
Master thesis in Sustainable Development  2019/23 

Examensarbete i Hållbar utveckling 

Airport expansion in times of climate 

crises – examining the discrepancy. 

A discursive exercise on the rationale of 
the Royal Schiphol Group expansion 

Esmée Ramaaker

DEPARTMENT OF 

EARTH SCIENCES  

I N S T I T U T I O N E N  F Ö R  

G E O V E T E N S K A P E R  





Master thesis in Sustainable Development  2019/23 

Examensarbete i Hållbar utveckling 

Airport expansion in times of climate 

crises – examining the discrepancy. 

A discursive exercise on the rationale of 
the Royal Schiphol Group expansion

Esmée Ramaaker 

Supervisor: Stefan Gössling 

Subject Reviewer: Martin Gren 



Copyright © Esmée Ramaaker and the Department of Earth Sciences, Uppsala University 

Published at Department of Earth Sciences, Uppsala University (www.geo.uu.se), Uppsala, 2019 



i 

Content 

Summary ................................................................................................................................................ vi 
List of Figures ....................................................................................................................................... vii 
List of Tables ....................................................................................................................................... viii 
1. Introduction ............................................................................................................................... 1

1.1. Overview ................................................................................................................................ 1 
1.1.1. Increasing aviation at times of climate crises ................................................................ 1 
1.1.2. Airport expansion in the Netherlands: reflecting conflicting political priorities ........... 2 

1.2. Aim of the study. .................................................................................................................... 3 
2. Background ................................................................................................................................ 4

2.1. Literature Review ................................................................................................................... 4 
2.1.1. Aviation and Climate Change Politics ........................................................................... 4 

2.1.1.1. An interdisciplinary field .................................................................................. 4 
2.1.1.2. Exploring solutions ........................................................................................... 5 

2.1.2. Discourses of climate change politics and airport expansion ........................................ 6 
2.2. Context of the expansion ........................................................................................................ 8 

2.2.1. Expansion for economic prosperity ............................................................................... 8 
2.2.2. The politics of the expansion ......................................................................................... 8 
2.2.3. Emission reduction pledges ......................................................................................... 10 

3. Method and Theory ................................................................................................................. 12
3.1. Discourse Analysis ............................................................................................................... 12 

3.1.1. What do we understand by the term discourse? .......................................................... 12 
3.2. Selecting the discourse tradition for empirical study ........................................................... 13 

3.2.1. The Dryzekian method ................................................................................................. 13 
3.2.2. Fairclough’s critical discourse analysis ....................................................................... 15 

3.3. Selected material ................................................................................................................... 16 
4. Results ...................................................................................................................................... 18

4.1. Basic entities recognized or constructed .............................................................................. 18 
4.2. Natural relationships ............................................................................................................. 19 
4.3. Agents and their motives ...................................................................................................... 20 
4.4. Key metaphors and other rhetorical devices ......................................................................... 20 

5. Discussion ................................................................................................................................. 22
5.1. Interpretation of results ......................................................................................................... 22 

5.1.1. The threats of economic competition ........................................................................... 22 
5.1.2. The compatibility of economic growth and ecological conservation .......................... 23 

5.2. Ecological modernization ..................................................................................................... 24 
5.2.1. Dominance of ecological modernization ..................................................................... 24 
5.2.2. Evaluating the consequences ....................................................................................... 25 

5.3. Power structures and prospects for change ........................................................................... 26 
5.3.1. Regime actors fighting low-carbon transitions ............................................................ 26 
5.3.2. Prospects for change .................................................................................................... 27 



ii 

6. Conclusion ................................................................................................................................ 30
7. Acknowledgements .................................................................................................................. 32
8. References ................................................................................................................................ 33
Appendixes ............................................................................................................................................ 43 

Overview of selected Material ........................................................................................................... 43 
Category 1: Documents focusing on Dutch climate reduction pledges .................................... 43 
Category 2: Documents focusing on SGE ................................................................................ 45 

Discourse analysis per document ....................................................................................................... 51 
Category 1: Documents focusing on Dutch climate reduction pledges .................................... 51 
Category 2: Documents focusing on SGE ................................................................................ 73 

Snapshot of Dryzek’s identified discourses relevant to this study ................................................... 109 
Discourse of Prometheanism ................................................................................................... 109 
Discourse of Economic Rationalism ....................................................................................... 109 
Discourse of Ecological Modernization .................................................................................. 109 



iii 

Airport expansion in times of climate crises – examining the 
discrepancy.  

A discursive exercise on the rationale of the Royal Schiphol 
Group expansion 

ESMEE RAMAAKER 

Ramaaker, E., 2019: Airport expansion in times of environmental crises – examining the discrepancy. A discursive 
exercise on the rationale of the Royal Schiphol Group expansion. Master thesis in Sustainable Development at 
Uppsala University, No. 2019/23, 109 pp, 30 ECTS/hp 

Abstract:  

This study tries to increase the understanding on how expansionist aviation policies are rationalized against the 
background of climate change politics. The study executes a case study on the Netherlands, focusing on the Royal 
Schiphol Group aviation expansion project.  

In order to aid the understanding of the rationale justifying the expansion project, a discourse analysis inspired by 
environmental discourse theory, is employed.  The methodological framework is grounded in John S. Dryzek’s 
literature on environmental discourses and supported by Fairclough’s school of critical discourse analysis. This 
framework allows the study to touch upon elements of knowledge and power and incorporates elements of 
explanatory critique. The results of the discourse analysis uncover that the Royal Schiphol Group expansion project 
is justified by two dominant narratives. The first is a rather practical argument that excludes the aviation sector 
from the countries national emission reduction pledges, based on the notion of economic competition. The second 
and most dominant narrative appears to be a reproduction of the discourse of ecological modernization, promoting 
the idea that ecological conservation and economic growth have a harmonized and even empowering relationship. 

Yet, the discussion uncovers that these discursive elements are largely grounded in false claims. It furthermore 
explains that, even though the knowledge claims appear to be flawed, they still prevail as alternative knowledge 
is neglected from the debate. Supported by literature of Geels, it argues that the dominance of these narratives is 
largely motivated by an attempt to resist structural change to low-carbon futures.  

Keywords: Airport expansion, Schiphol Airport, Lelystad Airport, Environmental discourse analysis, Sustainable 
development, Carbon regimes.  
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Summary: 

Being increasingly faced with the detrimental effects of anthropocentric greenhouse gases, the international political 
community is more and more focused on creating efficient climate change politics. However, it appears that such 
attempts often fail to address the aviation sector. Since this sector is one of the fastest-growing - and also highly 
polluting industries - in the world, this study focuses on analyzing this discrepancy.  

This study aims to contribute to the understanding of this discrepancy by examining the Royal Schiphol Group 
expansion in the Netherlands. Through executing a discourse analysis grounded in John S. Dryzek’s environmental 
discourses and supported by Fairclough’s school of critical discourse analysis, it uncovers the main rationalization 
of the expansion against the background of emission reduction pledges. The analysis uncovers that two narratives 
have been dominant in justifying the Royal Schiphol Group expansion. The first narrative is rather practical and 
uncovers that the aviation sector is excluded from the countries national emission reduction pledges, on the basis 
of economic competition. This gives the sector free rein to expand. Yet, what proves to be even more influential, 
is the narrative based on the dominant reproduction of the discourse of ecological modernization that presents the 
idea that the economic growth and ecological conversation have a harmonious and even empowering relationship. 

Unfortunately, the discussion uncovers that such a “win-win,” scenario is mainly grounded in false claims. It 
provides for insights on how such claims can still be regarded as the given reality, thereby neglecting alternative 
knowledge. Moreover, the discussion provides for an explanation grounded in the work of Geels, that argues that 
alternatives are neglected because the government and the private parties appear to resist structural change towards 
low-carbon futures.  

Keywords: Airport expansion, Schiphol Airport, Lelystad Airport, Environmental discourse analysis, Sustainable 
development, Carbon regimes.  
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1. Introduction

1.1. Overview 
“the explosive growth of civil aviation is among the most difficult issues in transportation policy, and 
nowhere are the fundamental economic and environmental challenges it poses more apparent than in 

airport expansion (Eeten, 2001, p. 391).” 

1.1.1. Increasing aviation at times of climate crises 

As humanity increasingly faces environmental crises that become ever more severe, drafting efficient 
climate policies has become a top priority on the political agenda. Since anthropogenic (i.e., human-
induced) greenhouse gases (GHGs), such as nitrous oxide (N2O), methane (CH4), and carbon dioxide 
(CO2), are proven to be major contributors of global warming, various environmental treaties aiming at 
the reduction of anthropogenic greenhouse gases have been adopted (GHGs) (Schade, 2014; Mascher, 
2018; Narassimhan et al., 2018). Because the transportation industry is being responsible for almost a 
quarter of the global GHG emissions, the sector has been pushed to reduce its emissions too, for example 
by increasing its investments in alternative fuels (European Commission, 2016a; Cattaneo, 2018). When 
zooming in on policies promoting emission reductions in the transportation sector it appears that these 
are mainly targeted at road and railroad transportation, whilst the aviation sector is only vaguely 
addressed (European Commission, 2016b; Murphy, 2016; UNFCCC, 2016).  

The absence of comprehensive legislation including the aviation industry could be explained by the fact 
that at present, the aviation sector only accounts for about 2% of the global and about 3% of the European 
Union’s total CO2 emissions (European Commission, 2016a; ATAG Air Transport Action Group, 2018). 
When concentrating on the allocation of emissions within the transportation sector, global aviation 
accounts for about 12% of the total emissions whereas road transportation is responsible for about 74% 
(ATAG Air Transport Action Group, 2018). Such percentages support the focus on road and railroad 
transportation over aviation. However, what is not considered here is the fact that the aviation sector is 
growing at full speed. To illustrate this growth trend: by 2020 emissions from aviation are expected to 
be around 70% higher than in 2005 and by 2050 this is estimated to be between 300-700% higher 
(European Commission, 2019). Another factor that should be considered is the improbability that the 
prospected increase will be corrected through, for example, fuel efficiency gains. In fact, the 
technological returns are diminishing and even being offset by the sector’s expansion (Graham & Shaw, 
2008). Where road transport is increasingly making use of alternative sustainable fuels, the scenarios 
for an adequate shift to alternative jet fuels remain bleak (ICAO, 2016; Peeters et al., 2016; Staples et 
al., 2018). As the author Hensher already clarified in 2008 “With potential substitution of hydrogen for 
fossil fuels, the possibility that the road transport sector reduces its relative contribution to CO2 is real, 
with aviation and maritime growing disproportionately (Hensher, 2008, p. 96).”  

To make the situation even worse, aviation does not only contribute to climate change. Its environmental 
costs are wider: the reliance on oil, the noise, air and water pollution and its waste production have a 
severe negative impact on the local and global environment (Rawson & Hooper, 2012). As the 
awareness of the negative impacts of airport operations increases, one would expect that the anticipated 
growth rates would be met with certain limitations. But, when examining European civil aviation trends, 
the opposite appears to be true. The civil aviation sector grows, and airports push for expansion in 
countries as Denmark, Germany, the United Kingdom and the Netherlands (Lelystad Airport, n.d.; 
Berlin Brandenburg Airport, 2017; Copenhagen Airport, 2018; Heathrow, 2019). Such expansionist 
tendencies do not only contradict the European Unions’ and domestic climate policies, they often 
conflict with the public opinion too (Becker; Duursma, 2018; Taylor, 2018). Originating from local 
movements, the industry is more and more challenged by municipalities, environmental organizations 
and citizens that fear for the environmental costs of such undertaking (Veel te laag: moet hoger – 
Hoogoverijssel; Griggs & Howarth, 2004, 2008). The inconsistency present raises certain questions as 
to why the civil aviation sector has been allowed to grow at rates which jeopardizes the chances of 
sustainable futures.  
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1.1.2. Airport expansion in the Netherlands: reflecting conflicting 

political priorities  
 
This question appears to be of high relevance in the Netherlands, where airport expansion has become 
subject to public and political debate. Over the last decade, the government has been preoccupied with 
developing a strategy to accommodate for the growing demand at Schiphol Airport as the main airport 
of the country is reaching its limit of 500.000 flight movements that will be in place until 2020.1 Since 
2008, the government has explored the opportunities of accommodating an additional 70.000 flights at 
the airports in the provinces of Eindhoven and Lelystad. In 2015, it was officially decided that 
Eindhoven Airport would be responsible for an additional 25.000 flights and that Lelystad Airport would 
accommodate an additional 45.000 flights (Mebius, 2019). In order to harbor such a number of extra 
flights, Lelystad Airport was authorized to expand its business (Mansfeld, 2015a).2 However, up until 
today the expansion has not been completed as the project continuous to encounter diverse challenges: 
a false Environmental Impact Assessment, conflicts in the Community Council and growing opposition 
from local groups, like Hoogoverijssel, municipalities around Lelystad and environmental organizations 
whom fear for the environmental costs of such undertaking (Veel te laag: moet hoger – Hoogoverijssel; 
Duursma, 2018; van Heerde, 2017). In addition, the European Commission is not fond of the expansion 
either as the plan appears to be in conflict with the Unions market principles (Duursma, 2019b). The 
expansion thus remains a topic of intense political debate and has become one of the cabinet’s top 
priorities. Still, by 2020 the government aims to open Lelystad Airport, and on top of that increase the 
limit of flight movements at Schiphol Airport (Mebius, 2019).  
 
At the same time, the increasing awareness on the destructive effects of anthropogenic emissions has 
pushed climate change politics to the top of the Dutch political agenda, motivating the government to 
subscribe to measures decreasing CO2 emissions at international, European and national levels. In 
national context, the adoption of the Dutch Climate Law [Klimaatwet] that aims for a 95% decrease in 
CO2 by 2050 and a preliminary decrease of 49% by 2030 - relative to the emission levels of 1990 - can 
be seen as a milestone (Ministerie van Economische Zaken). In order to achieve such reductions, the 
government drafted a Climate Agreement [Klimaatakkoord], providing for strategies, innovations and 
restrictions to tackle emissions in various sectors (Klimaatberaad, 2018a). The draft of the Climate 
Agreement has been published by the end of 2018 and will be used as the leading document to reduce 
the countries emissions.  
 
When analyzing the course of events jointly it becomes clear that the Dutch government is working on 
the implementation of the Climate Agreement and the operationalization of the airport expansion 
coincidentally, an approach that seems contradictory if not counter-productive. This conflicting trend 
raises certain questions, especially on how such carbon intensive projects can be justified against the 
backdrop of emission reduction pledges. It is exactly this discrepancy that this study aims to examine 
and will do so by means of a discourse analysis. The discourse method selected allows for a study of the 
rationalities justifying the disparity present. It can disclose relationships of subjectivity, knowledge and 
power and inform us on how dominant actors privilege some interests while marginalizing others 
(Pettenger et al., 2007). The following section will discuss the aim of the study in further detail.  
 hj

                                                
1 The number of flight movements means the number of planes that take off and land.  
2 Lelystad Airport was allowed to expand under the condition that it would only serve Schiphol Airport, e.g. the 
extra capacity created could only be used for holiday flights moved from Schiphol Airport. This would allow 
Schiphol Airport to focus more on transfers and business-related flights. Yet, the fact that Lelystad Airport 
would not have room for autonomous flight growth (non-Schiphol related) appeared, according to the European 
Commission, in conflict with the European Union’s market principles.  
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1.2. Aim of the study. 
 
The aim of this study is to understand how the discrepancy between expansionist aviation developments 
and the politics of climate change can occur. The context of the ongoing decision-making process of the 
Royal Schiphol Group expansion, in particular the Lelystad Airport expansion, will be used. Because 
the airports subject to the government’s expansionist plan – Schiphol Airport, Eindhoven Airport and 
Lelystad Airport – are all owned by the Royal Schiphol Group. the airport expansion will be referred to 
as the Schiphol Group Expansion (SGE). The Dutch case is selected because of its current nature and 
relevance as well as the existing research gap in this particular context. As will be evident from the 
literature review, there appears to be a lack of research using environmental discourses to uncover the 
rationalities of aviation development in times of environmental crises as well as there is little coverage 
on the SGE project. Overall, it aims to contribute to the discussion on aviation (expansion) against the 
background of climate change politics.  
 
In examining this case, the study intends to generate knowledge on the political motivation justifying 
the investment in the carbon-intensive SGE project on the premise of the national carbon reduction 
pledges. Furthermore, this study will discuss the questions of knowledge and power in relation to 
aviation and climate change. Specifically, this study aims to answer the following research question:  
 
How is the Schiphol Group Expansion rationalized against the background of emission reduction 
pledges?  
 
A primarily qualitative, discourse analysis will be adopted in order to uncover the rationalities that fed 
the decision-making process. The contribution of this study will be twofold. On the hand it will provide 
for a discursive exercise of the political rationale behind SGE. In doing so it will generate knowledge 
on environmental discourses prevalent today. On the other hand, this discursive exercise will address 
questions of knowledge and power, touching upon the broader discrepancy. The study follows the 
proposition that the justification of the SGE case represents a microcosm of competing and overlapping 
discourses that are mirrored in debates of environmental governance (Bäckstrand & Lövbrand, 2006). 
It departs from a conviction that climate change must be understood from a social context, where 
language is seen as social structure that produces and explains meanings and realities. It emphasizes the 
formative and constitutive side of language, yet does not denies the existence of non-linguistic spheres, 
i.e. the “reality out there” (Boréus & Bergström, 2017). Following the Foucauldian understanding of 
discourse, it is important to treat discourses as practices that systematically form the objects of which 
they speak, an element that this study wants to stress as “the importance of how (and for some, why) 
knowledge and power structures are generated is often ignored by policymakers and academics 
(Pettenger et al., 2007, p. 3).” Moreover, by addressing structures of power and knowledge, 
opportunities for discussing processes of change are also created (Pettenger et al., 2007).  
 
Thus, executing a discourse analysis allows for a critical analysis on the policy rhetoric permeating 
debates on contemporary and future climate governance and how the aviation sector relates to this as 
such (Bäckstrand & Lövbrand, 2007). In order to identify the dominant discursive elements, John S. 
Dryzek’s methods presented in the book The Politics of the Earth – Environmental Discourses will be 
utilized, supported by elements of Fairclough’s tradition of Critical Discourse Analysis (CDA). 
Dryzek’s methodology has been selected on account of its hands-on approach and its foundation in 
environmental issues, enabling a comprehensive assessment of the SGE project in light of environmental 
concern (Dryzek, 2013). Moreover, Dryzek’s book identified numerous dominant environmental 
discourses that can be helpful for the interpretation of the results.  
 
This research will focus on the arguments from dominant regime actors, in particular policymakers and 
incumbent firms, derived from content published from 2009 till today (Geels, 2014). Examples thereof 
can be found in governmental reports; environmental assessments; letters of the responsible ministry; 
documents produced by the Royal Schiphol Group; webpages and an interview.  
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2. Background 

 
2.1. Literature Review  

 
The literature review will discuss previous research conducted on aviation and climate change. It will 
outline the research that gave rise to the scope of this study. It is important to note that this list is not 
exhaustive. Evidently, other literature related to aviation, airport expansion, discourse analysis, 
environmental discourses and climate change has been reviewed too. The literature that is discussed 
consists mainly of peer-reviewed journal articles, books and eBooks and some newspaper articles and 
scholarly journal articles. The material is dominantly derived from the Uppsala University library. 
Considering the focus of this study search terms included, among other things, concepts as climate 
change politics, aviation expansion, environmental discourse analysis, sustainable aviation, Schiphol 
Airport expansion, Lelystad Airport expansion and Dutch emission reduction pledges.  
 

2.1.1. Aviation and Climate Change Politics  
 

“Aviation, or specifically its capacity for further expansion as well as many of the carbon-intensive 
practices it supports, have been challenged as being incompatible if not wholly contradictory with 

government policies to tackle climate change (Anderson, Shackley, Mander, & Bows, 2005; Cairns & 
Newson, 2006; see Bows-Larkin & Anderson, 2013, Chap. 3; Anger-Kraavi & Ko¨hler, 2013, Chap. 

5),” (Budd et al., 2013, p. 7).”  
 

2.1.1.1. An interdisciplinary field  
 
Academic studies on aviation have covered a wide variety of domains from the mere technical and 
mechanical realm to economic, socio-geographical and environmental fields. Today, research on 
aviation acknowledges the disciplinary nature of the topic and often examines the interlinkages between 
the variety of domains. One body of knowledge stressing this interdisciplinarity are the studies that 
concentrate on aviation in relation to sustainability, or more specifically sustainable development 
(Walker & Cook, 2009; Rawson & Hooper, 2012; McManners, 2016). This body of literature is 
concerned with the economic, social and environmental effects of aviation, often searching for a balance 
that enables a form of sustainable aviation. The conceptualization of sustainable aviation touches upon 
various discursive elements. As such, these studies enter the discursive field and will be discussed in 
more detail in the following section.  
  
An important driver for the current interest in the topic is the rapid increase in civil aviation which 
triggered researchers to scrutinize the issue of mobility planning, airport economics and sustainability 
(Freestone et al., 2006; Freestone & Baker, 2011). Confined to the realm of planning studies these papers 
mainly focus on the political and neo-liberal challenges associated with aviation and airport planning. 
The broader implications of airport expansion are therefore often overlooked. Related to these studies 
of spatial planning is the branch of literature that focuses on the regional and national challenges of 
airport expansions (May & Hill, 2006; Suau-Sanchez et al., 2011; Josimović et al., 2016; Shilon & 
Kallus, 2018). The perspectives in these studies are often local but also incorporate greater issues as 
they “document how and why airport expansion is being questioned at a local level, in parallel with 
concerns about the growth of aviation globally (May & Hill, 2006, p. 437).” Though, in terms of 
environmental sustainability the studies highlight national or regional issues over global concerns.  
 
One important conclusion that can be drawn is that these studies reflect a growing awareness of 
aviation’s environmental impact and its direct influence in the region, specifically on noise and air 
pollution and land degradation (May & Hill, 2006; Suau-Sanchez et al., 2011; Josimović et al., 2016; 
Shilon & Kallus, 2018). Furthermore, the local perspective provides for important findings on the 
validity of Environmental Impact Assessments (EIA) and the quality of life for affected communities. 
However, it is unfortunate that the wider environmental costs, or climate change specifically, are often 
not discussed. Moreover, these projects limit the discussion on the justifications behind the expansionist 
projects and cease to debate the precedent that such trends can set.  
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Research on the Dutch aviation sector is also primarily associated with planning studies, often from a 
local or national perspective. Most recent and relevant works have discussed Schiphol Airport’s 
economic aspects and decision-making (Nikolaeva, 2012; Silvester et al., 2013; Jong & Boelens, 2014; 
van Wijk et al., 2014; Suman, 2018b). These contributions provide for significant insights in the 
functioning of Dutch collaborative decision-making and the value of citizens environmental monitoring. 
Yet, coverage on the specific SGE project is absent, just as the analysis of the sector’s broader 
environmental or climate effects.  
 
Another body of work centralizes the sectors growth trend - and the associated growth in emissions - 
and reviews this in light of emission reduction pledges and broader climate change policies. Authors as 
Budd et al., Gössling and Upham, and McManners have extensively discussed the question air-travel 
developments in relation to climate change and climate change policies (Gössling & Upham, 2009; 
McManners, 2012; Budd et al., 2013). Their books provide for a comprehensive overview and touch 
upon questions from public vs. private ownership and transport competition to technical and political 
issues, stressing the interdisciplinarity of this field. They incorporate the broader context and critically 
examine the conflict of an expanding polluting industry in times of sustainability promises. Besides, 
Budd et al.’s chapters on Prospects for change and Gössling and Upham’s Mitigation chapters go a step 
further and discuss potential solutions or opportunities for change. The chapters touch upon elements of 
knowledge and power, addressing the importance of discourse as “further evidence for the presence of 
a coalition of organizations working to promote the expansion of aviation can be found by considering 
the discourse of key actors within the aviation (Gössling & Upham, 2009, p. 274),” inspiring this study 
to examine such proposition further.  
 

2.1.1.2.  Exploring solutions  
 
In the search for solutions or for measures to compensate for the sector’s growing emissions, market-
based instruments as offsetting regimes and emission trading schemes have become increasingly popular 
(Ahmad, 2015; Becken & Mackey, 2017; Mommers, 2018; Pavlenko, 2018; Scheelhaase et al., 2018). 
As their popularity rises, the scientific community has also increased its coverage on such measures. In 
particular, the International Civil Aviation Organization’s (ICAO) Carbon Offsetting and Reduction 
Scheme for International Aviation (CORSIA) and the European Emission Trading Scheme (EU-ETS) 
have become subject to debate. 
 
At the international level, the aviation sector is tasked to reduce its emissions under the auspices of 
ICAO, a specialized organization of the United Nations (UN). The ICAO was brought to life to manage 
the Convention on International Civil Aviation, also called the Chicago Convention (ICAO). Since its 
ratification in 1947, 192 states became signatories to the convention (Convention on International Civil 
Aviation Done at Chicago on the 7th Day of December 1944, 1994). The main objectives of the 
Convention and ICAO are to develop international civil aviation in a safe and orderly manner; to 
establish international air transport services on the basis of equality and to operate soundly and 
economically (ICAO). In relation to environmental protection, ICAO set a goal of carbon neutral growth 
from 2020 onward and pursues a 50% reduction of the sector’s total emissions by 2050, compared to 
levels of 2005 (IATA; ICAO; Staples et al., 2018). These goals should be achieved through CORSIA 
and technological improvements as alternative fuels or efficiency improvements. However, the potential 
of CORSIA has been disputed, mainly on the grounds of compliance being voluntary and the lack of 
evidence on the efficiency of compensation schemes as such (Mommers, 2018; Pavlenko, 2018). 
Furthermore, to achieve a level of carbon neutral growth, the year 2020 will be taken as a baseline year 
(Scheelhaase et al., 2018). In theory, emissions until 2020 could increase with such a rate that the 
eventual baseline still accounts for a serious environmental footprint: it does not provide for any 
intensive to minimize the baseline. In addition, it appears that “most of the ‘solutions’ that have been 
presented over the past 20 years constitute technology myths (Peeters et al., 2016, p. 40).” Lastly, it is 
also worth noting that this Convention ensured that, in contrast to other transport sectors, aviation 
remains free from fuel tax or VAT (Murphy, 2016).   
 
The inclusion of (intra- European Economic Area (EEA)) aviation in the ETS scheme has also been 
studied (European Commission). This strategy received criticism since 82% of the allowances are 
distributed for free (Ahmad, 2015; European Commission, 2016a; Mommers, 2018). Moreover, aircraft 
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operators are free to purchase permits from other markets and the flights outside of the EEA are 
exempted, thereby excluding those that account for the majority of emissions (Peeters et al., 2016; 
Scheelhaase et al., 2018). The fact that both CORSIA and the EU ETS scheme are market-based 
instruments that price emissions with the goal of incentivizing producers to reduce their negative 
externalities has thus led to skepticism on its potential. Scheelhase et al. concluded as follows “one 
should be aware that the relative difference between any of the future options for the EU-ETS for 
aviation compared to CORSIA are almost insignificant, given the huge gap between the nationally 
determined contributions (NDCs) and the requirements that would be needed to fulfil the objectives to 
stabilize climate change at 1.5 °C or 2.0 °C above pre-industrial temperature levels. UNEP reports in 
its gap report that the contribution of CORSIA will be in the best case around 0.3 Gt CO2e, while the 
overall emissions gap for stabilizing temperatures at 1.5 °C above pre-industrial levels is in the order 
of 16–19 Gt CO2e for 2030 (Scheelhaase et al., 2018, p. 61).” It is important to take note of such 
outcomes as “in addition to technological change, and possible reductions in demand, carbon offsetting 
is currently pursued as a key pillar of aviation's mitigation response (Becken & Mackey, 2017, p. 79)” 
whereas “scientifically, carbon offsetting does not reduce atmospheric concentrations of CO2 in the 
atmosphere, and must remain a second or third choice option (Becken & Mackey, 2017, p. 79).”  
 
The broad range of literature discussed provides for a holistic foundation to debate the presumed conflict 
between the expected rise of aviation emissions and the pledged reduction of carbon emissions. The 
findings deliver important input and contribute critical perspectives. This study aims to go beyond the 
discussed in that it will connect the local or national concerns with the broader conflict between aviation 
growth and climate change. Furthermore, what is different in this study, is that it focuses on the 
justification of the SGE project or expansionist policies. Since this will be done through a discursive 
exercise, it is of importance to discuss another field of studies, one that has explored the discursive field 
of aviation in relation to climate change politics.   
 

2.1.2. Discourses of climate change politics and airport expansion  
 
As Bäckstrand and Lövbrand state, “discourse analysis has gained ground and proliferated in the 
analysis of global environmental change in sociology, political ecology and policy studies (Bäckstrand 
& Lövbrand, 2006, p. 51).” Evidently, Michael Foucault’s oeuvre and that of Ernesto Laclau and Chantal 
Mouffe has contributed to the prominence of this field. For this study, their legacy as well as works of 
John S. Dryzek and Norman and Isabela Fairclough have significantly contributed, which will be 
apparent from the methodology chapter (Dryzek, 2013; Fairclough & Fairclough, 2013). 
 
Griggs and Howarth have used the work of Foucault, Laclau and Mouffe to study the U.K. aviation 
policy and environmental policy discourse (Griggs & Howarth, 2017). Their studies provide for an 
interesting theoretical and methodological contribution for poststructuralist approaches to policy 
discourses, stressing the importance of concepts of hegemony and hegemonic struggles (Griggs & 
Howarth, 2017). Moreover, Griggs and Howarth have demonstrated the relevance of discourse analysis 
in light of aviation expansion, especially regarding protest movements in the U.K. (Griggs & Howarth, 
2004, 2008). This work can be considered to be part of a tradition of scientific inquiry exploring different 
perspectives dominant in campaigns against airport expansion, and ties in with other research that 
explores public attitudes towards aviation policies that address emissions (Freestone et al., 2006; 
Freestone and Baker, 2011; Graham and Shaw, 2008). In contrast to these undertakings, this research 
won’t focus on protest movements nor will it be grounded in Foucauldian thinking as much. It does to 
similar extents concentrate on the importance of policy discourse in the context of aviation expansion 
yet does not use the concepts of hegemony and hegemonic struggles as the guiding principles.  
 
Instead, the key principles are grounded in environmental discourse. Starting from the early seventies 
when the environment became a political topic in Western societies, environmental discourse has “taken 
many twists and turns, from the collective concern about the prophecies of doom of a coming resource 
crisis that would bring the whole world to a grinding halt, to the localized concern over pollution of 
water, soil and air; from the concerns about the possibility that the modern world will come to an end 
with the bang of a nuclear catastrophe to the idea that Western civilization is slowly ruining heritage 
now cathedrals and sculptures crumble away as the consequence of acid rains (Hajer, 1995, p. 75).” 
The proliferation of perspectives on environmental problems has led to the development of various 
environmental discourses, apprehending the world or environmental issues in particular ways. Authors 
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as Bäcktsrand and Lövbrand, Dryzek and Hajer have contributed to the classification of the diverse 
discourses and enriched the understanding of environmental politics (Hajer, 1995; Bäckstrand & 
Lövbrand, 2006, 2007; Dryzek, 2013). Their understandings and classifications of for example 
Sustainable Development, Ecological Modernization, Green Governmentality or Promethean thinking 
can help to understand and interpret results in studies like this.  
 
Naturally, outside of the confines of environmental discourse there is another arena of research that 
attempts to understand aviation developments through the lens of discourse. These studies can be found 
in the discursive field at the intersection of climate change politics and civil aviation, like the works of 
Gössling and Peeters (Gössling & Peeters, 2007; Peeters et al., 2016). By pointing out the (technological 
or industrial) discourses present, these works uncovered that prevailing narratives are often grounded in 
false claims that down-play the sector’s environmental effects. Even though such claims are proven 
false, they are often the dominating narratives that shape policies and public opinions. According to 
Gössling and Peeters this “partially explains the controversial understanding of air travel and its 
environmental consequences among the public (Gössling & Peeters, 2007, p. 402).” For this study it is 
of importance to be aware of the discourses dominant in the aviation industry. It builds upon these 
findings and aims to uncover the underlying motives of such claims and address the power-dynamics 
contributing to the dominance of this particular knowledge.  
 
The study of discourse is also relevant in examining to concept of sustainable aviation. Quite literally, 
the concept stems from the attempt to harmonize sustainable development and the aviation sector. The 
book Sustainable Aviation Futures by Budd et al. provides for an interesting discursive outlook while 
introducing elements of knowledge and power (Budd et al., 2013). The authors state that disagreements 
on the concept depend not only on different interpretations of scientific findings but are rather rooted in 
different realities of aviation. The activity of flying is thereby seen as a political construct that is 
constantly reformed: flying itself is a discourse (Budd et al., 2013). In addition, enhanced mobility is 
today proclaimed to be a human right and the activity of flying has shifted our conceptions of time and 
space (Budd et al., 2013; Graham and Shaw, 2008). This “assertion engages us not in the exploration 
of reality of air travel, but in the critical analysis of its contested multiple realities (Budd et al., 2013, 
p. 11),” or as Drzyek would say “just because something is socially interpreted does not mean it is 
unreal. Climate is changing as a result of greenhouse gas emissions, pollution does cause illness, species 
do become extinct, ecosystems cannot absorb stress indefinitely, tropical forests are disappearing. But 
people can make very different things of these phenomena and – especially - their interconnection, 
providing grist for political dispute (Dryzek, 2013, p. 12).” This also holds for the SGE expansion. Even 
though a discourse analysis will be employed, the reality of the SGE policy is not neglected. Rather the 
multiple realities justifying the SGE policy will be contested.  
 
Furthermore, the evaluation of Budd et al., shows that any assessment of sustainable aviation cannot be 
separated from “the policy instruments at the disposal of decision-makers, different worldviews or 
frames, and the priorities given to different outcomes (Budd et al., 2013, p. 22),” thereby acknowledging 
the importance of power dynamics. These dynamics are further outlined by Geels, whom uncovers how 
the transition to low-carbon alternatives is often resisted by regime actors. These regime actors, 
dominating private parties and policymakers, use power to “resist fundamental system change, in the 
context of climate change and low-carbon transitions (Geels, 2014, p.28).” Geels explores different 
forms of power; for this study discursive power is of most relevance. The discursive power struggle is 
also scrutinized by other authors whom summarize it as a conflict between dominant economic and 
environmental discourses (Walker & Cook, 2009; Rawson & Hooper, 2012; McManners, 2016). It is 
this tension between “the economic imperative and the unpredictable future of importance of global 
warming as a political agenda (Graham & Shaw, 2008),” that forms the center of the discursive 
battleground under examination. It will be researched whether these discursive and power elements are 
also dominant in the context under supervision.  
 
In conclusion, this study will prima facie be similar to those outlined above as it employs a discourse 
analysis to understand or explain a phenomenon related to environmental concerns. It differentiates itself 
from the outlined in that it performs a discourse analysis that is specifically grounded in the realm of 
environmental discourse, on the specific context of aviation expansion. It is not only the discourse 
justifying the expansion, but also the discourse justifying the emission reductions that will be under 
review: it is within this conflict that different rationalities and programs are produced. As is apparent 
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from the literature it should be pointed out that the Dutch context, in comparison to for example airport 
expansion in the U.K., has been understudied. Thus, this research aims to contribute a study that links a 
tradition of environmental discourse to aviation expansion and climate change politics, while adding 
coverage on the Dutch SGE case.  
 

2.2. Context of the expansion 
 
In order to introduce the context under examination accurately, the important events leading up to the 
SGE decision-making will be introduced, as well as the reduction pledges against which they are 
justified. The section will provide for a timeline that can be linked to the documents selected for analysis.  
 

2.2.1. Expansion for economic prosperity 
 
The Dutch aviation sector has been subject to technical, political, economic, environmental and social 
discussions since the inauguration of Schiphol Airport in 1916. Intended as a military airbase, the airport 
quickly introduced civil aircraft and developed itself as the primary airport of the Netherlands. During 
the following decades, other civil aircraft airports like the Rotterdam The Hague Airport, Groningen 
Airport Eelde, Eindhoven Airport, Maastricht Aachen Airport and Lelystad Airport have been 
established. The Royal Schiphol Group is the owner and operator of Schiphol Airport, Rotterdam The 
Hague Airport and Lelystad Airport, and holds a majority stake in Eindhoven Airport (Royal Schiphol 
Group). In turn, the Royal Schiphol Group has four shareholders with the Dutch government owning a 
majority of 69.77%. The Municipality of Amsterdam (20.03%) and the Municipality of Rotterdam 
(2.20%) add another 22.23% (Royal Schiphol Group) and the last 8% is owned by the Groupe ADP, an 
international airport operator based in Paris.   
 
Functioning as the third busiest airport of Europe, Schiphol has always been the core pillar of Dutch 
civil aviation policies (Ministerie van Infrastructuur en Milieu, 2012; Suman, 2018a). The government 
has labelled Schiphol Airport as one of the most important drivers for the Dutch economy. For example, 
in the coalition agreement it is stated that “A thriving Schiphol Airport along with a successful home 
carrier is important for the Dutch economy and for attracting international businesses (Duursma, 
2019a).” More concretely, Ministers Hoekstra (of Economic Affairs and Climate) and Van 
Nieuwenhuizen Wijbenga (of Infrastructure and Water management) stated that “the Airport results in 
at least 113.900 jobs and an additional value of nine billion euros (Duursma, 2019a).” It is this economic 
argument that has justified the airports expansionists policies over decades. However, the independent 
Council for the Environment and Infrastructure - the primary strategic advisory board for the 
government and parliament in the fields of the physical environment and infrastructure - concluded in 
the report Past Mainports [Mainports voorbij] that Schiphol shouldn’t be seen as the main economic 
driver anymore: “the appeal for businesses to come here is influenced by much more than Schiphol and 
the Port of Rotterdam (Raad voor leefomgeving en infrastrucuur, 2016).” The Council advised the 
government to limit the stimulation of Schiphol Airport and the Port of Rotterdam and instead invest in 
other economic regions that are of increasing relevance, focusing more on digital infrastructure (Raad 
voor leefomgeving en infrastrucuur, 2016). This advice received hostile responses from the responsible 
Ministry, the aviation sector and the private sector and did not influence the government’s pursuit of 
expansion.  
 
It should also be noted here that in February this year (2019), the Dutch government became a 
shareholder of Air France – KLM. The government bought 12,68 % of the shares for about 680 million 
euros. According to Minister Hoekstra, the state bought the shares “to secure the big public interest of 
Schiphol and KLM (Bouwma, 2019).” This event is not under review in this study. Nevertheless, it is 
important to be aware of this since it reflects the government’s view on KLM and Schiphol as “crucial 
for the Dutch economy (Engelen, 2019).”  
 

2.2.2. The politics of the expansion 
 
The government has thus been set on expansion of the aviation sector. Though, “with the advent of the 
deregulation in the aviation sector in the early 90s, the Dutch government had to balance the interest 
of the national growth linked to airport expansion with the objectives of ecological sustainability 
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(Suman, 2018a).” In doing so, the government adopted a so called dual political objective scheme 
[duaalbeleidsdoelstelling] that founded collaborative bodies aimed at tackling complex policy issues 
(Suman, 2018a). The foundation for the aviation policy of today can be found in the advice of one of 
these bodies: the Alders Table [Alderstafel] (Tafel van Alders). The Alders Table is named after former 
minister Hans Anders. It was founded in 2006 with the purpose of advising the government on the 
development of Schiphol Airport in conjunction with the airports in Lelystad and Eindhoven (Tafel van 
Alders). The Alders Table can be seen as a consultative body composed by representatives of the public 
sector, the private sectors and citizens (Suman, 2018a). In October 2008, the Table submitted various 
recommendations to the government, of which the most crucial evolved to be; the 50/50 principle which 
states that the gain of more silent airplanes should be equally distributed among the residents (less noise) 
and the aviation sector (more flights);  the recommendation to look into the expansion of civil aviation 
through Lelystad Airport; and the maximum of 510.000 flight movements for Schiphol Airport until the 
year 2020 (Alders, 2008).3 These recommendations form the basis for the mid-term aviation strategy 
called White Paper on Dutch Aviation - Competitive and sustainable aviation sector for robust economy 
which gave rise to the SGE project (Ministerie van Verkeer en Waterstaat & Ministerie van 
Volkshuisvesting, Ruimtelijke Ordening en Milieubeheer, 2009). Considering the fact that today, the 
limit on Schiphol Airport and the expansion of Lelystad Airport form the key issues in the debate on 
Dutch aviation developments, the Alders report and the subsequent mid-term policy are chosen as the 
point of departure for this study.  
 
As previously stated, the SGE project has not been completed. The project encountered and continues 
to encounter various challenges. Figure 1. provides for an overview of the most important events related 
to SGE. Most recent developments indicate that the government is planning to open Lelystad Airport by 
2020, and that it will allow Schiphol Airport room to increase the number of flight movements from 
2020 onward (Mebius, 2019). Subsequent developments will be included in the analysis insofar as the 
events are deemed relevant and when the timeframe allows for an accurate examination.   
 

 
Figure 1 Timeline SGE - Summary main events 

 

  

                                                
3 As explained in Figure 1, the limit was reduced from 510.000 to 500.000 in 2015.  
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2.2.3. Emission reduction pledges  
 
One should be aware that the study at hand focuses on the national context, e.g. it discusses the national 
aviation development against the background of the national carbon emission reduction pledges. 
However, it should not be neglected that the national pledges are often borne out of international 
environmental treaties as the Paris Agreement. Moreover, the government did subscribe to sector 
specific reductions under the banner of the ICAO. In addition, there are some national attempts to reduce 
sector specific emissions too. This section will offer for a concise overview of such agreements.  
 
Specific emission reduction pledges can be found in the recently adopted Climate Law that aims for a 
95% decrease in CO2 by 2050 and a preliminary decrease of 49% by 2030, relative to the emissions of 
the year 1990 (Ministerie van Economische Zaken). In order to achieve the proposed reductions of the 
Climate Law, as well as those of the Paris Agreement, the Dutch Climate Agreement was initiated. The 
Climate Agreement is supposed to provide for concise strategies and is drafted by the Climate Council 
[Klimaatberaad]. The Council consists of the Chairman Ed Nijpels, a retired Dutch politician of the 
People’s Party for Freedom and Democracy (VVD), the director-general of the Ministry of Economic 
Affairs and Climate and the representatives of the five sector tables [sectortafels] (Klimaatberaad, 
2018b). These sectoral tables operate as platforms where the public and private sector as well as civil 
society discuss how CO2 reductions can be achieved. There are five tables discussing respectively: 
mobility, agriculture and land use, electricity, industry and the built environment (Klimaatberaad, 
2018b). The draft Agreement was published late 2018 and is currently under review by the CPB 
Netherlands Bureau for Economic Policy Analysis (CPB) and the PBL Netherlands Environmental 
Assessment Agency (PBL) (Klimaatberaad, 2018a). These reduction pledges form, alongside the SGE 
project, the second focus of this study. Again, the content of the Climate Agreement is not final, yet the 
level of emission reductions that need to be achieved are officially set. 
 
Another element that should be considered when talking about Dutch emission reduction pledges, is the 
outcome of the Urgenda court-case ruling. The 2015 Urgenda Climate Case against the Dutch 
government fought for cuts in greenhouse gasses, recognizing the governments accountability for 
“contributing to dangerous climate change (Climate Case).” As a result of the Urgenda campaign, the 
Dutch government is legally obliged to reduce its greenhouse gasses with at least 25%, relative to the 
levels of 1990, by 2020. The outcome of the Urgenda case can be seen as a historic ruling since it holds 
the Dutch government legally accountable to protect its citizens against the dangers of climate change 
and pressures political leaders to move away from fossil fuel intensive policies (Neslen, 2018). This 
court-ruling thus adds extra pressure on the government to reduce CO2 emissions and should be 
considered when this study refers to the emission reduction pledges.  
 
Sector specific pledges can, as discussed before, be found in the ICAO’s goals of carbon neutral growth 
and the halving of emissions by 2050. Moreover, the Smart and Sustainable action plan submitted by 
about twenty private parties, organizations and knowledge institutions of the Dutch aviation sector, 
provides for additional national reduction pledges (Royal Schiphol Group et al., 2018). In short, the plan 
aims to reduce emissions with 35% by 2030, against prospected levels of emissions found in the ‘low-
development’ scenario of the study The Netherlands in 2030-2050: two reference scenarios – 
Exploration of the future for Welfare and the Living environment (in terms of standards of living), 
conducted by the CPB and PBL (CPB/PBL, 2015). The ‘low-development’ scenario is built upon 
assumptions of limited demographic development together with limited economic growth, of about 1% 
per year. The ‘low-development’ scenario anticipates a 45% reduction of the total CO2 emissions. Thus, 
the aviation sector aspires to lower their share of emission with 35% by 2030, thereby potentially 
increasing the scenario’s total reductions of 45%. In absolute terms this would be equal to the sectors 
emission levels of the year 2005 (Royal Schiphol Group et al., 2018). This plan is an initiative of the 
aviation sector but has been submitted to the government. The responsible minister van Nieuwenhuizen 
Wijbenga has argued that the government prioritizes the sectors reductions through ICAO and ETS. 
However, she welcomed the sector’s initiative and encourages future development of the plans (van 
Nieuwenhuizen Wijbenga, 2018c).  
 
Lastly, it should be emphasized that it is not only CO2 emissions that contribute to climate change. 
Aviation also contributes through non-CO2 effects such as “ozone and methane changes from NOx 
emissions or contrails and contrail cirrus: In 2005 aircraft-induced CO2 contributed 1.6% to the total 
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anthropogenic radiative forcing (Lee et al., 2009), while the total aviation effect, i.e., the sum of the CO2 
and the non-CO2 effects, amounted to 4.9% (Scheelhaase et al., 2018, p. 112).” Unfortunately, there 
appears to be an even greater lack of knowledge and legislation about the non-CO2 climate effects 
(Scheelhaase et al., 2018). Since there are no clear political commitments for the reduction on non-CO2 
effects this study concentrates on the CO2 reduction pledges. The fact that non-CO2 effects are excluded 
from these pledges can be seen as a limitation of the policy, but also of this study.  
 
 
 
  



 12 

3. Method and Theory  
 
In order to uncover the motivation behind SGE in times of climate crisis this study focuses on language. 
Language, in written or spoken form, is of crucial importance in modern day societies (Boréus & 
Bergström, 2017). For that reason, language practices and texts are regarded as essential objects of 
analysis. Especially if one aims to uncover relations of power or social phenomena, the analysis of 
language and texts cannot be ignored. Textual analysis can take many different forms: from content 
analysis to argumentation analysis to discourse analysis. This study will employ the method of discourse 
analysis since it allows for a broader form textual analysis, addressing power dynamics through 
uncovering how relations are linguistically constructed (Boréus & Bergström, 2017). Where rhetoric 
and argumentation analysis concentrate on logos or persuasion, discourse focuses more on what is (not) 
to be said in a particular context “which categories are in use and what is taken for granted but not 
explicitly expressed  (Boréus & Bergström, 2017, p. 8).” In contrast to content analysis, that often 
emphasizes quantifications of different elements in texts, discourse analysis tries to go beyond 
quantifications and see texts itself as manifestation of social practices. Still, the critical discourse 
analysis methodology selected does allow for elements of argumentation analysis, that is evaluative 
argumentation analysis, to be incorporated (Fairclough, 2010; Boréus & Bergström, 2017).  
 
Other methods of qualitative analysis have also been explored, especially that of in-depth interviews 
and stakeholder analyses. Unfortunately, the time-frame of this study did not allow for supporting 
interviews to take place and the stakeholder approach appeared to have difficulties answering the 
research question posed in such limited scope. Other theoretical frameworks outside of the realm of 
textual analyses have also been discussed. Yet the focus on knowledge and power and the data 
availability pointed towards the method of textual analysis. Hence, this study employs methods 
grounded in social science and qualitative study of policy documents, as will be evident from the 
following sections. First, it will be specialized what is understood by term discourse. Second, the 
methodology of this study will be introduced. Thirdly, the material selected will be presented.  
 

3.1. Discourse Analysis 
 
3.1.1.  What do we understand by the term discourse?  
 
The term discourse has gained prominence over the last decades and numerous studies in various 
disciplines have utilized some form of discourse analysis (Boréus & Bergström, 2017, p. 8). Though, 
the concept has also been viewed upon as a primarily theoretical, and in some ways relativistic, notion. 
It is therefore of importance to outline the understanding of the concept as referred to in this study. In 
that regard, the chapter Discourse Analysis of the book Analyzing text and discourse – Eight approaches 
for the Social Sciences by Kristina Boréus and Göran Bergström has been used as a guiding principle 
(Boréus & Bergström, 2017). Bergström and Boréus define the term through categorizing three 
generations of discourse, distinguishing between broad and narrow definitions. The narrow definitions 
see discourse as merely the linguistic aspect of wider social practices whereas the broader definitions 
go beyond what is said or written and finds discourse in more aspects of social practice. This study will 
use tools from the tradition of Critical Discourse Analysis thereby prescribing to the narrower definition. 
Yet, even the narrow approach incorporates the broader social context. It constitutes, as Dryzek would 
say, a shared way of apprehending the world. In broader terms, Dryzek argues “Embedded in language, 
it enables those who subscribe to it to interpret bits of information and put them together into coherent 
stories or accounts. Discourses construct meanings and relationships, helping define common sense and 
legitimate knowledge. Each discourse rests on assumptions, judgments, and contentions that provide 
the basic terms for analysis, debates, agreements, and disagreements …. So discourses both enable and 
constrain communication (Dryzek, 2013, p. 9).”  
 
In Foucauldian terms, discourse analysis helps us to identify mechanisms of exclusion. These 
mechanisms of exclusion uncover a number of “preconceived notions regarding how we view the world 
and how these views result in people being controlled and organized on that basis (Boréus & Bergström, 
2017, p. 212).” Of particular importance to this study is the way in which discourse is related to 
communication, power and material political realities, about which Dryzek states the following 
“Discourses can themselves embody power in the way they condition the perceptions and values of those 
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subject to them, such that some interests are advanced, other suppressed, some people made more 
compliant and governable (Foucault, 1980). Discourses are also intertwined with some material 
political realities (Dryzek, 2013, p. 10).” This quote is grounded in Foucault’s understanding of close 
relationship between knowledge and power, where established knowledge stimulates mechanisms of 
exclusions. It regulates what can and cannot be said and by whom, it contributes to establishment of 
“frameworks for human action that are created in discourse (Boréus & Bergström, 2017, p. 212),” the 
so-called subject positions. These discursively created positions then determine the “space for the action 
or the freedom of subjects (Boréus & Bergström, 2017, p. 212).”  
 
When focusing on discourse and environmental concerns it must be stressed that discourse has 
figuratively included the environment in our societies: the environment is discursively co-produced. 
Environmental issues are no longer regarded as ‘given’ but “their representation is recognized as an 
effect of linguistic regularities, which implies that their constitution reflects strategies of power and 
knowledge (Feindt & Oels, 2005, p. 168).” This relates to what has been mentioned before about the 
activity of flying being a discourse. This is also relevant to the focal point of this study: the SGE project 
has evolved from its material existence in a discursive field of contested multiple realities. Or, as Jong 
and Boelens argued in their research on Schiphol Airport “AAS (Amsterdam Airport Schiphol) has 
evolved from a rather straightforward object (an airfield strip or gateway to the world) into a highly 
multi‐interpretable, interrelated and therefore complex system, in which neither science nor politics or 
the involved businesses and citizens have the final say. It results in a decision‐making process perceived 
as incremental and highly indecisive (de Jong, [ Fairclough and Fairclough 2013]) (Jong & Boelens, 
2014, p. 3).” The airports are no longer just associated with a place for take-off and landing “but 
increasingly became economic nodes in the urban development of metropolitan areas (Van Wijk et al., 
2011, p. 261).” It should be pointed out once more that by following a constructivist approach, the reality 
of the SGE as such is not contested. 
 
3.2. Selecting the discourse tradition for empirical study  
 
3.2.1. The Dryzekian method  

 
The discourse method is thus selected as it can aid our understanding on the motivation behind SGE 
through identifying how certain knowledge is legitimized while other knowledge is rejected. It allows 
this study to focus on the question of how this particular knowledge is “created, perpetuated and 
reproduced as well as which effects this knowledge can have (Boréus & Bergström, 2017, p. 213).” 
Given that this study focuses on knowledge of environmental concern, the tradition of environmental 
discourse analysis came to the fore as the most suitable methodological approach. Hence, the oeuvre of 
Dryzek, one of the most prominent authors within the field, was quickly identified as the principal 
analytical approach of this study. As mentioned before, other works of relevance to the school of 
environmental discourse have also been consulted. Yet, it became clear that, the methodology produced 
by Dryzek particularly provides for a hands-on method that can coherently guide studies of this scope.  
 
According to Dryzek, environmental problems are inherently complex as they are interconnected, 
multidimensional and “found at the intersection of ecosystems and human social systems (Dryzek, 2013, 
p. 9).” This complexity has contributed to the development and diversification of a variety of 
perspectives on environmental concerns. As the introduction to this chapter uncovered, language is not 
perceived as a natural instrument for communication: it does not represent a given reality. Instead, as 
Dryzek emphasizes, language involves perspectives of the world, thereby stressing the formative and 
constitutive side of language (Boréus & Bergström, 2017). The various perspectives and interpretations 
lead to the formation of different discourses or discursive elements. Dryzek has tried to understand these 
various perspectives and discourses through categorizing nine dominating environmental discourses 
varying from the Promethean discourse to Economic rationalism to Ecological Modernization and 
Green Consciousness. Works of other authors like Langhelle, Bäckstrand and Lövbrand and in particular 
that of Hajer a reflect the dominance of these environmental discourses (Hajer, 1995; Langhelle, 2000; 
Bäckstrand & Lövbrand, 2006). These various categories of environmental discourse thus differ in their 
interpretation or knowledge claim on environmental concerns: they arise from their own specific 
approach to environmental issues. In turn, it is the competition between these various interpretations 
that exemplifies a struggle of power.  
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Dryzek thus identifies the environmental discourses that have been prominent over the last four decades. 
He does so by means of identifying four reoccurring elements that form the basis of each story line. 
These story lines can give meaning to previously singular or unrelated events (Hajer, 1995). This study 
will try to identify the discursive elements that construct the story line legitimizing the SGE project. 
This story line can be rooted in one dominant discourse or an arena of complementing and competing 
discourses. The discourses identified by Dryzek can support or inform our results, yet they will not form 
the point of departure. Rather, the elements that Dryzek used to identify the environmental discourses, 
listed in table 1. constitute the framework of analysis for this research. In other words, the analysis 
intends to uncover the discursive elements that justify the SGE project. Once these elements have been 
identified, the established discourses of Dryzek and others can assist in the interpretation of the results 
and enrich the discussion.  
 
On that note it should be mentioned here that Dryzek argues that all environmental discourses begin in 
the industrial society (Dryzek, 2013). Dryzek characterizes industrialism in terms of “its overarching 
commitment to growth in the quantity of goods and services produced and to the material wellbeing that 
growth brings (Dryzek, 2013, p. 14).” By acknowledging the industrial society as the relevant context, 
Dryzek is not adhering to an ideology of industrialism as such. On the contrary, he argues that “industrial 
societies have of course featured many competing ideologies, such as liberalism, conservatism, 
socialism, Marxism and fascism (Dryzek, 2013, p. 14).” Yet, whatever their differences, all these 
ideologies are committed to industrialism and all have long ignored environmental concerns. 
Environmental discourses can therefore not take industrialism as given but depart from these terms. 
Such departure can take radical or reformist, prosaic or imaginative forms (Dryzek, 2013). By 
differentiating in these departures, different discourses arise. Hence, Dryzek starts his categorization of 
the varieties of environmental discourses in this departure. For this study it is relevant to acknowledge 
that whatever discourse found, it also departs from a context of industrialism (Dryzek, 2013).  
 
Going back to the practicalities, table 1. constitutes the first part of our method of analysis. On closer 
inspection it should be pointed out that the focus on agents and their motives (point three of table 1.) is 
not in accordance with the general tradition of discourse analysis. In fact, Boréus and Bergström argue 
that discourse analysis does not focus on agents and underlying motives for the actions taken on part of 
agents (Boréus & Bergström, 2017). Dryzek’s focus on agents and motives can on one hand be regarded 
as rather passive since they are part of the storyline. In that sense, this aspect doesn’t conflict with the 
argument of Boréus and Bergström. However, at a deeper level of analysis, it is important to be aware 
of the fact that Dryzek clearly distances himself from Foucauldian thinking on “the idea that individuals 
are subject to the discourse in which they move (Dryzek, 2013, p. 22).” Instead, Dryzek believes that 
actors can make a comparative assessment and are able to choose from a variety of discourses. It is that 
variety of discourses, that can pull an individual in different directions and, more importantly, allows 
for reflection (Dryzek, 2013).  
 

Table 1. Checklist of elements for the analysis of discourse 
 

1. Basic entities recognized or constructed 
2. Assumptions about natural relationships 
3. Agents and their motives 
4. Key metaphors and other rhetorical devices (Dryzek, 2013, p. 20).  

 
Table 1. Checklist of elements for the analysis of discourse 

This belief could be rooted in discursive psychology and critical discourse analysis. It is exactly this 
discursive variation of competing understandings that differentiates discourse psychology from 
discourse theory (Wetherell, 1998).  Discourse psychology recognizes an interpretative repertoire or a 
“recognizable routine of arguments, descriptions and evaluations distinguished by familiar clichés, 
common places, tropes and characterizations of actors and situations (Edley & Wetherell, 2001, p. 
443).” The tradition of discourse psychology also expresses a belief that individuals are as much 
producers as much as they are a product of a certain discourse. Language use is in that sense seen as 
oriented towards social action and a desire to reach a certain end (Wetherell & Potter, 1992, p. 93). This 
point of view is also brought into focus in this study. It highlights the possibility for negotiation and 
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negation: the fact that a certain image is portrayed should not mean that such an image is automatically 
accepted.  
 
3.2.2. Fairclough’s critical discourse analysis  

 
In addition to Dryzek’s checklist, another toolbox, grounded in critical discourse analysis (CDA), will 
be used to study the texts. This toolbox will not be discussed in the result section to the same extent. 
Instead, it functions as a means to identify the four elements of table 1.  
 
Critical discourse analysis focuses on the relation between semiotic and material elements (Fairclough 
& Fairclough, 2013). The CDA tradition is selected as it offers for a precise textual analysis but also 
comprises elements of social critique (Boréus & Bergström, 2017). As mentioned before, CDA allows 
for evaluative argumentation analysis to be incorporated (Fairclough & Fairclough, 2013; Boréus & 
Bergström, 2017). Where authors as van Dijk and Machin and Mayr engage in heavy linguistic analyses, 
the tradition of CDA used here is focused on the relational aspect and is grounded in Fairclough’s 
approach (van Dijk, 1997; Fairclough, 2010; Machin & Mayr, 2012). According to Fairclough, 
discourses have various functions: they both construct social identities as well as perpetuate prevailing 
social relations. Following Fairclough’s approach, a CDA analysis starts from a linguistic point, moves 
to discussing how a text is produced, distributed and consumed and considers the broader social context 
(Fairclough, 2010). The toolkit designed in table 2. is based on these three steps. This study thus uses 
elements of critical discourse analysis to identify the four elements that create the story line.  
 
CDA represents an attempt to include discourse in the critical tradition of social science. The ‘critical’ 
part can be found in the fact that it does not only describes certain societies or systems, but also evaluates 
them. It acknowledges possibilities for change and improvement, which is linked to Dryzek’s belief in 
reflection and choice. Of course, this entails a certain norm-setting and the concept of improvement 
raises certain questions as to what is ‘good’ or ‘better’. In the realm of critical studies this can be boiled 
down to two forms of critique: the normative critique and the explanatory critique (Fairclough & 
Fairclough, 2013). Where the normative critique focuses on unequal relations of power and forms of 
domination “which are damaging to well-being and which may be manifest in discourse, e.g. 
manipulative discourse when it is an integral part of some form of domination (Fairclough & Fairclough, 
2013, p. 79),” explanatory critique includes the explanation of particular types and forms of discourse 
“as effects of social causes and explanations of social phenomena such as the establishment, 
maintenance of change of a social order as partly effects of discourse (Fairclough & Fairclough, 2013, 
p. 79).” For this study, the trend of explanatory critique will be incorporated. It is this form of 
explanatory critique that will be used to guide the discussion.  
 
CDA’s social critique also involves an element of ethical critique, and is often concerned with political 
values a justice, equality or liberty as motives for action (Fairclough and Fairclough, 2016). According 
to Fairclough and Fairclough, political activities can draw upon this element of critique as it formulates 
and advocates political policies and strategies (Fairclough and Fairclough, 2016). This study employs 
CDA as a supportive tool for a comprehensive and coherent critical analysis, a genuinely critical and 
open-minded endeavor. Even though it is not aimed at advocating for a pre-determined political 
standpoint, for the sake of transparency it should be reinforced here that the focus is on the 
environmental concerns, in particular climate change, related to aviation expansion. This thus already 
stirs the study into a specific direction, which brings us to the limitations of the chosen method.   
 
Before moving to the next section, the limitations of the chosen method, the Dryzekian method 
supported through a CDA, should be discussed. First of all, as linked to the ethical critique, the position 
of the author should be touched upon. The focus on the environmental concerns is borne out of a belief 
that the climate change crisis should be met with effective measures, including comprehensive emission 
reductions. It is for that reason that the discrepancy is the focus of this study, yet this does not mean that 
the study cannot pursue a critical and open-minded analysis. However, it does mean that economic or 
social concerns are not the main objective of this study and could, or rather should, be analyzed to similar 
extent in studies of larger scope. A second limitation can be found in the fact that it might be difficult 
for the practitioner to position themselves outside of the discourse (Boréus & Bergström, 2017). 
However, this argument could be stretched beyond discourse analysis and discount other methods of 
social sciences equally. Still, one should be aware of this restriction and remain self-critical during the 
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analysis. Third, discourses are both structured and relational “structured in the sense that they produce 
a field of intelligibility within the social realm, relational in the sense that this structure has no fixity, 
center or permanence (Dunn and Neumann, 2016, p.3).” Analytically this means that this study of the 
particular discourse rationalizing SGE can aid the understanding of how this rationale became “reality” 
and is acted upon. However, this does not mean that the discourse is closed or stable, and that it can 
explain rationalities of decision-making outside of this context to similar extents. Fourthly, it could be 
argued that, beyond discursive power, other forms of power have contributed to the motivation of SGE 
too. Unfortunately, the scope of this study did not allow for a comprehensive analysis of for example 
material and institutional power. The discussion will  allow for other forms of power to come in, for 
example by discussing Geels theory of regime resistance, but the focus of this study remains on 
discursive power (Geels, 2014).  
 

Table 2. CDA Toolbox    
 

The production of the text  Positionality 
 Semantics 
 Assumptions 
 Intertextuality and Interdiscursive elements4 
Distribution of the text Receiver 
 Medium 
Context Major events or broader debates5 

Table 2. CDA Toolbox 

3.3.  Selected material 
 
The analysis covers the period between 2009 and early 2019, corresponding to figure 1., and consists of 
twenty documents. Since the research question is directed towards the motivation of SGE against 
climate reduction pledges, both elements of the research question are under examination. In concrete 
terms this means that the documents selected concern the Dutch climate reduction pledges and the Dutch 
aviation development or the SGE project more specifically. The analysis concentrates on dominant 
regime actors, in particular policymakers. The private sector is also considered, but to a lesser extent. It 
should be mentioned here that the PBL also authored two documents. This agency is regarded as part of 
the regime actors too since they are the responsible institute for strategic policy analysis in the field of 
environment, nature and spatial planning. They are an autonomous and independent research institute 
but part of the Ministry of Infrastructure and Water management (the ministry responsible for the SGE 
expansion) (About PBL - PBL Netherlands Environmental Assessment Agency). The focal point of the 
analysis are the documents produced by the government because the goal of this study is to understand 
how the (political) decisions on SGE are motivated. Yet, since the topic is intertwined with the aviation 
sector and considering the governments interest and stake in the Royal Schiphol Group, documents of 
incumbent firms, in this case mainly the Royal Schiphol Group, are also studied.  
 
The chosen material consists of different forms of Parliamentary papers [Kamerstukken]. These 
Parliamentary papers are open to the public and can be accessed through the website of the House of 
Representatives [lower house of the State’s General; Tweede Kamer], the website of the central 
government or websites related to a specific topic as the Climate Agreement (de Tweede Kamer; 
Ministerie van Algemene Zaken, 2013; Klimaatberaad, 2018b). Parliamentary papers can be seen as 
attachments to the plenary reports, minutes of the public meetings of the House of Representatives and 
the Senate [upper house of the State’s General; Eerste Kamer]. Parliamentary papers can take different 
forms. They can be Parliamentary questions (posed by members of the House of Representatives or the 

                                                
4 The concept of intertextually refers to how certain texts relate to each other. Fairclough argued that intertextually 
is “basically the property texts have of being full of snatches of other texts,” (Fairclough, 1992, p.82). The concept 
of interdiscursive elements refers to how certain texts include elements of different dominant discourses 
(Bergström et al., 2017).  
5 Schrage, J. and Gallagher, lecturers at Centre for Environment and Development Studies (CEMUS) developed a 
similar toolbox, derived from Fairclough’s work. The toolbox was used in the course Sustainable Development: 
Worldviews and Discourses, in the spring semester of 2018 but has not been published. Even though this toolbox 
varies, Schrage and Gallagher should be credited.  
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Senate to the government), amendments, reports of certain committee meetings, letters (often send by a 
specific minister and addressed to the Speaker of the House of Representatives), motions, bills, results 
of votes and lists of decisions taken(Homepage | Overheid.nl). In addition, Parliamentary papers can be 
supported by certain reports or research which are often executed by other organizations.  
 
Material is thus mainly derived from the governmental database, acquired through using the search terms 
that are similar to “Schiphol Airport (expansion)” “Lelystad Airport (expansion)” and “Climate 
Agreement”. The majority of the Parliamentary papers assessed in this study are letters, policy plans 
and reports. All these documents can be interpreted as reflections of the standpoint of the responsible 
ministers, ministries and the government more broadly. Schiphol Airport and Lelystad Airport have also 
been examined through documents on their respective websites. The interview with the Minister of 
Infrastructure and Water management, van Nieuwenhuizen Wijbenga, is included since it provides for 
a direct insight in the current state of affairs and reflects the Minister’s perspective on the SGE project.  
The documents are divided in two categories: the climate reduction pledges and aviation development 
or SGE, yet the analysis concentrates on the interrelations. When examining the climate reduction 
pledges documents the focus is on their reference to civil aviation development and SGE specifically. 
In the documents related to aviation development and SGE the focal point is the justification of the plans 
in light of the industries negative environmental impacts. The documents are assessed by means of table 
1. and table 2. of the methods chapter. The appendix provides for an overview of the twenty selected 
documents.  
 
In the selection of materials, the study also copes with some limitations. As mentioned before, the 
limited timeframe did not allow for interviews of relevant sample size to take place. This could have 
provided for an opportunity to obtain detailed information on specific questions and for interesting 
insights on personal accounts or on the current political culture. It could have added another level of 
depth and another element of linguistic analysis (the spoken word). Moreover, one should be aware of 
the fact that all documents under study are written in Dutch. Because this study is produced in English, 
the process of translation comes in. More specifically, the analysis takes place in Dutch, but the findings 
are all translated to English, as will be apparent from the appendix and the results. Especially because 
this study is employing a discourse analysis, and thereby involving processes of interpretation, the 
element of translation should be taken into account. However, being aware of this matter, this research 
intends to maintain a strict correspondence between content in the original and the translated text (Al-
Hejin, 2012).  
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4. Results 
 
The analysis is designed to identify discursive elements that construct the dominant story lines in 
justifying SGE. With support of the CDA toolbox visualized by table 2. the basic entities recognized or 
constructed, the assumptions about natural relationship, the agents and their motives and the key 
metaphors or rhetorical devices have been uncovered.  
 
The twenty selected documents have first been analyzed individually. The outcomes thereof can be 
found in the appendix. Evaluated collectively, the findings show the dominance of a particular story 
line, indicating a prevailing discourse. Evidently, the documents concentrate on different elements as 
they are produced for distinctive purposes. Be that as it may, the results do demonstrate the presence of 
a common denominator. Attention in this chapter is therefore given to the similarities, but differences 
that are relevant to the research question are exposed in like manner. The table presents the results of 
the analysis, summarizing both categories: the emission reduction pledges (in relation to aviation) and 
SGE. The green fond indicates that the concepts were found in both categories, the blue fond 
corresponds to concepts found in the category on emission reduction pledges and the orange concepts 
were found in the SGE category. The sub-chapters will elaborate on the findings.  
 

Table 3.  Main findings of the Discourse Analysis 
Basic entities recognized or constructed Capitalist economy (Potential 

alternatives) 
Complexities/ Complex systems.  
Technology. 
Sustainable Aviation Table.  

Assumptions about natural relationships (economic) Competition.   
Partnerships.  
Economy and sustainability are 
compatible. 

Agents and their motives Partnerships between the government, 
scientific community (embodied by the 
PBL) and private sector that are 
motivated by the common good.  
Later also stressing the inclusion of the 
public.  

Key metaphors and other rhetorical devices   Improvement/ Progress 
Reassurance 
Golden Triangle  
Nationalistic 
Selectivity Policy 
Caring government 

Table 3. Main findings of the discourse analysis 

 
4.1. Basic entities recognized or constructed 
 
Even though none of the four elements are per definition literally expressed, this element appeared to 
be the most implicit. As Dryzek explains, the entities recognized or constructed form the ontology of 
the discourse, establishing what exists in this particular context (Dryzek, 2013, p.17). Since all forms of 
environmental discourse depart from the context of industrialism, the industrial society is inherent to the 
ontology. From the results it is evident that the characteristics of the industrial society, especially its 
overarching commitment to growth, have shaped the entities recognized. An example thereof can be 
found in the capitalist economy. The majority of the documents are acting within the confines of 
capitalism. In the context of emission reductions, this is present through accepting the capitalist economy 
as given, refraining from questioning the economic system and ensuring that concepts, often identified 
as capitalistic or neo-liberal notions like competitiveness, free markets and cost-efficiency, are 
protected. However, it should be noted here that this notion is challenged in the documents on the White 
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Paper for aviation 2020-2050. Alternatives are proposed through referring to a “broad interpretation of 
wealth (van Nieuwenhuizen Wijbenga, 2018b, p. 3),” and questions as “To what extent do we want flying 
to remain affordable for people that want to go on a holiday, visit contacts or work?” are posed to the 
public (De ArgumentenFabriek, 2018, p. 6).   
 
In addition to the capitalist economy, the majority of the documents paint a picture of complex systems. 
This complexity can be seen as overarching; the complexities are not limited to the climate crisis, the 
strategies to fight the climate crisis or the question on how to reduce aviation related emissions. It is the 
interplay of interdisciplinary elements that constructs a reality of complex systems. Yet, it should be 
noted here that there are different responses to such complexities evident in the various documents. 
Where the PBL repeatedly stresses that such complexities demand comprehensive solutions that come 
with numerous insecurities, documents produced by Schiphol Airport Group and other private parties 
were more focused on the reassurance that such complexities could be met with straightforward 
(technical) solutions. The governmental documents seem to lean toward the latter. This point will be 
reiterated when discussing the metaphors and rhetorical devices.  
 
Another element identified is technology. Technology or technological developments are in all 
documents acknowledged as the tool that can manipulate the reality into something more efficient, or in 
this particular case cleaner, more silent, less pollutive and so on. Technology is part of the fabric of 
society.   
 
Lastly, in the documents on emission reduction pledges the government introduces the existence of the 
Sustainable Aviation Table. This not a crucial element of the ontology. Nevertheless, the entity is created 
as the body responsible for setting national and international ambitions and constructing corresponding 
measures. Born out the Climate Agreement, the Sustainable Aviation Table is granted the authority to 
draft policies on aviation. The legitimacy of the body is confirmed in two other documents assessed but 
doesn’t seem to go beyond these documents. Based on extensive google search it appears that outside 
of these documents, its existence and legitimacy remain limited. Thus, the Sustainable Aviation Table 
has an authority in this reality, but no so much in others.  

 
4.2. Natural relationships  

 
At first glance, the natural relationships are of conflicting character. On the one hand there is 
competition, on the other hand there is cooperation. At a deeper level of analysis, it becomes clear that 
the element of competition is dominantly linked to economic interests.  
 
It is this element of competition that forces the industry to invest, innovate and grow. Competition is 
believed to be a basic relationship between collective actors (firms) and countries. The focus on 
economic competition is mainly directed outwards, it is assumed that competition is dominantly taking 
place between countries: “competition is growing; other airports in Asia and the Arab State of the 
Persian Gulf, Turkey and other EU countries are expanding (Ministerie van Infrastructuur en Milieu &  
Ministerie van Economische Zaken, 2016, p. 6),” this offers for “opportunities and threats (Ministerie 
van Infrastructuur en Milieu and Ministerie van Economische Zaken, 2016, p. 5).” This element of 
competition is also believed to be present within the EU as “You don’t want to end up with the 
Netherlands poorer and the world warmer,” “There is no point in killing an industry in your own 
country, and then realizing that people will just fly from Belgium or Germany (Mebius, 2019).” In fact, 
the element of economic competition is an important reason for excluding the aviation sector from the 
Climate Agreement. Due to the industries international character, it is argued that inclusion of aviation 
in the national Climate Agreement is irrelevant or ineffective “Agreements on the aviation and maritime 
sector are excluded from the agreements of the Mobility Table of the Climate Agreement as the 
transboundary character of both sectors makes international agreements more relevant 
(Klimaatberaad, 2018c, p. 84).”  
 
Instead sector specific reductions should be achieved through international and European cooperation, 
for example trough ICAO and ETS. This creates room for international cooperation and partnerships 
although such partnerships are mainly connotated in a national context. These national partnerships 
consist of the Dutch aviation sector, the government and the scientific community. They work together 
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for a successful national aviation sector that maximizes the economic gain and minimizes the 
environmental harm.  
 
Another element indicated is the absence of conflict between economic prosperity and environmental 
protection, in fact it is stated that it can enhance each other. Sustainability is for example seen as a 
“strong selling point (Schuur et al., 2018, p. 33),” SGE would lead to a “win-win situation (Schuur et 
al., 2018, p. 59),” and the reoccurring alliteration “people, planet and profit (Schuur et al., 2018, p. 108; 
van Nieuwenhuizen Wijbenga, 2018b, p. 3),” implies that all can be achieved together. Ecological 
conservation and economic growth can be achieved in accordance with each other, or even support each 
other. This links in with the reassuring rhetoric, as one is not bound to choose for one or the other.  
 
4.3. Agents and their motives 

 
The results indicate that the agents are embodied by the government, the industry and the scientific 
community that cooperate to serve the common good. Often, this common good is defined as the 
reduction of CO2 emissions, but always in conjunction with economic prosperity. Or, even more, the 
reduction of emissions, driving innovation and investments, leads to economic prosperity. This is linked 
to the assumption that economic prosperity and sustainability go hand in hand.  
 
Especially in the more recent documents concerning SGE, this partnership is expanded to include the 
public and civil society. The importance of public support is highlighted together with the statement that 
“the levels of trust in the government are low; the sector needs to operate more transparent (van 
Nieuwenhuizen Wijbenga, 2018b, p. 2).” Moreover it is argued that “We (the government) have to 
improve the communication with the community (van Nieuwenhuizen Wijbenga, 2018a),” and that the 
focus is on “public interest and public involvement (van Nieuwenhuizen Wijbenga, 2018b).” The 
narrative of the caring government can be linked to this trend.  
 
4.4. Key metaphors and other rhetorical devices  
 
The metaphors and rhetorical devices identified are inevitably linked to the elements outlined above. 
These rhetorical devices or metaphors bring the story to life and characterize the discourse. One of the 
reoccurring metaphors dominant is the notion of progress, implying a process that moves the industry 
or the whole society forward. This idea of progress is endorsed by references to improvements and is 
mainly driven by technological developments. Examples of notions of progress can be found in the 
following quotes: “The aviation sector will improve the livelihood and the connectivity around airports, 
develop new knowledge and stimulate the emergence of new markets (Royal Schiphol Group et al., 2018, 
p. 7),”  “Mobility will be cleaner, smarter and different than it used to be (Klimaatberaad, 2018a, p. 
15),” and “The transition (that of fighting climate change) is first and foremost a societal transition 
(Klimaatberaad, 2018a, p. 7). In fact, the Climate Agreement refers the concept of transition over 200 
times, conveying a message of progressive change (Klimaatberaad, 2018a).  
 
The documents also involved a rhetoric of reassurance. The reassuring element promotes the idea that 
challenges will be met and that everybody will win. This is mainly based on the idea that ecological 
conservation and economic prosperity go together; neither needs to be sacrificed. Again, the 
technological solutions or market mechanisms enable this comforting future. In fact, the challenge is 
believed to offer for welcome opportunities. As mentioned before, documents produced by the PBL 
have a reserved position towards this reassuring rhetoric. Yet, the other documents are clear advocates 
of this philosophy. National efforts that aim for a reduction of the sectors emissions will function as “a 
model for international agreements. It strengthens the credibility of the Dutch efforts at international 
level. Besides, national efforts will generate economic opportunities for the creation and application of 
innovations in the Netherlands  (van Nieuwenhuizen Wijbenga, 2019a, p. 3).” In addition, the negative 
environmental impact is downplayed “Though such a successful aviation sector also has an effect (Royal 
Schiphol Group et al., 2018, p. 6),” and the future sketched has it all “No emissions, great connectivity 
and accessibility for young and young, rich and poor, abled and disabled. Affordable, safe, comfortable, 
easy and healthy. Smart, sustainable, compact cities with an optimal flow of people and products. 
Beautiful, habitable and well accessible areas and villages where mobility is the key between working, 
living and leisure (Klimaatberaad, 2018a, p. 49).” The focus is on opportunities “National action (to 



 21 

fight emissions) will generate economic opportunities for innovation in the Netherlands (van 
Nieuwenhuizen Wijbenga, 2019a, p. 3),” and “The Netherlands has, thanks to its chemical industry, 
infrastructure (pipes), air- and marine ports and knowledge institutions, all the relevant elements to 
play a leading role on the market for sustainable fuels (Air Cargo Netherlands et al., 2019, p. 14).”  
 
In relation to rhetoric of reassurance and progress, the national character is much stressed. Analogies 
are used to praise the Netherlands; “Dutch Smartness (Royal Schiphol Group et al., 2018, p. 6) and 
Dutch Cleverness (Schiphol | Airport working towards a sustainable future),”  “the famous Dutch 
business instinct (Royal Schiphol Group et al., 2018, p. 23),” “the Netherlands, distribution-country 
(Klimaatberaad, 2018a, p. 70),”  “Holland Gateway (Schuur et al., 2018, p. 22),” or more broadly “The 
Netherlands is pushing for European-wide taxation on aviation (van Nieuwenhuizen Wijbenga, 2019a, 
p. 8).” Dutch airports and airlines are also complimented and seen as a part of the Dutch identity “We 
should be proud of Schiphol (Ministerie van Infrastructuur en Milieu & Ministerie van Economische 
Zaken, 2016, p. 5),”“They (Schiphol and KLM) have helped to shape the Dutch identity (Ministerie van 
Infrastructuur en Milieu & Ministerie van Economische Zaken, 2016, p. 5).” The national element is 
often stressed in connotation with the element of economic competition discussed before.  
 
The metaphor of the golden triangle is present in two documents and represents the partnerships between 
the government, the scientific community and the private sector (Royal Schiphol Group et al., 2018; van 
Nieuwenhuizen Wijbenga, 2019a). In the documents on SGE, partnerships are broadened to include the 
public and civil society. This is mainly done through the rhetoric of the caring government. The 
responsible ministers position themselves as caring, listening and serving the public, “I feel responsible 
to, also for future generations, balance the costs and benefits of aviation (van Nieuwenhuizen Wijbenga, 
2018b, p. 2),” “Many people have concerns about the expansion of Lelystad Airport, I understand the 
concerns (van Nieuwenhuizen Wijbenga, 2019b, p. 1)” and “I voluntarily decided to have an extra EIA 
on connectivity-routes (Dijksma, 2017, p. 3).”  
 
Another concept dominant in the SGE documents is that of the selectivity-policy. Even though this is 
the official term for the policy drafted aimed at facilitating the division of flights between Schiphol 
Airport and Lelystad Airport, it may be stated that it is a rhetorical device. Labelling the policy as 
selective implies that the government is selective, meaning choosing some things over others. However, 
the part of not choosing the other (in this case non-Mainport flights) is diminished as the other is moved 
to another place (Lelystad Airport). It might be said that the policy is not selecting, it is rather dividing 
or distributing. There are numerous concepts used in the documents that serve the selective policy, as 
for example branding Lelystad Airport as a “surplus airport of Schiphol (van Nieuwenhuizen Wijbenga, 
2019b, p. 1),” Schiphol as the Mainport (39 times in the White paper on Dutch Aviation) while stressing 
its “Hub-function (van Nieuwenhuizen Wijbenga, 2019b, p. 1).” These concepts are not used outside of 
this context.  
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5. Discussion 
 
The discussion will start with an interpretation of the results after which it will contextualize these 
findings to the broader discussion. As suggested in the method section, this discussion will be guided 
by explanatory critique, thereby trying to explain the broader phenomena focusing on the social order 
and prospects for change. This will bring elements of knowledge and power into the discussion.  
 
5.1. Interpretation of results 
 
5.1.1. The threats of economic competition  

 
The research question posed is how the SGE project is rationalized against the background of emission 
reduction pledges, thereby touching on the broader discrepancy between airport expansion and climate 
change politics. The results presented in table 3., and the interrelations between them explained in the 
results chapter, form the dominant discourse in justifying SGE against emission reduction pledges. 
When looking at these findings, some conclusions can be drawn.  
 
First of all, we go back to the economic argument driving the SGE project. As discussed in the 
background section, the main argument for the SGE is of economic nature. With Schiphol Airport being 
seen as the fundamental driver of the Dutch economy, the expansion was initiated to secure this 
economic haven. The dominance of the economic argument is reflected in all the documents. Direct 
examples can be found in the quotes that emphasize “(that the aviation sector is) an indispensable pillar 
of the Dutch welfare, and makes the Netherlands a top-destination for foreign investment (Royal 
Schiphol Group et al., 2018, p. 6)” and that “The aviation sector is for the Netherlands of crucial 
importance to attract businesses, and to belong to one of the most competitiveness economies in the 
world (Ministerie van Verkeer en Waterstaat & Ministerie van Volkshuisvesting, Ruimtelijke Ordening 
en Milieubeheer, 2009, p. 3),” or of similar nature “Mainport Schiphol is indispensable for our economy: 
it delivers more than 100.000 jobs straight, and as the international center of people, trade and 
knowledge even more over time (Ministerie van Infrastructuur en Milieu & Ministerie van Economische 
Zaken, 2016, p. 5).”  
 
Moreover, the economic importance is stressed through the narrative of economic competition. This 
narrative highlight’s that the competitiveness of the aviation sector, which is intrinsically linked to the 
economic success of the country, should be cherished and protected. A typical ‘us vs. them’ dichotomy, 
often uncovered through discourse studies, is produced through statements marking that “competition is 
growing; other airports in Asia and the Arab State of the Persian Gulf, Turkey and other EU countries 
are expanding (Ministerie van Infrastructuur en Milieu & Ministerie van Economische Zaken, 2016, p. 
6),” and that this results in “opportunities and threats (Ministerie van Infrastuctuure en Milieu and 
Ministerie van Economische Zaken, 2016, p.5).” Such statements are enhanced through the continuous 
accentuation of the national character, e.g. “Dutch Cleverness (Schiphol | Airport working towards a 
sustainable future),”  “the famous Dutch business instinct (Royal Schiphol Group et al., 2018, p. 23),” 
and through claims that the aviation sector shaped the Dutch identity “They (Schiphol and KLM) have 
helped to shape the Dutch identity 6/22/19 2:52:00 PM.” This process of ‘othering’ creates a dichotomy 
where it is legitimate if not essential to protect the Dutch interest, through expanding its aviation sector.   
 
It is exactly this element of economic competition, and the perceived need to protect the Dutch sector, 
that justifies the absence of the aviation sector in the Climate Agreement. The analysis uncovers that the 
aviation sector has been excluded from the Climate Agreement on the grounds of its transboundary 
nature, that arguably makes national agreements ineffective. After all, “You don’t want to end up with 
the Netherlands poorer and the world warmer (Mebius, 2019).” This quote mirrors the assumptions that 
can be found at the core of the story line present: it is assumed that national quota to reduce the sectors 
emissions harm the Dutch economy. Due to the increasing competitiveness, Schiphol would lose its 
‘hub-function’ and with that the country would lose thousands of direct and indirect jobs. At the same 
time, it is assumed that this won’t contribute to the fight against climate change, the negative 
externalities will still be felt since pollution does not know borders. It is not to say that the environment 
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won’t be protected at the expense of the economy, rather it represents the idea that even at the expense 
of the economy the environment won’t be protected. This relates to the basic entity present: the capitalist 
economy where concepts as the free market and competitiveness are undisputed realities and always 
used in positive connotations (Fulcher, 2004; Senker, 2015; Block, 2018). After all, “There is no point 
in killing an industry in your own country, and then realizing that people will just fly from Belgium or 
Germany (Mebius, 2019).” The government transfers the responsibility of quota on the sector’s emission 
reductions to the international framework of ICAO and the ETS. It could be argued that this reflects a 
traditional prisoners dilemma, where mistrust and self-interest are dominating. The fact that the Dutch 
government does not want to take responsibility to include the sector in the Climate Agreement reflects 
international trends outlined in the introduction: policies promoting emissions reductions in the 
transportation sector are mainly targeted at road and railroad transportation, whilst the aviation sector is 
only vaguely addressed (European Commission, 2016b; Murphy, 2016; UNFCCC, 2016).  
 
Thus, part of the justification for SGE is born out of the exclusion of the aviation sector from the national 
climate reduction pledges. This is a rather practical justification: it can be rationalized against the 
emission reduction pledges since there are no sectors specific reduction pledges. However, emissions 
from the sector can still complicate the achievement of the overall reduction goals enshrined in these 
pledges, and in broader terms the achievement of the Paris Agreement (UNFCCC; ANP, 2018).  
Moreover, the Urgenda case obligates the government to reduce its CO2 emissions by 25%, relative to 
1990, in less than a year from now.  Besides, outside of the national realm, the government subscribed 
to ICAO’s goal of carbon neutral growth from 2020 onward, and the sector itself even proposed to 
decrease its emissions with 35% by 2030 (Carbon Offsetting and Reduction Scheme for International 
Aviation (CORSIA); Royal Schiphol Group et al., 2018). Thus, even though the government transfers 
the responsibility of the sectors’ emissions to the international level, it is still bound to reduce an overall 
level of emissions. Yet, with the prospected growth rates of the industry it remains incomprehensible 
that the expansionist policies are justified.  
 
5.1.2.  The compatibility of economic growth and ecological conservation 
 
This brings us to the second and most important argument, one that is defending that the SGE project 
does not diminish the chances of achieving the pledged reductions. Even though the responsibility for 
the setting of sector specific reduction targets is transferred to international bodies, that does not mean 
that there is no action taken on the national level. The government has reiterated that it wants to take a 
leading position in making the sector more sustainable and encourages national efforts since they will 
function as “a model for international agreements. It strengthens the credibility of the Dutch efforts at 
international level. Besides, national efforts will generate economic opportunities for the creation and 
application of innovations in the Netherlands  (van Nieuwenhuizen Wijbenga, 2019a, p. 3).” By means 
of these efforts, the sector can grow while at the same decrease its ecological footprint. This narrative 
focuses on the relationship between the economy and environment and argues that this is a harmonious 
and even empowering relationship. Factors that enable this balance are market-mechanisms and 
innovation, but mainly technological developments. It is argued that attempts to reduce emissions 
welcome opportunities for improvement and innovation, making the sector “cleaner and smarter 
(Klimaatberaad, 2018a, p. 15),” while stimulating economic opportunities “National action (to fight 
emissions) will generate economic opportunities for innovation in the Netherlands (van Nieuwenhuizen 
Wijbenga, 2019a, p. 3).” Thus, both the Dutch economy as well as the environmental will flourish. 
 
This argument can be found at the heart of the story line, it justifies that expansionists policies do not 
necessarily lead to an increase in emissions. It is the rhetoric of progress and reassurance that brings this 
line of thought to life. No compromises have to be made as the SGE project will create a “win-win 
situation (Schuur et al., 2018, p. 59).” Even though all documents refer to the complexities as the basic 
entities or frameworks present, one should not doubt de simple harmonious relationship between 
economic growth and ecological conservation. Other elements uncovered support these notions. It is for 
example the successful partnership between the government, the scientific community and the private 
parties, also called the “golden triangle,” that enables the balance between the economy and the 
environment. And the potential of technology by being one of the basic entities recognized, not 
challenged nor questioned, will create successful innovations reducing the sectors emissions. The White 
Paper of 2009, that laid the groundwork for the SGE project made it already very clear in their title: 
White Paper on Dutch Aviation – Competitive and sustainable aviation sector for a robust economy. 
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It appears that the two narratives illustrated above, and especially the second, form the core of the 
justification of SGE against the background of the emission reduction pledges. However, these 
assumptions seem rather conflicting. On the one hand it is argued that national emission quotas will 
have a negative effect on the economy and environment, on the other hand it is argued that such efforts 
can support the economy and the environment to similar lengths. Furthermore, these assumptions seem 
to conflict what previous research on this topic concluded. Technological solutions have not lived up to 
their expectations, just as much as the efficiency of the international regimes - to which the Dutch 
government transfers the authority to reduce emissions – is challenged (Graham & Shaw, 2008; Peeters 
et al., 2016; Pavlenko, 2018; Scheelhaase et al., 2018). Moreover, the economic argument that initiated 
the expansion has been identified as flawed, and the compatibility of the economy and environment has 
also been questioned (Raad voor leefomgeving en infrastrucuur, 2016).  
 
This consequently raises questions on why this narrative has prevailed over others and how this 
knowledge is legitimized. How does this relate to broader power structures? Do the dominant regime 
actors privilege some interests while marginalizing others (Pettenger et al., 2007)? In order to fully grasp 
the rationalization of the SGE project it is valuable to understand where such narratives are stemming 
from hence, in line with the approach of critical studies, the explanatory critique will now be explored. 
First, the compatibility of the economy and environment, with a focus on technological solutions, will 
be discussed. Second, the broader context will be addressed by discussing the power structures at hand.  
 
5.2. Ecological modernization   
 

“If we look at the effects of the strategy, we still cannot conclude that goals pertaining to (transport) 
economic growth and climate concerns are not competing goals. The bridge which technological 

innovations were supposed to build between these two concerns, is not finished yet, and it is unclear 
whether it is even possible (Næss and Høyer 2009)(Osland, 2016, p. 366).” 

 
5.2.1. Dominance of ecological modernization  
 
Experts in the field of aviation studies and climate change have defined the discursive power struggle 
as a conflict between dominant economic and environmental discourses (Walker & Cook, 2009; Rawson 
& Hooper, 2012; McManners, 2016).  Graham and Shaw argued that at the core of the debate one finds 
“the economic imperative and the unpredictable future of importance of global warming as a political 
agenda (Graham & Shaw, 2008).” To a certain extent the results support these findings, it is indeed 
economic and environmental discursive elements that have been dominant in shaping the SGE 
justification. However, it is not a conflict between both elements but rather an empowering partnership.  
 
This harmonization is not unknown in the field of environmental discourses and brings us back to what 
has briefly been mentioned in the literature review as one of the categorized environmental discourses: 
ecological modernization. Under the banner of ecological modernization (EM) this environmental 
discourse produces the idea of a balanced and even complementary relationship between economic 
growth and ecological conservation. According to Hajer, EM was born out of the necessity to give 
environmental policy the chance to become relevant in day-to-day politics where the goals of economic 
success are increasingly prioritized (Hajer, 1995). Ecological modernization plays according to the neo-
classical economic rules: “it views environmental degradation as calculable, frames environmental 
problems in monetary units, portrays environmental protection as a positive sum-game and argues that 
economic growth and the resolution of ecological problems can be reconciled (Hajer, 1995; Ramaaker, 
2018, p. 2). Moreover, “environmental decline should be seen as a stepping stone on the road to 
innovations (Hajer, 1995, p. 262).” Bäckstrand and Lövbrand subscribe to this characterization of EM 
and stress that in this perspective, ecological degradation is decoupled from economic growth. It 
underpins the “experience of advanced industrialized countries and builds upon innovative technologies 
for integrated pollution control, market-driven strategies to internalize environmental costs and 
changing role of government towards more flexible, decentralized cost-effective and collaborative 
policy making (Bäckstrand & Lövbrand, 2006, p. 53).” The discourse, sometimes referred to as the green 
capitalist approach, takes the existence of the capitalist political economy for granted but believes in a 
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“restructuring of the capitalist political economy along environmentally defensible lines (Dryzek, 2013, 
p. 145; Ewing, 2017, p. 127).”  
 
These descriptions correspond to the narrative produced in the SGE justification. As mentioned before, 
Dryzek identifies nine dominating environmental discourses and indeed, the elements of the EM 
discourse present much similarities with the elements uncovered in this study. Besides the similar natural 
relationship assumed (the compatibility of economic and environmental goals) other elements 
correspond too. As illustrated by the Smart and Sustainable plan, “the industry itself ideally cooperatives 
in the design and implementation of policy (Dryzek, 2013, p. 170) and the partnerships consist of the 
same actors - the industry, the government and the scientific community – that work towards the same 
goal: “the common good that encompasses economic efficiency and environmental conservation 
(Dryzek, 2013, p.174).” Inherent to the word modernization is a connotation of progress, and the EM 
discourse is also full of rhetoric on progress and reassurances (Dryzek, 2013). Of course, there are also 
differences. The EM discourse identified by Dryzek encompasses a broader context, whereas the 
discourse of SGE is sector specific, producing context specific findings as the Sustainable Aviation 
Table and the Selectivity Policy. Moreover, the technological prominence seems to be born out the 
Promethean discourse since Prometheans have an “unlimited confidence in the ability of humans and 
their technologies to overcome any problems – including environmental ones (Drzyek, 2013, p.52).” 
And, the dominance of economic interests can be found in the discourse of Economic Rationalism. 
However, Prometheans also almost deny the very existence of nature as well as they see little need for 
the government. In addition, Economic Rationalism is drenched with notions of self-interest and ignores 
environmental concerns. Such ideas that are not present in the findings on the SGE case.6 
 
Following earlier statements, the focus on this study is the identification of the four elements of table 1. 
that can uncover the rationale justifying SGE. This provides for an open approach that does not limit its 
scope to elements identified or categorized by other authors. Yet, as concluded above, the findings do 
correspond - to a significant extent - to one category of environmental discourse in particular. This points 
towards the idea that the rationale in the SGE case is based on similar interpretations or knowledge 
claims of environmental concerns, as those that form the foundation of the EM discourse. However, the 
case under review is set in a specific context, highlighting specific elements and factors that do not 
necessarily have to be present outside of this context. In other words, the discourse justifying the SGE 
case partly reproduces the discourse of EM, creates additional discursive elements and includes some 
notions of Prometheanism and Economic Rationalism. Nevertheless, it is clear that the justification of 
SGE against the emission reduction pledges is mainly grounded in EM which can be labelled as 
‘dominant’ since the “central actors (are) forced to accept the rhetorical power of a new discourse 
(‘discourse structuration’ )(Hajer, 2005, p. 302) ” and since it “solidifies in particular institutional 
agreements (‘discourse institutionalization’) (Hajer, 2005, p. 302),” (Machin, 2019). Taking into 
account that the narratives are produced or reproduced in all the documents analysed and considering 
the fact that these narratives have motivated political and institutional agreements on SGE, this holds 
true. Knowledge supporting the idea of EM prevails.  
 
5.2.2. Evaluating the consequences  
 
The fact that the EM discourse is dominant in the SGE justification is of interest since it opens up another 
realm of analysis. Existing research on the claims generating the EM discourse can be used to assess the 
validity of the SGE discourse and its potential for success. Before starting the evaluation, it should be 
clarified that EM can be divided in ‘weak’ and ‘strong’ versions. The ‘weak’ or ‘techno-corporist’ 
version focuses on an environmentally sensitive economic system whereas the ‘strong’ or ‘reflexive’ 
version points towards an exit from the industrial society (Hajer, 1995; Ramaaker, 2018). Bäckstrand 
and Lövbrand describe the weak version as a “technocratic and neo-liberal economic discourse that 
does not involve any fundamental rethinking of societal intuitions.” Taking into account the fundamental 
role of technology, as well as the absence of addressing the reform of societal institutions, it seems that 
the EM discourse reproduced in SGE discourse is the weak version. After all, the results don’t stress a 

                                                
6 A snapshot of the Promethean discourse, Economic Rationalism and Ecological Modernization as identified by 
Dryzek can be found in the Appendix.  
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conviction that considers “broad-ranging changes to society’s institutions structure with a view to 
making them more responsive to ecological concerns (Dryzek, 2013, p. 176).”  
 
Perspectives on the potential of the weak versions of ecological modernization appear to be pessimistic. 
Even though Dryzek argues that weak EM proved to be the “cleanest and greenest in developed nations 
(Dryzek, 2013, p.183),” so far, the likeliness that this will be withheld in the long term is limited. In the 
short term, the narrative of weak EM might be appealing, but especially in the long-term it is unlikely 
that the discourse will live up to its expectations. On the one hand the prospects for economic growth 
stemming from green technologies are disputed as well as there are insecurities about its effects on 
competitiveness (Machin, 2019). On the other hand, there are serious challenges regarding its 
effectiveness in achieving environmental goals (Machin, 2019). Again, the faith in technological 
solutions is one of the factors that makes the potential for success fragile. The literature review already 
stressed that technological returns are diminishing and even being offset by the sector’s expansion 
(Graham & Shaw, 2008). Where road transport is increasingly making use of alternative sustainable 
fuels, the scenarios for an adequate shift to alternative jet fuels remain bleak (ICAO, 2016; Peeters et 
al., 2016; Staples et al., 2018).  
 
Others have argued that weak EM can be ‘bought’ in wealthy countries as the Netherlands through 
exploiting poorer countries resources in unsustainable fashion or exporting wastes (Dryzek, 2013. 180). 
This does not necessarily relate to the aviation sector but shows that the solutions EM is promoting are 
not structural. On another note, Beck has argued that there will be an eventual success of weak EM 
where the transition to a more environmentally sensitive economic system is managed by the 
government, corporate capitalism and the scientific establishment. However, this transition would 
“warrant skepticism for their complicity in the production of risks (Dryzek, 2013. P.179)”  which in turn 
leads to the chaos and a loss of legitimacy for the dominant institutions of the industrial society (Beck, 
1999). Walker and Cooke conclude that the discourse category of ecological modernization with an 
emphasis on environmental technology and management is dominant but “appears to be failing to 
achieve discursive closure in debates concerning sustainable aviation, suggesting that aviation policy 
is failing to function effectively (Walker and Cooke, 2009, p.388).” Walker and Cooke also stress that 
“the danger of the dominance of the ecological modernization discourse with an emphasis on technology 
is that its agents cannot understand that local environmental and social concerns may be fueling the 
debate surrounding sustainable aviation more than climate change (Walker and Cooke, 2009).”   
 
The weight of evidence suggests that the rationale of weak EM, and therefore that of the SGE project, 
is flawed. If we follow the logic that language is oriented towards social action and a desire to reach a 
certain end then the crucial question is what this end might be (Wetherell & Potter, 1992, p. 93). 
Moreover, it questions why this type of knowledge is legitimized while other knowledge is rejected, 
which brings us to the discussion on power structures and prospects for change.  
 
5.3. Power structures and prospects for change 
 
5.3.1. Regime actors fighting low-carbon transitions  
 
Even though the knowledge claims at the core of the dominant discourse appear to be flawed, it is still 
accepted as common sense (Hajer, 1995). This seems irrational and raises certain questions on why this 
narrative has prevailed over others.  
 
One part of the answer can be found in the attempt of EM to depoliticize the issue and pretend the chosen 
course is “rational, realistic, consensual and beneficial to all (Machin, 2019. P. 223).” Conflicts and 
politics are limited since “on the one hand, politics is rendered unnecessary, since the market 
mechanisms can deliver the solution: on the other, politics is made impossible because the discourse is 
‘common sense’ (Machin. 2019. P.224).” It cancels out the need to impose strict sector specific reduction 
pledges or limits on growth, but even more it cancels out a political debate on such topics. According to 
Machin, this is actually deeply problematic as “it disguises the disagreements at play in environmental 
politics and forestalls the emergence of alternative approaches (Machin 2013, 16–24) (Machin, 2019, 
p. 224).” It might be that there are alternatives offering for more progressive economic frameworks and 
more radical ecological policies. By producing and reproducing a narrative that all can be achieved 
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without any sacrifices, alternatives that suggest otherwise are immediately neglected. Thus, in 
Foucauldian terms EM creates mechanism of exclusion where different knowledge that does not follow 
a “win-win” scenario is immediately rejected. This is problematic since “any real shift to sustainability 
surely must be a result of political decisions that do not, and cannot, satisfy everyone and everything; 
stricter and more explicit regulation and a brake on capitalist expansion may well be both ultimately 
requisite and hotly contested (Machin, 2019. p.224).” The fact that still the EM narrative prevails leads 
to the suspicion that, in contrast to the picture of a win-win situation, the discourse actually suits some 
more than others (Machin, 2019).  
 
For a sector that has “consistently ignored and downplayed ecological, resource, security, and health 
concerns (May and Hill, 2004), despite the more widespread recognition of aviation’s increasing 
environmental, energy, pollution, and noise impacts (International Civil Aviation Organization, 
2001a, Penner et al., 1999, Vedantham and Oppenheimer, 1998) (May and Hill, 2006, p. 436),” it 
should not come as a surprise that it might embed notions of progress and innovation to prevent structural 
changes to its industry. As Hajer argues, in the broader scheme of things the EM discourse involves 
“just a rhetorical rescue operation for a capitalist economy confounded by ecological crisis (Hajer 1995, 
p. 34).” Regime actors thus use the “win-win” narrative to refrain from structural changes to the aviation 
sector. This seriously questions the intentions of these regime actors, of which the government is one, 
to reduce the sectors emissions. Even worse, it leads to confusion on the government’s intention to meet 
any emission reductions at all. This idea, of regime actors purposely neglecting alternatives to the status 
quo in the context of climate change has been studied by Geels.   
 
Geels conceptualizes the relationship between the regime actors as a core regime level alliance (Geels, 
2014). According to Geels, such a core regime level alliance often resists fundamental change in similar 
ways as ideas of hegemony and hegemonic struggles. Geels specifies this theory in the context of climate 
change and low-carbon transitions. He discusses material, instrumental, discursive and institutional 
forms of power that are employed by the regime actors and argues that these powers are used to resist 
fundamental system change of low-carbon transitions. The underlying analytical argument is that 
policymakers (in the SGE case: the Dutch government) and incumbent business actors (in the SGE case 
mainly the Royal Schiphol Group) form close alliances because of their mutual dependencies: “On the 
one hand, firms and industries depend on governments for establishing property rights, rules of 
exchange (obligations of contracts), and general governance structures that establish legal and illegal 
forms of corporate behavior (Figstein, 1996) (Geels, 2014, p.26). ” And, on the other hand “capitalist 
societies are systematically dependent on economic growth, which implies that a central role of the state 
is to advance the general interest of capital (Burnham, 1990) (Geels, 2014, p. 26).” This 
interdependency is clearly represented by the SGE case as the governments owns a majority share in the 
Royal Schiphol Group.  
 
Thus, the alliance benefits from maintaining the status quo. This notion of regime resistance can explain 
the mechanism of exclusion and the complete lack of debate on topics as fuel taxes for aviation or the 
stimulation of behavioral change towards alternative forms of travel. Moreover, it explains the 
government’s decision to exclude the aviation sector from the Climate Agreement. By transferring this 
responsibility to for example the ICAO, the government does not need to enforce strict quotas on their 
‘allies’. It brings the contradictive discursive elements of the SGE rationale together as both the 
argument of economic competition and the EM dominance serve the regime alliance in resisting 
structural low-carbon transitions. Unfortunately, this conclusion does not provide for much hope on 
serious emission reductions. According to Geels, the destabilize of the ‘carbon-regime’ is therefore also 
crucial. It is the “socio-political struggles with fossil fuel companies and other incumbent firms (e.g. 
electric utilities, car companies) will be crucial in the case of low-carbon transition (Geels, 2014, p. 
37).” This brings us to the prospects for change. 
 
5.3.2. Prospects for change  
 
In light of what has been concluded above, the prospects for change seem limited. As mentioned earlier, 
discourse is not only about what is being said but also about what is not being said: the mechanisms of 
exclusion. The CDA uncovered that alternatives limiting aviation growth where cancelled out on the 
belief that a restricted supply of flights “won’t necessarily reduce CO2 emissions (van Nieuwenhuizen 
Wijbenga, 2019b, p.3).” Moreover, discussion on fuel tax or behavioral change were severely limited. 
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In order to destabilize the carbon-regime, the discursive field should be opened and allow for topics as 
such to enter the field. As highlighted in the methods section, this study departs from a belief that actors 
can make a comparative assessment and are able to choose from a variety of discourses: there is room 
for reflection. It highlights the possibility for negotiation and negation: the fact that a certain image is 
portrayed does not mean that such an image should automatically be accepted. Yet, this process is 
obviously enabled when alternatives enter the discursive field.  
 
In that regard, the analysis did uncover some positive developments. The flaws that have been made in 
the Environmental Impact Assessment on Lelystad Airport led to public outcry and public pressures. 
Such pressures have pushed to government to reassess their environmental decision-making which 
improved the level of ecological conservation (van Nieuwenhuizen Wijbenga, 2018a). In addition, this 
generated the awareness that public involvement is key, which in turn led to an increase in public 
consultation on aviation policy. The metaphor of the caring government also points towards an increase 
in awareness of the low levels of trust, which the government is now aiming to restore (van 
Nieuwenhuizen Wijbenga, 2018b). In consulting the public, more philosophic questions that deviate 
from the EM narrative have been asked as “To what extent do we want flying to remain affordable for 
people that want to go on a holiday, visit contacts or work? (De ArgumentenFabriek, 2018, p.6)” and 
“How do we cherish the intrinsic value of nature and the recreative value of outer areas (De 
ArgumentenFabriek, 2018, p.10).” The Anthology of exploration phase on aviation in the Netherlands 
2050 also seems to reflect increasing public awareness of not only the local, but also the wider 
environmental costs of the aviation sector. Furthermore, the PBL increasingly motivates the government 
to explore the economic value of the aviation sectors, through scrutinizing “Which regions, economic 
sectors and groups profit from the aviation sector and which don’t (Schuur et al., 2018, p.58) and 
“Expand the calculation of public costs and benefits to including non-CO2 effects as NO2 and water 
vapor (Schuur et al., 2018, p.59).” These developments can indicate that there are some cracks opening 
up in the discursive field.  
 
Still, such statements are not reflected in the current position of the government vis-à-vis SGE. The 
recent the decision to become shareholder of Air France – KLM reflects the governments prevalent 
belief in the aviation sector being “crucial for the Dutch economy (Engelen, 2019).” Even though there 
are some attempts to challenge the prevailing discourse, when staying committed to weak EM, the 
prospects for structural change remain fragile. Osland described this bleak scenario as follows “politics 
in our type of society is dependent on the capitalistic economy, not just because the political institutions 
and decisions are so deeply woven into a global economy, but also because we are dependent upon the 
market’s ability to deliver and institutionalise technological solutions to the decoupling problem. Given 
today’s technology, this demands that one overrides ecological modernisation as strategy through 
reducing growth rate in some areas. Here, passenger transport with car and air travel stand out, both 
nationally and internationally, as significant, albeit problematic, areas (Osland, 2016, p. 368).” Also 
the fact that environmental groups have recently stepped out of the Schiphol Local Community Council 
negotiations on the grounds that they did fundamentally disagree with the developments in the SGE case 
does not reflect bright prospects for change (van Nieuwenhuizen Wijbenga, 2019c).  
 
Going back to the introduction that highlighted the sectors prospected growth rates as well as its 
detrimental environmental effects, additional research is strongly encouraged. It is argued here that this 
study has uncovered the discursive elements justifying the SGE project against emission reduction 
pledges. However, in light of the limitations stated, it does not mean that this reality is dominant outside 
of the specific context studied. Considering the dominant reproduction of EM, and the fact that the 
claims of EM go beyond the context of this study, it could be argued that it is probable that similar 
patterns can be found in other rationales of Dutch environmental decision-making. In fact, Hajer and 
Dryzek have argued that EM has been dominant in the Netherlands in a wider context (Dryzek, 2013; 
Hajer 1995). However, such proposition deserves to be explored further as the focus of this study was 
narrowly defined on the SGE context. Returning back to the SGE context, it represents a rationale with 
high and unrealistic hopes that  “green innovation will be sufficient to bring about low-carbon scenarios 
(Geels, 2014, p. 37),” and believes in market mechanisms, while in fact  “Scientifically, carbon offsetting 
does not reduce atmospheric concentrations of CO2 in the atmosphere (Becken & Mackey, 2017, p. 
79).” Hence, serious risks on the achievement of emission reduction pledges are being taken. It is 
therefore recommended that research will be conducted on the opportunities for alternatives to enter the 
discursive field. When other types of knowledge are able to challenge the dominant discourse, its 



 29 

authority can be contested. Concurrently studies could also examine other forms of power which could 
oppose the regime-actors in other ways.  Such undertakings are crucial in uncovering how to stimulate 
the destabilization of the ‘carbon-regime’. Taking up on the developments regarding the Urgenda case, 
it would also be of interest to examine the legal stance on aviation expansion against the responsibilities 
of the government to fight climate change. Furthermore, this studied followed a Dutch perspective. In 
order to generate knowledge on the international discrepancy between the expanding aviation industry 
and climate change, studies of other countries or regions would contribute to sketching a broader picture. 
As airport expansion keeps being advocated for and, against all arguments given, emissions are 
continuously increasing, exploring the socio-political struggles in the SGE case but also at a European 
of even international level is essential in the continuous fight against climate change.  
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6. Conclusion 
 
The aim of this study was to increase the understanding on the discrepancy between the fast-growing 
aviation industry against the politics of climate change. The context of the ongoing decision-making 
process of the SGE project provided for a relevant and interesting case that hopefully motivates other 
researchers to explore this discrepancy further. 
 
The discourse analysis uncovered that the discourse rationalizing the SGE case against the background 
of emission reduction pledges was dominantly shaped by two narratives, with the second forming the 
heart of the discourse. The first narrative can be identified as a rather practical justification, born out of 
the perceived economic importance of the expansion. The analysis uncovered an emphasis on economic 
competition that justified the sectors exclusion from the countries leading document on emission 
reduction pledges, the Climate Agreement. According to this line of thought, national reduction pledges 
for aviation would not serve the fight against climate change, as a potential decrease in emissions in the 
Netherlands would just be outweighed by emissions in other countries. Moreover, such pledges would 
harm the economy of the country as, due to the increasing competitiveness, Schiphol would lose its 
‘hub-function’ and with that thousands of direct and indirect jobs. Thus, the responsibility of sector 
specific emission reductions is transferred to international bodies as the ICAO, thereby making it easier 
to justify SGE against emission reduction pledges as those do not include strict national pledges.  
 
The second and dominant narrative proved to be grounded in the discourse of EM and presents the idea 
that the SGE project would not diminish the governments capacity to achieve any of its emission 
reduction pledges. This discourse is built on the conviction that economic growth and ecological 
conservation are compatible and even empowering. Enabled by market-mechanisms, innovation and 
technology, efficiencies will increase, and emissions will decrease. Even more, attempts for a cleaner 
and greener aviation sector would provide for economic opportunities and thus serve economic goals in 
line with ecological ones. This narrative, deeply grounded in the belief that technological developments 
will provide for a reduce in emissions as well as provide for economic growth, has dominantly shaped 
the narrative justifying SGE against emissions reduction pledges.  
 
The discussion showed that the scenario’s for EM to actually serve both goals appear to be very limited. 
Its blind faith in (unrealistic) emission reductions from technological developments and market-
mechanisms impedes efficient policies and obstructs a debate on alternative solutions. This mechanism 
of exclusion neglects all alternatives whereas “any real shift to sustainability surely must be a result of 
political decisions that do not, and cannot, satisfy everyone and everything; stricter and more explicit 
regulation and a brake on capitalist expansion may well be both ultimately requisite and hotly contested 
(Machin, 2019. p.224).” The fact that still, the EM narrative prevails, has led to the conclusion that this 
“win-win” scenario suits some more than others. Sadly, it seems that the regime actors, of which the 
government is part, continuously reproduce the EM narrative as this prevents fundamental system 
change to low-carbon futures. Geels demonstrated that interdependencies between the government and 
private parties, in the SGE case undeniable present with the government owning the majority of the 
Schiphol Group, motivate the regime actors to maintain the status quo. This conclusion is rather grim as 
maintaining the status quo would be at the expense of the environment and quite frankly put serious 
doubts to the government’s intentions to reduce CO2 emissions. According to Geels, the destabilization 
of the ‘carbon-regime’ is therefore crucial: “socio-political struggles with fossil fuel companies and 
other incumbent firms (e.g. electric utilities, car companies) will be crucial in the case of low-carbon 
transition (Geels, 2014, p. 37).” Unfortunately, the current situation in the SGE case does not present 
that this ‘carbon-regime’ will be challenged to a significant extent soon.  
 
The conclusions drawn thus aid our understanding on the rationale of the specific SGE context. Going 
back to the limitations stated, this does not mean that one can just assume that this reality is also 
dominant outside of the specific context studied. Even though Hajer and Dryzek have argued that the 
reproduction of the EM discourse is dominant in broader contexts of environmental policy-making in 
the Netherlands and other European countries, such generalization cannot be drawn from this study 
(Dyrzek, 2013; Hajer 1995). Hence, this study explains the justification of SGE and, in doing so, offers 
for a potential explanation of the discrepancy in other Dutch environmental policies or in similar 
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situations in other countries. In order to support whether this explanation is actually prevailing, studies 
of wider scope are very much recommended.  
 
One balance it would seem that expansionist aviation policies are justified on the basis of economic and 
technological arguments that have proven to be flawed. If the Dutch government is honestly committed 
to reducing its anthropocentric emissions, the aviation sector can no longer be treated in such favorable 
manner: expansionist policies cannot be justified against emission reduction pledges. As mentioned 
before, pollution does not know borders. Yet, it is time that the Dutch government wakes up and realizes 
that the climate crisis does not know either, and that any fight against it starts by its source: the 
anthropogenic CO2 emissions of which the aviation sector will only emit more and more.  
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Appendixes 
 
Overview of selected Material  
 
Category 1: Documents focusing on Dutch climate reduction pledges 
 

Nr
. 

Source/ Search 
terms 

Type/ info  Title Author Main findings  
(non 
discursive) 

1 Website central 
government on 
Climate 
Agreement 
 
Climate 
Agreement  
 Question on 
Climate 
Agreement 
(Wiebes, 2018) 

Parliamentary 
Questions  
 
Minister of 
Economic 
Affairs and 
Climate 
responding to 
questions from 
Van Raan 
(PvdD)  
 
5 pages  

Antwoorden op 
Kamervragen over 
Wetenschappelijke 
borging klimaatbeleid 
 
[Responding on 
questions about the 
scientific quality 
assurance of the 
Climate Agreement] 
 

Eric Wiebes,  
Minister 
Economic 
Affairs and 
Climate  
 
 

The PvdD 
political party 
questions the 
scientific 
quality of the 
Climate 
Agreement.  
 
Responsible 
minister 
defends the 
scientific 
quality.  

2 Website Royal 
Schiphol Group  
 
 
Aviation plan 
Smart and 
Sustainable 
 
(Royal 
Schiphol Group 
et al., 2018) 

Report – 
offered to 
Minister 
Infrastructure 
and Water 
management, 
van 
Nieuwenhuize
n Wijbenga 
and referred to 
in Climate 
Agreement  
 
24 pages  

Slim én Duurzaam – 
Actieplan Luchtvaart 
Nederland:35%minde
r CO2 in 2030 
 
[Smart and 
Sustainable – 
Actionplan aviation in 
the Netherlands: 35% 
decrease in CO2 by 
2030] 

Royal Schiphol 
Group, KLM 
and eighteen 
other 
organisations 
and companies. 

Referred to in 
Climate 
Agreement as 
framework 
for aviation to 
reduce 
emissions.  
 
Focuses on 
technological 
measures and 
compensation 
schemes.  
 

3 Website central 
government on 
Climate 
Agreement 
 
Climate 
Agreement 
 
(Klimaatberaad
, 2018a)  

Parliamentary 
paper - 
Decision 
 
233 pages 
(mobility 48) 

Ontwerp van het 
Klimaatakkoord 
 
[Draft of Climate 
Agreement] 
 
 

Ed Nijpels, 
Chairman 
Climate Council  
 
Climate Council 
is the 
consultative 
body 
responsible for 
the Climate 
Agreement 

Aviation 
barely 
mentioned. 
Responsibilit
y is 
transferred to 
international 
level.  
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4 Database 
central 
government  
 
Climate 
Agreement and 
Aviation 
Aviation Policy  
 
(Air Cargo 
Netherlands et 
al., 2019; van 
Nieuwenhuizen 
Wijbenga, 
2019a) 

Parliamentary 
paper - Letter  
 
16 pages  
 

Klimaatbeleid voor 
luchtvaart 
 
[Climate policy for 
aviation] 
 

Minister 
Infrastructure 
and Water 
management, 
van 
Nieuwenhuizen 
Wijbenga 

The letter 
outlines the 
cabinet’s 
plans on 
reducing CO2 
emissions of 
the aviation 
sector. 
Attached to 
the letter there 
is a summary 
of all 
measures and 
the current 
state of 
affairs.  

5 Parliamentary 
paper – Report 
attached to the 
letter   
 
22 pages 

Ontwerpakkoord 
Duurzame Luchtvaart 
 
[Draft agreement on 
Sustainable Aviation] 
 

24 parties – 
including 
Ministry of 
Infrastructure 
and Water 
management, 
Schiphol Group 
and several 
airlines, 
together they 
constitute the 
“Sustainable 
Aviation Table” 
(Duurzame 
Luchtvaarttafel)
. 7 

Measures 
focus mainly 
on 
technological 
improvement 
and 
compensation 
schemes. 
Dutch 
aviation 
sector is 
presented in 
positive light, 
as a potential 
leader to 
trigger the 
transition to a 
more 
sustainable 
sector. 

6 Website central 
government on 
Climate 
Agreement 
 
Assessment of 
Climate 
Agreement 
(PBL, 2019) 
 

Parliamentary 
paper – Report 
 
135 pages 
 

Effecten ontwerp 
Klimaatakkoord 
 
[Assessment of 
Climate Agreement 
draft] 
  

PBL 
Netherlands 
Environmental 
Assessment 
Agency 

General 
conclusions 
are that the 
prospected 
49% CO2 
reductions 
can be 
achieved. For 
the mobility 
chapter the 
electrification 
of vehicles is 
seen as 
promising. 
Long-term 

                                                
7 Air Cargo Netherlands, Evofenedex Ltd, Aircraft Owner and Pilot Association Netherlands, GKN 
Aerospace/Fokker Technologies, Board of Airline Representatives in the Netherlands, KLM Royal Dutch 
Airlines, Correndon Ltd, Royal Dutch Association for Aviation, Dnata Netherlands, easyJet company Ltd, Air- 
and Aerospace Netherlands, Eindhoven Airport Plc, Air-Traffic Control the Netherlands, Ministry of 
Infrastructure and Water Management, Royal Schiphol Group, Netherlands Association of Commercial 
Aviation, SkyNRG Ltd, Netherlands Areospace Centre, Delft University of Technology, Dutch Association of 
Airports (NVL), TUI Airlines Netherlands Ltd, PricewaterhouseCoopers Ltd, VNO-NCW.  
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prospects are 
examined as 
unclear. 
Development
s of 
renewables 
will benefit 
road-transport 
before other 
sector.  

7 Website of 
Schiphol 
Airport Group  
 
(“Schiphol | 
Airport 
working 
towards a 
sustainable 
future,” n.d.) 
  

Webpage on 
Future 
Sustainability 
 
 
  
 
 

A sustainable future 
for environment and 
society  
 
 
 
 
 
 

Royal 
Schiphol Group  

Outlines the 
various ways 
in which the  
Royal 
Schiphol 
Group 
contributes to 
sustainability.  

Table 4. Selected material category 1 

  
 
Category 2: Documents focusing on SGE 
 

Nr. Source/ Search terms Type/ info  Title Author Main 
findings 
(non 
discursive) 

8 Database central 
government  
– section on Lelystad 
Airport 
 
Aviation policy  
Development Schiphol 
Lelystad Expansion  
 
(Ministerie van 
Verkeer en Waterstaat 
and Ministerie van 
Volkshuisvesting, 
Ruimtelijke Ordening 
en Milieubeheer, 2009) 

Parliamentar
y Paper – 
Policy plan  
 
145 pages 

Luchtvaartnota – 
Concurrerende en 
duurzame 
luchtvaart voor een 
sterke economie 
 
[White Paper on 
Dutch Aviation – 
Competitive and 
sustainable aviation 
sector for a robust 
economy] 
 

Ministry on 
Transport and 
Water 
management 
(now Ministry 
on 
Infrastructure 
and Water 
management) 
and Ministry of 
Housing, 
Spatial 
Planning and 
the 
Environment 
Cramer (now 
dispersed over 
other 
ministries) 

White 
Paper that 
founded the 
policy plan 
for civil 
aviation 
developme
nt in the 
Netherland
s until the 
year 2020.  
 
Focuses on 
Schiphol 
Airport and 
its 
prospected 
growth. 
Discusses 
the limit of 
510.000 
flight 
movements
, 50-50 
principle 
and the 
accommod
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ation of 
flights at 
Lelystad 
and 
Eindhoven 
Airport. 
 
These 
issues form 
the main 
points of 
discussion 
today.  

9 Website Schiphol 
Local Community 
Council  
(former Alders Table 
Schiphol)  
 
(Mansfeld, 2015b) 
  

Parliamentar
y paper – 
Letter of 
response  
 
5 pages  

Reactie advies 
Alderstafel NNHS 
regel vierde baan 
Kamerstukken II 
2014-2015, 34 098, 
nr. 1-3 
 
[Response on 
Advice Alders 
Table NNHS 
fourth-runway 
regulation 
parliamentary 
papers II 2014-
2015, 34 098, nr. 1-
3] 

State Secretary 
Infrastructure 
and 
Environment 
Mansveld  
 
(now Ministry 
on 
Infrastructure 
and Water 
management) 

The 
government 
grants 
Schiphol 
more 
flexibility 
on the use 
of its 
runways. In 
return, the 
limit of 
flight 
movements 
at Schiphol 
is reduced 
from 
510.000 to 
500.000.  

10 Database central 
government  
– section on Aviation 
 
Schiphol Airport  
Expansion Schiphol 
 
(Actieagenda Schiphol, 
2016) 

Parliamentar
y paper – 
Report 
 
56  pages  
 

Actieagenda 
Schiphol  
 
[Action Agenda 
Schiphol] 
 

Ministry of 
Infrastructure 
and 
Environment 
(now: Ministry 
of 
Infrastructure 
and Water 
management) 
 
 
Ministry of 
Economic 
Affairs (now 
Ministry of 
Economic 
Affairs and 
Climate) 

Provides 
for 
measures to 
maintain 
the 
competitive
ness of 
Schiphol, 
investing in 
efficiency, 
the network 
and 
sustainabili
ty.  
 
Governmen
t clearly 
aims for 
opening 
Lelystad 
Airport by 
2018. 
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11 Database central 
government  
–  
section on Lelystad 
Airport 
 
Schiphol developments 
2016  
Opening Lelystad 
Airport 2018 
Fourth lane Schiphol 
 
(Dijksma, 2016) 

Parliamentar
y paper – 
Letter  
 
5 pages 

Verzamelbrief 
Schiphol 
 
[Letter assembled 
issues Schiphol] 
 

State Secretary 
of 
Infrastructure 
and 
Environment 
Dijksma  (now: 
Ministry of 
Infrastructure 
and Water 
management) 
 

Discussing 
various 
issues 
related to 
Schiphol 
expansion. 
It highlights 
the urgency 
to take 
steps, for 
example to 
develop the 
“selectivity 
policy” 
(that 
outlines 
which/ how 
flights will 
exactly be 
accommod
ated 
Lelystad 
Airport).  
 
The 
opening of 
Lelystad 
Airport is 
still 
expected to 
take place 
in 2018.   

12 Database central 
government  
–  
section on Lelystad 
Airport 
 
Environmental Impact 
Assessment Lelystad 
(EIA)  
Noise measurements 
Lelystad Airport 
Connectivity routes to 
Lelystad Airport 
 
(Dijksma, 2017) 

Parliamentar
y paper – 
Letter 
 
3 pages 

Milieueffectrapport 
(MER) en 
geluidberekeningen 
Lelystad Airport 
 
Environmental 
Impact Assessment 
and noise 
measurements 
Lelystad Airport 
 

State Secretary 
of 
Infrastructure 
and 
Environment 
Dijksma  (now: 
Ministry of 
Infrastructure 
and Water 
management) 
 

Could be 
regarded as 
a turning 
point, at 
least in the 
public 
debate.  
 
In 2014 the 
government 
published 
an EIA on 
Lelystad 
Airport, yet 
research of 
regional 
groups like 
Hoogoverij
ssel 
uncovered 
that there 
were flaws 
in the EIA, 
especially 
regarding 
levels of 
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nuisance. In 
the letter, 
the 
Ministry 
acknowled
ges this and 
announces 
that the EIA 
will be 
adjusted.  
 
This 
triggered a 
boom in the 
public and 
political 
discussion. 

13 Database central 
government  
–  
section on Lelystad 
Airport 
 
Environmental Impact 
Assessment Lelystad 
(EIA)  
Opening Lelystad 
Airport  
Connection to Lelystad 
 
(van Nieuwenhuizen 
Wijbenga, 2018c) 
 

Parliamentar
y paper – 
Letter 
 
15 pages  

Aansluitroutes en 
MER-actualisatie 
Lelystad Airport 
 
[Connectivity-
routes and EIA-
realization Lelystad 
Airport] 
 

Minister 
Infrastructure 
and Water 
management, 
van 
Nieuwenhuize
n Wijbenga 
 

The 
government 
acknowled
ges that not 
only the 
noise-levels 
should be 
re-
examined, 
but also the 
altitudes of 
the flights 
from and to 
Lelystad 
(laagvliegr
outes) 
should be 
reassessed. 
 
The 
document 
provides for 
a number of 
alterations 
on the 
regulations 
for Lelystad 
Airport. 

14 Database central 
government  
 
Aviation plan 2050 
Development Schiphol 
Lelystad Expansion  
Assessment aviation 
policy 
  

Parliamentar
y paper - 
Letter  
 
6 pages  

Opbrengst 
verkenningsfase 
Luchtvaartnota  
(2020-2050) 
 
[Outcome 
exploration phase 
aviation White 
Paper (2020-2050)]  

Minister 
Infrastructure 
and Water 
management, 
van 
Nieuwenhuize
n Wijbenga 
 

Governmen
t publishes 
a new 
White 
Paper on 
aviation for 
the period 
2020-2050.  
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15 (van Nieuwenhuizen 
Wijbenga, 2018b) 
 
(De 
ArgumentenFabriek, 
2018)  
 
(Schuur et al., 2018) 
 
 

Parliamentar
y paper – 
Report 
attached to 
the letter  
 
23 pages  

Bloemlezing 
verkenning 
luchtvaart in 
Nederland 2050 
 
[Anthology of 
exploration phase 
on aviation in the 
Netherlands 2050] 

Ministry of 
Infrastructure 
and Water 
management 

Provides 
for an 
insight on 
the public 
opinion 
regarding 
aviation 
developme
nts in the 
Netherland
s.  

16 Parliamentar
y paper – 
Report  
attached to 
the letter  
 
71 pages 

Kennisscan 
Luchtvaartnota 
 
[Quick scan 
Aviation White 
Paper 2050] 
 

PBL 
Netherlands 
Environmental 
Assessment 
Agency 

PBL 
assesses the 
White 
Paper and 
advises to 
government 
to consider 
some 
assumption
s taken for 
granted 
before.  

17 Database central 
government  
– general search 
 
Selectivity policy 
Schiphol  
European commission 
on Schiphol Expansion 
 
(van Nieuwenhuizen 
Wijbenga, 2019b) 

Parliamentar
y paper – 
Letter 
 
3 pages 

Selectiviteitsbeleid 
Schiphol- Lelystad 
Airport  
 
[Selectivity policy 
Schiphol – Lelystad 
Airport] 
 

Minister 
Infrastructure 
and Water 
management, 
van 
Nieuwenhuize
n Wijbenga 
 

Minister 
describes 
how the 
European 
Commissio
n (EC) 
rejected the 
selectivity 
policy and 
outlines 
how a new 
selectivity 
policy will 
be 
produced. 

18 Database central 
government  
– general search 
 
Schiphol Local 
Community Council 
Future Schiphol 
 
(van Nieuwenhuizen 
Wijbenga, 2019c) 

Parliamentar
y paper – 
Letter  
 
2 pages 

Verslag 
besprekingen 
Omgevingsraad 
Schiphol over de 
toekomst van 
Schiphol 
 
[Report on 
meetings Schiphol 
Local Community 
Council about the 
future of Schiphol] 
  

Minister 
Infrastructure 
and Water 
management, 
van 
Nieuwenhuize
n Wijbenga 
 

Due to the 
wide 
variety of 
opinions 
regarding 
SGE, the 
Schiphol 
Local 
Community 
Council is 
unable to 
provide for 
a common 
advice to 
the 
government
.  The 
Minister 
doesn’t 
specifically 
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address this 
issue. 

19 Google search  
 
Van Nieuwenhuizen on 
Lelystad Airport 
Van Nieuwenhuizen on 
Schiphol Airport 
 
(Mebius, 2019) 

Newspaper 
interview  
 
3 pages  

Minister van 
Nieuwenhuizen: 
you can’t say: 
“Schiphol, this was 
it, forever.”  
 
Minister van 
Nieuwenhuizen: je 
kan niet zeggen: 
Schiphol, dit was 
het, voor altijd.  

Dion Mebius, 
journalist of de 
Volkskrant 

The 
interview is 
focused on 
SGE. The 
Minister 
publicly 
argues that 
Schiphol 
WILL grow 
and 
Lelystad 
Airport 
WILL open 
soon. 

20 Website of Lelystad 
Airport  
 
(Lelystad Airport, n.d.) 
  

Webpage on 
the future of 
the Airport 

Future  
 
(English page) 

Lelystad 
Airport 

Very little 
information 
available.  

Table 5. Selected material category 2 
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Discourse analysis per document 
  
Category 1: Documents focusing on Dutch climate reduction pledges 
 

Doc. 1 Antwoorden op Kamervragen over Wetenschappelijke borging klimaatbeleid 
[Responding on questions about the scientific quality assurance of the Climate Agreement] 
The production of the text  Positionality The Minister defends the Climate 

Agreement against questions from 
another parliamentarian (from the Party 
of the Animals; Partij voor de Dieren).  

 Semantics Defensive language. Questions 
regarding scientific quality all refer to 
the integrity of the PBL (NL 
Environmental Assessment Agency). 
Minister neglects suggestions of second 
opinions and defends the certain 
technologies while being aware of the 
fact that “Such technologies offer only 
limited potential to remove 
carbon…(p.4)”  

 Assumptions Assumptions present in the answers:  
• It is argued that only a PBL 

assessment is sufficient. It is 
thus assumed that there is no 
value in a second opinion, that 
the PBL assessments are always 
reliable. 

• Considering the focus on 
technical measures, it is 
assumed that such are more 
effective or more desirable than 
for example behavioral 
changes. 

 Intertextuality and 
Interdiscursive elements 

Climate Agreement, PBL assessment.  

Distribution of the text Receiver Direct answers to one parliamentarian 
but provided to the whole parliament 
and open for the public.  

 Medium Parliamentary questions, format is 
similar to that of an interview.  

Context Major events or broader 
debates 

The questions were derived from a news 
article criticizing the strategies of the 
Climate Agreement.  
Broader context can be found in the draft 
of the Climate Agreement.  

Table 6. CDA document 1  

Doc. 1 Antwoorden op Kamervragen over Wetenschappelijke borging klimaatbeleid 
[Responding on questions about the scientific quality assurance of the Climate Agreement] 
Basic entities recognized or constructed Focus is narrow, on the PBL.  

PBL is recognized as the principal organ 
for scientific judgement.  

Assumptions about natural relationships Partnership between the government, 
scientific community and stakeholders.  

Agents and their motives Scientific community (embodied by the 
PBL) that, together with relevant 
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stakeholders and the government, is 
motivated to fight the climate crisis in 
most efficient way.  

Key metaphors and other rhetorical devices   Complexities.  
Economic motivation.  
Technological focus: 
“CCS is no panacea for the whole 
climate crisis – but we can’t exclude any 
options and CCS will play a role (p.4),” 
and  
“As mentioned, CCS and CCU will 
inevitably be a part of the measures for 
companies to reduce their emissions in a 
cost-efficient way (p.4).”  

Table 7. Dryzekian elements document 1 
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Doc. 2 Slim én Duurzaam – Actieplan Luchtvaart Nederland: 35% minder CO2 in 2030 
[Smart and Sustainable – Actionplan aviation in the Netherlands: 35% decrease in CO2 by 2030] 
The production of the text  Positionality The authors present themselves as the 

“leading airlines or aerospace 
companies and knowledge institutions 
(p.6).” The document constructs an 
‘other’ in those companies that are not 
innovative or other EU member states 
that are not willing to, for example, 
support the Single European Sky 
initiative. The national element is 
highlighted, e.g. “Dutch smartness 
(p.6),” “Dutch well-being and wealth 
(p.6),” and the “Dutch competitive 
advantage (p.7).”  
 
The goal presented is to become the 
smartest and most sustainable aviation 
sector of the world. In doing so the 
authors want to reduce the CO2 
emissions by 35%.  It is not stated that 
the goal is to reduce emissions by 35% 
in order to fight climate change. Instead, 
the economic value of the sector is 
stressed “(that the aviation sector is) an 
indispensable pillar of the Dutch 
welfare, and makes the Netherlands a 
top-destination for foreign investment 
(p.6)” 
 
The plan aims to reduce emissions with 
35% by 2030, against prospected levels 
of emissions found in the ‘low-
development’ scenario of the study The 
Netherlands in 2030-2050: two 
reference scenarios – Exploration of the 
future for Welfare and the Living 
environment (in terms of standards of 
living) (CPB/PBL, 2015). This study is 
conducted CPB Netherlands Bureau for 
Economic Policy Analysis and the PBL 
Netherlands Environmental Assessment 
Agency. The ‘low-development’ 
scenario is built upon assumptions of 
limited demographic development 
together with limited economic growth, 
of about 1% per year. The ‘low-
development’ scenario anticipates a 
45% reduction of the total CO2 
emissions. Thus, the aviation sector 
aspires to lower their share of emission 
with 35%, thereby potentially increasing 
the total reductions of 45%. In absolute 
terms this would be equal to the sectors 
emission levels of the year 2005.  
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Actions that are recommended are 
almost all grounded in technological 
improvements. Investments in these 
areas are seen as essential. Moreover, 
partnerships are seen as vital for the 
success of all these plans: the sector 
wants to cooperate in the “golden 
triangle,” consisting of the government, 
knowledge institutions and the private 
sector.  
 
Behavioral change is also addressed. In 
cooperation with the NS (Dutch 
Railways) the plan wants to make train 
travels over shorter distances more 
attractive. Yet, the improvement of the 
railways should also serve the airports in 
improving transfers from/to airports. 

 Semantics The Dutch aviation sector is very 
positively addressed, and the Schiphol 
Airport Group is praised. The sector 
wants to contribute and is not seen as a 
driver of the issue at hand (the CO2 
emissions). The effects of flying are 
positively addressed, there is no notion 
mentioning of negative impacts. 
 
The aviation sector as a whole is 
presented as complex, yet the 
Netherlands or the Dutch sector is 
presented as the answer because of its 
knowledge, expertise and unique 
character (p.23). The government is 
addressed as a very important partner.  
 
The document also demands financial 
support from the national government 
but also from the EU.   

 Assumptions Assumptions or dominant worldviews 
can be summarized as follows:  
 

• The technological 
improvements mentioned will 
be successful and will reduce 
the CO2 emissions. 

• The aviation sector is vital for 
Dutch well-being and wealth. 
Assuming that it is irrelevant 
how this wealth is distributed.  

• Sustainability and the Economy 
are compatible.  

• The partnerships are crucial: the 
sector needs to cooperate with 
the government and knowledge 
institutions. 

• The Dutch aviation sector is an 
example to other countries.  
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• Aviation companies and other 
EU countries will support all the 
plans. The production of better 
fleets and more efficient routes 
is heavily dependent on 
developments in EU context and 
developments at Airbus or 
Boeing; these dimensions are 
not discussed nor seen as a 
potential issue.  

 
Not mentioned:  

• It is not mentioned how all these 
plans will be financed. The 
parties clearly demand financial 
support from the Dutch 
government.  

• The demand-side is ignored. 
Both as a strategy as well as an 
outcome; it is not considered 
what the effect of this plan will 
have on the demand. 

• Alternatives as for example 
taxation on kerosene or a flight 
limit are not considered.  

 Intertextuality and 
Interdiscursive elements 

Reference to international bodies (ICA) 
EU legislation (ETS) and the Paris 
Agreement and Climate Agreement.  

Distribution of the text Receiver The Dutch Ministry of Infrastructure 
and Water Management and the 
government more broadly.  

 Medium Report  
Context Major events or broader 

debates 
Climate Agreement and self-regulation 
of the sector.  

Table 8. CDA document 2 

 
Doc. 2 Slim én Duurzaam – Actieplan Luchtvaart Nederland:35%minder CO2 in 2030 
[Smart and Sustainable – Actionplan aviation in the Netherlands: 35% decrease in CO2 by 2030] 
Basic entities recognized or constructed Capitalist economy is dominant: 

competitiveness and economic growth 
are important drivers.  
Aviation sector presented as complex.  
National focus, but importance also 
given to International and EU 
frameworks.  
Technology as prominent solution.  

Assumptions about natural relationships Cooperation between government, 
knowledge institutions and private sector 
are vital.  
 (economic) Competition between 
countries.  Hierarchy based on expertise.   
Sustainability and economy go hand in 
hand “This Actionplan shows that 
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sustainability and the economy go hand 
in hand (p.7).”  

Agents and their motives The leading (Dutch) aviation companies 
and knowledge institutions are motivated 
to make the Dutch aviation sector the 
smartest and most sustainable.  
 
This, in turn, will boost the public good: 
the well-being and wealth of the 
Netherlands. Mixture of self-interest and 
(presented as) public interest.  
 
The motivation is thus not to limit the 
negative impact but framed to boost a 
positive impact.  

Key metaphors and other rhetorical devices   Connection to progress, “for decennia 
long the (aviation) sector has invested in 
better processes throughout the whole 
supply chain (p.6),” “The aviation sector 
will improve the livelihood and the 
connectivity around airports, develop 
new knowledge and stimulate the 
emergence of new markets (p.7).”  
 
Metaphor: the partnership between the 
industry, knowledge institutions and the 
government framed as the “golden 
triangle (p.6).”  
 
Reassurance through understatement, 
e.g. CO2 emissions are mentioned as “an 
effect” – not a negative effect: “Though, 
such a successful aviation sector has also 
an effect (p.6),” and the title “Smart and 
Sustainable,” as well as concepts as 
greening “greening the use of the 
airspace and the aviation technologies 
(p. 6),” implying that the aviation sector 
can be sustainable through technological 
advancements.   
 
The national element is often stressed, 
often linked to positive concepts, 
developments and terms: “Dutch 
smartness (p.6),” “Protecting Dutch 
competitiveness (p.11),” “the famous 
Dutch business instinct (p.23),”…All of 
this makes us (the Dutch aviation sector) 
an essential pillar of the Dutch welfare, 
and makes the Netherlands a perfect 
destination for foreign investment (p.6),” 
“Airlines in the Netherlands invest 
billions in the renewal of their fleet 
(p.15).”  
 
The airports are presented as a 
“laboratory for sustainable development 
(p.19),” showing the sectors 
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‘submission’ to work for the greater 
good.  

Table 9. Dryzekian elements document 2 

Doc. 3 Ontwerp van het Klimaatakkoord [Draft of Climate Agreement]8 
The production of the text  Positionality Narrator is the Climate Council 

(Klimaatberaad) that drafted this 
Agreement. The goal is to reduce the 
CO2 emissions in 2030 by 49%, and to 
make sure that the measures to achieve 
this decrease will be “feasible and 
affordable,” (affordable for both 
households and companies, e.g. it 
shouldn’t decrease their 
competitiveness). For the mobility 
sector the goal of a reduction of 15%, 
with 1990 as a base year, is set.  
 
Outside of the mobility chapter, aviation 
is only mentioned once in relation to the 
production of biofuels. 
The mobility chapter deals with aviation 
to a limited extent as it is argued that 
aviation, and the maritime sector, are not 
a part of the Climate Agreement. Even 
though it is said to be important to 
reduce the emissions of these sectors, 
their international character transfers 
this responsibility is to international 
agreements. However, it is stated that 
the Netherlands wants to be the leader in 
the reduction of emissions in these 
sectors as well as it wants to lead the 
development of innovations in these 
sectors.  
 
The ICAO and the Smart and 
Sustainable Actionplan are mentioned 
as the frameworks to reduce emissions 
on an international level. On a national 
level, the Sustainable Aviation Table – 
(of which there is no reference or 
information on the website) as part of 
the mobility sector table, is initiated and 
charged with the responsibility of 
supporting national and international 
developments. Actions recommended 
are thus mainly of outside of the Climate 
Agreement.  

 Semantics Introduction of the report entails the 
letter of the chairman of the Climate 
Council (klimaatberaad) Ed Nijpels. 
This is written in a sentimental and 
personal way, highlighting that the 
parties involved have been through an 

                                                
8 The whole document is scanned for mentioning of ‘aviation,’ ‘Schiphol,’ ‘Lelystad,’ ‘flying,’. The chapter on 
mobility (pp.48-88) is analysed thoroughly and provides for the main results of this analysis.  
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“intensive and emotional process (p.5),” 
to create this agreement, and they are 
“determined to make it work: there is no 
other choice (p.2).” 
 
The language regarding aviation is 
rather distanced. On the hand it is argued 
that it is important to reduce emissions 
in this sector yet on the other it is argued 
that due to its international character this 
Agreement will not provide for 
additional measures.  
 
The language in the whole Agreement 
action-oriented: all goals are supported 
by agreements per sector. Yet, the 
feasibility still remains insecure as 
specific the costs are not calculated yet 
(this will be done by the PBL and the 
bureau for economic policy Analysis 
(CBP)). Especially the plans regarding 
the industry sector remain unclear and 
questionable regarding the needed 
emission reductions. Overall, economic 
terms as cost-efficiency, 
competitiveness and innovation are 
often used.  
 
Interesting: acknowledgement of 
importance behavioral changes “Travel 
differently (p. 76),” and “Mobility as a 
service (p. 83),” but except for a 
campaign no hard measures to trigger 
these behavioral changes. 

 Assumptions Assumptions or the dominant 
worldview can be summarized as 
follows:  
 

• With the measurements outlined 
it will be able to reduce 
emissions with 49% by 2030, 
thus the plan feasible. 

• The Netherlands should be a 
leader in sustainable aviation.  

• Aviation is of international 
character and therefore 
inclusion in the Climate 
Agreement will not be efficient.  

• It is key for industries to have a 
central role in fighting climate 
change. It is assumed that these 
industries will have a positive 
role in this regard.  

• Regional governments are 
important. 
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• To fight climate change, a 
complete societal transition is 
needed. 

• Technological changes will 
contribute to a significant 
extent, especially 
electrification. 

 
What is not being said:  
 

• How behavioral change will be 
stimulated in relation to air 
travel versus public transport.  

• Why public transport won’t 
receive subsidies to offer for an 
alternative and stimulate 
behavioral change.  

• How regional governments, that 
are seen as an important player 
in executing the Climate 
Agreement, can contribute in 
reducing emissions related to 
aviation. 

• It is assumed that international 
agreements will be successful: if 
not, what is the alternative?  

• What the feedback loops will be 
when other forms of transport 
become more affordable and 
frequently used.  

• It is not mentioned that road 
pricing/road user charges would 
significantly reduce the 
mobility emissions. 

• The whole issue of the SGE 
expansion is not mentioned.  

 Intertextuality and 
Interdiscursive elements 

Relevant international, European and 
national legislation.  

Distribution of the text Receiver The government but open for other 
interested parties e.g. businesses or civil 
society and the public.  

 Medium Report (policy advice) 
Context Major events or broader 

debates 
Paris Agreement 

Table 10. CDA document 3 

 
Doc. 3 Ontwerp van het Klimaatakkoord [Draft of Climate Agreement] 
Basic entities recognized or constructed Acting within a capitalist economy.  

The process of change is related to system 
thinking and system complexities “radical 
system change (p.49),” “system transition 
(p. 100).”  
Technological developments.  
Sustainable Aviation Table constructed as 
the national responsible body.   
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Assumptions about natural relationships Cooperation between private and public 
sector as well as civil society.  
Economic competition, hierarchy is based 
on expertise and innovation.  
Absence of conflict between economic 
interest and sustainability. 
Arbitrary on International and European 
cooperation but clear for aviation sector:  
“Agreements on the aviation and maritime 
sector are excluded from the agreements of 
the Moblity Table of the Climate 
Agreement as the transboundary character 
of both sectors makes international 
agreements more relevant (p.84)” 

Agents and their motives The members of the Climate Council and 
respective sector tables, representing the 
government, the industries and civil 
society, that are motivated by the public 
good: to reduce emissions in an affordable 
and feasible way and establishing safe, 
comfortable and accessible mobility.  

Key metaphors and other rhetorical devices   Progress or development “The industry 
should be challenged to innovate and to 
grow into a flourishing, circular and global 
leader (p.2),” “efficiency-improvements 
(p.24),” “Mobility will be cleaner, smarter 
and different than it used to be (p.51).” In 
addition, the word transition is used 217 
times, often energy transition, but “The 
transition is first and foremost a societal 
transition (p.7).”  
 
To link the process of change to system 
thinking and system complexities “radical 
system change (p.49),” “system transition 
(p.100).”  
 
Analogy to stress the importance of the 
aviation sector for the Dutch economy “the 
Netherlands, distribution-country (p,70).”  
 
Reassurance through metaphors and 
enumeration: we can have it all “carefree 
mobility (p.49),” “No emissions, great 
connectivity and accessibility for young 
and young, rich and poor, abled and 
disabled. Affordable, safe, comfortable, 
easy and healthy. Smart, sustainable, 
compact cities with an optimal flow of 
people and products. Beautiful, habitable 
and well accessible areas and villages 
where mobility is the key between working, 
living and leisure (p. 49).”  

Table 11. Dryzekian elements document 3 
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Doc. 4 Klimaatbeleid voor luchtvaart [Climate policy for aviation] 
The production of the text  Positionality Minister Nieuwenhuizen Wijbenga is 

the narrator, informing the parliament 
about cabinet’s strategy to reduce CO2 – 
emissions caused by aviation, embodied 
in the Draft Agreement on Sustainable 
Development (produced by the 
Sustainable Aviation Table) and the 
current state of the measures taken at the 
international, European and national 
level.  
 
The problem, of growing aviation 
emissions, is presented as difficult but 
possible to overcome. The focus is on 
the Dutch effort, that presents itself as a 
leader in EU and international context: 
the picture of a ‘very ambitious’ country 
acting within a ‘less ambitious 
international framework’ is sketched. It 
is argued that the agreements at an 
international level are preferred as it will 
decrease the changes of judicial or 
political conflict. However, it seems 
more important that the Dutch 
competitiveness won’t be affected.  
 
Regarding the national context, the letter 
uncovers the different opinions of 
parties involved: airlines have 
underlined the importance of “a stable 
and predictable (p.4),” governmental 
policy. It is argued that the political 
decision-making on a variety of 
aviation-related policy questions 
influences the extent to which the 
airlines can commit to the draft 
agreement. At the same time, the 
organization Nature & Environment 
(Natuur & Milieu) believes that the 
plans are not ambitious enough and that 
the alternatives to flying are 
insufficiently addressed – they therefore 
decided to not subscribe to the Draft 
Agreement. This is described as a 
“missed opportunity (p.4),” whereas 
there is no comment on the expressed 
wish of the airlines, in particular KLM, 
for a policy that limits the effects on 
their “future perspective and the 
earnings capacity (p.4).”  
 
The actions recommended are largely 
based in technical measures and in 
compensation schemes. Offering 
alternatives for flying is mentioned as a 
strategy, yet the efforts made seem less 
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strong than for the other strategies. The 
measure to make train travels more 
attractive seems focused on the 
interaction between air travel and train 
travel instead, thereby providing for 
better connection between airports.   

 Semantics Rather informative. 
Insecurities are mentioned, yet the 
positive spirit is dominant.  

 Assumptions Implied truths or worldviews:  
 

• The Netherlands is an ambitious 
country motivated to decrease 
aviation emissions.  

• Compensation schemes and 
technological improvements (in 
the long-term) will provide for 
the necessary reductions. 

• Action at the international level 
will be the most effective of all.  

• It is assumed that the 
Netherlands is a big driver for 
reducing emission in the 
international and EU context.  

• It is assumed that technological 
developments and 
compensation schemes will be 
more successful than behavioral 
change (as they prioritized).  

• Restricting the supply won’t be 
effective since it is described 
that reducing flights to and from 
the Netherlands “won’t 
necessarily reduce CO2 
emissions,”. 

• National measurements only 
will negatively affect Dutch 
competitiveness.  

 
What is not being said:  

• How all the measures will be 
financed.  

• What the alternatives are if 
certain technological measures 
won’t live up to their 
expectations.  

• Why a fuel tax is not 
considered. 

• How certain feedback-loops or 
changes in demand will affect 
this scheme.  

• How the SGE expansion relates 
to this Draft Agreement.  

 Intertextuality and 
Interdiscursive elements 

Climate Agreement, Smart and 
Sustainable Actionplan.  

Distribution of the text Receiver Letter is addressed to the Speaker of the 
House of Representatives. The policy 
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plan is directed to the government (but 
open for other interested parties (e.g. 
businesses or civil society) and the 
public). 

 Medium Parliamentary letter with attachment  
Context Major events or broader 

debates 
Dutch Climate Agreement, Paris 
Agreement and growing aviation 
emissions.   

Table 12. CDA document 4 

 
Doc. 4 Klimaatbeleid voor luchtvaart [Climate policy for aviation] 
Basic entities recognized or constructed Capitalism: “emission reduction in the 

most cost-efficiency way (p.2),” “demand 
and supply (p.10),” “stimulating cost-
efficient measures and invest in 
innovations (p.2).”  
Complexities (There is no “silver bullet 
(p.1)”) 
Technological solutions and market 
mechanisms.  
Sustainable Aviation Table as national 
responsible body.  

Assumptions about natural relationships (economic) Competition: hierarchy 
based on expertise.  
Cooperation on international and 
national levels but arbitrary:  
 “preference for measures at the 
international level… it will limit the risk 
on political and juridical conflicts with 
other countries … and it will limit the risk 
on disruption of the market (p.3),” 
“national measures will influence the (by 
international standards relatively clean)  
Dutch sector’s competitiveness 
negatively (p.3).”  

Agents and their motives The government that, together with 
relevant stakeholders, is motivated by the 
public good: to decrease the CO2  
emissions related to aviation.  

Key metaphors and other rhetorical devices   The document addresses the Dutch 
aviation sector positively. It contains 
reassuring elements, focusing on 
opportunities and the national character.   
“National action (to fight emissions) will 
generate economic opportunities for 
innovation in the Netherlands,” and such 
efforts will function as a “model for 
international agreements. It strengthens 
the credibility of the Dutch efforts at 
international level. Besides, national 
efforts will generate economic 
opportunities for the creation and 
application of innovations in the 
Netherlands (p.3)”  
 
 “Especially the commitment to invest in 
renewables deserves some attention, the 
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opportunities are created by a strong 
combination of the already present 
chemical industry, infrastructure (pipes), 
air- and marine ports and knowledge 
institutions present in the Netherlands 
(p.3),” and “The Netherlands is pushing 
for European-wide taxation on aviation 
(p.8).”  
 
Metaphor of the “golden triangle (p.8)” 
of government, knowledge institutions 
and private parties.  

Table 13. Dryzekian elements document 4 
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Doc. 5 Ontwerpakkoord Duurzame Luchtvaart [Draft agreement on Sustainable Aviation] 
The production of the text  Positionality The Sustainable Aviation Table (Table), 

consisting of 24 parties, is the narrator of 
the document.  
 
The goal is to contribute to the 
achievement of the Paris Agreement and 
the national Climate Agreement: to 
decrease the CO2 emissions in the 
aviation sector. This is done through the 
ICAO and the National Determined 
Contributions. The problem is presented 
as something that can be tackled when 
working on six areas: ambitions and 
objectives; awareness; sustainability 
fund; sustainable fuels; electric aircrafts 
and hybrid flying; fleet renewable and 
retrofitting. It is noted that there are no 
additional teams working on operational 
issues or on the interaction between air- 
and train- travel.  
 
All the actions recommended are 
preliminary. The document describes 
future action as it refers to “the 
Ministry/parties will try to/aim for/work 
for…” Yet clear commitments, 
supported by finances, signatories or 
regulations remain distant. Some goals 
are clearly stated, e.g. the goal of having 
14% of the aviation fuels from 
sustainable sources by 2030, and a 
complete use of sustainable fuels by 
2050. How this will be achieved and 
financed for remains uncertain: “the 
sector is trying to,” “the sector is 
working for …” “it will be researched.” 
Though the technical elements, as the 
development of sustainable fuels, fleet 
renewal and electric aircrafts are still 
more extensively addressed than the 
other measures: the sustainability fund is 
only mentioned (once) and the 
awareness section describes to 
“objectively inform the public (p.9)” 
through a “campaign (p.9).” 
 
Some goals are to be achieved within 
eleven years which would suggest some 
stringent direct action.   

 Semantics The language is direct and forward: the 
document is constructed of lists of goals, 
commitments and future actions.  

 Assumptions Assumptions or worldviews present:  
 

• Aviation sector that is hard-
working and willing to 
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contribute to reduce CO2 
emissions.  

• Technological improvements 
and other forms of innovation 
and the financing thereof is key 
in reducing CO2 emissions. 

• The EU, and the Netherlands 
more specifically, will lead the 
shift to sustainable aviation. It is 
assumed that other countries are 
not able to lead this transition.  

• Global commitments and 
frameworks like the ICAO have 
the biggest potential for success. 

 
What is not being said:  

• How this relates to SGE. 
• How changes in demands are 

taken into account.  
• Why environmental 

organizations or the civil society 
are not involved.  

• Data supporting that the goal of 
14% sustainable fuels for 
aviation is likely to be achieved, 
it is not mentioned what the 
current percentage used is or 
how similar previous changes 
have been achieved.  

 Intertextuality and 
Interdiscursive elements 

Reference to Smart and Sustainable 
Action plan 

Distribution of the text Receiver The government.  
 Medium Report – Draft Agreement.  
Context Major events or broader 

debates 
Paris Agreement, Climate Agreement, 
ICAO  

Table 14. CDA document 5 

 
Doc. 5 Ontwerpakkoord Duurzame Luchtvaart [Draft agreement on Sustainable Aviation] 
Basic entities recognized or constructed Capitalist economy.  

Technological solutions.  
Sustainable Aviation Table as author and 
responsible operational body.  

Assumptions about natural relationships Cooperation, international and national 
partnerships.  
Dutch aviation sector is willingly leading 
based on expertise and innovation – but 
only to a certain extent: “International 
agreements as the ICAO have the biggest 
climate-effect and make sure the 
competitiveness of the sector is not 
disturbed (p.5)”(arbitrary) 

Agents and their motives The aviation sector motivated to reduce 
CO2 emissions to serve the public good.  

Key metaphors and other rhetorical devices   Antanagoge complimenting the aviation 
sector “there is little common knowledge 
about the activities of the (aviation) 



 67 

sector to become more sustainable 
(p.9).”  
 
Stressing the opportunities and the 
national character through enumeration: 
“The Netherlands has, thanks to its 
chemical industry, infrastructure (pipes), 
air- and marine ports and knowledge 
institutions, all the relevant elements to 
play a leading role on the market for 
sustainable fuels (p. 14),” and “ The 
Netherlands wants to be the leader in 
demonstrating electrical and Hybrid 
driven aviation, by making use of the 
unique knowledge-infrastructure, in a 
smart way, and through strong 
international cooperation (p.18)…,”  
The first quote was also used in the 
previous document.  
 
The document follows a structure that 
lists all the parties “commitments” and 
stresses repeatably that “the parties make 
an effort to…”  
 

Table 15. Dryzekian elements document 5 
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Doc. 6 Effecten ontwerp Klimaatakkoord [Assessment of Climate Agreement draft] 9 
The production of the text  Positionality The PBL is the narrator, the goal is to 

assess the feasibility of the Climate 
Agreement.  
 
The introduction clearly identifies the 
levels of insecurity and limitations and 
stresses the fact that this is still a draft. 
Central to the analysis are the expected 
effects of the proposed measures of the 
Climate Agreement and the national 
costs. It discusses the prospected CO2 
reductions, which could range from 43 
to 52%, yet it is again clearly stated that 
these numbers are depending on 
economic growth, energy prices, 
technological developments, 
developments abroad. Regarding 
aviation, is argued to be that the long-
term perspective is unclear. 

 Semantics Language use is formal and of scientific 
character. No conclusions are drawn 
with certainty and limitations and 
insecurities are mentioned often.  

 Assumptions The report is of scientific character. It is 
difficult to identify certain ideas or 
results that are presented as facts or that 
there are vital perspectives missing.  
However, it is important to note that it is 
not at all questioned or discussed why 
aviation is excluded from the 
Agreement.  
 
The worldviews that are present in the 
text can be identified: 

• It is argued that the problem is 
complex, everything is 
interlinked and there are a lot of 
insecurities.  

• Development of renewables is 
promising for the mobility 
sector (however, the anticipated 
investments in the development 
of renewables would not 
directly benefit the aviation 
sector as reduction of emissions 
doesn’t directly contribute to the 
national goals set (as aviation is 
not included in the Climate 
Agreement)).  

• It is assumed that the demand 
for CO2  will remain as it is 
argued that it is “ It is almost 
impossible to believe that the 
demand for CO2  will be 

                                                
9 The whole document is scanned for mentioning of ‘aviation,’ ‘Schiphol,’ ‘Lelystad,’ ‘flying,’. 
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eliminated by 2050. The 
aviation sector is a clear 
example thereof and it also 
impossible to imagine the usage 
of any other carbon free 
chemical (p.62)”  

• Citizens are important players: 
it is vital that there is support for 
the Agreement.  

 Intertextuality and 
Interdiscursive elements 

Climate Agreement, Paris Agreement, 
Smart and Sustainable and other 
relevant legislation,  

Distribution of the text Receiver The government and the Climate 
Council (open for other interested 
parties (e.g. businesses or civil society) 
and the public). 

 Medium Report 
Context Major events or broader 

debates 
Climate Agreement  

Table 16. CDA document 6 

 
Doc. 6 Effecten ontwerp Klimaatakkoord [Assessment of Climate Agreement draft] 
Basic entities recognized or constructed Complex systems  
Assumptions about natural relationships Cooperation, stressing importance of 

public support.  
Agents and their motives Government the respective sectors and the 

public that all need to cooperate to reduce 
CO2 emissions.  

Key metaphors and other rhetorical devices   Rhetoric’s can be identified as safe, but not 
in a reassuring way. As mentioned before 
the document is of scientific character, the 
authors continue to stress their awareness 
of the “insecurities (48 times),” and the 
“estimates (16 times),” stressing the 
importance of research and calculations 
and referring to expectations or expected 
outcomes without implying a certain truth.  

Table 17. Dryzekian elements document 6 
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Doc. 7 A sustainable future for environment and society  
The production of the text  Positionality The Schiphol Group is the narrator of 

the webpage and introduces the 
importance of sustainability for their 
company.  
 
There are different categories focusing 
on the respectively the future; 
sustainable aviation; people, responsible 
use of energy; optimum mobility; 
circular economy projects; partners; 
construction and on how individuals can 
contribute.  
 
The goal presented is to reduce their 
negative impact and create a positive 
value on “energy, resources and well-
being for our neighbors and the 
environment.”  
 
It is difficult to grasp what the Schiphol 
Airport Group understands by the term 
sustainability. The majority of the 
categories are focused on efficiency and 
technology. When behavioral change is 
addressed, for example by stating that 
“Schiphol encourages travelers to take 
travel distances shorter than 500 km 
instead of flying, since trains are more 
environmentally friendly than air 
travel,” it remains unclear what is 
exactly meant: when you book a flight to 
Antwerp, this is not encouraged nor 
even mentioned. Moreover, when 
referring to the sustainably and locally 
sourced brands as Starbucks are listed. 
 
Some actions suggested are:  

• (under the subcategory 
“Schiphol is ready for the 
future”) reaching ultimate value 
creation  

• (under the subcategory 
“Destination: flying greener”) 
to motivate suppliers to improve 
their impact 

• (under the subcategory 
“Destination: flying greener”) 

• Encourage large-scale use of 
biofuels in aviation.  

• (under the subcategory “Every 
little bit helps”) encourage 
travelers to take the train to 
travel distances shorter than 500 
km.  
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 Semantics The language used is positive and 
encouraging. The tone could be 
identified as reassuring and light, for 
example under the subcategory 
“Destination: flying Greener,” it is 
argued that “For the aviation sector, 
safety is an even bigger consideration, 
so we will have to wait some time for 
electric aircraft to take off,” and 
“Flying on cooking oil is hot!”  

 Assumptions Assumptions present that could be 
identified:  

• There is no urgency (see above).  
• The Schiphol Group can be very 

influential “we are increasing 
sustainability of our Dutch 
airports and joining with 
several different partners in 
exerting our influence to 
improve the sustainability of the 
entire aviation sector.” 

• The impact on sustainability of 
Schiphol Group goes beyond 
their own business.  

• To fly greener means to be more 
efficient, use biofuels and 
eventually fly electric.  

• The future of Schiphol will be 
circular.  

 Intertextuality and 
Interdiscursive elements 

Referring to Smart and Sustainable 
Actionplan, Paris Agreement, ICAO and 
EU legislation.  

Distribution of the text Receiver The page about Schiphol Airport Group 
can be found on Schiphol.nl. Here you 
can choose “Travelers” and “All 
Schiphol websites,” where you choose 
the latter and select Royal Schiphol 
Group. When you are on the website of 
the Royal Schiphol Group, you can click 
on the category “more” which has one 
subcategory “future sustainability.” 
This suggest that this page is not 
intended for the regular costumers that 
make use of Schiphol Airport.  

 Medium Website  
Context Major events or broader 

debates 
Schiphol Community Council is unable 
to provide for common advice, Alders 
presents a report to the government.  

Table 18. CDA elements document 7 

 
Doc. 7 A sustainable future for environment and society  
Basic entities recognized or constructed Capitalist economy.  

Technological solutions.  
Assumptions about natural relationships Cooperation.  
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(economic) Competition: Schiphol 
Airport Group as expert and leader for 
transition. 
No conflict between economy and 
sustainability.  

Agents and their motives Schiphol Airport Group is motivated to 
contribute to sustainable aviation and 
serve the public good (“To ensure that 
you will continue to be able to fly safely 
and with a good conscience in the 
future”).  
  
Presented as serving public interest but 
likely also self-interest.  

Key metaphors and other rhetorical devices   Rhetoric of reassurance, positively 
addressing all developments and 
implying a sort of progress. No reference 
to time-pressure or the need for 
compromises.  
 
Schiphol Group is presented as a 
considerate and helpful ally to achieve 
sustainability: “To ensure that you will 
continue to be able to fly safely and with 
a good conscience in the future,” and 
through the amplification “We reduce 
our negative impact and even want to go 
further, by creating positive value on 
energy, resources and well-being for our 
neighbors and the environment.” 
 
In addition, they also use an antanagoge 
“As a facilitator of big emitters of fossil 
fuel gases, we are very aware of our 
responsibility in this area, which is why 
we are increasing the sustainability of 
our Dutch airports and joining with 
several different partners in exerting our 
influence to improve the sustainability of 
the entire aviation sector.”  
 
It is stressed that the Schiphol Group won 
various ‘sustainability prizes’ and that 
the Netherlands is seen as a leader on the 
topic of sustainability “Dutch 
cleverness.” 
 
Economy and sustainability are 
compatible, e.g. Starbucks (a symbol of 
capitalism) is listed as a sustainable 
product, “often sourced locally.” This 
can be identified as an oxymoron.  

Table 19. Dryzekian elements document 7 
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Category 2: Documents focusing on SGE 
 

Doc. 8 Luchtvaartnota – Concurrerende en duurzame luchtvaart voor een sterke economie 
[White Paper on Dutch Aviation – Competitive and sustainable aviation sector for a robust economy] 
The production of the text  Positionality The narrators are the responsible 

ministries.  
 
From the start it is clear that the goal is 
to make the Netherlands, and 
specifically Schiphol, an international 
hub with an “optimal connectivity 
(p.4).” This optimum should be 
achieved in line with a competitive and 
sustainable aviation sector. The White 
Paper offers for a short-term, mid-term 
and long-term policy plan to achieve 
these goals.  
 
Direct goals mentioned are:  

• To reduce the total (of the whole 
country) CO2 emissions in 2020 
by 30%, relative to 1990. 

• The goal of Schiphol Airport to 
have climate neutral ground 
operations in 2012. 

• The goal of Schiphol Airport to 
produce 20% of the energy 
demand self. 

• The goal of KLM/Air France to 
reduce the CO2 per passenger 
with 17%. 

 
In the short-term (till 2012):  

• To increase competitiveness, 
for example by abolishing the 
existing taxation on flying, to 
support Schiphol and increase 
its competitiveness.  

• To increase cost-efficiency on 
all levels 

• Selective development: match 
demand and supply effectively 
and sustainably, also support 
shorter flying routes.  

• Inclusion of aviation in the ETS. 
 
Mid- to long-term actions (till 2020):  

• Technological improvements. 
• Selective development 

(selectivity-policy) based on 
Alders advice: 510.000 max on 
Schiphol, enable Eindhoven 
Airport and Lelystad Airport to 
accommodate for additional 
70.000 flights, implement new 
conservation/nuisance-system, 
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follow the equality-criteria to 
limit the regional nuisance.  

• Supporting Single European 
Sky (SES). 

• Cooperate and coordinate on 
national and international levels 
– make the government a 
partner.  

 
Long-term (after 2020):  

• Implement 50-50 principle 
(Nuisance limitation). 

• Make Schiphol the first climate-
neutral airport on the ground 
and in the air. 

• Make the European aviation 
safety-system the best in the 
world. 

• Invest in the Kaag runway.  
 Semantics Formal, goal-oriented. Positive and 

promising narrative.  
 
It is expected that the economic crisis 
will strengthen the Netherlands and that 
it will force structural change in terms of 
competitiveness and sustainability. This 
will provide for positive mid-term and 
long-term developments of the aviation 
sector.  
 
The developments are often described 
using economic language, stressing the 
idea of efficiency and progress while 
reassuring that all can be achieved 
without having to compromise.  

 Assumptions Assumptions or worldviews existing:  
 

• Innovation is the driver for 
sustainability.  

• Becoming a hub for 
international business is in the 
public and societal interest. It is 
assumed that it will serve the 
public, without questioning 
whether the expected profits 
will be dispersed equally. 

• It is argued that an increasing 
awareness of sustainability will 
influence the demand on air 
travel, thus assuming that 
consumers/ economic actors are 
rational.  

• The limit of 510.000 fly-
movements and the expansion 
of Lelystad and Eindhoven 
airport are in line with the goal 
of a sustainable aviation sector. 



 75 

• The societal interest (but not the 
public interest) will be pursued 
without the involvement of the 
government (see rhetoric).  

• It is assumed that a more 
sustainable aviation sector will 
increase Dutch competitiveness 
and can be used as an export 
product. 

• It is assumed that people care 
more about the environment if 
their welfare increases: 
“Besides, as a result of their 
increase in wealth and welfare, 
the Dutch society demands 
higher standards of services 
from the government, and a 
better quality of the social and 
ecological environment (p.3).”   

 Intertextuality and 
Interdiscursive elements 

Mentioning relevant international, EU 
and national legislation. Referring to 
economic and innovation programs 
launched by the government.  

Distribution of the text Receiver The government (but open for other 
interested parties (e.g. businesses or 
civil society) and the public). 

 Medium White Paper 
Context Major events or broader 

debates 
Economic crisis (2008), growing 
awareness of climate change, 
liberalization of aviation market, 
growing competition 

Table 20. CDA document 8 

Doc. 8 Luchtvaartnota – Concurrerende en duurzame luchtvaart voor een sterke economie 
[White Paper on Dutch Aviation – Competitive and sustainable aviation sector for a robust economy] 
Basic entities recognized or constructed Capitalist economy  

Complexities 
Technology 

Assumptions about natural relationships (economic) Competition  
Partnership/ Cooperation between all 
parties of the aviation sector and the 
government (shared responsibility).  

Agents and their motives Cooperation between all parties of the 
aviation sector and the government (seen as 
a partner), together they will serve the 
public good by stimulating the economy.  
More active role for government and no 
privatization Schiphol.  

Key metaphors and other rhetorical devices   Ideas of development and progress are 
spread, mainly through reoccurring use of 
economic concepts as increasing 
connectivity, cost-efficiency, 
competitiveness and innovation. Moreover, 
sustainability is presented as a “strong 
selling point (p.33).”  
 
Economy and sustainability are 
compatible. Expansion to Lelystad and 
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Eindhoven will lead to a “win-win situation 
(p.59)” and attention to sustainability is 
seen as a “strong selling point (p.33).” The 
idea that diverse goals can be aligned is 
stressed by the alliteration “people, planet 
and profit (p. 108).”  
 
Metaphors used to stress the national 
character and the (economic) importance of 
the aviation sector for the Netherlands as a 
country. The Netherlands is presented as a 
“stepping stone (p.49),” “Holland Gateway 
(p.22),” “Gateway to Europe (p.45),” and 
presenting Schiphol as the “metropolitan 
power (p.23),” and “Mainport Schiphol (39 
times).” 10 The document starts with 
stressing the economic importance “The 
aviation sector is for the Netherlands of 
crucial importance to attract businesses, 
and to belong to one of the most 
competitiveness economies in the world 
(Ministerie van Verkeer en Waterstaat and 
Ministerie van Volkshuisvesting, 
Ruimtelijke Ordening en Milieubeheer, 
2009, p. 3)”  
 
Society is presented as a “network-
society.” The document differentiates 
between “societal interest” (interest of 
society is presented without involvement of 
the government) and “public interest” 
(government is needed to promote the 
interest, applicable to interest believed to 
otherwise be unrepresented e.g. 
sustainability) (p.39).  
 
The document also refers to the equality-
principle (Gelijkwaardigheidscriteria). 
This principle laid down that the maximum 
nuisance allowed can never be higher than 
the limits imposed by the infrastructural 
decision on Schiphol (Planologische 
Kernbeslissing Schiphol), which was 
effective from 1995-2003. In other words, 
new regulations that are ought to protect 
residents around Schiphol Airport against 
noise nuisance should, as a minimum, have 
an equal level of protection to the previous 
regulation in place. This level of noise 
pollution is weighed against the numbers of 
housing of 2005 (e.g., the development of 
aviation won’t be limited if the number of 
houses increases).  

                                                
10 Schiphol refers to itself as a Mainport, which according to the Airport self means: “Schiphol is a 
‘Mainport’ It literally means ‘main port’. However, a Mainport is much more than that. A mainport is 
a hub for many different modes of transport. That includes cars, lorries and trains as well as planes. 
For example, the high-speed train to Paris runs 9 times a day,” (Schiphol.nl, 2019).  
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Table 21. Dryzekian elements document 8 

 
Doc. 9 Reactie advies Alderstafel NNHS regel vierde baan Kamerstukken II 2014-2015, 34 098, nr. 
1-3 [Response on Advice Alders Table NNHS fourth-runway regulation parliamentary papers II 
2014-2015, 34 098, nr. 1-3] 
The production of the text  Positionality Narrator is the State Secretary on 

Infrastructure and Environment Mansveld.  
 
Mansveld informs the government on the 
conclusion of the Alders Table on the use 
of the fourth runway.  
 
Problem presented is a bottleneck at 
Schiphol Airport, occurring from a number 
of 470.000 flight movements. It is 
suggested that this bottleneck can be 
overcome by a more flexible use of 
Schiphol’s fourth runway.  
 
It is suggested that the regulation on the 
usage of the fourth runway should remain 
intact, yet the daily limit should be 
increased from 60 to 80 flight movements. 
In return, the overall maximum of flights 
should be decreased from 510.000 to 
500.000. Overall this is argued to be in line 
with the minimization of nuisance in the 
region.  

 Semantics Professional, technical language. 
Introducing new government policy, 
defensive language regarding the 
arguments presented.  

 Assumptions Assumptions present:  
 

• The suggested usage of the fourth 
runway in combination with the 
decrease of flight movements 
minimizes nuisance in the region.  

• The decisions taken are balanced 
and in line with environmental 
demands.  

• Public support is vital, and this 
decision will not diminish that.  

 Intertextuality and 
Interdiscursive elements 

Referring to other decisions on Schiphol 
Airport and Parliamentary letters. 

Distribution of the text Receiver The letter is addressed to the Speaker of the 
House of Representatives. 

 Medium Letter  
Context Major events or broader 

debates 
Growing number of flight movements 
Schiphol Airport  

Table 22. CDA document 9 

 
Doc. 9 Reactie advies Alderstafel NNHS regel vierde baan Kamerstukken II 2014-2015, 34 098, nr. 
1-3 [Response on Advice Alders Table NNHS fourth-runway regulation parliamentary papers II 
2014-2015, 34 098, nr. 1-3] 
Basic entities recognized or constructed Capitalist system.  
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Complexities and interdependencies. 
Assumptions about natural relationships Cooperation. 
Agents and their motives Alders Table, Government, Schiphol and 

the public, to ensure that the activities at 
Schiphol operate with a minimum of 
nuisance. 

Key metaphors and other rhetorical devices   Reassurance of a balance. The fact that 
Schiphol is granted to use the fourth lane 
more frequently is “in balance (p.3),” with 
the limit on total flight movements.  
 
The increase in flight movements overall is 
no concern.  

Table 23. Dryzekian elements document 9 
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Doc. 10 Actieagenda Schiphol [Action Agenda Schiphol] 
The production of the text  Positionality Ministry of Infrastructure and 

Environment (now: Ministry of 
Infrastructure and Water management) 
and the Ministry of Economic Affairs 
(now Ministry of Economic Affairs and 
Climate).  
 
The goal is to support the White Paper 
with additional goals on how to develop 
Schiphol in order to secure that Schiphol 
remains a multi-hub. The main problems 
described are the growing insecurities 
and competition from other regions.  
Useful to mention: the goal of KLM to 
decrease CO2 emissions by 20% 
changed from base year 1990 (in the 
White Paper) to 2011. 
 
In order for Schiphol to remain its 
competitiveness the following actions 
are recommended:  
 

• Ensuring the network-quality of 
Schiphol by transferring 
mandates for EU-wide aviation-
agreements with Arab states of 
the Persian Gulf and Turkey (to 
increase competitiveness of EU 
market).  

• Promote Schiphol and the 
Netherlands more – goal of 16 
million tourists in 2020.  

• Cost-efficiency and cost-
reduction, stimulating 
innovation.  

• Improve public transport and 
road-transport to and from 
Schiphol. 

• Support sustainability through 
funding innovation, supporting 
EU Clean Sky and Single 
European Sky ATM Research. 

• Support international efforts to 
decrease CO2 through 
compensation system and CO2 
norms.  

• Stimulating sustainable 
production of biokerosene.  

• Accommodate the growing 
demand for air travel, in balance 
with the environment and within 
the frameworks of safety and 
sustainability.  

• To implement the selectivity -
policy, which should provide 
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for a construction that moves 
the non-Mainport travel from 
Schiphol to Lelystad Airport 
and make sure that the capacity 
created is used for Mainport-
related traffic.  

• To remain in close contact with 
the Community Council about 
the future of Schiphol. 

 
 Semantics Introduction is quite emotional and 

personal, “the Netherlands should be 
proud of the aviation sector (p.5).” The 
aviation sector is presented as key for 
the Dutch economy and part of the 
Dutch identity. 
 
Yet the tone becomes more severe when 
it comes to the need to maintain 
Schiphol an international hub. The 
feeling of fear for the loss of 
competitiveness is insinuated. The use 
of economic language is also present.  
 
The agenda stresses the potential of 
Schiphol yet also the urgency of the 
need to protect and innovate if one wants 
to keep Schiphol as an international hub, 
driving the Dutch economy.  

 Assumptions Assumptions presented in this text:  
 

• Schiphol is allowed to grow 
because of its economic 
importance.  

• Competitiveness is key for 
economic growth, and 
competition is on the rise. 

• Therefore, the Dutch Aviation 
sector needs to grow and 
innovate. 

• The Dow Jones sustainability 
index is a reliable index.  

• Biokerosene and compensation 
schemes will reduce the 
emissions of aviation to the 
extend needed.  

• If Lelystad takes over non-
Mainport traffic, efficiency of 
Schiphol will be enhanced. 

• The government can 
accommodate the growing 
demand for aviation.  

 Intertextuality and 
Interdiscursive elements 

White Paper on Aviation, EU 
legislation, other policy plans on 
innovation, infrastructure and 
economics.  



 81 

Distribution of the text Receiver The government (but open for other 
interested parties (e.g. businesses or 
civil society) and the public). 

 Medium Report – Action plan  
Context Major events or broader 

debates 
Growing demand in aviation sector, 
planning of opening Lelystad in 2018.  
Can be seen as an addition to the White 
Paper of 2009.  

Table 24. CDA document 10 

 
Doc. 10 Actieagenda Schiphol [Action Agenda Schiphol] 
Basic entities recognized or constructed Complexity. 

Capitalism. 
Technology. 

Assumptions about natural relationships (economic) Competition, especially among 
countries:  
 “the future is insecure (p.5),” “competition 
is growing; other airports in Asia and the 
Arab State of the Persian Gulf, Turkey and 
other EU countries are expanding (p.6),’ 
there are “opportunities and threats (p.5).”   
Cooperation.  
Limits (imposed). 

Agents and their motives The government, the aviation sector and 
‘other parties’ to serve the public interest 
which is embodied by the Dutch economy.  

Key metaphors and other rhetorical devices   Personalizing the aviation sector and 
stressing its national character: “We should 
be proud of Schiphol (p.5),” “Thanks to 
hub-carrier KLM (p.5),” “They (Schiphol 
and KLM) have helped to shape the Dutch 
identity (p.5).”  
 
Overall, the document stresses that aviation 
is crucial for the economy: “Mainport 
Schiphol is indispensable for our economy: 
it delivers more than 100.000 jobs straight, 
and as the international centre of people, 
trade and knowledge even more over time 
(p.5).” Dominant use of economic 
language as economic opportunities, 
efficiency, “economic opportunities,” 
“efficiency (26 times),” “innovation (37 
times),” “the market (37 times),” “Invest in 
Holland (p.16),” “Bioport Holland 
(p.34).”.   
 
Sustainability supports the economy: 
“Besides environmental gains offers this 
(stimulating biofuels) economic 
opportunities to position the Netherlands 
as the centre for (bio)fuels in West-Europe 
(p.34).”  
 
Branding the selectivity-policy as 
selective, could also be seen as a metaphor. 
This implies that the government is 



 82 

selective, choosing some things over 
others. However, the part of not choosing 
the other (in this case non-Mainport flight) 
is diminished as the other is moved to 
another place.  

Table 25. Dryzekian elements document 10 
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Doc. 11 Verzamelbrief Schiphol [Letter assembled issues Schiphol] 
The production of the text  Positionality The narrator is the State Secretary of 

Infrastructure and Environment Dijksma 
(now: Ministry of Infrastructure and 
Water management).  
 
The letter provides for updates and 
information on issues related to 
Schiphol in preparation for a general 
meeting on aviation in November 2016.  
 
Among other things, the need to 
implement the selectivity-policy and to 
make sure that Lelystad Airport can start 
operating for Schiphol as soon as 
possible, are highlighted. The urgency is 
present since Schiphol comes close to its 
limit of 500.000 flights.  
 
The Secretary also notes that the 
calculations of noise pollution/ nuisance 
in the region of Schiphol will be updated 
in order to plan the development of 
Schiphol Airport further.   

 Semantics Formal, updates on various issues are of 
short nature. Indicate the priority areas 
for Schiphol Airport and explain certain 
decisions.  

 Assumptions Assumptions or worldviews that can be 
identified:  
 
The range of 500.000 flight movements 
must completely be used. Assuming that 
the economic gains of using this space is 
serving the public interest more than the 
societal and environmental gains of not 
using all 500.000 flight movements. 
 
What is not being said: 
 

• What if Lelystad won’t open in 
time, e.g. what if it can’t take 
over the suggested 10.000 non-
Mainport flights by 2018.  

• How the public opinion is 
increasingly skewed against on 
the Lelystad expansion.  

 Intertextuality and 
Interdiscursive elements 

Reference to Schiphol Community 
Council, Environmental Impact 
Assessments and other aviation policies 
or relevant legislation.  

Distribution of the text Receiver Letter is addressed to the Speaker of the 
House of Representatives. 

 Medium Letter – to inform the government about 
issues related to Schiphol Airport.  

Context Major events or broader 
debates 

The letter was provided as a summary of 
main issues related to Schiphol Airport, 
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in preparation for the general meeting on 
aviation in November 2016.  
 
Events that likely influenced this letter 
are the growing flight movements at 
Schiphol Airport and the planned 
opening of Lelystad Airport in 2018.  

Table 26. CDA document 11 

 
Doc. 11 Verzamelbrief Schiphol [Letter assembled issues Schiphol] 
Basic entities recognized or constructed Complex systems.  

Capitalist economy.  
Assumptions about natural relationships Cooperation (between the aviation 

industry, the government and the 
communities).  

Agents and their motives The government, aviation industry and the 
Community Council serve the public 
interest, which is in this case the optimal 
use of Schiphol Airport and the expansion 
to Lelystad Airport.  

Key metaphors and other rhetorical devices   The selectivity policy.  Narrative of time-
pressure is used to push for this policy.  

Table 27. Dryzekian elements document 11 



 85 

 
Doc. 12 Milieueffectrapport (MER) en geluidberekeningen Lelystad Airport [Environmental Impact 
Assessment and noise measurements Lelystad Airport] 
The production of the text  Positionality The narrator is the State Secretary of 

Infrastructure and Environment Dijksma 
(now: Ministry of Infrastructure and 
Water management). 
 
The letter provides for an explanation on 
the measurements of nuisance in the area 
of Lelystad Airport. The minister 
acknowledges that, triggered by 
questions of the local movement 
Hoogoverijssel on the Environmental 
Impact Assessment (EIA) that measured 
the levels of nuisance in 2013, the 
calculations have been re-exanimated. 
 
It is concluded that the calculations are 
flawed and that especially the input data 
has to be modified. It is stressed that one 
this is done, it is expected there is no 
need for another EIA and that the 
nuisance will still be within the set 
parameters; Lelystad Airport can still be 
opened in 2019.  
 
The Minister also responds to another 
concern raised by Hoogoverijssel about 
the routes to and from Lelystad Airport. 
The group argued that, contrary to the 
EIA, the main routes are planned south 
to the airport and less to the north. 
Thereby disproportionally disturbing 
their region. However, according to the 
Secretary, this difference won’t affect 
the results of the EIA.  
 
Still, the actions that are recommended 
are framed around being careful and 
making sure that all the assessments are 
correct:  
Modify the input data for the EIA on 
Lelystad Airport. 
Run extra tests in the area of Maastricht. 
Execute an EIA on the routes to 
Lelystad, called “connectivity-routes” 
(aansluitroutes).  

 Semantics Reserved, reassuring and personal.  
 
The Secretary wants to ensure that she 
listens to the concerns of the public and 
that she deeply cares accuracy of the 
procedures.  
She ‘voluntarily’ executes another EIA.  

 Assumptions Assumptions that are present are:  
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• The flaws that have been 
uncovered won’t affect the 
future of Lelystad Airport.  

• It is implied that the extra 
procedures and examinations 
are initiatives from the 
Secretary herself (not because 
Hoogoverijssel discovered 
flaws).  

 
What is not being said:  

• It is not explained how such 
mistakes could have been made 
in the EIA.  

 Intertextuality and 
Interdiscursive elements 

EIA on Lelystad Airport (2013), 
decision future of Lelystad Airport 
(2015).  

Distribution of the text Receiver Letter is addressed to the Speaker of the 
House of Representatives.  

 Medium Letter  
Context Major events or broader 

debates 
Hoogoverijssel discovered flaws in the 
EIA.  

Table 28. CDA document 12 

 
Doc. 12 Milieueffectrapport (MER) en geluidberekeningen Lelystad Airport [Environmental Impact 
Assessment and noise measurements Lelystad Airport] 
Basic entities recognized or constructed Complex systems. 

Technology. 
Assumptions about natural relationships Cooperation, including civil society 

(taking questions of Hoogoverijssel 
serious).  

Agents and their motives Government is motivated to serve the 
public interest.  

Key metaphors and other rhetorical devices   Personalizing, conveying a message of 
service to the public, that the minister 
and the government care: “I applied a 
critical re-examination (p.2),” “I stand 
for a thorough decision-making 
process (p.2),” “I decided to correct the 
input date (p.3),” “I care about an 
accurate decision-making process 
(p.3),” “I voluntarily decided to have an 
extra EIA on connectivity-routes 
(p.3).’’  

Table 29. Dryzekian elements document 12 
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Doc. 13 Aansluitroutes en MER-actualisatie Lelystad Airport [Connectivity-routes and EIA-
realization Lelystad Airport] 
The production of the text  Positionality Minister Infrastructure and Water 

management, van Nieuwenhuizen 
Wijbenga is the narrator.  
 
The Minister clearly states that mistakes 
have been made in the EIA (of 2013, on 
Lelystad Airport) and that the public has 
lost its faith in the Lelystad Airport 
expansion.  
This loss of trust is seen as a problem 
and states that she will work to regain 
this trust.  
 
The goal identified could be linked to 
the regaining of this trust; it is to correct 
the mistakes in the EIA (to actualize the 
EIA), and therefore also alter the 
specifics of the decision on Lelystad 
Airport (Luchtvaartbesluit, dating from 
2015), to explain the current plan for 
development of Lelystad Airport and the 
effects thereof.  
 
Important alterations, related to the 
questions posed by Hoogoverijssel, are 
the adjustments of connectivity-routes, 
the increasing of the minimum altitudes, 
the decrease of two to one waiting areas, 
that the opening will likely take place in 
2020 instead of 2019, that the selectivity 
policy proposal will be proposed to the 
EC soon and that the limit of flights at 
Lelystad Airport will be 10.000 until 
2023 and the overall limit will be 
45.000.  

 Semantics Apologetic, humble and personal in the 
introduction. Yet also direct, confident 
and straightforward in the explanatory 
section. 
 
The introduction focuses on the public, 
how she understands that the public lost 
faith in this project. She makes it her 
personal goal to win this trust back but 
realizes that some serious changes are 
ought to be made.  
The minister, and the government more 
broadly, presents herself as a caring 
person actin in the interest of the people.  

 Assumptions It is interesting to start with what is not 
being said:  
 

• It is not clarified how these 
mistakes could have been made.  
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• It is not clarified why certain 
scenario’s, that limit the 
nuisance even more, have not 
been considered before.  

• It is not explained why only 
recently serious plans have been 
drafted to reorganize the 
airspace.  

• How it will be ensured that 
Lelystad Airport will only focus 
on “non-Mainport or holiday 
flights (p.10).”  

• What will happen if the 
Schiphol Group is unable to 
move non-Mainport flights to 
Lelystad? Or what if the EC 
doesn’t allow this? 

• The total limit of 45.000 flight 
movements relates to “big 
commercial air travel,” 
however this niche is not 
defined, nor is it specified 
whether forms of air travel can 
go beyond this limit. It is 
implied that Lelystad Airport 
will only accommodate flights 
for Schiphol and won’t increase 
business itself.  

 
Assumptions or Worldviews present:  
 

• It will not be easy to win back 
the trust of the public.  

• It is realistic that the Airport 
opens in 2020.  

• The environmental harm that 
natural and recreational areas 
will suffer can be compensated 
for by money: e.g. nature can be 
valued in monetary terms, “The 
natural- and recreational parks 
in the area of Lelystad will 
qualify for a compensation due 
to the “low-flying-routes 
(p.11).” 11 

 Intertextuality and 
Interdiscursive elements 

The EIA on Lelystad, the legislation on 
Lelystad Airport and the selectivity 
policy.  

Distribution of the text Receiver Letter is addressed to the Speaker of the 
House of Representatives 

 Medium Letter 

                                                
11 In order to go beyond the 10.000 a reorganization of the airspace is needed. This is planned to be 
done by 2023. This is also the reason that, before 2023, the planes to/from Lelystad Airport will fly at 
lower altitudes than usual, the so called “low-flying-routes”(laagvliegroutes). 
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Context Major events or broader 
debates 

Hoogoverijssel discovered flaws in the 
EIA, prospected opening of Lelystad 
comes closer.  

Table 30. CDA document 13 

 
Doc. 13 Aansluitroutes en MER-actualisatie Lelystad Airport [Connectivity-routes and EIA-
realization Lelystad Airport] 
Basic entities recognized or constructed Complex systems. 

Technology and science.  
Assumptions about natural relationships Cooperation. 

Nature can be valued in monetary terms, 
“The natural- and recreational parks in 
the area of Lelystad will qualify for a 
compensation due to the “low-flying-
routes (p.11).” 12 

Agents and their motives  The government and the aviation sector 
working together with the civil society to 
serve the public good, the make sure that 
the expansion of Lelystad Airport is 
executed in a correct way.  

Key metaphors and other rhetorical devices   Language implying that the public is 
concerned and that the minister is here to 
help them: “for many it (the concept of 
the connectivity-routes) was unexpected 
(p.1),”  “Many people have concerns 
about the expansion of Lelystad Airport, 
I understand the concerns (p.1),”  “Many 
need more information, which I want to 
provide (p.1),” “I understand it and I 
regret it (p.2),” “We have to improve the 
communication with the community 
(p.1),” “It is of utmost importance to 
execute this process carefully (p.2).” 
This could be identified as the narrative 
of a caring government.  

Table 31. Dryzekian elements document 13 

 

                                                
12 In order to go beyond the 10.000 a reorganization of the airspace is needed. This is planned to be 
done by 2023. This is also the reason that, before 2023, the planes to/from Lelystad Airport will fly at 
lower altitudes than usual, the so called “low-flying-routes”(laagvliegroutes). 
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Doc. 14 Opbrengst verkenningsfase Luchtvaartnota  
(2020-2050) [Outcome exploration phase aviation White Paper (2020-2050)] 
The production of the text  Positionality Narrator is the Minister of Infrastructure 

and Water management, van 
Nieuwenhuizen Wijbenga, who also 
speaks on behalf of the State Secretary 
of Defense Visser.  
 
The letter informs the Speaker about the 
outcome of the exploration phase which 
on the one hand focused on mapping the 
sentiments on aviation development in 
different areas of the Netherlands and on 
the other hand focused on the execution 
of a knowledge-scan (kennisscan) by the 
Netherlands Environmental Assessment 
Agency (PBL).  
 
It is clearly stated that the findings will 
only be used to set a framework for the 
new White Paper on aviation and that 
this is just first step.  
 
Actions recommended are:  

• To increase public participation  
• To act more transparent 
• The aviation should adapt a 

professional attitude towards its 
environment/surroundings.  

• Improve the governance 
structure and maximize what 
can be achieved in national 
context.  

• Increase cooperation with 
knowledge institutions and 
execute a qualitative plan-EIA 
that will go beyond the 
environmental focus of a regular 
EIA.  

• Focus on a broad interpretation 
of the concept wealth, and 
consider the whole spectrum of 
people, planet and profit (the 
broader interpretation of 
prosperity). Thus, moving away 
from the focus on monetary 
wealth. 

• Invest in examining all aspects 
of train, road and air travel. Try 
to integrate air and train travel 
better.  

• Exploring the opportunity of 
moving Schiphol into the North 
Sea.  

 Semantics Directed towards the public by stressing 
the  
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importance of public participation and 
addressing the sector. It is stated that 
“the levels of trust in the government are 
low (p.2),” “the sector needs to operate 
more transparent (p.2),” and “A 
professional attitude of the sector 
towards the environment/surroundings 
is demanded (p.2).”  
 
Also rather personal as “I feel 
responsible to, also for future 
generations, balance the costs and 
benefits of aviation (p.2),” but within 
certain limits “the impact the 
government can have is limited because 
of aviation’s international character 
(p.2)”.  

 Assumptions Some of the assumptions or worldviews 
inherent to the text:  
 

• The aviation sector has not been 
professional towards its 
environment/surroundings.  

• It is stated that for the 
development of aviation, 
relevant scientific knowledge 
on the health-effects of noise- 
and air pollution are considered. 
It could be questioned why 
these effects are only be 
researched in light of public-
health, not wider environmental 
costs.  

• It is argued that within ICAO it 
should be examined whether 
“the CO2 goal (the goal of the 
ICAO to reduce emissions by 
50% relative to 2005) match the 
goals of the Paris Agreement 
(p.2).” This implies that the 
responsibility to reduce CO2 
emissions is not a national one.  

• Because of the international 
character of the sector, the 
potential for the government to 
manage remain limited.  

• It is stated that there is “scarcity 
(p.2),” assuming that a limit on 
growth equals scarcity.  

• It is assumed that it is possible 
to find a new balance between 
“safety, climate, economy and 
health (p.2),” that will balance 
“the costs and benefits of 
aviation, also for future 
generations (p.2).”  
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• It is argued that it is “insecure 
which forms of mobility could 
provide for an alternative for 
aviation on the long-term (p.3),” 
thereby assuming that for 
example train travel is not a 
viable alternative.  

 
What is not being said:  
 

• What is meant by the “broader 
interpretation of the concept 
wealth,” and how this will be 
measured and operationalized. 

• What kind of influence will be 
granted to the civil society, 
regional municipalities and the 
public besides consultation. 

• How this plan relates to SGE. 
• How this plan relates to the 

Dutch Climate Agreement.   
 Intertextuality and 

Interdiscursive elements 
Relevant international, European and 
national legislation as the Climate 
Agreement, ICAO and the ETS.  

Distribution of the text Receiver Letter is addressed to the Speaker of the 
House of Representatives 

 Medium Letter 
Context Major events or broader 

debates 
Heated public debate on aviation, 
especially regarding SGE. Growing 
demands on aviation yet also on 
transparency and clarity on the plans for 
Schiphol and Lelystad Airport while 
Schiphol is reaching its limit.  

Table 32. CDA document 14 

 
Doc. 14 Opbrengst verkenningsfase Luchtvaartnota  
(2020-2050) [Outcome exploration phase aviation White Paper (2020-2050)] 
Basic entities recognized or constructed Complexities “varieties of interests that 

need to be balanced.”  
Capitalist economy.  

Assumptions about natural relationships There are certain limits but those are not 
natural. 
Cooperation.  

Agents and their motives Partnership with a really strong bond 
between the government and the public.  

Key metaphors and other rhetorical devices   Implying that the outlook will be 
different, not solely focused on a pure 
economic value: “People, planet and 
profit (p.3),” and “broad interpretation 
of wealth (p.3),” focusing on the “public 
interest and public involvement (p.2)” 
and the “societal costs and benefits.” 
Assuming that economy and 
sustainability are compatible and that a 
balance can be sought between “safety, 
climate, economy and health (p.2).” The 
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government is presented as caring and 
listening “I feel responsible to, also for 
future generations, balance the costs and 
benefits of aviation (p.2),” 
acknowledging the trust in the 
government is low.  
 
But also keeping the pressure on 
continuous development and growth: 
“demand for aviation will increase 
significantly, yet the capacity of the 
airspace in West-Europe lags behind 
(p.2)”  
 
Also other options are presented as 
plausible, for example moving Schiphol 
into the North Sea.   

Table 33. Dryzekian elements document 14 
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Doc. 15 Bloemlezing verkenning luchtvaart in Nederland 2050 [Anthology of exploration phase on 
aviation in the Netherlands 2050] 
The production of the text  Positionality This document is of different structure 

then the other documents assessed.  
 
This anthology consists of policy 
questions related to seven themes: 
mobility; space; health; climate; 
economy; safety and governance. It 
summarizes the questions, trends and 
factors of influence for all the themes. In 
addition, it visualizes the input of 
organizations and people through 
quotes. These opinions vary from:  
 
“No expansions, we need to invest in 
competitive infrastructure like trains 
(p.7),” to “it’s time for a reality-check 
(p.11).” and “ The aviation sector simply 
can’t grow any longer (p.11),” to “If 
environmental costs of aviation will be 
added to the price then flying will 
become too expensive for a lot of people, 
this is how inequalities arise (p.11),” 
and “without room to grow, economic 
growth and jobs will move to another 
country (p.15).”  
 
Yet it is interesting to see that there is a 
majority of opinions voiced for a limit 
on aviation, that addresses questions of 
a fuel tax, highlights the dangers of 
ultrafine particles and that aviation is not 
the driver of the Dutch economy.   
 
One could expect that such opinions 
would also be reflected in the framework 
of the White Paper.  

 Semantics The questions related to the themes, 
produced by the Ministry, are of a 
different character than what has been 
examined so far. They are of more 
philosophical nature, for example:  
  
“To what extent do we want flying to 
remain affordable for people that want 
to go on a holiday, visit contacts or 
work? (p.6)”  
 
“How do we cherish the intrinsic value 
of nature and the recreative value of 
outer areas (p.10).” 

 Assumptions The assumptions are very different as it 
is an assemblage of opinions. Overall, 
the way the questions are shaped and the 
public opinion is reflected could assume 
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the need for different approach in 
comparison to the previous White Paper.  
 
Furthermore, it is assumed that the seven 
themes covered constitute the most 
important topics for the new White 
Paper.  

 Intertextuality and 
Interdiscursive elements 

Relevant international, European and 
national legislation as the Climate 
Agreement, ICAO and the ETS.  

Distribution of the text Receiver The government.  
 Medium Anthology 
Context Major events or broader 

debates 
At this point, the debate on SGE is 
heated.   

Table 34. CDA document 15 

 
Doc. 15 Bloemlezing verkenning luchtvaart in Nederland 2050 [Anthology of exploration phase on 
aviation in the Netherlands 2050] 
Basic entities recognized or constructed Complex systems. 

Capitalism (but critically questioning at 
what cost) and potential alternatives. 

Assumptions about natural relationships Limits (more towards natural limits). 
Cooperation. 

Agents and their motives Government that wants to incorporate 
the opinion of the public, civil society 
and knowledge institutions to develop a 
widely accepted aviation White Paper 
that will serve the overall public good.  

Key metaphors and other rhetorical devices   No dominant rhetoric, various opinions 
presented with their own assumptions 
and rhetoric at hand. 
 
Yet one could say that the questions, 
drafted by the government, were 
exploring fields that have been not 
discussed before:  
 
“To what extent do we want flying to 
remain affordable for people that want 
to go on a holiday, visit contacts or 
work? (p.6)”  
 
“How do we cherish the intrinsic value 
of nature and the recreative value of 
outer areas (p.10).” 

Table 35. Dryzekian elements document 15 
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Doc. 16 Kennisscan Luchtvaartnota [Quick scan Aviation White Paper 2050] 
The production of the text  Positionality Netherlands Environmental Assessment 

Agency (PBL) assessment of the 
theme’s selected by Ministry, providing 
for a knowledge-scan that can be seen as 
a relevant assessment of the current 
scientific literature and should be used 
as the foundation for the White Paper. 
The themes discussed are: economic and 
financial aspects of the airport 
expansion; connectivity and the hub-
function; how to weigh the costs and 
benefits; the market and coordination; 
future of aviation; emissions and 
technology; the tension between noise 
pollution, residential areas and aviation; 
and governance.  
 
The document is not a scientific 
publication but does provide for a 
literature review. There is not one 
problem or question posed, instead 
scientific data on the themes is discussed 
and recommendations are given.  
 
The PBL recommends a variety of 
actions per theme, in general it argues 
that the present knowledge and insights 
on aviation are sometimes incomplete, 
unambiguous and controversial and that 
therefore the government should explore 
specific policy questions per theme. For 
example:  
 
“Which regions, economic sectors and 
groups profit from the aviation sector 
and which don’t (p.58)?”  
 
“Improve the examination of the relative 
economic importance of recreative air 
travel from Schiphol (p.58).” 
 
“Expand the calculation of public costs 
and benefits to including non-CO2 
effects as NO2 and water vapor (p.59).”  
 
“Research the effect of substitutions of 
air travel by alternatives. Take into 
account the fact that they can also 
stimulate air travel, for example through 
better access to the Airport (p.60).”  

 Semantics Scientific, not for experts necessarily. 
Critical, stressing limitations and 
insecurities. Also offering for 
recommendations and opportunities.   
Explores issues that previously have 
been considered as facts.  
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 Assumptions Assumptions or worldviews are:  
 

• That knowledge is key in 
producing a relevant White 
Paper. 

• That the White Paper will make 
fundamental decisions.  

• That in general, academic 
literature doesn’t provide for 
concrete guidance for Dutch 
policy issues.  

• And that this document provides 
for a relevant summary of 
studies that have focused on the 
Dutch Aviation Policy 
specifically. 

 
What is not being said:  

• How the government 
should/will explore all these 
issues with such a short 
deadline.  

 Intertextuality and 
Interdiscursive elements 

Reference to a wide variety of studies.  

Distribution of the text Receiver The Ministry of Infrastructure and 
Water management.  

 Medium Knowledge-scan 
Context Major events or broader 

debates 
The need for a new White Paper on 
aviation (2020-2050).  

Table 36. CDA document 16 

Doc. 16 Kennisscan Luchtvaartnota [Quick scan Aviation White Paper 2050] 
Basic entities recognized or constructed Acknowledges a capitalist system. 

Complexities and insecurities. 
Assumptions about natural relationships Cooperation. 

Raising that there might be natural 
limits.  

Agents and their motives Knowledge institutions that explore the 
future of Dutch aviation for the 
government in the interest of the public 

Key metaphors and other rhetorical devices   First of all, it is clear that the authors 
want to ensure that the document won’t 
be regarded as an official scientific 
publication. The study is based on 
“grey literature: reports that haven’t 
been subject to a scientific test in the 
form of a ‘peer -review (p.5),” the study 
is a “quick-scan,” or a “knowledge-scan 
(p.5)”.  
 
Overall, the study is not reassuring. The 
document provides for many 
recommendations, all stressing that the 
government needs explore a wide 
variety of policy questions, making 
room for alternatives.   

Table 37. Dryzekian elements document 16 
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Doc. 17 Selectiviteitsbeleid Schiphol- Lelystad Airport [Selectivity policy Schiphol – Lelystad 
Airport] 
The production of the text  Positionality Minister van Nieuwenhuizen Wijbenga 

of Infrastructure and Water 
management, is the narrator. She 
informs the government about the 
selectivity policy – the policy that 
regulates how flights will be moved 
from Schiphol to Lelystad Airport.  
 
The regulation should ensure that the 
capacity created at Lelystad Airport 
will only be used for the non-
Mainport/holiday-flights of Schiphol, 
and that the capacity created at 
Schiphol will be reserved for flights 
that strengthen the hub-function, 
transfer-flights. The selectivity policy 
was evaluated by the European 
Commission (EC) and concluded to be 
in conflict with European law.  
 
It is for that reason that the Minister 
announces to develop a new selectivity 
policy, for which she outlines various 
steps. Actions recommended are:  
 

• Have an evaluation after the 
first 10.000 flight movements 
have been moved to Lelystad 
(by 2023).  

• To make sure that there are 
enough opportunities for new 
entrants to the market 
Schiphol/Lelystad.  

• That the Schiphol Airport 
Group should actively work on 
attracting airlines with holiday 
destinations to fly from 
Lelystad Airport.  

• At a European level, lobby for 
more freedom on national 
selectivity policies as these. 

 Semantics Formal, direct and to the point.  
 
Even though it could have been 
expected that this policy was in conflict 
with European legislation, the 
government didn’t seem to have 
anticipated on this. The urgency of this 
matter, and the time pressure (as 
Lelystad is planned to open in a year) is 
not evident from this letter.  

 Assumptions Assumptions or worldviews identified:  
• The government finds it 

important to support the hub-
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function of Schiphol to a 
maximum extent because of 
the “scares capacity for 
aviation in the Netherlands and 
the considerable burden on the 
environment that the aviation 
sector entails (p.1).”  

• It thus assumes that the 
selectivity-policy will 
unburden the environment and 
create a bigger capacity.  

• It is assumed that the new 
policy will be accepted by the 
European Commission.  

• It is assumed that the marketing 
of the Schiphol Airport Group 
will be successful and that 
airlines will move to Lelystad 
Airport without a fight.  

• It is insinuated that it is 
important that countries can 
form their own national 
policies in this sphere since 
“the Netherlands will, within 
the EU, work for more 
opportunities to create a 
national selectivity-policy 
(p.3).”  

• It is assumed that these issues 
won’t obstruct the opening of 
Lelystad Airport in a year. 

 
What is not being said:  

• How the selectivity-policy will 
be different in order for the EC 
to accept it, and what kind of 
consequences this will have. 

• Why the selectivity-policy has 
been drafted, and send to the 
EC, so late.  

 Intertextuality and 
Interdiscursive elements 

Reference to relevant European 
legislation and principles and the 
national selectivity policy.  

Distribution of the text Receiver Letter is addressed to the Speaker of the 
House of Representatives 

 Medium Letter 
Context Major events or broader 

debates 
EC decided that the selectivity policy is 
conflicting with EU policies.   

Table 38. CDA document 17 

 
Doc. 17 Selectiviteitsbeleid Schiphol- Lelystad Airport [Selectivity policy Schiphol – Lelystad 
Airport] 
Basic entities recognized or constructed Capitalist system.  

Complexities. 
Assumptions about natural relationships Limits (imposed by EU). 
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Cooperation.  
Economic Competition.  

Agents and their motives The government, in cooperation with 
mainly the Schiphol Airport Group, will 
create an acceptable selectivity-policy to 
create a greater capacity for Dutch 
aviation and support the hub function of 
Schiphol. 

Key metaphors and other rhetorical devices   Full of terminology created to serve the 
selectivity-policy (terms that aren’t 
regularly used outside of this context): 
 “Hub-function of Schiphol (p.1),” and 
“Lelystad Airport as the ‘surplus-
airport’ of Schiphol 
(overloopluchthaven) (p.1),” “Lelystad 
Airport should be developed as the 
‘surplus-airport’ for holiday-flights from 
Schiphol (p.1),” “surplus-traffic (p.3)”.  
 
Progress through economic opportunities 
“possibilities for growth (p.2),” “the need 
for a market approach (p.1),” “market 
parties (p.3).” 
 
Stressing the “strict framework of EU-
regulation (p.1)” and the “strict 
conditions of the European Commission 
(p.2).”  

Table 39. Dryzekian elements document 17 
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Doc. 18 Verslag besprekingen Omgevingsraad Schiphol over de toekomst van Schiphol [Report on 
meetings Schiphol Local Community Council about the future of Schiphol] 
The production of the text  Positionality Minister Infrastructure and Water 

management, van Nieuwenhuizen 
Wijbenga informs the Speaker about the 
outcome of the meetings of Community 
Council on the future of Schiphol 
Airport.  
 
The Chairman, Mr. Alders, informed the 
Minister that the parties couldn’t agree 
to a common advice, where economic 
activity as well as the quality of life 
would be in balance. It is for that reason 
that instead, Alders provided for a report 
on the various meetings of the Council.  
 
The fact that the Council didn’t come to 
an agreement and didn’t believe that 
their values could be balanced to an 
extent regarded acceptable, is not posed 
as a problem.  
 
The Minister recommends that:  
 
The cabinet should study this report.  
That the EIA on the future of Schiphol 
should soon be completed.  
To consider how to deal with the 
conclusions of the report and the future 
development of Schiphol.  
 

 Semantics It is interesting to note, that for 
government that has stressed the 
importance of improving 
communication with the community 
there is no response on the fact that the 
Community Council was unable to come 
to an agreement.  

 Assumptions Assumptions present that could be 
identified:  
 

• The fact that the Community 
Council didn’t come to an 
agreement won’t have serious 
effects on the development of 
Schiphol Airport.  

• The process is seen as a 
“complicated public 
administrative process (p.2).”  

 Intertextuality and 
Interdiscursive elements 

Reference to the Schiphol Local 
Community Council and the Alders 
Table.  

Distribution of the text Receiver Letter is addressed to the Speaker of the 
House of Representatives 

 Medium Letter 
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Context Major events or broader 
debates 

Schiphol Local Community Council is 
unable to provide for common advice, 
Alders presents a report to the 
government.  

Table 40. CDA document 18 

 
Doc. 18 Verslag besprekingen Omgevingsraad Schiphol over de toekomst van Schiphol [Report on 
meetings Schiphol Local Community Council about the future of Schiphol] 
Basic entities recognized or constructed Complexities.  
Assumptions about natural relationships Cooperation. 
Agents and their motives The local community should cooperate 

and come to an advice to provide the 
government input for the future of 
Schiphol, ensuring that the community 
and the public good are served.  

Key metaphors and other rhetorical devices   The process is seen as a “complicated 
public administrative process (p.2).” 
 
No evaluation or judgement on the fact 
that the Council didn’t come to an 
agreement and what kind of 
consequences this could potentially have.  

Table 41. Dryzekian elements document 18 
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Doc. 19. Minister van Nieuwenhuizen: je kan niet zeggen: Schiphol, dit was het, voor altijd.  
[Minister van Nieuwenhuizen: you can’t say: “Schiphol, this was it, forever.”] 
The production of the text  Positionality The Minister is interviewed by Dion 

Mebius, journalist of de Volkskrant. 
 
The questions are focused on SGE and 
the Dutch highways. The central 
problem is the future of Schiphol and 
Lelystad Airport.  Van Nieuwenhuizen 
explains that, even though a balance 
needs to be sought, Schiphol will 
continue to grow after 2020 and 
Lelystad Airport will open.  

 Semantics The interviewer asks critical questions, 
it is evident that he is aware of the debate 
on SGE. For example; “How big are the 
chances that Brussels will approve the 
new selectivity policy?” and “Your 
coalition partners Christian Democratic 
Appel (CDA), Democrats 66 (D66) and 
the Christian Union (CU) have clearly 
stated that: Lelystad Airport is not 
allowed to grow autonomous. However, 
your proposal does not exclude that” 
and “Shouldn’t we set the right example 
for the sake of the climate?”  
 
The Minister answers such questions 
politically, stressing the importance of 
making compromises but also clearly 
indicate her goals and priorities, such as; 
“Van Nieuwenhuizen clearly states: 
Lelystad will open. ‘That is the task 
which I support’,” and “The 
expectations for Lelystad are hard to 
unite: on the one hand the European 
Commission demands to completely 
stick to the non-discrimination 
principle, on the other hand the 
parliament wants a selectivity-policy. 
They exclude each other once you 
execute both completely. I have to find a 
balance.” and (responding to a question 
about growth at Schiphol Airport) “This 
also requires me to find the correct 
balance. You can never completely 
please one party and not the other. I also 
have to consider all the people that (with 
a lot of enthusiasm) go on a holiday from 
Schiphol, have a job at the Airport or at 
one of the headquarters nearby”.  
 

 Assumptions The questions of the interviewer reflect 
certain worldviews: 
 

• That the prospects for a solution 
for Lelystad Airport are bleak 
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“Even more distant is a solution 
for Lelystad Airport.”  

• That the question of Lelystad 
Airport is decisive for the 
Ministers portfolio, “Lelystad 
Airport has emerged as the 
factor determining the image of 
the Ministers portfolio.”  

• The current amount of flights 
could be enough to maintain 
Schiphol’s hub-function. “You 
are saying: we are going to miss 
out if we don’t grow, and we of 
course have to continue to be 
able to fly. But Schiphol is 
already the second biggest 
airline-hub in the world, with 
300 (correction Minister: 326). 
destinations. Isn’t that 
enough?” 

 
Assumptions present in the Ministers 
arguments:  
 

• The future of Schiphol and 
Lelystad is all about making 
compromises. Yet, this 
compromise is already tilted to 
include growth as Schiphol will 
continue to grow and Lelystad 
will open. The question is “how, 
and under which circumstances 
do you grow?”  

• If Schiphol won’t continue to 
grow, it will lose its hub-
function. “It’s all about to 
continue to be able to fly to 
critical destinations. You can 
see a huge increase in aviation 
in other parts of the world 
where they couldn’t pay for it 
before. If you can fly from these 
regions to Frankfurt, Brussel or 
Heathrow, then it becomes more 
relevant to transfer there. 
Without a continuous growth of 
Schiphol, we won’t keep the 326 
destinations.”  

• That if the Netherlands will 
regulate the aviation sector 
domestically, this won’t benefit 
the climate and only damage the 
country:  “You don’t want to end 
up with the Netherlands poorer 
and the world warmer,” and 
“There is no point in killing an 
industry in your own country, 
and then realizing that people 
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will just fly from Belgium or 
Germany. This won’t help the 
climate.”  

• The assumptions that the SGE 
expansion is complex but will 
succeed seems to be dominant.  

• The assumptions that it is fair 
that SGE happens is present. 

 
What is not being said:  
 

• How the plans will be executed, 
over such a short timespan: 
what will happen in a year? 

• How other forms of transport 
could also support the hub-
function of Schiphol. 

• What the exact justification is 
for SGE.  

• How she will make sure that the 
interests are actually equally 
balanced – if she already 
decided that SGE will happen. 

• How you can balance the EC 
regulation?  

 Intertextuality and 
Interdiscursive elements 

Reference to European Commission and 
the selectivity policy.  

Distribution of the text Receiver Published in the newspaper the 
Volkskrant, which is in the Netherlands 
characterized as a medium-sized left-
centrist  

 Medium Interview  
Context Major events or broader 

debates 
Public and political debate about SGE 

Table 42. CDA document 19 

 
Doc. 19 Minister van Nieuwenhuizen: je kan niet zeggen: Schiphol, dit was het, voor altijd. [Minister 
van Nieuwenhuizen: you can’t say: “Schiphol, this was it, forever.”] 
Basic entities recognized or constructed Capitalism 

Complexities 
Technology 

Assumptions about natural relationships Economic Competition. 
Compromising. 
No natural limits. 

Agents and their motives The government needs to balance all the 
interests to serve the public good 
embodied by SGE.  

Key metaphors and other rhetorical devices   The rhetorical devices relate to the quotes 
listed in the assumptions, in addition 
other metaphors and devices are used to 
present the following ideas.  
The Minister focuses on the importance 
of balancing out all interests: “I have to 
find the balance,” “I have to look for the 
correct balance,” which implies a certain 
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middle ground even though it is already 
decided that growth will be pursued.  
 
It is stressed that the only way for 
Schiphol, or the Netherlands, to remain 
relevant is to grow. For example: “It is 
Schizophrenic that: once the European 
Medicine Agency comes to the 
Netherlands everybody is cheering. Yet, 
without all the 326 destinations of 
Schiphol, the EMA wouldn’t have come 
to Amsterdam.”  
 
That the Aviation has an international 
character, so fighting climate change in 
this sector should be done at a worldwide 
level. The element of competition is 
stressed: “You don’t want to end up with 
the Netherlands poorer and the world 
warmer,” and “There is no point in 
killing an industry in your own country, 
and then realizing that people will just fly 
from Belgium or Germany. This won’t 
help the climate.”  
 
Furthermore, the idea of limited growth 
is presented as impossible, and very 
drastic: “You can’t say, those 500.000 
flights, that’s it, forever.” Also: we can’t 
lock Schiphol or pull the trigger, we just 
can’t,” and “There is no point in killing 
an industry in your own country, and 
then realizing that people will just fly 
from Belgium or Germany.”  

Table 43. Dryzekian elements document 19 
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Doc. 20 Future (of Lelystad Airport)  
The production of the text  Positionality Narrator is Lelystad Airport. The 

information is very limited, and the 
webpage only entails four very short 
paragraphs.  
 
It explains how the airport will 
accommodate for Schiphol’s growth and 
how it will develop into a regional 
business center.  

 Semantics Very basic and short. Not overtly 
professional as it seems that the website 
has not been updated in a while.  

 Assumptions Assumptions presented:  
 

• Implies that the only reason 
Lelystad Airport will 
accommodate for Schiphol, is to 
maintain public support: 
“Mainport Amsterdam-Schiphol 
is of vital importance to the 
Netherlands. To retain public 
support for the selective growth 
of the Mainport, Lelystad 
Airport is required to undergo 
phased development in order to 
provide alternative capacity for 
non-Mainport related air 
travel”  

• Expectation that the expansion 
of Lelystad will support 
regional business and boost the 
regional economy.  

• The idea that the Airport will be 
operational in 2019 is believed 
to be reasonable: “Lelystad 
Airport will be operational in 
2019”  

• The idea that Lelystad Airport 
will be an attractive alternative 
for airlines’ holiday flights; 
“Lelystad airport will provide 
for an attractive alternative for 
airlines’ holiday flights.”  

 Intertextuality and 
Interdiscursive elements 

Referring to the decision of a maximum 
of 45.000 movements, laid down in the 
policy plan of 2015.  

Distribution of the text Receiver Website visitors 
 Medium Website  
Context Major events or broader 

debates 
SGE 

Table 44. CDA document 20 
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Doc. 20 Future (of Lelystad Airport) 
Basic entities recognized or constructed Not evident.  
Assumptions about natural relationships Not evident.  
Agents and their motives Cooperation between Lelystad and 

Schiphol to support Schiphol’s Mainport 
function, which is of importance to the 
whole country.  

Key metaphors and other rhetorical devices    Stressing importance of Schiphol:  
 
“Schiphol is of vital importance to the 
Netherlands,” “It (SGE) will allow more 
scope for transfer travels at Schiphol, 
which is very important for the Mainport,” 
and “The airport decree for Lelystad 
Airport marks an important step in the 
growth of Mainport Schiphol.”  

Table 45. Dryzekian elements document 20 
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Snapshot of Dryzek’s identified discourses relevant to this study  
 
Discourse of Prometheanism  
 

Promethean Discourse analysis (Dryzek, 2013, p.63).  
Basic entities recognized or constructed Nature as only brute matter 

Markets 
Prices 
Energy 
Technology 
People 

Assumptions about natural relationships Hierarchy of humans over everything else 
Competition 

Agents and their motives Everyone; motivated by self-interest 
Key metaphors and other rhetorical devices    Mechanistic 

Trends 
Table 46. Dryzek's Promethean discourse analysis 

Discourse of Economic Rationalism 
 

Discourse analysis of Economic Rationalism (Dryzek, 2013, p.138).  
Basic entities recognized or constructed Homo economicus 

Markets 
Prices 
Property 
Governments (not citizens) 

Assumptions about natural relationships Competition 
Hierarchy based on expertise 
Subordination of Nature  

Agents and their motives Homo economicus: self-interested 
Some government officials must be 
moitvated by the public interest 

Key metaphors and other rhetorical devices    Mechanistic 
Stigmatizing regulation as “command and 
control”  
Connection with freedom 
Horror stories  

Table 47. Dryzek's discourse analysis of Economic Rationalism 

Discourse of Ecological Modernization 
 

 Discourse analysis of Ecological Modernization (Dryzek, 2013, p.177). 
Basic entities recognized or constructed Complex systems 

Nature as waste treatment plant 
Capitalist economy 
The state 

Assumptions about natural relationships Partnerships encompassing government, 
business, environmentalists, scientists 
Subordination of nature 
Environmental protection and economic 
prosperity to go together  

Agents and their motives Partners; motivated by pubic good 
Key metaphors and other rhetorical devices   Tidy household 

Connection to progress 
Reassurance 

Table 48. Dryzek's discourse analysis of Ecological Modernization 
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