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CEO, LATVIAN AVIATION ASSOCIATION,

Arturs Kokars
We are building Riga Aviation Forum as a European level leadership platform,
designed to benefit aviation in Latvia. The annual event will take place for the
third time in a row, and this year it will be fully loaded with an extensive twoday programme of presentations, scientific paper readings, tutorial classes of
world recognised scholars, prominent keynotes and panel discussions.
The first day (09.09) is dedicated to presentations of scientific works at the
pre-forum research conference. This part of the forum is organised thanks to
the support of the Latvian national airline airBaltic and with the participation
of the Institute of Transport and Communications, Riga Technical University
and Riga Aeronautical Institute.
The second day (10.09) is dedicated to the aviation industry. As usual, it will
bring together stakeholders, prominent leaders and experts from various
areas of aviation. Special gratitude to our sponsors – International airport
“Riga”, Smartlynx Airline, TAV Latvia, Havas Europe, AG Handling, Rava Cargo,
Latvian Air Navigation Service Provider company, LSG Sky Chefs and Capital
Handling. Even in actual crises, these companies care for the development
of the industry and speak with the common voice needed to reach a broader
audience worldwide.
Considering the uncertainties about the possible meeting restrictions, as well
as some difficulties in foreign conference participants getting to Latvia, this
year the Riga Aviation Forum will go online. However, this does not detract
from the quality and relevance of the subjects presented at the forum. On the
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contrary, we hope to expand our audience and hold an ambitious extended
event next year.
The Covid-19 crisis has shown that we all need to step out of our comfort
zone to survive. There are no doubts that sooner or later our passengers will
return to international travel, but not all aviation-related companies will remain in the market. Therefore, we all need to ask ourselves, what can we do
more of and how do we do it better in order to secure our positions, be more
efficient and cement our place for further growth?
The long-lasting and global lockdown of passenger traffic due to the global
pandemic was beyond any of our worst predictions. We have survived the
first wave, but according to the recent study carried out by the Latvian Aviation Association, the most crucial days for the industry in general are expected in the year 2021. It is notable that most of the market participants
are still operating under their operational expenses. It is a matter-of-course
that there are limited options for how to get through it, such as selling assets
and decreasing the business, getting deep into the shareholders pockets or
increasing the debt obligations if feasible.
For the next decade, the corporate financial performance of aviation industry
is expected to deteriorate as a result; in some cases companies may experience bank raiding, as was observed in the previous economic crisis. Therefore, we all hope for extensive state support with the proper funds and smart
decisions in favour of the business environment. There is no treatment that
fits all the needs of the aviation business. Unfortunately, the private sector is
left on its own and this may weaken our position in the global aviation market. Therefore, we require a case-to-case approach from the government,
not an attempt to adjust us all with one measuring tape.
At the end of any storm the sun appears again. Let’s do our best and be ready
for steady growth once more. We hope that this forum will support us with
new bright ideas and guide us to extend discussions between stakeholders.
Latvia needs to remain a leader in the Baltics and be a close competitor to
Northern Europe!
Be strong together and best wishes to all!
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MINISTER OF TRANSPORT,

Tālis Linkaits
I am pleased to greet the participants of the Riga Aviation forum. I hope this
event will continue to be a significant space for sharing ideas and opinions,
as well as experiences that are especially important in this very extraordinary
and turbulent time for the aviation industry.
As we all know, the aviation industry is largely an international business,
and stresses such as Covid-19 have an enormous impact on an international scale. Therefore, also on travelling and the aviation business in general.
Even though the industry is recovering slowly, it is doing so consistently. The
number of flights and the number of destinations are increasing. We also see
an increase of activity in Riga International Airport and our air navigation
service provider reports a steady increase in overflights as well.
The Riga Aviation forum is supposed to be one of the platforms for exchanging information within the industry itself, as well as between the industry
and regulators. Riga is a centre of aviation of the Baltic region, and I am certain that with its extensive scientific programme and great participants, this
year’s Aviation forum has the potential to be an opinion leader of the aviation
industry in the Baltics and Northern Europe. Despite the fact that this year’s
forum will take place remotely on an online platform, an extensive two-day
programme has been organised.
It is highly important for the aviation industry in Latvia that for the first time
a Pre-forum Research Conference on aviation sciences has been organised
under this format, and despite the difficult situation in the aviation sector, the
business forum is taking place for the third time in a row.
At the Riga Aviation forum last year, I called upon the industry to set high
targets. Although the situation in the sector is fragile, the aviation industry
should not abandon the vision for growth. I wish the Riga Aviation forum the
most successful working sessions and the very best results!
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ABSTRACT
With the improvement in reliability of modern aircraft systems, an increase
in their complexity led to the fact that failures became non-standard and
problematic to predict. As a result, IATA guided the development of Evidence-Based Training (EBT), which is an innovative approach to the training
and assessment of pilots’ competencies based on the evidence obtained from
their performance. Yet, operators planning to use this framework should develop line-oriented scenarios based on EBT methodology, and a grading system for a clear assessment. In this paper, a method for modelling a quantitative assessment of pilots’ performance is proposed. The method may be used
as part of an EBT assessment programme due to its adaptability to different
grading strategies according to quantifiable error criteria, the number of occurrences during the evaluation phase, and prior data on the distribution of
pilots by their competency levels.
INTRODUCTION
Pilots taking an EBT module go through three phases: evaluation phase, manoeuvres training phase and scenario-based training phase. The evaluation
phase includes a single line-oriented scenario related to the air operator’s
needs, based on the methodology (IATA et al. 2013) involving a number of
occurrences for the instructor to be able to evaluate the indicators of the required core competencies. The instructor evaluates pilots using the respective behavioural indicators for each of the core competencies by observing
the pilots’ interaction, actions, the instrument readings of the flight simulation training device. In case of uncertainty, the instructor can also use the
video recording of the session for its benefits (FAF, 1997).
The instructor assesses the performance of the flight crew based on the behavioural indicators and the compliance of the controlled parameters (operational limitations, stabilised approach criteria, etc.). Then the instructor
decides on the grade for each of the core competencies (ICAO, 2013) of the
flight crew members; in other words, the instructor categorises the pilots by
their competency levels. Furthermore, it is known that the conduct of any
categorisation task with sampling, confined by the scope of the assessment,
is accompanied by type I and II errors, as in statistical hypothesis testing. As
a result, the instructor can overrate (type I error) or underrate (type II error)
the performance of the flight crew. The method present in this paper was influenced by the approach that was adopted in studies for the decision-making of the pilot in flight by Karaush (1991), and for the decision-making of
ATC controllers Hazzauri and Shestakov (2000). Modelling the quantitative
assessment of flight crew performance is conducted through a calculation of
confusion matrices of pilots’ performance levels and the selection of decision
boundaries justified by the error criteria.
9
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1. Assessment of flight crew performance in EBT
The need for an accurate assessment of the core competencies of flight crew
members is directly related to the effectiveness of subsequent EBT phases
after the evaluation phase, which are based on the assessment of strengths
and weaknesses, and are customised specifically to focus on the weak points
of the pilots.
According to the analysis (IATA et al. 2013), a five-point grading system where
1 grade is used for unsatisfactory performance, is more suitable for the purposes of the framework. Each of the core competencies are graded during
the evaluation phase and at the end of every training session.

Fig. 1. Graphical representation of core competence grading
The core competencies shown in Fig. 1 are considered as the foundation for
any safe pilot. In the figure, the green regular octagon represents the maximum performance in all of the competencies. The irregular polygon represents a hypothetical pilot with various grades among the competencies,
having a pronounced degradation of manual flight skills, which is one of the
negative trends in modern civil aviation and which shall be addressed by operators (FAA, 2017).
3. Method of quantitative assessment of flight crew performance
Flight instructors evaluate flight crews with a certain degree of accuracy,
since it is not possible to observe flight crew in all possible emergency situations, in-flight occurrences, threats and errors. Because of the multitude of
these events, for the explanatory purposes of the method, these events are
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referred to as occurrences. As a result, the assessment is carried out based
on a sample M from the universal set of occurrences N.
During a session, the flight crew encounters some occurrences (M<<N) that
serve as a foundation for the assessment. Ideally, it would have been precise
to assess how the flight crew handles all occurrences pertaining to the generation of aircraft. Thus, depending on the number of successfully tackled
occurrences n, the final grade would have been allocated to one of the intervals: nU[N5,N] – exemplary; nU[N4,N5) – effective; nU[N3,N4) – adequate;
nU[N2,N3) – minimum; nU[0,N1 ) – unsatisfactory performance. Under these
conditions, the assessment would be objective; otherwise, type I and type
II errors, where the grade is overrated or underrated, are inevitable. Here,
when it is stated that a pilot can counteract or handle an occurrence, this
implies that the occurrence is addressed using the applicable indicators.
Pilots in an airline can be expressed as elements x of the set X (xU{X}). The set
of pilots can be subdivided into subsets {X_g}, where the grades gUG={1…5}
change depending on the ability to effectively demonstrate a competency in
n occurrences. In the case when the instructor rates a pilot as xU{Xj} but the
pilot’s true grade corresponds to xU{Xi}, (j≠i), it indicates the i-th and j-th hypotheses are confused, and the probability of this event is denoted P(i,j). If i>j,
then it indicates a type 2 error (the competency is underrated), and i<j corresponds to a type 1 error (overrated); if i=j, the assigned grade corresponds to
the true grade. Based on the conditions, a confusion matrix of probabilities is
derived for a five-point grading system, where i is the true grade, and j is the
assigned grade for a competency.
The main diagonal corresponds to the probabilities when the assigned grade
equals the true grade (P55,P44,…P11); below the main diagonal are the probabilities related to type I errors, and above to type II errors.
Certain error criteria are used to establish the minimum probability values of
type I and II errors (1), and the maximum probability value of assigning true
grades (2).
(1)

(2)
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3. Modelling quantitative assessment of flight crew performance
Having a number of occurrences during the evaluation phase and pertaining to one of the core competencies, the objective is to effectively set decision boundaries to group the occurrences corresponding to the appropriate
grades, in order to rate the pilot using the criteria (1,2). A probability matrix
is established, having rows corresponding to the grade system and columns,
corresponding to the number of occurrences in the assessment. Each element of the matrix R indicates a probability that a pilot under test whose
competence is of true grade, will handle occurences (). This probability is
found using the formula:

(3)

where the number of occurrences the pilot is able to counteract; the total
number of occurrences.
The matrix for a sample of occurrences M can be derived using formula
(3), however in order to obtain a confusion matrix for the five-point grading
system, decision boundaries are established, and r(g,m) elements are summed
accordingly. In addition, prior information about the distribution of pilots
according to their competency levels allows to adjust the confusion matrix
by multiplying it with the matrix that has the main diagonal bearing the distribution data:

(4)

The lines ag,a(g-1)…a1 establish the decision boundaries for the grades according to the performance levels. This division allows one to build several probability matrices, depending on the position of the decision boundaries, and
analyse them with respect to the error criteria. The formula (3) is based on
the assumption that all occurrences during the assessment are homogeneous, however this does not reflect real life flight operations. To address the
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issue, the occurrences are subdivided into two categories: advanced and average. The two categories are addressed using the weight coefficient, and the
weighted sum of advanced and average occurrences is expressed through
that corresponds to the true score:
(5)
where n – the number of advanced occurrences that the pilot is able to handle (0≤n≤N); r – the number of average occurrences that the pilot is able to
counteract (0≤r≤K). Since the values N,K represent the number of all occurrences, the formula (5) must be adapted to fit an actual assessment, which
includes only sampling of these occurrences; the achieved score η is expressed as follows:
(6)
where m – the number of advanced occurrences that the pilot will solve
(0≤m≤M; M≪N); l – the number of average occurrences that the pilot will
solve as well (0≤l≤L; L≪K).
Accounting for the difference in difficulty between the occurrences, the
probability that the true score corresponds to the obtained score is calculated using the following formula:

(7)

In order to obtain the probability function for four pilots of different competency levels, certain assumptions were made regarding their knowledge
levels that are presented in Table 1. The numbers of advanced and average
occurrences, and weight coefficients of were taken.
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Table 1. Initial data
Parameters

Pilot’s level

X5

X4

X3

X2

42
38
35
20
n(N=50)
45
40
35
20
r(K=50)
132
120
100
75
ζ
The data used does not entirely reflect real data; nonetheless it was used to
illustrate the principles of the approach by calculating the error criteria and
grading strategy accordingly. Therefore, the probability function that was
analysed is shown in Fig. 2. As can be seen from the graph, the probability of
receiving a score corresponding to the true grades is the highest. However,
there is a higher chance for a level-4 pilot to obtain 2 points than 3; the same
tendency is observed for other pilot levels.

Fig. 2. The probability function P(η|ζ) for four pilots of different competency levels
Furthermore, the error criteria can be calculated with the obtained data using the probability function (7), with prior data on the distribution of pilots
by their competency levels q^’corresponding to equal distribution among all
pilot levels i.e. uncertainty, and q’’ with exact figures shown in Table 2. For instance, the maximum probability of assigning the true grade (0.327) with prior data on pilot level distribution, grade 4 must be assigned for 3 or 2 points.
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Table 2. Required total score for grades and error criteria

According to the chosen grading strategy based on the data from Table 2,
the final assessment map is filled during the assessment for each of the core
competencies since some of them might not be relevant in all of the occurrences. The assessment table is shown below:
Table 3. Example of competency grading across occurrences

CONCLUSIONS
The necessity for the method to be implemented is justified by the fact that
the effectiveness and structure of the subsequent training phases depend on
the accuracy of the evaluation phase. The method proposed is distinct due to
its ability to:
• adapt to various grading strategies using the quantifiable error criteria,
• optimise the number of occurrences during the evaluation phase,
• adjust to prior data on the distribution of pilots by their competency
levels.
However, for an EBT programme to be developed using the proposed method, certain areas must be addressed:
• development of occurrence database categorised by difficulty in relevant flight operations,
• training, validation and test sets of pilots of different competency levels
must be tested, to obtain the data related to their performance throughout
the database with additional corrective inputs to the model and database
of occurrences.
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ABSTRACT
This paper is a continuation of the previous study [1] and focuses on the design optimization of the low Reynolds number airfoils for the Unmanned
Aerial Vehicle (UAV) applications. The study uses the two-software integration methodology proposed in [1] i.e. XFOIL and modeFRONTIER. To further
verify this approach, a different airfoil S1223 is used for design optimization.
The proposed method showed high efficiency and up to a 10% improvement
in the optimization parameter. In addition, the optimization time and steps
were also reduced without conventional user intervention. The optimization and CFD analysis demonstrated improved aerodynamic characteristics
compared to the original airfoil. The optimized airfoil is especially useful in
the UAV applications, which require long-endurance, high lift, and preferably
lower weights. Wind tunnel testing of the design is planned in the future.
INTRODUCTION
This paper presents a short extension of the previous study for the verification of the optimization methodology introduced in [1]. The design of low
Reynolds numbers of 5x105 has been well understood; however, boundary
layer separation/transition may exist even below the Re of 5x105. Laminar
separation bubbles tend to decrease the performance of an airfoil [2, 3, 4].
Gross [3], in his experimental studies of NACA 64#−618 airfoil at Re=64,200,
observed a closed laminar separation bubble near the leading edge at 10° to
15°. Potential flow theory is frequently a choice for evaluating the aerodynamic performance of airfoils, airplanes, wind blades, etc. when speed is preferred over accuracy. Drela [5] introduced a design system for low Reynolds
number airfoils called XFOIL. The combination of potential flow with viscous
models allows XFOIL to capture the viscous effects while maintaining the
computational advantages of the potential flow. At the same time, the boundary layer and transition equations are solved with the inviscid flow field. This
is suitable for the fast analysis of low Re airfoils experiencing a separation
bubble. Multidisciplinary design optimization (MDO) is a frequent choice of
the day. Buckley [6], in the airfoil optimization study of a theoretical aircraft
using practical aerodynamic requirements. Using Reynolds Averaged NavierStokes equations (RANS) and turbulence models, Langtry [7] suggested the
γ-Reθ transition model. The study used two transport equations for the intermittency while Reθ was combined with the Shear Stress Transport (SST)
model.
The development of low Re airfoils for Unmanned Aircraft Systems (UAS), can
be achieved by implementing design optimization methodologies. Therefore,
this study focuses on the application of design optimization methods intro-
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duced in [1] and further verifies its validity on another airfoil i.e. S1223. This is
accomplished by using an integration of software XFOIL and a lesser-known
optimization module modeFRONTIER. To reduce the steps and duration of
the process, the integration of the two modules was carried out by creating
a code in the modeFRONTIER workflow. The results show that coefficients of
lift, drag, and moment agree well with the experimental results. The design
optimization demonstrates an increase of 10% in the optimization parameter.
In addition, the characteristics of the optimized airfoil were further compared using CFD in ANSYS Fluent. The numerical results verify the improved
aerodynamic characteristics obtained from the design optimization process.
This paper is part of the series of the current [8-10] and future studies under
the ERDF project.
1. Methodology
The first step is the selection of the airfoil, which has a substantial influence
on the wing and aircraft performance characteristics. Thus, the proper selection of airfoil should be made. The airfoil studied in this work is designed
for low Reynolds applications. The second step is the validation of XFOIL,
which is carried out by the comparison of the results of the XFOIL to the
data generated by the wind tunnel testing. The third step is airfoil geometry optimization. Since the optimization is performed in terms of Cl, Cd, and
Cm, a solver is needed to obtain the values of the aerodynamic coefficients.
The solver utilized in this work is XFOIL. The optimization software used is
modeFRONTIER. It allows different airfoil geometries to be generated and
analyzed in XFOIL, without any user interaction. This optimizes the airfoil’s
aerodynamics coefficients according to the objectives while meeting the
constraints. The fourth and final step is the newly generated airfoil, which
will be validated using CFD. For this purpose, ANSYS Fluent is used. The values of the aerodynamic coefficients obtained in CFD will be compared to the
ones obtained in XFOIL. In Table 1, the geometric parameters of the airfoil
S1223 are shown.
Table 1. Geometrical parameters of S1223
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Airfoil

Max. t/c

S1223

12.14%
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Position of max
t/c
20.20%

Max. camber
8.68%

Position of max.
camber
48.48%

2. CFD Scheme
ANSYS CFD tools like, ICEM for meshing and Ansys Fluent were used for the
numerical simulations. For the boundary conditions, velocity was defined as
per the Reynolds number (Re) of 300000. The following parameters are considered as follows: air density at sea level (ρ=1.225 kg/m³), dynamic viscosity
μ=1.7894 x 10-5 kg/ms and chord length (c) c=0.1 m. The turbulence conditions are also set at the velocity inlet [11]. At the outlet boundary, zero gauge
pressure was used with non-slip walls.
3. Optimization Results
For the optimization of the airfoil S1223, after around 5000 iterations convergence was achieved. The value of Clmax converged up to 2.44, with only minor
fluctuations. Table 2 shows the comparison between the geometric parameters
of the S1223 airfoil and the optimized airfoil named as S1223mod.
Table 2. Geometric parameters comparison
Position of

Max. t/c

S1223

12.14%

20.20%

8.68%

48.48%

3.4%

S1223mod

13.80%

18.18%

9.10%

41.41%

1.55%

max. t/c

Camber

Position of

Airfoil

max. camber

LE radius

Figure 1 shows the comparison of S1223mod and S1223. It can be observed
that mainly the upper surface is modified. S1223mod’s maximum thickness
is greater than the thickness of the base airfoil i.e. S1223. The position of
maximum thickness of S1223mod has been moved to the front (closer to the
leading edge), which also moves the position of the maximum camber. The
S1223mod is slightly more cambered than S1223. Lastly, the leading-edge radius of the S1223mod is smaller than S1223. This can be perceived in terms of
lift, drag, pressure coefficients, and boundary layer characteristics. In terms
of lift, the behavior is similar. The similar range is from negative angles of attack, up to 9°. From 9° and higher, the curves start to behave differently. At
this point, S1223mod reaches higher values of lift coefficient, as shown in Fig.
2. The higher Clmax of new airfoil agrees with the objectives of optimization
as S1223mod’s Clmax is 5.6% higher than S1223, as shown in Fig. 3.
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Figure 1.
S1223 and S1223mod airfoils

Figure 3.

Figure 2.

Cm versus AOA for S1223 and S1223m

Cl versus AOA for S1223 and
S1223mod

4. CFD Results
For the lift coefficient, the difference between the values obtained by XFOIL and
Fluent increases as the angle of attack also increases. The largest difference in
lift coefficient values is in the order of 0.3. In this case, XFOIL predicts a higher
lift coefficient (Cl). For the stall behavior, XFOIL predicts a smooth stall starting
from an angle of 15°. In turn, Fluent predicts an earlier stall at approximately 14°
and a very abrupt decrease in lift post-stall. This fact is indicated in Fig. 4 and
Table 3; the difference is insignificant; hence, the optimization results can be
regarded as reliable.
Table 3. Comparison between XFOIL and Fluent value
Parameter

Fluent

XFOIL

C0123

2.34

2.438

14

15

1.10

1.178

Alpha stall (degrees)
C04
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Figure 4.
Cl vs AoA comparison for XFOIL and Fluent

In Figures 5-7, the velocity contours are shown at α = 13°, 13.5° and 14° AoA respectively. It can be seen how the separation process develops, alongside the
bubble. In Figures 6 and 7, reattachment of the flow right after the laminar separation bubble, can be seen. This does not happen at α=14° AoA, where the bubble
appears to have burst. This is most likely the reason behind the sharp loss in lift
at this angle of attack. XFOIL predicts more negative values of the moment coefficient compared to Fluent. The differences are in the order of 0.02, which is
negligible, as shown in Fig. 8. The abrupt stall behavior predicted by Fluent can
be seen in terms of moment coefficient, with sudden changes in Cm post-stall
(negative and positive).

Figure 5. Velocity contour at 13º

Figure 6. Velocity contour at 13.5º
Figure 8.
Cm vs AoA comparison
Figure 6. Velocity contour at 13.5º
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for XFOIL and Fluent

CONCLUSION
The design optimization methodology was applied to the airfoil S1223 as part
of the verification of the previous study [1]. Using the software integration approach of [1], a newly optimized airfoil was successfully generated. The airfoil
design optimization presented in this work has proven to be a flexible and fast
method. It can be applied to a variety of applications, with different airfoil requirements. UAVs are the potential applications of the newly generated airfoil
due to the characteristics of low Re and long endurance. As a whole, XFOIL provided good results and proved to be a fast and reliable tool to analyze low Re
airfoils. The results given by Fluent and XFOIL were only slightly different, most
likely due to a different evaluation of the behavior of the laminar separation bubble by both software. The evaluation of the optimized airfoil S1223mod showed
that the upper surface laminar separation bubble burst at 14°, which was predicted by XFOIL as 15°. Nevertheless, for low Reynolds airfoils, Fluent and XFOIL
showed good agreement in terms of lift, drag, and moment coefficients.
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New trends in philosophy for the aims of higher education, and a constantly
changing attitude to the learning process from students, are forcing higher
education institutions to adapt their teaching programmes quickly to the new
situation. Demands from certifying and law-making institutions are also changing, as are demands from employers as well. To build a sustainable programme,
long-term tendencies and constants (if there are such) must be found, and on
the basis of those constants a flexible model for higher education programme
implementation must be created.
In this paper I will focus on finding the role or meaning of higher education in the
field of aviation. Implementing the demands from the European Union Aviation
Safety Agency for different certification as well as different models of realisation
of higher education programmes with more or less integration or merging with
certified aviation personnel regulations; demands will also be reviewed within
the context of the goal of this paper.
New trends in philosophy for the aims of higher education, and a constantly
changing attitude to the learning process from students, are forcing higher education institutions to adapt their teaching programmes quickly to the new situation. Demands from certifying and law-making institutions are also changing,
as are demands from employers as well. How does one find a balance between
expectations from students, employers and the state to ensure a sustainable
higher education programme? What should be taught that is demanded from all
three sides, and how? The long-term tendencies and constants, if there are such
in our constantly changing world, must be established.
One of the tendencies that I found while analysing the influence of education on
different aspects of economy is as simple as the fact that the higher education
a person has, the higher the rate of employment, and it relates positively with
the state economy according to Okun’s law that states that a country’s gross
domestic product (GDP) must grow at a rate of about 4% per year to achieve a
1% reduction in the rate of unemployment. So, the rate of employment could be
one of the factors that should be reviewed more closely. Employment rates are
defined as a measure of the extent to which available labour resources (people
available to work) are being used (ORCD definition).
As you can see in Figure 1, the employment rate of course is different in different
countries, but regarding all European countries, what other important information can we see from this picture? We can clearly see that there are triangles in
the top positions in almost every country, and the triangles mean ISCED level
5-8. ISCED means International Standard Classification of Education, and from
the year 2011 the meaning of levels is given as shown in table 1. In other words,
by acquiring higher education, people get something that helps them to become

26

RAF 2020

employed. Of course, so much has been done in European education to make
it as similar as possible between the countries thanks to the Bologna process,
but there are still huge differences in the approach and realisation of education!
Nevertheless, if we are observing the situation regarding employment in Figure
1, then it is easy to see that the role of higher education is convincing. In general,
by looking at Figure 1, we can even say that it does not matter in which field of
education you receive the diploma and how exactly, but with higher education
comes higher chances of getting a job. Before we look at how all of what is written above is connected with aviation, we must also take a brief look at other
facts.

Figure 1 Employment rate of recent graduates by country,
level of educational attainment and type of education for the year 2018.
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Figure 2 Unemployment rates and earnings
by educational attainment for the year 2019
Statistics from the U.S. Bureau of Labour Statistics for the year 2019 show (in
Figure 2) that not only by getting a higher education will you be more demanded
on the labour market, but you will also most likely get a better paid job. Here in
Figure 2 we can also see the same tendencies regarding the unemployment rate
(opposite to the employment rate) that we can observe in Figure 1 for European
countries, but revealed in a more detailed way. From this we can assume that
there is the same relationship between employment and the education level described earlier in this paper, not only for European, but also for other countries
of the world.
Does it really mean that it does not matter what universities are teaching? Both
the answers yes and no can be true, and this is an important message for aviation companies. As we can see in picture 1 there can be a great difference in
terms of employment rate if we compare ISCED level 3-4 general and vocational
education. By comparing these two types of education, we can see a marked effect if there is a well-built system, where employers and educators, or we could
even say the education industry, works together, or if there is no such system or
synchronisation of actions. In general, the tendency is that vocational education
gives a higher rate of employment, but it is also clearly evident that in different
countries, the difference between vocational and general type of education varies greatly.
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Table 1 Explanation of the levels for
International Standard Classification of Education (from year 2011)
International Standard
Classification of Education level

Explanation

ISCED 1:

Early childhood education (‘less than primary’
for educational attainment)
Primary education

ISCED 2:

Lower secondary education

ISCED 3:

Upper secondary education

ISCED 4:

Post-secondary non-tertiary education

ISCED 5:

Short-cycle tertiary education

ISCED 6:

Bachelor’s or equivalent level

ISCED 7:

Master’s or equivalent level

ISCED 8:

Doctoral or equivalent level

ISCED 0:

And now we finally come to the aviation education part. More and more professions are demanding not only professional knowledge or skills given by
an education organisation and approved with an education diploma, but also
specific certificates or licences. For aviation, the system of licensing is probably the most advanced in comparison to any other areas of the economy.
The system has evolved dramatically since World War II, but some aspects in
the system did not change significantly. And yes, I am talking about the role
of higher education in aviation. The certification system for the certifying
different aviation personnel exists completely independently from the higher
education system. Yes, both systems are aware of each other and there are
some references and some possibilities to take into account regarding that
which has been done in the other system, but they are still far from being
synchronised and obtaining benefits from each other.
There are different ways of how to synchronise or integrate certification or
licensing into a higher education programme and satisfy demands from the
higher education organisation side, as well as from the professional licence
issuing side. There are three main ways of integrating content needed for certification. The first is an independent model, when in a higher education organisation there is also a certified training organisation, and content needed
for certification is given strictly as it is written in the appropriate European
Union regulation, and then in addition, material needed just for higher education is given. In such model, for example, there will first be semester mathematics that covers just EU regulations, and in the second semester there
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will be mathematics again, but this time content will be needed to receive a
higher education diploma. In the second model or integrated model, there
is also a certified training organisation in the higher education organisation,
but the content needed for receiving certification is integrated into higher
education subjects. In such model, for example, there will be one subject of
mathematics that covers the content needed for complying with EU regulations and the content needed to receive a higher education diploma. In the
third model or credit model there is no certified training organisation in the
higher education organisation. The content needed for students to receive
appropriate aviation certificates is integrated into higher education subjects,
and later the accreditation process is performed by the local Civil Aviation
Authority. For each model there are pluses and minuses, but a comparison
of them will not be the focus of this paper. In theory, the third model should
be the best variant for HEis to give both the content needed for certification
and content needed for a higher education diploma, but in a real life situation
it is unreliable because a student can’t be sure that even if everything from
their side is done well, the CAA will actually certify all the modules learned.
So, to be competitive, HEis are forced to make (certify) their own training
organisations.
Traditionally, higher education organisations (not the aviation industry) are
those who work on the integration of demands for certification into their
programmes. Traditionally in Latvia, HEis are also those organisations who
prepare profession standards, and for professional higher education programmes, a professional level should be taught.
Overall the aviation industry has a good reputation in Latvia and many high
school graduates are willing to work in the aviation industry. Usually those
students who attain better marks try to get into universities, but those with
lower marks go straight into labour market, and they are the ones who attain
different kinds of certificates that they must have prior to starting work as an
aviation specialist. Those who choose HEis want to have not only the certificate needed to work as any kind of aviation specialist, but also to have more
freedom of choice. This means that they are looking for programmes where
there is compliance with appropriate certification demands for the chosen
profession, and the programme must provide a possibility to also work in
other similar professions. People simply want to have backup plan.
From the point of view of the state and employers, I can assume that there
are two constant opposite demands or wishes, and they are low cost and
good quality of education. There are still so many employers in the aviation
labour market who are thinking that all a teaching programme should do is
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merely implement all demands from the EU according to certifying staff and
to do it as fast and as cheap as possible. What is even worse is that there are
employers in the aviation labour market who want the employee to have the
minimum education needed to merely fulfil the specific needs of the particular employer so that these people will have nowhere to go as they do not have
the education or skills needed to get another job, and this means that the
particular employer can easy manipulate such an employee. Of course, such
a policy has nothing in common with providing long-term quality and thus
safety of the product. As we know, safety is the priority in aviation and so narrow specialisation and pure education should be avoided to the extent possible as it raises the risk of manipulation with aviation personnel. There is also
another downside of fast transit from high school to the labour market – the
short time of observation. Employers cannot form a good mental description
of the person as they receive their licence so quickly that nobody actually
knows them in the training organisation and can’t give a precise description.
So again, it is a question of safety, because there are cases in aviation history
where fatal accidents could have been avoided if the employer had had better
information about the employee’s mental characteristics.
From the point of view of government, it is of course important to get maximum effect with minimum expenditure. There are good scientific papers
that describe the relationship between expected economic growth and inputs into education or GDP and the quality of education and other aspects,
but the most convincing relationship is between the years of study and the
unemployment rate (can also be easily observed in Figure 2). As mentioned
earlier, there is a relationship between employment and GDP, so less unemployed means higher GDP. So, from the government side, we can assume that
in general it should be interested in attracting more people to study in HEis
to minimise unemployment and thus increase GDP.
Summarising all that has been found, one can make the following conclusions:
• Bachelor’s level programmes should be the basis for any aviation profession
to increase the overall GDP from a long-term perspective.
• To create a sustainable aviation programme, it should be an HEis programme
with the integration of demands for the appropriate aviation personnel certification.
• EU aviation regulations for certified aspects should be upgraded to provide better integration possibilities for training programmes into HEis programmes and to create a more reliable recognition process.
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• Governments must not follow recommendations from industry (including
the aviation industry) when it says that they do not need employees with
higher education, but just the required certifications, often because of the
selfish interests of the employers that will not work from a long-term perspective.
The world is changing much too fast so a plug and play student from HEis is
no longer an option for the aviation industry but integration of demands for
Aviation certifying staff into HEis programs is the way to go. In the modern
world the role of providing information or even specific knowledge are getting less important and the higher education more and more is going to be a
gym for the brains, socialisation trainer and performance enhancer.
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INTRODUCTION
Solving the tasks of management in complex systems lies in the domain of designing the decision support system (DSS), and the main attention is paid to the
process, not to the result of the decision or the essence of the problem. Decision-making is a conscious choice between the existing variants or alternatives
of the direction of actions, which reduce the break between the present and the
future desired state of the object of management (Yatskiv et al., 2016).
The decision on the planning (reconstruction) of transport infrastructure is
one of the most important, and needs thorough analysis and prior consideration. Often, in making project decisions, there is a lack of sufficient information.
Therefore, the decision-maker has to deal with uncertainty and risk. In connection with this, the problem of decision-making support in choosing a project
decision on building new and reconstructing existing transport infrastructure
objects, takes on special significance and requires improvement of the methodology of its decision.
In the research, the aspects of decision-making according to the airport activities were considered. The decision about airport planning and management
should be comprehensive and operative and of course, the assessment of alternative decisions is necessary. The purpose of this research is to highlight the
role of simulation modelling at the stage of airport development. In the second
section, the authors present the methodology of a model-driven decision-making approach and then describe two cases with Riga International Airport (RIX)
modelling. Both cases support decision-making for the needs of development of
the airport: one – terminal reconstruction and the other – development of the
airport’s surrounding territory.
METHODOLOGY OF USING SIMULATION MODELS IN
DECISION-MAKING AND STATE-OF -THE-ART
The decision-making process involves a great number of different elements
but it always has elements such as: problem, goals, alternatives and decisions –
choice of alternatives. An evaluation of alternative solutions is easy to perform
on the models. The implementation of the model-driven decision-making approach requires the use of modern technology, modelling, various kinds of data
and information. Yatskiv et al. (2016) described the case of using AnyLogic software for the decision about Riga international coach terminal reconstruction.
The types of models and data strongly depend on different levels of decision:
strategic, tactical or operational (see Fig. 1).
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Fig. 1. Decision-making framework (CLOSER, 2012)
Different levels of simulation are used for different decision-making levels:
• Macro-level (high abstraction level without details) for strategic level;
• Meso-level (medium abstraction level) for tactical level;
• Micro-level (low abstraction level without maximum details) for operational level.

Fig. 2. Model-driven decision-making approach for traffic impact assessment

Several general-purpose simulations and special (for airport process) simulation
software products can be used for scenario modelling. The choice of a specific
one also depends on simulated objects (process) and the level of the decision. In
this research, we only consider the processes that include the different kinds
of traffic: aircraft traffic in the airport; airside and apron traffic; passenger flow
traffic; baggage flow handling and traffic at the network surrounding the airport.
In a professional context, the following software packages are more famous:
Airport Simulation Software CAST by the Airport Research Center (ARC URL,
2018); Simmod, USA (Simmod, 2018); TAAM (Total Airspace and Airport Modeler
- Jeppesen, 2020) etc. Usually, this software is very expensive and demands advanced specialised users.
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General Purpose Simulation Software includes a lot of tools: Simio (Simio LLC,
USA), FlexSim (FlexSim Software Products, Inc., USA); Enterprise Dynamics
(INCONTROL Simulation Solutions, the Netherlands); AnyLogic (The AnyLogic
Company, Russia, AnyLogic North America) etc.
3. Case Studies: Experience and prospects of modelling processes at airports
The proposed approach to use simulation modelling as a decision-making support tool for airport planning is implemented in different projects developed in
SimLab (Laboratory of Applied Modelling) (Transport and Telecommunication
Institute, 2020). Two case-studies described below give possibilities to perform
an impact assessment (case 1 - traffic flow; case 2 – passenger flow), incorporating factors that influence the reliability of airport services and support to decision making in the development of facilities.
Case-study 1: RIX Airport surrounding transport network development
scenario evaluation
Riga International Airport is a known transportation hub and is leading across
the Baltic states (Latvia, Lithuania and Estonia) by the number of passengers.
The continuous growth of passengers pushes the development of Airport infrastructure, but at the same time surrounding transport infrastructure requires
a significant update to meet the requirements of service quality, safety and capacity. The main goal of this project was to evaluate the different development
scenarios and complete a traffic impact analysis (TIA).
Traffic flow microscopic simulation has been selected as an appropriate approach to complete analysis. The development of the model has been completed
using PTV VISION VISSIM simulation software (PTV, 2005). Microscopic model
development requires detailed data about the transport network, traffic lights,
traffic and passenger flows, behaviour patterns of traffic and passenger flows.
The data about the structure, intensity and behaviour has been completed during peak hours (11:00-13:00) to set up the current state of the system. Network
topology & traffic light data has been received from the municipality. The current state model has been validated using three approaches:
• Based on animation: the group of experts (managerial staff of airport) observed the animation produced by the model. The developed model has
been approved as credible by experts.
• Using the GEH index: In all cases, GEH index values were less than 5; this
confirms the validity of the model.
• Applying the NAÏVE approach: High value or R2=0.98 confirms the validity
of the model.
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The developed model has been approved as credible and has been used to evaluate 10 development scenarios in total with different reference years (2021, 2022,
2025, 2036). Each scenario is the subject of changes in traffic and passenger flow
intensity, changes in the transport network. Traffic and passenger flow forecast,
changes in transport network have been completed based on the Airport development strategy. It should be noted that some scenarios included not only the
development of the road network, but also additional attraction points such as
the RailRoad terminal (as part of the RailBaltica project), hotel and business centre development.
Each scenario has been evaluated based on the measures of effectiveness (MoE):
average speed in-network, average delay time, level of service for key intersections (LoS), travel time, queue lengths.
Based on the received simulation results, several bottlenecks have been identified, which could influence traffic flow circulation in the future; but in general,
planned changes in the transport network will ensure the sustainable operation
of the transport system.
Case-study 2: Riga International Airport passenger flow simulation and
analysis
As has been stated in the previous case, the number of passengers is continuously growing. Currently during peak hours, the situation with passenger flows
at terminals becomes dramatic, especially in the security area. This project aims
to evaluate several vulnerability-mitigation scenarios that can potentially decrease the waiting time in queues. Besides, the capacity of the planned new terminal has been tested for expected growth in passenger traffic.
A simulation study has been conducted within the discrete-event simulation
paradigm based on previously collected real-world data. The set of models has
been developed using simulation software “AnyLogic”, which allows passenger
flow modelling on a micro-level. A valid discrete-event model requires valid
data on the intensity of passenger flows, behaviour patterns, the topology of
the terminal and many other variables. The developed models have been verified through animation-based and protocol-based tracing. The validation is performed through a comparison of outputs with initial data. As a result, the developed models have been approved as credible. After that, models of the terminal
have been applied to evaluate three scenarios with different passenger intensities. The pivotal research question is “Will the capacity of the terminal be sufficient for the expected passenger flows?”
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Fig. 3. Check-in queue simulation

Based on the results of the simulation, several bottlenecks and system vulnerabilities have been identified. If these issues are resolved in the future, the sustainable circulation of traffic flows will be achieved.
The other questions that can be stated for the passenger terminal traffic flow
model: utilisation of stopover-, movement- and queueing areas; duration of journey of passengers in the terminal; passenger waiting times and queue lengths;
service times of passenger service facilities.
CONCLUSIONS AND DISCUSSIONS
The planned massive development of RIX and the surrounding area require detailed analysis for increasing its positive impact on regional and national business economics, social aspects, business and the environment. Different kinds of
decisions can be analysed based on simulation models:
· Does the infrastructure provide enough capacity?
· Are there enough parking spaces and what are the best locations for parking
and preparation?
· How many resources (staff, equipment) are required?
· Is the layout of the infrastructure stable, i.e. insusceptible to failures and
changes?
· Which layout alternatives reduce delay?
And advantages of the simulation such as
· can be used to study complex systems that would otherwise be difficult to
investigate
· can be used to investigate situations that would be dangerous in real life
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· ability to obtain quantitative data about the object of investigation
give the possibility to support more sustainable decisions for a system as
complex as the airport.
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The “Vision 2050”, published in 2011 by the IATA (International Air Transport Association), expects that airports of the nearest future will incorporate automated
systems for the centralised control of ground vehicles (GV) and aircraft (AC) [1]. Implementation of fully automatic ground movement control at the airport requires
the development of both control system and objects under control. For the control
system, two options are possible:
a) automated control system in which some functions are regularly performed by
an operator;
b) automatic control system, in which all functions are performed by the computer, and where an operator only participates in critical situations.
Movement of vehicles can be controlled directly in three possible ways:
c) Human Driven Vehicle (HDV). The commands of the central control system are
perceived and executed by a driver of the vehicle;
d) Automated Guided Vehicle (AGV). The commands of the central control system
are perceived and carried out by the on-board system of the vehicle. However, the
driver performs non-standard or complex manoeuvres;
e) Unmanned Ground Vehicle (UGV). The commands of the central control system
are perceived and executed by the on-board system of the vehicle only, because
there is no driver on board.
Although under such conditions, there are six feasible combinations (ac, ad, ae etc.),
the main problem is the establishment of a centralised control system in form a or b,
which is based on the gathering and interpretation of real-time geolocation data and
the status of vehicles. The centralised control system will not duplicate or cancel the
functions of on-board local control systems, since it will solve the problems of traffic
control of the transport system as a whole. Functions such as keeping distance between vehicles or avoiding collisions with obstacles will continue to be performed by
local on-board control systems. Only in case of emergencies should such functions
be taken over by the centralised control system.
This study aims to create a universal simulation program that can be applied to implement the following research stages:
• to display a plan of any airport transport network including both taxiways for AC
and GV routes;
• to provide an airport ground control specialist with a tool capable of describing
and simulating critical situations that require centralised control;
• to keep a record of the formation processes of such critical situations, as well
as the processes of their development for various decision-making options at the
level of the centralised control system.
The authors have developed the GTSS (Ground Traffic Scenario Simulation) program,
which allows one to accurately describe and study scenarios in the airport transport
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networks equipped with the central traffic control systems [2]. The models built
using the GTSS program take advantage of the discrete time counting “delta T”
and the discretisation of the 2D airport space in the form of a grid-based space.
The program is developed using VBA programming language, and it supports
the development and processing of models in the MS Excel environment. The
main advantage of such a solution is the ideal availability of all types of data:
initial data, current state parameters of all model elements and simulation results. The user is expected to analyse visual information that is provided by the
animation tools of the GTSS program. The modelling results can be recorded in
the form State Protocol and Event Protocol (Fig. 1).

Fig. 1. Methods for obtaining and using event and state protocols
The process records in the form of event and state protocols are considered
as the main result of the simulation program, because they are the only type
of information that can be used to test existing or develop new algorithms for
centralised ground movement control at the airport. The simulated protocols
can display, with any desired accuracy, real flows of measurement data from
both surface movement radar (SMR) and onboard systems for determining the
position of moving objects.
Fig. 1 shows various ways to obtain and use event and state protocols. Both types
of protocols are necessary for the following reasons. In a real system, the flow of
primary data on the location of moving objects can come in both synchronous
and asynchronous modes. Synchronous mode is observed if information comes
from the SMR, since the coordinates of the objects are tied to a specific point in
time corresponding to the last cycle of the radar operation. Messages from on-

42

RAF 2020

board positioning systems, on the other hand, can arrive at any random moments in
time, which corresponds to the asynchronous mode. It is assumed that both message
flows are superimposed on each other. Namely, received in asynchronous mode and
recorded as Event Protocols. The program for processing and interpreting measurement data is launched at certain points in time, while data on the location and state
of moving objects should be available at the moment the program is launched. The
data associated with the start of the dispatcher programs are generated and saved
in the form of State Protocols. If the measurements come from a simulation model
in accordance with the “delta T” principle, they can be immediately represented in
the form of State Protocols.
The paper discusses the experience of using the GTSS program for modelling scenarios that require a centralised control system. The data recorded in the form of
Event Protocols and State Protocols can be further applied in machine learning algorithms for automated dispatching.
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ABSTRACT
The goal of this article is to solve problems of automated monitoring systems
of industrial and aviation constructions. Based on the latest research results,
the most cost-effective solutions are covered and a practical solution is offered.
This article is part of the scientific project “Development of an integrated sensor
system for material and structure monitoring”. The article describes the problem and suggests a practical solution for an integrated sensor system for a material and structure monitoring prototype.
INTRODUCTION
Monitoring of constructions is made “all the time”, that is to say - any interval deemed necessary; from the point of view of statistics - when the variable
“chance the construction would crash” meets the variable “this much money
can be spent on inspection”. So, some faults could still occur. Manufacturing
plants stop, trains break and even derail, bridges crumble and collapse, aircrafts
fail and even crash. To make such occurrences less often and less severe, automated monitoring systems should be introduced. Systems that would really be
able to monitor all the time - constantly and without any intervals; this would
let us know when the first sign of a budding problem occurs instead of how it
has to be done immediately - the best that can be done with manual maintenance at intervals - if luck allows it, to find actual problems that have already
appeared or even clustered together, forming a bigger problem [1-6].
Inventing and introducing such systems always come with certain limitations.
Firstly - the system should be safe, secondly - the monitoring system should
cost considerably less than the object it will be monitoring.
This article will evaluate methods that can be used to monitor the state of constructions and the base elements, the sensory elements used for these methods, and offer a practical solution.
The project objective is expected to develop a new technology which is mainly
based on the reference-free principle of assessment of the monitoring results.
A prerequisite for the successful solution of this problem is the results of recent
original studies concerning the structure/sensor loading effects on the interaction of ultrasonic waves with structural defects.
FULL ELECTROMECHANICAL IMPEDANCE METHOD
A rather new method is the electromechanical impedance or full resistance (impedance) (EMI) method. The method entails scanning the sample with sound
waves in a specific frequency range and the sensors then read the signature
of the sample. If the state of the sample changes, so does the signature. This
method is not particularly widespread. The tools to use the EMI method for now

45

RAF 2020

are comparatively expensive and to actually use it an extensive knowledge base
is needed regarding the signature of material, as the signature is affected by
various conditions, such as load, microfractures and also ambient sound; if the
material can soak up humidity, the humidity level will also affect the signature.
Lately, more acceptable solutions can already be found on the market both in
terms of the price of the equipment and availability of databases. The databases
are based on research performed with those devices and have data such as, for
example, the suggested frequency range for concrete construction depending
on the depth of the scan required.
NDT Solution
The most commonly used simple EMI system is based on an impedance converter, see Fig. 1, as the AD5933 1 MSPS, a 12-Bit converter and its evaluation
hardware EVAL-AD5933EBZ. The pros of this system are its comparatively low
price, industrial temperature range of -40 °C to +125 °C; 2.7 V to 5.5 V power supply operation and the serial I2C interface, which allows the elements not only be
linked to a computer system, but also microcontroller systems, thus making the
whole system configuration and system costs more flexible [7].

Fig. 1 Impedance Converter (upper image) and (lower image) impedance (Ω)
depending on frequency (Hz) output graph example.
Such microchips are mostly intended for medical or network uses, so they are
not ideal for use in construction monitoring. But, if the automated monitoring
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systems based on this method were to become more commonplace, then the
specialised systems should also become more available.
During the research [8], testing of concrete constructions was commenced using an Embedded PZT Sensor; the research confirmed that 100 kHz frequency
was optimal for the tests on the concrete and the maximum measurement range
was 200 mm.
Small single-board computers and prototype
Various applicable elements where revised and each had its strong and weak
points. Among them, the following minicomputers where found to be the most
optimal - see below.
With the creation of a popular company, the Raspberry Pi Zero W minicomputer
can work with various available operating systems as well as a self-made one.
They are promoted as a $5 device, although it costs $25 to acquire one. The leading advantage of this solution is its small size; it has Bluetooth 4.0 and is wireless
network compatible. It consumes 100-350 mA on average, which can be considered as very efficient. Logic works with 3.3V, which allows for a wide variety of
auxiliary modules and elements that can be used in conjunction.
A somewhat similar creation of another company - the Orange Pi Zero Plus - an
upgraded version of the Orange Pi Zero, has no power over ethernet (POE), making it a less attractive option for the prototype.
The latest generation Raspberry Pi 4 is a reliable solution all-round, but its power consumption is higher than the others, as it has integrated a powerful video
graphic module, which is a completely useless element in the project, just like its
support of USB 3.0, as sufficient LTE can be ensured via USB 2.0.
As a result, for this project at this phase of research, the less known Orange Pi
zero is more viable. An additional downside of this module can also be noted,
which is that the components are not the latest generation and as it is not a
large company, the technical support is subpar. Even though the Orange Pi zero
by default can support POE (though is not preinstalled), it only provides up to
5V max. for it. It is obviously insufficient for long range communications. The
majority of POE injectors have 24V or more as their operating voltage. Studying
the schematic allowed one to make the conclusion that it is possible to modify
the board to provide higher POE values.
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Fig. 2 Power over Ethernet (POE) of the Orange Pi zero.
Explanation of the required modifications to increase POE voltage:
According to the schematic, both POE+ and POE- pins are connected to the
GND through 750Ω resistors (R136 and R135 in Fig. 2). In the case that higher
voltage were to be provided to this junction, it would lead to either or all of the
following: burning out of the resistors; burning of the electrical pathways of the
circuit board; or power supply malfunction. Since higher voltage is a must, these
resistors will need to be removed.

Fig. 3 Power shunt Resistors R29 and R358.
By default, the circuit board does not have resistors R29 and R358 installed, and
their sockets are empty. To achieve POE with the required voltage, the R358
socket needs to be short circuited, but in the R29 socket a voltage decreasing
regulator to 5V is to be installed to safely power the board itself.
Now the Orange Pi zero is primed to be linked with elements with a lot higher
voltage levels.
Using the modules described above, a prototype of the system was created (see
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Fig. 4), which consists of the following parts:
1) Orange Pi zero module;
2) POE voltage decreasing regulator 6-45V to 5V 5A;
3) Power distribution bord with 5V 3.3V and I2C connectors;
4) Impedances measuring module I2C;
5) UART keyboard;
6) Temperature and humidity sensors. I2C.

Fig. 4 Orange Pi zero with modified power supply and installed
distribution connections for the measurement of impedance.
CONCLUSION
As it is known, the objective of the project is to develop a new technology that
utilises a reference-free principle of assessment of the monitoring results.
Though the chosen solution requires a minor manual modification to adjust it
to the POE requirements, this modification also provides the system with flexibility not found in the default configuration of any other stock computing solution. The modified computing system has numerous applications when used
in conjunction with wired, wireless and even LTE communications. The results
and, as a proxy, the price, of any method used, will highly depend on how wellplaced sensory elements and modules are and how effective they work together.
According to the project plan, practical experiments are scheduled for a later
date. The experiments will allow one to further test the method and to better
optimise it for future applications, such as in the field of aviation and industrial
objects and fields.
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The airlines that survive the crisis
will emerge more successful and
bigger than before, says the president
and CEO of Latvia’s national airline
airBaltic, Martin Gauss, in an
interview with Dienas Bizness.
Even with less than one third of
previous passenger traffic, airBaltic
is preparing to go public on the stock
exchange and gain more recognition
than before. Martin Gauss believes
that the future of aviation depends on
thinking about sustainability now, in
terms of choosing aircraft or taking
every possible small step towards
sustainability after the crisis is over.
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A shining
example in
the aviation
industry –
the story of
airBaltic
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This kind of aviation industry crisis has never been seen since the first
flight of the Wright brothers. What kind of airline landscape we will see in
Europe in the wake of Covid-19 in the next 5 years and during the coming
decade?
In five years, the industry will have more passengers than before because we
will recover from this crisis as we do all other crises. But it is hard to predict
now how different sectors – short-haul and long-haul (transatlantic) flights –
will recover. It seem that at first we will see the recovery of short-haul flights
in Europe. Long-haul flights connecting the continents will take longer to recover. And this will have an impact on what the future landscape will look like,
because big airlines such as Lufthansa, British Airways and Air France rely a
great deal on long-haul traffic. If these flights do not return, we will see other
airlines such as Ryanair, Wizz Air and airBaltic enjoying an advantage because
we do not fly long haul. So we might recover earlier.
Overall, we will see fewer airlines. There will be airlines leaving the market
because they won’t be able to withstand the ongoing Covid-19 crisis. In our
case, we are changing the countries that we fly to every week. And this is not
only the case for airBaltic but for many airlines in Europe. Passengers are also
not booking as they used to.
So the landscape will change, but in five years airlines will be bigger than they
were in 2019. Every crisis has an end and the Covid-19 crisis will come to an
end too.
AirBaltic has received state aid. How will it be spent and how will the state
get its investment back?
There is an EU decision allowing the state to provide such assistance due to
Covid-19 and in our case it took the form of equity. The decision says that
the Latvian state has to demonstrate how they will get that money back and
it was decided to hold an initial public offering. The airline will be offered on
the stock exchange and these funds will ensure that the state receives its
investment back. The time frame allotted for that is five to seven years. If it
doesn’t happen in five years, additional shares will be issued so the state is
incentivised to do it earlier.
We will be preparing to place the airline on the stock exchange and we believe that this is the best way forward to receive that money back.
It is significant that the local Nasdaq stock exchange will list it here and this
could become one of the largest public offerings in the Baltics, definitely in
Latvia. It depends on whether other things will have changed by that time,
but we might be the first airline in Europe after Wizz Air in 2015 to be on the
stock exchange.
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airBaltic’s story is a very good one and the crisis has not destroyed it. We
believe that it will endure after the recovery, especially global recognition
of the airline. And that should be a good foundation for being on the stock
exchange. The intention is that the state will get back even more money than
it put in.
We will be climbing back to the same levels we were aiming for before the
crisis in 2025. In the meantime, we have to deal with the gap caused by this
Covid-19 period, but we will employ more people in the future than we did
before the crisis and we will go to the stock exchange to tell this story to
the world.
How are passengers responding to flight offers since the break, and how
big is ticket demand right now?
Since we started flying again, we have seen an increase in passenger numbers. But everything we see now is new. For example, passengers are booking mainly for the next eight weeks. That is a very strong trend – only a few
people are booking far in advance. Also, we have introduced a ticket that
can be changed and passengers are doing that often too.
But passengers are very happy that we are flying again. Of course, the total
number of travellers this month (July) will reach only 150 000, while we normally had over 500,000 passengers (July 2019).
So there is a significant drop in passengers which will continue in the next
year. Maybe next summer we will see much higher numbers, but we know
that this year far fewer people will be travelling. If you look at consumers,
you see that most Latvians are staying in the country right now and aren’t
taking any summer holidays. Those who had booked trips to, for example,
Spain had to change their plans too.
What does sustainable development mean for airBaltic during these “new
normal” conditions?
Sustainability is a big issue for us. And not just engines that burn significantly less fuel, but in general airBaltic comes from one of the greenest
countries and aims to go forward and be the most sustainable airline.
Before the crisis, airBaltic had no plastic bottles and only used glass, but because of Covid-19 and hygiene rules, here and on board the packaging had
to be changed. Our onboard magazine, which we still issue, is distributed
to passengers – we do not leave it in the seat pockets any more. There are
many changes taking place which are not necessarily better for sustainability, but over time, as we put Covid-19 behind us, we will very quickly return
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to being sustainable, including when it comes to wrapping things in plastic
and so on.
We always say that health is our most important priority, so although sustainability is important, it cannot come at the cost of the health of our passengers and employees. I hope that one day we will not be required to wear
masks but I am sure that we will continue to do so for some time. We don’t
have infections on the aircraft because it has a filter system which inhibits
spread of the virus, but masks also help. So this is an additional step that
airlines in Europe are taking now. airBaltic actually started this practice and
was the only airline distributing masks for passengers when we started flying again. I think we are in the middle of the crisis and even with the second wave and all these changes, airBaltic is prepared to endure and emerge
from it successfully.
The airline has supported the Pre-forum Research Conference for the
first time. The key theme of this conference is sustainable development
in aviation. What benefits do you see from such a conference for the airline and the Latvian aviation industry?
Based on its current aircraft type, airBaltic is the most sustainable airline in
the world. The A220 is the greenest aircraft and we have decided to use it
exclusively. But today in the media you don’t read much about sustainability because of the Covid-19 crisis taking place everywhere. At airBaltic, we
believe that once Covid-19 is solved or the media loses interest in reporting
about it daily, sustainability will come back faster and bigger. And airBaltic
is prepared because we were already talking about sustainability being the
future before the crisis and we still believe that now.
airBaltic is a shining example in the airline industry of sustainability. Of
course, the airline industry itself is not the most sustainable form of travel
– an electric car would be better – but still, I would say that airBaltic is an
example of how aviation and sustainability go together. But right now you
won’t get any attention if you say that you are more sustainable than other
airlines, because now it is about the basics.
Sustainability also means gender diversity. airBaltic leads the industry with
a 50% female work force and no other airline in the world can say that. We
have already done many things in the past and we will benefit from all of
this once this discussion resumes in the public sphere.
One of the pillars of airBaltic’s success was selection of the Airbus A220300 aircraft for the fleet. The airline only operates this type of aircraft.
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You bought the Bombardier CS Series but got an Airbus. How was airBaltic affected by the change in ownership of the aircraft producer?
It didn’t influence us at all. If you walk into the aircraft, you will still see that
is says CS 300; it has not been changed yet. The current owner of the factory is Airbus but the same people are building the aircraft and it’s the same
factory.
For us, there were only benefits because Bombardier was a smaller company but Airbus is a larger one.
We agreed on a price and signed an agreement one week before it became
Airbus.
Our plan for the future is to fly only Airbus from now on. We will also have
the youngest fleet in Europe for some time to come. At the moment, it is
1.9 years old and whenever new aircraft arrive that keeps the average down.
Right now, we have 21 Airbus in operation and are operating 500 flights per
week.
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“We are doing our best to
continue all the projects that
we have started and expect
to experience growth in the
future once the crisis is over,”
says Laila Odiņa, CEO at Riga
International Airport.
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Ambitions of
becoming a
Northern hub
are not lost
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The Latvian government has announced state aid of 54.42 million euros for the
airport to continue its operations and critical infrastructure projects. What is the
current situation in connection with those decisions?
Last year, we had a 22-million-euro profit, and at the beginning of 2020, we had 29
million euros in our accounts. We had ambitious plans for future development and
investments in infrastructure, both airside and landside. But Covid-19 in March
changed everything – we got the most pessimistic forecasts of how things would
develop; we were forced to fire employees and to revise all the investments. The
conclusion, however, was that some investments could not be stopped because of
already-signed agreements and the possible losses due to early termination, due
to aerodrome non-conformities needing to be solved in a certain period of time,
and due to some long-term projects financed by the Cohesion Fund that had to be
completed. Cost-cutting was also limited due to aerodrome certification requirements, which mean that a certain level of operations must be maintained regardless of the number of flights and passengers.
Therefore, the decision was made to ask for state aid, which was approved by the
Cabinet of Ministers on 23 April. This, however, still needs to be approved by the
European Commission (EC). In April, when the Cabinet of Ministers approved the
increase of capital, there were no discussions of exit strategies and repayment of
all the amount. Now we are working on an exit strategy, which means returning all
the Covid-19 shares within 7 years. We expect to receive the necessary approval
from the EC in November at the latest.
Is it possible to return all the money in 7 years, with the recovery time of the
aviation industry in the forecasts getting longer and longer?
It is a challenging task. Forecasts are changing all the time. Ours is that by the
end of the year we will have had 2.2–2.5 million passengers, which is around 25%
as compared to 2019. Some forecasts say the market will not recover in the next
few years. The prognosis of ACI and IATA is that the recovery will take 2–3 more
years. It is difficult to form a strategic plan on how to return the money within 3,
5, or even 7 years, because it is not clear what our revenues will be. On the positive
side, we are seeing a demand for flights, people want to travel - in June and July,
when flights resumed, passenger traffic was back at around 25% as compared to
the previous year, which is close to our forecasts. This allows us to suggest that, as
the situation normalizes, the number of passengers and the route network could
recover quickly enough.
Previously, Riga Airport was very ambitious and had a vision of becoming a new
hub in Northern Europe, which included Stage 6 development of a new terminal
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and the Rail Baltica station. How are these plans looking now and what is your
vision for the airport?
Our long-term strategic goal is to become a hub in Northern Europe in 5–10 years,
which is an ambitious plan. Let us see how the situation develops – how successful
Swedish, Finnish airports will meet the challenges posed by the crisis and recover
after Covid. There are some preconditions in order to achieve this ambitious goal.
One is a strong economy, which is shaking right now. Another is a strong home
carrier, which we have. We hope our national airline airBaltic will become even
stronger in the future.
It is important to keep our market share in the Baltics during this uncertain situation. If we talk about the vision of the airport as a Northern Hub, it is essential to
play a leading role in the region. Before Covid-19, we had 44% of the Baltic market
both in passenger and cargo numbers. Right now, we have around 40%. Unfortunately, our government has taken a different approach from other Baltic states
towards flights to the Covid risk areas – flights to the so called red risk countries
are not allowed. The list of countries changes every week, making flight planning
difficult for both airlines and passengers. At the end of August, 22 European countries where on this list, as well as only few countries outside the EU where open for
direct flights from Riga. Thus, airlines cannot fly from Riga to important traffic hubs
in Europe and demanded destinations. At the same time, Lithuania allows flights
to the so-called red risk countries, and passengers use Lithuanian airports more.
Therefore, there is a risk of losing our market share in the future if this situation
continues for a long time and Latvia’s approach will continue to differ from that of
the other Baltic states.
One of the reasons for us asking for state support was because of investment projects that we have already started. We decided to continue the most important
projects, because we expect growth in the future once the crisis is over. The new
cargo apron for example, which is an essential part of future development, since we
planned to almost double our cargo operations by 2025. A regional DHL shipment
processing and logistics centre in an area of 4 500 square metres will be built at
Riga Airport during the year, which will also become a part of the upcoming Airport’s Cargo City. We invest in the second rapid exit taxiway, thus the movement
of aircraft to and from the runway and taxiing area will be shortened, significantly
reducing the amount of fuel and the time consumed in land manoeuvres, which in
turn will reduce CO2 emissions at Riga Airport. A helipad and additional aircraft
stands will increase our services and capacity.
Despite of the challenges posed by the Covid crisis, we are also continuing the
project of the Stage 6 development of the passenger terminal. The design is to be
completed by the end of the year. After that, depending on the development of the
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situation, we will decide when to start construction works and what the sources of
funding could be. It would be good to have a new terminal ready by the time Rail
Baltica railway connects Riga Airport with other Baltic countries and the rest of
Europe.
A business park close to the airport is also required. Right now, the airport consists
of a terminal and servicing companies around us – from maintenance to logistics.
It is nice and gives us additional revenue, but still, to become a bigger hub we need
more. We engaged a consulting company who developed a vision for the future
business park area near the airport, where hotels, conference halls, business centres, technology parks, transport and logistics companies could be located. The
next step will be an international tender to attract investors to bring this vision to
life.
The business park will increase our non-aviation revenue, which gives us important support during the pandemic. The share of aviation and non-aviation revenue
is changing. Before Covid, around 35% of overall revenue was related to the nonaviation segment; right now it is much higher as aviation was stopped. Now, when
the situation is improving, non-aviation revenue is around 48%. Development of
the airport business park in the future will help us to cover what we are losing on
the aviation side.
TAV, which operates in Riga, would be interested in playing a role in the development of the new terminal (Stage 6). Is a public-private partnership an open option in the case of Riga Airport?
PPP is a popular way to attract funding for airport development in the world. We
can look at different options, not only for Stage 6. It can also concern the business
park. We could try to attract private investors to take part there. As far as TAV is
concerned, they expressed willingness to enter into a public–private partnership
some time ago. Now is probably a good time to open this discussion again.
If we talk about the competitiveness of Riga Airport in the region, do you know
how other governments have supported their airports?
In March, nobody knew how it would develop and what the best way would be to
help a company like an airport. The three Baltic countries have chosen different aid
schemes to support airports affected by the coronavirus outbreak. Our country announced state aid through the increase of capital. Other countries have provided liquidity support in the form of grants, guarantees on loans, subsidised interest rates
and deferrals of certain taxes and charges to airports facing liquidity shortages.
What are the biggest challenges after Covid for the airport as far as new requirements are concerned?
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The biggest challenge is the so-called “new normal”. We have implemented a specific epidemiological safety programme “Forbid the Virus from Travelling”. We have
mandatory masks at the airport, not only for employees, but for all passengers. Only
passengers may enter the airport. We follow all the distancing rules and carry out
intensified disinfection measures. Riga Airport was among the first to join the EASA
Charter to help prevent the spread of Covid-19, thus demonstrating that the company is ready to work according to the highest aviation epidemiological safety standards. It is challenging however, as we have to keep our employees motivated and
safe while the media report on how most of the cases of Covid-19 are connected to
travellers from the high-risk areas.
Another challenge is the slow recovery. It is between 25–30% as compared to 2019.
And we do not know how long it will take. The situation with the red and yellow list
of countries changing every week is not helping either. It is the airport’s responsibility to make sure that foreign carriers notice these changes as fast as possible to
avoid last minute cancellations. Questionnaires, for which carriers are responsible,
are also a challenge. It is quite a complicated process to distribute and collect them
manually, and we are all waiting for the online solution.
Is the airport ready for a perfect storm? Or is it not a realistic scenario?
Let’s hope the worst-case scenario does not happen. Right now, we have a number
of employees who can serve around 30% of operations compared to 2019, and we
are not going to change this even if the situation gets worse, in order to guarantee
a high level of service.
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“We are ready to invest [in the
new terminal and airport] if
there is an opportunity. We
are ready for all Public Private
Partnership options. We believe
in the future in Latvia,” says Mr.
Serkan Kaptan, Deputy
CEO at TAV Airports Holding.
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TAV ready to
invest in Riga
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What is TAV Airports Holding?
The company was founded in 1997 and we are currently operating 15 airports
worldwide. Our global footprint now spans 100 airports in 30 countries. We
provide all kinds of airport business – not only airports or terminal operations, global airport construction projects but also commercial operations,
such as operation services including duty free, retail, food and beverages,
ground handling, security services, hospitality services, like VIP, CIP lounge
management, IT, airport marketing, airport hotel and commercial areas management. In 2019, the company provided services for around 90 million passengers in 600 thousand flights. The Company’s shares are listed in Borsa
Istanbul (Istanbul Stock Exchange Market) since February 23, 2007, under the
ticker code “TAVHL”.
We started this journey with Istanbul Airport which was one of the largest
airports in Europe in terms of traffic numbers and being a hub. We operated Istanbul Ataturk Airport from 2000 till 2019. Now there is a new airport
in Istanbul. Other than Istanbul Airport, we are currently operating Antalya,
which is the largest international passenger destination in Turkey, Bodrum
Airport, another tourist destination in Turkey, as well as Izmir Airport by the
Aegean coast, Ankara the capital city, and Alanya, a low-cost airport in the
Antalya region.
Other than Turkish operations, our first international operation was in Georgia, where we operate Tbilisi, in the capital, and Batumi, by the Black Sea
coast. Then we started operating in Tunisia, North Africa, in two airports –
Enfidha and Monastir, the major tourist gateways to the country. And we operate airports in Macedonia (Skopje and Ohrid). We have also been operating
in Croatia, the capital city airport in
Zagreb since 2014 by global partnership. And we are in Saudi Arabia, operating the one and only fully privatised airport – Madinah – which is a pilgrimage
destination.
Lastly, we have been in Latvia since 2010 controlling commercial management operations at Riga Airport. We started at the end of 2009 with Havas,
which is our ground handling company that has almost 70% of the traffic at
Riga Airport, because we are the service provider for airBaltic, the flag carrier, as well as some other carriers. In terms of other activities – duty-free is
one of the core businesses – we are partners with Heinemann, the German
duty-free and retail company. We also operate ATU. We have our food and
beverage company, which is one of the largest in the region – Eastern Europe, Turkey, and the Middle East. We provide bakery and pastry goods for
large chains such as Starbucks, Caffe Nero, and other well-known brands. We
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also provide services through our hospitality management company, which
we are running at the international lounge in Riga Airport.
TAV is also part of a larger group called ADP, which is the owner and operator
of Paris Airport. And worldwide they have another twelve airports other than
our portfolio. As a group, ADP operates 27 airports worldwide – in Paris, Latin
America and Africa.
How big is your group in numbers?
TAV Airports revenues were around a billion euros. ADP revenue was over
1.5 billion. In terms of passengers, in 2019, we reached out to more than 280
million worldwide as a group. We are the largest company after the Spanish
operator Aena, but they are 100% state-owned. As a private company, we
manage the largest portfolio of almost 300 million passengers. In terms of
staff at TAV, we have 30 thousand employees. If we add ADP we are above 150
thousand.
What are the requirements for a company to work successfully in the area
under normal circumstances?
Experience in different regions is important because you may be successful
in your home country, but this does not mean you will be successful in others. You need to be very flexible to understand the cultural differences, as
well as ways of doing business in different countries. Our competitive edge
is our diversified portfolio. We do not only work as an airport or as terminal
operators. Since we control the commercial businesses ourselves – we do not
outsource them – it creates much synergy.
If you compare Latvia to other places you are working in, what are the differences?
Latvia is European. Other Eastern European countries that joined Europe after the collapse of the Soviet Union are different. Latvia is better structured
in terms of the legal, financial framework. When we started operating in Latvia in 2009 with Havas, we did not face any difficulties. What we had seen
in our due diligence was exactly how it was on paper. In some countries,
the reports and reality are different. Aviation-wise, Latvia is one of the most
advanced economies in its region. Latvia has always been ahead of Lithuania
and Estonia, as with its central position Riga was a natural hub earlier, and
because of the strong base carrier, Riga became dominant in connecting the
Baltic states. It also created a hub to connect Northern Europe to Central
Europe. This success is a result of dedication; it was not chance or good tim-
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ing. The educated people in aviation, the dedication of the government, and
its strong belief that the airline is important, were the basis for their success.
We have seen other countries where governments did not help their airlines
when they saw them losing money, and many airlines went bankrupt. But the
Latvian government supported airBaltic two times, and both were successful;
today we see the benefits and advantages of this.
Did you have a plan for a catastrophe such as Covid-19?
Nobody could imagine it. We have witnessed many crises during the last 20
years. When we started in 1999 in Turkey, we had a devastating earthquake in
Istanbul, which was a big problem. In 2001 we had the September 11 attacks,
which greatly affected aviation. Later in 2003, we had the SARS disease. In
2008 we had the Georgian–Russian war. We had just opened a new airport
in Georgia at that time. We had the financial crisis of 2001, 2008, but none of
them were like this. As regards the recovery of these crises, even worldwide
crises took around 3 to 6 months. We were affected, people were afraid to fly,
but we did not have a full cut-off of funds and we did not have the tendency
not to fly. This time is different because the effect is global. In some parts of
the world, within the US they fly. But the US and Europe are not connected.
Neither are Europe and Asia. Turkey is one of the largest air hubs in Europe –
we are not connected.
So, this has never been experienced and could never be expected. We have
witnessed some flues or viral issues, like SARS, H1N1, but the spread was not
that strong, and they were not so deadly. This time governments took very
straight forward actions – banned flights. People are now afraid, and nobody
knows when it will end. We had a lot of targets, and when it started for us in
around mid-March in Turkey, we were saying that by mid-May things should
be ok. Then we said – mid-June. Now we are in mid-August, and we all want to
say it will be over by the first of September; so, it is continuing, unfortunately.
Winter is coming for the Northern hemisphere and we are concerned about
the flights. Nobody expected such a virus without any medication. We hope
the drugs or pills will be found soon so that we can overcome this crisis.
How do you view the response of different governments during this crisis?
In most of the countries, we received governmental support. Because of aviation, economies are not good. And everybody is trying to downsize. For instance, in many countries there are unfortunately restructuring plans to resize companies and lay people off. We are seeing this in aviation, in the major
companies like Lufthansa and some others, they have been cutting a lot of
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jobs. But since we are mainly in emerging markets, it is not easy for us to
go and ask the government to reduce the number of staff because it will affect the economy in the country. We instead ask the government to support
our needs in different ways. For instance, in Turkey, the government is paying people a certain amount of money which is not big, but ok for the living
standard if they cannot work. In Macedonia, the government is supporting
50% of the salaries. In rich countries like France, the government is even supporting 80% of salaries.
In Latvia it was a different case, as the subsidy was very small. We did not
lay people off, but we made some reductions in payments, which was agreed
with the employees. In some countries, they do not even let you do this, and
you have to bear a lot of costs. The good thing is that since it has been over
five months, governments now also understand this huge effect. But they are
also tied up because they are receiving such demands from everywhere. We
talk about aviation, but cruise lines, trains, bus operators, everybody is suffering. The government cannot reach all of them, so we tried to balance the
economic situation ourselves. We are restructuring our loan repayments to
the banks and hoping that the crisis will be over soon.
What are the short-term and long-term impacts that you see being caused
by Covid-19?
When we look at the earlier IATA or ACI (Airports Council International) statistics and studies related to international air transport, the expectation was
to have most of the recovery by 2021, and full recovery by 2022. Now in the
case of an optimistic scenario, we see that recovery – back to the 2019 numbers – would be in 2023, but it could go on until 2025. When we look at the
interviews with passengers, two months ago most people were saying that
once it is declared that Covid-19 is over they may wait another 1, 2 months
before flying. But if we check the new studies, people say that they will wait
for 6 months. So, there is a lack of trust; many people are not comfortable that
some airlines fly, while other countries let people fly, and some even ban it.
One will not fly unless obliged to do so. It will take more time for tourism and
leisure flights to start than for business flights.
What are the structural, technical changes due to Covid-19?
This question is discussed in the industry a lot. For instance, the measure we
implement today; social distancing. We applied it in all our airports. But when
we have a full comeback it will be impossible to apply, because of the sizes
of the airports. We will either have to double the current sizes to meet these
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criteria, or work in a very dense area. The problem with Covid-19 is that the
only identification we can make is by measuring temperature. Actually, for
the last 10 years, they have already been wearing masks in Asia, in SouthEast Asia. They have been performing temperature checks in the Philippines,
Thailand, China, etc. Even before Covid-19, when you went to Japan you saw
people wearing masks, because they have had bad experiences with types of
flu. So, the wearing of masks and temperature measurements could become
the standard. In terms of hygiene, stricter rules will come. We already had
cleaning services in all airports, but cleaning meant removing dust or wiping
up spillages; now it is different – all desks, areas that passengers or employees touch, are continuously disinfected. I think this will continue.
Social distancing, however, will be the most problematic issue. Even today
people do not strictly apply it. As I fly, I see that in the aircraft we are side by
side. Everybody wears masks, but when they serve water or food, people take
them off. When the aircraft stops, people disembark and there is no social
distancing. It will take time for people to get used to this, to be constantly
aware of social distancing. And we will have space constraints. On aircraft, we
could not do it. First, they were talking about leaving one seat empty, but it is
not happening, as airlines cannot fly and will lose money. So, it is strange, as
in the airport we have full social distancing, but when you get to the aircraft
there is no social distancing. So, I believe there will be standards, but the application of them will vary from country to country.
For how long can a company like yours survive when everything is closed?
It depends on how much cash companies have in their bank accounts, and
how much they want to bear the strain. As a group – TAV – each day we are
spending 1 million euros, because we have offices, people, etc. How much can
we bear – 2 years, 3 years? But whether your shareholders will allow losses
all the time is another question. Therefore, we need government support. As
a group we do not try to cut costs on account of people; we do not want, e.g.,
to immediately lay 10 thousand people off to save 200 thousand euros per
day. Because for us it is not a cost, but an important resource. As TAV Airport
group we have intellectual property; we do not have assets, as we are a concession company. In Latvia it is a concession for a given period, and when the
concession is over they might retender; maybe we will get it or perhaps the
government will take over. We do not own anything in Latvia. The only thing
that we have is our intellectual property; our people who know the business.
The worst thing would be to lose them.
As an example, since we are talking about Latvia, we got awarded Kazakhstan
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Almaty Airport recently in March, just before the crisis. And we are trying to
manage the financing of the project, and take over the airport. We were supposed to take over by June, but it is late because the country and the airport
was locked down. The process has been delayed, but I have six Latvian experts
to complete the transition in Kazakhstan. Why? Because as Turkish people we
understand the culture of Kazakhstan, but our Latvian people better know
the mentality of the ex-Soviet period. They all speak Russian, which we do
not. They can get better insight into the company. So, for me, our Latvian human resources are more important than anything, because I cannot complete
such a transition in Kazakhstan without them. For us, our human resources
and diverse portfolio is very important. We have people in Africa who speak
French, and we have people in Croatia who speak the Balkan languages. We
have people in Latvia who understand all the Baltics, speak Russian and have
European experience, while also understanding the Russian mentality. We
have operations in Saudi Arabia with knowledge of all the Arabian region. For
Turkish people it is easier to understand “-stan” countries – Turkmenistan,
Uzbekistan, Pakistan. So, this is creating a big group synergy, which is an advantage; for any job that comes from any part of the world, we have the human resources to deploy people who understand and know the business.
How do you see your future in Riga, the opening of the new railway station,
Stage 6 (new airport terminal)?
We are seeing the plans of how the station will connect to the airport terminal, and we have always been excited to play a role in management of the terminal. We believe in the synergy of the railway. It is not only the passengers at
the airport, we also see huge demand for cargo coming to Riga, because of its
central location. Riga has roads, a port, and an aviation connection. The missing link, however, is rail. We believe that it will increase demand at the airport,
in terms of both passengers and cargo.
For Stage 6 development we held a lot of discussions with the Riga Airport
authority because whatever is going to be built in terms of the terminal or expansion will also affect passenger flow. We advised them on how to increase
the commercials at the airport and how to ease passenger flow inside the
airport. But we also want to take part in the development if the opportunity
arises. We discussed this with the minister, too. We are ready to invest if there
is a possibility. It is up to the government to decide whether they will invest
themselves and rent the areas, or look for a partner to do this. But we have
said that we are ready for all options. We believe in the future in Latvia.
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How will TAV look in 2, 3, 5, 10 years?
We see Riga as a hub for our European operations. In Western Europe, we
do not have so many opportunities. We are more focused on emerging markets, and for us, Latvia is an emerging market. They may not grow, but the
businesses are growing. We do not have plans to make business in Germany,
France, Switzerland, Italy, etc.; Latvia is kind of the borderline for us. Poland,
Lithuania, Latvia, Estonia, Slovakia, the Czech Republic, Hungary, Belarus,
these are good destinations. Because these are where we see future growth in
passenger travel. In Latvia we have become established; we have our network
offices, people. This is why we see it as a hub, and we want to grow from there.
We also use our Latvian offices for Georgia and Almaty. We want to spread
through Central Asia after Almaty. I am sure the next growth will mainly be in
Eastern Europe and Central Asia; this is our expectation. We hope that we will
own two more airports in the coming three, four years.
The company will continue to grow. Our shareholder ADP is committed to
our projects. We have a construction arm, as well as a design arm that is the
largest airport design company in the world. In terms of services such as duty-free, food and beverage, everybody has seen that it creates a great deal of
value.
By the way, TAV is a listed company. It is very transparent; 46% of our shares
belong to ADP, 44% are in the Istanbul stock exchange. Out of the 44%, international investors comprise 90%. These are the values of the company, but as
we are not a giant, we are also able to make decisions and adapt quickly.
Since the foundation of TAV Latvia in 2010, we have been part of various challenges while we have been striving to deliver the highest quality of service to
passengers at Riga International Airport. In addition to excellence in quality,
we have clearly become one of the most crucial companies in the Latvian
aviation industry as we have achieved to support each member of the industry with our strong financial contribution to Riga International Airport in
the form of commercial rental payments. Until so far, TAV Latvia has realized
rental payments in the value of more than 90 million EUR to RIX till 2019 and
will surely surpass 100 million EUR by upcoming years.
HAVAS EUROPE has invested significantly in Latvia in order to boost the technical operations for Air Baltic which is being selected as the most punctual
airline consistently for the last years.Total amount of investments by TAV subsidiaries have reached around 12 million EUR. Furthermore, TAV group has
been a significant supporter of Latvian economy for transparency and sustainability. In the last 10 years, we are proud to state the amount of Corporate
Income Tax (CIT) paid to State of Latvia by our group companies has sur-
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passed 3.4 m EUR. It would be also worthwhile to state hereby that our strong
commitment in Latvia has led us to generate employment for 625 individuals
as of 2019.
We would like to underline that aforementioned achievements would not have
been possible if we had not been given the support of various stakeholders.
We feel obliged to state that Ministry of Transportation of Latvia has successfully paved the way for modernizing the aviation industry and evolving the national airline from a risky asset to a global player. Under the supervision of the
Ministry, we have experienced the strong commitment of RIX management
for efficiently developing the airport into the regional hub it is today without
any financial burden to the airlines. We also take pride in allocating such development for the industry and Latvian tourism as our financial contribution
to RIX has been the main reason for keeping airline tariffs competitive vis-àvis other competing airports.
We would like to state that we worked in fruitful collaboration with all parties
in Latvia ranging from RIX, airBaltic, local suppliers/brands, our tenants and
various public authorities. We hope that such collaboration by bigger roles
would continue with all parties for many more years.
The company was founded in 1997, and currently we operate 15 airports
worldwide. Our global footprint now spans 100 airports in 30 countries. We
are in all kinds of airport business – not only airports or terminal operations,
global airport construction projects, but also commercial operations, such
as operation services including duty-free, retail, food and beverage, ground
handling services, hospitality services, like VIP, CIP lounge management, IT,
security, airport marketing, airport hotel and commercial area management.
As part of these diversified services, TAV Airports also operates the duty-free,
food and beverage and other commercial operations. In 2019, the company
provided services for 600 thousand flights and around 90 million passengers.
The Company’s shares have been listed in the Borsa Istanbul (Istanbul Stock
Exchange Market) since 23 February 2007, under the ticker symbol “TAVHL”.
Since the foundation of TAV Latvia in 2010, we have faced various challenges
while striving to deliver the highest quality of service to passengers at Riga
International Airport. In addition to excellence in quality, we have clearly become one of the most crucial companies in the Latvian aviation industry, as
we have been able to support each member of the industry with our strong
financial contribution to Riga International Airport in the form of commercial
rental payments. Thus far, TAV Latvia has contributed rental payments with
a value of more than EUR 90 million to RIX till 2019, which will surely surpass
EUR 100 million in the upcoming years.
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HAVAS EUROPE has invested significantly in Latvia in order to boost the
technical operations for airBaltic, which has consistently been selected as
the most punctual airline in recent years. The total amount of investments
by TAV subsidiaries have reached around EUR 12 million. Furthermore, TAV
group has been a significant supporter of the Latvian economy in terms of
transparency and sustainability. In the last 10 years, we are proud to state
that the amount of Corporate Income Tax (CIT) paid to the State of Latvia by
our group companies has surpassed EUR 3.4 m. It is also worth noting that
our strong commitment in Latvia has led us to generating employment for
625 individuals as of 2019.
We would like to underline that the aforementioned achievements would not
have been possible if we had not been given the support of various stakeholders. We feel obliged to state that the Ministry of Transportation of Latvia
has successfully paved the way for modernising the aviation industry and
evolving the national airline from a risky asset to a global player. Under the
supervision of the Ministry, we have experienced the strong commitment of
RIX management for efficiently developing the airport into the regional hub
it is today, without any financial burden to the airlines. We also take pride
in allocating such development for the industry and Latvian tourism, as our
financial contribution to RIX has been the main reason for keeping airline
tariffs competitive with other competing airports.
We would like to state that we have worked in fruitful collaboration with
all parties in Latvia, ranging from RIX, airBaltic, local suppliers/brands, our
tenants and various public authorities. We hope that this collaboration will
continue, and we will play even greater roles with all parties for many more
years to come.
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Hundreds of airplanes move
through the Latvian airspace
every day, receiving instructions
and advisories from the Air
Traffic Control on the ground
about where and how to
fly, how to land and how to
properly overfly Latvia in
transit.

JĀNIS
GOLDBERGS

On the Ground,
Hoping for
Planes in
the Sky
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The number of airplanes in the sky has decreased due to the restrictions in
response to the outbreak of the novel coronavirus, but everything must be
in a perfect order on the ground, and this is the responsibility of the stateowned company VAS Latvijas gaisa satiksme (LGS). LGS Chairman of the
Board, Dāvids Tauriņš speaks about the company’s day-to-day operations
and shares their concerns and hopes.
Is LGS a large company? What is LGS mission, and what are its goals?
LGS was founded on October 20, 1991 as a state-owned company. Its current status is a state-owned joint-stock company. By the general classification standards of state-owned businesses, LGS is a large company in terms
of both the number of employees and the financial turnover. Our mission
is to ensure safe and optimal air traffic for all users of the Latvian airspace,
providing reliable air navigation services in the long-term, as well as efficient
and financially self-sufficient management of the company. To put it simply,
air navigation services are indispensable to aviation.
Our vision is to become the most efficient air navigation service provider in
the Baltic region and the European Union. This means the top-level safety of
air traffic controllers’ guidance and quality of service, as well as the utmost
financial efficiency. The goals are set based on the vision. Our main goal is to
provide safe air navigation services. This includes accurate information and
its transmission, advanced equipment and a number of other complicated
criteria.
Is business always about the money?
Financial efficiency of the company is our second main goal. In previous
years LGS was not funded by the state budget. In 2019, the company generated about EUR 30 million in turnover and paid around EUR 6 million of taxes
into the state budget. In 2019, the Employers’ Confederation of Latvia (LDDK)
recognised LGS as the best employer among the state-owned companies in
Latvia. We were honoured by the award as it was also a recognition of efficiency of our operations. LGS is financially contributing to the Civil Aviation
Agency and the Transport Accident and Incident Investigation Bureau from
its budget. Together with the Civil Aviation Agency we represent Latvia in the
European organisation for the safety of air navigation, EUROCONTROL, to
which we contribute 3.14% of LGS revenue.
EUROCONTROL in their ATM Cost-Effectiveness Benchmarking Report
compares all air navigation service providers in the organisation’s member
states. One of the criteria for the comparison of the Pan-European economic
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cost effectiveness performance in 2018 is the economic gate-to-gate costeffectiveness indicator which reflects the cost of air navigation services for
bringing a plane “from gate to gate”. According to this criterion, Latvia has
the second lowest cost of air navigation services in Europe. We can say with
confidence that we are among the most efficient companies in the EU. Essentially, the goal of becoming the most efficient company in Europe is nearly
accomplished. Our fee is one of the lowest in the EU.
Why Latvia has to offer a low price for air navigation services?
Countries with large airspace are less ambitious to lower the overflight fees
because greater territories are practically impossible to fly around. Meanwhile overflying small countries, such as Latvia, Estonia and Lithuania, can
be easily avoided by choosing some other route. Air navigation service fee is
one of the reasons for opting for a different route and another airspace. On
the one hand, the fees should be attracting enough to win the traffic into
the national airspace. On the other hand, the fees should be sufficient for
maintaining the critical infrastructure, keeping staff salaries competitive and
ensuring sufficient investment in technological development.
What is the company’s source on income? Do the fees apply to the airplanes
landing in Riga and Liepaja airports or also to all aircraft overflying Latvia?
The company has two main sources of income. The first are the airplanes
that overfly the Latvian airspace without landing in any of the Latvian airports. The second are the airplanes that land in and take off from our airports – Riga, less frequently Liepaja and very rarely other airports. Overflight fees make up about 71% of revenue, and 29% are revenue from flights
inbound to or outbound from Latvia.
How the intensity of operations has changed since the foundation of the
company?
In 1992, we recorded a total of 50,000 flights. In 2019, we recorded
302,000 flights. This is approximately a six-fold increase. The growth continued until early 2020. Then we saw a swift turnabout due to the traffic
restrictions introduced in response to the outbreak of Covid-19.
What was the actual effect of Covid-19 on your business in the first half of
this year?
There was a slight decrease in January and February. The steepest decline was
observed in April – by 82% of the total number of flights and, consequently,
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our revenue. The situation is improving, albeit very slowly, since June. Now,
in August, the decline is about 60-65% versus January. The situation varies
day by day.
Was the staff lay-off necessary in view of the plummeting revenue?
I would like to begin the story about our staff by going back to the early days of our company when we employed 351 people and recorded just
50,000 flights. In 2019, when the number of flights was six times higher, LGS
had 371 employees. It demonstrates that the company can indeed be very
efficient.
In February this year we had 375 employees but, unfortunately, we were
forced to cut the personnel down to 344. However, these lay-offs were not
overly dramatic because some of our employees were already in the retirement age while in certain cases employment was terminated by agreements.
The lay-offs have eventually led to seeking efficiency gains and have not undermined the quality of operations.
The key point of this story is that LGS is a company of strategic importance
which shall be able to provide high-quality services regardless of the number
of flights.
Speaking of the operational personnel – air traffic controllers, none of them
was laid off. I can only add that in 2018 we started the training of new air traffic controllers in Finland. The training lasts about a year and a half, and the
costs per trainee are quite high. Moreover, air traffic controllers should be on
duty practically everyday, to maintain their expertise high, therefore it would
be very unreasonable for the company to lay off any of them. LGS is expanding its operations. We have started operating in Liepaja and have signed a
contract with the National Armed Forces, keeping air traffic controllers busy.
The same equally refers to the technical personnel – air traffic safety electronics personnel skilled in maintaining a highly complex equipment to be
functional at all times. Without its technical personnel, LGS would be unable
to provide their services so continuous and uninterrupted technical services
are another cornerstone of LGS operations.
How did you manage to balance the financial flow?
As soon as the number of flights nosedived, LGS had to request the support
of our shareholder, the state, to avoid running out of money. The Latvian
government and the Ministry of Transport made a prompt decision and increased the company’s share capital by EUR 6 million in April 2020. I would
like to underline that a company with a EUR 30 million turnover only re-
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quested EUR 6 million because we recognised that at first we would take all
possible efforts ourselves and only seek state aid afterwards. We suspended
the planned procurements and only signed the contracts vital for keeping
the core business running. The investment portfolio was completely revised.
The collective agreement with the staff was suspended for the period of the
crisis, of course, by mutual consent of both parties. We had to cut everyone’s
– including the key management’s – salaries. Also, a reorganisation was carried out and some of the units were merged.
I am sincerely pleased that the Latvian government and the Ministry of
Transport well comprehend the severity of the situation. In the neighbouring countries, there have been lay-offs among the air traffic controllers, and
some countries have not provided support to their aviation industry players
yet, although it is obvious that their revenue depends on the number of air
traffic. The future is still uncertain, but it is clear that this is not the end of
aviation and infrastructure shall – and will remain in place.
Any forecasts as to when the situation in the aviation industry will improve?
At present no one can predict how the situation with Covid-19 will evolve.
Accordingly, no forecasts can be made about restrictions in different countries. This is critical for airlines because routes are planned and tickets sold
months in advance. We have seen cases in Europe when airports were reopened and then got closed again. Right now, the situation is unpredictable.
EUROCONTROL seeks to stabilise the situation by securing a loan facility of
up to EUR 1.2 billion from European banks in support of air navigation service
providers, 50% of the costs pending because airlines are currently unable to
pay their costs. Our share is EUR 4.3 million, and we will get the money within
six months. This is a significant support to the entire aviation industry, helping to stabilize the situation in these unpredictable times. LGS is also negotiating with the credit institutions in case any additional finances are needed.
Airspace needs to be supervised constantly and extensively. What are Latvia’s and LGS international partners when it comes to airspace?
Latvia, Estonia, Finland and Norway are part of one of nine European
functional airspace blocks, NEFAB or North European Functional Airspace Block. Sweden and Denmark cooperate within their own functional
airspace block, and so do Poland and Lithuania. We exchange radar data
with Estonia and Lithuania which is essential to ensure continuity of operations, for instance, in case of a temporary malfunction on the either
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side. LGS has signed a memorandum of cooperation with Estonian Air
Navigation Services aiming to explore the initiatives brought about by
the proposal for the future architecture of the European Airspace. Cooperation with Estonia has always been good.
The drone which went missing in the Latvian airspace generated lots
of publicity recently but concerns about a safe use of drones have been
raised also in the past. Do we know which kind of drones interfere with the
manned aviation? Do they show up on radars?
We are well aware that drones – the unmanned aerial vehicles (UAVs) cannot
be outlawed, and they are a technology of the future which, in different sizes
and shapes, is going to co-exist with the manned aviation. Together with
the Civil Aviation Agency, we are working on developing and elaborating the
legislation which would establish a classification of UAVs depending on their
size, speed and manoeuvrability and would also require them to be equipped
with transponders so that LGS would be able to see them.
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The company is concentrating
on the future, charter business
to prepare for the entering of
new markets, says Žygimantas
Surintas, CEO at Smartlynx
Airlines, charter, and ACMI
(aircraft, crew, maintenance,
insurance) operator.
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Ready to
be reborn
and become
stronger
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What changes took place in Smartlynx last year and how did you finish
2019?
Last year was the most successful in the company’s history. We were planning to improve our results. Our positions in the European market were
becoming stronger and stronger, managing to open a new customer base
through a strategic partnership with the TUI group, Easy Jet. We also
changed the ownership of the company. We became matched with Avia
Solutions Group. At the moment we are working together, and we are a
member of the company that is based in Cyprus. The move made us much
stronger and allows us to meet the crisis with their support. Smartlynx was
planning to start 2020 with a significant increase of 34 aircraft, which is
a more than 40% increase from 2019. But then Covid-19 began and completely changed our business.
When did you realise that it was going to be completely different, even
compared to previous pandemics?
We are seeing changes in the economy and demand, as tourism and aviation are one of the first sectors to be affected during economic crises and
pandemics. We saw the first signs in January because we were operating
two aircraft in Vietnam during the Chinese New Year. We saw how the
demand reduced significantly as Chinese tourists did not go to Vietnam.
We were not too worried however, because we never thought the virus
would spread all over the world and affect Europe as rapidly as it did. The
major impact on business came after we saw what happened in Italy when
it started to close its regions. The first thing I did at the time was call the
company lawyer and look into the force majeure clause in our agreements.
How did the pandemic impact Smartlynx flights, employees?
Our flying programmes were immediately reduced by 97–98% because Europe closed all borders. During wintertime we concentrate on flying in Asia
and South America; during the summer we concentrate on Europe. Thus
our European business was immediately locked. Then we started to concentrate on cargo flights where we used our passenger aircraft to deliver
masks and other medical equipment from China to Latvia and other countries. This gave us some revenue and helped in the crisis. The flight numbers, however, are not comparable to what we had before. We started to
reduce our fleet immediately. We were planning to have 34 planes, but now
we have 18 units and expect to shrink to 10 aircraft by the end of the year.
We were also forced to lay off around 40% of our staff in Latvia.
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How do you evaluate the help of different governments in the aviation
industry?
We received support from local governments in Latvia and Estonia as compensation for salaries for our employees. We also received support for social tax payments, which helped as we were facing a very high cash burn
during the Covid-19 period. We are preparing applications for more support from the Latvian government; however, we are thankful for what we
have already received. We are talking to Estonian banks as well.
What is the company doing now when the situation is changing every
week?
We are concentrating on 2021. We do not believe that the summer of 2020
will bring any significant business to our company. So we are flying about
7% of the expected flights this summer to Greece, Tunisia, and some other destinations. As Covid-19 is not stopping in the world, each week we
receive new restrictions on travel to countries where one later needs to
observe self-isolation. We also do some business with our long-term customers, TUI group, some other customers, and we are doing some cargo
business, too.
When do you see the recovery of the industry taking place?
The IATA expects aviation to recover by 2024. My view is that European
business will start its recovery in the summer season of 2021. A precondition for this, however, is a vaccine. For the long-haul business to recover,
it is going to take 2 of 3 years more to get to previous numbers. The midrange and summer destinations will not be back to the same numbers as in
2019 but will reach 80%.
How will the recovery look for Smartlynx?
We already have contracts for our fleet in 2021, which is good as we can
plan our finances, maintenance, training programmes. We have 2 projects
to diversify our business. The main product we had and still have is ACMI
(aircraft, crew, maintenance, insurance), which is a solution for big airlines
and operators who need additional capacity during the summer season.
ACMI is, however, going to shrink massively during the next 2 years due
to overcapacity in the world. Next year, we are going to concentrate more
on charter business, and we are going to launch new regions and markets
through the project. We are planning to receive new AOCs (Air Operator’s
Certificate) across the world in order to be able to enter new markets.

80

RAF 2020

We can see that aviation is going for large-scale consolidation. This usually brings about more expensive travel due to reduced competition in the
market. If we are prepared, strong and cost-effective, we can enter new
markets with new destinations and get a market share. All the forecasts
are showing that Covid-19 will be such a huge shock for aviation that more
than 30% of airlines might leave the market due to the bad financial situation.
Do you see any permanent changes in the industry due to the pandemic?
I believe people will be flying with masks for a while; hygiene requirements
in airports and aircraft will remain high for longer than a year in order to
ensure that passengers are travelling safely.
As you are based in Latvia, do you have any future development plans,
suggestions for the government on how to help the industry?
Latvia is a small country, but well known in Europe because of aviation. I
hope that the government will support the industry as much as they can. I
am happy to see how the country reacted and bailed out airBaltic and supported Riga Airport. All the other industry companies – ground handling,
maintenance, etc. – also need support. I hope the Latvian government will
not forget about us and we will be able to continue to create good and
strong products in Latvia. Other countries are also helping the aviation
sector because it is both the tourism and aviation markets that have the
greatest problems due to Covid-19.
Before the pandemic, the industry – airlines, ground handling, etc. – had
problems with finding employees. Has the situation changed?
Definitely. As a reputable company however, we did not have problems with
crews because we paid salaries that were compatible with top European
airlines. The situation has changed dramatically, and people are affected.
One has to understand that pilots are investing a lot of money into education and training. It is a difficult time for them now. I hope that next year all
the people laid off by airlines will find new jobs or return to their previous
airlines. Now, of course, there is no shortage of any kind of employee in any
aviation sector position.
Are the big infrastructure projects in Riga Airport – the new terminal
and Rail Baltica terminal – going to influence Smartlynx business in the
future?
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We want to grow in Riga, and such projects create huge opportunities. You
can be very pessimistic about what has happened now. Smartlynx lost 300
million euros in revenues this year. But I believe that we will be reborn
after the crisis as a much stronger company. We support all the investments Latvia is making into infrastructure. The best time to invest is now.
All companies must look for expansion even more aggressively than before
and take a big step forward. This will prove to be fruitful in the coming
years. We are engaging with Latvian authorities, the airport, and want to
do even more business here in the future. The infrastructure will help us.
What about the industry? Is it becoming more competitive, or are industry players trying to help each other?
Riga Airport, as well as all the Latvian authorities, are very helpful to us
in a difficult time for the industry. The Latvian Aviation Association helps
a lot, too. If we consider the global situation however, at the moment we
are entering a stage of what I would call “hunger games”. There are no big
friends in the industry. Now each company is fighting for its survival, and
the process will last for a while. Competition now is very fierce. The prices and rates have been reduced significantly. Right now, those companies
who had the wrong cost structure, who were growing without the right
financial discipline, are most probably going to struggle a lot in the nearest
years and be forced to leave the market. Smartlynx has always been growing according to the rules, without long-term commitments to banks and
our aircraft owners. We have managed to return aircraft to restructure our
costs. Now we just need to be reborn, get to 2021, and start from a blank
page.
Could the industry survive another prolonged shut down if the situation
with Covid-19 were to get worse in the autumn?
It would depend on how long it lasts. If aviation freezes for a couple of
months again then we, the strongest companies, can still survive it. It will,
however, be painful. The companies who received bailouts from governments are strong on their balance sheet, too. But regarding those companies who are regular carriers or were growing massively during recent
years, it would be very difficult for them to survive. If the crisis were to
last for a year, and governments did not step in with some special support,
most companies would be forced to close their business.
I believe that at the moment, however, we need to support each other, create trust with our employees, as well as trust for passengers that it is safe
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to travel. We need to be patient, knowing that the best specialists in the
world are working to create vaccines and drugs so that the pandemic ends
as quickly as possible. We need to remember all the rules, social distancing,
and be responsible for each other. If we stay together, we will be able to
overcome the crisis. I was impressed by how Latvia and other Baltic countries managed to control Covid-19. I am sure, however, that we will only be
reborn stronger after the crisis.
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“It is clear that idle time benefits
can’t last forever. However, tools
must be created to support
companies so that they don’t
make their employees redundant
and instead secure their jobs,”
said Simons Zitcers, the head of
Havas Latvia, a ground handling
service provider at Riga Airport,
when commenting on the
need for the state to continue
supporting the industry during
the pandemic.
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The burden
must be shared
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When did you realise that the situation would be worse than anyone could
have imagined?
In the middle of March. At one point, it seemed like there would be some
solutions, because to let everything stop was unimaginable... you might as
well have believed in an alien invasion. But then the decisions came in and
the operations at the airport were suspended, with the government’s support following quickly. I have been working in the industry for 20 years, 10 of
which I spent in operational work, meaning that I have developed my own
approach: if there is a problem, I work to find a solution.
How do you evaluate the government’s decisions in terms of speed and accessibility?
Initially, the government’s decisions caused confusion, as it wasn’t entirely
clear who would be supported and who wouldn’t. At first, no support was
planned for the aviation sector and no areas related to aviation transport
operations were included on the list of areas to be supported. We experienced a very stressful week, as without any state support, the consequences
looked depressing. However, the sector was later included on the list of government’s support, thus allowing us to avoid mass redundancies. The existing team was retained and only 3-5% of temporary staff were made redundant.
Did your employees receive idle time benefits?
Yes, most of the company’s employees were on idle time and we received
support for the entire period. I would have been happier if the allowances
for idle time had been available for longer, as at the moment (end of July) the
flight volumes are modest and the sector has not yet recovered.
Did your company take a tax holiday or seek loans?
We did take advantage of the tax holidays; however, we have not taken any
loans. At the moment, it looks like we will be able to get through this on our
own.
Has idle time caused any problems regarding the employees’ suitability
for their positions, for example, pilots who haven’t flown for a while?
Yes, there are some positions where training is obligatory every three or six
months, but no training took place during the idle time. However, before
people were reinstated, we held various refresher courses.
Are there any advantages to belonging to the Havas group?
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They provide good support; however, we are not our parent company’s only
child, so to speak. In order to not make our parent company choose a favourite child, I see their help more as a last resort.
What have you learnt from the pandemic? Many now use the ability to
communicate remotely.
Operational staff need to be physically present at the airport. In terms of
administrative staff, right from the very beginning we built the company on
the principle of our employees not having to be tied to the office. Seeing
as we can access company information from anywhere, we can work from
anywhere. The current situation gives me confidence that the way in which
we have been working so far has been the right one all along.
Has the problem of staff shortages subsided?
There is currently no such need, but finding employees would not be difficult. In previous years, employees chose companies, and companies took
on whoever they could. Now the situation has changed, and companies are
looking for employees who are most suitable for the particular profiles. As
for cooperation with individual universities, I still don’t understand why
people go to study aviation and then don’t actually try to work in the field
from the very beginning of their careers. I have employed a large number of foreign students and I have noticed that they are interested in both
theoretical and practical knowledge. This is very different with Latvian students... When I was studying, there was no real opportunity to work in the
industry, and when such opportunities appeared, both me and my peers
from university immediately used them. Nowadays, something seems to
have changed, as young people go to universities but don’t actually try to
work in their chosen field.
What will the company’s turnover be like?
Comparing the whole of 2019 with the whole of 2020, we expect a drop in
turnover of 43-45%. This is on the condition that everything will not stop
again.
What changes has the pandemic brought to the aviation industry?
Due to the different policies of the Baltic states (white and red countries,
testing, quarantine), there are extremely different flying options. In my opinion, this poses a risk that airlines may decide to fly to Vilnius or Tallinn instead of Riga. Some negative trends like this can already be seen.
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What changes are there to passengers’ flying habits?
July and August is holiday time in Europe. It is clear that the instability in the
field of tourism is enormous and it determines the passengers’ choices between flying, driving, and travelling locally. There are plenty of destinations
that still attract many travellers; however, due to Covid-19, it is impossible to
talk about such passenger volumes and travel habits as they were a year ago.
Has your idle time been productive with innovative ideas?
No, but I assume that we would have had to do a great deal of work if we had
not already been focusing on introducing technologies before. For example,
we had introduced electronic invoicing and we plan our employee resources
using special software. In order to minimise communication across intercoms, employees receive their tasks on smart devices. Over the last six or
seven years, we have introduced many different types of technology. As a
result, our administrative staff is very streamlined.
How did the pandemic affect investment?
The amount of investment planned for 2020 was small, as most of what was
needed had already been put in place. We did discuss purchasing some equipment but decided to make do without. Back in February, we had a conversation about the summer arriving and we were a little bit concerned, but we
decided not to hurry. In this case, the right decisions were also made on a
smaller scale.
What is your relationship with customers during the crisis?
We have had several discussions and there were a few companies that said
that they were having financial problems and asked for deferred payments.
We came to an understanding on how both sides should deal with this situation.
Is this a case of force majeure?
Looking from a legal point of view, it would appear so. However, I suggest
considering this issue from the point of view of a practical example by analysing Havas Latvia’s cooperation with Riga Airport. If we were to send a letter
to the airport stating that force majeure had occurred, what would we gain
from it? On the one hand, maybe we would not be required to pay something
within a certain period of time but, on the other hand, Havas Latvia does not
want to terminate its existing contracts. Force majeure may ultimately lead
to the complete termination of the contract. This is very similar with our co-
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operation with airlines. If one of the parties starts a discussion about force
majeure, it would legally mean that the contract should be terminated. I am
not sure how this situation would end, and whether anyone would benefit
from it.
What other issues are currently relevant to the industry?
The period from March to July is over now and the real question concerns
the future. It is clear that airlines are limited in their flying ability due to
government decisions. For me, the revenue depends on the number of aircraft handled, meaning that fewer flights result in less revenue. As for the
government’s support tools, from 1 July, certain positions are not on the list
anymore. I would not want to bear all of this burden on my shoulders alone. I
am ready to take on part of it, just as I did during the idle time, however, the
state must join in and share the burden. As of 1 July, everything is back on my
shoulders. For us, it is important that, from 1 October, the number of flights
returns to the previous levels. If this will not be the case, we may have to lay
off employees. Who would benefit from this? Not me and not the state either,
as people would become unemployed. Me and you as taxpayers - would we
benefit from it? No. It is clear that idle time benefits can’t last forever. However, tools must be created to support companies so that they don’t make
their employees redundant and instead secure their jobs. I assume that if the
number of flights continues to grow, then a point will come when Havas Latvia will start hiring people. At the same time, it is clear that our turnover will
be much lower than in 2019. I believe that we could return to last year’s level
in 2022 or 2023.
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Sustainable
business for
medium-size
entrepreneurs
The relatively high operating expenses and low profit do not
interest big players, but for medium-sized entrepreneurs it
can be a very sustainable business, says Jānis Kaudze, Chairman of the Board of SIA AG Handling, an air cargo handling
company operating at Riga Airport, who started his aviation
logistics business together with a partner in 1998. The company provided aviation transport services at the airport (agency,
customs brokers) and even had its own transport (lorries). In
2007, a cargo terminal was built at the airport and a cargo
handling company was established. “When the crisis hit, we
successfully sold the terminal to the Swedes.” Since then, he
has been renting premises in the terminal and running his
own business. The specifics of the business constantly force
the company to learn: “There are various mandatory training
courses and we have to participate in different seminars. We
are constantly learning, improving, and following the latest
trends in the field of air cargo.”
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A SPECIALISED COMPANY
Although Covid-19 has had some impact on the company, they “are doing
no worse than before. If we lost something, we gained something else in
its place.” The company still employs seven people and outsources loading
and accounting services. The company tries not to deal with classic logistics
services, focusing instead on a narrowly specialised area with high added
value, namely cargo handling at the airport warehouse: “We handle all import and export shipments from the airlines we have contracts with, and
we place these shipments in the right sectors and temperature regimes. We
then inform the client that the shipment has arrived, sort out documentation with both the Customs Board and the Food and Veterinary Service and,
if necessary, report to the airline. In short, we take care of the cargo until
the customer comes to collect it.” There are five such cargo handling companies operating at the airport. The responsibility for cargo delivery from
the airport border to the front door of the warehouse lies with the so-called
ground handling companies - the Riga International Airport company and
the Turkish Havas.
HANDLING EVERYTHING
“We can handle any type of cargo,” including weapons and ammunition, says
Mr Kaudze, when asked about the range of cargo that the company can deal
with. In the field of medical products, which is an important segment of the
company’s cargo, the regulations have been changed slightly recently, envisaging the hiring of a pharmacist and introducing a medication circulation
programme. According to Mr Kaudze, it is not quite clear what the point of
this is and who is lobbying for this process, “because our business is not a
medication trade”. The company simply receives the goods and then delivers them to the customer, sometimes just half an hour after having received
them: “We have no idea what these medicines are.” According to him, such
a procedure is not being followed in either Lithuania or Estonia. One option
is to drop medication cargo, which would mean that “not a single pill would
pass through the airport”. Another option is to invest a lot of money and to
hire a pharmacist, however “this would increase the price of the shipment
tenfold”.
When asked about handling live animals, Mr Kaudze noted that, before Covid-19, the company handled about one animal a day, including dogs, cats
and other small pets or animals that belonged to Riga Zoo. As for livestock,
there have been requests but they have never been followed through with
actual cargo: “Lithuanians are slightly ahead of us in this respect, as they
have some groundwork in this sector, even if it isn’t that much more compli-

90

RAF 2020

cated.” Currently, the animals sold in Latvian auction houses are transported
by car to Europe, and then delivered further to the Middle East. According
to Mr Kaudze, air deliveries from Latvia may not be profitable due to the
relatively small volumes.
COVID-19
When the pandemic reached Latvia, flights had been suspended by practically all airlines that AG Handling had contracts with - Lufthansa, Lot, Norwegian Airlines, etc. With Covid-19, the need for a 24-hour work schedule
disappeared, and people had more relaxed working hours. Airlines gradually
resumed flights in July, and the company is scheduled to return to night
shifts in August. At the most critical moment, however, the cargo that kept
arriving did so not by air, but by land. At one point, the volume of cargo reduced significantly, however, at the same time two new cargo companies
became customers, whose cargo transit is now handled by the company.
For example, Atrans Airlines brings e-commerce from China and AG Handling sorts it and then sends it to Ukraine with Eleron Airline. The company
also handles charter flights that bring personal hygiene goods, masks, and
hospital equipment to Latvia, Estonia and Lithuania: “We haven’t stopped
working.”
In addition to cargo handling, the company also performs security controls
on export shipments to the global express mail companies UBS, FedEx, TNT,
and DHL, whose “cargo volumes are springing up like mushrooms”, ensuring
a lot of work for AG Handling.
TIME FOR YOURSELF
“We realised that there were some employees who could easily continue
working from home and for whom there was no need to come to the office every day,” said Mr Kaudze, when commenting on the changes due to
the pandemic. However, it turned out that “they didn’t really enjoy working
from home and that they preferred coming in, as there was more action in
the office”.
Personally, this year has been very positive for Mr Kaudze as he “had more
free time and could both spend more time with the family and also do
some work on the countryside home”. At the same time, business activities were not abandoned and he “was able to communicate with others
remotely in order to keep working together as a team”. There hasn’t been
enough free time for his hobby of general aviation flights; however, his son
has followed in his footsteps and has already obtained a pilot’s licence at
the age of 17.
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A GLIMPSE INTO THE FUTURE
“It is very likely that there will be a decrease in demand for large offices, as
many companies will allow employees to work from home,” says Mr Kaudze,
commenting on the impact of Covid-19. This also means that the shortage
of small offices, including at the airport, could increase, as there are several
things that agents could do from home, and similarly accounting can also
be done from home. “As for aviation, obviously it will not disappear. The
flow of cargo will still be there, it will just be different.” Mr Kaudze believes
that courier mail and e-commerce regarding small parcel shipments will
expand: “People will have got used to ordering from home, even when it
comes to bread and milk. So what’s the point of going to the shop to buy
something?” Nowadays, couriers are also increasingly used for general cargo export shipments. Until the movement of people resumes, hotels and
the tourism industry in general will have a much harder time; however,
“everything will return to normal with time”, predicts Mr Kaudze.
MANAGING WITHOUT ANY HELP
“No, I didn’t seek government help,” said the head of AG Handling in response
to whether the company sought help from the state during the crisis. On the
contrary, he “paid out bonuses around Midsummer time,” as “the guys had
been working with their noses to the grindstone, also doing extra work that
was not part of their direct duties.” Everyone in the team understood that “in
order to survive, we either had to tighten our belts or work a little harder”.
The employees chose to work harder, allowing “the company to endure the
crisis and not find itself in great financial difficulties”.
At the same time, Mr Kaudze pointed out that Riga is not a place where cargo
handling agents can earn huge amounts of money: “This is a long-term investment business just like real estate, with the only difference being that a lot has
to be invested in employees here. Everything depends on the staff.” Courses are
organised regularly, and employees must go on business trips to other countries for training. In addition, sometimes there are abnormal working hours and
overtime, because the aircraft must be handled when it arrives. Unlike in other
sectors, people can’t count on days off during holidays, as someone also has to
work during the Midsummer and Christmas holidays. “Those who are willing
to work must be remunerated accordingly.” The airport also has relatively high
rental prices, making this kind of business unattractive for large players. “But
for a medium-sized entrepreneur like me, it’s a very sustainable business, provided that you do everything properly and don’t get in trouble with the public
authorities that control you.” Everything has to be at a very high level, whether
it is customs, the Civil Aviation Agency, or other institutional concerns.
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Our project envisages creating
possibilities for internet
platforms to send air cargo to
Europe through Riga, says Mr
Arturas Jurkevicius, CEO at JSC
Rava Cargo. His first education
was as a veterinarian; later he
studied business administration
and management. He has
worked in public administration
for many years.
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Join forces to
make Riga an
air cargo hub
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How did you start your business?
I had work practice at Liege Airport, Belgium for the Israeli company El Al in
the area of freight forwarding. There I came to understand how the aviation
cargo industry works. My partner and I, a businessman who lived in Israel,
started a company in 2009 in Siauliai, Lithuania. The project was to ship livestock. We analysed what goods we could export from the Baltic region. There
were not enough volumes of aviation export cargo in our area to fill a big
cargo plane and make the business profitable. Livestock export to the Middle
East – Israel, Jordan – solved the problem.
We, together with the Siauliai airport handling company, bought all the necessary equipment to load the cargo on a Boeing 747, as well as produced the
necessary wooden and metal cages in Lithuania. We underwent training to
get certificates and exported around 30000 animals, consolidated from our
farmers, a year. We worked successfully until 2017. Now we rent cages all over
the world.
The business, however, continues in a way. My Israeli partners bought ships,
and now livestock from Lithuania and Latvia are sent by lorry to the Romanian seaport of Constanta where it is loaded onto the ship and goes on to the
Israeli and Jordan market.
What was the reason for stopping air transportation?
As a result of increased prices, our business was no longer profitable.
We were not able to consolidate enough cargo to bring back to the Baltic
region.
Did you try the same in Riga?
We tried, however, we did not have enough experience at that moment, as
cargo companies must have specifically trained personnel to work with live
animals. Unfortunately, Riga, Vilnius, Kaunas only works with pets, but different requirements are set for shipping a cow or a horse.
What did you do afterwards?
In business, you must think about both plan A and plan B. As there has been
a demand for e-commerce in the market we have continuously been working in this direction. We have analysed how to attract clients that could send
their e-commerce goods through our region – either in Latvia or Lithuania.
Some 3–4 years ago I got acquainted with Riga Airport, as well as Mr Arturs
Kokars and Mr Eligijus Jenckes. This is when the Metro Project was started.
It envisaged creating possibilities for internet platforms to send air cargo to
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Europe through Riga. You can only attract such charges if it is fast and safe.
We got acquainted with the requirements of platforms like Alibaba, Amazon,
and set a goal to create the beforementioned possibilities. The pilot project
was successful. Last year we organised a test shipment together with Latvian
customs. We found partners in China who had cargo, signed the contracts...
Then came Covid-19 and the project was slowed down. We have restarted it
however.
What is the final destination of the cargo?
Baltic volumes are not enough to make the project profitable. As far as ecommerce is concerned our aim is Poland, the Czech Republic up to Germany. If we consider Amazon consolidation warehouses, then it is all of Europe.
The project envisages covering all of Europe, making Riga as a hub; the first
stop where aeroplanes land in the EU, and afterwards goods are consolidated
to reach all of Europe.
How far along are you with the project?
We worked with the subagent of Alibaba before Covid-19. Now big platforms
like Alibaba, Taobao, JD have monopolised all the cargo volumes and signed
contracts with air cargo carriers. As a result, subagents lost their contracts,
and new conditions arose. First, prices went up substantially both for transportation and ground handling, especially in big Chinese airports. Postal
companies have also increased their prices. Therefore it is now necessary
to negotiate with all the potential partners in the supply chain. We resumed
negotiations with our Chinese partner. It takes time however. Chinese partners do not negotiate over the internet, you have to meet them. This slows
the process down.
Is there a demand for Chinese production now?
Yes. One can see this from bookings of DHL and other operators. For big providers however, our regions remain terra incognita.
Why would a Lithuanian company do this in Riga?
For a businessman, there is no difference regarding where you make money.
We, do however need an adequate situation, understanding people, and convenience. As e-commerce volumes are rising, the only problem is finding a
partner in China and convincing them to fly not only through Belgium, Britain, or Germany, but to change their current routes. To do this you have to
create appropriate conditions. One of these conditions was the right attitude
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of customs. This helped us greatly in making cargo appear in Riga.
What are the other activities in your company?
We also work as a customs broker, forwarding agent, aviation charter broker,
as well as an insurance broker. We have several lorries for our needs and services, too. As there is huge demand for cargo planes in the market, our main
activity is to work as charter brokers – to book cargo planes for our clients.
And, of course, we organise the handling of cargo of our clients in different
Baltic airports.
How do you expect the situation with Covid-19 to develop?
The situation in aviation is very problematic. Passenger carriers even started
to remove seats to make space available for cargo as a way to get some revenue. Big companies can get state grants, however, smaller companies with a
couple of planes will have a choice – either to sell their business or cooperate.
For air cargo, there are more possibilities in the market because Covid-19
showed that e-commerce will continue to grow and people will make purchases anyway. Due to the fact that rail cargo volumes have increased, too.
As a result, the competition will only increase. In our region, I do not see
another way to organise joint projects of airports, freight forwarding companies and last-mile companies like DPD, in order to be able to compete with
other countries. If we realise such projects together, then there is a chance of
competing. It is getting harder and harder, and the decision has to be made
quickly. It can be done, however.
Covid-19 showed that many things can be done over the internet. What will
be changed in your business?
The supply chain itself will be changed. Consolidation warehouses have to
become more efficient to get cargo to clients faster.
Can China lose its position as a manufacturing powerhouse?
Business sometimes does not take political winds into consideration. The
Chinese may move their production, technologies to Vietnam, and they will
be called Vietnamese technologies. China will not give up its position so easily. And it takes time, too.
What should governments do to support businesses in the EU now?
They should not show preference to any particular sector or company. However, the main factor is taxes. As far as aviation is concerned, every country
must have a very concrete position on transportation for it is a basic service.
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I do not see anything wrong with the government somehow subsidising the
sector. Efficiency of subsidies is required however, so that the result is beneficial to all. We like the fact that there is a company such as airBaltic, with
many destinations, which opens possibilities for the entire region.
Before Covid-19 there was a problem finding employees in many industries.
What is the situation like now?
If you want to keep a good employee you have to offer an adequate salary.
You have to invest in their training every year. There is a certain amount
of competition going on among companies – there is no need to invest if
one can buy the employee. Finding a good sales manager, for example, is a
problem. Requirements for personnel at the airport are higher than in other
places, too. The work is not hard but entails a high level of responsibility. It is
hard to find such a person.
How many people work at your company?
Currently five, as we use outsourcing.
What is the revenue of your company in a normal year?
A couple of years ago it was about two million euros. We have invested around
250 thousand euros in five years. We have created a customs warehouse,
infrastructure at Siauliai Airport. We have transferred some 5000 tonnes
of cargo through Siauliai in our projects in that time. Now the volumes are
smaller. We hope that new projects will bring a return to the volumes.
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At the beginning of February
this year, Airo Catering Services
Latvija, a catering company that
belongs to the Lufthansa Group
and operates under the LSG Sky
Chefs brand at Riga International
Airport, opened a new plant,
significantly increasing their
existing production capacity.

A new product
created during
the crisis
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“The expansion and modernisation of the production was planned based
on the rapid growth of the number of passengers served at Riga International Airport in previous years and on the need and demand for a modern
infrastructure that would take into account the specifics of the aviation industry,” said Andris Baļickis, the company’s Chairman of the Board. “People
were flying, airBaltic was developing, and everything was going very well.
However, starting with mid-March 2020, flights at the airport were suspended by a government decision and consequently the work at our company was interrupted completely and a three-month long idle time period
began,” he added.
The first weeks of the crisis were chaotic, as the company was trying to
come up with a plan of action and to understand and to model possible future scenarios based on the information provided by the mass media. The
future was very uncertain. The situation stabilised only in April and May,
when the government began providing assistance to the company’s employees. Unfortunately, it is still not possible to predict the development
of events. Flights have been partially resumed but the situation can change
very rapidly in accordance with the different national restrictions set in
order to limit the spread of the virus.
NEW IDEAS
Almost 70% of the company’s business depends on the number of aircraft
served in Riga. The idle time caused by Covid-19 has raised several questions about the company’s daily operations, further development, and the
ability to adapt to new, dynamically changing conditions. The crisis has
made the company’s team think about how to improve the efficiency of the
company’s processes in the future. Last December, a new division was established within the company: Digital Solutions and Robotics, which deals
with automatization questions and aims to design and develop new production processes and tools. During the idle time, an IT product was finished
and has recently been demonstrated to airBaltic. “This IT product allows
the use of digital devices to deliver goods on board aircraft, eliminating the
need for paper invoices.” The product was also demonstrated to Lufthansa
shareholders and was highly valued, which led to it being proposed to be
developed at the European level within the group. Within a few months, the
Paperless Solutions product (digital invoice) was developed and introduced
in Munich, one of the largest aviation centres in Western Europe. “Everyone
is very pleased; both the shareholders and airlines.” The company would
also like to offer the new product to other companies of the group that operate elsewhere in Europe.
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In Latvia, there is no longer any need for several copies of invoices (for the
company, the client, state institutions). Now the information is sent electronically to the flight attendants on iPads, where they can also make the necessary notes on consumption etc., and after the flight, the invoice is promptly
returned to the company, resulting in a quick exchange of information and
electronic documents with the client, significantly reducing the factor of human error and also helping to preserve the environment by saving around
three tonnes of paper per year.
BACK TO WORK
“When the state of emergency was declared in March, the initial decisions
made by the government were slightly chaotic, and it was not clear what
was going to follow”, noted Mr Baļickis, the person responsible for both the
Riga and Tallinn branches of the company. In the case of idle time benefits,
decision-making by the state was fairly quick: “A big thank you goes to the
government for how they managed the situation. Both the daily information
provided by the responsible ministers of our government on the measures
taken and the assessment of the situation were very valuable, and the State
Revenue Service employees were very quick at providing answers to any
questions. Of course, the situation itself was very changeable and did sometimes cause confusion, but we want to emphasise that together we have
endured this crisis. Our employees have received idle time allowances in full
amount.” In addition, the division providing services for Europe only needed partial assistance, as it continued to provide services to other European
companies and operated at 70% capacity.
The company sent groceries from its warehouses to the Children’s Hospital
as a donation: “We thought that we should also contribute during these difficult times.”
In April and May, LSG Sky Chefs resumed their work with airBaltic on repatriation flights. The recovery from the crisis was gradual, from one or two
flights a day to almost 30 flights per day at the end of July, with the number
rising every week. In an optimistic scenario, the company’s turnover will
reach 50% of what was planned for this year, and it is clear that there will
be no profit. The crisis has forced the company to make 20% of its workers
redundant and they are currently waiting to see if and when they can return
to work.
CHANGES AND HABITS
Speaking of the impact of Covid-19 on travel habits, Mr Baļickis predicts
that company representatives will fly less, pointing out that businesses are
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gradually moving to remote solutions on various internet platforms. At the
same time, “there are a lot of industries where personal presence will still
be essential in the future.” In addition, people’s desire to travel and see the
world has not disappeared. When driving from Riga to Tallinn for work, he
noticed that Via Baltica is full of cars and tourist buses and that the licence
plates are not only from the Baltic states, but also from Poland, Finland,
and Germany. “Once a vaccine is developed, the world will calm down and
everything will return to normal.” The tourism industry currently predicts
that travel figures could reach their pre-crisis level in the next two or three
years.
At a time when the number of flights has been reduced, the company, together with airBaltic, are planning to use this moment for developing and
introducing new products and offers. For example, meal offers for passengers used to be changed twice a year, whereas now it happens at least once
a month.
One of the limitations due to the global pandemic is the requirement for
social distancing at the workplace. The company has developed a action
plan, in the case that an employee is found to be infected: “We can disinfect
the entire plant very quickly.” In turn, the flight crew works in masks and
gloves. The temperature is measured for all employees upon their arrival
at work. Individual packaging is nothing new for a company working with
airlines, affecting the restaurants in the city more.
When asked whether the company had thought about food delivery in the
city, Mr Baļickis notes that platforms for ordering food before departure
have long been developed. “Unfortunately, the shadow economy still has a
large share in our market, resulting in unequal competition.” The difference
in between the cost base for products of a fully tax-paying and grey zone
companies are significant. It should be noted, however, that the industry is
trying to get better and a lot has been done to explain the specifics of the
catering industry to the institutions, as in order for the industry to get better, tax legislation should be changed accordingly. It should also be remembered that “our finished products are manufactured in accordance with the
safety standards we use to service aircrafts and are therefore unlikely to
be in demand in the local market. It is not possible to compare the cost of
our portion with that of a restaurant meal, as the cost structure varies according to the safety standards of the aviation industry also.” With all this
in mind, our company has decided not to compete in this segment for the
time being, “however, as noted above, we have had a fairly successful digital
revolution in the company and we are very pleased with it.”
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READY FOR ANYTHING
“Naturally, we have a plan for if the situation with Covid-19 gets worse again.”
According to Mr Baļickis, no one in Europe wants to allow a long second wave,
both for political and economic reasons. In the scenario that, for example,
Riga Airport were to be closed for another three or four months, the employees of the airport “would have such big problems that we might not survive.”
According to him, the state would not be able to pay benefits indefinitely to
companies and people, as a result of which the lights at the airport might
have to be turned off. Europe is not ready for the second wave without state
support. “We need strong and focused government leadership. As soon as the
governments of the Baltic states will guide us, we will follow.”
A POSITIVE VIEW
“We are cautiously optimistic about the future,” emphasises Mr Baļickis, stating that the most important question at the moment is how to get through
this autumn and winter. He hopes that the policy makers, ministries, the airlines, the airport and Europe as a whole will figure out how to keep flying
safely, even if a negative development scenario will come true. He also hopes
that next year the company will be able to gradually return to the path of
growth that it had been following before the pandemic.
To the question of whether some cooperation partners are trying to benefit
at the expense of others during this crisis, he answered: “When it comes to
companies that provide aviation services here at the airport, everyone who
is connected with the flights or the airport are like one big family. We supported the government’s decisions, communicated with each other and offered help to each other.” As for airBaltic, “of course, this is a very difficult
and challenging time for our national airline but luckily AirBaltic has received
state support and is continuing to operate and develop, and everything is fine
for now.”
“The companies operating at the airport understand that all of us together
form Riga International Airport, that all of the companies are equally important here, and that everyone contributes to the successful operation of the
airport, and we hope, believe and strive for this to happen!”
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“It will not be a quick recovery,
but we believe it will be a stable
recovery,” says Mr Mete Erna,
Acting General Manager at
HAVAS Ground Handling Co.
about the current situation in
the aviation industry.
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What is your background and how did you reach your current position?
I started to work in the industry 25 years ago right after the privatisation of
Havas, which was initially a government-owned ground handling company.
I was part of a management training programme after privatisation. After
working for 10 years in the company’s operational and commercial departments, I worked abroad in a foreign ground handling company in Singapore
for over one year. Then I worked for another ground handling company in
Turkey for almost five years. In the meantime, I was conducting my master’s
degree studies. And I also worked for one year for Saudi Cargo as commercial manager. For the last six years I have been working at Havas again,
mostly being responsible for commerce and business development. And in
July, I was appointed general manager of the company.
What is the business area and geography of Havas?
Havas was privatised in 1995. Today it is part of the TAV Airports holding,
which is one of the most important private airport operator in the world,
also thanks to its main shareholder Groupe ADP. Groupe ADP runs Paris
Orly and Charles De Gaulle Airports, besides many other airports in the
world. So, when combined TAV and ADP is one of the biggest airport platform in the world. Havas is owned 100% by TAV and is the only ground handling company in the group’s portfolio. Havas specialises in providing services to airlines, passenger handling, aircraft cleaning, loading, offloading,
baggage and cargo transportation, and we also operate cargo warehouses
and provide cargo handling services to airlines. Currently we are working in
31 airports, 29 of which are in Turkey. And we are also present in Riga Airport in Latvia and Medina Airport in Saudi Arabia. Besides the network, TAV
is also providing ground handling services as an airport operator in Tunisia,
Georgia, Croatia. So, there is quite a big network of ground handling activities in the group as well.
How big is your revenue?
Depending on the season, Havas employs 3–4 thousand people. Last year
our revenue was around 170 million euros. Havas is a profitable company,
above average in the industry.
What are your latest investments and future plans?
Our most recent and one of the most important investments was in the new
Istanbul Airport. Last year Ataturk Airport was closed, and the new Istanbul
Airport was opened. Havas became one of the main ground handling com-
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panies there. We made an investment of almost 11 million euros for our new
cargo warehouse (10 000 m2) facility with the latest technology. Our total
investment in buildings, facilities and equipment in the airport reached almost 20 million euros. Together with TAV Airports, Havas has the mission of
expanding its presence outside Turkey as well. So, we are looking into how
to enter the ground handling market at Zagreb Airport. We are talking about
taking over the current ground handling organisation. We are also keen for
Havas to be present in the new investment of our group in Kazakhstan Almaty Airport. TAV has reached an agreement to buy Almaty Airport and we
are looking for opportunities to be there as a cargo handler and ground
handler. But now negotiations are ongoing, and it remains to be seen what
role Havas will play in the airport.
What was the effect of Covid-19 on your business, competition?
Financially, the pandemic created an extremely dramatic situation, not only
for ground handlers, but also for the airlines and airports. I guess, my and the
industry stakeholders’ feeling of being in the same boat together is stronger
than the urge of using the situation to gain a short-term competitive advantage. Of course, the crisis can bring opportunities, because some players may
leave the market in the future, but the priority for everybody now is to survive the current situation. Everybody is focusing on their own operations, to
bring the costs down and at the same time retain the trained workforce they
have, which is very important in order to be ready for when business picks up
again. And most importantly, to control the cash flow. For the airlines who are
generally working with very small profit margins, it is a very difficult situation. Many of them require some private or government financing to continue
their business, which puts a lot of pressure on them, because the government
support cannot be used to increase their market share or act aggressively in
the market. So, we control our cash, we try to retain our workforce, we try to
distribute the financial burden of this pandemic as well as possible between
employees, shareholders and customers. As there is less traffic the unit costs
are going up, and there are some additional costs, like protective equipment
and disinfecting material. At this point communication and transparency is
very critical, both towards our employees and to our customers, in order to
show them what the situation is.
What lessons have you learnt from the pandemic, and what have you already changed?
Our administrative offices are still mostly working from home; we tried to
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minimise social contact between employees. We tried to use quite common technologies like video conferencing for our meetings and day-to-day
operation in the airport. As passenger traffic decreased substantially, we
tried to minimise our workforce; however, without laying off employees,
but rather keeping them under government support schemes and distributing small business between them. We have to honour our promises to
financial institutions as well. The protective equipment requirement is a
very important change in the day-to-day operation of the company. In the
summer season it can make working difficult for our employees. But it is for
their health and protection, and this is something we should not sacrifice.
We also see that the industry is using this opportunity to bring technology
closer to passengers. Online check in, self-check in, self-baggage drop is
improving. The lack of traffic gives an opportunity to airports, airlines and
ground handlers to bring in these technologies. The direction the industry
was going, however, has not changed.
Are you satisfied with how the global community and your country has
reacted and helped the industry?
In the markets in which we are active, we have seen valuable, important
government support when it comes to employment in Latvia, and in Turkey.
The governments have extended some financial support to employees that
made it possible for us to retain the workforce in the company without laying off them completely. And I see good signs that the support will somehow
remain in the industry until we see sustainable recovery. As far as airports,
civil aviation authorities, the Ministry of Transportation are concerned, we
have also seen good support; a lot of communication in order to identify
what can be done. When it comes to financial support, we have seen some
very quick financial support – postponing of payment requirements in the
early days of the pandemic. But discussions are still ongoing now, because
postponing the responsibilities, payments, rental fees, concession fees may
not be sufficient in some cases. We had almost three months of close to
zero traffic, which was the time when there was almost no business at all
in the aviation industry. So, we are keen to see some more substantial support from the authorities, by hopefully waiving all or part of some payments
that ground handling companies must make for the period when there was
almost no business for anybody. But now, even the postponing of the payments is quite important support for us. The eventual financial results of
this pandemic are yet to be seen. Whether we shall see a very quick recovery after September or after the production of a possible vaccine or medi-
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cation. Or whether we shall start to live with a new normal, where social
distancing and hesitation in air travel will continue. This remains to be seen,
and I understand that authorities need to see this so that they can better
judge how serious the need for financial support is.
What are the current scenarios for recovery?
The forecast in the industry is changing from the middle to the end of 2021.
So, the levels we have seen in 2019 will not come back very quickly. But we
are quite hopeful that after 2021 we will be back to normal. To business as
usual. It has to be noted, however, that cargo business has become a very
important lifeline for both airlines and ground handling companies in this
period. During the pandemic, cargo traffic has only decreased by approximately 20%, but the capacity available in the industry has gone down by
almost 40%. As a result, it was difficult to find space in the cargo aircraft,
because more than 50% of total air cargo traffic in the world is carried on
passenger aircraft. Since July, however, the situation is improving because
some airlines have started operating passenger planes to carry cargo only.
Some airlines have converted their passenger aircraft to cargo aircraft, to
take their fair share of the cargo market. So, the gap between capacity and
demand is going down and the prices are coming back to the previous levels. In many cases, however, the cargo traffic will not be sufficient for airlines to make the current situation sustainable. Sooner or later the airlines
need their passengers to come back.
Are you ready for a perfect storm scenario?
In my opinion, in such a case the industry would still survive, but there
will be a lot of players leaving the market. Many airlines would go bankrupt, many ground handling companies would quit their business in some
markets. But honestly, we do not expect the full closure of economies and
countries as before. I think now everybody is much more prepared. So our
estimation is that, even if there is a second wave, there will not be complete
closure of the economy, because not only ground handling or aviation, but
many other industries would suffer a blow which would be really difficult
for them to handle. And the governments are aware of this situation. So, we
do not expect the situation with economies closing to repeat itself.
Looking at the current aviation statistics, are there any worrying or
promising numbers?
We can see that every month there is an improvement, especially when it
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comes to the leisure or holiday destination airports we handle in Turkey.
This is especially due to the United Kingdom opening flights to Turkey and
some other countries. We expect to reach almost 70–80% of our usual traffic in August and September if everything remains as it is. The recovery will
be slower in big airports like Istanbul or where they have scheduled traffic.
As soon as the EU and Russia open flights to Turkey, we expect to see some
important traffic to come; at least 50% of what we had before.
Currently, we expect the continuation of the recovery. We do not see any
signs that require us to change our forecasts for this and next year. Yes, it
will not be a quick recovery, but we believe it will be a stable recovery, and
with all the actions we have taken so far, we do not see any reason why we
cannot survive this. So, eventually it will be over, and it will be business as
usual for the whole industry. This is what we believe.
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“We have analysed which civil
markets could be interested in,
and afford, our Unmanned Aerial
System (UAS) services. We are
talking about the oil and gas
market, mining, utility, as well
as renewable energy such as
the windfarm industry,” says Mr
Oliver Nuffer, Sales & Business
Development Manager at Airbus
DS Airborne Solutions GmbH
(ADAS).
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Tell us about your background and career at Airbus.
Currently, I am responsible for the UAS market for institutional and civil customers worldwide. Our focus is on Europe and Africa. But civil customers
from different industries also fall under my responsibility.
Not surprisingly, the background of ADAS is the defence market. We are
serving our German Air Force in Afghanistan since 2010, and in Mali since
2016. However, other institutions and governmental organisations can use
UAS, too. In 2018, we conducted a trial for Frontex. We flew over the SouthEastern Mediterranean Sea for four months. After an extended evaluation,
Frontex issued a tender for UAS services. We still hope to start operations in
2020. Such operation is a huge milestone for our company, as Frontex is the
first non-military customer. There are, however, more potential customers
in the pipeline. Also, other European institutions such as the European Maritime Safety Agency (EMSA) or the European Fisheries Control Agency (EFCA)
are using UAS services and are interested. In addition, we are in contact with
other institutions, such as the UN, OSCE, etc.
The military is our strongest leg, with the institutional market becoming the
second one. However, you stand even more comfortably on three legs, and
this is why we are also addressing the civil market. We have analysed which
civil markets could be interested in, and afford, our UAS services. We are
talking about the oil and gas market, mining, utility, as well as renewable energy such as the windfarm industry; everything wherein we have the range
and endurance of UAS on our side. It means a range of at least 50 km, and
endurance of more than 1.5–2 h. We do not compete in the markets of smaller
drones however, like those you can buy in a shop.
As for me, I joined Airbus in 2017. We are based in Bremen, Germany which
is the centre of excellence for UAS services. We – Airbus DS Airborne Solutions – are an independent legal entity within the Airbus Group. We can make
quick decisions and are often more flexible than the big Airbus organisation.
Nevertheless, it is of course always beneficial to be supported by our great
colleagues and have the brand of Airbus behind us.
Prior to this, I worked in the oil and gas industry for more than 13 years. First
in Germany, then 3 three years each in Libya and Nigeria, before coming back
to Germany. I have a military background. I served in the German army for 13
years as an officer. Within that period I also went on a military observer mission for the United Nations in Georgia for half a year. Maybe this is one of the
reasons why I am now responsible for the institutions linked to the UN and
also for civil customers such as in the oil and gas industry. The network is still
good, positions and heads are changing, but I know how these people think.

Military
experience for
civil needs

110

RAF 2020

Describe Airbus drone products.
Starting from the big things downwards – for more than a decade, we have
been using the Israeli drones Heron 1 from our long-term partner Israel Aerospace Industries. This is a very reliable, MALE (Medium Altitude Long Endurance) class product, which I would call a work horse. Heron 1 is going to
be replaced by the stronger Heron TP. The first deployment of Heron TP has
just started. It is a bridging solution, however, and the end product should be
the European MALE RPAS, named Eurodrone.
In the mini and small UAS class we have our sister company Survey Copter; nearly the same size as ADAS and also a 100% subsidiary of Airbus. They
have three reliable fixed wing UAS within the spectrum of endurance 1.5 h, a
range of 25 km and payload of 1.5 kg, with endurance up to 8 h, a range of 100
km and payload of 5 kg. As you can see we are strong in big and small UAS
classes but have a currently gap in between. Therefore, our Airbus colleagues
in Spain are taking care of this issue. They are working on a new generation
of drone under the programme name SiRTAP (Sistema RPAS Táctico de Atlas
Prestaciones). The goal of the SiRTAP programme is to have a new drone system that can enter into service in 2023.
“Military” for civil and institutional customers usually means expensive.
Therefore, we want to make use of other platforms in a weight class of approximately 400–1,000 kg as fixed-wing drones. Currently, we are in discussions with some reputable platform providers. There is progress in the pleasant conversations thus far, so let’s see...
In the VTOL (Vertical Take Off and Landing) segment, Airbus is developing
the VSR700 helicopter drone, which should be in operation after 2020, most
likely the first in the French navy; and further, it could be a sales option for
other navies or coastguards as well.
In summary, for tactical and VTOL classes we are looking for platform providers who can help us and would like to collaborate. On the one hand, they
have a platform but no personnel to offer UAS services. On the other hand, we
have the service personnel but not (yet) a platform. This cooperation could be
a triple win; for the platform provider, for us as a service provider and mainly
of course for the customer, receiving world-class UAS services with reliable
products.
How does Airbus see the Baltic market?
Here I can only talk about ADAS, of course. I have visited Latvia and your two
neighbouring countries quite regularly. Using a bigger (even a MALE) UAS
definitely makes sense if you don’t do it within a single country. You get your

111

RAF 2020

neighbours into the boat, and you can fly from Vilnius to Tallinn and back. The
drone has the range and endurance, especially with satellite communications.
The other benefit is the cost, which you can share with other countries. In
aviation, airBaltic is a very good example. They are serving Estonia and Lithuania, too. Hence everything is possible. Nevertheless, the (political) will and
desire need to be present in all three countries. In the army, you have the
Baltic Battalion where the 3 countries work together. So, why not do the same
with UAS for both military and civil applications? The sky is the limit!

How do you see Baltic companies that work in this area – as potential competitors or partners?
We know UAV Factory quite well as our colleagues from Survey Copter collaborate with them. So the experts from UAV Factory are already a partner of
Airbus. Furthermore, I visited Threod Systems, which is a smaller company in
Estonia. This visit was also very impressive. They are more focused on military equipment and have excellent products. Threod could be a partner for
us. In Lithuania, there are 1 or 2 advanced startups with extensive knowledge
and good development so far. Also, it could be the case that we form a partnership. I see good potential in all 3 countries.
How is your business area impacted by Covid-19?
The entire aviation industry is of course currently suffering from the consequences of Covid. For us, as ADAS, the impact was very low because our biggest customer is the German Air Force. We have a long-term contract with
them, and we operate for them, whether there is Covid-19 or not. On top of
this, we have been awarded a bigger contract for UAS services during Covid-19.
I think we have excellent leadership within Airbus. Every employee has received e-mails directly from the CEO as well as HR about the current situation, safety regulations etc. The communication was open, and very honest.
With such open and honest communication, you can also motivate people
and make them feel safe. We have to go through this crisis but we will get back
to where we were before Covid-19. I am totally convinced.
Has anything changed in how you work due to Covid-19?
Covid-19 has changed the way we work and has had a positive influence on
new ways of working e.g. using video communication, remote virtual meetings, working from home, less non-productive time. The necessity of any
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travel within every entity inside Airbus is considered now, as you can have
video calls. When it is necessary to meet the customer however, and talk to
them face to face, then, of course, you can and should go. Furthermore, I believe that the attitude of each individual and society has changed during the
crisis. The ‘we’ feeling and team spirit is strengthened, not only in economic
aspects, but even more in environmental aspects. All of this may indeed be a
cause for people and the planet to celebrate.
Do you expect any other changes besides communication forms? Will there
be any supply chain changes for industry producers?
I personally estimate that cargo traffic will increase in the future. The downside is that you can convert passenger aircraft to cargo aircraft, so you really
do not need new freight aircraft. It might be a good business for our cargo
loading system division, where we perform cargo loading inside convertible
planes, from passenger carrier to freight aircraft. Let’s see if my prediction
becomes reality.
How do you evaluate the governmental support for the industry both at the
EU and member state level?
In Germany, we have the beauty of having a system in place which is called
short-time working. It means that a company can apply short-time working
for its employees where it pays only part of the salary, and the rest (up to 87%
in total in the case if you have kids) is paid by the government. It is, however,
only possible for up to 24 months. This has been done in some Airbus locations in Germany.
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“The fittest of the fittest will
survive. The industry will
recover and there will be
some really creative solutions
that we see come out of this.
Every event such as this is an
opportunity. In adversity, there
is opportunity,” says John Grant,
Partner at MIDAS Aviation.
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Could you forecast what would happen when you first heard about Covid-19?
No, absolutely not. I remember sitting here and thinking: Oh, this could be
something like Ebola or SARS. But the exponential spread, the speed with
which it has moved, the way it has touched every part of the world, is sadly
so unique and so devastating that no one could have anticipated what would
happen.
When did you realise that it was worse than anybody could imagine?
Around the 20th of January when it became clear that China was taking some
dramatic steps to lock down travel, as Wuhan was the first step. After that,
the spread across China, restrictions on travel were placed by the Chinese
authorities. And then the way it spread so quickly. Hindsight is wonderful but
we probably never appreciated until now how interconnected and how much
of a global community we were. Until something like this happened.
For aviation experts and consultants, is it a gain or a loss?
I have never been so busy, but I would rather be busy doing proactive things
rather than trying to do recovery projects. My colleagues and I have been very
busy throughout the lockdown, trying to make sense of what is happening.
But this is just one individual. If you look at the bigger picture, there has never
been anything more devastating for the airline, travel, tourism, and hospitality
industries, and all of their suppliers.
If someone asks what is going on in the industry, where do you start?
By saying that the aviation industry will not be the same as we have enjoyed
over the last 10 years. This is probably going to set the industry back four or
five years in its growth. But I have said for some time that the industry appeared to be growing too quickly, it was too easy for airlines to be launched,
for new carriers to enter the market. Too much capacity was being created
that was leading to oversupply to various markets all over the world.
How did governments react to the crisis?
In the UK we have probably seen the most incompetent management of this
issue from an aviation perspective. What we have seen through this whole
process is a complete lack of leadership from governments, central bodies,
and trade associations.
What about airlines, airports, etc.?
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It is very hard to say that this has been a good experience. Some parts of the
world have dealt with the event much more effectively than others. And it is
through the combination of airlines and the governments working together
in partnership and being very clear about what they are doing. For example, there are four reported cases today (27 July) in Vietnam, all of which are
domestic-related. But Vietnam closed its borders very quickly and put very
strict measures around Covid-19 in place and they now have the capacity back
to the same levels as they had in January, and have been very successful in
managing the event and hopefully coming out from the other side. Taiwan
has been very successful in handling both infection rates and quarantine and
has recovered quite well. And to be honest the Baltic states have managed the
event relatively well compared to other countries in the EU.
What do you think about the different state support that flagship airlines
are receiving, as smaller companies are saying: what about us?
Absolutely. There has been a complete lack of leadership from the EU around
establishing criteria for the types and levels of support that could be provided
for airlines. What we have now created are some airlines who still have quite
good cash reserves, government support, state aid and subsidies, who will
re-enter the market and offer cheaper fares compared to other airlines who
did not receive state aid. And it is unfair competition. The regulator failed to
regulate the market.
What do you expect the recovery to look like?
The recovery has started, and we have seen more capacity and demand in
Western Europe. But we will probably only reach 50–55% of the capacity of
what we had last year when we get to December 2020. And demand will probably be even weaker than that. Much of the focus has been around airlines
surviving the summer and much of the subsidies, state aid has been designed
to get through to the end of October. Since January, airlines have sold very
few tickets compared to what they normally sell. So the cash reserves have
been completely destroyed. At this time of the year, they normally fill their
cash reserves to survive the winter period. Now no cash has been generated.
So many airlines will begin to run out of cash in mid-December. And many
airlines will struggle through the end of March.
How will the lesson of Covid-19 that it is not necessary to go somewhere to
have a meeting and it can be arranged on an internet platform, impact the
industry?

116

RAF 2020

If you look at all the individual segments of travel, the one that will be slowest
to return and is the most damaging is the business market. Because there is
a risk element that a company has. It has a duty to take care of its employees
to ensure that they can travel safely and with minimal risk. And when we cannot see Covid-19 and have sudden decisions on quarantines and lockdowns
overnight, it is impossible for a company to provide that level of care that it
is duty bound to supply. So the frustration is that those companies quite frequently travel in business class on long-haul flights. And they pay more than
a normal average passenger, as well as they travel more frequently. The fact
that they are likely to be the last segment to return is particularly worrying.
And the first segments are people who are visiting family, friends, and relatives, followed by holidaymakers, students. This corporate group will be last,
and within that corporate segment, individual travellers, people like me with
my own business will travel earlier than those who work for big multinational
companies who will have more risk and will not be able to take such risk.
What will the impact of Covid-19 be on air freight business?
Cargo has been very strong because of the need to immediately move personal protective equipment (PPE) supplies around the world. At the peak, some
cargo companies were getting six times the average rate for a kg of cargo.
Ultimately in normal times, what we have been moving has been very bulky
cargo consignments; they are not very dense, not very heavy, but they take
up a lot of space. Therefore, they are best suited to be moved by ship. Until
we are able to unlock the container shipping industry again that is just as
badly locked down because ship crews cannot move around the world, they
are stranded on boats, they cannot dock in various cities, until then the air
cargo market will remain very strong. Revenues that scheduled airlines get
from cargo last for 3–4 months and are not enough to keep a regular schedule
airline in business.
Do you see some changes in the supply chain so that China loses at least
some part of its manufacturing, as businesses might be scared of production interruptions and interested in diversifying their suppliers?
Ultimately the world is an economy that trades on being efficient and producing goods where they can be made most efficiently. Unless we can produce
them just as efficiently in places like Western Europe, then over a period of
time they will go back to those goods being produced in the cheapest, most
cost-effective part of the world. If it happens to be China it will revert back
to China. At the moment, we as an industry and as a global society, are in the
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middle of the pandemic and want to protect our own situations, but in the
long term, we will allow economic behaviour to recover, and things will be
done as normal.
What is the impact of Covid-19 on manufacturers like Boeing and Airbus?
Exactly the same as the rest of the industry. Around 50% of the world’s commercial fleet is grounded. The long-haul market is more badly damaged than
the short-haul market. Less than 10% of long-haul flights that were operating
in January are operating today. And in the short-haul market because of China
and US domestic flights, it is near to 60%. It is going to have a huge impact on
them. We will see an announcement regarding redundancies, we should expect that the replacement for the Boeing 757 that has been discussed for many
years will probably never come to market. It is too late, it has missed its opportunity. Clearly, the A-380 is on borrowed time. I am sure that airlines would
say that if they knew what they know now, they would never have staked the
whole business on the A-380.
Taking the low prices of fuel and all other aspects into consideration, who
is winning – airBaltic that is only going to use the A-320, or those who have
older, cheaper planes?
Those airlines that have the newest next-generation aircraft type and primarily operate point to point markets without complex networks are those who
are going to be in the best place to recover and move forward. I think that
South West Airlines of the US with a very simple model, primarily domestic traffic, one aircraft type, very well managed as regards its cost base, will
come out quite well and have done so far. In the case of airBaltic they are well
placed, and clearly managed the process quite well, much better than many
others. They have the benefit in the last two years of having expanded their
network to be more like a Baltic airline, not just a Riga airline.
What are the things your clients are asking you and what can you advise
them in the current unclear situation?
They are all asking when it will be finished. I cannot answer that. I can give
a very clear idea of how this will finish and what it will mean to their market
and customers. Many customers are asking how we get ready for recovery,
who we should be talking to, what ways we can be healthy. Our customers and
their clients, everyone, realises the airline industry has been extremely badly
damaged. And airports, tourism boards, governments, and leasing companies
want to help the airlines and understand what they can do to help. Knowledge
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of this is how I put steps in place for recovery to make sure that I am better
placed than my competitors when it happens.
Many issues such as climate change have moved to the background. What
will Brexit mean for the industry?
I will go to sleep before midnight on the 31st of December and will wake up on
the 1st of January, and it will be the same as it was before.
Why?
Because every airline had begun its preparations for Brexit. If you look at Ryanair, Easy Jet, WizzAir, they all had European state ownership and they also
had UK ownership. I would not have said before Covid-19 that I would expect
demand to significantly change between the UK and other European countries purely because of Brexit. The demand would have still existed.
Is there anything important you would like to add?
One really important thing is to understand that this is a business example of
human nature. The fittest of the fittest will survive. The industry will recover
and there will be some really creative solutions that we see come out of this.
Every event such as this is an opportunity. In adversity, there is opportunity.
An opportunity for new processes at airports, a new opportunity for some
airlines who are very efficient to expand quickly after the event. For investors
to enter the market with new ideas and concepts. It is very easy to become
quite depressed by where we are. But as an industry, we may have needed to
do this and after we have done it we will see that those airlines who have got
good management teams and developed strategies will be well placed with
their solutions. And this is the same with suppliers and tourism boards, as well
as other stakeholders.
Can we expect some improvements in air traffic controller work?
We absolutely should do, because there is less traffic to manage. As we have
seen Easy Jet and Ryanair return, their punctuality has been pretty good, better than normal. But if you are only flying 50% of your aircraft it is not sustainable in the long term.
What about ground handling and other employees in airports; can we still
expect disruptions because of strikes?
These are challenging times for everyone involved. Terms and conditions of
employment may have to change. But the hope of everyone would be that they
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are only changing for the short term so that airlines, ground handling agents
can get some breathing space to understand how they can come out of this.
To sum it up, this has been a really interesting but very expensive learning experience; but as an industry, we have got to be cautiously optimistic regarding
the future, otherwise there will be no future.
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“We cannot lose our crucial
services such as aviation supplies,
ground handling, catering,
refuelling, etc. because it would
be very difficult to restore them.
It would require large investment
for the recovery of infrastructure,
training of new employees, etc.
We need to maintain not only
the core of the business, like
airBaltic, “Riga” airport and the
national Air Navigation Service
Provider, but the aviation supply
chain in common needs to be
secured against disaster as well,”
says Arturs Kokars, CEO of the
Latvian Aviation Association.

EGONS
MUDULIS

We cannot
afford to
lose our
service
providers
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How will the Riga Aviation Forum 2020, which has become an annual event,
be different this year?
There is a huge difference compared to previous years. First, the forum is taking place for the third year in a row, and we will have a scientific pre-forum
research conference for aviation scholars for the first time. It is notable that
from the beginning we have set a high requirement for academic papers. As a
result, we have only six presentations accepted from Latvian academia. Second, the biggest difference is that due to Covid-19, the conference will only be
available online. It will be a two-day TV show with a different approach, content and technical performance. Nevertheless, we are not reducing the quality
or diminishing the subjects that will be discussed in the forum, and one more
thing remains the same, - the event will be free of charge.
If you are wondering why we need an academic conference, the answer is obvious; we are shifting from an information-based society towards a knowledge
driven culture. For this reason, the role of academia in the business environment will increase significantly. The challenges facing the industry are very
complex. As a result, countries with more internationally accepted scientific
publications and registered patents will be more competitive within the global
village we are living. I hope that the RAF will be a good platform for scientific
and business cooperation.
Are there any changes among the organisers of the event?
We have a very good partnership with Dienas Bizness (The Daily Business) who
are professionals in the area of conference management, and we plan to continue our cooperation with them in the future. Special thanks to our supporters and sponsors, as even during the crisis, the companies are keen to support
the event.
How has the LAA developed?
One of the symbols of a strong, democratic state is robust non-governmental
organisations (NGO) that have important tasks like networking, information
exchange, transparent political and economic lobbying and opinion leadership.
Productive cooperation with state policymakers is the outcome of industry
cooperation under the umbrella of an NGO.
In which areas of the industry have LAA members achieved the deepest cooperation?
We are focusing on a few things. Internal networking is one where we have
seen real advantages, when information about our products, services and de-
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velopment plans are shared. Secondly, we focus on lobbying, and one of the
successes is the improved cooperation with the State Revenue Service and
Customs. We are working on many strategic issues as well. During the first
RAF in 2018, we signed an memorandum of understanding with the Ministry
of Transport regarding the development of the industry strategy and related
guidelines. Today we have developed targeted recommendations inclusive for
all aviation value chain and have productive negotiations with the Ministry
about strategic priorities. It is notable, that even today the private sector is
not sufficiently involved in this process. This approach is not sustainable from
the industry viewpoint and need to be transformed towards more close partnership. To achieve this goal, we are on short final to sign an updated memorandum with the Ministry. It should be the basis for improved future cooperation in between policy makers and industry. According to the draft of the
document, we plan to join efforts to develop rail to air connectivity, continue
the improvement of aviation safety, sustainable development of the national
airline airBaltic, development of air traffic services, environmental challenges
in aviation. Last but not least, is securing national aviation heritage, which
needs to result in the project for a new, modern aviation museum.
Are there any big differences between how the Ministry and business see
the future of the industry?
Some strategies need to be adjusted. For example, the government has taken
good care of state owned companies during the Covid-19 crisis, providing the
necessary support and investments. At the same time, the private sector no
longer receives support. Only during the peak of the pandemic, was state support for idle employment available, and it reached its initial goal. According
to the research of the LAA, even today the revenues of more than half of the
aviation sector are below operational expenses. Unfortunately, this situation
will continue for the next year at least. The industry is in a deep crisis and the
situation is only getting worse, because companies are running out of cash
very fast. We need the government to support the industry. We understand
that there are no solutions that work for all, and support must be granted
from case to case. We see that the tourism industry has received special treatment, as well as regulations for support. We must acknowledge, however, that
without state support, the aviation ecosystem will be badly impacted.
How could the government help the industry exactly?
At the end of August, the LAA sent an open letter to the Latvian government,
where we described the current situation of the industry. To support aviation
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three steps have to be taken. First, we have to coordinate flying restrictions
with other Baltic countries. The methodology which was developed during
the early phase of the pandemic was good for that period. Now, however, our
neighbouring countries are adapting to the situation and are more flexible
in allowing flights to different destinations compared to Latvia. As a result,
airBaltic has more destinations from Estonia and Lithuania than from Riga.
This means that Latvian state aid for the companies works for other countries
more. Secondly, we require travellers not to need stay in quarantine for 14
days if the Covid-19 tests are negative. If quarantine is required, even in the
case of a negative test result, it is a huge burden for travellers and negatively
impacts ticket sales. Moreover, these rules are widely violated and ineffective.
Thirdly, we demand our government has an open and public discussion about
special state support programmes for the private aviation sector – supply,
service companies etc.
I would like to relay on Airport Council International (ACI) recent quote, “Governments are … urged to support the financial viability of the industry through
direct financial support that benefits the entire aviation ecosystem—airports,
airlines and their commercial partners—to protect essential operations and
jobs”.
What are the central points you are going to stress during the forum?
We will not focus on the past situation. Rather we will focus on how the industry will develop in the future, and how it will operate in 2021, which will be a
very hard period as the industry is running out of cash and the following years
are hard to predict regarding the development of the pandemic. We need to
discuss our actions in the changing environment. We need to develop a strategy that can be adjusted daily in accordance with the external inputs and advanced strategies of our neighbouring countries.
Can we know anything for sure about how things will look?
The next year will be very dramatic. It depends on how hard we are hit by the
second wave of the pandemic. Only a vaccine can return the industry to the
development track. Sooner or later the crisis will be over, and as there is a
strong demand for flying, the industry will recover. We just need to survive a
year or two. The good thing is that the outcome of the crisis is the optimisation
of the industry. For now optimisation and efficiency are on the daily agenda of
every aviation industry manager. Only those companies that have good management, low costs and efficient operation, will remain in the market.
Do you have any suggestions for the European Union in general?
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We do not see robust coordination and leadership from the European organisations. There is a lack of crisis management at the European level. Each country is left on its own. This complicates the situation for aviation as it is a cross
border business. We must continuously monitor what is happening in the
neighbouring countries, what the restrictions are, etc. We hope that the European community will be consolidated and guided in order to reduce the consequences of the economic and social collapse associated with the pandemic.
How do you evaluate cooperation among the LAA members?
I wish for our members to be strong and patient in order to survive in these
turbulent times. When the business returns, their services will be needed.
Therefore, we have to make sure the companies survive the crisis. We cannot lose our crucial services such as aviation supplies, catering, refuelling, etc.
because it would be very difficult to restore them. This may generate losses
for the entire aviation ecosystem. In the worst case scenario, it would require
lot of auxiliary investments in the training of employees, infrastructure adjustments, insolvency litigation, etc. We need to maintain the core of the business,
but not forget about the others. For now, we have all the necessary support for
the state-owned companies, but we must not forget about the private sector,
which is an important part of the aviation ecosystem.
It must be noted that so-called foreign capital companies are in a special situation. For example, international airline offices, other companies that are working in Riga. They are left out of any kind of support. If they leave Riga Airport
however, it will be very hard to get them back after the crisis. We should not
lose those international investors that bring added value to our industry.
Finally, I wish the best to our speakers, viewers, and listeners. I hope the forum
will continue to be an opinion leader in the region. We are starting to think
about next year’s event that is planned to take place in May. We will grow and
expand the scope of subjects.
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RIGA AVIATION FORUM 2020, 9. SEPTEMBER
08:30 – 09:00 Registration
09:00 – 09:20

KEYNOTE: Sustainable development in aviation - new challenges
Martin Gauss, CEO at airBaltic

Modelling a quantative assessment method of pilots' performance
09:20 – 09:40 in evidence-based training
Z. Zabirov, A. Zabirov, V.Shestakov, Riga Technical University, MTAF
Design optimization of low speed airfoil for the UAV applications
Ali Arshad, Lucas Brandão Rodrigues, Iñigo Martínez López, Ilmārs
09:40 – 10:00
Blumbergs, Institute of Aeronautics, Faculty of Mechanical Engineering, Transport and Aeronautics
10:00 – 10:20

Role of higher education in aviation
Ilmars Blumbergs, RTU Institute of Aeronautics

10:20 – 10:50 Break
Tutorial class #1: Achieving a sustainable aviation industry: Will
technology save the day?
10:50 – 11:20
Dr. Darren Ellis, Centre for Air Transport Management, Cranfield University, United Kingdom
KEYNOTE: The balance between the Routine and Safety Innovations - Short and simple stories, how small steps and powerful
ideas may increase operational safety and can bring more savings
11:20 – 11:40
for the company
Zigmars Vestfals, Global Infrastructure, Strategic Fleet Manager at
LSG Group
Simulation as a decision supporting tool for airport planning
11:40 – 12:00 Mihails Savrasovs, Irina Yatskiv, Yurijs Tolujevs, Ilya Jackon, Transport and Telecommunication Institute
Modelling data streams of object positioning in airport ground
transportation systems
12:00 – 12:20
Farid Saifutdinov, Ilya Jackson, Jurijs Tolujevs, Transport and Telecommunication Institute
Automated sensory monitoring system prototype for continuous
12:20 – 12:40 monitoring of material and structure state
M. Hauka, V.Pavelko, Technical University, Institute of Aeronautics
12:40 – 12:45 Closing remarks
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RIGA AVIATION FORUM 2020, 10. SEPTEMBER
KEYNOTE
09:00 – 09:10 Talis Linkaits, Minister at the Ministry of Transport of Republic of
Latvia
09:10 – 09:20

Conference address
Martin Gauss, CEO at airBaltic

09:20 – 09:30

Conference address
Serkan Kaptan, Deputy CEO at TAV Airports Holding

Economical and business consequences of Covid-19 on aviation in
09:30 – 09:40 Latvia
Arturs Kokars, CEO at Latvia Aviation Association
(ad break)

INFRASTRUCTURE DEVELOPMENT WORKSHOP
09:45 – 10:00
10:00 – 10:15

Global airport development and operations in a new condition
Serkan Kaptan, Deputy CEO at TAV Airports Holding
Riga Airport investments and development in a new condition
Arturs Saveljevs, Member of the board at Riga International Airport

Challenges of European and Latvian ATM service providers after
10:15 – 10:30 the Covid-19 crisis
Davids Taurins, CEO at SJSC Latvijas Gaisa Satiksme
PANEL Q&A
Experts:
• Hakan Uzunosmanoglu, Country Director at SIA TAV Latvia
10:30 – 11:25 • Kaspars Briskens, Head of Strategy & Development at Rail Baltica
• Laila Odina, Chairwoman of Executive Board at Riga International
Airport
• Davids Taurins, CEO at SJSC Latvijas Gaisa Satiksme
(ad break)

CONNECTIVITY OF AVIATION – NEW NORMAL
11:30 – 11:45

What lies ahead for the Airline Industry
Raimonds Gruntins, Director of Regional Affairs Europe at IATA

11:45 – 12:00

Return to new-normal operations
Pauls Calitis, Member of the board at airBaltic

12:00 – 12:15

Who and how airlines will survive in Europe?
John Grant, Partner at Midas Aviation
PANEL Q&A

Experts:
• Martin Gauss, CEO at airBaltic
12:15 – 12:55 • Raimonds Gruntins, Director of Regional Affairs Europe at IATA
• Kaspars Rozkalns, Director General at Investment and Development Agency of Latvia (LIAA)
• Maris Gorodcovs, Director at Civil aviation agency
(ad break)
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RIGA AVIATION FORUM 2020, 10. SEPTEMBER
AVIATION CARGO & LOGISTICS WORKSHOP
13:00 – 13:15

Role of Cargo airlines on crisis logistics
Vitaly Andreev, CEO at Atran Airlines

13:15 – 13:30

Aviation cargo development – global trends after the crisis
Mete Erna, General Manager at Havas Ground Handling Co

New regulations and Brexit impact on cargo procedures in Europe
13:30 – 13:45 Irena Knoka, Head of the Customs Methodology Division at the State
Revenue Service of Latvia
PANEL Q&A
Experts:
• Vitaly Andreev, CEO at Atran Airlines
13:45 – 14:25 • Irena Knoka, Head of Customs Clearance Methodology Division of
National Customs Board at the State Revenue Service
• Mete Erna, General Manager at Havas Ground Handling Co
•Snezhina Kazakova, Managing Director at DHL Latvia
(ad break)

UAS COMMERCIAL APPLICATION WORKSHOP
New trends for common use of airspace for UAS & aftermath of
14:30 – 14:45 UAV Factory drone escape
Ilmars Ozols, Inspector at Latvia CAA
Commercial applications of UAS and related safety issues
14:45 – 15:00 Oliver Nuffer, Business Development division at Airbus DS Airborne
Solutions
The use of drones and aspects that limit rapid development of
15:00 – 15:15 UAS technologies
Janis Kuze, CEO at SPH Engineering
PANEL Q&A
Experts:
15:15 – 16:25 • Oliver Nuffer, Business Development division at Airbus DS Airborne Solutions
• Ilmars Ozols, Inspector at Latvia CAA
• Janis Kuze, CEO at SPH Engineering
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Martin Gauss is a professional with
more than 27 years of experience in
the aviation industry. Martin Gauss
joined airBaltic in November 2011. Under his leadership airBaltic has been
successfully restructured and reached
sustainable profitability.

MARTIN GAUSS
CEO at airBaltic

SERKAN KAPTAN
Deputy CEO, TAV Airpor ts Holding
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Since Serkan Kaptan was appointed
as the Business Development Director of TAV Airports Holding in 2003,
he has been leading the strategy,
business development, airline marketing, research & development and
investment activities. He has been
appointed as Deputy CEO to TAV Airports Holding in 2013. Kaptan is also
the Chairman of the Board of Directors of Havas Europe (formerly known
as North Hub Services), Executive
Committee Member of TAV Georgia
TAV Latvia, TAV Macedonia and Saudi
TIBAH Consortium.

ARTURS SAVELJEVS
Member of the board at
Riga International Airport

ARTURS KOKARS
Advisor of the board –
Riga International Airport
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Arturs began his aviation career in
2003 when he joined RIGA International Airport Operations. In 2005,
he was appointed the Non-Aviation
Marketing Manager and later the Director of the Marketing department.
He assumed the role of Director of
Commercial department in 2007 being responsible for the airport’s nonaviation commercial activities and in
September 2017 he joined the Management Board of RIGA airport.

I am experienced Airport senior manager with a demonstrated track record
of working in the airport/aviation industry. Skilled in Airport Master planning, Crisis Management, Negotiation
and Operations Management. Strong
entrepreneurship professional with
a Master of Laws (LL.M.) and Master
of Business (MBA) focused in International Business, Trade, and Tax Law.
At present, I’m working for SJSC “International airport “Riga”” as advisor
of the board and honored to be CEO
of Latvian Aviation Association.

DAVIDS TAURINS
CEO at SJSC Latvijas Gaisa Satiksme

Mr.Taurins has been a Chairman of
the Board of the LGS since 24.03.2010,
will hold office until 23.03.2021. Responsible for the work of the Quality
Assurance Department.
He is also a Board member of the
North European Functional Airspace
Block (NEFAB) CEO Board of air navigation service providers and a Board
member of Borealis, an alliance of
nine European providers of air traffic
services.

K.Briskens has developed his professional career as a diplomat in the Latvian Foreign Service, later specializing
in the field of transport and logistics,
holding leading positions in the Ministry of Transport of the Republic of
Latvia and important companies and
projects in the industry (Rail Baltica
and Air Baltic).

KASPARS BRISKENS ,
Head of Strategy & Development at
Rail Baltica
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Laila Odina has been a member of the
supervisory board of SJSC Riga International Airport and Member of the
Board of SIA “AOC” she has also been
the chief operations officer of UTAir
Aviation, executive director of Azerbaijan Airlines JSC and chief operations officer of JSC Air Baltic Corporation.

LAILA ODINA,
Chairwoman of Executive Board at
Riga International Airport

RAIMONDS GRUNTINS
Director of Regional Affairs Europe
at IATA
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Raimonds Gruntins is IATA’s Director of Regional Affairs Europe, based
in Madrid, with over 20 years of experience in commercial aviation. He
is responsible for designing and managing IATA’s advocacy, lobbying and
communications strategies across
geographical areas in IATA Europe Region. He has extensive experience in
airline management within sales and
marketing, ground operations, cargo,
global distribution systems and electronic data interchange.

PAULS CALITIS ,
Member of the board at airBaltic

JOHN GRANT
Partner of MIDAS
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Pauls Calitis is an aviation professional
with significant management experience within airline operations. As
COO, he is responsible for flight operations, technical and logistics departments, ground operations, customer
support, security, safety and quality.
Pauls Cālītis has graduated from the
Global Aviation Master of Business
Administration (GAMBA) program at
the Montreal-based Concordia University. Pauls joined airBaltic as a pilot
and in 1999 became Senior Vice President Flight Operations. He has been
the member of the board of airBaltic
Training. Pauls continues to be qualified and fly as Airbus A220-300 Captain and Instructor/Examiner.

Aviation With many years senior management experience in scheduled
airlines, aviation consulting and data
John is a Partner of MIDAS Aviation a
UK based aviation consultancy. With
consultancy experience across many
global markets and having worked
with key stakeholders in developing
new airline services in both legacy and
low-cost segments his experience is
widely sought after by clients around
the globe.

Mr. Rozkalns has been working for the
LIAA for the last five years, initially as
the Head of the LIAA Representative
Office in Shanghai, China, and since
2018 as the Head of the LIAA Representative Office in Germany. Prior to
that, he worked for a long time in the
private sector in the service industry.

KASPARS ROZKALNS
Director General at Investment and
Development Agency of Latvia (LIAA)

Maris Gorodcovs is a professional
working for the Civil aviation agency
since 1994 and became a director of
Civil aviation agency in 2006.

MARIS GORODCOVS,
Director at Civil aviation agency
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V I TA LY A N D R E E V
CEO at Atran Airlines

METE ERNA
Acting General Manager, Havaş
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Vitaly Andreev is a logistics industry expert with a focus on aviation
and complex logistics solutions for
e-commerce niche with more than
6 years of team management in the
big international group of companies.
From Dec 2016 he joined ATRAN team
after General Director invitation and
was fully responsible for a commercial
part in the Commercial Director role
and from Oct 2019 – General director
ATRAN after almost 3 years of General Director successor program within
Volga-Dnepr Group.

Mete Erna began his professional life
in aviation industry in 1995 at Havaş.
Undertaking several positions at various airline and ground handling services companies in Turkey, and abroad
throughout his career, Erna rejoined
Havaş family in 2014 and continued
working on sales, marketing and business development operations and has
been assigned as the Acting General
Manager of Havaş as from July 1st,
2020.

IRENA KNOKA

With 28 years of professional experience in the Latvian customs, Irēna is a
highly skilled customs specialist. Her
work has always been focused on developing methodology for application
of customs procedures and participation in drafting national and European
Union legislation. Irēna regularly represents the Latvian customs in working groups of the European Commission.

Head of Customs Clearance
Methodology Division of National
Customs Board of the State
Revenue Service

SNEZHINA KAZAKOVA
Managing Director at DHL Latvia
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Snezhina Kazakova has started her
career in DHL Bulgaria back in 1994
as a Sales Executive and then moved
through several managerial roles, before she has come to Latvia 5 years ago
as the DHL Express Managing Director. In her career inside and outside
DHL, she has always been the driver
of the company revenue and EBIT’s
double-digit growth every year. Even
in the tough years of economic and financial crises, as well as hard COVID
times, she has lead the company in
a way, which has inevitably ensured
growth.

Ilmars Ozols has more than 7 years
of experience in working with unmanned aircraft systems as an engineer, remote pilot, and instructor. On
a daily basis, Ilmars is involved in the
regulatory process of Latvian and EUwide regulations on the rules and procedures for operations of unmanned
aircraft.

ILMARS OZOLS
Senior inspector of Unmanned
Aircraft Flight Safety Section at the
State Agency “Civil Aviation Agency”
(NAA of Latvia)

Oliver Nuffer is employed by AIRBUS
DS AIRBORNE SOLUTIONS (ADAS),
belonging to AIRBUS DS and a 100%
subsidiary of the AIRBUS GROUP.
ADAS business areas are mainly the
provision of Unmanned Aerial Systems (UAS) Services for military, institutional and civil customers and also
the manufacturing of Cargo Loading
Systems (CLS) for A 400M and commercial aircrafts.
OLIVER NUFFER
Sales & Business Development
Manager, Airbus DS Airborne
Solutions GmbH
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Janis Kuze is a drone enthusiast who
has taken his interest to a professional level, now in his 7th year with SPH
Engineering in an executive position.
He also represents UAVs in Latvia as
a member of the Latvian Association
of Remotely Piloted Aircraft Systems.
Specialties include new product development in emerging industries and
unmanned systems integration.
JANIS KUZE
Sales Director at SPH Engineering

Darren Ellis is a Lecturer in Air Transport Management at Cranfield University. He received a PhD in strategic
airline management from the University of New England (UNE) Business
School, Armidale, NSW, Australia in
2017. His thesis investigated the likely
future trajectory of the global airline
industry.
DARREN ELLIS
Centre for Air Transport
Management at Cranf ield University,
United Kingdom
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HAKAN UZUNOSMANOGLU
Countr y Director at SIA TAV Latvia

Hakan Uzunosmanoglu is a Country
Director/Procura Holder of SIA TAV
Latvia since 2015. Hakan joined TAV
Airports Holding in 2005 in Business
Development & Strategy Department.
He has worked for several tender projects in the EU, ME, Africa, Asia. He has
supported the Global Airport Marketing Team and Training Academy of
TAV Airports Holding and worked as
Deputy Country Director of two airports in Tunisia. Hakan also holds a
BA in Industrial Engineering, Executive MBA degree, and dozens ACI and
several universities certificates.

14 years experience of ground support
equipment procurement and fleet
management, combined with a global
view on safety and maintenance best
practises

ZIGMARS VESTFALS
Global Inf rastructure,
Strategic Fleet Manager
at LSG Group

140

RAF 2020

JANIS KAUDZE
Chairman of the Board at
“AG Handling”

141

RAF 2020

Janis Kaudze is a proffesional with an
expierience in the aviation industry
and has been working in the Riga International Airport since 1998. He is
the founder of the company “Spedair”
which later has been joined to Green
Carrier International. In 2005 they
built a airport cargo terminal in the
Riga International Airport. In 2007 he
founded “AG Handling” that has been
providing aviation cargo handling services in the territory of Riga International Airport since 2007, when the
company established its warehouse in
the newly built airport cargo terminal.
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