the
remaining 51%. Acéroports de Paris and Aélia have introduced balanced and bi-partisan
management through a management committee consisting of three representatives from each
partner.

The partnership in Société de Distribution Aéroportuaire covers the management of retail
alcohol, tobacco and perfume outlets in the duty free zones of CDG 2 and CDG 1 terminals as
well as some of the specialty food outlets in these two terminals. The activity should benefit
from synergies between the two partners in many ways: organization of passenger flows,
marketing and merchandising. The partnership, which was originally limited to CDG 2, was
concluded for a ten-year period, and on June 1, 2003, Aéroports de Paris awarded the company a
temporary authorization to occupy a public space lasting for the same period. In principle,
shares in Société de Distribution Aéroportuaire may not be transferred during this period.
However, the by-laws of Société de Distribution Aéroportuaire allow each of the partners to buy-
out the other party’s shares in the event of violation of a clause in the by-laws, bankruptcy or
capital reduction at the partner in question below the legal minimum. In addition, Aéroports de
Paris will have the option to buy out Aélia’s share should the Hachette Distribution Services
group transfer control of this subsidiary or in the event of the cancellation of the temporary
authorization to occupy a public space under which Aéroports de Paris authorized Société de
Distribution Aéroportuaire to operate retail facilities in the CDG 2 terminals. The temporary
authorization to occupy public space in CDG 1 is in force since July 13, 2005 and will remain
effective until January 16, 2012.

Société de Distribution Aéroportuaire purchases goods solely from Aélia’s purchasing center,
thus allowing it to benefit from terms negotiated on the basis of volumes for the entire Aélia

group.

A specific profit sharing mechanism has been introduced for this company, whereby shares held
by Aéroports de Paris give it the right to a 35% share of net income between 0% and 3% of net
revenues at Société de Distribution Aéroportuaire, and 49% of any net income above this level.

Total revenues at Société de Distribution Aéroportuaire were 163.8 million euros in 2005, and
total fees of 60.2 million euros were paid by Société de Distribution Aéroportuaire to Aéroports
de Paris (up from 53.2 million euros in 2004). The dividend paid to Aéroports de Paris was 2
million euros, up from 0.9 million euros in 2004.

6.3.5.5. Training and human resources

As part of its strategy of international expansion and the export of its expertise, Aéroports de
Paris offers companies, through training and advice on human resources development, a range of

113



support and training services that complement the services provided by its ADPi, ADPM and
Hub télécom subsidiaries.

Sold under the banner “Aéroports de Paris Training”, these services can be purchased as a
standard or a tailored package, thus ensuring quality and flexibility for clients, and can address
any of the themes specific to the operation of an airport (operation, management, human
resources, security, etc). Drawing on training materials already developed internally, Aéroports
de Paris Training can also call on a network of speakers and trainers drawn from within the
Group, all of whom are experts in very specific areas of airport management spanning all Group
business lines.

Acéroports de Paris Training is thus able to provide a broad range of services (consultancy on
human resources management and development, bespoke training and personalized programs on
a wide range of themes relating to the airport industry, audit and design of training systems,
training of training managers or trainers within client companies).

In this business area, Aéroports de Paris has provided services in more than 55 countries
worldwide. By way of illustration, the Company was recently appointed to provide, between
2005 and 2007, more than a dozen training sessions for managers and staff at the five regional
airports in Egypt operated by ADPM. In France, the main training provided has covered
maintenance, operation of air terminals, crisis management, safety and security.

In 2005, services provided under the “Aéroports de Paris Training” name generated revenues of
1 million euros.

6.4. FACTORS OF DEPENDENCY
6.4.1. Clients

Revenues generated by the contractual relations between Aéroports de Paris and the companies
of the Air France-KLM group represented 23% of the total revenues of Aéroports de Paris for the
year 2005 (see paragraph 4.1 — “Risks Related to the Business of Aéroports de Paris”).

6.4.2. Intellectual Property

In accordance with the provisions of the French Code of Intellectual Property, Aéroports de Paris
is bound to comply with the moral rights attached to existing airport constructions, in particular
on the Paris - Charles de Gaulle platform. Such rights imply for the Company to obtain a prior
authorization from architects for any significant adaptation or modification of the constructions.
Any opposition from such architects might result in a delay or freeze of the proposed works on
said constructions.

6.5. GROUP'SCOMPETITIVE POSITION

The Group’s competitive position is set out in paragraph 6.2.5.1 — “Competition”.
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6.6. LEGAL AND REGULATORY ENVIRONMENT
6.6.1. Sources of the Regulatory Regimes Applicable to the Group

Aéroports de Paris is subject to a number of international, European and international regulatory
regimes relating the operation of airports.

The International Civil Aviation Treaty

Acéroports de Paris is subject to the French regulations implementing the International Civil
Aviation Treaty signed in Chicago on December 7, 1944, ratified on December 7, 1944 and
published in its approved French translation in Decree n® 69-1158 of December 18, 1969. Under
Article 37 of this treaty, the International Civil Aviation Organization (ICAQO), which has more
than 180 member states, is responsible for establishing “recommended standards and practices”
to ensure that each flight is handled in an identical and uniform way in all of the states that are
signatories to the Treaty. These standards and practices cover technical specifications, the
uniform application of which is considered necessary or desirable in the interests of security,
conformity and efficiency of air travel and to which the signatory states must conform (in the
case of standards) or seek to conform (in the case of recommended practices). They cover all
technical and operational aspects of international aviation and in particular set out the
characteristics of airports and landing areas and other items relating to security, efficiency and
conformity of air travel.

European Union regulations

Acéroports de Paris is subject to European regulations relating to the air transport sector, most
notably Council Regulation (CEE) n° 2408/92 of July 23, 1992 regarding access of community
air carriers to intra-community air routes (which paved the way for liberalization of air transport
in Europe) and Council Regulation (CEE) n® 95/93 of January 18, 1993 on common rules on the
allocation of slots at European Community airports, modified most recently by Regulation (CE)
n° 793/2004 of the European Parliament and the Council of April 21, 2004.

The Group is also subject to French laws implementing Council Directive n°® 96/67 of October
15, 1996 which opened the market for ground handling services in airports in the European
Union (see 6.3.4. “— Ground handling services”), Regulation (CE) n° 2320/2002 of the European
Parliament and the Council of December 16, 2002 on the creation of common rules in the area of
security, as modified by Regulation (CE) n° 849/2004 of April 29, 2004 (see 6.3.2.7. “—
Security””) and Directive 2002/30 of the European Parliament and Council of March 26, 2002 on
the creation of noise control rules at European Community airports (see implemented measures
and environment Balance “— Environmental regulations”).

French legidation

Under Articles L. 251-2 and D. 251 of the Civil Aviation Code, Aéroports de Paris is responsible
for managing, operating and developing the Paris - Charles de Gaulle, Paris - Orly and Paris - le
Bourget airports, as well as 11 civilian airfields in the Ile de France region. Under these articles
Aéroports de Paris has exclusive rights to manage, operate and develop these airports for an
indefinite period.
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As part of its legally mandated functions, Aéroports de Paris must comply with:

e the provisions of law applicable to all airfield operators, which are set out primarily in the
Civil Aviation Code. These rules have been modified on several occasions, in particular in
order to strengthen requirements regarding flight security and airfield security;

e the specific terms contained in the Law of April 20, 2005 and its enacting Decrees, as
codified in Articles L. 251-1 and subsequent and R. 251-1 and subsequent of the Civil
Aviation Code; and

e the obligations in a technical document know as the cahier des charges, as provided in
Decree n° 2005-828 of July 20, 2005.

6.6.2. Regulation of Group airport activities
6.6.2.1. Regulations regarding revenues generated from the operation of airports

The public airport services provided by Aéroports de Paris are primarily paid for through airport
fees for services provided. Airport fees are determined mainly as a function of the number of
departing commercial passengers and the number of aircraft movements, including both takeoffs
and landings. The maximum level of annual increase in airport fees are determined by multi-
year contracts with a duration of up to of five years between the Group and the French Republic
or, in the absence of a contract, on an annual basis in accordance with articles L. 224-2 and R.
224-4 of the Civil Aviation Code. Aéroports de Paris and the French Republic signed a contract
on February 6, 2006 (the CRE) to cover the period from 2006 to 2010. For more details see
6.3.2.6. “— Revenues from the operation of airports”.

6.6.2.2. Opening of airfieldsto public air traffic and classification of airfields
Opening to public air traffic

The airfields operated by Aéroports de Paris are open to public air traffic in the sense of Article
R. 221-1 of the Civil Aviation Code, which provides the authorization for the operation of the
airfield. As a result, all aircraft with the appropriate technical characteristics for these airfields
are authorized to use them.

The opening or closing of an airfield to public air traffic is a decision made, after a technical
review, by the Minister with responsibility for civil aviation. An authorization to open an
airfield to public air traffic can not, except in an emergency, be suspended, restricted or
withdrawn other than by a reasoned ministerial order issued, in certain cases, after approval from
the Superior Council for Aviation Infrastructure and Navigation.

Classification of airfields

Airfields must be managed and equipped in a way that meets the obligations that is appropriate
for the activity undertaken on them. The Civil Aviation Code separates airfields that are used by
public air traffic into five categories, according to the nature of the traffic that the airfield is
intended to receive (Article R. 222-1 and subsequent of the Civil Aviation Code). The
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classification of airfields is made by decree issued after approval from the Superior Council for
Aviation Infrastructure and Navigation. The adoption of the decree is made on the basis of a
report from the Minister with responsibility for civil aviation, after approval from the Minister of
the Economy and Finance, the Minister for Equipment, the Secretary of State for Housing, the
Minister of the Interior and any other ministers affected. The list giving the classification of
airfields is appended to the Civil Aviation Code (by virtue of Article D. 222-1 and subsequent of
the Code).

Paris - Charles de Gaulle, Paris - Orly and Paris - Le Bourget airports are in category A (that is to
say airfields suitable to receive normal long-distance flights under all conditions). The other
airfields operated by Aéroports de Paris are classified in categories C, D and E.

6.6.2.3. Construction, extension or modification of airfields
Projects subject to specific procedures

The development of airfields requires considerable investments, which can have a significant
impact on the environment and security of neighboring populations. As a result, some projects
are subject to specific procedures designed to assess their impact on the environment and
security and to inform and consult with local residents (Articles L. 211-1 and R. 211-3 and
subsequent of the Civil Aviation Code). Therefore:

e the creation or extension of infrastructure for which the cost is greater than 1.9 million euros
requires the prior publication of an impact study;

e major transport infrastructure projects with a cost of approximately 83 million euros or more
are subject to review, including analyses of the conditions and costs of construction,
maintenance, operation and renewal of the infrastructure; financing conditions and an
estimate of the financial return; the effect of the project on existing transport infrastructure or
other infrastructure in the process of being built; and a provisional analysis of the advantages
and disadvantages resulting directly from the approval or rejection of the proposed
infrastructure;

e the creation or extension of runways for category A airfields with a cost of over 35 million
euros may involve a public debate (this becomes compulsory where the expected cost is
greater than 100 million euros);

e the creation of a new airfield, a new runway or work carried out with a view to a change in
category under Article R. 222-5 of the Civil Aviation Code must be preceded by a public

enquiry;

e works to build, extend or carry out extensive modification of airport infrastructure, the
operation of which poses security threats to users and neighboring residents, are subject,
prior to commencement, to the production of a descriptive report accompanied by a security
report drawn up by a suitably qualified and approved expert or organization. This report
must detail the operating conditions of the infrastructure and examine its compatibility with
existing structures, or in the case of projects on the fringes of airports its impact on the
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security of neighboring residents (to date, however, this procedure, set out in Law n°® 2002-3
of January 3, 2002, has not been the subject of an enabling Decree).

Building permits

In accordance with Articles L.421-2-1 and R.490-5 of the French Urban Land Use Code, the
Republic of France is the competent body for the delivery of building permits relating to
operations in the national interest. Article 5 of the Decree of July 20, 2005 included works to
enhance and develop the airfields operated by Aéroports de Paris in the scope of such operations.

On September 23, 2005, the local authority of Tremblay-en-France submitted a motion to the
Conseil d’Etat calling for the annulment of the Decree of July 20, 2005. In support of its motion
the local authority challenged the legality of Article 5 of the Decree of July 20, 2005 on the basis
that it failed to define in a sufficiently precise fashion the scope of the airport sites to which it
was applicable. The authority claims that with the exception of the major airports operated by
Aéroport de Paris, the airfields operated by the Company did not fulfill the criteria of being in
the national interest. The authority therefore claims that the competence given to the Republic of
France to grant building permits is inconsistent the principle of freedom of action of local
authorities.

If the arguments put forward by the local authority of Tremblay-en-France were upheld, the
provisions of Article 5 of the Decree of July 20, 2005 could be overturned. The legality of the
other provisions of the Decree would not be called into question provided that the provisions in
question are considered to be separable from Article 5. This case is currently pending.

6.6.2.4. Ownership of assets; obligation to pay a share of capital gains on the sale of closed
airport sitesto the French Republic

Ownership of Aéroports de Paris assets

Article 2 of Law n° 2005-357 of April 20, 2005 provided for the reclassification of all public
assets held by Aéroports de Paris as a public body and all assets that the Republic of France had
transferred to it or had authorized it to occupy. As from July 22, 2005, the date on which
Aéroports de Paris was transformed into a société anonyme, full ownership of these assets was
vested in the Company. Acéroports de Paris thus owns all its assets outright, including the land
on which its airfields are located as well as all infrastructure and other installations that the
Company has constructed there. At the same time, the Law of April 20, 2005 contained
provision for the Republic of France, or its public bodies, to retain the assets necessary for public
service functions relating to the operation of the airports. The list of these assets is given in
Appendices 1 and 2 of Decree n° 2005-1538 of December 8, 2005. (See 8.1. “Real Estate
Properties and Equipments of Aéroport de paris”).

However, the exercise by the Company of its property rights is restricted by the law in certain
circumstances. Article L. 251-3 of the Civil Aviation Code stipulates that where a structure or
land owned by Aéroports de Paris and situated within an airport is necessary for the proper
execution by the Company of its public service functions or for the development of these
functions, the Republic of France may oppose the sale or transfer of the structure or land, in
whatever form, or the creation of a lien over the structure or land, or may make such sale,
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transfer or creation of a lien subject to the condition that it does not disturb the performance of
these functions. Article 53 of the cahier des charges of Aéroports de Paris sets out the categories
of assets affected. The areas affected by the restrictions above represent approximately 67% of
the total surface area of the three Paris airports, Paris - Charles de Gaulle, Paris - Orly and Paris -
Le Bourget. Only 14% of the 369 hectares of real estate reserves currently available for
development are affected by these restrictions.

Obligation to pay to the French Republic a share of capital gains realized on the sale of closed
airfield sites

The agreement between the Republic of France and Aéroports de Paris under Article 3 of the
Law of April 20, 2005 stipulates that, for a period of 70 years, in the event of the closure to
public aviation of all or part of an airfield operated by Aéroports de Paris, the Company must pay
to the state 70% of the difference between the market value of the buildings that are no longer
used for public airport services and their value on the balance sheet at December 31, 2004, as
approved by the General Meeting of Shareholders of Aéroports de Paris on December 23, 2005,
increased by costs relating to their renovation and the closure of airport facilities.

The agreement provides that:

e the market value of real estate assets is to be determined by a panel of experts (consisting of
four members nominated equally by the Republic of France and Aéroports de Paris and one
member chosen by these four to be the chairman of the panel), who will apply methods
customarily used in the valuation of real estate assets (assessment of the location, recent
transactions for similar assets, general market level, etc.);

e the reference value of the assets is also set by the panel of experts, which will examine the
costs of renovation and of the closure of airport facilities, particularly the cost of ground
decontamination and of demolition of buildings and structures, which will be added to the
balance sheet value at December 31, 2004.

The payment by Aéroports de Paris to the Republic of France must be made within 90 days of
notification of its amount.

This agreement affects only those buildings which belonged to the public segment of Aéroports
de Paris before the change in its status from public body to société anonyme, or to the Republic
of France. It does not cover any assets that had been held by the private segment of the former
public body or any assets acquired subsequent to the conversion of Aéroports de Paris to Société
anonyme status.

It should be noted that under current regulations, the decision to close an airfield or part of an
airfield operated by Aéroports de Paris to air traffic would be taken by the minister responsible
for civil aviation and would not be the responsibility of Aéroports de Paris (Article R. 221-2 of
the Civil Aviation Code).
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Characteristics of the airspace surrounding airfields: aviation servitudes

Airfields require control over large expanses of land. Most importantly, airfields must have a
substantial volume of unimpeded airspace so that planes may approach and take off in complete
safety. Article R. 241-1 of the Civil Aviation Code creates two types of aviation servitudes
designed to protect an airfield from obstructions, so that planes may land and take off safely and
regularly.

e C(lear space aviation servitudes, which forbid the creation or require the removal of any
obstacles that could hinder air movements or interfere with the operation of safety systems
created in the interest of aviation. These could include height limits for buildings, trees or
other structures and they give the authorities the right to require the removal of existing
obstacles. A plan of such servitudes is drawn up for each airfield, and is considered by a
public enquiry. Depending on whether the conclusions of the enquiry’s report and the
opinions of the public services and authorities affected are favorable to the plan, it will be
approved by order or by decree. This plan is appended to local zoning plans. It will indicate
the areas in which the height of buildings or any other potential obstacle is limited.

e Warning beacon aviation servitudes, which impose the requirement to inform pilots of
certain obstacles and of the placing of visual or electronic warning systems designed to
indicate their presence or to allow the identification of such obstacles and permit the
installation of such systems.

In addition, expansion of airport capacity is made possible by the creation of a protected space
around the airports, within which restrictions are imposed on the issue of building permits.
These restrictions are set out in particular in the noise exposure map, the purpose of which is to
limit the number of people affected by noise pollution, and through the creation of a master plan
for the area surrounding airfields (see 6.7.1.1. “— Noise control regulations”).

6.6.2.5. Allocation of takeoff and landing slots

Allocation of takeoff and landing slots refers to the authorization to use airport infrastructure that
may be required to provide aviation service in an airport at a specified date and time for the
purpose of take-off and landing. The allocation of slots is distinct from the allocation of air
carriers between terminals or airfields.

Rules for the allocation of slots have evolved gradually since the 1960s, particularly in the forum
provided by IATA timetabling conferences. As far as the European Union is concerned, the
rules for allocation of slots were harmonized across the community by Council Regulation CE
n°95/93 of January 18, 1993 setting common rules for the allocation of slots in European
Community airports, since modified by Regulation CE n°793/2004 of the European Parliament
and the Council of April 21, 2004. These regulations aim to establish clear rules for the
allocation of slots to different carriers, based on principles of neutrality, transparency and non-
discrimination.

The rules for allocation are as follows: all slots allocated to a carrier for an aviation season are
automatically reallocated to that carrier provided they have been correctly used (that is used for
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at least 80% of the period of allocation, under the so-called “use-it-or-lose-it” rule) and if the
carrier makes a fresh application for those slots in the following equivalent season. Slots that
remain unallocated after this re-allocation (returned by carriers, not re-allocated or newly
created), are pooled. Half of the pooled slots are allocated to new arrivals (carriers with little or
no presence at the airport in question) and the other half allocated to carriers already using the
airport. EU regulations also allow member states to take special measures to insure adequate
internal air services by allocating a certain number of slots to routes serving particular regions
and/or carrying a public service requirement.

Slots are allocated free of payment. They may be swapped between carriers at the same airport,
but may not be given, bought or sold by carriers. Slots are not attached to specific routes but to
carriers, other than for the special case of routes designed to improve internal links or with a
public service requirement (for example, at Paris - Orly).

Under these regulations, member states may designate certain airports as “coordinated airports”.
This implies that any take-off or landing at these airports is subject to the prior allocation of the
corresponding slot, with the exception of government flights, emergency landings and
humanitarian flights. The allocation of these slots is carried out by an impartial and independent
organization known as the “coordinator”.

Paris - Orly and Paris - Charles de Gaulle airports were designated “coordinated airports” by
order of the minister with responsibility for civil aviation (Order of October 19, 1999 and
subsequent modifying orders, the latest of which is that of October 12, 2005).

The designated coordinator for the allocation and distribution of slots is COHOR, the
Association pour la Coordination des Horaires (under the Order of August 9, 1996 designating
the coordinator for the allocation of slots at Paris - Orly and Paris - Charles de Gaulle airports).
COHOR is a non-profit organization governed by the Law of July 1, 1901. Its members are
airlines (Aigle Azur, Air France, Air Horizons, Brit Air, CCM Airlines, Corsair, Europe Airpost,
Regional Compagnie Européenne and Star Airlines) and airport managers (Aéroports de Paris
and the Chambers of Commerce and Industry of Lyon and Nice). Any company holding an
operating license in accordance with European regulations and any airport coordinated by
COHOR, may become a member. In addition, two observers attend Annual General Meetings
and meetings of the Board of Directors: BAR (Board of Airline Representatives) and UAF
(Union des Aéroports Frangais). Lastly, a representative of the minister responsible for civil
aviation sits on the Board of Directors and attends annual general meetings for consultative
purposes.

In practice and in accordance with its by-laws, COHOR appoints a “delegated coordinator” for
timetable coordination and/or allocation of slots between air carriers serving coordinated
airports.

The delegated coordinator is currently Mr Eric Herbane. He was appointed for an automatically
renewable 4-year term.

The delegated coordinator carries out all functions that are the responsibility of COHOR,
namely:
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e allocation and distribution of slots between the various users of coordinated airports;

e coordination of timetables of the various users of coordinated airports where COHOR has
been appointed as coordinator;

e supervision of use of slots and respect of timetables;

e issuance of information to be provided to air carriers under European regulations;
e attendance at international conferences for the planning of aircraft movements;

e representation of COHOR on European and international coordinating bodies.

In addition the Coordinating Committee for French Airports (created by the Order of September
28, 2004) to which airlines, their representatives, operators of coordinated French airports
(including Aéroports de Paris) and the air traffic control authority may all belong, can issue
proposals or advice to COHOR regarding (i) the possibility of increasing capacity at coordinated
airports or improving use of existing capacity, (ii) parameters of coordination, (iii) methods of
monitoring use of allocated slots, (iv) local guidelines for the allocation of slots and the
monitoring of their use, in particular to take account of any environmental considerations, (v)
improvements to traffic conditions in coordinated airports, (vi) serious problems experienced by
new arrivals and (vii) any question relating to the capacity of coordinated airports. The
coordinating committee is also responsible for mediation between parties in dispute over the
allocation of slots.

Paris - Charles de Gaulle

At Paris - Charles de Gaulle the number of available slots for each aviation season is set by the
Minister of Transport, as a function of runway and terminal capacity. Thus the number of slots
increases as a function of the increase in physical capacity created by investment, particularly in
terminal facilities, and as a function of the operational capacity of the runways determined by the
air traffic service. The total capacity at Paris - Charles de Gaulle (given as the number of
departures and arrivals per 10 minute period and per hour between midnight and 23.59 pm local
time), as well as the terminal capacity (given as the maximum hourly flow of outbound
passengers at each terminal for the summer season 2006), were set by order of the Minister for
Transport on October 12, 2005.

Total plane activity at Paris - Charles de Gaulle is, however, limited by a measured weighted
overall indicator (the Indicateur Global Mesuré Pondéré or IGMP) set by the Republic of France
under the Order of January 28, 2003. Under this indicator, weighted annual noise energy
emissions at the airports must not exceed the average level of energy emissions over the three
years 1999, 2000 and 2001.

Activity at Paris - Charles de Gaulle is also subject to limitations on night flights. With a view to
reducing noise nuisance for neighboring residents, several orders of November 6, 2003, which
became effective on March 28, 2004, limited, amongst other things, night flights between

12.30 am and 5.29 am for arrivals and between midnight and 4.59 am for departures.
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These orders placed restrictions on flights by the noisiest aircraft. The night-time slots which
have been abandoned or are not used by airlines are not reallocated. These abandoned or unused
slots are deducted from the number of night-time slots available for subsequent aviation seasons.

Paris- Orly

There is a cap on the total number of slots at Paris - Orly. The order of October 6, 1994 on slots
at Paris - Orly airport limited to 250,000 the maximum number of slots to be allocated over two
successive aviation seasons (that is the “summer” season — from the last Sunday in March to the
last Saturday in October and the “winter” season, from the last Sunday in October to the last
Saturday in March). In addition, and in accordance with European Union regulations, the
Republic of France reserves a certain number of slots at Paris - Orly (38,416 in 2005-2006) for
routes providing internal air links or serving the public interest.

Between February 2002 and February 2005, the annual volume of slots freely available to Air
France-KLM, the “historic” carrier at Paris - Orly, rose from 110,205 to 115,105, representing
46% of total slots at this airport. This total does not include the slots allocated by the Republic
of France to Air France to allow the provision of internal air links or public interest services (in
February 2005, Air France held more than half of these reserved slots).

The pool of unallocated slots has increased considerably over recent years due to the financial
difficulties experienced by some airlines and the disappearance of others, such as Air Lib, Aeris
and Air Littoral. Thus whilst a total of 12,848 slots were allocated, in eight pools, between 1997
and 2002, between February 2002 and February 2005, COHOR allocated 94,726 slots in fourteen
separate pools. This increase in the number of slots available, has allowed so-called low-cost
airlines to establish a presence at Paris - Orly.

Since February 2005, COHOR has distributed 2,812 slots surrendered by airlines for the winter
season 2005-2006, and 2,924 slots for the 2006 season.

The Paris - Orly airport is subject to a night-time curfew between 11.30 pm and 6.30 am.
6.6.2.6. Airport safety
Certification and technical safety standards

The standards produced by the ICAO regarding the certification regime for airfields were
incorporated in Order n° 2005-863 of July 28, 2005 regarding the safety and security of airfield
operations, and in turn this has been incorporated in the Civil Aviation Code.

Under Article L. 211-3 of the Civil Aviation Code, each operator of a civilian airfield receiving
commercial traffic must obtain an airport safety certificate from the minister responsible for civil
aviation. The issue of this certificate is subject to a technical enquiry into the operating
procedures and conditions at the airfield and the safety management structures in place as
described in the airfield manual. The minister responsible for civil aviation may annul or
suspend the certificate in the event of failures by the operator. Some aspects of the issue of
certificates, notably the period of validity, remain to be set by decree.
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Other technical standards produced by ICAO have not yet been incorporated in French
regulations, but an order from the minister responsible for civil aviation under L. 211-2 of the
Civil Aviation Code may soon define the technical standards having an effect on safety
applicable to the management, design and operation of airfields. These standards are currently
included in the technical instructions for civil airfields (Instruction technique pour les
aérodromes civils or ITAC) issued by DGAC.

Prevention of bird risks

Since the adoption of Law n° 98-1171 of December 18, 1998 on the organization of certain air
transport services, which created Article L. 213-3 of the Civil Aviation Code, Aéroports de Paris
has been responsible for providing, under authorization of the Préfet (police chief) holding police
powers over the sites of its airfields, a service to prevent threats to aviation from birds, in order
to avoid collisions between aircraft and birds.

This new responsibility has not been subject to any regulatory texts that are currently in effect.
As a result, the control of bird threat is still regulated by the Order of July 24, 1989 relating to
the prevention of bird threat, under which responsibility lies primarily with the minister
responsible for civil aviation. Under this order the scale of the preventative measures to be taken
is related to the probability of a plane accident resulting from a collision with a bird during take
off or landing. As a function of the local ornithological situation, the volume of traffic and the
types of plane using the airport, a number of elements are determined: a package of protective
measures; measures relating to the management of the airport site so as to make it less hospitable
to birds; and the type of information to be provided to flight crews regarding the local
ornithological situation.

Preventative services are provided during the working hours of the air traffic control service of
the airfield other than at night, under the rules set out in the instruction from the minister
responsible for civil aviation on July 24, 1989. This instruction detailed technical measures to be
taken, notably permanent environmental measures with a view to making the environment less
hospitable to birds, including outside the airport, and actions to be taken in response to large
flocks of birds.

Recommendations regarding the airport site are put into practice by Aéroports de Paris.
However, the absence of any applicable regulatory texts creates certain difficulties in the
organization of measures to reduce bird threat. Under the Order of July 24, 1989, personnel
other than government agents taking part in measures to prevent bird threat must receive
authorization from the Republic of France, as they are acting as executive agents for the
government and are under the functional responsibility of a government representative. Thus,
the division of responsibility between the Republic of France and Aéroports de Paris is not
clearly settled, and the regulation on the prevention of bird threat is currently being revised.

Other requirements

In accordance with Article L. 213-3 of the Civil Aviation Code, Aéroports de Paris, under the
authority of the relevant Préfet, is required to provide rescue and firefighting services for aircraft.
The main purpose of this service, as defined by Article D. 213-1 of the Civil Aviation Code, is to
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save human life in the event of an accident or incident involving an aircraft, by making available
staff, equipment and organizational structures adequate for the needs of the specific levels of
protection required at each airfield. For the airfields operated by Aéroports de Paris, levels of
protection are set out in an order from the minister responsible for civil aviation dated December
20, 2004.

6.6.2.7. Technical aspects of airport management (cahier des charges)

The technical document applicable to Aéroports de Paris (known as a cahier des charges),
approved by Decree n° 2005-828 of July 20, 2005 regarding Aéroports de Paris, sets out the
duties of Aéroports de Paris in its public service role. In particular, it defines the relationships
between Aéroports de Paris and the various other parties involved in the use of the Group’s
airports: passengers, the general public, air carriers, plane operators and the Republic of France
and its institutions and services. In particular the cahier des charges structures the cooperation
between Aéroports de Paris and government services (production of zoning documents,
production of noise exposure maps, maps of noise nuisance and aviation and electrical
servitudes, publication of noise level curves, management of air terminals, etc.).

Allocation of airlinesto air terminals or airports

Aéroports de Paris allocates airlines to the terminals of a given airport in accordance with
principles prepared by the Company, approved by the minister responsible for civil aviation, and
made available to users.

Under Decree n° 2005-828 of July 20, 2005, Aéroports de Paris has the power to allocate airlines
between the airports it operates according to the rules on the division of traffic within the Paris
airport system set out by the minister responsible for Civil Aviation in application of Article R.
221-3 of the Civil Aviation Code (Order of November 15, 1994 modified for the division of
inter-community traffic within the Paris airport system which indicates that, barring exceptions,
each airline may only operate four outbound and four inbound services between Paris - Orly and
another airport or airport system within the European Union). As far as routes beyond the
European Union are concerned, the allocation of carriers by Aéroports de Paris is subject to
approval by the minister responsible for civil aviation.

Aéroports de Paris may not on its own initiative change the allocation of a carrier between
airports or air terminals without the prior approval of the carrier and, for changes of airport, the
approval of the minister responsible for civil aviation.

Services to passengers and the public

Aéroports de Paris must provide the following services to passengers: access to and movement
within airports, which requires Aéroports de Paris to provide certain facilities (access routes,
drop-off areas, car parks) and the operation of transport services linking access points to the
public transport system, terminals and car parks; accessibility for certain categories of
passengers; provision of emergency services including a permanent medical team; distribution of
useful information to passengers and the public; passenger surveys (particularly concerning
flight destinations, place of departure, residence of passenger, reason for journey, etc) and
associated services (Aéroports de Paris must ensure through regular surveys that the services
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available at Paris - Charles de Gaulle and Paris - Orly, particularly hotels, restaurants, shops,
banks, foreign exchange dealers, car rental and public transport within the airport are
acceptable). In the event of significant delays or disruption to traffic, Aéroports de Paris must
deploy the resources required to provide help and assistance to passengers.

Availability of airport facilities

e Aéroports de Paris must draw up, as a complement to any measures taken by the government,
rules for the operation of facilities and opening hours for airports and may set rules for the
allocation of airport resources.

e Aéroports de Paris must manage airports so that the requirements of airlines in terms of
premises and facilities “directly necessary” for their activities can be satisfied within a
reasonable time.

e Aéroports de Paris must make available to government services (customs, border police,
Ministry of Foreign Affairs for official welcomes) and public bodies such as Météo-France
such land, premises and facilities as are necessary for the exercise of their duties. It must
supply on demand to these occupants all services associated with such premises. This
availability may be either free of charge (as with land on which buildings are situated that are
used by the Republic of France) or subject to the payment of rent.

e At Paris - Charles de Gaulle and Paris - Orly, Aéroports de Paris must create and where
relevant operate or make available the shared ground handling equipment mentioned in
Articles R. 216-6 and D. 216-4 of the Civil Aviation Code, adequate for the needs of air
carriers and their ground handling service providers.

e Aéroports de Paris must make available to ground handling service providers, cargo and
postal services and public transport operators the facilities directly necessary for the conduct
of their businesses.

e Aéroports de Paris must provide access to airport facilities to these companies and to any
others whose presence is necessary for the conduct of air transport activities.

e Aéroports de Paris issues airport authorizations to ground handling service providers, airlines
that handle their own ground-handling functions and other companies that conduct industrial,
commercial or trade activities at its airports.

Operation of aviation areas

Under its cahier des charges, Aéroports de Paris is responsible for inspection of runways and
taxiways, measurement and control of traction and skid ratings and, in certain conditions,
regulation of plane movements in traffic areas.

Aéroports de Paris has also retained the responsibilities previously exercised in its role as:
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e general manager: management of runways and taxiways, particularly for guidance systems,
technical inspections and security measures in the event of works;

e airport operator: implementation of measures to prevent bird threat, allocation of parking
slots, etc.

The legal framework for inspections of maneuvering areas and all plane movement areas is set
out in the Order of March 15, 2002. Inspections consist of collecting information on the overall
condition of the surfaces, identification of factors likely to affect the ground movements of
aircraft (debris, ice, surface wear, ongoing works, etc) and, as required, to take immediate
remedial action. Two inspections must be carried out every day, with one inspection carried out
prior to the opening for use of “all parts of the plane movement areas likely to be used”.
Although the responsibility to carry out these inspections now falls on Aéroports de Paris, this
function is nevertheless carried out in collaboration with the Paris region air traffic control
service.

Parking and movement within the airports

e Aéroports de Paris is responsible for appointing staff empowered to enforce the rules
regarding policing of airports issued by the relevant Préfet and the Director of Civil Aviation
North, under the provisions of the Civil Aviation Code and the rules governing parking in
airports under the provisions of the Highway Code. It must also take measures to enhance
security, including lighting and CCTV surveillance.

e Adéroports de Paris deploys a service responsible for management of applications for
authorization for access to the restricted zone issued by the Préfet.

Monitoring of compliance with applicable environmental and health regulations

e At the request of the minister responsible for health, Aéroports de Paris ensures the
application of certain health protection measures (implementation of risk reduction measures
in the event of a severe health threat or pandemic, information to passengers going to or
coming from geographical regions temporarily affected by an epidemic).

e Aéroports de Paris ensures the application and monitoring of environmental regulations and
is responsible for measurement of noise and atmospheric pollution and analysis of rainwater
run-off and wastewater.

e Aéroports de Paris must supply information to government services allowing identification of
flights made in contravention of the allocated slots, information allowing identification of
flights made in contravention of restrictions on the operation of airports, and information on
any contravention of the regulations on aviation and radio-electric servitudes.

Other services

In addition to the services supplied to government agencies, Aéroports de Paris is required to
supply the regional air traffic control center, SNA Région Parisienne, with specific services for a
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maximum period of 30 years. This situation is the result of the fact that air traffic control
services were previously integrated within Aéroports de Paris when it was a public body. These
services include the supply of electricity and telecommunications services, [T support and
project management for certain air traffic control investments.

6.6.2.8. Oversight and penalties

In addition to the provisions relating to the oversight exercised by the Republic of France over
public companies generally, Aéroports de Paris’ cahier des charges gives the Republic of France
the right to be informed of the economic and financial situation of the company, in particular to
ensure the correct operation of the CRE. The Republic of France also monitors the use made by
the Company of the land and buildings it owns, with a view, in particular, to ensuring the correct
execution of the public service functions for which it is responsible.

In addition, contracts under which Aéroports de Paris subcontracts certain functions to others
may be freely entered into by Aéroports de Paris, with the exception of those where Article 5 of
the cahier des charges states that they must be authorized by Decree (mainly contracts
concerning the management, operation or development of runways, taxiways and plane parking
areas).

Article L. 251-2 of the Civil Aviation Code sets the method of calculation of the amount of any
fine or financial penalty that the minister responsible for civil aviation may impose, after
approval by a committee of experts chaired by a judicial or administrative magistrate, in the
event of a failure by Aéroports de Paris to meet its specific obligations under the cahier des
charges. The amount of the fine must be proportional to the seriousness of the failure and the
scale of any damage and/or advantage gained up to a maximum of 0.1% of revenues excluding
taxes of the preceding financial year, with this ceiling raised to 0.2% in the event of a further
failure to meet the same obligation. In the event of a penalty procedure being initiated by the
minister, Aéroports de Paris has the right to defend its case and may be represented or supported.
The cahier des charges details the legal structures applying in this case.

Moreover, the minister responsible for civil aviation and the Préfets with police power over the
airports may take, after issuing due warning, remedial measures the cost of which are to be borne
by Aéroports de Paris in the event of a “serious and persistent” failure by the company to meet
the requirements of its cahier des charges.

6.6.2.9. Other regulations
Tender processes for public sector contracts

Since the implementation of Decree n° 2002-1171 of September 17, 2002 which modified certain
aspects of the Civil Aviation Code, Aéroports de Paris is no longer covered by the Code for
Public Sector Contracts.

Aéroports de Paris is nevertheless a “deciding entity” as defined in Directive n°® 2004/17 of
March 31, 2004 coordinating procedures for the awarding of contracts in the water, energy,
transport and postal service sectors. As a result, all contracts with an estimated value before
VAT of over 422,000 euros for contracts for goods and services and 5,270,000 for works
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contracts must be advertised and open to competition. The rules for the subsequent management
of the process are primarily set out in Order n° 2005-649 of June 6, 2005 relating to contracts
awarded by certain public or private entities not governed by the Code for Public Sector
Contracts and Order n® 2005-1308 of October 20, 2005.

Acéroports de Paris has adopted specific rules for awarding contracts with values that are below
this level. It has also created a Contract Consultation Committee. This committee is responsible
in particular for examining and giving its opinion on draft contracts with a value of over
5,000,000 euros for works and 400,000 euros per year for goods and services, as well as on draft
contract revisions resulting in a significant modification to the financial terms of the original
contract. It also gives its opinion on any issue relating to the preparation, process or performance
of these contracts or modifications to contracts and checks to ensure that the procedures adopted
for the awarding of contracts and of modifications are in accordance with the laws and
regulations governing Aéroports de Paris.

Regulations applicable to establishments open to the public

Aéroports de Paris is subject to the regulations applicable to establishments open to the public as
set out in Article R. 123-2 and subsequent articles of the Building and Housing Code. The
Company must manage and operate those parts of the airports it operates that are open to the
public (primarily the terminal buildings) so as to reduce the risk of fire and panic (building
design, security features, specialist equipment, etc.). The opening to the public of the parts of the
airports in question is subject to authorization by the Préfet, which is issued after review by a
security commission of the measures taken by the operator.

6.7.  Environmental information
6.7.1. Environmental Regulation, Implemented Measures and Environment Balance.

Given the diversity of businesses it exercises, Aéroports de Paris is submitted to many evolving
and increasingly stricter environmental regulations in areas such as noise, air quality, water
protection or waste management.

6.7.1.1. Noise Regulation

Public authorities have intervened to limit the noise generated by aircraft movements through the
restriction of aircraft movements, in particular on the Paris - Orly and Paris - Charles de Gaulle
airports (see paragraph 6.6.2.5 — “Allocation of Takeoff and Landing Slots”). The order of
October 6, 1994 on time slots on the Paris - Orly airport sets at 250,000 the maximum number of
time slots that may be granted by the coordinator of the Paris - Orly airport and a curfew is set
between 11:30 pm and 6:00 am. On the Paris - Charles de Gaulle airport, the management of
noise pollution has been implemented by introducing a limited index for noise pollution and a
limitation of night traffic.

Public authorities further have administrative tools to take into account the noise pollution
caused by air traffic and manage the urbanization of exposed areas. This is carried out through
the noise exposure plan (plan d’ exposition au bruit (PEB)), a planning document attached to the
urbanism local plan (plan local d’urbanisme (PLU)) of the town concerned and delimiting areas

129



near airports within which the construction of residential housing is prohibited or must include
strengthened insulation for the cases authorized by the French Code of Urbanism. Any housing
built under a PEB is submitted to acoustic insulation obligations.

The Law no. 99-588 of July 12, 1999 has created the Autorité de contréle des nuisances sonores
aéroportuaires (ACNUSA), an independent administrative authority in the area of environment,
whose main missions are to organize the measurement of aircraft noise and noise annoyance by
operators of airports, to organize the circulation of the results of such measurements, to
guarantee conditions under which the public has access to noise exposure plans or to the plan de
géne sonore (“PGS”) and to be consulted on such draft documents, finally to ensure a role of
supervision and mediation between the interested parties (Article L. 227-1 et seq. of the French
Code of Civil Aviation). The DGAC ensures the operational monitoring of the upper-limit of
noise pollution for Paris - Charles de Gaulle through the global indicator measurement for
weighted measured noise (indicateur global de bruit mesuré pondéré (IGMP)) under the
supervision of the ACNUSA. On the Paris - Orly airport and on the Paris - Charles de Gaulle
airport, a network of stations permanently measures the level of noise generated by air traffic.
Such measures enable to constitute indicators on the evolution of levels of noticed noise. Two
measurement stations have also been set near the Paris - Le Bourget airport (Stains and
Villepinte).

Modulations of the landing fee and of the air noise pollution tax also enable to limit noise insofar
as they favor the use of less noisy aircraft and penalize night flights. The air noise pollution tax
(taxe sur les nuisances sonores aériennes (TNSA)) was set by the Correcting Finances Act for
2003 no. 2003-1312 of December 30, 2003. Implemented as from January 1, 2005 and collected
by the DGAC, its proceed are then paid to airfield operators, who allocate them to the acoustic
insulation mechanisms, up to the collected amounts. This tax is paid for each takeoff of aircraft
having a maximum t