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PRE FACE

What is taking place in the oil—wealthy Arab states is both an

economic miracle and a p lanner ’s nightmare. Hospitals , universities ,
factories , warehouses , army barracks , highways, ho tels , luxury
villas , and airports are all being built in a frenzied disorder.

These edifices would not have materialized had it not been for

the Western “presence” in almost every aspect of their planning.
Evolving coalitions and business partnerships appear in diverse

fields , from the military to the civilian , and pr~domina te wherever

technical expertise is in demand.

This paper , par t of a larger study of economic developmen t of

the Middle Eas t , isolates one field —— civil aviation —— and

determines the extent to which Arab states rely on Western technological

know—how as embodied in products and personnel. Parallel studies of

other developing sectors of Arab states would complement this study

and be tter elucida te economic and technological absorp tive capaci ties ,

organizational and political strengths and weaknesses , and difficulties

encountered in eff orts toward regional integration.
This present study , however, has taken a developing sector that

has received much attention in recent years. The Arab airlines are

particularly fruitful as objects of study ,  for they are well—monitored ,

visible symbols of na tional economic strength , and they are of ten

at the forefront of a nation ’s economic growth , revealing problems

which the economy as a whole may subsequently encounter.

The airlines under study also reflect diverging national social

and economic trends among the Arab states , trends which have political

and economic implications. Not all Arab airlines are advancing with

great strides , for the cap ital needed to buy foreign equi pmen t and
technical assistance is not always available. The determination to

prolong the prosperity occasioned by the era of oil characterizes

only a few Arab states. Most Arab airlines and their host state

economies continue to grow incrementally.

;, 
; ,

J

-



, ‘1

iii

..
,

CONTENTS

PREFACE ii

Section
I. INTRODUCTION 1

II. INSTITUTIONS FOR ARAB AVIATION 4

III. AN OUTLINE OF FOREIGN TECHNICAL ASSISTANCE PROGRAMS 7

• IV. THE GROWTH OF ARAB AIRLINES: FLEETS AND PERSONNEL 9
Alia 9
Egyp tair 13
Gulf Air 18
Iraq i Airways 19
Kuwait Airways 20
Middle East Airlines 22
Saudia 25
Syrian Arab Airlines 30
Trans Mediterranean Airways 31

V. CONCLUSIONS 33
Technological Transfusion 33
Absorptive Capacities 38
Economic Prospects and Political Implications 42

Appendix 1: PASSENGERS CARRIED, 1973 AND 1975 48

Appendix 2: PASSENGER LOAD/WE IGHT LOAD FACTOR, 1971 AND 1975 . 49

Appendix 3: OPERATING REVENUES/PROFITS , 1973;
TOTAL OPERATING REVENUES/PROFITS 50

Appendix 4: AIRFIELDS IN ARAB STATES 51

BIBLIOGRAPHY 52

- 
___i__

~.__~
___

~~ — -~~~ —‘ ~~~~~~~~~~~~

pI~KC~DING PA~~ ~L4)~ j



r
1

I. INTRODUCTION

Rapidly developing economies are often characterized by

substantial reliance upon foreign sources of tech~iical1y elite

manpower, technology , and capital. In the Arab East where oil

exports have financed massive inputs of capital, economies with

previously limited prospects for expansion are being transformed

through industrial diversification. Oil incomes have enabled

wealthy Arab states to import technology and trained manpower.

These inputs help to fulfill ambitious development plans (Saudi

Arabia ’s 1975—1980 development program alone is over $140 billion),

and bring elements of the advanced industrial West and the Arab

East into a close, complex relationship. This marriage of Arab

capital with Western expertise and technology is one of mutual

gain. For the West, oil expenditures are being recycled, keeping

alive certain industry and business that might otherwise stagnate.

For the Arab world, even amongst the poorer of Arab states,

economies are developing and standards of living rising.

Because rapid economic growth is contingent on the capacities

of local and regional infrastructures, oil—rich Arab states have

committed enormous sums to the development and construction of

electric power sources, and communication and transportation

facilities. The civil aviation sector provides the vital linkage

between the Arab states and their foreign sources of supply, while

furthering both economic and non—economic objectives in the area.

Transport Investments must precede other productive activity.

The purchase of sophisticated civil aviation equipment has

created a situation in which the management and operation of current

fleets far exceed indigenous support capabilities.’ The rapid

growth of several Arab airlines occasioned by the economic boom

1The dramatic acquisition of foreign weapons systems in the
Arab East has created a parallel demand for foreign technicians
and technology.



r
2

foil owing the  197 1 ol I embargo st emme d I rorn wha t  can bes he

described as t e c h n o l o g ica l t r i n s t t i s i o t i .  liv &‘ t~n t  r . i c t  i n g  b r

tuana ge r Ia 1 se rv ices  and f o r  t rams of t e cliii i c I ans , or by a r rang ing

fo r  t r a i n i n g  miss  Ions abroad , a numbe r of  Arab a rl ines  hav e

impor ted  r equ [s i t e  personri e I and ex p o r t e d  t r a t  ners  t o  he I p ac hI ev e

the set  f — su  f f 1  r iency in f t  r e t  ope ra t  ion  and mat  u t  enanc e t h a t

a i t  a Ir  1 ines des I re . The k Ends  of c L v i i  av t a t  t on  p rod t ic  t s and

the na t  ure ot ’ t echn i cal  :455 s tanc e  c o m i n g  t o  t h e  Arab  Fas t  f rom

t he We St ~Ofl S t I t Ut e t he p r  [ma ry coi l ct ’ ru ~ I t h i s  paper - .

‘‘Pet rodo 1 I a  rs” have e n a b l e d  Saud I Arab !  a and  K u w a i t  to

augment t he  f t  r e t  s of t h e i r  s t a t  e—o wned a i r  I Ines , to  expand rout  es ,

and to Cap t  ure a g rowing  p rop o rt  ion o t~ t h e  w e l l — d e v e l o p e d  m a r k e t

for  o i l  — r i’ I at ed passengers .  Al t hough  t he o i l  — r I cli st it  es have

c o m p a rat i v e  iv smal l  popu l  at ions , 2 t h e i r  w i d e — h o d  ied I et s and we t  I —

equi pped , en l a rged  a i r p o r t s  c o l l e c t  I v e l y  se r v i c e  m i i i  ions  o t

passengers each  year .  Modern far Ii it ies f o r  maintenanc e and service ,

howeve r , func t ion on lv  w t th the support  of an m t  r I cat  t’ web of

e x p e r t i s e , bo th  tecim I cal  and I n s t i t u t i o n a l  . Bo th  the  o i l  — r I cli

and the o i l — d e p r i v e d  s u f f e r f r o m  dependence upon ext  ra—na t iona I

work forces , but  because the o i l  — ri  cli s t a t e s  are best  ab I L ’ t o  f I na l ic i ’

the r ap id  growth  of the  i r a i r  l ine sect o rs , they  are consequent lv

n~~st dependent on outs  i de a s s i s t  at ice . The most popu lous  s t a t  es in

the reg ion , Egypt  and Ir a q , have been m o v i n g  sl  owl v i i i  dev&~ lop i n g

t h e i r  av f a t  Ion sect  ors and have been less  fl’ I I an t  on fore  I gn ass i s  t at i ce .

The a I r i  I ties cons I dt ’ red Ii ere are t hose based in  t he  Arab  Eas
wh i cli have grown to d o m i n a t e  passenger and cargo se rv ices  w i t h i n  t h e
r eg i o n : Al  Ia  (Jordan), E g y p t a i  r (E gy p t ) , (~t i l  t A i r  (a consor t  tu rn lou
the  Ci i i  f S t a t e s )  , I raq i A i r w ay s  (1  raq)  , K u w a i t  Al rwavs ( K u w a i t  )
M i d d l e  Eas t  A I r l i n e s  ( Lebanoii ) 

, Saud i a (Saud i Arab i . i ~ , Sv r ian  Arab
A l r I i iii’s ( Sy r i a ’) , and Trans  Med it t’ r ran ean A i rway s (Leb anon)

For e x a m p le , Saud i  Arab i a has t lie •:? .‘ ‘
~~ popu I at ion ot

p e n t  iisti Ia r o i l  — r i c h  st a t es .  it recen t Iv  r e le a s e d  t h e  1974 census
I Igur t ’s : 7 , 01 2 , b4 2 , over  one m i l l  ion of whom are assume d by In fo ruied
of ft c i  •i i s to  he ex t  r a — n at  I ona Is  l i v i n g  in t he Kingdom. Tb is census
Is t h e  11 r s t  eve r to  hi’ pub I I shed , because Saud !  p o p u l a t i o n  has been .
and St I I is , a ~iis I t I ye I sstie . part lv because 01 its imp 1 1 t ’~l t t ons
for cont initi ng re Ii nice upon ext r i — j il t ion.i Is to sust a in t he current
rapt d grow t Ii. ‘i’ ‘ 

~“~ z ’ ’ .’ ‘ ~: ~
‘ ‘ • ‘ . , I .‘ J tine q

— - . — • • ~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~ ~~~~ ~~~~~~~~~~~~~~ 
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itecaus i ’ 01 cap i t  a I surpluses , t lit ’ dependeiice is p.i it i cu I a r 1 y

marked in Saud I Au ib I a  at id  ci’ r t . i i i i  01  t hi’ Cu i t ’ st a t e s .  The .sho rt a gi’

o t ccliii i r a l l y — s k i t  i t ’d nianpow e r among t he nat  I ye popu 1 at t on  ant i

hi’ .ibst ’ii ~- t ’ ol  I ~it  a t  :IV I at ion t t ’:I lii i ng cent  ers are  t hi’ two n~i or

ohs t  ac i es  h i o c k i i i g  t Iit ’ road t o  g reat  t ’r set f— sufl tcle ii cv :unon~

Arab a t  r I I iii ’s. The ah sorp t  l vi. cap ac  i t  I es of t he  Ar a b  s t a t  i’s I n  the

I Ic lii  o t c l v i i  .iv i at I on ~‘:i i v  w i  di’! y 
• and can best  hi ’ exp i a i ned by

h i g h l i g h t  I ug l o c a l  economIc , po l i t  I ca t  , and h i s t o r ic a l  dcvi’ I opment s

The exi stence o I dvnami c to r ci’s and cond it Ions wit ii in t he host

s t a t  i’ ‘ s economy • t he qua 1 it y ot it s admi ii ist rat i vi’ st rut ’ t tire and

social order , t tic ch : t r . t t - t er of I t s  e d uc a t io n a l sv s te rn , and the iiat u re

of lega l p ropi ’rt v r e l a t  tonsh ip will be discussed .  An assessment of

t [test ’ f a c t o r s  and t h e i r  Impa c t  on recent t rends in the Arab a v i a t i o n

sec to rs  w i l l  hi’ the  second concern of t h i s  paper .  Technical and

inst i t  Ut I onal supp or t  capac I t  i i ’s are compared across  :t i t - I tri es and

growth t r ends  are  assessed.

F i i i a i  l y ,  I m p l i c a t I o n s  f o r  t h e  economies  and p o l i t i c s  ol the

Arab s t a t e s  ar t ’ sugge s ted.  The suh st  ant  I a I re I i  aiicc on W e s t e r n

government s and cont rac t or s has enab led ci’ rt a In  Arab s t a t  i’S and

the!  r a t  r I I ni’s t o  p rospt ’ r , i list i i  I l u g  :1 f t  i5 rce l v  compet f t  lv i ’ sp I r i t

In t i )  what  was p r ev i o u s ly  a r t ’lat  t v e i v  t r a n q u i l  Sect  or , and

accent  uat  in g  t h e  a I ready w I di’ &‘couom Ic  gu I I bet Wi ’t’li t hi ’ Saud i

A r a b i a n  pen Inst i l a r st  at i’s and E gvp t , I raq and S v u  I a . ‘l iii’ g r o w in g

economics  01 t lii’ i i  [ i — w e a l  th y have h&’eii .it ’cornpan I i’d by flL’W po l I t  i c a t

st ri’n gt u s  in  t h e  reg ion . At the  s .me t i me , howeve r , c cononi I c

re E at b u s  ou t s  ide the  r egion have become i’ I r r umscr  ihed.  From the

pe rspet’t I ye of the  supp 11 e rs , t he suhst ant La I ri’ i i  an& ’i’ on West i’ rn

te chno logy  has assiime ’d the ch ar a c t er  of imp ’) led comm i tnit’nt s and even

t a c i t  . i l l i an c e s .

- ~~~~~~~~~~ ~~
• ‘
~~~ ~~~~~~~~~~~~~~~~~~~~~~~~~ ~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~
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II. INSTIT U TIONS FOR ARAB AVIATION

Numerous institutions have been established to formulate

plans for and to oversee the growth of Arab airlines. To overcome

the barriers of inward—looking state development strategies and to

transcend political mistrusts , inter—Arab organizations help to

develop manpower and material resources in furthering regional

interests. The following are noteworthy institutions established

to advance the growth of civil aviation in the Arab world:

AACO The Arab Air Carriers Organization is an industry
or trade association , the Arab equivalent of the

International Air Transport Association (IATA) .

AASC Arab Air Services Corporation , Ltd., is an Arab—

American owned company organized to assist Arab

airlines and civil aviation departments in their

modernization plans , including data processing,

airport construction and project management , logistics

support , and management services. Former Pan Am

Chairman Najeeb Halaby is Chairman of AASC, which

has offices in New York and Amman. AASC helped to

coordinate the Middle East Civil Aviation Conference

(MECACON) in October 1977.

CACAS The Civil Aviation Council of Arab States Is the

equivalent of ICAO —— International Civil Aviation

Organization —— for the Arab world. It is one of

the 17 special agencies of the Ar .’ô League. ~stabI1shed

in 1967 to develop and foster air transport both in

the region and internationally , Its membership includes

17 governments’ civil aviation directors .’

‘TcAO Ru 1 Ic  1-i’n , December 1975; A : ‘ic t i  m W~i ’k and ‘~p c~ ‘t ’ 1
24 November 1975, p. 28.
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CASC The Civil Aviation Safety Centre (Beirut) provides

4000 student—weeks a year (average student complement:

70—80, from the Middle East and Africa) in the follow-

ing higher—training courses in English: airmanship,

airport operation and services, engineering, search

and rescue, and accident prevention. The Centre has

engineering training equipment , cockpit procedure

trainers , a general purpose jet simulator and a

digital 707—320 simulator. Eighty percent of funds

are provided by the Lebanese Government , and 20

percent by the United Nations special fund.1

MECACON The first annual Middle East Civil Aviation Conference
took place in Amman in late October 1977. During the

three—day meeting a broad range of issues were

discussed to improve regional air transport performance.

The lack of procedural standardiziation (air—traffic—
control systems and ground handling) and of trained,

experienced manpower were the two major concerns.

Representatives from most Arab states, and from

Afghanistan, India, Pakistan, Taiwan, Romania, Canada,

the United States, and sev’~ral West European nations

attended. Iraq , Libya, and Morocco were notably absent.
2

RJAA The Royal Jordanian Air Academy evolved from the Royal

Flight Club which was established in 1966. In 1968 it

was transformed into an air academy to conduct mechani-

cal and commercial flight training sessions. Training

is conducted by Jordanian (51), British (20), and American

1F light In ternationa l , 13 March 1975.
2Aviation Week and Space Technology , 28 November 1977, pp. 26—27;

and 5 December 1977, p. 34.
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(1) instructors ,’ and usually takes 18 months .

Through July 1976, ~74 graduates had been awarded

dip lomas , 140 of whom (29 percent) are priv ate and

the rest (71 percent) coninerclal pilots.

Pan Arab Air University has not yet been established. CACAS and

AACO have endorsed the project but a locat Ion has

not been decided upon . Jordan has offered to host

the new University which might supersede , in cit e c t .

the RJAA . The Un iversity is potentiall y the  most

important civil aviation institution for the Arab

world. It will standardize training t h roughou t  the

region , augment the number of indigenousl y t rained
technicians and managers , hel p to surmount language

barriers, and contribute to a sense of coopera t ive

achievement. Special classes in fli ght engineering,

meteorological observations , and electronics are

among those to be offered. It will hi’ at least a

decade before the University is fully realized.

‘An all—Jordanian staff is the long—term goal. ‘~~~~~ i’~:~ ’:’~~ , 10/1977 ,
p. 1037.

2 JPRS ~t ’~:~:c~~:t i~~~c ~‘s V~~u’ ~
‘
~st ~~~~~~ N~~’t :  .- l t ~ ’?’~’~~, No.  1674 , p. 1.

Or iginally from ..1’ — ’uct~o’, 29 A p r i l  1977.

- — . 
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III. AN OUTLINE OF FOREIGN TECHNICAL

ASSISTANCE PROGRAMS

Many Western firms are under contract to provide technical

and/or managerial assistance for the Arab airlines under

consideration in this paper. As can be ascertained from the

follow ing list of f oreign technical assis tance programs , all the

airlines have continuing relationships with one or more Western

firms. Since many private sector transactions do not make the

published sources , the list is not comprehensive , but can none-

theless be taken as representative of the major technical

assistanc e programs in effect. Prominent among the evolving

bilateral re lat ionships are: Pan Am assists Alia , Lockheed
assists Egyptair , British Airways assists Gulf Air , Boeing

assists Iraqi Airways , and Lockheed and TWA assist Saudia. The

degree to which these foreign firms are involved in the daily

operation of Arab airlines is discussed in the body of this

paper [See Section IV].

Al ia [Jordan] Lufthansa , SNECMA (Sociétd Nationale d ’Etude
et de Construction de Moteurs d ’Aviation) :
overhaul work.

Bechtel (replaced by a consortium in early
1977) : airport management , consulting
services.

ArabAir Services: simulator training facility
[not actually “foreign assistance ,” as It is
51 percent Arab—ownedi .

Pan Am: t echnica l  a s s i s t ance .

Egyptair Sofreavia (Soct~ td Française d’Etudes et de
R~alisations d’Equipments Aéronaut iques):
consultant , studying Egyptian air—traffic—
control requirements.

Lockheed: $38 million contract for improvement
of air—traffic—control , financed by Saudi
Arab ia; future freight operations assistance
is under consideration.

I.. — ~~~~~~~~~~~~~~~~~~~ ----— ---- 
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GuI I A l  u l n t e r n a t  lou d A e r a d l o , l t d .  : •i v t o u i i c s .

B r i  t i sh  A t  rw ,Ivs : 1.— 11) 11 .. u i n t e ’n , tuc e , c rew
t r . d u i i u g .

I r.tq I A i rw~tvs  Red l i on Fl I g u t  S i nut ~it  ton .

Boeing: manager i a I ass i s  t .uice , support
ser v i c e s .

Kuw~i i t  A t rw . t v s  B a l l  ~s t Ncdam [i a~ anese I : p .~ssen gc r t e run i na I

Br it I sIt A! rpo r t s Aut her i t  v : a I rpor t manage-
ment •iu ~1 op er ~t t  io ns ser~ i ci ’s , 3— y e a r
co il t  r a ct  1977 — 1980 .

MEA I Lebanon I A I r France , Br i t I sh Ai rway s , and ~ ahena
component i-epa i r and ov e rhau I

Sau d i . i  ~~ A: p i l ot , crew , ground pe r sonne l  t r a i n i n g ;
m a i n t e n a n c e  superv [s ing .

Lockheed : $ti5O m i l l  ion , •~O—month  cent  ract
f o r  dcvi’ lopm ent and In s t  a 1.1 at I on o I a new
a i r — t r a f f i c — c o n t r o l sy s tem .

A r a b A i r  Se rvice s :  $5 m i l l i o n  c o n t ra c t  w i t h
Lockheed for c onipute r I zed management  o
Had j ( p i l g r i m)  t r a f f i c .

m e  m a t  iona I Ae i-ad I o : $ ~() mill i on  (‘out r.ic
f o r  development  of c l v i i  avi.tt ion technician s .

Syr i a n  Arab
A b r I  ines  Pa r i s  A i r p o r t  A u t h o r i t y :  $400 ,000 cent  ract  for

Damascus a i r p o r t  t e r m i n a l  b u i l d i n g
d e f i n i t i o n  s t ud i e s .

- - .

~
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IV. ThE GROWTh OT’ ARAB AIRLINES:

FLEETS AND PERSONNEL

Problems peculiar to each Arab state make for dissimilar

growth patterns ~or resident airlines. Soclo—economic factors ,

historical relationships , and political events must be considered

when ac~ ounting for present capacities and pred icting future growth

trends. In assessing the current problems and future prospects for

each ai rline , this section surveys and evaluates a broad range of

information. Current fleet sizes ,
1 

the number of personnel (and
where information is available , composition of their nationalities),

2

the number of airports capable of handling the new jumbo jets ,
3

revenues and profits , indigenous training programs , foreign technical

ass is tance programs , measurements of technical reliability (where
information is available) , and safety records will be considered.

Material will be structured on an airline by airline basis.

ALl A

j Alia Royal Jordanian Airlines , es tablished in December 1963 , has
been wholly government owned since 1968. Originally it was founded

with domestic commercial investment with par t icipation by the public
sector.

4 Al ia ’s flee t consists of two B—747s , five B—707—32OCs (four

for passengers , one for cargo) , one B—720B (used only for training) ,
and two B—727—200As . The company employs 2200, including over 150
pilots and 120 engineers. Jordan has two airport runways over

3600 meters , one in Amman and the other in Aqaba.

1lnforma tion on the f lee t composi tion of Arab airl ines origina tes
from F Z i t h r  Tnterna tiona i~ 30 July 1977 , pp. 352—353.

2
lnformation on the size and distribution of fleet personnel

originates from the h’~r 7J A ’/ a t i ~~ i~ r~’~’t y’~i, Fall 1976 , No. 73.
3lnfortnation on the number of airports with runways over 3300

nEters originates from Interavia ABC: World ?‘-i ro~’tor ’~? ‘f A~ i:t~~ ’: j nd
Aetrona utice , J. Didelot , ed., 25 th edi t ion, 1977.

4
lnformation on the origins and on shareholder composition of

Arab airline companies originates from F’? f ~,ht Internationa l., 20 March
1975 , pp. 484—501.

~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~ 
~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~
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In 1975 two subsidiaries were established by Alia: Jordanian

World Airways and Arab Wings. The former concentrates on freight

traff ic, especially fr uit and other expor ts , operates daily services
to Europe with two palletised all—freight 707—320Cs , and also serves
the Persian Gulf. The latter , Arab Wings ,

1 
is an executive jet

charter service which has been extremely profitable according to

Alia chairman All Chandour. The two Learjet 36s and five Learjet 35s

can fly to the Persian Gulf and back without refueling.

Alia has recorded profits for three consecutive years, 1973 to 1976.

Growth rates of total revenues have been steady , averaging 34 percent

annually during these years. However, a drop of nearly 50 percent in
profits in 1976 ($570 ,000) as compared with 1975 ($1,038 ,000) was
repor ted by the company ’s 1976 financial statement. Delay in delivery
of the two B—747s and the operation of the regional route (Aqaba—Amnian-

Dainascus—Aleppo) were the two causes for financial loss cited in the

statement. Alia chairman All Ghandour stated that the 1976 revenues

were abo ut $80 ,000,000——82 percent of which were from passengers and
the rest from freight. He expected revenues for 1977 to reach

$150,000,000.2

On July 11, 1977 , Alla inaugurated the first Arab line to the
United States (Amman—Amsterdam— New York) which is operating weekly.3

This transatlantic flight and plans for expansion on other long—haul

routes (to South America for example) point to an important shift in

Alia’s routing. Consequently, Alia’s revenues are gradually shifting

from old to new sources. Revenues from servicing European traffic are

anticipated to rise from (expressed as a percentage of the total)

5 percen t (1976) to 37 percent (1977), and from the Persian Gulf from

• 1
Arab Wings Is owned jointly by Alia (88 percent of the stock)

and the sultanate of Oman (12 percent).
2JPR5 Translations on Near East and North Africa , No. 1634,

4 April 1977, p. 56. Originally from Al Dustur , 23 January 1977 , p. 5.
31n 1975 , Egyptair , Middle East Airlines , Gulf Air , and Saudia

abandoned p lans for jo intly assuming this route whereby each would have
the see vice for one or two days a week. Aviation Week and Space
Technology , 28 July 1975 , p. 30. The U.S. Civil Aeronautics Board
granted permission to Alia and Syrian Arab Airlines jointly. Alia
currently operates all flights because of Syrianair ’s insufficient
number of trained 8—747 crews. Intera via , 10/ 1977 , p. 1035.

— 
-
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Itt pete i’nt ( I  ‘~ i t t)  t it ‘4 ‘t percent (19 ii) . I n c  ci- -- A r ab  i- i’v enuc•
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Coni’ent r at  ton  on I mp  rev Ing the ’ t t’t ’hn I ia I cap ab [lit tes of t ice

Jo r t t a t t  I ,ins may he 1 i’ ma k e’ Jo rdat i an ae tenant i ta I t r a i n I n g  ee’nt e’ r I or

the who le  ~‘I the ’ Ar ab  w o r l d .  Sy r i a n s  are a l r e a d y  f o r m i n g  a s i i e ’ahl e ’

cent I u g en t  at t he Ac adeniv , and I raq has t ’xp rcsse’d l u t e  rest in  hay I itg

some 40 of Its nat l o u t a i s  r cce ’ I ve’ sImIlar avi:tt t o n  t r a I n i ng .  A r a b A i r

Service’s Se’i’ Sec t I on 11] has been p1 av log an at t I Vt’ re I o in  t he

p l a n n in g  I he .i I r un (vets i t v and has organ  I ~ed t h e  colts  t r it e  t I on of

a s i m u l a t o r  t r a i n in g  fac  l i t  t y  w h i c h  I s  not  comp I et cii . At k i t i s  and
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Arab carriers . It is the’ o n l y  1 3 — 7 2 7  s i m u l a t o r  In  t he  Arab werId.~
The’ o t h e r  ma or p r e~ Cc t c u r r e n t  1 y und erway Is  the ’ c t ’t t s t  rttt’t b i t

of Amman ’ s new , $140 nt I l l  I on Queen A ly .e  I nt  ernat  I t t na  1 a I rpor  t

cx’ cc ted  t o  open En 1980. The ni’w :tI rport will h ave t w o  3660 m e t e ’ r

r u n w a y s .  Bc~’ht el , Inc . , operate’d as manager  and c o n s u l t a n t  f o r  t hi.’
construct ion ; I t t  e a r l y  1 9 7 7  B e c h t e l  was r ep l a c e d  by a c o n s o r t  t u r n .

A new t r a i n i n g  sc it to 1 in  a t  r por t  management  w i l l  he’ se’ t up t o

ace ’oinntt ’ihet e the  f (It OFt ’  need f o r  46 0— 500 a t  r p or t  pet’senne ’ 1 . Br I t  I sit

A i r p o r t s  Ant  her I t  v , Aé report do Par is , and l’~m Âme’ r jean h ave ’ be ’e ’tt

approach ed t o  hit ’) p set up t h i s  schoo l

A p r o b l e m  e’i tcounter t ’ d at  the  present a I r p o r t  is  t he  c on s t a n t

loss o I s k i t  [cii t e c h n I c ’ tans to  ne’ i ghhui r lu g  s t  a t i ’s t o t  l i t  ghi’ r pa~’

There is a cons t ant  st r u g g l e  In Jo rdan  C o tnt p rove ’ we rk I t tg  cend i t !  otis

to  t’ompet e w I t  Ii t lie a t t r a c t  i ye h i  ghc t- s a l a r ie s  ci f Ic ri’tl In  t h e

r iche r ne i g h b o r in g  o i l  s t a t e s .  Some s t a t e ’s of the  Pe’r s ia t i  C u l l  o I l e r

t r a t  ned mechan i t ’s l~ I V t ’ t Ime s t h e  I r Jordan tan r ea l  wage .

Lu f th , i i i s , i  at td  SNF .CMA ca r r y  out mat  ti t enance mid rcpa I r work fit r

A l l  1 a t  prese ’nt . St at i st i c s  f o r  1 o cc’ I gn p ersonne l have not  been

P i n  Ant , ri’p tat ’  trig Paki an I nt er na t  lena  1 A t  r 1 I nt’s in a

s [ml 1, 1 r c , ip . t l - it v , pr t t v  i tied a i i i  nc man t echn t e a l  ,tss ( s t a n c e  t cain to

p rev I t ie’ support - anti advIce in admi n 1st ra t  I on , mal lit e’nani ’t’ , greund

I 
JPR ’ -‘ ? ‘ : ~~ :? :1 ‘~i~i ‘i .V~ ‘~~ ~ ‘ /-~ ~ t. z n4 i V et ~~ 1c 1.~.’ 

. ‘ , Nit . i t t  / 4 , 5
J u l y 1977 , P . 1 — 4 .  Or i g I n a l l y f r om  J , ’ — I ’ . 4 c t a i ’ , 29 Ap t t 1 l~~77 , p . 2
and !“l [ ‘h  t ! ~i t ‘ t ’i  t I ‘~ : / • 6 November 1976 , p .  1 l i t) .

‘1 1 ~~ W. ’4 ’k . ~, •,‘ “
~ 

./~pj ,‘ ‘~~: • It Jun e’ 1977 , p. 128;
I~i t ~, p • z t ’ i i , 10/1977 , p. 1036.

I~, M~~i41 !t ’ ~‘~~ t , August 1977 , p. t iS .
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opera t ions , passenger serv ices , and staff training. Pan Am installed

a system of counterpart training in which each unit manager was to

instruct his Jordanian successor.
1

As for reliab ili ty, one report indicates “technical rel iability”

(not defined) to be 96 percen t , and “time reliabili ty” (fl ights

operating within 15 minutes of schedule) at 78 percent.2 However,

a recent survey of airl ines’ safety records placed Alia at the bottom

of a comprehensive list of airlines.
3 

Alia, along with Egyptair ,

ranked in the “least safe” category ,  registering 139.34 deaths per

billion passenger kilometers. However , another survey did not

support this “least safe” classification ; only two Alia fatal

acciden ts in the past 15 years were recorded . This statistical

finding would tend to support the numerous indicators of high training

and safety standards previously conf irmed.

EGYPTA IR

The Egyptian airl ine was founded in May 1932 as Mist Airwork

and began scheduled services in 1933. In 1949 the company became

compl e t e l y  Eg y p ti a n — o w n e d  and the name changed to Misrair SAE. In

1960 it was renamed the United Arab Airlines. In October 1971 ,

United Arab Airlines became Egyptair.

Egyp tair has two Airbus 300B4s (French wide—bodied jets) on

lease, seven B—707—32OCs , one 707—138B , seven B—737—200s, and two
Cessna 207s. Cairo International Airport has one 3300 meter runway

and ofle 4000 meter runway. Egypt is developing new airports

throughout the country (Alexandria, Luxor, Aswan , Abu Simbel ,

and Asyut) under a $210 million 10—year plan , to expand domes tic

1
lnterview with former Pan American World Airways Staff Vice

President , Kenneth Fenske , in May 1977.
Zntep na tional , 6 November 1976, p. 1371.

Disaster , Paul Eddy , Elaine Potter , and Bruce
Page, Quadrangle , New ‘ork , 1976. See Appendix C, “Airline
Safe ty,” pp. 305—383. It should be noted that an Arab Wings (Alia
subsidiary) charter plane crashed upon takeoff on 23 September 1977.
Two ABC production members and the two Arab pilots were killed.  

_ _ _ _ _ _ _ _ _ _ _11111. - - 
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services and open new areas for tourism. ’

Cairo airport is equipped with sophisticated landing technology .

A Pi essay Stan 37/38 instrument landing system has been installed on

the new 4000 meter runway. A new contro l tower will soon be

comp leted by a new terminal building. Cairo , Luxor, and Alexandria
will receive new VHF conmiunications systems . Overseeing the growth

of Cairo and o ther  major  Egyp t i an  a i r p o r t s , Sof reav ia  (a French

consultancy firm) is studying Egypt ian air—traffic—control requirements.

Egyptian orders for navaids , radar , and air—traffic—control

equipment may reach $100 million.
2

Egyptair employed nearly 9000 in 1975 , many of whom company
officials regarded as quite unproductive .

3 
Fewer than half (4000)

work direc tly for the airline , while the others perf o rm rela ted
services for hotels, duty—free shops , and caterers. Government civil

service regulations do not permi t the laying of f  or f i ring o f
extraneous personnel , nor do they allow the airline to raise the

wages of qualified technical personnel. This latter group is

underpaid compared w ith regional standards; and , as is t rue with

Jordanian technicians , many leave E g y p ta i r  to work fo r  o ther
4

Arab airlines.

The f a c t  tha t  E g y p t a i r  has had s ix  chai rmen in as many years

has weakened the company . By e l i m i n a t i n g  the top  man when se r ious

problems arose , the govern ment c o n t r i b u t e d  to  the  a i r l i n e ’s problems

by d i s r u p t i n g  whateve r long— range p l a n n i n g  was in  e x i s ten c e , and by

fo re  [rig many competent  peop le out  ot  the  company and e’vcn out of

the  c o u n t r y .5

The prob l ems of s a l a r y , manpowe r , and matiagerta l  d i s c o n t i n u i ty

are’ reflected in Egyptair ’s disma l f in itic i a l reports. In 1971

(~~~i We’~ vi/ ~~~~~~~~~ 
7 Y / w , / t r ,  , 1 December 1975 , p. 28.

According to !~itci ’v’ i  ~ AR ’  (1977) Al exandria has four runways
measuring only 1540 meters , and Luxor has two 2700 meter runway s.

2 Pl i~,ht T t t ’tn ~~t [~ nz l , 30 Ju ly 1977 , p. 353.
3Aviation Week m d  /~p i ’~~

’ Tt ’’~in~ f ~~nj ,  28 July 1975 , p. 30.
4 ibid.
5Ib id .
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Egyptair performed its flight services at a loss of $592 per hour

flown . Similarly, the airline netted the lowest amount of revenues
of the Arab airlines under study : $1480 per hour flown (Kuwait Airways

in the lead netted $3340 per hour flown , while the average for Alla,

Kuwait Airways , MEA , Saudia , and TMA was $2538)) Although other

Arab airlines are progressing rapidly toward financial solvency and

even profitability, Egyptair is going the way of airlines in most

developing countries that lack skilled manpower, hard currency , and’

efficient administration.

Unable to finance new aviation equipment from indigenous sources ,
the airline has been fortunate to receive some of the massive credit

coming into Egypt from wealthy Arab oil—producing nations. Boeing

and McDonnell Douglas have promised to help Egyptair receive

Export—Import Bank support for short—range aircraft purchases.
2

Eight of these short—range airplanes (737—200s) have been supp lied

to Egyptair by Boeing, and purchased with $65 million in financial

assistance from Abu Dhabi , one of the United Arab Emirates.
3

Though long acknowledged a necessity for Egyptair, the short—

range aircraft were feasible acquisitions only after the expulsion

of the Soviets and the severing of bilateral technical exchanges.

Egyptair grounded its remaining seven Soviet—built Tupolev Tu—l54

transports following the crash of an eighth Tu—154 in July 1974.

The return of the transports to the Soviet Union created a gap

in Egyptair ’s capacities for regional service , allowing it to look
to the West and especially the United States for new aircraft.

Egyptair ’s fleet is now mainly composed of American—built aircraft .
The Egypt ian government’s special relationship with the

Soviet Union which lasted for many years was abruptly terminated in
1972. Political and economic factors had originall y guided the

1rc,4o J~i~ cot of  Stat is t ics No. 194: fleet Personnel, 1973.

Week and Space Technoloqy , 17 February 1975, p. 25.
3
Aviation Week and Space Technoloqy , 26 May 1975 , p. 22 , and

28 July 1975 , p. 29.

— —-—- - -. —-- ~~~~~ 
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government eastward in its search for civil av iation equipment : The
Russians were willing to accept goods (in lieu of hard currency)

in exchange for aircraft and equipment. Similarl y, political and
economic developments led to the break. Egyptair did not escape

the embrace of the Soviet technicians , around whom a pol itical

storm had focused. Long before the 1974 Tu—154 crash , Egyp ti an

aviation officials had complained to the Russians about the

aircraft ’s structural defects. According to one report , f i f teen

defe cts , three of wh ich were considered major and dangerous , were

found during a technical inquiry ;
1 Soviet authorities acknowled ged

the need for modifications but failed to perform them.
2 

Egyptair

cancelled its contract with the Soviet Union , demanding reimbursement

of the money already paid to Tupolev , and insisting on compensation
for losses incu rred by the grounding of the remaining aircraft.

The Tu—154 had been partl y responsibLe for Egyp ta ir ’s poor

economic performance. The ~xces s power provided by the NK8—211
engines on the Soviet transport raised direct operating costs about

27 percent higher than comparable B—707 transports. There were other

sources of difficulty as well. The unavailability of spare parts in

many areas , particularly in Africa , limited the number of airports

to which the Tu—154 could be routed. Coupled with the unavailability

of spare par ts may have been conscious Sovie t denial of said spare

parts for political reasons. (The failure to send spare parts to repair

airc raf t and tanks was one reason for Egy pt ’s break w ith the
Soviet Union.) Company officials expressed a strong feeling that the
Sov iets were making it as difficult as possible for Egyptair to  do i t s

own tnaintenance and overhaul work (for example , maintenance manuals and

tools were not provided) thereby forcing Egyptair to return the

airc ra f t to the Soviet Union for such work to be perf ormed at

inflated rates.3

1lnteravia, 12/ 1974 , p. 1173.
2
The Soviets would only perform the modifications after 3000 hours

flying t ime , which none of the Tu—l54s had reached. i ’ l z ~rh t i P i t ~ ’i ? i z t i ’ ~i : ’ ,
13 March 1975, p. 426.

~n tV ‘~‘k ~ni/ Spa~’e Techroi’7// , 17 February 1975 , p. 25.
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The fact that all of Egyptair ’s pilots are Egyptian——some are

former World War II p ilots trained by the Bri t i sh——certa in ly  caused

consternation in the Soviet Union concerning Egyptian capabilite8.

Many of the crew members transitiorting to the Tu—154 had little or

no experience in jet aircraft) This is a consequence of Egyptair ’s

isolation from civil aviation training institutes in the Arab world

or abroad. However, this situation may soon change in light of

Sada t ’s active pursuit of infi tcth (opening up).
Infitah signals a departure from the period of Nasser in that

trade ties with the West are to be expanded and investment in the

private sector is to be encouraged. American private investment

in the civil aviation sector has yet to materialize , for this

sector is within the public domain, but two Western programs of

technical assistance will affect Egyptair ’s performance in the
future. In 1975 a Boeing team evaluated Egyptair ’s operations

in order to determine areas where outside assistance was most

needed. Administrative and technical managerial services may be

provided by Boeing under contract to Egyptair. But governmental

civil service regulations will have to be reformed first. Also,

a division of Lockheed Aircraft Corporation has been discussing

with Egyptair the possibility of a joint venture to provide air

cargo service within Egypt. The division, Lockheed Aircraf t
Services, would provide Egyptair with services to manage freight

operations .2

The safety record of Egyptair indicates a marked weakness

in technical capabilities: nine accidents with a total of 315

fatalities during the 1960s , and five accidents with a total of
67 fatalities during the first four years of the current decade.3

Another survey p laces Egyptair in its “least safe” category.4

‘Aviation Week and Space Technology , 17 February 1975 , p. 25.
2
The New York Tines, 23 December 1977.
3Flight International, 23 January 1975 , p. 113.
4Deatination Disaster, Appendix C.
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Apart from the problems discussed above , Egyp t ’s past relat ionship

with the Soviet Union in the field of aviation——through personnel

training, equipment supp l y ,  and managerial support——contributed

to Egyptair ’s poor overall performance. ’ But in 1975 offi cials

pointed to improvements in on—time performance of the airline

which had been quite poor. An on—time departure rate of 80 per cen t

was reported. Similar improvements in the passenger service both

on ground and in the air have been noted. However , it was still

impossible to secure a printed Egyptair schedule , even at the

company ’s office in Cairo.

GIJLF AIR

Gulf Aviation Ltd. is a consortium for international services

represent ing Bahrain , Oman , Qatar , and the United Arab Emirates.

As such , it fronts as the flag carrier for the central Persian

Gulf states. Gulf Air headquarters is located in Manania, Bahrain.

Gulf Aviation Ltd. was formed in March 1950 and currently has at

its disposal five L—lOlls , five VC Os, three l—ll—400s , three F—27s ,

three Shorts Skyvans, two Beech Queen Airs , two Bn—2A Islanders , and

six B—737—200s. There are some 2800 company employees . A subsidiary ,

Gulf Helicopters , owns five Sikorsky S—62As , two Bell 2OSAs , and on

orde r one Bell 212. Bri tish Helicopter Ltd. owns 24 percen t of Gulf

Helicopters and provides technical and management services.

Bahrain ’s international airport has been described as the most

modern in the Middle East , and is the only scheduled port of call f o r

Concorde in the area.3 It has two runways measuring 3658 meters . A

1
1t is worth noting that the Russian airline r Aerof1 ot had a

seriously flawed safety record during this t ime as well: an
estimated 1539 deaths caused by some 28 accidents during the period
1950—1974. T~~~f ! n ~zt~~ n p ! t ~~ ’, Appendix C, p. 359. Another report
records 12 accidents with a total of 889 fatalities during the first
fou r  years of the present decade. This is compared with Pan Am and
TWA who had f i v e  and four  accidents  respec t ivel y ,  caus ing  some
288 and 184 dea ths .  1?  l y / i l  T ’ v ~~ t ( ~~~~’, 23 January 1975 , p. 114.

2
~ ~~~~~ ~ W~’,~k mn/ ~~~~~ T~ oi~ l~~n i ,  17 February 1975 , p. 2S .

1VY~~~~~ fl~~/ ~~~~~ ~~~~~~~~~~~ 22 March 1976 , p . ~5.
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new radar has been commissioned and a new air— traffic—control center

is to be built soon.’

Gulf Air has become a leading Arab operator of TriStars , flying

them eleven times a week to London.2 Because of Gulf Air’s enormous

growth trends (a 360 percent increase in total passengers carried from

1970—1971 to 1974—1975, and a 340 percent increase in load ton—miles

from 1973—1974 to 1974-1975), the consortium relies heavily on foreign

expertise. Indeed , Gulf Air is the largest employer of Western workers

on the 240 square—mile island of Bahrain. There is a severe shortage

of indigenous management and technical skill. Gulf Air ’s avionics

equipment is maintained and overhauled by the British firm International

Aeradio, which provides the necessary personnel. L—lOll maintenance

and crew training are being handled by British Airways.3

IRAQI AIRWAYS

Iraqi Airways Ltd. was formed in December 1945 as a subsidiary of

the Goverrunent—owned Iraqi State Railways and became a financially

independent company on 1 April 1960. Its equipment consists of two

B—747—200Cs , three B—707—320Cs , three B—737—200Cs, three Vickers Vis-

counts, and three Tridents. The company employs 3500 including 56

pilots. Baghdad International Airport recently acquired a 3660 meter

runway, and a Selenia long—range radar is soon to be commissioned.

Iraq’s current low economic profile and relative isolation from

its neighbors and the rest of the world are reflected in the state of

its civil aviation sector. Most economic reports from Iraq are con—

— cerned with projects establishing essential elements of an infrastruc-

ture, especially roads and railways. Accord ing to the development

allocations of Iraq ’s Five Year Plan (1976—1980) , the expansion of the

railway network has been allocated over $1,420 million whereas aviation

projects and new aircraft will receive $142 and $213 million respectively .
4

5’light International, 30 July 1977, p. 353.

p. 351. Saudia increased its flight frequencies to London
from five to seven per week, in direct competition with Gulf Air.

3lnteravia , 9/1975, p. 971.
4
Statistioal Review of Mi ddle East Markets (1976), Table 19.1 , p. 105.
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Iraq i Airways has kept abreast of its Arab nei ghbors in the scope

of its recent acquisitions , by similarl y importing jumbo lets. To

train p ilots for these and other jets , Iraqi Airways and Saud ia  have

j o i n t l y ordered in 1977 s i x  s imu la to r s  f rom the B r i t i s h  f i r m , R e d i f o n

Fl i ght  S i m u l a t i o n .  The $3 m i l l i o n  I r a q i  order  is par t  of an o v e r a l l

drive to promote the na t iona l  a i r l i n e s  w h i c h  has In c l u d e d  b u l k  orders

for  Boeings and an arrangement  w i t h  Boeing for extensive managerial

assistance at the head qua r t e r s  in I r a q .  1 Boeing Is reputed  to  have

as many as 200 representat ives In Baghdad.

The only other malor technical assistance program underway involves

another Muslim country , Pakistan . In May 1975 Pak i s t an  I n t e r n a t i o na l

Airl ines and Iraqi Airways agreed on manpower exchanges. PIA crews would

be send to Iraq i Airways for technical assistance , and Ir aq i personnel

would be tra ined at PTA ’s base In K ar a c h i . 3

Reports indicate that Iraqi Airways has maintained a d e a t h — f r e e

record for i ts scheduled services, making it one of the sa fes t  of the

world’ s a i r l i n e s .  Since 1960 no deaths have been reported according to

the Br i t i sh  Civ i l  Avia t ion  Author i ty ’s W~i ’!J -i~~~! ~~~ -i .:~J ~’~i~ : “ ~~~~ ‘~e.

KUWAIT AIRWAYS

Kuwai t  Airways Corporation was founded in 1953 as Kuwai t  N a t i o n a l

Airways, adopt ing the present title In 1958. BOAC took over the

technical management In June 1958 and in September 1959 British

International. Airlines , a wholl y owned BOAC subsidiary providing charter

and maintenance services , was taken over by Kuwait Airways. Kuwait

Airways became wholly owned by the Government on 1 June 1963. Total

company employees number over 2000, and the equ ipment is uniformly Boeing:

seven B—707—320Cs and one B—737—200, wi th three B—747—200 Combis on order.

The tiny state has a modern airport whose main runway is 1400 meters , and

~ f J ~i ?t ’ ~ :et , Apr il 1977 , pp. 75-76.

~From a memo by Anthony Pascal following discussions with U.S.
airl ine officials , May 1977.

~~~~~-
‘ ‘

~~~ t s’ : , Hay 1975, p. 41.
~ f~:d t y~ ‘~: .~~:~~~:e t~ ~‘, p. 360.
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is equipped wi th  two Plessey Stan 37 / 38 Instrument landing systems .

Kuwait International  Airport  will  open a new $42 million terminal

in 1978; Bal las t—Ned am is construct ing the terminal  under Japanese

supervision) Two of the 13 check—in facili t ies will be for

j umbo jets.

Kuwait  Airway ’s growth rate of passengers carried and freight

tonnage—kilometers performed surpasses all other Arab airlines except

Saudia. The growth of Kuwait Airways——a state—owned company which is

run according to private enterprise principles——has been profitable,

partly because of advances in productivity. Of all the Arab

airl ines studied , Kuwait Airways was the most profitable in 1973,
registering revenues of $3340 per hour , $524 of which were profit .2

Compared with 11 companies which use the B—707 , Kuwait Airway’s

maintenance costs ($224.20 per hour) and direct labor costs ($28.75

per hour) are below average.3 Profits are also due to the high

passenger load factor: 60.5 percent in 1975.

The enormous increase in passengers carried demands a concomitant

elevation of technical service ranks, and herein lies Kuwait Airway ’s
major problem. In the maintenance sector the airline employs

Pakistanis, Egyptians , and other Middle Eastern nationalities alongside

some British and Kuwaitis.  Kuwaitization has been slow because of

Kuwait Airway’s high training standards. There were only 24 Kuwaitis

in the 22 three—man cockpit crews in early l973.~
The fleet of Kuwait Airways now has been standardized , thus

facilitating work for the maintenance department which, in 1966 , had
five different aircraft to be serviced. Though indeed there are

maintenance benefits from standardization of its fleet, Kuwait Airways

must bear the costs attending short—haul services. Perhaps this

1Flight International, 30 July 1977 , p. 354.

Digest of Statistics No. 194, Fleet Personnel.
3The average maintenance costs of 11 companies using the B—707

was $238.85 per hour, and the average direct labor costs per flying
hour was $36.97. Interavia, 3/1973, p. 250.

4lnteravia, 3/ 1973, p. 250. Kuwait Airways requires 5000 hours
experience before a f i r s t  o f f i ce r  is promoted to the rank of captain .
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accoun ts for  the recen t d iscussions (March 1977) held in Kuwa it.

Finance Ministers from Kuwait , Saudi Arabia , Bahrain , and the United

Arab Emirates met to discuss the merging of t h e i r  two companies——

Gulf Air and Kuwait Airways——to form a consolidated company .
1 Since

the two airlines ’ routes almost directl y overlap , a merger wou ld

offer considerable economies and a means of s t r e a m l i n i n g  ope ra t ions .

The March meetIng resulted in a decision to set up a joint civil

aviation council for the Gulf , wh ich wou ld embark on a closer
examinat ion of the Gulf  A i r -Kuwai t  Airways merger question.2

MIDDLE EAST A I R L I N E S  AIR LIBAN SAL

Middle East Airlines (MEA) was founded in 1945 when it began

operations. In November 1965 Air Liban was merged with the airline

thus giving the company its present  name . In 1969 MEA took over

Lebanese Internationa l Airways, origina l ly  founded by Christians as

a rival to MEA . Major shareholders in ?€A are Intra Investment

Company (65 percent) and Air France (30 percent). Equipment

currently includes three B—747—200s , 14 B—720s , and ‘)3 B—707s . The

comp any emp loys 5256 , inc luding 268 pIlots. Beirut International

Airport has two 3300 meter runways. A rival airfield , the Christian—

built Pierre Gemayel International Airport is r.ear completion in

Hamat. This airport has a 1900 meter runway , but there are p lans

to expand the runway to enable jumbo jets to land .3

1JPRS T z n ~ ?~ tions ~n V~’~~’ t~~-z ~~! N~~~~1I A frica , No. 1657 ,
23 May 1977 , p. 56. Originally from A i— R a ’y A 7 — ’Arnm , 21 March 1977,
p. 7. Also see The ’ ~!i~J ~!l~’ &wt , May 1977 , pp. 95 , 98.

2
~ ;,t. ~~~~~~ E~z~ t , May 1977 , pp. 95, 98.
3
The Ilamat Airport is an outgrowth of the recent civil war ,

and a byproduct of what Christian (Falange) forces perceive as a
military necessity. The thought of building a second major  a i r p o r t
outs ide Beirut dates back to 1965, when Beirut Airport was threatening
a vast housing area with pollution and noise. The Hamat Airport may
assuage d ifficulties of the overtaxed Beirut Airport , as t ranspor t~ition
pr iv i leges  could be d i s t r ibu ted  between the two f a c i l i t i e s .  Uamat
Airport will probably stimulate North Lebanon ’s economy , comp l ementing
the port of Tripoli and the large industrial comp lex of al—Batr un.

— -— - —
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MEA is the largest non—government emp loyer in Lebanon , a:....
generates five percent of the country ’s national income. It was

conside red to be one of the  wor ld’ s most profitable international

carr iers  before  the c i v i l  war . 1 In 1972 i ts earnings equalled 10.3

percent of revenues and its income increased by 14.9 per cen t ove r
1971—1972. However, since the internecine hostilities erupted in

the summe r o f 1975 , the company has suffered severe losses since
services were continually halted. During the first two—thirds of

1976 , a loss of $18 million was incurred. MEA lost an estimated

$20 mill ion during the civil str i fe , l975_l976.2

During the war no overnight stops were allowed at Beirut

airport because of risks involved. Many MEA aircraf t were leased
to other carriers during the civil war, and are now being brought
back into use. Some of the B—7O7s were used as tankers to transport

fuel from Amman and Turkey to replenish supplies at Beirut. As of

late 1975 , l€A was f lying at a load fac to r  of 40 percent (breakeven

is 43 pe rcen t ),  and the MEA s t a f f  of 4000 at Beirut was working at

only 30 percent capacity. More recently , load fac tors on some
rou tes are already reaching 90 percent.3

Before the civil war , high productivity was a salient
characteristic of MEA’s opera t ions . MEA employs about four and

a half crews per aircraft and insists on aircrew—trained men for

many administrative posts. One—week technical refresher courses

are completed by each crew every year.
Revenues and profits before the civil war were high. In 1971

earnings were 7 percent of revenues and in 1972 10.3 percent of
revenues. During these two years income inc reased by 14.9 percent. 4

1
The most recent Lebanese civil war erupted in the summer of 1975

and continued through 1976. The war, predominantly political , has taken
on reli gious overtones. Hence the warring parties are generally labelled
as Christ ian Ri gh t i s t s  and Palestinian Le f t i s t s .

2Pl ight Internationa l , 30 July 1977 , p . 351.
3lbid.
4lnteravicz , 6/ 1974 , p. 534.
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In 1974 a $14 million profit was registered.~ These substantia l

revenues and earnings of the pre—civil war period were boosted by

a marketing program known as the Asna fo r n iula (after its originator ,
Mad Nasir, general manager of MEA). The impac t of equipment

decisions upon revenues and earnings is computed with the available

input of data on the airline ’s operations. It is also possible to

predict the number of passengers to be carried in the target year ,

and to determine the most economical deployment of the existing fleet.
2

In early 1975, two 747—sized hangars were under construction at

Beirut airport at a cost of $2.5 million. These would allow MEA to

maintain its own 747s and also to undertake a larger proportion of

work for customers. In 1975, almost half of its annual 1,500,000

maintenance base man—hours of engineering were sold to outside

customers. Existing facilities allow engine maintenance , sheet—

metal and upholstery work, electronics , and instruments and

Systems maintenance.

In addition , MEA is involved in part of its own design and

manufacture. Galley equipment , seating, furnishing , all in—home

general purpose test consoles, and maintenance docks for the

707s were designed and made at the MEA facilities. In this respect ,

MEA is the most self—reliant Arab airline , and even Lockheed and

Boeing have approached ?€A with proposals involving subcontract
• manufacture.

MEA greatly benefits from the Civil Aviation Safety Centre in

Beirut. Courses are advanced and cover airmanshi p, airpor t operati ons

and services, acciden t preven tion , search and rescue , and eng ineer ing

ISee Section III. But reliance on outside technical support is still

necessary : Air France, Bri tish Airways (British Engine Overhaul Ltd. ,

a subsidiary), and Sabena handle component repair and overhaul.3

1Aviation Week and Space Tec hnoloqy , 4 October 1976, p. 29.
2P light Tnterr ti~n :l, 30 July 1977, p. 351.
3The Middle !~w1 , December 1976 , p. 97.
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SAUD I A

Saudi Ar abi an Al r 1 I uos Corpora t ion (Saud i  a) was I ounded In  I ~4

by t h e  Covernment  ol S a ud i  A r ab i a  and I n  1947 began oporat  t o n s .  I t  -~

ope ra t  I ug oqu I pm&’ut I s  vat  I ed and sop h i s t  I ca ted : two Tr I S t a r —  Is ,

hr t ’L’ Tr 151 at— I OOs , one Tr i St a t —  201) ( w I t h  t hr ee  on o rde r )  , two

R— / 0 1 —  L’OCS ( t w o  on lease I i-om MEA) , two  B— 720s , two  I)C— 8—t , ICF ’s (o n

I ease I- ron ’ Se. thoa i d  W o r l d )  , b u r t  een H— / I )— 200s  , two 7 37— 200C s , t hr eo

F— .’ 7s t. on least ’ I rom Hug hes Air West  ) , t hree DC— Is , two Cu 1 1st ream i i  s

( w i t h  two on ord e r ’l • two  K tug  A i r s , two Cessna •~ 2 1 Bs and t w o  Apa che 2 4’ s

Tot a I company empi ov et ’s n umb o i ove r 10 , S0() , V) o I whom ar e

Iii ght c t-ow . I n  ear l y ‘) 7 ’  , Saud i a was r epor t  ott t o  have 170 p11 ot s

(1 10 ot  Whom we to Saud i nat  tot ’ a I s ) and ~~~) son 1 or ~‘a p t a  Ins  (50 of whom

were Sau d i s) .  Sand I Ar ab  I a has t h r ee  i i I p o r t  runways .wet ~hhO mete i-s .

Under t h e  eur i -en t  F’ I vt ’ \‘ t ’ .t  P t  an . $ I. ‘ h i  I I Ion has boon a l lo c a t e d  t o

a i r p o r t  do ve I t’pmen t . Work ott .i new ~ 280 m l 11 ion .1 eddah I ut  e m i t  I on zt  I

Al rpot- t was t o beg i n  i i i  m i d  — I ~~ 
- 

. i i i ~l w i  I 0 he conip It’ ted  I n  1979.

Because  of . - oope ’( I t  ion  I . ‘ i 1 i t ’. ‘i - i t i . f  b i i  1 1.11 ug mat or I a Is  o I ~t’wht’ to I n

Saudi A r a b I a , t hi’ n. ’~ fi~,ldait .t I, p ot  n t . i v  not  I ’. ’ t oady u n t i l  19 81.

The new a I I-port W I  I i  l t ; v ,  t - - I h ~ met . 1  i t t ’ i w tv -~ • 
s( an~Is f o r  t ip t o

f o r t y — s ev en  H— ‘-i ’s , m d  a m i t  n i  . i t  • t i n t  ‘ve t  l : , m m , l  l~,iso t o t ’  S a n d i a .

Cou s i d e r t t  ton i s  .i l s . ’ I’.’ i i .- ~~.‘ t t  t O  • i  ‘tOW i i i  p o i l at  R f y a d h .

Bech t el  , Inc . , c .imp l . ’t i’d t In ’ mast e t p1 1 • ‘t h .’ new f.m. ’ I I  I t  v ;I t td is

in  t h e  ni t dst o f  ei~~’ I i i . ’ . ’ i i  t i c  t . ’~ t g i t  - h. pi  .‘~~ e. - t is  t’xp ei ’t Oti t o  be

s t a r t e d  in  m i d —  19 5 . n t  i en t l v  • i t  pt ’ i k I I mes , an ii t - .’ r a f t  I au ds

or t a ke s  o t t  I i-on R I  v , i . t l i  a i t  every  I w. ’ m l  nu t  t’s . u sed by not on I v

Sn u d i a  hu t  Rov , i  I S ,w . I i  ~\ i  F F’.’i e t t i t  t n ’ t  . t i i . 1  ext ’t ’ itt  ly e  a l  r e r a t  t as

well (most of tin ’ tova I pa I n .‘s at e I t  R I  ~- , id lm , not .lt ’ddah) , R i  vadh

s u f fe r s  I i-ow ma j . ’i  . i i  r t r a t  I 1. - .‘ .‘ngi ’st iou .‘ven t houg h i t s  new

t e r m  m a  I was opened i n  l~
) 7 ’ . Tlit ’ flOW a i I p o r t  a t  R I  vadh w i l l  have two

h r ’ 1 ;‘:‘ a ‘H ‘f i~~~
’ 

~ ‘~ ‘;e , F a l l  19 71 , No. 7 I.

7’;;,’ V ;~ ~ ~~ ~‘/~~~ ~~~ , .‘t~ 
, t a u t u a r v  1 9/S.

“ h’, ’~~ ~~~~ ~~~~~ ; -
~~~~~ ;‘:, ‘ :~~ • 29 March l~~Th , p . 

~~~~
•

1 ’; t ’o ’; :~~~”; : 1 , I t )  d u l y  19 7 7 . p .  1S4 .
‘.IPR S ‘‘~~‘; ; ;~~~ 

‘
; ti ‘~; 1 ‘:r’ ~~::~ :‘; V ‘~ ‘f •-1’ ~ ’i ‘ :  , 1 ~ August  1977 ,

No. 1(~9 I , p. 48. Or I g in a l I - v f rom ~~ /,‘i : . : T h . 4 . l u l v  19 77 , p. 2 .

— au~~~:~~~~~:s~~~~~ .- -
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parallel 420 ( 1 m e t e r  runways .  I n  addit (on to the new airports being

b u l l  t at Jeddah , R iyadh , and Dhah ran , 1 2 no re a I rpo r t s are to have

their r unways ex tended  to  permit the  opt ’r at  ion of la rge r p l . i t t e ~; , such

as the B—737 and B—747.

Saud Ia has been grow l ng at  a r a t e  of ~iho u t  50 pe i’ce n a V l s I  t s i  net .

1973. A i r  f re  lg ltt  revenues were 52 pt’rt’ent higher in  l~~74 t han  in

1973; passenger revenues we rt ’ S I p or e  ot t  t h i ghe r .  2 Saud i a t o  recast .i

50 percent growth in  the  number of passengers carr I t ’d  in 1971) over

those carried in 1975. 1~,75 represented a growth  of a lmost  1 0(1

percent ovt~ r 1973 in passengers c ar r  t ed . ~ ‘l’h l s pa ss en g e r  g r o w t h

has bes t owed upon Saud ia ot to  of  the  h i  ghos t  passeu lg I ’ r I o.ul t a c t . ’  i s

among Arab airl Ities : 1)2.9 p e r ce n t .  Moreover , tit i s load f a c t  or is

d e c ep tI ve  l y low , f o r  San dia ’ s ma t  or  h i t  rart ’g t o n a l  and ( i t t  e rn at  ion.i  I

routes have load f a c t  o rs raiig ing in the  of) p e r cen t  a r e ,i .  ‘t’lit ’ I i i  gli

passenge r load factors represent In c rt ’.ts ing demand , bu t  t h ey  .i i so

m d  I eat t’ t h e  at  r 1 m c ’ s ía ( l u r e  t o  moot t It i s  demand .

Saud Ia roe ord od a net  pro fit of $7. S ml 111  on in  1974 , but wit It

ope rat in g  expenses c l imb ing at an e s t i m a te d  ra t  e of 15— 4() p e rcen t

a year , a sha rp  earnings declin e was ant Ic (pat od for 197 5 . A c c o r d i n g

to t he  Saud i a annita  1 r epor t  of 197S , an operat i ng I oss of o v e r

$6 millio n was reg istered.

Saud i a  has a l o n g — st a n d  ing r e l a t i o n s h i p  with Trans Wot- Id

A irlines w h i c h  lt.ts p roy i dod management  St ’ r v  I t ’es st  t i c t ’ I 91i 6 and t t’t’hut tea I

ass [s t ance  of even longe r durat ton , s ince  191)4. A TWA oxt ’o - Ut  I Vt ’

serves di  roe t I y unde r S a n d i a ’ s 1)1 roe t or Ct’utt’r.t I . By t lit ’ cuiti  of 1°) 75

there were SOIIIO 500 TWA personne l in Saud ia ’s management  , opt ’ r .i  t I otis

marke t l ug ,  f l i ght  crow , and f i t  ght t t a  in ing. About 200() other

1
,I1’RS !‘i’~~ w / ,~ t f,nzoi ,‘~

j No~~~• ~~~ t :~:~ V vt  /; -U ’t ’i ’ : , N o . 1 t”~ 1,

I S  August  [9 7 7 , p. 48. Or i g I n a l l y  f r o m  ‘1! Ri: ia i~~, 4 J u l y  1~~7 / , p. 2 .
2,-l;’ [;t •‘ “z h’, ’ , k  ,z~: , j  : t ’ i ’ ~’ 1’, ’~ /m’ /’:~e , 29 March [‘)71), p. ~~

‘ .

h’.1 -k :~~j :~~~~~~ ;~~~ , ‘ •“~~~~~‘s’ .’.~~ i , 22 March 1971) , p .  I i .
‘4 See Appendix 1 of t hI s  paper .
5Tho London ‘i~’;, ‘

~~ , I S Sept emb e’ r 11) 75 .

________________________ .-~~ 
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(non—NA) foreigners from diverse locations were employed by

Saudia in la te  1975. This number has ce r t a in ly  risen in the last

two years.’

The infusion of f o r e i gn technical and managerial personnel has

been required in order to meet the burgeoning growth of passengers.

A plan to Saudiize the airline has thus proven difficult to

implement since the sheer rate of growth has outstripped the

abili ty to train Saudi nationals. Saudi nationals head the finance ,

marketing, administrative , and legal departments. One source says

that neither the government , the Saudi Board of Directors nor

individ ual Saudis show much interest in thc technical functions.
2

But perhaps the NA relationship with Saudia has created its own

momen tum , making NA somewhat reluctant to train Saudis to replace

f its own personnel.

As with Alia, training receives high priority. In 1968 Saudia

began an air—cadet education program for careers in the airline.

Forty are admitted each year. After first comp leting a two—year

curriculum to finish their high school education, the cadets then

receive spec ial training while working in various positions in the

airline. Some 500 employees are reported to be taking evening courses.
3

Some Saudi trainees are sent to American universities or training

institutes , most often the Spartan School of Aeronautics in Tulsa,

Embry— Riddle Aeronautical University in Daytona Beach , Florida ,

and the University of Kansas in Lawrence , Kansas.
4 
NA in Kansas City

trains Sandia pilots for the B—747. Beirut ’s Civil Aviation Safety

Centre [See Section II] trains B—707 p i lo ts, and the Aer Lingus

1
Of these non—nationa ls, some are employed as stewardesses.

Saudia does not recruit stewardesses locally because o f s o c i a l
custom. Most female cabin attendants c ome from the Lebanon .

from a conversation between Anthony Pascal and an
official of TWA , in May 1977.

~~,1 ; ‘i zt  ‘n W. ‘.‘k znd .‘7~’z ~’.’ ‘1’.’ ~hn ‘i ~~m , 29 March 1976, p. 32.
4
Anthony Pascal notes, op. cit.

~~~~~~ 
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flight simulator in Dublin trains pilots for the B—737s. As a direct

result of this training at domestic and international centers ,

all TriStar capt. are Saudis. Over 50 percent ~ the Captains

and first officers assigned to the B—707 and B—737 are Saudis ,

but only 30 percent (3 out of 10) of the TriStar flight engineers

on active duty are Saudis.

Besides TWA , Saudia has ties with British Airways, ArabAir

Services, Sabena, Lockheed , and International Aeradio. British

Airways is carrying out major maintenance on Saudia’s TriStars

(the L—lOlls have Rolls Royce RB211 Engines) at its engineering

base in Britain. ArabAir Services received its largest contract ,

of $5 million, to work with Lockheed for computerized management

of Radj pilgrimage traffic into Jeddah Airport.’ Sabena has

been contracted for the major overhaul work on the B—707. 
2

The peak traffic of 500,000 Hadj pilgrims (over 100,000

of whom Saudia carried in 1976) passing through Jeddah in a

four—week period each year (the world ’s largest annual traffic

bulge) poses problems of air—traffic—control and ramp parking

space for aircraft and ground transportation. During this month—

long period , load factors on flights between Riyadh and Amman and

Cairo reach nearly 100 percent . To help alleviate this problem ,

Lockheed was awarded a $650 million cont ract in 1976 for the

development and installation of a new air—traffic—contro l system.

Navalds are being supplied by ITT Federal Electric , the ILS

installations by SEL of Germany , and the high—frequency

communications equipment by Collins .

In September 1976 International Aeradlo was awarded a $30 million

contract for development of technical manpower for Saudia. A new

training center in Jeddab is to be built to accommodate a total of

‘Avia tion Week md Sp~z~~’ Tt ’~ hnoie T~l ,  6 June 1977, p. 328.
2
Ibid., 29 March , p. 34.

i~jht 1~’zterna t i-onal- , 30 July 1977, p. 351.
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230 students who will be trained to internationally accepted

standards. Courses will cover telecommunications, radio navigation ,

radio and radar engineering, and airfield lighting.1

In the early 1970s, international flights rapidly replaced

the dominant position of domestic flights in Saudia’s routing.

Saudia management has expressed a desire to overtake Beirut as

the Middle Eastern center from which most business trips begin,

and has developed ambitious plans for diversifying its air routes.

It is negotiating with Japan over the possibility of extending its

east—bound routes beyond Bombay, and flying to Kuala Lumpur, Manila,

and Tokyo. It also has hopes of a transatlantic route to New York,

and eventually to Los Angeles and Houston.2

One possible interference with the above planned developments

will be the inadequacy of the communication system throughout

Saudi Arabia. In conjunction with British Airways, Saudia plans to

introduce a computerized reservations system.
3 

(Ticketing and

passenger check—in procedures are still handled manually so that

bedlam usually reigns as passengers compete for space on flights.)

Saudi Arabia ’s current Five Year Plan comments , “the Kingdom’s

entire communications network [must] be upgraded before a new airline

reservations system can be implemented.”4

Other problems are the shortage of management skill, the long

time required to train technicians, the low status accorded

mechanical labor in Saudi Arabia , and the housing of foreign

personnel. There is no problem recruiting foreign personnel , but

the serious housing shortage has forced a number of technic ians and

managers to live in hotel rooms. Many recruits cut short their

stay in Saudi Arabia because of the poor living conditions.5

1Aviation Week and Space Technology , 4 October 1976, p. 15.
2lbid., 29 March 1976, p. 32.
3
The Kuwait—based Arab Fund for Economic and Social Development

will, contribute $20 million toward financing an electronic passenger
reservations system for  the Arab a i r l ines .  The Middle East Economic
Dige8t, 7 April 1977.

4
Saudi Arabia Five Year Plan, 1975—1980.

5Aviation Week and Space Technology , 29 March 1976 , p. 32.
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Despite the booming business , possible overextension , and

strain on its system , Sandia has maintained a clean safety record

and a high standard of technical reliability. Onl y one accident

has been reported in Saudia’s 32—year history .

Table I

SAUDIA ’S GROWTH TRENDS

(Estimates)
1969 1974—75 1979—80

Jet fleet 4 18 33

Propeller fleet 21 4 1

Saudia emplc yees 3944 5126 10,545
a

Civil Aviation Dept. 
bemployees 2116 8573

SOURCE: Saudi Arabia Five Year Plan , 1975—1980, Central
Planning Organization, Kingdom of Saudi Arabia

a
Worid Aviation Directory , Fall 1976, No. 73, already puts
the number of Saudia employees in 1976 at 10,603.

bNot available.

SYRIAN ARAB AIRLINES

Syrian Arab Airlines (Syrianair) is the smallest operation

studied. In 1975 total domestic and international fli ght passengers

numbered only 341.087. Syrianair ’s equipment includes two B—74?—SPs ,

three B—727—200s, four Super Caravelle lOB.3s, two Falcon 20s, and

two DC-6Bs. Damascus International Airport has one runway over

3300 meters and one 2700 meters . Aleppo has an airfield with a 2870

meter runway capable of handling non—wide—bodied jets. In November

1975 Syria granted Paris Airport Authority a $400,000 contract for

L.. 
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definition studies of a new terminal building at Damascus Airport

which has since been completed .
1 

The air—traffic—control center is

equipped with a Thomson—CSF long—range radar , and navaid orders are

expected in the near future.
2

A new airport servicing the Latakia region (the coastal area)

has recently opened. On August 2, 1976, three scheduled flights

per week began operating between Damascus and Latakia. This

service connects the capital with the Mediterranean coast , and

thus with the port of Aqaba. The airport has received administrative

and technical equipment necessary for navigational support , but the

airport is not equipped to receive jumbo jets.3

Syrian graduates from the Royal Jordanian Air Academy

will eventually provide Syrian Arab Airlines with needed manpower.

In 1976 only seven Academy graduates were from Syria though the

number enrolled will probably increase in the near future .

TRANS MEDITERRANEAN AIRWAY S

Trans Medi ter ranean Airways (TMA ) is a scheduled a l l—cargo

carrier based in Beirut. It was formed in 1953 and for six years

operated as a non—scheduled airline . In 1959 it was certificated

as a scheduled all—cargo carrier. TMA ’s route network is entirely

international with scheduled cargo services providing links between

Europe, the Middle East , Southeast Asia , the Far East , and the

United States. The flee t consists of nine B—7O7—32OCs (with

three more on order). The company emp loys 1912 , 160 of whom are p ilots.

The Interna t ional Civil Aviation Organization cited TMA as one

of the fastest growing  a i r l i n e s  of t he  decade . 4 This is suggested by

the accelerated pace of its ~‘argo growth: In 1971 TMA p e r f or m e d

1Aei~~t len Week en1  ~~~~ T ’e I~nele r , , 1 December 1 975, p. 28.
2 k ,, i ,h t 4 t e ~ne t i~~:ei , 30 July 1977, p. 354.
3JPRS T~ ~~~~O ~frW )fl iV~ u’ / / zn i Noi ’t~i -1~’n le z , No .  157 8, 3

November 1976, p. 176. Orig inally from i’ — Tii r~n i l : , 7 J u l y  1976 , p. 4.
4Thc M i l l i e  !~zet , December 1976, p. 97.
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167,002 ton—kilometers , and in 1975 performed 435,853 ton—kilometers.
1

However, the Lebanese civil war severely disrupted the all—cargo

services, forcing the sale of both the airline ’s B—747—lOOFs . In a

recent show of confidence , THA purchased over $400,000 of new

ground—handling equipment. It will take time to work up to the pre—

civil war load factors, but higher frequency available from the

B—707—320Cs has already pushed the available capacity of outbound

loads up from 10 percent to 28 percent.2

TMA was more fortunate than MEA during the civil war. Being

a cargo line with a r€~latively small staff, TMA could shift its staff

to neighboring states. TMA first moved its staff to Cyprus , and

later reorganized from Dubai. This flexibility enabled TMA to record

a profit for 1976, when MEA in comparison lost over $18 million.

It is also probable that TMA profited to some extent from the demand

for logistical support during the war. With the cessation of

hostilities has come a return to the home base in Beirut ; personnel

no longer commute to Beirut airport by air.3

¼’or ld Air Trciisport Statistics, 1971 and 1975.
2P light Interna tional , 30 July 1977, p. 351.
3John Andrews, “National Airlines Kept Flying——But Elsewhere,”

Intern a tional Hera ld Tribune , November 1977 (Special Supplement),
p. 38. 
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Y. CONCLUSIONS

TECHNOLOGICAL TRANSFUS E ON

Develop ing regions do not manufacture modern civil aircraft ,

and the technological sophistication and economic setting appropriate

for such manufacture will not be available in the Arab East in the

foreseeable future .’ It has been an economic imperative for the Arab

states to import airp lanes for their fleets, and to acquire through

purchase the latest technology necessary for air—traffic—control .
2

The jets and radar equipment , as well as the numerous managerial and

technical personnel brought into the Arab world , have helped to keep

air transport within the region vibrant and contemporary with Western

developments in aviation and avionics. Technology transfusion is

thus defined as the process of energizing an economic sector which ,

because of limits to local industrialization and shifted economic

priorities , would otherwise be unable to keep pace with the West.

For the airline sector the process involves the international t ransfer

under grant , credit , or cash of commercial sales of civilian aircraft ,

~nc1ud ing parts, support equipment, and the training and technical

services necessary for their use and maintenance.

This extensive transfer of aviation produc ts and personnel

has enabled the Middle East to become the world’s fastest growing

air transport region, according to the International Civil Aviation

Organizat ion. In contrast to an average of 2 percent world airline

traffic growth annually, a number of Arab airlines are growing

dynamically, Saudia as much as 40 percent annually. The 1975—1976

‘However, the manufacture of modern military aircraft is in the
planning stages. Jet planes , missile systems, and vehicles are to
be built in Cairo by the Arab Organization for Industrialization ,
a consortium established in 1975 by Egypt , Saudi Arabia , the United
Arab Emirates, and Qatar. Joint venture contracts with Western
firms will contribute to the long—range goal of creating an
industrialized base in the Arab world.

2Even Air France, an airline within a state manufacturing civil
aircraft of its own, has turned to Boeing for purchase of 12 B—737s
to replace its aging Caravelles. Air France’s $100 million loss both
in 1976 and in 1977 induced the government to yield and sanction
the purchase. The Los An,qci e~ Times , 14 January 1978.
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growth rate for scheduled passenger and cargo service for the

Middle East (including Israel) exceeded 25 percent. Projected

orders for 1976—1980 are between $500 and $900 million , of which

90 percent may be American equipment and services.’ The planned

civil aviation expenditure of the Saudis alone for the period

mid—1973 to mid—1976 amounted to $500 million.

The success with which Western aircraft manufacturers have

marketed their products in the Arab world can be ascertained by

analyzing the components of the various fleets. Having its “moment ”

in the Arab East, Boeing has sold the greatest number of ai r c r a f t

in the region ; all the airlines under consideration have at least

some Boeing airc raft. Alia, Kuwait Airways, MEA , and TMA are all—

Boeing; Egyptair , Iraq i Airways , Saudia , and Syrian Arab Airlines

maintain large ly Boeing fleets. The other aircraft prominent in

Arab fleets are manufactured by Lockheed. Lockheed TriStars (wide—

bodied jets) have been sold to Saudia and Gulf Air. McDonnell

Douglas has yet to secure a single order for wide—bodied jets.

The above acquisitions represent a change trom 1950—1970 ,

when Arab fleets were largely made up of European products (Caravelle ,

Comet, and Trident). The transition from European—built to

American—built aircraft has been the dominant t rend , with Egyptair

deviating somewhat from it. Egyptair , having purchased on credit

eight Tupolev—154s from the Soviet Union and subsequently returning

them, moved from a Soviet—built fleet to  an American—built fleet.

Wide—bodied jets now constitute about one—quarter of all Arab

aircraft servicing passengers (not all—cargo THA). Most of these

large jets have been purchased following the oil—crisis boom of 1973.

Other than purely economic factors have led Arab airlines to select

14rabAir ’, an information brochure published by ArabAir  S e r v ic e s .
Ltd. , 1977.

The dramatic increase in tt~e purchasing power of o i l — r i c h  Arab
states can best be illustrated by noting the leap In price per barre l
of Persian Gulf oil: $2.39 (1953), $3.01 (1973), $5.11 (October 197~~ .
$11.65 (early 1974). The ~iz:~iet i~~: Se!~’nee Men ! te~’, 26 Oc tober 1977.
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the latest in aircraft design . As with “status ” weapons, the jumbo

jets have been purchased for reasons of presti ge as we l l  as o f

economic viability. Both hi gh technology weapons and wide—bodied

aircraft are often inappropriate to the support capabilities of

rec ip ient countries. The B—707 still outnumbers wide—bodied jets

in the Arab East , however , by a factor of almost three to one (68:24).

To accommodate the newly—purchased jumbo jets, Arab states have

had to upgrade and extend the runways of their major airports. Iraq,

Syria, and Kuwait each have ~ne runway capable of handling the large

jets (over 3300 meters long); Egypt , Bah rain , Jordan , and Lebanon

have two such runways each (Lebanon has the immediate capacity fo r

a third at Uamat); and Saud i Arabia now has three such runways.

The airl ines’ t ransition to international stature after being

merely regional feeder operat ions has necessitated not only extra—

length runways but also new or enlarged airports fully equipped with

modern air— t raffic—control systems . Major new airports are being

buil t near Amman, Jordan; Hamat , Lebanon;
1 and Jeddah, Saudi Arabia.

Egypt and Saud i Arabia are extensively renovating a dozen airports

each. Beirut airport will be undergoing repair soon , having been

damaged by the recent civil war. In addition , a $150 mill ion expansion

of Beirut airport is planned.
2

In addition to these new airports scheduled to be built , other

construction has been underway or is planned for most Arab airports.

These recent construction projects have been outlined on the next

page , and where in format ion  is available , a t t endan t  radar  systems

are noted.

1
The Pierre Geinayel Interna t ional Airport nearing completion i r~

Hama t , Lebanon , has been supp lied w i t h  free equipment and ma te r i a l
by Christian financiers . This equipment includes American and
Belgian radio and navigation technology . The Los -1~;~j ~ i~’c T!r ’k e ,
25 June 1977 , pp. 14— 15.

2
Repair and development of Bei~rut airport has been made poss ibl e

by a loan of $28 million granted by the Kuwait Fund for Economic
Development. L ’ n!n~— [~ Jear , 13 August 1977. Also see The
In terrza tione i ‘~~z / !  ~~z[~zou’, Special  Report on Lebanon , November 1977.
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New Terminal Buildings New Air—Traffic—Control New Radar Systems
Systems or Centers

Cairo airport: new Cairo airport: new Kuwait and Cairo
terminal building to contro l tower to be airports:
be completed soon comp leted soon equipped with

Plessay Stan 37/38

Damascus airport: new Jeddah airport : new 
instrument landing
systems

terminal building has air— traffic—control
been completed system has been

commissioned Damascus a i r p o r t :

Kuwait  airport: new eq uipped w ith a

terminal bu i ld ing  to Bahrain a irport : new Thomson—CSF [French]

open in 1978 air— t ra f f i c—con t rol long—range radar ;
navaid orders expectedtower likely to be in the near f u t u r ecommissioned soon

Riyadh airport: a new
terminal building Baghdad airport: new
opened in 1975 Selenia [Italian]

long—range radar to
be commissioned soon

Bahrain airport: new
radar has been
commissioned

Capital investment in the structures and in the technological

acquisitions outlined above represent a significant portion of Arab

states’ allocations for air transport development. However , these

tangible products of massive investment would not have been possible

were it not for the managerial talent and technicians secured to

oversee and assist in the accelerated growth of certain Arab airlines .

For Saudia, Kuwait Airways, and Gulf Air in particular , these foreign

inputs have been vital elements in the maintenance of sustained growth.

Saudia has been sustained by technical assistance from TWA since

1964, and by managerial assistance since 1966. Though all B—747 pilots

are Saudis, only 30 percent of the flight engineers on active duty are

Saudis. Similarly, extra—nationals are employed in half of the captain

and officer positions for the B—707 and B—737. At the end of 1975,

Saudia employed 500 personnel recruited from TWA in addition to

2000 other extra—nationals.

~~~~~~~~ - ~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~ ~~~~~~~~~~ ~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~
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Many of these ext ra—nationals were employed in technical servicing.

British Airways maintains S.iudla ’s TriStars and Sabena does major

overhaul  work on the B—707s. Recognizing the need for tra i ned personnel

of Saudi origin , Saudia concluded a $30 m i l l i o n  c o n t r a c t  w i t h  the

B r i t i s h — b a s e d  I n t e r n a t i o n a l A er a d io  in  September  1976 f o r  the

deve l opment of i t s  technical manpower. Until such personnel ar e

trained , Saudia will continue to rely heavily on foreign assistance.

Kuwait  A i rways  has a lso  been cha racterized by substantial.

reliance on foreign assistance: In early 1973 only 36 pe rcent of

the cockp i t  crews were K u w a i t  is. S i m i l a r l y ,  Gu l f  A i r  is a large

employer of Western workers. Internat ional Aeradio maintains Gulf

A i r ’s av ion ic s  equ ipment , w h i l e  B r i t i s h  A i r w a y s  t r a i n s  the crews

for  Gulf  A i r ’ s j umbo j e t s  and is r e spons ib l e  for  t h e i r  upkeep.

M i d d l e  East A i r l i n e s  and Alia , on the o ther  hand , have grown

steadil y , and have avoided extensive reliance upon fore ign assistance

for  f l e e t  s t a f f i n g  and m a i n t e n a n c e .  Both  employ la rgel y n a t i v e

wo rk. forces and f a l l  back on f o r e i gn exper t i se  fo r  overhaul .  ~~A

does rely somewhat on British Airways , Air France , and Sabena for

componen t repai r  and ove rhau l ;  L u t t h a n s a  and SNECMA are under contract

to provide  A l i a ’s major  overhaul needs. 1 Al ia  has b e n e f i t t e d  f rom i t s

smal l—sca le  r e l a t ionsh ip  w i t h  Pan Am which has provided suppor t  and

adv ice  in a d m i n i s t r a t i o n .

S t a t i s t i c s  fo r  fo re ign  personnel  employed by the three smal ler

Arab a i r l i n e s — — E g v p t a i r , Iraqi  Airways , and Syr i a n a i r — — a r e  not

available. These airlines serve Arab states that have not chosen to

p romote t e c h n i c a l  exchanges w i t h  the  West u n t i l  q u i t e  recent ly.

Their po litioal environments have precluded such contacts and have

instead fostered relationshi ps with the Soviet  Union.  Egyp tian

re l iance on the Soviets for maintenance and overhaul appears to have

been ex t e n s i v e . But t h i s  s i t u a t i o n  is g radua l l y changing.

lo a i r l i n e  o f f i c i a l  from the Gulf sector s tated tha t  the
m a j o r i t y  of Arab c a r r i e r s  s t i l l  ship the i r  jet engines to SNECMA
in France f o r  major  overhaul .  - i ’  !e t ie~: We~ 7< ~~ I ~a ee Te~’1:no /
28 November 1977 , p. 26.
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Egypta ir abrupt ly terminated the use of Its Soviet—built a i r c r a f t

after acute diff iculties arising from Tupolev—15 4 defects. i n

addi t ion , rein t ions betw ~~‘n Sov ie t  and Egy Pt a In t e c h n i c i a n s  appear  to

have been less than  c o r d i a l .  One reason fo r  Egypt ’ s break w i t h

the  Soviet Union  i n  1972 was the  f a i l u r e  of Moscow to st’n(l spare parts

t o  r e p a i r  a i r c r a f t  , b o t h  military and c lv i  { f a n .  The break hzis forced

Egypt to e i t h e r  seek new and mo re r e l i a b l e  sources of supply for

spare p a r t s  or to purchase a I together new ny l o n  tcs and a t  rc r a f t

systems. Which  pa th  w i l l  he taken Is  not yet  c l e a r , hut  B o e i n g

ai raft have al ready been purchased , and in  t he  near future ,

admin i s t  rat lye and t e c h n i c a l  respons Lb l i l t  les may be t r a n s f e r re d  to

Boeing.  There are in d i c at i o n s  tha t  Lockheed may assume respons lb i I los

connectet ~ w i t h  E g y p ta ir ’ s cargo se rv ices .  Lockheed Ai rc r a f t  Serv 4 ~s

has been d i scuss ing  w i t h  E g y p ta ir  the possibilit y of a j o i n t  vci~~i ..

to provide a i r  cargo service w i t h i n  E g y p t .

D e f i n i t e  a r r angemen t s  of the  sort  w h i c h  may be made between

B oeing  and E g y p t a i r  have a l ready been made w i t h  I r a q i  A i r w a y s .

Supp lement lug the recent purchase of Boe ings  by I r a q i  Al rways is an

extens ive m a n a g e r i a l  ass is tance  program In Baghdad.  Mor eover , under

the auspices  of Iraqi Airways , 311 I roq is , perhaps t he  largest

single c l v i i  inn group of Arab st tident s in  America , h ave bee n s ( udv lu g

at an Ame r I can iIV iat  ion t ra In lug In s t  it  U t I on. The I r aq Is are

s t u d y i n g  Ins t  rument s and e l e c t r o n i c s  as we I I  as a Ir e  rz i f t  an ii powe r

p lan t  m e c ha n i c s .  -

ABSORI’T I yE CAPAC I T  I ES

fLiv log t o send Arab s t uden t s at~ road en masse ind cates a I ack

of upp o rt on i t  I ~~ for  I oca i  I c lvi I aviation ra m ug. We I 1—es t oh I ( shed

Egypt air is not a lone in  t ’xper ton e I ug ( 1 1 f f  I c u l t  los w i t h  t h e
Russ I an—mad e j e t s . On ~ Dect’mhe r (977 anot t i er  To— ( 5 4 , b e l o n g i n g  to
B a l k a n  Al r I I nes , c rashed wIt i It ’ a t  t em p t  lu g  a 1 o reed I aud i  rig. Mec can
p i l g r i ms  we re aboard.

f rom m t  t’ rv I e’ws , 1 7 May J 977.  I t  shota I d be noted t h at
9 Sy r t a i n s , 8 K u w a i t  i s  • and 2(1 Saud Is were a l so  en r o l l e d  in  t h e  S p r I n g
semester  1977 , au t h a t  In s t i t u t l on , onl y one of severa l I i ~ t he U . S .
enga ge(l in  such t ra In  lu g .
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programs exis t onl y in Beirut , Leban on , and Anunan , Jordan. In  Be i ru t

the Civil Aviation Safety Centre accommodates about 70—80 students

from the teg ion each year. It is equi pped w ith a s i m u l a t o r  and

eng ine er ing  train ing eq ui pment [See Section ii].

The A rab world ’s onl y comprehensive civil aviation training

takes place in Amman at the Royal Jordanian Air Academy (RJ AA),

established in 19o8. A recent  iy comp leted training center at

Amman airport will complement the RJAA by offering simulated B— 727

t r a i n i n g .  Because of these a v iat i o n  In s t i t u t ions , Al i a  nears

s e l f — s u f f i c i e n c y :  Only 10 percent  of A 1.ia ’s p i lo t s  are ext ra—

na t iona l s , and a l l  cop i l o t s  and f l i g h t eng ineers and stewardesses

are Jordan ian .

P a r t l y  to re l ieve the press ing  need of Arab c o u n t r i e s  less

developed ae ronau t i ca l ly ,  the Civi l  Avia t ion  Counc i l  of Arab S t a t e s

has undertaken a p ro jec t  to  es tabl ish an Ai r  U n i v e r s i t y  fo r  the

Arab world.  Amman is a l i ke ly s i t e , and A i m  and Jordan  have

expressed the i r  wil l ingness to  expand the RJAA so t h a t  i t  w i l l  be

the nucleus for the Air University. But until this university is

fu l l y real ized , most Arab airlines will have to rely upon

institutions outside the region for t e c h n i c a l  t ra i n i n g . ’

An impor t an t  element in aviat  ion t m  In trig is access to

s imulators. The number of s imula to rs  a va i l a b l e  to Arab s t u den t s

for f l i ght t r a i n i n g  is s m a l l .  The t r a i n i n g  c e n t r e  a l t  Amma n

a i r p o r t  has been provided w ith  a s i m u l a t o r  t r a i n i n g  foe i l l  t y f o r

the B—727 .  - -  o i l y  o ther  s i m u l a tor  Is at Be i ru t ’ s C i v i l  A v i a t  ion

Saf”t”  CO ~tre .  The s i t u a t i o n  is c h a n g i n g ,  however , as six

sir uCS were ordered in 1977 by I r a q i A i r w ay s  and Saud in . But

f l i g h t  s tuden t s  have and w i l l  cont inue  to  rt ’ct ’ i ye ~ im u l  alt ed eXIle r—

ience outs ide  the  reg ion . Under exchange programs Arab f l  i g h t

s t uden t s  are  t r a i n e d  in s im u l at  ors loca ted  abroad , e s p e c i a l l y  In

the  Un i t ed  S t a t ~~s and in Br It  a m .

I I~ is  c e r t a i n  t h a t  Arab a i r  for e t ’ t r a i n i n g  programs p r ov i d e
cu ’r t  a in Arab a i r  I tries w i t h  t r a i n e d  personne l . rh is ni l i t ;  cv t o
c i v i l i a n  sp il l (‘yer wil l  not he dealt with here .

— 
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Lebanon and Jordan , the two countries with training centers

for crews and technicians , co inc iden ta l l y have maintained enduring
relationships with the West , and economic , pol I t ical , and cultural

ties unbroken by coups or mil it ary reg imes since World War IT . In

many ways , the Jordanian and Lebanese colonial heritages have

facil itated the absorption of advanced technology , including

civil aviation equipment.

As active patrons of parochial schools and institutions for

hi gher education in Lebanon and Jordan during the past 100 ye ars ,

France, Britain , and the United States have assisted in the

moderniz ing , and often Westernizing, process. Problems of language

are therefore not as profound as in othe r Arab countries.

By contras t , Saudi Arabia and the Gulf ripar ians , which fell

outside the radius of concer ted Br itish and French cu ltu ral
pene t ra tion , have only recently begun to incorporate technical

and language studies into their school systems. Having the money

to send their students to England and America , oil—producing nations

only reluc tan t ly acc ep t local rep lacements. This fact hel ps to

explain the diffic ulties which the Arab Air Carriers Organization

and the Civil Aviation Council of Arab States have encountered in

their attempts to set up a Pan Arab Air University.

For Saudi Arabia and the Gulf states it will be several years

before problems of language in technical education are overcome ,

but progress is being made. In September 1975 the British Council

began to supp ly King Abdul Aziz University at Jeddah with teache rs,

adminis tra tors , and consultants from Britain . They will coordinate

programs of intensive Eng lish to prime about 300 students proceeding

to medical and engineering careers. By 1977 the number of students

reached 700, and the British Council involvement in the turnkey

operation was to be phased out.~

1
The Times Ul ihe r ’ Educ’ation ~npp f e r n  ‘u t , 21. 10. 77 , p VI.
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Colonial ties have also strengthened Lebanon and Jordan ’s

communications networks and transport services , both essential

elements of national infrastructures. Many cooperative relationships

still pers ist , and joint ownerships In business and trade are not

uncommon. Where the airline company Is partl y owned by outside
stockholders as in the case of i~EA (Air  Fran ce owns 30 percent),
tendencies for profitable and steady growth would seem to be

reinforced.

Taking the above factors into consideration , Al ia, i~~A , and TMA

appear to have the greatest capacities for absorbing new aircraft

and for training requisite personnel. Growth has been steady, native

institutions have provided for language and vocational training and

have been instrumental in producing fl ight personnel , and incentives

from abroad for technical and financ ial suppor t have been p lentiful.
Apart from Lebanon and Jordan , other Arab countries ’ air transport

grow th will be re tarded by the in adequacy of in f r a s t ru ctu res in

some airports and by the slow growth of technical and administrative

expertise. Problems of political continuity, shortages of trained

personnel , and diversions of resources to the mil itary have been
par ticularly profound in Egy pt , Syria , and Iraq. Saudia and K u w a i t

Airways are growing fa r  too quickly for the ir suppor t capac iti es ,
and essential reliance on Western expertise In management , t r a i n i n g ,

and overhaul will continue to grow.

In the body of this paper , available information on “t ime

re l iabi l i ty” and “technical reliabili ty” have been furnished in an

eff ort to help assess comparative absorptive capacities. Safety

records have also been mentioned. But in themselves , these statistics

are inconc ’usive and often misleading for many reasons)- For examp Le,

Alia is reported to have a high standard of “technica l  re l iab i l i ty, ”

yet it is ranked in the “least safe” category of one study . Equa lly

d i f f i c u l t to exp lain is Ir aq i Airways’ death—free fli ght record .

11n par ticular , airline mishaps are not always reported , the
achievemen ts of a i r l ines  are mad e pub l ic while  ~~tbacks are not
divu lged , and con trac ts for  techn ical and managerial  serv i ces
often fail to appear in the published sources.
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With respect to Saudia and Egyptair , however , these statist ics

appear to concur with informat ion previously obtained. The former

has a clean safety record and is reported to have a high standard
of “technical reliability.” Egyp tair , on the other hand , has poor
“time reliability” and ranks as one of the world’s “least safe”

airlines.

ECONOMIC PROSPECTS AND POLITICAL IMPLICATIONS

The recent growth of civil aviation in the Arab world will

contribute to the accelerated development of national and

regional infrastructures. Even before the phases of consolida t ion
and standardization of fleets are complete, the residen t airlines
will foster economic and social integration in the region by
transferring technically tra ined , skilled manpower——foreign and
indigenous——to locations of need. This contrasts with the historical

evolution of aviation in the West where industrial development

preceded substantial airline growth. A number of Arab states have

been building their aviation sectors as integral parts of their

developing industrial economies; the airlines are indispensable to

their rapid growth. The sources of this growth have been changing.

By 1975 , sources of technology transfer in Egypt in most

sectors had shifted from the Soviet Union to France, Bri tain , and

the United States. In 1975, Kuwait ’s principal suppliers became the

United States and Britain. Similarly, from 1970—1975 British firms

were the primary suppliers of technology to Qatar and Abu Dhabi.
1

Saudi Arabia has long been the client of the United States, and Leban on

has been a Western preserve since its creation. Only Syria and Iraq

are Soviet clients, and this paper explains that even in Iraq, recent

cooperation with Boeing indicates a turn to the West for

technological know—how, a turn that may have parallels in other

developing sectors of the Iraq i economy.

‘See Analytical Overview , Te hno1e~i~ Trans f e r To The A!! I d l e  Pa.~t
O.P.E.C. Nation s And Egyp t 19 70—19 75 , Sep tember 1976.

_________ - —- — -_---- — _~~~ ~~~
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The oil—rich and the oil—deprived , the conservative monarchists

and the radical socialists- are turning to the West in the aviation

sector , among other sec tors , primarily for  sound economic reasons.

The profit motive and the desire for efficiency in operations

have attracted both the privately—owned and the state—owned

airlines to Western management and marketing techniques. The

airlines as an industry are particularly vulnerable to competition ,

and, furthermore, isolation or divergence from regional operational

norms would tend to bankrupt an airline.

When profitable, airlines bolster national economies by

contributing to hard currency earnings and by employing thousands
of workers.

1 Al ia , for example , contributed ove r $40 million in
hard currency to Jordan ’s balance of payments in 1975.

2 MEA is the

largest non—government employer in Lebanon , generating 5 percent

of the country ’s national income, and playing a major role in

servicing traffic to and from the oil—rich regions. Government—

owned Saudia re€i~ ored profits in 1974 which totalled $7.5 million .
3

Saudia’s annual participation in the transporation of regional Hadj

pilgrims contributes to increased sources of revenues for businessmen

in the Mecca area.

Unprofitable Egvptair which has been a burden to the Egyptian

state economy has bcen appealing for changes in its legal status.

The Director of the Egyptian Aviation Organization, General Nabih

Hashad , has prepared a draft bill for Sadat that would convert his

organization into a company. This measure would subject Egyptair

to international competition and cause the company to carry the

foreign loans and their interest. The effect would be beneficial

because salaries of skilled engineers, stewards , and stewardesses

‘American workers in the industry also benefit from the increasing
demand for new aircraft. The slump which Western civil airc raft manu-
facturers experienced after the oil crisis was partly relieved by
Arab purchases.

Tra ns f ~zt - ip ne Of l A1e z i ~ Eas t m!  North Afrioa, No. 1684, 28 July
1977 , p. 62. Originally from Al—Pu stur , 25 May 1977, p. 12.

3The New York Times, 26 January 1975.
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would be raised, and at the same time extraneous personnel would

be dismissed) This switch from civil service status would help

to halt the outward flow of trained personnel from Egyptair.

Whether or not the bill fits into Sadat ’s overall policy of

infitah (see p. 17) remains to be seen.

Syrian Arab Airlines, also emp lanted in an economic system
oriented to the public sector , is undergoing administrative

transformation dictated by the state. By order of the Syrian

Prime Minister, the board of directors of Syrianair was dissolved

on 19 September 1977. A “Working Committee” would provisionally

run the airline, and an “Investigating Committee” was believed to

be looking into the 1976 purchase of two B—747s and one B—727.
2

What prompted the purge is not known , but perhaps , in contrast to

Egyptair and Iraqi Airways, increasing reliance on Boeing is now

considered politically reprehensible . Syria’s dependence on the

Soviet Union will contribute to Syrlanair ’s vulnerability in

the face of airline expansion by the oil—wealthy states, and may

even lead to the airline ’s partial eclipse in the region.

Syri€~nair’s acquisition of the jumbo jets mentioned above

was made partly on economic grounds, but factors of status may
have influenced the purchase as well. The airline sector

distinguishes itself from other sectors in the infrastructure because

of its symbolic , visible character. As an increment, each jumbo

jet, each modern “international” airport , and the latest in radar
technology suggest civil economic capabilities, just as sophisticated

supersonic fighters, jet bombers, and advanced radar systems seem to

represent military capabilities. But endowing a country with

sophisticated aircraft does not ensure new industrial and agricultural

activity and may lead to possible overextension.3

1JPRS Translations on Near East and North Africa, No. 1717, 14
October 1977, p. 12. Originally from Al—Musai~~ar, 19 August 1977.

2Agence France Press, noted in Ara b Report and Record,
16—30 September 1977, p. 799.

3For the multiple and conflicting goals which states pursue when
making transportation decisions see Hans Heytnnnn, Jr., The Objectives
of Transportation in Econonn c Development , Rand P—2836, December 1963.

~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~ ~~~~~~~~~~~~~~~~~~~~~~~~~~ -~~~~ -• - ~~~~~~~~~~~~ 
- - ___________



— 
~~~~~~~~~~~~ 

— —

r
45

The threat to continued growth of Saudia, Gulf Air , and Kuwai t
Airways comes not from state control and interference in their

a f f a i r s, but rather from possible overextension because of fierce
competition. Saudia, Kuwait Airways, and Gulf Air are in rigorous

economic competition with one other for control of the Peninsular

oil businessman. Schemes to unite the latter two have not been

successful , and it seems that local national allegiances and
3 economic appetites have conquered their nascent cooperative efforts.

It may be worth noting that Saudia’s quest for regional supremacy

may further complicate cooperative endeavors in the region. Saudia

competes actively with the well—established Alia and MEA for

regional airline traffic hegemony.

The lack of regional cooperation in the industry is a

serious problem. Though Arab airlines have now existed for a

few decades, only in late October 1977 did an inter—Arab conference

(MECACON) meet to discuss aviation—related issues affecting the

region as a whole. Ubi quitous problems of training, standardization ,

and air—traffic—control have yet to be resolved , and it will be
years before substantial reliance on outside sources of expertise

can be minimized.

Two further factors, one internal to the regional and the

other external, may inhibit the healthy growth of Arab aviation.

Regional nationalisms——pan—Arab and local——and the desire for

modernization plans to support the political status quo have

compelled many Arab governments to take measures to isolate

foreign workers from the political and cultural milieu into which

they have been brought. Arab states are concerned with rapid

economic development and its possible outpacing of social change,
and are aware of the inherent political risks of overt dependency

upon the West) Arab airlines, though sporting certain Western

1
The spectres of foreign ideas——communism , anti—monarchism—— are

compelling Saudi officials to be vigilant of imported work forces.
Dependency on non—Western extra—nationals is also a major concern of
Kuwait. Kuwaitis constitute only 47 percent of their country’s residents
and a mere 30 percent of the labor force.
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ways, rarely go as far as the Iranian national airlines , for example ,

whose promotional jingle sings , “In our hearts and many more ways,
America , we ’re growing your way.”1

The second threat to continued Arab reliance on American

expertise is tax reform in the United States. Provisions of the

Tax Reform Ac t of 1976 would impose larger taxes on Americans living

and working abroad. Foreign earnings exemptions will be reduced

as overseas income excludable from U.S. taxes will be pared to

$15,000 from $20,000 ($25,000 if the taxpayer has lived abroad for

more than three years).2 Though these provisions have been delayed

three times——to 1 January 1977 , 1978, and 1979——their implementation

would be detrimental to U.S. businesses, especially those in the

Middle East; tax increases of hundreds of millions of dollars would

have to be absorbed by U.S. employees and employers. Germany ,

Bri tain , Japan , and Italy do not tax the foreign earnings of their

na tionals , and hence , those coun tries ’ services would appear
more economically attractive to foreign contractors.

Tax reform measures would affect Arab—American technical

assistance programs, and it is precisely these programs that are

significant in the long—run. The underestimated , growing

Arab—West economic alliance so prominent in the long—term

development of Arab airlines suggests tha t pol it ical coopera t ion
will follow, not precede , economic cooperation. The extent to

which countries of the Arab world and those of the West are pursuing

cooperative economic goals is of ten underes timated , as similar

Western economic assistance programs and packages in several other

areas (construction of railroads , highways, power plants , factories ,

hospitals, among others) are dwarfed by the emphasis placed on

growing military alliances as secured through arms and training

1
The rapid mental association of national flag carriers with the

politics of their host states is not to be underestimated. Like
embassies , national airline offices are particularly vulnerable
to terrorist activity. On 11 July 1977, the Air Iran offices in
Zurich were destroyed by arsonists. Egyptair offices have similarly
been attacked by terrorists.

2”Title X——Changes in the Treatment of Foreign Income,” U. S.
Code Congressiona l and Adir, inistra tiv~’ Newv, Vol 1: T,~~’s , 1976, p. 1610.
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programs. Judging by the success with which the West (and not the

Soviet Union) has managed to satisfy the demands of Arab airlines

for technological products and service know—how, other civil economic

sectors may indicate a Western involvement of similar scale.

Indeed , the vital contribution of Western private enterprise to the

economic growth of Arab countries in general——through the training

and education of local nationals, the use of local subcontractors

and suppliers, and the introduction of advanced management techniques——

may exceed the contribution of technical assistance and aid programs

of governments and international agencies. Though little—publicized ,

this use of economic strength and technological advantage through

the marriage of Arab capital with Western expertise will continue to

constructively serve both American and Arab interests.

______- -  ~~~~~~~~~~~
_
~~~~

- -

~ 
_ —---~~~ —_-- 

/ 
--  - _ - 

_ - - -



48

APPENDIX 1

PASSENGERS CARRIED

1973 1975

Alia 162 ,000

Egyptair 658,000 916,866

Gulf Aira 313,797 650,000

Iraqi Airways 208,000 388,000

Kuwait Airways 453,586 1,578,500

Middle East Airlines 819,000

Saudia 1,000,000 1,835,733

Syrian Arab Airlines 185,000 341,087

SOURCE: 1973: Interavia 10/1975 (from Arab Air Carriers Association),
p. 1028.

1975: World Air Transport Statistics.

aGulf Air Commercial Planning Department, 28.4.75 (in “The ‘Falcon
Airline’ is 25——Gulf Air Today,” Interavia, 9/1975).

b1~ 1976 the number of passengers carried was 475,470. JPRS Transla—
tions on Near East and North Africa , No. 1669, 24 June 1977 , p. 50.
Originally from Al—Dustur , 11 May 1977.

_ _ _ _ _ _ _  
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APPENDIX 2

PASSENGER LOAD FACTOR/WEIGHT LOAD FACTOR

(All Services)

1971

Alia 32.2% / 27.5% 53.7% / 49 .4%

Egyptair 50.1% / 45.4% 56.2% / 50.3%

Iraq i Airways 57.8% / 54.0% 52.6% / 45 .8%

Kuwait Airways 53.2% / 48 .3% 60.5% / 54 .2%

MEA 48.9% / 4 7 . 7 %  [50.0% / 49 .0% (1973)]a

Saudia 46.8% / 45.5% 62 .9% / 49 .0%
(59% / 46%) b

Syrian Arab Airlines 58.9% / 55 .9% 67 .0% / 58.6%

TMA / 58.6% / 54 .9%

SOURCE: 1971, 1975 World Air Transport Statistics

a1973 ICAO Digest of Statistics No. 194, Fleet Personnel.
bSaudia Annual Report 1975.
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APPENDIX 3

OPERATING REVENUES/PROFITS — 1973

(per hour flown )

Alia $2185 / +49

Egyptair 1480 / —592

Kuwait Airways 3340 / +524

MEA 2908 / +412

Saudia 1941 / +55

TMA 2320 / +318

SOURCE: 1973 ICAO Digest of Statistics No. 194 , Fleet Personnel

TOTAL OPERATING REVENUES/PROFITS

Alia 1975: $55 million operating revenuesa

$1 million prof i t
b1976: $83.7 million operating revenues

$2.5 million profit

MEA 1974: $14 million profitC

1975: $5 million loss

1976: $18 million loss for first two—thirds

Saudia 1973: $2.5 million profitd

1974: $7.5 million profit

aJPRS Translations on Near East and North Africa, No. 1669, 24 June
1977 , p. 50. Originally from Al-Dustur , 11 May 1977.

bJpRs Translations on Near East and North Afri ca , No. 1634, 4 April
1977 , p. 53. Originally from Al—Dustur , 23 January 1977.

CAriation Week and Space Technolog~j, 4 October 1976, p. 29.
d
The New York Times, 26 January 1975.
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