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ABSTRACT 

The infraestructure of Reus airport is considered a key player for the development of 

tourism in Costa Daurada. For years, the AENA model of airport management has 

been questioned by several Catalan public bodies and organizations. In several 

ocasions we have heard the words privatisation and ownership transfer. 

This paper intends to analyse the importance of Reus airport for the region and its 

connection with the tourism in Costa Daurada as well as to analyse the different 

airport management models existing around the world and the particular case of 

AENA. 

As result of the analysis, the paper ends with a proposal of airport management for 

Reus airport. 

 

Key words: Airport management, ownership, individualized, centralized, concession, 

contracts, public finance, competitive. 
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0. INTRODUCTION 

0.1. Motivation 

As per the study “Intervistas for ACI Europe (2015). Economic Impact of European 

Airports. Bath: Intervistas”, the direct economic impact of an airport 

infraestructure is 0,95 jobs per every 1.000 passengers for airports between 1 – 10 

million pax. This study estimates that European airports generate a total of 1,696M 

direct jobs + 1,353M indirect jobs + 1,401 induced jobs. The direct, indirect and 

induced impacts sum up to 4,450,400 jobs, € 146.9 billion in income and € 247.8 

billion of GDP which represents 1,5% of total GDP in the continent of Europe 

(including Russia, Georgia, Turkey and Israel; and excluding Azerbaidjan, Armenia 

and Kazakhstan) . As the study indicates, an airport infraestructure has also a 

catalytic impact, which can multiply the economic impact by 3. This catalytic 

impact is explained by the fact that the connectivity of an airport is postively 

related to the economic growth as it contributes to trade, investments, 

productivity and tourism. In this sense, the tourism is a key sector in the region of 

Costa Daurada (where Reus airport is located) and the connectivity of the airport 

contributes to the economic development of the region.  
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Tourism is one of the most important economic sectors in Costa Daurada and 

although there are no recent studies (input/output table), we can presume that 

contribution of Tourism to the GDP in Costa Daurada is between 13 – 14%. The 

reasons to determinate this estimation is based on the following:  

1) The study “Duro, J.A.; Rodríguez, D.; Sardà, J. & Farré, F.X. (November 2010). 

Estimació del PIB turístic de Catalunya, marques i comarques 2005 – 2008. Grup 

de Recerca d’Indústria i Territori. Departament d’Economia. Universitat Rovira i 

Virgil” estimates that the weight of GDP Tourism in Costa Daurada was 13,3% in 

2007 and 12,9% in 2008, and in overall Catalonia was 10,8% and 10,9% 

respectively. 

2) Considering this estimation of GDP Tourism for Catalonia was 10,9% in 2008, 

we could say that the weight of Tourism in the GDP has increased when 

comparing to the stament made by the Departament de la Vicepresidència i 

d’Economia i Hisenda when confirms that contribution of Tourism to the GDP 

of Catalonia was 12% in 2017, so we can see that the share has increased by 1,1 

points from 10,9% in 2008 to 12% in 2017 

3) As per INE press note “La Demanda turística en 2008 alcanza el 10,5% del PIB 

de España, tres décimas menos que en 2007 (21st December 2009). Cuenta 

Satélite del Turismo de España. Serie 2000 – 2008. INE” the weight of Tourism 

to Spanish GDP was 10,5% in 2008 and coinciding with Costa Daurada, this 

percentage lost 0,3 points compared to 2007 (Costa Daurada lost 0,4 points) 

which indicates certain match on the evolution. Also, if we take 2017 data from 

“Cuenta Satélite del turismo de España. Aportación del turismo a la economía 

española. Año 2017. INEbase” indicates that the weight of Tourism in the GDP 

was already 11,7%. Again, and in line with Catalonia GDP data, the weight of 

tourism has increased by 1,2 points from 10,5% in 2008 to 11,7% in 2017. 

For the above mentioned reasons, we could make an estimation and assume that 

the weight of tourism in Costa Daurada has increased at least the same as in 

Catalonia (1,1 points). So, if in 2008 the weight was 12,9%, it is easyly that in 2017 

the weight was above 13% and likely to be around 14%. This is only an estimation 
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which takes 2008 data and applies to Costa Daurada the incremental experienced 

in Catalonia and Spain. We shall wait the study in progress, to be finalised in 2021, 

being made by Eurecat as per petition of FEHT (Tourism Business Federation of 

Tarragona) which shall estimate what is the weight of Tourism in Tarragona 

province.  

There are other data analysis that confirms the importance of tourism in Costa 

Daurada, and this is the fact that the region received aproximately 10.578.039 of 

overnights generated by International tourists as per TOK (Tourism Open 

Knowledge) tool of Parc Científic i Tecnològic de Turisme i Oci de Catalunya. As per 

the study Seguiment dels usuaris de l’aeroport de Reus 2018, made by CERES for 

Costa Daurada Tourism Board, it is estimated that around 433.000 international 

tourists arrived to Costa Daurada through Reus airport and that this generated 

about 3.522.000 overnights, which means a 33,3% of all international overnights in 

Costa Daurada, which is a relevant figure. 

Another fact that shows the weight of tourism activity for Reus airport is when we 

compare the overnights by markets (TOK data) with the number of arrivals at Reus 

airport from said market (TOK data & Aena statistics). We see this symbiosis clearly 

with the evolution of the British market at Reus airport (the most important at 

Reus, with 64% share) comparing with the British overnights in Costa Daurada for 

the same period (2006 – 2018) (See Annex I, page 1). When doing this comparison 

with other markets it is not so clear as the British but we still see similarities. For 

Irish market we see the decrease in 2010 and the continued growth from 2015 on 

both graphics (See Annex I, page 2). For other markets we see some similarities 

when comparing overnights/pax arrivals but we must notice that Reus pax volumes 

are small and we find a distorsion until 2012 – 2013 due to the fact of the existance 

of a Ryanair base between 2008 – 2011. During this period the the incoming 

tourists represented only between 46 – 63% of traffic (CERES study). It is not until 

2012 when the number of incoming tourists reaches values of +80% of Reus traffic 

and it continues on the following years. So we see a coincidence of airport traffic 

and Costa Daurada overnights on the Belgium and Dutch markets from 2013 

onwards (See Annex I, pages 3 & 5). For the German market we can notice a 
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parelalism on the decrease between 2006 – 2012 and the slight recovery in 2013 

but we cannot made an analysis from 2014 as there has been only 1 route 

(Frankfurt Hahn) since then. (See Annex I, page 4). 

For all the said above, it clearly shows that Reus airport is a key infrastructure for 

tourism and that it should be one of the priorities for the Tourism Destination 

Management of the region. In fact, local and regional authorities (without any 

decision power on the Reus airport management) have been promoting flights into 

Reus since 2003 (see Annex II) due to the importance of this infrastructure for the 

development of tourism and given a centralized commercial policy of AENA. This 

promotion action has served to counterbalance the nonexistance commercial 

action in the double sense of 1) approach airlines to increase existing operations or 

get new ones; and 2) a commercial strategy including incentives and fees/charges 

discounts for new routes or traffic increase. This commercial policy it is a common 

action for airports in Europe, (normally for the first 3 years of operation in the case 

of new routes) while AENA had no sort of incentive or discount until 2014 when an 

incentive was introduced, but it’s the same for all airports and is still far from what 

other European airports are offering. 

Economic and social stakeholders like Chambers of Commerce, City Councils, 

Regional Government or several political parties like CiU, ERC, PSC and ICV have 

claimed during years to get the infrastructure transferred to local bodies in order 

to have a descentralized management of the airport. It is believed by these agents 

that this new management of the airport with more autonomy would generate 

competition between airports and as consequence, Reus airport would be more 

attractive and could increase its passenger traffic. (See Annex III). 

It seems there is a majority of the social and economic stakeholders and political 

parties demanding a descentralization, but it is not clear what is the preferred 

model. The most probable scenario and for what have been announced and 

claimed in the past (page 3, Annex III) is that the Spanish Ministry would transfer 

the ownership of the airport to the Generalitat, but there are different possible 

management situations:  
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1. Would Generaliat transfer the management or empower local authorities in 

the management of the airport? That is something we haven’t seen in Lleida, 

as for instance. 

2. Would the Generalitat or regional authorities share the management with 

private sector or make some concession? 

In this sense, we get to the target of this work which is to counterpoint other 

airport managements around Europe with descentralized models and see if this 

models have given true results in terms of increasing its attractiveness and 

passenger figures. 

This TFM will try to somehow respond to this questions and to put on the table 

different airport management models in order to better understand their way of 

working and analyze which one/s might fit better for Reus. 

 

0.2. Methodology 

This document will consist on 4 parts:  

1. Evolution analsysis of Reus Airport in terms of traffic traffic evolution and 

its infrastructure. 

2. Description and analysis of different types of airport management models 

in Europe based in current studies and consultancy of sources. 

3. Description of the current AENA model and governance with other 

authorities. 

4. Conclusions of the analysis and determinate if a descentralized model 

would benefit Reus airport attractiveness and increase its passenger traffic. 
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1. REUS AIRPORT 

1.1. Infrastructure evolution 

Reus airport was born in 1935 thanks to the initiative of Reus Aeroclub decided to 

buy fields to build a runway. Since 1937 and due to the Spanish Civil War, Reus 

Aeroclub stopped its activity and was taken over by the Army who made upgrades 

and it became a Military airport since then. It was not until late 1940’s when the 

Aeroclub activity returned to operate but with small presence compared to the 

Military activity. The airport runway was upgraded in 1953 but it was not until end 

of 1957 when commercial domestic traffic was authorized to operate from Reus 

and first commercial flight landed in 1958. In 1965, the Provincial Council of 

Tarragona together with the councils of Reus, Tarragona and Vila-seca offered to 

contribute with 50% of the cost for the works of marking the runway, with the 

purpose that the airport could be used for tourist charter flights. By 1973 the 

airport already had 168.437 passengers but until 1974 there was no passengers 

terminal and they were accomodate in a small room in the ground floor of the 

Control Tower. The following years, the terminal experienced several upgrades and 

by end of 80’s the number of charter flights grew noticeably reaching 392K pax in 

1988. In 1992 the Military school closed but it was not until 1998 when the the 

denomination of Military airport was removed and since then it became exclusively 

commercial airport. By that time (1998) the airport already had 570K pax. 

By 2003, the airport reached 846K pax and between 2003 – 2005 the passenger 

terminal was upgraded with a total cost of 7,5M € and between 2006 – 2008 new 

terminals were built with a total cost of 18M €. These upgrades facilitated the 

establishment of an operating base by Ryanair. 

Between 2018 and 2020 airport is being upgraded for a total cost of 12M €. The 

departure gates will increase from 6 to 12 and the delivery baggage belt will 

increase from 4 to 6 belts. This upgrade will result on a major capacity for the 

airport, which will be able to accomodate up to 2.560 passengers per hour 

compared to previous which was 1.800 pax/h. This means the overall capacity will 

increase from 3M passengers per year to 4,2M pax/year. 
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1.2. Traffic Evolution (See Annex III) 

The first years of commercial flights at Reus airport, between 1958 and 1966, had a 

testimonial repercussion, even without any passenger in 1962. 

Since 1967, the grow in passenger figures was outstanding and the airport grew 

from the 5.752 passengers in 1966 up to 168.437 passengers in 1973, a total 

growth accumulated of 2.828%. This phenomenon was probably thanks to the 

improvement of the markings which permitted to land charter comercial flights 

and in parallel of the strong growth of tourism in Europe from the 60’s and until 

1973, coindiding with the petrol crisis which also affected the traffic at Reus airport 

and suffered an stagnation between 1974 - 1981 with an average of 158K pax per 

year during this period.  

Between 1981 and 1988 passengers grew by 162% from 172K pax to 392K pax 

(with exception of 1985 with a decrease of -33%). The main increases were 1984 

(+46,3%), 1987 (+57,9%) and 1988 (+15,4%). It is noticeable to mention that in 

1986 and 1987 a total of 11 new hotels opened in Salou and number of beds 

offered increased by 5.500 beds (Margalef, 2012 & Clavé 1997)  

In 1989, Costa Daurada suffered one of their main crisis in their history, the Tifus 

crisis, and with special affectation in the UK market. As consequence, traffic at 

Reus airport suffered a -30% decrease in 1989 and -68% in 1990, leaving the airport 

to lowest levels over the prior 20 years with 88K passengers. Traffic was not 

recovered until 1994 with a 210% increase. This recover was thanks to the upgrade 

and construction of new hotels given the new coming business opportunity 

expected with the opening of Port Aventura theme park (Margalef, 2012). In 1995 

pax volume increased by another 49% and between 1996 and 2003 traffic grew 

from 459K to 846K breaking historic records year after year.  

New era 

Up to 2003 the vast majority of passenger traffic at Reus airport was coming from 

UK in charter flights, with the exception of AirNostrum regular flight (double daily) 

to Madrid. But the year 2003 marks and inflection point in the history of Reus 
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airport thanks to two facts that appeared in parallel and that were feedback to 

each other. One is the decision of regional and local public bodies, in collaboration 

of private sector, to incentivate airlines in order to attact them to Reus airport. And 

the second one is the appearance of low-cost airlines which diversified the markets 

with routes to Germany, Netherlands and Romania: 

• In April 2003, Hapag Lloyd Express opened new routes from Reus to Cologne 

and Hannover, although operations ceased in April 2004. 

• In November 2003,  Ryanair opened new route from London-Stansted to Reus. 

In January 2004 commenced operations to Frankfurth-Hahn and in April 2004 

to Dublin. 

• Between December 2004 and January 2006, BlueAir operated a route between 

Reus and Bucharest. 

• In April 2005, Transavia commenced operations to Amsterdam, but ceased in 

October 2005. Meanwhile in the same year, Ryanair opened new routes to 

London-Luton and Liverpool. 

All these new operations made that Reus airport reached 1.138K passengers in 

2004 and although Hapag-Lloyd, BlueAir and Transavia presense was only for about 

1 year, the operation of Ryanair was consolidated and mantained the airport traffic 

between 1.138K – 1.380K between 2004 and 2008.  

Great future expectations & great disappointment 

In October 2008, Ryanair established an operating base at Reus airport bringing 

traffic to its historic record in 2009 with 1.706K pax and with several routes to 

different countries: UK, Ireland, Germany, Belgium, Netherlands, Italy, Morocco, 

France, Poland,... 

Ryanair increased its traffic at Reus from 357K in 2004 to 1.182K 2009. But while 

Ryaniar was increasing, all other operators at Reus airport were disappering or 

reducing its presence. In 2004, Ryanair share at Reus was 31% and traffic of other 

operators summed a total of 814K. Between 2009 and 2011 Ryanair’s presence at 
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Reus reached 70% share but traffic of other operators decreased to half and 

summed only 410K. We should note here that presence of Ryanair pushed out all 

other operators but this fact doesn’t have immediate effect but on the following 

years. As an example, in 2008, before Ryanair’s base, Ryanair had 625K pax and all 

others had 655K. In 2009, Ryanair increased by 527K pax (+89%) its traffic at Reus, 

reaching 1.182K pax, while all others still mantained 529K (only -126K less). The 

consequences would arrive years later, in 2013 when all other operators brought 

only 348K pax. 

Figure 1.1: Reus traffic evolution Ryanair vs Others (2003 – 2018) 

 

Source: Prepared by author on basis AENA statistics. 

Ryanair closed its based in October 2011, many routes ceased and its traffic 

drooped from 952K in 2011 to 292K in 2015. After the base closure other operators 

could have seen an opportunity to bring traffic back to Reus but it was something 

slow and also conditioned to other facts like the situation of competing markets 

like Turkey or Egypt and traffic of other operators (aside Ryanair) were moving only 

between 348K – 475K between 2012 to 2015. 
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Figure 1.2: Reus airport traffic share (Ryanair vs others) 

 

Source: Prepared by author on basis AENA statistics. 

In 2017 and 2018 the airport reached again 1M pax after 5 years being below, and 

that was given at the same time that Ryanair had it’s lowest share (36%) and 

thanks to the arrival of new operators like Transavia, Pobeda, EasyJet,... which 

brought traffic of other operators up to 664K.  
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a destination as its activity is totally linked and performs in parallel of Costa 

Daurada activity: 
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by analysing this studies we can can see how airport activity has been more 

relevant to Costa Daurada tourism.  

o Between 2004 and 2011 the outgoing traffic represented between 16 – 

25%, with the exception of 2009 where outgoing traffic reached 33%. It 

is also interesting to note the importance of incoming traffic outside of 

Costa Daurada which had an important weight, between 16 – 29%. That 

leave the incoming traffic purely staying in Costa Daurada in a range 

between 46 – 63%.  

o In 2009, Reus airport  experienced its record traffic (1,7M), but looking 

at the passenger profile, 2009 was also a record year in terms of 

outgoing traffic (33%) and one of the lowest in terms of incoming to 

Costa Daurada (48%). This phenomenon is explained due to Ryanair’s 

base with several domestic routes (Santander, Santiago, Sevilla, Palma) 

and the fact that the airport became, together with Girona, the 

Ryanair’s alternatives airports for Barcelona.  

o Taking the series since 2012, the surveys show that the share of 

incoming traffic to Costa Daurada has grown considerably and 

represents between 85 – 90% with the exceptions of 2013 and 2014 

where it was 83 and 86%. This exception could be explain for the 

existance of some domestic routes like Palma de Mallorca and Santiago 

de Compostela. 

Therefore, we have already mentioned how the irruption of low cost airlines in 

2003 made a change on Reus airport and we can see for the figures above that 

between 2004 and 2011, while Ryanair was not operating in Barcelona, Reus was 

partially used as alternative to Barcelona. After Ryanair’s base closure and since 

2012, the airport has evolved to a purely incoming traffic with 93% of incoming 

traffic of which only 3% is incoming but outside of Costa Daurada. 

To conclude, and in order to easly show with figure how the airport has become a 

key infrastruture for the destination in the recent years, in 2009 the airport had 
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1,7M passengers of which 819K where incoming traffic, while in 2018 with only 

1,03M passengers, the incoming traffic to Costa Daurada was 934K. Comparing 

2009 vs 2018, the airport lost 700K passengers but Costa Daurada gained 115K 

passengers. 
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2. Airport Management Models 

It is a hard work to list the different airport management models, there are several 

options with multiple combinations. This fact would explain that having read several 

studies on airport management models, none of them coincide to another, although 

some are close to each other. This work will make its own classification, mainly based 

on ACI Europe classification and IATA Guidance Booklet.  

As per the studies reviewed, we can consider that there are three ways to classify the 

Airport Management Models, and this depends on the approach, which can be 

depending on: 1) Ownership; 2) Type of Management (public vs private); 3) 

Operational Configuration (individualized vs group). 

The Airport Management Models has been evolving for the last 40 years due to several 

reasons. Since the deregulation of Air Transport in the US (1978), the air transport has 

been gradually suffered a liberalization and consequently has created competence and 

growth. Airport infrastructures then have moved from being considered a public 

service infrastructure to a commercial infrastructure with capacity to generate 

revenues. In this sense, the common model of airport management in the world 40-50 

years ago was a model where airport was owned and operated by governments 

(usually through the Ministry of Transport). This typical model has been gradually 

abandoned by most of the countries and have been moving to models where airports 

and navigation services are autonomous entities. The difference is on the level of 

privatization that each country has permitted with different levels of private 

participation or where the countries have individualized the management or has kept 

it as a group of national airports. These two variables of privatisation level and 

autonomous level is where we can find more variables on the management models. 
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2.1. Ownership 

Ownership of the infraestructure can either be public or private. As explained in 

document “Airports Council International (2016). The Ownership of Europe’s 

Airports 2016. London: ACI Europe”, airport facilities have a national strategic and 

economic importance to States and consequently the unwillingness of most 

governments to give up complete control of these. For this reason, the vast 

majority of airports in the EU are public owned either fully or majority publically 

owned and this can be the State, the Region, Local, or a mixed of public bodies, but 

even in mixed ownerships (public + private), the Public bodies (all combined) would 

keep the majority of shares when talking about ownership.  

We barely could find airports privately owned within the EU and we would only see 

this in the UK. This was thanks to the privatisation of public airports company BAA 

group in 1987, after other UK airports followed and nowadays the only airport 

managed by a public company. 
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Private 

(Fully or Mostly) 

Region and/or Local 

State + Region and/or Local 

State  

Mixed: Private + Public (mostly) 



Airport Management Models. Proposal for Reus Airport 

 

18 

 

 

The ownership’s airport can be classified by: 

• PUBLIC 

o 100%  public owned by State government (ie: Spain, Estonia, 

Finland, Lithuania, Sweeden, Sofia, Bordeaux). 

o 100% public owned by public bodies: Combination of State 

government, Regional govt. and/or Local public bodies. (ie: Croatia, 

Lyon, Nice, Berlin). 

o 100% public owned by Regional government and or Local public 

bodies. (Austria, Czech Republic, Billund, Nantes, Bremen, 

Dortmund, Bari & Brindisi, Bologna, Manchester). 

o Mixed: where public bodies would keep majority of fees in 

combination of private investment. (ie: Lille, Paris, Frankfurt, Milan 

Bergamo, Rome, Amsterdam, Bern, Zürich,). 

• PRIVATE: A private company has full control due to 100% or majority of the 

ownership. (ie: Budapest, Firenze, Heathrow, Stansted, Edinburgh, Glasgow, 

Bristol, Gatwick, Liverpool). 

As per the “Airports Council International (2010). The Ownership of Europe’s 

Airports 2010. London: ACI Europe”, we can see that majority of States prefers 

to keep majority share in the ownership of major airports while for the regional 

airports, the States has been more opened to allow the participation of regional 

and public bodies and in many cases Regional and Local bodies keep majority of 

shares in regional airports. When the airport ownership is kept in public 

majority, then there are multiple options for its Management: 

1. Keep it public:  

a. State Agency (in the case of 100% State owned)  

b. Corporation (in the case of Regional or Local participation).  
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c. Consortium with participation of private but keeping public 

majority. 

2. Make it private: 

a. Concession to a private company.  

Private ownership airports (or majority) can either be of new construction or 

thanks to a Initial Public Offering (IPO) with full or majority of shares. 

Management will consequently be private. 

 

2.2. Type of Management: private vs public 

For this categorization, we will take as reference the categorization of “Deloitte. 

IATA Guidance Booklet. (2018). Airport Ownership and Regulation. Dubai: 

Deloitte”. All models listed below will be related to majority of airports where the 

ownership remains with the government and is mainly separate in two groups: 1) 

with no intervention of private sector and 2) with the participation of private 

sector. 

2.2.1. NO PARTICIPATION OF PRIVATE SECTOR 

• Government Department or Ministy 

As explained in the introduction of this paragraph, this is the historical 

model that States used to have 40-50 years ago and is currently abandoned 

or very few countries keep this model. (Couldn’t find any example). 

• Government (or Public) Trading Agency 

The model of State Agency is better than being directly managed by the 

Government Department as it is a dedicated company for the management 

of the airports which allows specialization and as consequence, it can make 

it more efficient. But this model still keeps management in hands of public. 

The Agencty is subject to decisions of Government Departments so it is still 

political dependant. The IATA Guidance Booklet 2018, indicates that the 
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lack of separation of regulatory functions from operations and management 

is not recommended for the airport industry as it does not optimize 

efficiency outcomes. Dubai is an example of an airport managed by a 

government trading agency and is given as example due to its capacity to 

gain a loan of private financing for its expansion. 

2.2.2. PARTICIPATION OF PRIVATE SECTOR 

This would the most common used option for the management of airports. 

There are several reason why governments are moving to private participation, 

one of teh most common is to improve financial results of airports and 

consequently to help public finances. Another motivations though are to 

improve efficency by transferring management to specialized agents. 

There are many options of getting private finance involved, but we can 

differentiate them in two groups: 1) In one group we will find those options 

where the government seeks private financing but without losing control of the 

infrastructure. Some of these options are sometimes used as a test and 

preceed to another model allowing private control. 2) The other group would 

be those options where airport’s management are handled to private investors, 

normally under a lease for a certain period of time. 

2.2.2.1. PRIVATE PARTICIPATION KEEPING GOVERNMENT’S CONTROL 

• Corporatization or Airport Authority 

Owership remains at government through a Corporation or Airport 

Authority. This Corporation or Authority is normally responsible for the 

management of all public airports within the country. Comparing to the 

two models without private participation, the corporate model can 

improve on the separation of regularity and operational functions 

thanks to an independent corporate board. Another advantage is that 

the corporatation is responsible for its financial results and it may have 

a better planning in terms of financing and investment. A corporatized 

airport can gain access to external financing and can be a step to partial 
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or full sale of equity. This would be the example of AENA in Spain, a 

corporatized model with majority of public equity. But still, even with 

this model, the management can suffer from political processes as the 

board and team might change depending on the political party and 

consequently this can affect to the management and governance of the 

airport/s. 

• Not-for-Profit 

The Not-For-Profit model is where an airport asset is transferred or 

leased to a Not-For-Profit corporation. Not-For-Profit corporations are 

private and it is expected to be financially solvent without being 

financed by government. The most characteristic feature of this model 

is the fact that these entities must re-invest all their profits back into 

the airport. The fact that the financial results are not the core of the 

business, makes this model focused on their customers and staff and 

can even make them participate in some decisions. 

The Not-For-Profit model have an independent Board selection process 

which reduces exposure to political dependance and consequently it 

makes increase its stability. 

In some cases, the owner (State) requires a lease payment to the 

operator (Not-For-Profit) ensuring an income to the governement. 

This model has only been implemented in Canada and there are some 

raising voices that puts in questions the model due to some 

inconveniences such as the lack of investment in some cases, the fee 

that the companies must pay to the government or the absence of a 

profit motivation which can lead to delivering an unefficent service. 

• Alternative Finance 

This option is an alternative to Concessions or Management contracts, 

they have specific objectives and would keep the government control of 

the core business of the infrastructure. The options are: 
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� Municipal bonds, secured by government 

� Single purpose bonds, secured against specific airport assets  

� PPP and concession models at a sub-airport level, for example 

terminal-level concessions which would provide the delivery of a 

new infrastructure. 

� Export Credit Agency (“ECA”) financing, where a part of the the 

infrastructure or services like baggage handling services, or 

passenger boarding bridges are financed by another 

government’s ECA on preferential terms.  

We might find examples of this model mainly in the United States, 

where management of airports are typically kept under governemnts 

control: 

1. In New York LaGuardia airport, Delta airlines has financed the 

cost of building a new Terminal. The first phase will open in 

autumn 2019. Delta will benefit of a 33 year lease and offering 

an added value to its costumers while at the same time the 

airport is gaining a new infrastructure and the commitment of an 

airline. 

2. Denver airport (managed by City and Council of Denver) is one of 

the busiest airport and financially solvent on its own, but still in 

1995 was financed in different ways (including bonds and 

grants).  

In 2017, a 1,6 billion euros was awarded to an investing group lead 

by Ferrovial (80%) for which the investors had to redisign and built a 

new terminal. In exchange, this group would be responsible of 

operate and mantain the concession areas and would receive 20% 

of its revenues on a 30 year contract. It has recently been 

announced (August 2019) that Denver has revoked this contract.  
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• Alternative Value Capture 

The difference with Alternative Finance is that instead of seeking for an 

investment on the airport infrastructure, this option releases value of 

the infrastructure. Some examples are: 

� Sale shares of assests that will generate revenues in future, 

such as car parks. 

� Creation and optimization of Real Estate development and 

ancillary uses, including retail, hotels and parking; and 

� Special Purpose Vehicles (“SPVs”) enabling airports to 

partner with real estate developers. 

� Monetizing technology investments and advanced 

managements capabilities. This is specialized sector and the 

investment in human resources or technology can be selled 

as product or service to other airports outside of their 

market. 

As an example of this model we find Schiphol Airport, a public operated 

airport which seeks funding retorn on non-aeronautical assets through a 

range of commercial activities, specially through Real Estate. 

• Minority Equity Sale 

This represents the sale of minority equity shareholding of an airport 

allows governement to access to private finance which allows to gain on 

airport investments without losing control of the infrastructure. The 

most common mechanism used is via IPO (Initial Public Offering). 

One of the inconvenients of this model is that private investment won’t 

be wiling to pay a high amount than if it would be a majority equity sale 

which would allow full control.  
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We can find many examples of Minority Equity Sale, each with different 

share of private sale: Copenhagen Airports (7,4%), AENA (49%), 

Aéroports de Paris (41%). 

• Service Contracts 

This model is where the airport owner or operator, normally the 

Governement, gives away some of goods or services in order to be 

provided by third parties. Some examples are technology platforms, 

security, cleaning services, or customer services. By using this model, 

the airport operator has more operational flexibility and reduces 

operational costs, specially for those airport with important seasonality. 

Also, this model allows that some of the services are provided with 

specialized companies. The difference of this model with the two 

previous is that this one does not raise finance capital but improves the 

financial and operational performance. This is not an exclusive model, 

which means that can be used as part of other models in order to achive 

better financial results but without losing governments control. 

The most common service contracts are cleaning and security, but 

another service that has recently been added is the baggage handler. In 

this sense we can find the airport of Dubai where in 2015 awarded 

Siemens with a contract in order to provide service and mantainance of 

the baggage handling system. 

• Management Contracts 

For this model, the control of the infrastructure remains with the 

government. Typically this model is applied in airports where it doesn’t 

need a financial investment but needs an expertised partner for the a 

specific function or to run whole airport without a loss of staff and 

transfers the knowledgment to the operator and staff. 
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Same as with the Service Contract, this can be used together with other 

models and it has a varying complexity. The duration of the contract is 

short-medium and will depend on the complexity, risk and 

responsability (normally up to 10 years). The contract might be on a 

fixed annual fee or can also include performance incentives. 

Management Contracts are also an option to be taken as a transition or 

test to a full private management.  

We find this type of model in countries with low experience in airport 

management and that have experienced important development in the 

last two decades. Some examples are mainly found in the Middle East, 

like the airports of Riyadh and Jeddah where in 2008 a 6-year 

Management contracts were awarded to Fraport for the daily operation 

of the airport focused on improving quality service and to train the 

management staff. Also in 2008, a similar contract was awarded to 

Changi airport to manage Damman airport. 

 

2.2.2.2. PRIVATE PARTICIPATION AND PRIVATE MANAGEMENT 

• PPP or Concession 

PPP (Public-Private-Partnership) and Concession models are the two 

main models of airport management privatisation. The model is 

normally applied in airports where important upgrades are required or 

where the government has finance constrains. This model requires of 

long concessions or lease (at least 30 years), the period will depend on 

the investment required, the operating costs and the conditions agreed 

with government. This model allows full control of the airport to the 

private investor and consequently is responsible for the airport’s activity 

(financing, investment, development, operations, maintenance,...) for a 

determinated period of time. This responsability means also financial 

risk so private sector prefers a long-term concession as it will result on a 
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better planning, cheap operating costs and more revenue to the 

investor. Once the lease or concession ends, the asset gets back to the 

governement. Some concessions or PPP might only include landside 

assets (terminal, car parking,...) while airside assets (runway, taxiway, 

aprons) remain at government control. This model, like others, provide 

access to expertised management.  

As this model is result of funding need for an investment or due to 

government finance constrains, it can result on a expensive agreement 

for the investor and consequently it could brought high fees and airport 

charges or unsolicited and unique proposals for the airport 

management. 

Due to the nature of this model, governments must implent safeguards 

for this strategic infrastructure and build a good agreement with clear 

and transparent transaction process and regulatory framework. 

We find many examples of concession. In 2012, Portugal sold the public 

management airport company ANA (equivalent to Aena, SA) to VINCI 

Airports for which will manage the Portuguese airports for a duration of 

50 years. Another recently example is the award to Aena Internacional 

(100% subsidary of Aena, SA) the concession of 6 airports in Brasil for a 

30 year period (with possible 5-year extension). 

• Majority Equity Sale or Full Divestiture 

A Majority Equity Sale or Full Divestiture provides not only full control of 

the airport to the private sector but also the ownership from 

government to the private sector. In this case, all responsabilities are 

transferred to the private investor. However, government will remain 

responsible for aviation regulation. After the privatisation of BAA in 

1987, the UK Competition Comission, in 2006 forced the investor to sell 

some airports that were part of the group and stated that the model 
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“was driving significant investment, innovation and growth, as these 

airports compete on cost and quality of service”. 

 

ACI’s ownership report of 2016, refers as ownership to the Concession or PPP while in 

this work we have referred to ownership to the owner of the land. In this sense, ACI’s 

report for example is considering Spain as a mixed ownership and in fact it is not the 

ownership but the airport operator (Aena, SA) which is a mixed company (49% 

privatised). Anyhow, this report shows a clear trend on the privatisation of airports 

management, specially within the EU. 

Figure 2.1: Comparison of Airports ownership 2010 vs 2016 

Source: ACI. The Ownership of Europe’s airports 2016. 

We can see how the number of fully public ownership airport has been reduced from 

77% in 2010 to 53% in 2016. 

Figures are even higher if we look at the passenger traffic. Private participation on 

airports is higher in larger airports while regional/small airports are usually kept in 

public body hands.  As we can see for the graphic below, the overall Europe’s 

passenger traffic in fully public airports is reduced from 52% in 2010 to 26% in 2016. 
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Figure 2.2: Annual Passenger Traffic by Airport Ownership type. 

 

Source: ACI. The Ownership of Europe’s airports 2016. 

 

The report also indicates that this shares will continue increasing in favour of 

private and mixed ownerships (management for our reference) and already 

indicates some airports that are in the process of conversion like Lithuanian 

Airports. 

 

2.3. Operational Configuration: Individualized vs Group 

Another classification of Airport model is depending on its operational 

configuration. Regardless of its ownership and the type of management, airports 

can also be classified depending on grouping: 

2.3.1. Airport Network management 

The airport is an integrated part of a society that manages more than 1 airport 

in the same country, forming an Airport group. The airports are part of a system 

where all airports are managed together, this system implies that all income 

goes in the same account and from there is distributed. This system has the 

advanatge that serves to finance the unprofitable airports thanks to those that 
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are profitable. The contra for this model is that there is a lack of competition 

between airports. We can see this model in Spain with AENA or in Portugal 

where althought ANA was privatized and airports are managed by a private 

company (VINCI), all airports remain under one unique operator. We might find 

also several private airport operators in the same country and each operate as a 

network like in France where they have Edeis and Vinci managing several 

airports each or in Greece where Fraport has recently been awarded with the 

management of 14 airports (all of them highly dependent on tourism). 

2.3.2. Individualized Airport Management 

The management is isolated in the country and there are 2 possible options:  

0. it is a unique company for the management of that airport (like the vast majority of 

airports in Germany). 

1. it belongs to a multi airport opertator where the operatros manages also other 

airports in other countries, like Fraport that operates Frankfurt but also Ljubljana, 

Burgas, Varna, Antalya or the mentioned in Greece.  

On both cases, airports are financially autonomous  and have the capacity to 

compete with others. 
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3. Current Airport Management in Spain 

As per the Spanish Constitution (1978), Article 149, paragraph 21th, it states that “The 

State has exclusive jurisdiction over the following matters: Merchant Marine and 

flagging of ships; lighting of coasts and maritime signals; ports of general interest; 

airports of general interest; airspace control, transit and air transport, meteorological 

service and aircraft registration”. In regard to this article, there are 46 airports in Spain 

owned by the Spanish State, all of them are listed as airports of general interest. All 

(46) airports are operated by the public company AENA, SME S.A. which 51% of it 

remains under the ownership of ENAIRE, a 100% public company belonging to the 

Ministry of Transport. 

3.1. AENA model 

As we have been explaining in previous paragraphs, generally, airports over the 

world were owned and directly managed by the State, typically by the Ministry of 

Transport. This model began to change about 40 years ago. In this line, after the 

aviation liberation, the Spanish government created in 1991 AENA, thanks to 

article 82 of Law 4 of 1990 for the State General Budget. Its legal constitution basis 

gave this body full public and private capacity, which means that for its public 

functions is governed by public legislation and for its relations for contracting 

relationships and patrimony is governed by private legal system. AENA was 

empowered with the skills for the management of the airports network as well as 

Air Navigation responsability. AENA has its own self-financing system from its own 

revenues. 

We could say that in terms of Management that the creation of AENA didn’t make 

major changes on the Spanish airport system, since it kept 100% government’s 

control in all airports of the network: ownership of the land, management and 

airport regulator. 
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In 1998, it was also created Aena Internacional, a subsidary company of AENA from 

which it participates or has particiapted in the management of liberated airports in 

Mexico, Jamaica, Brasil, Colombia, Sweden or United Kingdom. 

An Oportunity lost 

Until 2010, Spain was one of the few countries in Europe where airports where 

managed as network and by a 100% public company. This motivated a change in 

the model and the Government approved the Law (Royal Decree) RD13, of 3rd 

December 2010 which included several actions in terms of fiscal, labor and 

liberation to promote investment and employment growth. Among the liberation 

actions it was included in Chapter I, “Modernization of airport system” and under 

this Chapter there were several articles like Article 7 & 8: Creation of a public 

business company: AENA Aeropuertos, S.A.; Article 10: Individualized management 

of airports; Article 11: Service airport concessions. Article 12: Subsidary 

Management Companies, Article 13: Airport Coordination Comitée.  

AENA Aeropuertos, S.A. would keep the management while AENA would keep the 

Air Traffic Control. During the firs semester of 2011, a dozen of Air Traffic Towers 

were privatized, menwhile this happened, there were discussions and rumors 

regarding the airport management model.  

In regards to the Decree 3rd December 2010, the governement had some options, 

which was to keep managing airports through Aena Aeropuertos, S.A.; to create 

fiscal societies (which means Aena Aeropuertos S.A. would have kept the major 

part and finally to create concession societies. The government only started the 

option of concession societies for the airports of Barcelona and Madrid airports 

through Management Concessions. The bidding conditions included 20 years + 5 

extension years of concession for fee of 1.600M € for Barcelona and 3.700M € for 

Madrid and in both cases a 20% of the incomes with a minimum amount. Also the 

governement reserved a 9,95% of the concessionary companies that would have 

managed Madrid and Barcelona. This bidding process was somehow slowed down 

due to the coming elections in November 2011 and it was finally stopped by the 

new government. In parallel it was also planned to privatize 49% of AENA and the 
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new government judged that AENA would have more value as a whole instead as a 

sum of each part and also considering the participation of AENA in the 

management of airports in other countries. The governement also stated that their 

objective was not to promote competence between the two airports (Madrid and 

Barcelona) but to compete with major hub airports in Europe. In additon, it was 

though that the economic situation of the country at that time it would have give 

an advantage to biders in terms of price.  

This Decree also planned a major participation of the regions and local bodies 

through the creation of Airport Coordination Comitée. 

Another small item that changed in 2011 was the Airport Fees & Charges fee for 

which until the date was only breakdown into 3 group airports and in 2011 was 

changed to 6. 

Then after in 2012, and in order to obtain financial gains, the governement decided 

to increase airport taxes giving only 1 month of notice this generated some tension 

with airlines and in 2013 as a compensation, AENA introduces, for the first time an 

incentive scheme for growht and new routes (but only for 1st year of operation. 

This type of incentives is commone and extended in all airports in Europe and the 

incentives for new routes are normally between two to four years (being 3 years 

the most common). 

Partial privatisation 

It was not until 2014 when the governement resumed the privatisation plan and by 

Decree changed the name back from Aena Aeropuertos, S.A. to AENA, S.A; while 

AENA (Aeropuertos Españoles y Navegación Aérea) changed to be ENAIRE who had 

100% of shares of Aena, S.A. and coordinated the privatisation of 49% of their 

shares. The IPO of AENA was 21% sold to reference partners (Financiera Alba 8%, 

TCI 6,5%, Ferrovial 6,5%) and the 28% would wen finally to the stock market on 

February 2015 (it was initially planned for November 2014). Currently, the stock 

market only represents 26,5%. This is the current breakdown of investors: 

- 51% ENAIRE (100% public) 
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- 8,294% Hohn Christopher Anthony (Founder of TCI) 

- 3,607% TCI (The Children’s Investment Master Fund) 

- 4,392% Deutsche Bank 

- 3,214% Capital Group (Capital Research and Management Company) 

- 3,010% Blackrock Inc. 

- 26,483% Stock Market 

By being in stocks, Aena, S.A. is also under review of the CMNC (Comission of 

National Competition Markets) and at the time, the CMNC has criticized the fact 

that only 49% was put on sale of private sector, and that airport management 

should be descentralized. 

The partial privatisation forced Aena, S.A. to publish data regarding the financial 

performance of each individual airport of Aena, something that was only published 

in 2014 and for which we won’t be able to analyze in this document because data is 

not updated. 
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Figure 3.1: 2014’s Finance performance of AENA airports  

Source: El País. 2014 results. 

The AENA model, operated as a network, makes that airports with more earnings 

help to mantain those with loses. We shall note that in the case of Reus, the 

accounting results were -8,15M €. The losing was due to the high level of 

investments made and we would like to highlight that the EBITDA result for Reus 

was +0,52M €.  
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Figure 3.2: AENA’s airport network in Spain. 

 

Source: cerodosbe.com 

3.2. Promotion of airports made by regional authorities 

For the last 25 years, there have been many changes in the airport management 

models around Europe while the airport management model in Spain has 

experienced some change in terms of allowing private finance but the truth is that 

management has remained untouched in terms of being in hands of a public 

corporation and managed as a whole netowork. During this period, the model has 

been questioned by politicians, public opinion, media, economic stakeholders and 

local or regional governments. Some have claimed a full privatization or a 
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descentralization of AENA, allowing airports to be managed individually, like 

suggested by the CNMC (National Comission of Markets and Competition) in its 

report of 2014.  

Since 2000, the involvement of the local and regional bodies in the promotion 

Spanish airports has been increasing. Between 2000 to 2002, there were few 

advertising agreements with airlines to incentivate traffic and the majority of this 

agreements were with the regional airlines AirNostrum. This analysis is based on 

research, and no incentive or promotion agreements have been found before 

2003, except for Leon between 2000 – 2002. This research has made a double 

check and found the paper made by Ramos, D.; Gámir, A.; and Escalona, A.I. under 

the title “Ayudas Públicas y ofertas de servicios en los aeropuertos españoles (1996 

– 2010)” for which it confirms that until 2002 the only airline benefiting from public 

funds in Spain was the regional airline Air Nostrum for its operations in 9 airports.  

Figure 3.3: Estimation of Public funds received by airlines in Spain (1996 – 2010) 

 

Source: Ayudas Públicas y oferta de servicios aéreos en los aeropuertos españoles (1996 – 2010). 

 

We should recall that the terrorist attack of 11th of September 2001 damaged 

deeply the aviation industry specially during the last quarter of 2001 and for the 

whole 2002. It was not until 2003 when the industry eperienced a recovery. 
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  Figure 3.4: Graphic of Air Traffic evolution in the Euro area 

 

Source: Prepared by author on basis of data from The World Bank. 

In 2003, coinciding with the recovery of the aviation industry, the low cost airline 

Ryanair commenced its operations in Spain from Girona (december 2002) which 

followed Reus operations (November 2003) and in 2004 already opened an 

operating base in Girona.  These fact was taking place in a period where other low 

cost carriers increased its operations in Europe, like Hapag-Lloyd Express, 

Transavia, Air Berlin, Virgin Express, Sterling, MyTravelLite, Germanwings, 

EasyJet,...  
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Figure 3.5: Growth of low cost passengers in Europe (2000 – 2004). 

Source: Las líneas aéreas de bajo coste: fundamentos teóricos y estudio empírico sobre su impacto 

en el transporte aéreo y en la estructura del sector turístico en Europa. Tesis Doctoral. Meissner, M. 

(2008) 

The majority of the low cost carriers during that period were willing to fly in regional 

airports, although Ryanair was the only concentrating its operations in regional 

airports (even to the most unknown airports) and with an outstanding capacity for 

growth growing capacity. By end of March 2002 the airline carried +15,7M pax for a 

rolling year and by end of March 2005 carried already +27,5M pax for a rolling year. 
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Figure 3.6: Ryanair’s passenger traffic 1995 – 2007. 

 

Source: Ryanair. Corporate. History of Ryanair. 

 The increase of low cost carriers flying into regional airports, but specially the easy 

ability of Ryanair to get into regional airports, made that many regional authorities 

mirrored the cases of Girona and Reus and followed their steps by getting active on 

the promotion of their regional airports and the incentives offered to airlines 

through advertising agreements became more popular between regional 

authorities. This would explain how the apperance of more agreements from 2004 

specially and by 2006, these advertising agreements were already extended in 

Spain (as we can see in Figure 3.3). 

A report from the CNC (National Comission of Competence) in 2011, indicated that 

between 2007 – 2011, several regions dedicated a total of 247 million euros to 

promote flights with airlines.  
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Figure 3.7: Table of regional distribution of public funds for advertising agreements: 

Source: Informe de ayudas públicas, CNC. 

We should bear in mind that the report from CNC and the paper of Ramos, D. are 

based on estimated figures as these agreements are usually opaque, but it give us 

an approach and gets to the point that all regions in Spain have been involved in 

the promotion of their airports. 

Figure 3.8: Distribution of Spain’s Public aid for airports (2007 – 2011) 

 

Source: Informe de Ayudas Públicas, CNC. 
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As per the statement of Ramos, D. in 2015, he estimated that the total funds 

invested in Spain for airport promotion between 2011 and 2014 was of 

aproximately 100 million euros. 

Furthermore, we have check the attendees list of participants at Routes Europe 

Conference for the last 5 years. This conference-workshop is the reference of its 

own in Europe and serves airports to meet airlines to establish or keep 

relationships. Bye checking editions from 2015 to 2019, we found that over 50% of 

the destinations attending to this event are from Spain and we can list over 20 

destinations from Spain: 

1. Aeroports de Catalunya 

2. Associació per la Promoció i Desenvolupament de les comarques gironines 

3. Basque Country Tourism Board 

4. Canary Islands Tourist Board 

5. Costa Blanca Tourist Board 

6. Costa Daurada Tourism Board 

7. Granada Tourist Board 

8. Patronato de Turismo de Gran Canaria 

9. Region of Valencia Tourism 

10. Sevilla Tourist Board 

11. Tenerife Tourism Corporation 

12. TourSpain, VIA – Vitoria International Airport Promotion Agency 

13. Tourism Department of Aragon 

14. San Sebastian Airport – Ortzibia 

15. Madrid Destino 

16. Gibraltar Tourist Board 

17. Galicia 

18. Cadiz Tourist Board 

19. Barcelona Chamber of Commerce 

20. Fundación Turismo de Menorca  
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21. Turismo de Santiago 

22. Consell Insular d’Eivissa 

23. Cordoba Tourist Board 

What we have seen in the recent years is how dozens of Spanish Tourism Boards 

attend into Aviation conferences in order to promote their airports. This is 

something you only see for the Spanish airports and none in any other countries. 

This situation demonstrates the importance of airport infrastructure for Tourism 

and specially in a country like in Spain where Tourism is an economic leading 

sector. Meanwhile, on the other hand, the majority of regional airports in Europe 

attend to this conferences with at least 2 delegates by airport while AENA (47 

airports) attend to this conferences with only 6 delegates. Someone may think that 

AENA has relied the commercial action on the Tourism Boards, but it has been the 

other way around: Tourism Boards have get involved to the promotion due to its 

importance for their economy and because they have seen that perhaps the 

commercial action of AENA was (and still is) not sufficient due to its centralized 

system. 

3.2.1. State Aid to airlines and airports – European Commission 

One of the main handicaps that Spanish regions find for offering incentives to 

airlines is the EU Guidelines for State aid, which were updated in 2014. 

The European Comission has carried some investigations in relation to the 

incentives offered to airlines and for Spain it is only know the cases of Reus and 

Girona which are under investigation since 2013 and there is still not an 

outcome of this. 

The Guidelines stablishes a transitional period of 10 years (until 2024) in order 

to give time to airports to adjust their business models. The Guidelines has 3 

criterias: investment aid to airports, operating aid to airports and start-up aid 

to airlines. The incentives that Spanish regions are offering to airlines would be 

on the section of start-up aid to airlines and in this sense the EU Guidelines 
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states that this aid is compatible if matches some conditions, of which we will 

name the most relevant ones: 

• If 1) increases mobility of Union citiziens and the connectivity of the 

regions by opening new routes, or 2) facilitates regional development of 

remote regions. 

• There is no duplication from another airport or high-speed train in the 

same catchment area. 

• The conditions that smaller airports face when developing their services 

are often less favourable than those faced by the major airports in the 

Union. Also, airlines are not always prepared to run the risk of opening 

new routes from unknown and untested airports, and may not have 

appropriate incentives to do so. 

• State aid is for linking an airport with less than 3 million passengers to 

another airport within the Common European Aviation Area. 

• Existance of incentive effect. So that in the absence of aid, a new route 

would not be launched. 

• Start-up aid may cover up to 50% of airport charges for a maximum 

period of 3 years. 

• Make plans of the aid public. 

• Cannot be combined with other State aid granted for the operation of a 

route. 

 

3.3. AENA Governance with regional authorities 

As years passed with regional authorities actively promoting airports owned and 

managed by State agency AENA, some gestures were made by the State government. 

From a perspective point of time, it seems that these gestures were more in line of 

creating an image of a State company cooperating with regional governments more 

than a truth will to have a coordinate strategy on each airport with complicity of 

regional governments. In this sense, there were two tools used as gestures: 
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1) Route Development Commitees. The majority of thse commitees were created 

between 2009 and 2011 for each airport (except for Galicia), although only few 

of them were created like Alicante, Galicia, Valencia, Ibiza, Mallorca, 

Menorca,... The most active and productive Commitee has been the one of 

Barcelona (they even have a website: barcelonalinks.org) which was created in 

2005. 

2) Airport Coordination Commitees. This Commitees were created after the Route 

Commitees and were created from 2013 thanks to Article 13 of Decree-law 

13/2010, 3rd of December and Royal Decree 697/2013. These Commitees are 

planned to guarantee the participation of regions, local bodies, business 

organizations and social stakeholders. Among the functions of these 

Commitees, it is included the actions of collaborate in terms of strategy and 

promotion. This Commitees were thought in terms of region, so one Commitee 

for each autnomous region. The first Commitee was created in 2013 for Madrid 

region and in 2014 followed Catalonia and the rest of Autnomous regions. This 

Commmitees seem to be uneffective as in the majority of regions there has 

been only a couple of meetings made since 2014, except for the case of Galicia 

that has been 4 and the case of Andalusia which meet the minimum of two 

annual meetings, as stated in the Royal Decree. This Commitees have been 

questioned by  by the regions of Catalonia, Galicia, Balearics and Canary Islands 

as they are considered to be uneffective. 
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4. Conclusions and proposal for Reus Airport 

From the analysis made on the previous chapters, it would arise the following 

motivations/needs to change the current airport management model for Reus airport: 

� It is demonstrated that Reus airport is a key infrastructure for the development 

of tourism and economy of Costa Daurada. So, the local and provincial public 

bodies and private sector with interests in the region are the stakeholders that 

knows better the needs and the opportunities to develop the airport. 

� The Spanish model (AENA), is a unique case in Europe where a big market 

(Spain) has a centralized mode. This type of model is no longer in use in other 

European countries. To simplify this fact we can reference to the table made by 

Bel & Fageda in 2010.  

Figure 4.1: Table of Management models (individual vs network) within the EU. 

Source: Bel & Fageda, 2010. 

We should note to this table, made in 2010 with data of 2006, that Estonia has 

practically only 1 airport (Tallinn), that Portugal has privatized the operators 
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(although management is not individualized) and Romanian airports appeared 

at ACI 2016’s report The Ownership of Europe’s Airports as a descentralized 

model with airports owned by County Councils (with the exception of the 2 

Bucarest airports and Constanta with majority of the Ministry of Transport). 

� AENA commercial policy is centralized. Airport fees, taxes, charges and 

incentives are decided in Madrid and are not though with the needs of Reus 

airport. For some of the airport charges, AENA applies the same pricing to the 

whole airport network and for other charges like passenger fee, AENA divides 

the airports in in 4 groups (except Madrid and Barcelona). This means that Reus 

airport charges are the same as other 10 airports, like Girona or Almería which 

for different reasons are competitors of Reus. This situation does not generate 

competition in an industry where there are less customers (airlines) every year.  

� The fact that all regional governments in Spain are actively involved on the 

promotion of the airport, demonstrates that there is a need to descentralize 

the management of airports in Spain. This has also been stated by the 

Competition Comission in Spain. 

� Currently, the State is the owner but also responsible for the investments and 

to operate the airport. But, the regional and local authorities are investing on 

the commercial task to catch airlines. The EU guidelines for State aid to airports 

and airlines are drawed in line to end State aid to airlines by 2024, while State 

aid to airport investment guidelines are in line to be kept even after 2024.  

� The Spanish Minster of Transport has made a wrong planning in terms of 

investment as it is demonstrated by the fact that in the last 15 years the airport 

has experineced several upgrades on terminals and many of them has been 

provisionally as result of a wrong planning. This unefficienty on planning has 

made increase the investment costs and consequently has affect to the 

financial results. During these 15 years, the Ministry has invested a total of 

40M€ (aprox) with public funds and still it is not the adequate terminal for Reus 

(Reus airport is the only airport in Spain, and we could almost say that is also 

one of the few in the world that terminal is not built in parallell to the aircraft 
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parking and runway). With all these funds invested, it would have been possible 

to build an appropiate terminal located in the right position.  

� AENA has no innovation in terms of financing and has not explored the 

management options of Alternative Finance or Alternative Value Capture 

explained in section 2.2.2.1 of this paper. 

� The fact that the transfer of Reus airport was announced in 2007, demonstrate 

that is an historical demand and that it only depends on the will of politicians. 

Taking into account the above considerations, the new management for Reus airport 

should consist on the following principles: 

� The airport ownership should not 100% transferred from Spanish State to 

Catalan regional government, as planned in 2007 and perceived in recent years. 

This could find Reus airport moving from a centralized system in Madrid (AENA) 

to another centralized system in Barcelona (Aeroports de Catalunya). We would 

suggest to follow Germany’s airport ownership model where local and regional 

bodies have a majority although it is not the same share in every airport. In this 

sense, we can find airports where 50% is for the city and 50% for the region., 

others where there is a share for the German state, or where the regional 

government has majority, and even some cases where ownership belongs 

100% to the city, like Bremen. In this sense, ownership of Reus airport should 

be transferred to the region where province and local bodies should not only 

be in Board but also have the biggest portion of shares. Portions of the shares it 

is something that should be negotiated between the different administrations 

involved. 

�  As it is an strategic infrastructure, the shares should be keep in public hands in 

order to guarantee the territorial interest. Privatisation is not an option for 

Reus as it would fall in the risk of having a short view to obtain financial results. 

Still, it is recomendable that some to have private investors in the shareholding 

of the new ownership Corporation in order to reduce possible financing lost 

and the criteria of private investor principle. It could have 2 type of 
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shareholders, those that would provide the assets and those that would obtain 

shares for their representation in the Board of Directors. An example of 

ownership shareholders for Reus could be as follows: 

- 30% Generalitat (Catalan Government) 

- 30% Diputació (Provincial Government) 

- 5% City of Reus 

- 5% FEHT (Tourism Business Federation) (private) 

- 4% PortAventura World (private) 

- 3% Hard Rock (private) 

- 3% City of Tarragona 

- 2% AEQT (Chemical Business Association) (private) 

- 2% City of Salou 

- 2% Port of Tarragona 

- 1% City of Cambrils 

- 1% City of Vila-seca 

- 1% Chamber of Commerce Reus (private) 

- 1% Chamber of Commerce Tarragona (private) 

- 1% Airport employees (private) 

- 0,5% Chamber of Commerce Valls (private) 

- 8,5% Free Float (private) 

� As explained in different sections of point 2, the ownership could decide 

different options of Management: 

a.  A PPP or Concession would only be in a long term if the airport 

becomes a true alternative to Barcelona and exceeds 5M pax. 

b. The Not-For-Profit, has little experience and given the financial results 

of Reus, it would not so benefitial as it might seem as it could have the 

risk that airport has to keep high fares to keep mantainance and 

necessary investments. In this sense, we would also consider as an 

option in the medium or long term after the airport has no major 

investments in a close scope of time. 
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c. So, followed to the distribution of the ownership shares, it would follow 

the creation of a operator company (with the same shareholders as the 

ownership),  which could be named “Reus Airport, SA”. This operator 

would in future make the possible deals for a Concession or Not-For-

Profit system. 

� “Reus Airport, SA” would have a Board of Management which should be 

formed by expertised members in airports and infrastructure management. 

� As the Board of Directors would be in majority of public hands, the 

infrastructure could access to State-aid financing for investments in line of EU 

guidelines, which states that government can fund up to 75% of costs if 

passenger traffic is under 1M pax, 50% if its 1 – 3M pax and 25% if its 3 – 5M 

pax. Somehow may think that whith this scenario the regional and local 

governments which are currently funding the commercial action, should also 

have to fund the investments, but the truth is that as consequence of this new 

model of management, the State-aid to airlines would be eliminated. 

�  Although the ownership is responsible for investment, the Board of Directors, 

with the help of the private shareholders should: 

a. Do the best endavours to be efficient and avoid unnessary investments.  

b. Search for Alternative Finance or Added Value Finance to reduce 

investment costs, as for example, develop Real Estate investments or 

sponsorized assets by private companies. 

� It would be also interesting to create a Consultant Council with the 

participation of the industrial sector, the Aeroclub, aviation companies based at 

the airport, airlines,... to get their opinion about the project and assure 

efficiency. 

� In line of becoming an efficent cost airport, “Reus Airport, SA” would have to 

use other tools of management such as Service Contracts for security, cleannig, 

car park,... 
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As result of this new Airport Management, the airport could benefit from the 

following: 

� The airport fees and charges would be designed to reduce seasonality. 

� Airport would have an strategy aligned with the economic interests of Costa 

Daurada. 

� Commercial team dedicated only to Reus airport that would attract commercial 

activity at the terminal and new airlines operating. 

� The airport would become part of the Tourism Management of Costa Daurada. 
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ANNEX I: Overnights vs Airport Traffic 

British market 

 

Source:  Tourism Open Knowledge PCT Turise Costa Daurada i Terres de l’Ebre 
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Irish market 

 

Source:  Tourism Open Knowledge PCT Turise Costa Daurada i Terres de l’Ebre 
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Dutch market 

 

Source:  Tourism Open Knowledge PCT Turise Costa Daurada i Terres de l’Ebre 
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German market 

 

Source:  Tourism Open Knowledge PCT Turise Costa Daurada i Terres de l’Ebre 
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Belgium market 

 

Source:  Tourism Open Knowledge PCT Turise Costa Daurada i Terres de l’Ebre 
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Russian market 

 

Source:  Tourism Open Knowledge PCT Turise Costa Daurada i Terres de l’Ebre 
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Annex II 

 

https://www.vilaweb.cat/noticia/695239/20030521/pacte-boella-exigeix-minim-sis-vols-diaris-

baix-cost-ryanair.html  

 



Airport Management Models. Proposal for Reus Airport 

 

69 

 

 

http://www.laxarxa.com/altres/noticia/es-posa-en-marxa-una-entitat-que-impulsara-el-

desenvolupament-de-l-aeroport-de-reus  

 

 

 

 

 

 

 



Airport Management Models. Proposal for Reus Airport 

 

70 

 

Annex III 
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