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FOREWORD 

Background of the study 

This is one of a series of regional air transport studies 
produced in accordance with Resolution A18-20 
adopted by the Assembly of the International Civil 
Aviation Organization in 1971. Since 1976, these studies 
have examined the development of both air passenger 
and air freight transport, with particular emphasis 
on trends and developments during the most recent 
five-year period for which information is available. The 
most recent ICAO regional studies are: 

Asia and the Pacific Circ. 201 (1986) 
Africa Circ. 189 (1984) 
Latin America and 

the Caribbean Circ. 175 (1983) 
Middle East Circ. 167 (1982) 

Purpose of the study 

In Resolution ,418-20, the Assembly recognized the 
importance of the efficient and economic development 
of international air passenger and air freight services in 
connexion especially with the growth of tourism and 
trade and the usefulness of studies designed to further 
this development. The Assembly resolved that regional 
studies of the development of international air trans- 
port should be undertaken and decided that the contents 
of these studies should be condensed to the extent 
feasible. They were to have the over-all objective of 
assisting States by providing current information on 
trends and developments in air transport, indicating 
obstacles to further development, and measures to 
overcome these obstacles. 

Scope of the study 

This study deals with the develo~ment of international 
air passenger and air freight services to, from and 
within the 14-State Middle East region. It spans a 
period from 1977 to 1987, using some 1988 data where 
available. It also forecasts the international traffic of 
the airlines of the region for the period 1988 to 1998. 

As with previous studies an underlying assumption is 
that States make and implement their own policies and 
plans for air transport system development and that this 
study may be of value in the preparation of such plans 
and in the formulation of such policies. Similarly, its 

usefulness could extend to the several parts of the air 
transport system, especially the airline and airport 
components. 

Sources and limits of information 

One of the main sources of information used in this and 
other ICAO air transport studies is the data regularly 
filed by Contracting States on Air Transport Reporting 
Forms and published in seven series of statistical 
digests: Traffic - Commercial Air Carriers; Traffic by 
Flight Stage; On-Flight Origin and Destination; Airport 
Traffic; Fleet - Personnel - Commercial Air Carriers; 
Civil Aircraft on Register; and Financial Data - 
Commercial Air Carriers. There are some deficiencies 
in the statistical material and not all States are able to 
file all of the data requested. 

To  supplement the data available from the statistical 
programme, questionnaires were addressed to the 
Contracting States in the region, and to  the other ICAO 
States with airlines operating to the region. Replies to 
these questionnaires were received from Cyprus, 
Czechoslovakia, France, Federal Republic of Germany, 
Hong Kong, Kuwait, Pakistan, Spain, Switzerland, 
Saudi Arabia, Syrian Arab Republic and Turkey. 

Information was also obtained from Bahrain, Iraq, 
Israel, Kuwait, Jordan, Saudi Arabia, Syrian Arab 

'Republic and United Arab Emirates, during missions 
undertaken by the Headquarters Secretariat to establish 
direct personal contact with appropriate officials of 
governments, air carriers, and other entities. 

Another source of information used for this study 
was the large and constantly updated collection of 
research material on hand at  ICAO, including 
completed ICAO studies, periodical and occasional 
publications of national administrations and inter- 
national organizations, studies prepared by research 
agencies and individuals and the aviation press. A 
selected bibliography follows the Appendices. 

The monetary unit used throughout this study is the 
United States dollar. 

Review of the text 

This study, completed on the basis of the information 
sources indicated above, was reviewed by the Air 
Transport Committee. Taking into account the 
comments made by the Committee, the present text was 
prepared by the Secretary General and published by 
decision of the Council. 
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SUMMARY 

Background to Air Transport 
in the Middle East 

The Middle East lies on  major air and surface trade 
routes between Asia and Europe. It has 14 sovereign 
States, all of which are Contracting States of ICAO: 
Bahrain, Democratic Yemen, Islamic Republic of Iran, 
Iraq, Israel, Jordan, Kuwait, Lebanon, Oman, Qatar, 
Saudi Arabia, Syrian Arab Republic, United Arab 
Emirates and Yemen. 

The region has 112 million inhabitants, or 2.3 per 
cent of the world's population. The populations of 
most countries are relatively small, except for the 
Isbmic Repnblic o* Iran' and Iraq.. Thee  out oP four 
inhabitants live in o ikxpar t ing  States,, and  in most 
cotnrtries are mcentra ted .  in a n d  around urban centres.. 
Migrant workers lure impartant to m y  economies. 

The Mirfde East ~eg ion  accounts for 3.6 per cent of 
the world's imports and 3.7 pen cent of its exports, 
notwithstanding that all t h t  ScaCes a£ theregion (except 
Israel$ rule developing countries. The combined Gross 
National' Product ('GFIP) of Middle East 3 a t e s  
amounted to about $218 billion in 1986 with a high 
GNP in many States due larpeLy to the export of crude 
oil. 

As in. other developing regions of the world, the air 
transport system of the Middle East has grown in large 
part to meet transport needs not served or not best 
served by surface modes. Railways in the region are 
relatively few and far between. The highways infra- 
structure has received heavy investment so that highway 
transport competes increasingly with air transport in 
some markets. 

Business travel predominates in the Middle East 
travel market. Other important components are foreign 
worker movements, travel for educational reasons and 
for medical treatment not locally obtainable, and travel 
for religious reasons, including Haj pilgrim traffic, 
"Holy Land" travel and visits t o  Shiah Moslem shrines 
in Damascus. Tourism demands for air travel to 
the region as a whole are of relatively limited 
importance; tourist travel by nationals of the region is 
significant, however, and encompasses a wide variety 
of destinations. 

The demand for air freight is changing from one 
focused on the import of goods required for project 
development to satisfaction of the growing demand for 
foodstuffs and consumer goods. The demand for air 
freight services for the export of goods from the region 
is very limited, except from Israel. As a result there 
is a noticeable imbalance in the directional flow of 
air freight, one which influences airline operating 

economics and the ability of airlines to meet demand 
in the dominant direction. A partial offset to this 
directional imbalance is found at airports located near 
Gulf ports where facilities have been provided for the 
sea/air transfer of Asia to  Europe freight. 

The population of the region is expected to continue 
to grow at  about 3 per cent per year. Future changes in 
the aggregate GNP of the region, which has declined 
since 1983, are closely linked to  changes in the price of 
oil and to  the settlement of armed conflicts in the 
region. 

Airports of the Middle East 

The Middle East is now well equipped with inter- 
nationaJ airports as a result of decisions taken in 
the 1970s. The economic prosperity experienced by 
most countries of the region following major oil price 
imreases in 1973-1974 had resulted in exceptionally 
high traffic growth which placed strains on all transport 
systems. The States of the region undertook major 
programmes to  establish a system of modern airports 
and navigational facilities capable of meeting antici- 
pated requirements to  the end of the century. Added 
impetus to airport development programmes was given 
by further increases in the price of oil in 1979-1980 
which helped maintain a strong growth in traffic while 

' at  the same time ensuring the availability of necessary 
financial resources. 

Almost all large population centres in the Middle 
East are now within relatively short driving times of 
one or more of the 28 airports receiving scheduled 
international air services, all of which are of recent 
construction or have been modernized and expanded. 
Fifteen are served by 10 or  more international airlines, 
led by Dubai and Jeddah with no fewer than 45 and 41 
international airlines respectively. 

New airports have been opened in recent years to 
serve Jeddah (1981), Abu Dhabi (1982), Baghdad 
(1982), Riyan (1982), Amman (1983), Riyadh (1983), 
Isfahan (1986) and A1 Fujairah (1987), and new 
terminals built at airports serving Aden, Damascus, 
Dhahran, Dubai, Hodeidah and Kuwait. Major expan- 
sions of existing facilities were also completed at 
Bahrain, Muscat, Ras A1 Khaimah, Salalah, Sana'a, 
Sharjah and Tel Aviv. 

Few Middle East airports generate revenues 
sufficient to cover their relatively high costs of oper- 
ation and maintenance, much less their capital costs 
which have also tended to  be high, especially in the 
south, because most of the materials, services and 
labour have had to be imported. 

(vii) 



(viii) In tern ational Air Passenger and Freight Transport - M~ddle East 

Aeronautical revenues (such as landing, parking and 
passenger service charges) constitute the major source 
of operating revenues for airports in the region. 
However, charges at most airports, especially those 
handling transit traffic, are well below the world 
average and vary considerably from one airport to  
another. 

Non-aeronautical revenue sources, including 
concessions and rentals, are increasing in importance 
at several airports, especially Abu Dhabi, Amman, 
Bahrain, Dubai and Tel Aviv and contribute at those 
airports towards offsetting operations and maintenance 
costs. Additional revenues are also generated in some 
locations by other activities such as maintenance bases 
and flight kitchens. 

Most international airports in the region are 
managed by the national civil aviation administration. 
However, some States have established separate 
authorities operating under over-all government 
control. In other instances, contracts exist with foreign 
enterprises for the operation of an airport or  of 
specialised services. At some airports, ground handling 
and the management of cargo terminals are provided 
by a semi-public or commercial agency. Long-term 
training programmes and increased experience have 
gradually reduced the need for contract personnel to 
provide technical and management expertise necessary 
to the provision of airport and route facilities, although 
many expatriates still work in advisory capacities. 

In a number of States in the region the full costs of 
providing route facilities have yet to be determined and 
certain cost elements (e.g. meteorological costs) are 
often not included. Nevertheless, route facility costs 
in the region are increasing in part due to  the estab- 
lishment of a flight information region (FIR) for 
the Emirates and another for Muscat which extend 
over airspace previously covered by parts of the 
Bahrain FIR. 

Between 1970 and 1982, international passenger 
traffic at airports in the Middle East grew by some 
14 per cent a year, slowing to only 1 per cent a year 
from 1982 to 1987 to reach an estimated total of 
28.7 million passengers. By 1987, Bahrain, Jeddah and 
Tel Aviv were among the 50 largest airports in terms of 
international passengers while Dubai, Jeddah and 
Tel Aviv were similarly ranked in terms of freight. 

With the exceptions of Dhahran, Jeddah, Riyadh 
and Tehran, most international airports in the region 
handle relatively little or no domestic traffic. Non- 
scheduled traffic is also of limited importance except at 
Eilat and Jeddah. However, direct transit international 
passengers are important at several airports, notably in 
the Gulf area. 

Freight traffic at Middle East airports grew steadily, 
although more slowly than passenger traffic, from 
about 535 000 tonnes in 1977 to some 654 000 tonnes in 
1982. Growth strengthened to reach a total of 868 000 
tonnes in 1987. The proportion of the total regional air 
freight handled by the Arabian peninsula airports rose 

from less than one-third in 1977 to over two-thirds in 
1987. Apart from Tel Aviv, airports of the region 
handle considerably more inbound cargo than 
outbound. 

Closely related to the growth and development of 
international airports in the Middle East is facilitation, 
the goal of which is to assist the development of air 
transport by ensuring that its main advantage, speed, 
is not reduced by unnecessary and time-consuming 
formalities and ground-handling procedures. To 
further this goal, ICAO established a comprehensive 
facilitation programme on the basis of the Standards 
and Recommended Practices set forth in Annex 9 to the 
Chicago Convention. Contracting States are required to 
notify ICAO of any differences between Standards and 
their national requirements. Only one State in the 
region has officially done so, although five other States 
list differences in the facilitation section of their 
Aeronautical Information Publications (AIPs) and all 
indicate entry requirements elsewhere in their AIPs. 

Procedures in the Middle East that impede facili- 
tation include visa requirements for temporary visitors, 
the passenger manifest requirement, additional infor- 
mation requirements on embarkation and disembar- 
kation cards, written baggage declarations, treatment 
of unaccompanied baggage as cargo, and excessive 
and complicated documentation for, and systematic 
inspection of, all shipments. 

New international airports at A1 Ain and Dhahran 
will be entering service in the Middle East in the near 
future, followed later by those at Eilat and Tehran. 
Some existing airports will open expanded facilities 
(Bahrain, Jeddah, Tel Aviv) and some temporarily 
closed airports can be expected to reopen (Abadan, 
Basrah). The continued development of international 
airports in the region will affect both the future volume 
of air traffic and its distribution among airports. 

Airlines of the Middle East 

Thirteen scheduled airlines and four non-scheduled 
operators based in the Middle East perform 
international services. Of the scheduled airlines, all 
but El Al, Middle East Airlines (MEA) and Trans 
Mediterranean Airways are wholly government-owned 
companies, while Gulf Air and Yemenia are owned by 
more than one government. All the scheduled airlines 
are members of the International Air Transport 
Association (IATA) and all but Alyemda, Emirates and 
Gulf Air participate in tariff co-ordination. Eleven 
airlines also belong to the Arab Air Carriers Organiz- 
ation (AACO). 

At the end of 1988, the 17 international carriers of 
the region operated 258 commercial transport aircraft 
of which 238 were jet and 20 turbo-prop. Although the 
total fleet increased by only 7 per cent between 1981 and 
1988, capacity grew substantially, the number of wide- 
bodied aircraft more than doubling from 55 to 120. Of 
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the jet aircraft, only one in eight now fails to meet 
lCAO Chapter 2 noise standards. Forty-four per cent 
meet the more demanding Chapter 3 noise standards, a 
higher proportion than that of the fleets of any other 
region except Asia and the Pacific. 

The Middle East airlines incurred a cumulative 
operating loss of $130 million between 1977 and 1987, 
compared to operating profits of $27 400 million for 
the world's airlines as a whole. They did, however, 
achieve a combined operating profit of $100 million in 
1987. Total operating revenues almost tripled from 
1977 to 1987 to $5 550 million, having grown at 10.2 per 
cent a year, and remained at  about 4 per cent of the 
world figure. Passenger revenues accounted for 71 per 
cent of the total. Average passenger yields were 
substantially above the world airlines' figure, while 
freight yields were well below. 

Unit operating expenses grew more slowly than the 
world average but certain cost categories (maintenance 
and overhaul; depreciation and amortization; ticketing, 
sales and promotion; and general, administrative and 
others) remained well above world averages. 
Nevertheless, in 1987 total operating costs per tonne- 
kilometre available averaged 46.7 cents which was 
almost identical to the world figure. 

The passenger-kilometres performed (PKPs) by the 
airlines of the Middle East on international scheduled 
services more than doubled between 1977 and 1987 to 
remain at about 5.3 per cent of the world total. During 
this period, the average number of seats available per 
aircraft increased by more than half to 233 and the 
average passenger trip length rose substantially. In 
contrast, the average passenger load factor declined 
slightly from 62 per cent in 1982 t o  61 per cent in 1987 
while the world average grew from 62 to 67 per cent. 
Almost one-fifth of the passenger traffic was domestic 
carried by Iran Air and Saudia. The non-scheduled 
passenger traffic of the airlines of the Middle East grew 
substantially and in 1987 constituted about 5 per cent of 
their total international and domestic passenger traffic. 

The freight tonne-kilometres (FTKs) performed by 
the airlines of the region on international scheduled 
services also doubled between 1977 and 1987, but 
average annual growth (at 7.1 per cent) was lower than 
the world average (9.2 per cent), resulting in the Middle 
East airlines' share of world freight traffic declining 
from 6.8 to 5.6 per cent. Freight traffic continued to 
represent 38 per cent of the total tonne-kilometres 
performed. The over-all average weight load factor rose 
from 49 to 55 per cent but was still well below the world 
average of 64 per cent. Average aircraft capacity 
increased from 25.4 to 38.1 tonnes, while the amount 
of  freight carried per departure grew from 4.8 to 
7.9 tonnes. 

The future demand for international air transport by 
the scheduled airlines based in the Middle East 
is influenced by external factors such as political 
conditions, economic growth, demographics and the 
price of crude oil, and by internal factors which include 

airline costs, yields and load factors. Although the 
economies of the region grew at or  above the world 
average rate for many years, GNP has declined since 
1982. The World Bank has projected economic growth 
for oil-exporting developing countries of 3.6 to 4.4 per 
cent between 1986 and 1995, while the International 
Monetary Fund anticipates that the price of oil will 
remain constant in real terms up to 1992. Taking all 
these factors into account, ICAO has developed fore- 
casts for the period 1988-1998, based on the "most 
likely" assumptions that real economic growth will 
average 2.5 per cent a year, imports will grow by 4 per 
cent a year and passenger and freight yields will decline 
annually by 2 and 3 per cent respectively. 

On the basis of these assumptions, ICAO forecasts 
that the international scheduled traffic of airlines based 
in the Middle East is most likely to increase at  an  
average annual rate of 5.5 per cent for passengers and 
5.0 per cent for freight during the period 1988-1998. 
These rates are below the 1977-1987 average annual 
growth rate of 7.3 per cent for PKPs and 7.1 per cent 
for FTKs and well below the most likely rates of 
increase forecast by ICAO in 1982 of 1 1  and 9 per cent 
respectively. For comparison, a 1987 study by 
McDonnell Douglas forecast traffic between 1987-1997 
t o  grow at  7.2 per cent for PKPs and 5.2 per cent for 
FTKs, while Boeing in 1988 forecast the PKPs by 
Middle East airlines to grow at  5.1 per cent a year from 
1986 t o  2000. 

Air services to, from and 
within the Middle East 

Air services to, from and within a region reflect the 
interaction of many factors, including market demand, 
the supply as determined by choices made by airlines 
and governments regarding the countriesand cities to be 
served, and the frequency, regularity and patterns of 
service, as well as government regulation and the prices 
airlines charge. 

Passenger demand on all international air services to, 
from and within the Middle East grew by some 2.8 per 
cent a year between 1982 and 1987 to reach a total of  
22 million in 1987. Freight demand increased by 6.6 per 
cent a year over the same period to an  estimated 
900 000 tonnes in 1987. In both cases, the most heavily 
travelled routes were Middle East-Europe, followed by 
those to and from Asia and the Pacific, intra-Middle 
East, to and from Africa and to and from the Americas. 
Passenger and freight transport markets were influ- 
enced by the sharp decline in oil prices, which curbed 
public spending on national development projects and 
either reduced personal incomes or slowed their growth, 
and by hostilities in parts of the region. 

Since 1980, the pattern of international air service 
route links to and from and within the Middle East has 
undergone moderate changes in contrast to the dramatic 
growth experienced during the 1970s. Through-plane 
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services operated by the 13 alrline5 of the reglon and b) 
22 European airlines nou coiinect the Middle East with 
22 States in Europe. Although Israel and Lebanon have 
no through-plane scheduled passenger services to  the 
Asia/Pacific region, the other States of the region are 
each linked to one or more of 18 countries in that 
region. An important development has been the tripling 
since 1980 of the number of Asia/Pacific States served 
by Middle East airlines, in par atlel with services offered 
by 17 airlines of that region. Another significant 
development has been the expansion in the route 
network linking the Middle East and Africa, notably to 
sub-Saharan Africa. All the Middle East carriers except 
Iran Air operate to Africa, while services are also 
provided by 16 African airlines, compared t o  12 in 
1980. Through-plane services operated by four airlines 
from the Middle East, three from the United States and 
one from Pakistan link seven countries in the region 
with North America. Iraqi Airways provides the only 
through-plane service to  Latin America. With the 
exceptions of the absence of any air links between 
Israel and the rest of the region, and the temporary 
discontinuance of numerous links to and from the 
lslamic Republic of Iran, Iraq and Lebanon, the intra- 
regional network is relatively well developed with nine 
of the thirteen States being directly linked with two- 
thirds or more of the other States in the region. 

Most States in the region pursue a policy of 
controlled regulation and bafanced capacity sharing. 
Historically, policy has been much influenced by the 
region's location on the southern trunk route between 
Europe and the Asia/Pacific region. However, changes 
in service networks and competition among airports to 
attract and hold business has resuIted in several very 
liberal air service agreements and the adoption of an 
"open skies" policy by Dubai and Sharjah. Israel's 
non-scheduled regulations have also been liberalized in 
order to better compete in the European charter market. 
A common requirement in the Middle East is that a 
foreign airline operating a bilaterally agreed route pay 
a royalty to the non-operating national airline. 

Most States of the region pursue a "dual approval" 
regime for tariff regulation, but delegate the actual 
negotiation of tariffs to airlines working within the 
framework of IATA. The Arab Air Carriers Organ- 
ization and the African Airlines Association provide 
fora for airlines to co-ordinate tariff submissions to the 
IATA Tariff Coordinating Conferences. With the 
exception of the Middle East-Europe routes, pricing 
agreements have regularly been reached on tariffs for 
most routes involving the Middle East. The abuse of 
officially approved tariffs continues to be a problem. 
Since the dismantling of IATA's tariff enforcement 
machinery in 1987, enforcement has been confined to 
action taken by States and regional organizations. 

Average normal economy fares within the Middle 
East and from the Middle East were generally lowel in 
1987 than the world averages except on  the longer 

routes to Europe, shorter routes to the South Asian sub- 
continent and on routes to the Far East. Fares to the 
region were h~gher than the world averages on routes 
from Europe, from Africa (other than North Africa), 
on long-haul routes from the Far East and from North 
America. Directional fare level patterns have changed 
significantly since 1977, primarily due to currency 
changes. First class fares are generally available, and 
intermediate class fares are available on most routes at 
a level some 10-15 per cent above the normal economy 
fare. The only widely available special fare, the 
economy excursion fare, was set at between 50 and 
90 per cent of the normal economy fare. The lack 
of special fares for the general public to, from and 
within the Middle East was in part mitigated by the wide 
range of preferential fares for those meeting certain 
age, occupation, family relationship or affiliation 
requirements. 

The under-45 kg general cargo rates were generally 
above the world averages on most routes in 1987. 
Discounts of about 25 per cent are provided by the 
general cargo rates for larger shipments on most routes. 
Further discounts for shipments of over 580  kg are 
available at rates 40 t o  85 per cent less than the 
under-45 kg rate. In addition, specific commodity rates 
are offered on most extra-regional route g r w p s  at levels 
15 t o  60 per cent below the under-45 kg general cargo 
rate. 

Forecasts (made by other o~ganizatiom) of passenger 
traffic by route group through to the mid- to late 1390s 
anticipate growth of 4 to  6 per cent on most routes to 
and from the region; passenger travel within the region, 
however, is expected to grow more rapidly by between 
7 and 9 per cent. Freight moving between the Middle 
East and Europe is forecast to grow by 5 t o  6 per cent 
each year over the same period. 

Certain developments can also be envisaged which 
are likely to bring about changes in established services 
if they take place. Among such changes may be cited the 
reduction in the number of services transiting the 
region, which could possibly be offset by extra-regional 
airlines developing "third country hubs" in the Middle 
East for the interchange of their on-line traffic. 
Creation of directional flow "banks" of flights at 
home-base hubs, similar to the practice of Royal 
Jordanian at Amman, could also have important 
consequences for the region's service patterns. Oppor- 
tunities exist for the use of low-capacity jet aircraft 
to operate scheduled hervices on domestic and inter- 
national routes with limited traffic. Blocked-space, 
code-sharing arrangements with extra-regional airlines 
such as those entered into by Gulf Air and Royal 
Jordanian could prove an attractive means of 
expanding services to some regions in the future. 
Finally, the gradual resumption of services to certain 
cities following the end of hostilities in the Gulf will 
assist in ensuring continuing growth for the reg~on's air 
transport. 



CONCLUSIONS 

The development of international air transport in the 
Middle East continues to be influenced in many ways by 
the price of oil, the existence or resolution of conflicts, 
and to a lesser extent by improvements in surface 
transport and rapid population growth. 

Users of air transport have benefitted from major 
investments made in modernization and development of 
the many international airports in the region over a 
relatively short time. 

The air transport system has benefitted from the 
addition by airlines based in the region of many new, 
highly efficient jet aircraft. This expansion resulted in 
the largest increase in seats available per aircraft in the 
fleet of any region between 1977 and 1987 and a gain in 
distance flown per passenger unsurpassed by the airlines 
of any other region. 

The prevalent pattern in the region of controlled 
regulation and balanced capacity in bilateral air services 
has been modified somewhat with the develo~ment of 
an "open skies" policy at some airports, the conclusion 
of several liberal air services agreements, and the 
establishment of a new international airline (Emirates). 

The above are the major conclusions of this regional 
air transport study which is intended "to assist States by 
providing current information on trends and 
developments, indicating obstacles to further develop- 
ment, and measures to overcome these obstacles" 
(Assembly Resolution A18-20). Despite generally 
favorable trends, there remain obstacles to further 
development of the air transport system in the Middle 
East. Described below are several such obstacles 
which are susceptible to remedial action, followed by 
suggested measures to overcome them that could be 
considered by airport authorities, airline managers, 
air transport regulators and other relevant national 
officials in the region in any efforts they may undertake 
to further improve their parts of the air transport 
system. 

Airport planning 

The volume of traffic at airports in the Middle East has 
fluctuated widely since the early 1970s. The virtual 
stagnation of passenger traffic since 1982, following a 
period of very high growth, and reductions in airline 
services transiting the region, make it difficult for 
airport planners to accurately gauge future demand, 
particularly as adequate data bases have not always 
been maintained. Suggested measures: 

a) Ensure the regular collection of adequate airport 
traffic and financial statistics needed for effective 
long-term planning. 

b) Consider the regular exchange between airport and 
airline planners of information on traffic trends and 
forecasts to ensure realistic assessments of future 
airport capacity requirements and awareness of 
likely future requirements for facilities to handle 
passenger and freight traffic. 

Finance and management of airports 
and route facilities 

Airports and route facilities in the Middle East do not, 
as a rule, generate sufficient revenues to cover their 
costs of operation and maintenance, much less capital 
costs. Airport charges remain low at most airports in 
the region, often for competitive reasons, and are also 
considerably below world averages. In contrast, route 
facility charges are higher than world averages. 
Suggested measures: 

a) Determine the full economic costs (including interest 
on capital and depreciation) of providing airport and 
route facilities and maintain regular accounts in 
order to improve the efficiency of management. 

b) Examine the possibility, in concert with neighbour- 
ing States, of raising airport charges in those cases 
where they are, for competitive reasons, below the 
levels required to recover the full costs of operation. 

c) Consider increasing revenues from conventional 
non-aeronautical sources (concessions, rentals, duty- 
free shops and "free-zones") and explore the 
potential benefits of establishing'duty-free shops for 
arriving passengers. 

d) Consider the establishment of independent airport 
authorities or public corporations to manage airports 
and route facilities, either separately or jointly, 
where this has not already been done and where it 
might improve efficiency and management. 

e) Consider creation of a regional collection agency to 
bill and collect route facility charges on behalf of 
participating States. 

Facilitation at airports 

For passengers and freight, airports are not destinations 
but places to be passed through as quickly as possible. 
Numerous entry and exit requirements encountered in 
many States of the region impede the ease of passage. 
Various measures to alleviate these difficulties in 
accordance with Annex 9 to the Chicago Convention 
have not yet been taken. Suggested measures: 
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a) Make visas unnecessary or at least easier to obtain 
for temporary visitors, and, when they are necessary, 
issue them inone of the other languages specified in 
Annex 9 (i.e. English, French or Spanish) in addition 
to Arabic . 

b) Consider abolishing the requirement for the passen- 
ger manifest and limit the information required on 
embarkation and disembarkation cards to essential 
needs. 

c) Implement the dual-channel baggage clearance 
system and ensure that unaccompanied baggage is 
not treated as freight for clearance purposes. 

d) Reduce excessive and complicated documentation 
requirements for cargo clearance while using 
recommended sampling methods for its inspection. 

Airlines of the Middle East 

Airlines based in the Middle East, as a group, achieve 
relatively high passenger yields, relatively low load 
factors and relatively low profitability. The practice of 
paying royalties based on percentages of full economy 
fares severely restricts the ability to offer discount fares, 
which in turn contributes to  lower than average load 
factors and decreased profitability. Unit costs are well 
above world averages for numerous cost elements. 
Suggested measures: 

a) Work toward elimination of the practice of paying 
and collecting royalties, especially where they are 
based on percentages of full economy fares. 

b) Propose more discount fares designed to attract new 
traffic at prices and levels of availability which 
would increase load factors more than they would 
lower average yields. 

c) Place greater emphasis on yield management, 
including the possible use of one or more compu- 
terized programmes to allocate seats more effectively 

(by class, by flight, by segment) between higher-yield 
and lower-yield traffic. 

d) Consider the costs and benefits of hub operations 
with connecting banks of flights to permit increased 
service frequency (by the combination of more city- 
pair markets on each flight) and to improve load 
factors. 

e) Explore the expanded use of joint marketing and 
joint operating arrangements (such as blocked space) 
to peimit entry into markets where load factors 
might otherwise be too low for economical services. 

F) Improve airline financial and operational data bases 
to better identify areas of potential cost reduction. 

Personnel training 

The rapid expansion of the air transport industry in 
most States in the Middle East creates a continuing 
demand for trained personnel in all specializations 
associated with air transport. A need exists in virtually 
every field of specialization: in the operation of air- 
craft, airports, airlines, and government civil aviation 
administrations. Here, as in other regions, aviation is in 
campetition with other necessary activities far trained 
manpower and financial resources. Suggested 
measures: 

a) Determine training requirements on a national and 
regional basis for each area of specialization, and 
identify appropriate training facilities available in 
the region and elsewhere. 

b) Improve the co-ordination and co-operation between 
airlines and governments to ensure the most efficient 
use of existing personnel and facilities. 

c) Seek, through appropriate domestic, bilateral, or 
multilateral arrangements, the necessary funds for 
the construction and operation of training facilities 
and for the support of students in training. 



Chapter 1 
Background to Air Transport in the Middle East 

This chapter provides background information about 
the larger setting in which recent Middle East air 
transport trends and developments have taken place. 
Part A introduces the region by briefly describing the 
geographic, demographic and economic factors which 
influence the air transport system; Part B concentrates 
on how surface transport developments in the region 
have affected air transport; Part C analyzes the 
dcmands that users make upon the air transport system, 
ihus affecting its character and size; and Part D 
discusses certain future non-air transport factors which 
could affect the system's development in the Middle 
East. 

A. INTRODUCTION TO THE REGION 

Geographic factors 

The Middle East region (see Map 1-1) covers 
5.4 million square kilometres or about four per cent of 
the world's land surface. Lying on latitudes roughly 
comparable to those of southern China, the South 
Asian sub-continent, Saharan Africa, the southern 
United States and Mexico, it occupies a central position 
on major trade routes, both air and surface, between 
Asia and Europe. 

The Middle East region encompasses 14 sovereign 
States, all of which are Contracting States of ICAO: 
Bahrain, Democratic Yemen, Islamic Republic of Iran, 
Iraq, Israel, Jordan, Kuwait, Lebanon, Oman, Qatar, 
Saudi Arabia, Syrian Arab Republic, United Arab 
Emirates and Yemen. The United Arab Emirates is a 
federation of seven sheikdoms: Abu Dhabi, Ajrnan, 
Dubai, Fujairah, Ras al-Khaimah, Sharjah and Umm 

Determinations of the geographic boundaries 
separating States were in many cases made by external 
powers or resulted from struggles within the region. 
This has contributed to increased tensions between 
some States of the region. Resultant armed conflicts 
a~;d impediments to movement in many parts of the 
?\fiddle East have had an  impact on the development of 
 he region's air traffic and air route linkages, both 
in~ernal and with other regions 

Demographic factors 

With 112 million inhabitants, or 2.3 per cent of the 
world's population, the Middle East has a relatively low 
regional population density of 21 persons per square 
kilometre, comparable to those of Africa and of Latin 
America and the Caribbean (see Appendix !-I). 
National population densities range from only b people 
per square kilometre in Democratic Yemen, Oman and 
Saudi Arabia in the South, to 205 in Israel and 271 
in Lebanon in the North, with the greatest density 
(694) found on the small island Stdte of Bahrain 
(Appendix 1-2). 

The populations of most countries are relatively 
small, under 5 million in nine countries, with the two 
largest (Islamic Republic of Iran at  46 million and Iraq 
at 16 million) accounting for over half of the regional 
population. Three out of four inhabitants live in oil- 
exporting States. 

A large proportion of the populations of most 
countries is concentrated in and around urban centres. 
Apart from Democratic Yemen, Oman a ~ i d  Yemen, the 
urban populations of States in the Middle East range 
from 50 per cent of the inhabitants of the Islamic 
Republic of Iran and the Syrian Arab Republic to 
between 80 and 90 per cent in Bahrain, Israel, Kuwait, 
Qatar and the United Arab Emirates. Three more cities 
(Basra, Meshad and Mosul) now exceed one million in 
population in addition to the four so identified in the 
1982 ICAO regional study (Baghdad, Beirut, Damascus 
and Tehran). 

Migrant labour 

The sizeable international migration of workers to this 
region is a significant demographic factor. Ambitious 
national development plans of the 1970s required a 
labour force of a kind and size not locally available. 
Foreign labour was sought and by the mid-1970s an 
estimated 1.6 million migrant workers were living in the 
Gulf States alone. By 1979, the number may have 
exceeded 2.5 million, constituting a substantial 
proportion of the total labour force, even a majority, in 
several Gulf States. 

When oil prices began to drop in the 1980s the oil- 
producing States experienced falling revenues. Inflation 
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resulted in declines in the real value of their cash 
deposits in the industrialized countries. They reacted by 
curtailing current expenditures and suspending, 
postponing or cancelling many projects. Consequently, 
many expatriate workers lost employment and returned 
home. Nevertheless, inbound labour movements 
continued because shifts in demand necessitated 
bringing in people with previously unrequired skills, o r  
as unskilled labour. The operation and maintenance of  
projects already completed, as well as work on such new 
projects as received funding, continued to require 
migrant labour to the extent the work was not t o  be 
done by nationals. A higher proportion of the new 
migrants were unskilled service workers. 

The non-oil producing States of the region, along 
with Egypt, having surpluses of workers, had initially 
provided about three-quarters of such labour. By 1980, 
however, this mainly Arab proportion had declined to 
less than two-thirds for the region as a whole, with 
increasing numbers of workers coming from India, 
Pakistan, the Philippines, the Republic of  Korea or  
Turkey, as well as from Sri Lanka and Thailand. 

Nevertheless, an estimated four million expatriate Arab 
nationals now reside permanently in the Gulf States and 
Saudi Arabia, including almost two million Egyptians, 
one million Yemenis, and about 800 000 Palestinians, 
Jordanians, Syrians and Lebanese. The need to lower 
the costs of labour as the 1980s progressed resulted in 
even more replacements coming from new sources. In 
addition to Arab workers, there are an estimated 
1.3 million Asian workers in the region. 

Economic factors 

The Middle East region accounts for 3.6 per cent of the 
world's imports rtnd 3.7 per cent of its exports. The high 
percentage relative to population exists notwithstanding 
that all the States of the region (except Israel) are still 
developing countries. Despite per capita Gross National 
Product (GNP) in several States being among the 
highest in the world, they are still building up  the basic 
social and economic infrastructure of a modern 
economy and creating an industrial base. Nevertheless, 
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only Democratic Yemen and Yemen are "least 
developed countries" as defined by the United Nations. 

The combined GNP of the nations of the region 
amounted to about $218 billion in 1986 and, at two per 
cent of the world total, is roughly proportionate to 
regional population share. The high GNP of many 
States is due largely to their export of crude oil, thus its 
price level, while not the sole important factor in the 
economy of the region, is a highly significant one. 

The large increases in the price of crude oil in 
1973-1974, which had accelerated the rate of economic 
development and the demand for migrant labour, 
produced a period of economic prosperity for most 
States in the region. With more money available, much 
was invested in the rapid development of basic social 
and economic infrastructures (transport and communi- 
cations, education, social and government services) as a 
prerequisite for subsequent industrial and agricultural 
development. By 1977-1978, most economies in the 
region were spending about one-third of their Gross 
Domestic Product (GDP) on investment, with construc- 
tion receiving the largest allocation. This increased the 
importation of materials and machinery and further 
expanded the need for foreign labour, creating in both 
cases new markets for air transport. Although the 
impact was greatest in the oil-producing countries, most 
other economies of the Middle East benefited from 
increased financial aid and investment capital as well as 
from the remittances of their nationals working in oil- 
producing countries. 

A second period of sharp increases in crude 
oil prices came in 1979-1980, peaking in 1981. Prices 
declined moderately thereafter until 1986. The reason 
for this peak and subsequent declines was that follow- 
ing the 1973-1974 increase the annual growth in global 
energy consumption had also dropped. By 1979-1981 
energy consumption had actually declined in absolute 
terms in the developed market economies as a result of 
investments in energy-efficient durable goods and shifts 
in consumption patterns. As will be seen subsequently 
in this study, oil price declines were accompanied by 
consequent declines in GNP and declines in the growth 
of air traffic. 

The year 1986 saw a third sharp fluctuation in oil 
prices, but this time downward. During the first seven 
months, oil prices plummeted about 64 per cent and 
recovered only about half this loss in the rest of the 
year. This produced a pronounced shift in income from 
oil exporting countries to oil importing countries. The 
year 1987 brought a somewhat more stable situation, 
although at  price levels much lower than during the 
peak years, a situation which continues to dominate the 
economic factors underlying the economy of the region. 

B. SURFACE TRANSPORT 

As in other developing regions of the world, the air 
transport system of the Middle East has grown in large 

part to meet transport needs not served or not best 
served by surface modes. Railways in the region are 
relatively few and far between, limited to 10 5'00 km of 
track in seven countries, with recent improvements 
confined to a few routes. The highways infrastructure, 
on the other hand, has received heavy investment, so 
that by 1985 the region had 136 000 km of paved roads 
(Appendix 1-3). Highway transport now competes with 
air transport in some markets. 

Significant intra-regional developments 

The largest single road development project in the 
region, reportedly costing about one billion dollars, was 
the 25 km, four-lane divided Bahrain Causeway, 
opened in November 1986 t o  link the island country of 
Bahrain with Saudi Arabia and, through it, with the rest 
of the region (see Map 1-2). The opening of the 
causeway had a marked impact on the very short 
(10 flight minutes) Bahrain-Dhahran (Saudi Arabia) air 
route. In the first year of the causeway's operations, air 
traffic fell from about 15 000 passengers on average to 
about 7 700, the remaining air traffic being largely that 
in transit via Dhahran to and from third countries. 
With the opening of the causeway, Manamah (Bahrain) 
can now be reached by motor vehicle from Dhahran 
in about one hour and from Kuwait in about four and 
one-half hours. 

A second surface transport development in the same 
immediate area was the reduction of travel time on the 
Saudi Railways line between Riyadh and Damman from 
seven hours to four. This was made possible by 
completion of a new high-speed (150 km/h) shortcut 
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Map 1-2. The Bahrain Causeway 
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Map 1-3. Saudi Railways' new line 

across the desert between Riyadh and Hofuf, an  
intermediate point on  the old line; by installation of a 
new signalling system; and by the introduction of new 
passenger trains. The direct link reduced the travel 
distance between Riyadh and Damman from 561 to 
450 kilometres. The new service does not appear 
to have reduced the demand for Riyadh-Dhahran/ 
Damman air service. 

In a third significant surface transport development, 
t o  the north and west the new Nuweiba-Aqaba ferry 
service, which began operations on  25 April 1985, 
provides a price-attractive road/water/road alternative 
to air travel between Cairo and Amman. Two large 
ferry ships make the three-hour sailings on the Gulf of 
Aqaba to link the Sinai peninsula port of Nuweiba, 
Egypt with Jordan's port city of  Aqaba, from which 
travellers can continue by road to  Amman and beyond 
to  Baghdad, Kuwait, and other points. Air traffic 
between Amman and Cairo dropped by about 44 per 
cent with the opening of the ferry service. Some Kuwait- 
Cairo air traffic was diverted to  lower-priced surface 
transport which, while much more time consuming, 
afforded economical transportation of larger quantities 
of baggage. 

Extra-regional surface transport 

In the Europe-Middle East cargo market road haulage 
continues to be a price-attractive alternative to air 
transport. Door-to-door deliveries by road through 
Turkey from Atlantic coast points in Europe take about 
one week to  Amman, two to lower Gulf points. Ferry 
services from Europe t o  the Mediterranean coast of the 
region also provide road/water/road alternatives. 

Rail links also exist with Europe via Turkey, 
although this involves transshipment where the rail 
connexion is broken a t  the Bosphorus. Ferry services 
operate from Europe to  Mediterranean ports in 
Lebanon and Syria. National rail lines provide some 

linkages from Beirut in Lebanon and Tartou5 and 
Latakia in Syria via Aleppo (Syria), then points just 
inside Turkey, to Mosul (Iraq) and Baghdad, and on to 
Basrah (Iraq) on the Gulf. From Basrah there IS no link 
to the existing railhead at Damman, but one has been 
proposed from Basrah south to Kuwait and to Jubayl 
(Saudi Arabia) and one planned from there to 
Damman. Also planned is a railway continuing from 
the point where the existing Damman-Riyadh lines turn 
west at Hofuf (Saudi Arabia), via Abu Dhabi and 
Dubai to  Muscat. Although proposals and plans have 
been made, no regional effort is under way to im- 
plement any of their components. 

Container vessels also provide another price- 
attractive alternative to air transport for movements to 
and from the region's many ports, and beyond them by 
road to and from points in the region. With all countries 
in the region having at  least one place of access to the 
sea, and with the development of many modern 
container ports in the region, this mode plays a 
dominant role in non-bulk transport. 
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Chapter I .  Background to Air Transport in the Middle East 

C. AIR TRANSPORT DEMAND 

Similar kinds of air transport demand appear in all 
regions of the world; those of the Middle East, 
however, may be characterized by specific combi- 
nations of kinds of demand found in proportions which 
are unique to this region. This particular mixture of 
demand elements has an important determining effect 
on the relative size of an air transport system and the 
shape such a system takes to, from and within a region. 

Passenger travel demand 

Business travel, as distinct from personal and pleasure 
travel, accounts for a major, if not predominant share 
of Middle East air passenger travel demand. The 
region's relatively rapid economic development 
provides both an impetus for the growth of business 
travel and a reason for its continuing importance. Much 
of the business travel by residents of the region is 
related to the trade and services industries or to  govern- 
ment. A considerable proportion of the business travel 
originating outside the region is related to the petroleum 
industry and to major civil engineering and industrial 
development projects. The latter travel segment fluctu- 
ates as the abilities of countries to pursue development 
projects change, and for reasons related to individual 
projects. 

Foreign worker movement is an  especially important 
source of travel demand in this region, particularly by 
workers who have taken up long-term residence and 
from time to time wish to visit friends and relatives in 
their countries of origin. Skilled personnel from more 
developed countries often receive recurrent employer- 
paid travel for family visit or  recreational purposes 
which adds to this demand base. Alternatively, where 
workers are engaged for a specific short- to medium- 
term project for a fixed period, each may make only one 
round-trip from the country of origin. Nevertheless, 
when employment is short-term there may be a greater 
turnover of workers, which also increases travel 
demand. 

Travel for religious reasons is highly important, the 
largest single element being Haj pilgrim traffic through 
Jeddah airport. It is concentrated in a two-month 
period which, being determined by the lunar calendar, 
shifts by either 10 or 11 days each solar year. On a less 
seasonal basis "Holy Land" travel centred on 
Jerusalem accounts for the next largest source of 
pilgrim demand for air transport, some of it via 
Amman. Another very important movement by air of 
pilgrims on a continuous basis is of Iranians who visit 
Shiah Moslem shrines in Damascus. 

Travel for educational reasons and for certain 
medical treatments not obtainable locally constitutes an  
additional source of demand for air services. This 
demand is proportionately larger than expected in 
more developed regions, but could be affected by the 

expansion of higher education and medical facilities in 
the region as its development progresses. Related to 
educational travel is the movement of teachers when 
school periods begin and end (for example, of Egyptian 
teachers to Kuwait), which creates a demand for many 
extra flights. 

Pleasure travel or tourism demands for air travel to 
the region as a whole are of relatively limited import- 
ance for several reasons. While some countries actively 
encourage tourism and provide necessary accommo- 
dations others d o  not, or make it difficult or impossible 
to  enter without sponsorship. In several countries the 
existence of hostilities has depressed tourism, most 
notably to the Islamic Republic of Iran, Iraq, Israel and 
Lebanon. In other cases there may be no particular 
tourist attractions such as beach resorts, historic places 
or  religious shrines. Available data on tourist arrivals in 
the Middle East are very limited (Appendix 1-4). 

11 icant Tourist travel by nationals of the region is sigr'f '  
and encompasses a wide variety of destinations. 
Limitations on it tend to come mainly from changing 
economic conditions or  political relations. In a few 
cases travel prohibitions on nationals or high exit fees 
designed to preserve foreign exchange have had severe 
dampening effects on outbound tourism. On the other 
hand, some vacation travel abroad by expatriates living 
in the Middle East, for example to resorts in Sri Lanka 
and Mauritius, has supported the development of 
scheduled air services. 

Air freight demand 

The character of the demand for air freight transport 
experienced by many countries of the Middle East 
derives from the needs and consequences of the region's 
rapid development. The use of air freight services for 
urgently needed items can often expedite completion of 
particular development projects involving the 
industrial, transport and communications plant or  the 
basic social and economic infrastructures. For example, 
in 1986 more than half of the value of items imported 
into the region from the United States by air was 
attributed to  aircraft, telecommunications, data 
processing and office equipment (Appendix 1-5). 

Similarly, as countries develop, they tend to 
experience growth in. demand for consumer goods 
which is satisfied to  a significant extent through air 
freight services. These goods include perishable food- 
stuffs not produced locally, reflecting higher incomes 
and changing shopping patterns in the region as well as 
the needs of the hotel industry and the expatriate 
population. For example, perfumes, meats, news- 
papers, periodicals and clothing were significant 
imports to the region from France in 1986. According 
to replies by various States to an ICAO questionnaire, 
Pakistan sent fresh fruits, vegetables, fish and garments 
to the region by air; Czechoslovakia provided pharma- 
ceuticals, textiles, spare parts, foodstuffs and elec- 
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tronics; and Switzerland suppl~ed foodstuff\, textiles, 
chemical product5 and derivat~ves, mechanical and 
electrical equipment, paper and paper products, 
medicines, office machines and precision instruments. 
Fresh meat, live cattle and hatching eggs come to the 
region b j  air from several continents. 

In like manner, the demand for air freight services 
for the export of goods from the region is shaped by the 
fact that development is still in progress. There tend to 
be few locally produced goods whose characteristics 
(weight, value, perishability, etc.) justify shipment by 
air. For example, the principal exports by air to France 
from the Middle East by value were cut flowers, fruits 
and meats; to the United States they were precious 
stones, artworks and jewelry with Israel being the chief 
exporter (Appendix 1-6). Personal effects of expatriates 
sent as unaccompanied baggage formed a large but 
declining part of Pakistan's imports from the region, 
and an important traffic item to Manila. Machinery 
being sent for repair is also an  important outbound 
item. 

The demand for air freight services is also influenced 
to a large extent by the value of the goods to be shipped. 
The higher the value of the item is per unit of weight, 
the less important is the cost of transport to the final 
price, and the more likely the transport demand will be 
by air. This can be seen in the data from France and the 
United States which show that the average value of 
goods imported by air into the Middle East from those 
countries is $35 and $65 per kilo, respectively, and the 
average value of goods received by those countries by 
air from the Middle East is $25 and $156 per kilo, 
respectively (Appendix 1-7). A noteworthy exception to 
the rule is Israel which experiences a demand for 
exports by air both of  very high value per weight items 
such as cut diamonds and of generally low value fresh 
horticultural produce (vegetables, cut flowers). 

Another factor that can significantly influence 
demand is the extent of awareness and use of the 
concept of total distribution cost, i.e. the idea that a 
shipper, in comparing air transport with surface costs, 
should take into account the savings which come from 
a reduction in capital costs associated with goods in 
transit and further reductions i n  inventory and ware- 
house costs made possible by air transport. One set of 
responses to an ICAO questionnaire to  States which 
involved a case study of comparable data on  total 
air and surface transport costs for a hypothetical 
consignment of typewriters showed that when total 
costs were compared, not just amounts paid to  trans- 
port companies, air costs were equal to or slightly less 
than sea costs in the Europe-Middle East markets cited, 
with air transport offering the added bonus of sub- 
stantial time savings (Appendix 1-8). 

A particular characteristic of air freight demand to 
and from the Middle East, one that is not uncommon 
to developing regions, is a noticeable imbalance by 
direction which can have a significant impact on airline 
operating economies and on the ability of airlines to 

full> mcct demand In the donl~nant direct~on. The 1 \ 4 0  

M~ddle East a11 l~nes nncl nine airl~nes based outslde the 
reglon whlch reported data ~nd~ca ted  that in 1986 they 
carrled fewer tonne5 of frelght trom the lcllddle East 
than to ~ t .  T h e ~ r  ratios of  traffic inbound to the region 
to traffic outbound from the region ranged from 1.2:1 
to 1 1.5: 1 and averaged 2.9: 1 (Appendix 1-9). 

A partial offset to this directional imbalance became 
possible in several Gulf States having modern ports. 
With co-operation among port authorities, airport 
managements and airlines, demand has been stimulated 
for sea/air movement of traffic from Asia to Europe 
with change of transport mode a t  a Gulf port such as 
Port Rashid or Jebel Ali (both in Dubai Emirate). By 
switching from sea to air transport at a Gulf port, 
shippers from Japan, Taipei, Hong Kong and 
Singapore cut the all-sea transport time to Europe of 
about three to five weeks by as much as half, while still 
benefiting from cheaper sea transport costs for the 
major part of the movement. The port and airport at  
A1 Fujairah on the Indian Ocean can provide the added 
advantages to sea/air users of one day's saving in 
transit time through the narrow Straits of Hormuz and 
avoidance of higher insurance premiums which have 
been charged for movements inside the Gulf. 

D. THE FUTURE ENVIRONMENT FOR 
AIR TRANSPORT IN THE MIDDLE EAST 

Demographic factors can be expected to continue to 
have an important influence on the progress of 
economic development in the region. This, in turn, can 
affect the development of its air transport system. The 
five States which led the world in average annual 
population growth rates over the years 1973-1986 were 
all Middle East States: United Arab Emirates (7.9 per 
cent), Qatar (6.5 per cent), Kuwait (5.5 per cent), Oman 
(4.8 per cent) and Saudi Arabia (4.8 per cent). These 
population growth rates contrast sharply with those for 
industrialized countries which tend to range between 
0 and 1 per cent. While population for the region as a 
whole has been increasing steadily at about 3 per cent 
per year over the 1981-1986 period, regional GNP has 
declined since 1983 (see Figure 1-1). 

Typically, only a very small proportion of a 
population uses air transport, so the direct positive 
effects of population growth on air transport demand 
may not be significant. But growing populations create 
alternative demands (schools, hospitals, water systems, 
etc.) for the allo.cation of resources, with which air 
transport system development must often compete. A 
declining per capita GNP, should it continue as a trend, 
could affect the rate of investment in and development 
of the Middle East air transport system. 

The World Bank has projected the 1986-1995 
average annual percentage change in GDP per capita 
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for oil exporting developing countries at a high of 
1 .Y per cent and a low of I .  1 per cent (see Figure 1-2). 
I f  taken as applicable to the oil exporting countries 
in the Middle East, these projections provide more 
optimistic considerations than do the regionally aggre- 
gated GNP figures for recent years (which reflect oil 
price declines to a great extent). 

Closely related to changes in aggregated GNP for the 
region is the significant unknown factor of future 
changes in the price of oil. While directly affecting the 
several oil exporting States of the region, it indirectly 
affects the oil-importing States as well. The Inter- 
national Monetary Fund expects world demand for oil 
from the Organization of Petroleum Exporting 
Countries (OPEC) to increase only moderately in the 
medium term, that is, during the period up to 1992. For 

-- 
7 

the period 1989-1992, i t  has adopted the technical 
assumption that the price of oil will remain constant in 
real terms, implying an increase in the nominal U.S. 
dollar price of about 5 per cent in 1989 and 3.5 per cent 
a year in the 1990-1992 period. 

Perhaps the most significant factor affecting the 
future development of the region, including that of its 
air transport system, is the degree of exacerbation or of 
peaceful resolution of numerous armed conflicts in the 
region. Any spread or intensification of such conflicts 
has had immediate adverse effects on related air traffic, 
airlines, airports and air services. Similarly, any end to 
armed conflict soon benefits air transport. In any 
planning, projection or forward look at  the various 
components of the air transport system this unpredict- 
able but highly important factor must be kept in mind. 

Note. - Excludes Islamic Republic of Iran, Iraq and Lebanon. 

Sources: 
The 1988 update of the 1987 World Bank Atlas; 
The World Bank Atlas 1985; 
The World Bank Atlas 1987. 

Figure 1-1. Middle East population and GNP, 1981-1986 
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Source: World Development Report 1987, The World Bank. 

Figure 1-2. Average annual percentage change in GDP per capita, 1965-1995, 
for oil-exporting developing countries 



Chapter 2 
Airports of the Middle East 

One of the most striking facts about civil aviation in the 
Middle East is the large amount of investment that has 
been made in a relatively short time in the 
modernization and development of the region's inter- 
national airports infrastructure. The background 
against which this expansion took place, and a country- 
by-country account of its scope, constitute Part A 
which follows. Part B examines financial and manage- 
ment aspects of airports in the region, and route facili- 
ties. The airport traffic changes upon which large-scale 
development was predicated, and which affect further 
planning, are described in Part C. The closely related 
topic of facilitating the movement of passengers and 
freight through these airports constitutes Part D. Part 
E considers anticipated future developments at inter- 
national airports in the region. 

A. AIRPORTS AND THEIR 
DEVELOPMENT 

Almost all large population centres in the Middle East 
are now within relatively short driving times of one or 

- 
more of the 28 airports receiving scheduled inter- 
national air services (see Map 2-I), all of which are of 
recent construction or have been modernized and 
expanded (Appendix 2-1). All but two of these airports 
(Eilat in lsrael and Aleppo in the Syrian Arab Republic) 
have at least one runway 3 000 or more metres in 
length, permitting long distance non-stop air services. 
Twenty-one are now served by wide-bodied aircraft. 
Fifteen are served by 10 or more international airlines, 
led by Dubai and Jeddah with no fewer than 45 and 41 
international airlines respectively. 

Background 

The fact that the Middle East is now well equipped with 
international airports is due largely to decisions taken in 
the 1970s. The economic prosperity experienced by 
most countries of the region following major oil price 
increases in 1973-1974 had resulted in exceptionally 
high traffic growth which placed strains on all transport 
systems. Early on it was recognised that the successful 
fulfilment of the accelerated economic development 
plans adopted by many countries would depend upon 
the ability of transport systems to handle the rapid 

increase in demand. Consequently, during the second 
half of the 1970s substantial funds were allocated to the 
expansion of airport facilities throughout the Middle 
East, including those in several non-oil producing 
countries which received financial assistance from oil 
producing States such as Kuwait, Saudi Arabia and the 
United Arab Emirates. The States of the region thus 
engaged themselves in major programmes to establish a 
system of modern airports and navigational facilities 
capable of meeting anticipated requirements to the end 
of the century. 

Added impetus to airport development programmes 
was given by further increases in the price of oil in 
1979-1980 which helped maintain a strong growth in 
traffic while at the same time ensuring the availability 
of necessary financial resources. However, continuing 
declines in the price of oil after 1981 adversely affected 
general economic conditions. The resultant slackening 
in traffic growth and a decrease in funds available for 
the development of airports led to reviews of many 
construction programmes and consequent scaling down 
or deferral of investment. 

Projects completed in each State 

Despite the less favourable economic conditions 
prevailing since 1982, airport development projects 
were continued in most countries. 

Bahrain 

Extensions and improvements to the existing passenger 
terminal at Muharraq International Airport serving 
Manama were completed in 1982, but due to slow 
traffic growth the start of construction of a second 
terminal was postponed until mid-1987. 

Democratic Yemen 

Extensive modernization of Aden International Airport 
was undertaken between 1983 and 1986. The runway 
was extended from 2 558 metres to 3 000 metres, a new 
passenger terminal was constructed to expand capacity 
to 1.5 million passengers per year and a cargo terminal 
was built. New airports were also opened at Riyan in 
1982 and at A1 Ghaydah in 1985, but of the two only 
Riyan currently receives international services. 
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Map 2-1. Airports in the Middle East receiving scheduled international air services in 1988 

Iran, Islamic Republic of 

Although in 1979 the Islamic Republic of  Iran 
postponed construction of a new airport t o  serve 
Tehran, in 1983 it began development of a site at Jadeh 
Saveh. A new international airport to serve Isfahan was 
completed in 1984 and opened in 1986 but is not yet 
being used for scheduled international flights. The 
airport at  Abadan has been closed temporarily to inter- 
national services. 

Iraq 

In November 1982, Iraq opened the Saddam Hussein 
International Airport t o  serve Baghdad. Completed in 
three years at a cost of some $800 million, the new 

airport has two parallel runways (one of 4 000 metres), 
three terminal buildings (opened in 1986) designed to 
handle 7.5 million passengers a year and a cargo 
terminal with a capacity of 50 000 tonnes. 

Israel 

Between 1982 and 1985, the annual passenger capacity 
of Tel Aviv's Ben Gurion International was doubled to 
6 million by constructing extensions to the apron and to 
the arrival and departure halls. Although international 
charter flights to and from Eilat which require a runway 
longer than 1 900 metres must use the military airfield 
at Ouvda, a shortage of funds has precluded construc- 
tion of any new airport there through 1987. 
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Jordan 

The new Queen Alia International Airport serving 
Amman was opened to traffic in May 1983. Its con- 
struction took eight years and cost $300 million. 
Situated 25 kilometres to the south-east of Amman, 
the airport has two parallel runways 3 660 metres in 
length, a cargo term~nal with a design capacity of 
150 000 tonnes and two passenger terminals with a 
combined capacity of 3 million passengers per year. In 
1988 the passenger terminals received a new duty-free 
facility as well as expanded restaurant and shopping 
areas. Passenger transit time between the two terminals 
was reduced from 10 minutes to  2-3 minutes and 
passenger check-in accelerated. An engineering base 
and engine-overhaul facility were built earlier at the 
airport at a cost of $150 million. 

Kuwait 

The present terminal at Kuwait International, with a 
design capacity of 4 million passengers per year, was 
opened in 1979. The old terminal was closed in the same 
year but could be modernized and reopened to provide 
additional capacity. A new cargo terminal capable of 
handling four B-747 freighters at a time was completed 
in January 1987. The airport has two 3 500 metre 
parallel runways, the second having been opened in 
1987. 

Lebanon 

Due to unstable conditions, work on the expansion of 
Beirut International envisaged under a 1979 Master 
Plan has been postponed repeatedly. The airport has 
sustained damage on numerous occasions and has been 
closed for varying periods of time. Construction at the 
airport has been concentrated on the repair or 
replacement of damaged facilities. 

Oman 

Under its 198 1- 1985 Development Plan, $27 million 
were allocated to the continued improvement of the 
country's two international airports, Seeb International 
serving the capital of Muscat, and Salalah serving 
Dofar Province, Terminals were expanded at both 
airports and the runway at Salalah extended. In 1988 
the first steps were taken to undertake a study of 
the furthet use and expansion needs of Seeb Inter- 
national Airport. 

Qatar 

Facilities at Doha International were improved and 
expanded in the late 1970s. Due to slower than expected 
growth in traffic, a major expansion of facilities 
envisioned under a 1979 Master Plan has not been 
implemented. 

Saudi Arabia 

During Saudi Arabia's Third Development Plan 
(1980-1985), work continued on an extensive airport 
modernization programme covering three international 
and 22 domestic airports. Jeddah's new King Abdul 
Aziz International was opened in April 1981. Its facili- 
ties include three runways (the longest 3 800 metres), 
two scheduled service passenger terminals with design 
capacities of 3 500 and 2 500 passengers per hour, a Haj 
or pilgrim terminal and a cargo terminal with a design 
capacity of 150 000 tonnes a year. 

King Khaled International, serving Riyadh, was 
inaugurated in December 1983. The 240 square kilo- 
metre site is equipped with two parallel runways 
(4 200 metres), three out of four planned passenger 
terminals which will eventually provide a capacity 
of about 15 million passengers a year, and a cargo 
terminal capable of handling 150 000 tonnes a year. 

The country's third international airport, located at 
Dhahran, has been extensively modernized and 
expanded. It will handle traffic growth in the Eastern 
Province pending completion of the new King Fahd 
International Airport. 

Syrian Arab Republic 

In 1983, Syria opened a new passenger terminal with a 
capacity of 2.5 million passengers at Damascus 
International. The old terminal is used for domestic 
passengers and cargo. Neirab Airport serving Aleppo 
began receiving international services by airlines other 
than Syrianair in 1984, Syrianair having started such 
operations there in 1979. 

United Arab Emirates 

A new international airport to serve Abu Dhabi was 
opened in 1982 with a design capacity of 3 million 
passengers per year. In 1987, the Gulf Aircraft Main- 
tenance Company (GAMCO), owned 60 per cent by the 
Government of Abu Dhabi and 40 per cent by Gulf Air, 
commissioned there the second largest maintenance 
base in the region (Saudia's at Jeddah is the largest). 
Plans for a second runway at Abu Dhabi were can- 
celled, both for financial reasons and in anticipation of 
the completion of a new international airport serving A1 
Ain near the eastern border of the Abu Dhabi Emirate. 

The second development phase of Dubai Inter- 
national, opened in 197 1, was commenced in 1983. A 
new 4 000 metre parallel runway was completed in 1984 
and a new passenger terminal to handle arriving traffic 
inaugurated in 1986. Work was undertaken on a 
modern cargo terminal with a design capacity of 
120 000 tonnes. Plans for a sea/air terminal facility 
were scaled down. 

Work commenced in 1986 on the expansion of 
passenger facilities at Ras a1 Khaimah International to 
increase capacity from 250 to 1 000 passengers an hour. 
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e\panded in 1984-1985, increasing capacity  here to 
1 500 palsengers an hour, and a neM duty-free shopping 
centre opened in 1988. At Al Fujairah, a town of 
50 000 inhabitants about one hour by car from Dubai 
and Sharjah, a new international airport close to the 
Indian Ocean with a 3 750 metre runway and a m a i l  
but functional terminal was opened to traffic in late 
1987. The project was undertaken to  attract tourism, 
sea/air cargo traffic and originating international cargo 
traffic. 

Yemen 

The expansion programme at Al Rahaba International 
Airport serving the inland capital city of Sana'a was 
completed in 1984, including an  extension of the main 
runway to 3 250 metres and construction of a new cargo 
terminal. A new passenger terminal was also built a t  the 
Hodeidah airport on the Red Sea. 

B. FINANCES AND MANAGEMENT 

Airport finances 

Few Middle East airports generate revenues sufficient 
to cover their costs of operation and maintenance, 
much less their capital costs. This is due partly to the 
high level of such costs relative t o  the traffic handled at  
many airports and partly :o lower than anticipated 
revenues resulting from slower traffic growth in recent 
years, and, rn some cases, from intense competition for 
traffic among airports. 

The costs of operations and maintenance at airports 
in the region tend to be relatively high, due in part to the 
need to  import equipment and supplies. Moreover, to 
the extent that countries earn foreign exchange in U.S. 
dollars, yet must pay for imports with European and 
Japanese funds, the depreciation of the U.S. dollar 
against the Yen and European currencies in recent years 
has significantly affected costs. The costs of 
maintaining equipment at many airports are also 
increased by the harsh climatic conditions frequently 
encountered. High-cost expatriate staff are still 
required at some airports to provide management and 
technical services, although they are gradually being 
replaced as local staff are trained. On the other hand, 
labour costs at some airports have been reduced by the 
use of migrant workers t o  provide maintenance and 
handling services under service contracts let t o  qpecial- 
ized companies. 

Capital costs for the impressive programme of 
airport modernization in the region have tended to be 
high, especially in the south, because most of the 
materials, services and labour have had to be imported. 

1.u: ~ l ~ : r ~ ~ l c r ,  ., ~ I L ~ ~ ~ L I \ C  ,tt~lplt' gO~<lni::i'llt i i l ~ i d t ~ ~ g  \\'a5 
oftcn ac,,~~,tble, h ~ z h  a r~d  rnurc cost14 standaid5 \\ere set 
for the f,icilities and amenitler proi1Jc.d .it many 
airports. The capacity for n h ~ c h  numerous airports 
were designed, sometimes deemed excessive, ensured 
that past constraints would not reoccur to limit future 
decelopment. True capital costs for airports in the 
region are often difficult to establish, however, because 
they often have been incurred by central governments, 
and most airports have excluded depreciation on such 
investments as well as interest on capital loans from 
their over-all costs. 

Aeronautical revenues (such as landing, parking and 
passenger service charges) constitute the major source 
of operating revenues for airports in the region. 
Notwithstanding this importance, charges at most 
airports in the region are considerably below the 
world average. Moreover, they vary considerably 
from one airport to another. For example, the 
combined landing and passenger charges for a 
B-747-100 with 225 passengers range from $75 at Beirut 
to $6 739 at Tel Aviv (Figure 2-1). Charges at airports 
which compete for transit traffic tend to be particularly 
low. 

Israel r- onlan 

Yemen 

Dem Yemen 

Saudl Arab~a 

Jordan 

Qatar 

Bahrain 1 2 7 5 7  

Syr~a 

Kuwa~t 

1 Lebanon b 75 

Dollars 
1 Daytlrne landing fees for a 8747-100 wrth a rnaxlrnum permissible take-off weight 

of 322 050 kg plus passenger charges for 225 persons 

I Source ICAO Manual of Alrporf and Afr Nawgahon Faciicty Tar~ l f s  (Doc 7100) 1988 
ed~t~on 

Figure 2-1 Comparat~ve charges1 at Middle East airporis, 1988 

Non-aeronautical revenue sources, including 
concessions and rentals, are increasing in importance at 
several airports, especially Abu Dhabi, Amman, 
Bahrain, Dubai and Tel Aviv and contribute towards 
offsetting airport operations and maintenance costs. 
Duty free shops can provide significant revenues in a 
relatively short time, as in Dubai for example. The 
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Dubai Duty Free Complex was opened in 1984 and by 
1986 had an annual turnover of $30 million. In 1986 
Dubai expanded by opening a duty free shop for 
arriving passengers. 

Additional revenues can also be generated by the 
development of other activities on airport land. Main- 
tenance bases such as those at Abu Dhabi, Amman and 
Jeddah can become major enterprises in their own right. 
At some new airports such as Amman, Bahrain, Jeddah 
and Riyadh, flight kitchens, some capable of preparing 
10 000 to 12 000 meals a day, have become large 
employers. At Eilat a free-trade zone was declared and 
all charges were abolished to improve the airport's 
competitive position in the Mediterranean charter 
market and to attract industry. 

Airport management and 
specialized services 

Most international airports in the region are managed 
by the national civil aviation administration. However, 
separate authorities operating under over-all 
government control are found in some States, for 
example Israel (Israeli Airports Authority) and Saudi 
Arabia (International Airports Projects). Reduced 
revenues resulting from a downturn in traffic have 
led at least one State t o  postpone creation of an  
autonomous airport authority until such time as 
revenues improve. 

In some instances, contractual arrangements for the 
operation of an airport or  of specialised services exist 
with foreign enterprises. At Sharjah, for instance, 
management assistance is provided by the Frankfurt 
Airport Authority. At Al Fujairah and Muscat, Pan 
Am World Services is involved. At Abu Dhabi, Bahrain 
and Dubai, technical management and air traffic 
control services are provided by International Aeradio. 

Long-term training programmes and increased 
experience have gradually reduced the need for contract 
personnel to  provide technical and management 
expertise, although many expatriates still work in 
advisory capacities. Airport management training 
programmes are offered by Kuwait Airport and 
through the Saudi Arabian Airport Management Intern 
Program. The Gulf Civil Aviation Training College at  
Doha in Qatar, jointly owned by Bahrain, Oman, Qatar 
and the United Arab Emirates, has considered the 
possibility of offering such training. 

At some airports services such as ground handling, 
and the management of specialised facilities such as 
cargo terminals, are provided by a semi-public or 
commercial agency. For example, ground handling- 
services are provided at Dubai by the Dubai National 
Air Travel Agency (DNATA) and at Bahrain by 
Bahrain Airport Services (BAS). BAS also manages the 
cargo terminal at Bahrain while at Tel Aviv the cargo 
terminal is operated by Maman Cargo Terminals and 

Handling Ltd. and the produce export terminal is 
managed by AGREXCO, an agricultural marketing 
organization. 

Route facilities 

Closely related to airports are route facilities, the other 
major component of the aviation infrastructure 
provided on the ground by States. From the limited 
information available it appears that in a number of 
States in the region the full costs of providing route 
facilities have yet to  be determined and a number of 
important cost elements (for example meteorological 
costs) appear frequently not to  be taken into account. 
Although of a considerably lower magnitude than 
airport costs, route facility costs in the region are 
increasing. One contributing factor has been the estab- 
lishment of a flight information region (FIR) for the 
Emirates and another for Muscat which extend over 
airspace previously covered by parts of the Bahrain 
FIR. 

As late as 1980, many States in the region which were 
responsible for providing air traffic services within an 
FIR did not levy route facility charges; now all but one 
do. The charges differ substantially between States, but 
they display certain characteristics peculiar to the 
region. For example, they take either the form of a 
fixed charge or a weight-related charge, whereas the 
majority of route facility charging systems elsewhere 
are based primarily on distance flown and secondarily 
on aircraft weight, the approach generally rec- 
ommended by the ICAO Council. Also, while airport 
charges in the region, particularly in the Gulf, have for 
competitive reasons been well below world averages, 
route facility charges are generally above world 
averages. 

C. TRAFFIC AT MIDDLE EAST AIRPORTS 

The traffic increases which prompted the immense 
development of international airports in the Middle 
East, over the past decade in particular, were sub- 
stantial. Both passenger and freight demand tripled at 
Middle East airports in the first five to seven years of 
the 1970s. With continued increases three airports 
(Bahrain, Jeddah and Tel Aviv) now rank among the 
top 50 in the world as measured by international 
passengers embarked and disembarked in 1987. Their 
levels of about 3.5 million annual passengers approxi- 
mates those of Helsinki, Sydney and Vienna. Kuwait 
and Dubai airports also handled more than two million 
international embarking and disembarking passengers, 
and six other Middle East airports more than one 
million. Similarly, Dubai, Jeddah and Tel Aviv were 
among the top 50 world airports in international air 
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tre~ght tonne5 loaded and unloaded that year, w i ~ h  over 
100 000 tonnes. Tel Aviv was at  roughly tlic lecel of 
London/Catwick and Rome, and Dubai and Jeddah 
were at roughly the level of Bogota and Madrid. Four 
others handled fewer than 100 000 but more than 
50 000 tonnes of international air freight in 1987 
(Appendix 2-1). 

Passenger traffic 

In 1970 only 5.5 million passengers originated or 
terminated international trips at airports in the Middle 
East. By 1977 this traffic had grown to  15.7 million and 
by 1980 to 26.8 million a t  an  average annual rate of 
increase from 1970 to 1982 of 14 per cent. However, 
from 1982 to 1987 growth slowed to an  average annual 
rate of only 1 per cent, t o  reach an estimated total of 
28.7 million passengers. 

The rate of change in international passenger traffic 
differed widely among airports in the region (Figure 
2-2). In general, international passenger traffic at 
airports on the Arabian Peninsula, from Kuwa~t south, 
grew faster than at the other Middle East airports. 
While the former accounted for only half the total 
international passenger traffic embarked and 
disembarked at Middle East airports in 1977, in 1982 
and 1987 it amounted to two-thlrds. If the relaticely 
high-volume Tel Avib airport total is excluded entirely, 
the Arab~an peninsula airports collectively handled 
more than three of every four international passengers 
embarking and disembarking at all Middle East 
airports. 

Inte~national passengers provide the principal traffic 
base for development purposes at must international 
airports in the region. The exceptions are those a t  
Riyadh and Tehran where in 1987 about three-quarters 
of the traffic was domestic, and at Dhahran and Jeddah 
where about half was domestic. 

Although international non-scheduled passenger 
traffic is not an important factor in airport 
development decisions for the region as a whole (where 
it represents only a n  estimated 8 per cent of total 
international terminal traffic), there are some airports 
where charter traffic is important in either relative or 
absolute terms. A unique situation is that faced by 
Jeddah airport, which in 1986 handled 1040 000 
inbound and outbound Haj  passengers on 3 468 
inbound plus outbound charter flights. Because pilgrim 
traffic movement is concentrated in a 10-week period on 
either side of the Haj period itself, the peaking problem 
at Jeddah is unique and requires careful air traffic flow 
control management. The peaking problem is 
compounded by the directional characteristics of the 
traffic movements, inbound only prior to the Haj, and 
outbound only after. 

Inclusive tour charters from Europe provide the 
international non-scheduled passenger traffic at Eilat, 
the airport ranked second in the region in this category. 

Apalt f ~ o l n  Jetldah and Lilat the only other airports In 

the region where international non-5cheduled pa\$enger 
traffic is of some importance are Kuwait (13 per cent of 
its total 1987 international passenger traffic), Tel Aciv 
(1 1 per cent) and Damascus (8 per cent). 

Another traffic factor which significantly influences 
airport development in the region is the volume 
of direct transit passengers relative to the volume 
embarked and disembarked. Several of the region's 
airports, particularly in the Gulf area, service many 
flights transiting between Europe and the Asia/Pacific 
region. Available data show that the volume of direct 
transit international passengers, i.e. those who continue 
their journey on a flight having the same number as that 
on which they arrived, was half or more than half that 
of embarking and disembarking passengers at several 
Middle East airports. For each 100 of the latter there 
were 50 direct transit passengers at Muscat, 59 at 
Bahrain, 70 at Dubai, 93 at Abu Dhabi, and 142 at 
Sharjah, in 1986. 

Freight traffic 

As with international passenger traffic, substantial 
long-term growth in international freight traffic 
contributed to the need to modernize and expand tacili- 
ttes at many airports. Taking the region as a whole, 
freight traffic grew steadily although more slowly than 
passenger traffic until 1982. The total Increase was from 
about 535 000 tonnes in 1977 to about 654 000 tonnzs 
in 1982 (Appendix 2-1). Unlike passenger traffic, which 
had limlted growth after 1982, freight continued to 
grow and at an increased rate, reaching a total of about 
868 000 tonnes in 1987. This over-all regional patlern of 
steady, then increased international freight traffic 
growth was reversed at Arab~an peninsula airports, 
Kuwalt and south, where traff~c grew by about 23 per 
cent per year from 1977 to 1982, and then by only about 
6 per cent per year through 1987, whereas at the other 
Middle East airports taken collectively it actually 
declined by about 5 per cent per year from 1977 to 1982, 
then grew by about 8 per cent per year from 1982 to 
1987. Tel Aviv, which had strong steady growth in both 
five-year periods, was the exception. As a result of  these 
growth trends which diverged between northern and 
southern airports, the proportion of the total regional 
air freight handled by the Arabian peninsula airports 
rose from less than one-third in 1977 to over two-thirds 
In 1987. 

The relationship of freight imports to freight exports 
at an international airport is a factor in planning its 
cargo facilities. At Amman, Doha, Muscat, and Sana'a 
between three and seven times as much inbound air 
freight was handled as outbound in 1986-1987. Other 
airports tended to  have about twice the volume ot 
international freight unloaded as loaded except tor Te] 
Aviv, which had balanced movements, and (he 
relatively small v o l ~ m e  airports at Bandar Abba5, 
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Per cent change Per cent change 

Passengers embarked and disembarked Frelght tonnes loaded and unloaded 

estimated data o l s n - r w  
+ provisional data D 1982-1w7 

Source: Appendix 2-1 

Figure 2-2. Average annual changes in international traffic at Middle East airports, 
1977-1 982 and 1982-1 987 
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Damascus, Shirar and Tai7 which unloadcd lev, 
lnternational fre~ght than *as loaded. 

Non-scheduled operations at several airports in the 
Middle East play a relatively important role in the 
movement of international freight. Sana'a has more 
than half its freight carried on chartered flights, 
followed by Amman and Muscat with more than a 
quarter. Data for Beirut, Ras a1 Khaimah and Sharjah 
are unavailable, but it is likely that non-scheduled air 
freight traffic accounts for half or more of their total 
air freight. At most airports there has been a trend for 
charter freight to decline in relative importance a s  
capacity grows on scheduled services, But cargo charter 
flights are still important, particularly for carrying 
sea/air traffic transiting the United Arab Emirates 
between the Asia/Pacific region and Europe. 

D. FACILITATION 

Closely related t o  the growth and development of 
international airports in the Middle East is the topic of 
progress and remaining problems in the facilitation 
of the movement of passengers and freight through 
these airports. The goal of facilitation is to assist the 
development of air transport by ensuring that its main 
advantage - speed - is not reduced by the unnecesrar) 
and time-consuming formalities and ground-handling 
procedures at airports. 

To  further this goal, ICAO established a comprc- 
hensive facilitation programme on the basis of the 
Standards and Recommended Practices set forth In 
Annex 9 to the Chicago Convention. Contracting States 
are required to notify ICAO of any differences between 
Standards and their national requirements. In the 
Middle East only one State has officially done so, 
although five other States list differences in the facili- 
tation section of their Aeronautical Information 
Publications (AIPs) and all indicate entry requirements 
elsewhere in their AIPs. Such information, together 
with reports from missions undertaken by ICAO 
personnel and from pertinent meetings held in the 
region, has been used as a basis for this section. 

Visa requirements 

Annex 9 calls on States to abolish entrance visa 
requirements for temporary visitors, either by bilateral 
agreements o r  unilaterally, and when this is not possible 
to provide them without charge with a recommended 
validity of at least 12  months, following simple 
procedures which should not require a personal 
appearance. Annex 9 also contains specifications for 
the contents, layout and language of visas a s  well a s  for 
liberalizing the requirements for the re-entry of 
nationals and resident aliens. 

I he  ob~,ii~iln? ot entry i icas for tenipol ar! \ 15i15 for 
buslne5s or pel sonal rcasons con\titutes one of the most 
tirnc-consuming preliminary preparations for 
international travel. This is particularly true where 
an embassy or consulate abroad must first obtain 
permission from its home authorities to issue a visa, or 
where a letter from a sponsor in the country to be visited 
is required (as is the case for several Middle East 
countries). When issued, the visa given by a Middle East 
State may be written or  printed in Arabic only, making 
it difficult for those unable to read Arabic to under- 
stand its terms and creating problems for airline staff 
who must estabiish the validity of each passenger's 
travel documents at  departure points. Measures taken 
to ease the visa formalities of some Middle East States 
include granting permission to  hotels to  act as sponsors, 
and the exemption by member States of the Gulf Co- 
operation Council (i.e. Bahrain, Kuwait, Oman, Qatar, 
Saudi Arabia and United Arab Emirates) of each 
other's nationals from entry visa requirements when 
travelling as temporary visitors. 

Passenger manifest 

ICAO urges abolition of any requirement that a 
passenger manifest be prepared and wbmitted to entrq 
authorities for arriving international flighty. Other 
international organizations, including the Customs Co- 
operation Council, the International Crim~nal Police 
Organization and the World Health Organization, have 
lent support to this recommendation. The passenger 
manifest has been found unreliable for clearance 
purposes and impracttcal for rapidly checking indi- 
vidual names among large numbers of passengers. 
Personal information is available from other sources 
such as passports and embarkation and disembarkation 
(E/D) cards. Consequently, a large number of Stater 
throughout the world have ceased using the passenger 
manifest. Thirteen States in the region do, however, 
continue to  require that arriving and departing inter- 
national flights submit a passenger manifest. Five of 
these States require between 6 and 19 copies. Thus on 
high capacity aircraft in particular, manifest prep- 
aration problems do occur, delaying flights and adding 
to the cost of air transport. 

Embarkation and disembarkation cards 

Most States in the region continue to require that 
arriving passengers complete E/D cards, which often do 
not conform to the model recommended in Annex 9 hut 
require additional information, frequently for p u r p o w  
other than entry clearance. Although some Middle Ea\t 
States have reduced the number of items of  information 
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+ought, the remalnlng additional informational require- 
ments are at the least an ~nconvenience to pas,engers, 
and at times a cause of entry delays. 

The number of Middle East States requiring written 
baggage declarations, contrary to the practice 
recommended in Annex 9, has declined in the 1980s, yet 
most States in the region continue to subject personal 
baggage to detailed inspection in order to curb the 
importation of prohibited articles. Two States have, 
however, implemented the dual-channel baggage 
clearance system which accelerates the movement of 
passengers through customs control points. Also, the 
number of Middle East States which continue to treat 
unaccompanied baggage as cargo, rather than as 
baggage, has declined. This is a significant improve- 
ment in a region where unaccompanied baggage is an 
important source of rcvenue to airlines. 

Cargo 

The potential contribution of international air freight 
services to national economic activity depends not only 
on sufficiently fast and frequent flights but also upon 
how fast the total door-to-door movement can be made. 
This over-all speed, in turn, greatly depends upon the 
time a shipment spends on the ground at  points of 
origin and destination while in storage and being 
processed through export and import controls. This 
period of time is determined both by physical facilities 
and by paperwork requirements. 

The construction of new cargo terminals at most 
international airports in the Middle East during the late 
1970s and the 1980s has resulted in greatly improved 
facilities for the handling, storage and clearance of 
air cargo, including shipments requiring specialized 
handling and storage such as live animals, fresh 
produce, frozen meat, hazardous materials and high- 
value goods. At several airports, facilities have been 
designed to meet specific needs. At Tel Aviv, for 
example, specialized facilities are now provided to 
process high volume exports of horticultural produce on 
a seasonal basis and at Dubai, Sharjah and Bahrain, to 
facilitate the transfer of sea/air cargo. 

Despite these improvements, the clearance of 
inbound and outbound cargo at many airports in the 
region is often a time-consuming process due to the 
large number of documents required where a single 
document would suffice. Frequently the same infor- 
mation is repeated in several of these documents, many 
copies of which may be required, often by the same 
clearance authorities. The problem of excessive and 
conlplicated documentation 1s compounded where 
States insist on systematic inspection of all shipments 
instead of using the sampling methods recommended in 
Annex 9. 

E:. THE OUTLOOK FOR 
MIDDLE EAST AIRPORTS 

Numerous new international airports will be entering 
service in the Middle East in the near future because 
work on most airport development projects, begun 
when traffic was growing rapidly, has continued even if 
temporarily slowed down due to unfavourable 
economic conditions. Additionally, some existing 
airports will open expanded facilities and some tempor- 
arily closed airports can be expected to reopen. 

Future expansion of airports 

By late 1990 or 1991 work should be completed on the 
expansion and improvement of Bahrain's passenger 
terminal. This will double the passenger handling 
capacity at the airport on Muharraq Island to 
1 000 passengers per hour in each direction. The scope 
of expansion will be less than originally planned, partly 
in reaction to  reductions in services to  Bahrain by a 
number of international airlines. For example, the 
number of check-in desks will only increase from the 
present 19 to 26, rather than to the planned 40. 

In the Islamic Republic of Iran, the runway at 
Tehran's new airport at Jadeh Saveh is expected to be 
operational in 1990, with a full opening of the entire 
facility expected later in the decade. Abadan's airport is 
likely to be reopened to international service. 

In Iraq, Bamerni's airport is being expanded. New 
airports are under construction at Basrah and Mosul. 
The existing airport at Basrah could be reopened to 
international service earlier. 

In Israel, a new airport for Eilat will be built 
at  Evrona, 11 km north of the city, at a cost of 
$300 million. Plans are to retain the existing Eilat 
Airport terminal for passenger handling and immi- 
gration purposes, The company operating the cargo 
terminal at Tel Aviv's Ben Gurion International Airport 
plans to invest $19 million there over the next five years. 

In Saudi Arabia, Dhahran's new King Fahd Inter- 
national Airport is expected to be completed in late 1989 
at  an estimated cost of about $1.7 billion. It will have 
two 4 000 metre runways, built to allow for simul- 
taneous take-offs and landings. A linear concept 
passenger terminal will have 320 000 square metres of 
floor space on six levels. The cargo terminal will be 
capable of handling 176 000 tonnes annually. It will 
serve the Eastern Province including Damman and 
Jubail as well as Dhahran from its location some 36 km 
north-west of Damman. At Jeddah's King Abdul 
Aziz International airport, another scheduled yervice 
passenger terminal will be built when traffic prospects 
warrant. 

A summer 1990 target has been set for completion of 
the United Arab Emirates' sixth international airport, 
the second in the Emirate of Abu Dhabi, although 



18 Internatronal Air Passenger and Frerght Transport - Middle East 

budgetary problems and resultant construction slow- 
downs may result in a later opening. Located 15 km 
north of the university town of Al Ain and 150 km 
inland from the city of Abu Dhabi its initial construc- 
tion involved moving over 22.5 million cubic metres of 
sand fill, one of the largest earthmoving tasks ever 
completed for any airport. The A1 Ain airport will have 
a 4 000 metre runway and cost almost $300 million. It 
will be capable of handling 700 passengers per hour at 
peak periods. Also, a new air cargo terminal is being 
planned for Dubai airport. 

Traffic forecasts 

The continuing development of international airports, 
albeit at a somewhat reduced pace, is bound to affect 
the future size of total regional traffic data, as well as 
possibly to shift traffic among airports. For example, 
King Fahd International Airport, which is expected to  
be serving about 8 million passengers by the year 2000, 
will take over Dhahran International's traffic and could 
affect Bahrain's traffic. The A1 Ain airport, which is 
expected to be handling 410 000 passengers in 1992 and 
540 000 in 1997, could divert some traffic from other 
United Arab Emirates airports. Accordingly, periodic 
revisions to existing traffic forecasts and the making of 
new forecasts become even more necessary to airport 
authorities. The endeavours of two States in the region 
to review and reassess the future prospects for airport 
traffic development exemplify this task, 

In Saudi Arabia, revised traffic forecasts were 
prepared in 1986 for the country's three international 
airports considered as a system. Developments ident- 
ified as influencing the distribution of traffic among 
airports include improved surface transport, the 
opening of Riyadh to service by foreign airlines, the 
relocation of foreign diplomatic missions from Jeddah 
to Riyadh, the construction of the Bahrain-Saudi 

Arabia causeway and the introduction of more direct 
service between secondary cities. 

The econometric model used in Saudi Arabia 
produced high and low traffic projections predicated 
upon anticipated incremental changes in exchange rates, 
oil revenues, the size of the budget, the rate of inflation 
and non-oil GDP as a proxy for the increased propen- 
sity to travel of the Saudi population. The reasonable- 
ness of the forecasts was tested by comparing the 
number of trips per capita for the Saudi population 
against similar ratios for the United States, Canada and 
Australia. A growth rate for international passengers of 
4 per cent a year was considered most likely between 
1984 and 1990, rising to 6 per cent between 1990 and 
1995 and moving to 5 per cent between 1995 and 2005. 

The basis for the passenger forecast in the Master 
Plan prepared for Kuwait International Airport in 1987 
is the historical elasticity ratio between the rate of 
growth in traffic and the rate of growth of the Kuwait 
population. A ratio of 2.2 was calculated for the years 
1970 to 1980, and the long-term projection to 2015 was 
based on the assumption that this ratio would fall to 
about 1.8 (i.e. that traffic would grow on average at 
1.8 times the annual rate of population growth). The 
Master Plan forecasts that embarking and disem- 
barking passenger traffic will grow at an average annual 
rate of 5.3 per cent and freight traffic at 5.6 per cent, 
from 1995 to 2015 (Appendix 2-2). 

In summary, it appears that the over-all capacity of 
international airports in the region will continue to 
increase in the next decade albeit at a less dramatic 
rate than in the past, chiefly due to the larger size of 
replacement facilities now under construction, the likely 
reopenings at points closed by hostilities and the 
expansion of facilities at existing locations. While 
the traffic forecasts given above are not necessarily 
indicative for the airports of the region as a whole, in 
addition to  their value to  the States concerned they can 
be of value as indicators in any broad forward look at 
air transport in the Middle East. 



Chapter 3 
Airlines of the Middle East 

There are 13 scheduled airlines and 4 non-scheduled 
operators based in the Middle East region which 
provide international services. They are identified and 
their fleets of aircraft are discussed in Part A of this 
chapter; their aggregated financial results are presented 
in Part B; their collective historic traffic is set forth in 
Parts C (passenger) and D (freight); and their future 
traffic is forecast in Part E. 

The majority of the international scheduled airlines 
of the region are wholly government-owned companies, 
the exceptions being El Al, partly-owned by the Govern- 
ment of Israel; Middle East Airlines Air Liban (MEA), 
of which the major shareholders are Intra Investment 
Co. and Air France; and Trans Mediterranean Airways, 
which is a limited company. Two airlines are owned by 
more than one government: Gulf Air is jointly owned 
by the Governments of Bahrain, Oman, Qatar and the 
Emirate of Abu Dhabi; Yemen Airways is owned by the 
Governments of the Yemen Arab Republic (51 per cent) 
and Saudi Arabia (49 per cent). Partial privatization 
(ranging up to 40 per cent) has been considered by the 
government-owners of El Al, Gulf Air, Iraqi Airways, 
Royal Jordanian and Syrianair. 

All of the scheduled airlines based in the region 
are members of the International Air Transport 
Association (IATA) and all but Alyemda, Emirates and 
Gulf Air participate in tariff co-ordination. In addition, 
11 are also members of the Arab Air Carriers Organ- 
ization (AACO), an association formed in 1965 to 
foster the development of air transport and tourism in 
Arab countries and to increase economic and technical 
co-operation between Arab air carriers. 

A. MIDDLE EAST AIR CARRIERS 
AND THEIR AIRCRAFT 

The Middle East-based carriers, scheduled and non- 
scheduled, are identified below in two geographic 
groups: the Arabian peninsula carriers, which includes 
those of Democratic Yemen and Yemen and those of 
the Gulf Co-operation Council (GCC) Member States 
(Bahrain, Kuwait, Oman, Qatar, Saudi Arabia and 
United Arab Emirates); and the Northern tier States 
carriers (those of Islamic Republic of Iran, Iraq, Israel, 
Jordan, Lebanon and Syria). Appendix 3-1 lists the 

carriers alphabetically by State, and includes airline 
codes, indicators of IATA membership status, 
and computer reservation system (CRS) names. 
Appendix 3-1 also identifies their transport aircraft 
in service (by ICAO noise classification) and their 
transport aircraft on order. 

The Arabian peninsula carriers 

Democratic Yemen Airlines (Alyemda) provides 
domestic and international scheduled services utilising 
De Havilland Dash 7 turbo-prop aircraft and B-707 and 
B-737 jet aircraft on both kinds of services. Since its 
initial operations in 1971 with propeller aircraft, 
Alyemda has modernized and expanded its fleet and 
increased its operations so as to now serve points in 
Africa, Bombay and numerous Middle East desti- 
nations from its hub at Aden. 

Emirates1, based in Dubai, is the newest scheduled 
international airline of the region. It began flying in 
October 1985 with one Airbus A-300 and one Boeing 

. B-737-300, both leased with crew from Pakistan Inter- 
national Airlines (PIA), the latter aircraft returned in 
1988. It subsequently acquired other wide-body jet 
aircraft, and received a B-727 from the ruler of Dubai. 
The airline now serves several points in Europe and in 
South Asia as well as a limited number of destinations 
within the Middle East. Along with Gulf Air it is a 
national airline of the United Arab Emirates. It is the 
official airline of Dubai (but not of Abu Dhabi) and of 
Sharjah. Owned by the Government of the Emirate of 
Dubai, it is closely linked with the government-owned 
Dubai National Air Travel Agency (DNATA) which is 
a passenger and cargo agent for many foreign airlines, 
a tour operator, an airport handling company and 
operator of the Direct-Multi Access Reservations 
System (D-MARS) computer reservation system (CRS). 
In 1988 Emirates signed a letter of intent to be a partner 
in the multicarrier Amadeus CRS and plans to set up a 
marketing company to  promote Amadeus throughout 
the Gulf region. 

1. The airline is known solely as "Emirates", with no use of 
"Air" or  "Airline': It is not to be confused with Emirates Air 
Services which flies one de Havilland Dash 7 and three Twin 
Otters in charter services in the United Arab Emirates. 
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Gulf Air, based in Bahrain and one of the world's 
few multinational airlines, is the national carrier of 
Bahrain, Oman2 and Qatar, and the first of the now two 
national carriers of the United Arab Emirates. It is the 
owner of Gulf Helicopters which provides offshore 
services for Qatar and also a 40 per cent owner o f  Gulf 
Aircraft Maintenance Company (GAMCO) which 
opened a new, modern technical support facility at  Abu 
Dhabi in April 1987. 

With routes already extending westward as far as 
London and eastward as far as Manila the airline in 
1988 began a new joint operation with the U.S. airline 
Trans World (TWA) to  link its four home States with 
New York City. Gulf Air provides one L-1011 aircraft 
operated by its crews to London where TWA crews take 
over for the transatlantic flight segment. Gulf Air also 
provides an L-1011 service to Manila as a joint oper- 
ation with Philippine Airlines (PAL). 

Gulf Air has viewed operations between Gulf points 
as a problem for it due to  high costs associated with 
relatively short distance flights and to low load factors 
which it believes combine to  make the services consist- 
ently unprofitable. However, from the viewpoint of the 
GCC governments, service levels by Gulf Air have been 
less than desirable, so alternative ways and means are 
being explored to enhance them. One measure taken by 
Gulf Air was a 1988 pool agreement with Kuwait 
Airways and Saudia. In another co-operative effort 
Gulf Air, Kuwait Airways and Saudia established a 
holding company in London in 1987 to cut costs by 
negotiating joint catering, ground handling, insurance 
and fuel purchase arrangements. 

Kuwait Airways Corporation (Kuwait Airways), the 
national airline of Kuwait, operates one of the more 
extensive international route networks of the airlines 
based in the Middle East, one which extends from 
Manila in the east to New York City in the west and 
includes numerous points in Europe, North Africa, the 
Middle East and South Asia. Some services are jointly 
operated, such as with Iberia to Madrid and PAL to 
Manila. Unfortunately, traffic declines in recent years, 
attributed to political and economic difficulties in the 
Gulf, have halted expansion and necessitated the 
offering of some of Kuwait Airways fleet of largely 
wide-bodied aircraft for lease, charter or sale. Kuwait 
Airways also operate an A-300 freighter service to 
Amsterdam, Doha, Frankfurt, London, Muscat and 
Zurich. 

Saudi Arabian Airlines (Saudia), the largest airline 
based in the Middle East, serving 68 cities on 4 conti- 
nents, operates both a sizeable domestic network and an 
international route system which presently extends 
more than half-way around the world from Seoul in the 
east to New York City and Washington in the west. 
Unlike the transatlantic services of Gulf Air and Kuwait 
Airways, which operate via London, Saudia's are flown 
non-stop between its homeland and the United States. 
Saudia is the only airline of a developing country 
anywhere in the world t o  rank among the top 15 IATA 

member airlines in international scheduled passengers 
carried, international scheduled freight tonnes carried, 
and international scheduled passenger-kilometres flown 
(1987 IATA data). It has by far the largest fleet of jet 
aircraft in the region, with 2, 3, and 4-engine wide-body 
aircraft from three major manufacturers which, in 
total, comprise 45 per cent of the wide-body aircraft 
flown by the region's airlines. Moreover, all aircraft in 
Saudia's large wide-body fleet meet the highest ICAO 
noise standards. Domestically, Saudia actively pursues 
a mandate to maximize the availability of air travel by 
keeping fares low as it serves 23 cities, including two 
very high density corridors, Jeddah-Riyadh and 
Riyadh-Dhahran, which compare in respects such as 
frequency of flights to similar corridor routes in several 
more highly developed countries of the world. Saudia 
ranks twelfth in the world among IATA member 
airlines in domestic scheduled passengers carried and 
fifteenth in domestic scheduled passenger-kilometres 
flown (1987 IATA data). Jointly with Gulf Air, it 
provides air bridge services on the very short Bahrain- 
Dhahran sector (where traffic volume dropped signifi- 
cantly after the opening of the causeway, as mentioned 
earlier). Saudia, which received a new B-747-200F 
freighter in early 1989, operates scheduled freighter 
flights which serve domestic and European cities and 
provide, in co-operation with the Flying Tiger Line, a 
joint all-cargo service to New York City via Brussels. 

Yemenia (Yemen Airways), the national carrier of 
Yemen, operates from a base at Sana'a, the Republic's 
capital. It provides domestic services with De Havilland 
Dash 7s and a small fleet of B-727 and B-737 jets, 
also using the latter on international services to 
numerous points in the Middle East and Europe, and to 
several other points in nearby Africa and on the 
Indian subcontinent. 

The northern tier country carriers 

Arab Air Cargo, based in Amman, Jordan is a non- 
scheduled cargo operator presently flying one B-707 
freighter. It is unique in the region in that it is a joint 
venture of two other air carriers. Iraqi Airways and 
Royal Jordanian. It was established in May 1983 
following the success of a similar joint venture in 
surface transport, the Iraqi-Jordanian Trucking 
Company. 

Arkia Israeli Airlines Ltd. (Arkia), a privately 
owned airline, operates both international and domestic 
charter services and a domestic scheduled network 

2. Oman also has another scheduled airline, Oman Aviat~on 
Services, which provides domestic scheduled servrces only 
usrng propeller arrcratt and, on the Muscat-Salalah route, a 
B-737 jo~ntly operated wlth Gulf Air. Its ownershrp 1s 35 per 
cent government, 65 per cent private. 
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which extends from Haifa and Rosh Pina in the north 
through the principal cities in the centre to Eilat on the 
Gulf of Aqaba. Most domestic services are provided 
using De Havilland Dash 7 aircraft, although a few Tel 
Aviv-Eilat flights operate with B-707s leaqed from El A1 
without crews. The latter are more typically used for 
international charter flights (flown co-operatively with 
Sun D'Or - see below) and for certain El A1 services 
flown by Arkia using El A1 cabin crews. 

C.A.L. Cargo Air Lines Ltd., a privately owned 
Israeli charter all-cargo carrier formed in 1976, leases 
B-747 freighters from El Al and other carriers and 
functions with a very small staff to move agricultural 
produce - flowers, vegetables and fruits - from Israel 
to European markets, returning with traffic such as 
automobiles, industrial machinery, raw materials and 
consumer goods. Its primary charter route is from Tel 
Aviv to Cologne which serves as a hub from which its 
cargo is moved expeditiously by surface transport 
throughout Europe. It is owned by its Israeli shippers - 
various farm co-operatives - who in turn are part 
owners of AGREXCO, the half government-owned 
marketing organization for agricultural exports whose 
people load the aircraft at Tel Aviv. The carrier's 
operations peak during the growing season, November 
to May. 

El Al Israel Airline5 1 td. (El Al), the Israeli national 
carrier, uses a relatively small but multi-sized jet fleet of 
B-707, B-737, B-747, B-757 and B-767 aircraft to service 
a primarily Western European-North American inter- 
national route network. Although as of 1988 it was the 
only Middle East airline not having routes extending 
eastward as well as westward from its home territory, it 
does serve Cairo. Nairobi and Johannesburg to the 
south and it flies to more North American cities (seven) 
than any other airline based in the Middle East. Some 
of the latter services involve fairly long U.S. domestic 
sectors and a passenger operation to Miami which 
branches off a t  Montreal from the Toronto service, 
with the Montreal-Miami sector using a smaller 
Canadian aircraft leased with crew. Two of the airline's 
B-707s and five of its B-747s are capable of carrying 
cargo on their main decks (two of the latter have large 
nose doors) and are used on higher volume routes to 
Europe and North America. Following an industrial 
action shutdown of several months in late 1982 and 
early 1983, El A1 management made changes which 
increased efficiency and reduced costs. For religious 
reasons the government-owned airline does not operate 
between sunset on Friday and sunset on Saturday or on 
10 other special days. Domestlc services are limited to 
a few Eilat-Tel Aviv flights for on-line connecting 
international passengers only. Some Eilat flights 
continue beyond Tel ,4v1\ to Europe, El Al's non-stop 
scheduled senices between Eilat and Europe being very 
!imited. 111 1988 El A1 announced that an upgrade of its 
CRS, to be called CARMEL 2 and to be based on 
technology acquired from Suissair, is scheduled to be 
operational in 1990. 

Iran Air, the national airline of the Idamjc Republic 
of  Iran, operates both exten5ive domeytic services and 
numerous international routes, primarily to Europe, 
presently providing in many cases the only direct 
services between the Islamic Republic of Iran and those 
points. Cities served extend from Tokyo and Beijing in 
the east, through Bombay, Karachi, points in the 
United Arab Emirates and Damascus to European 
destinations as far west as London. As with numerous 
other airlines based in the region, intra-regional conflict 
produced adverse effects such as increased operating 
costs, for example by compelling the use of circuitous 
international routings in some instances. Iran Air also 
operates B-747 freighter services to Europe and B-707 
freighter flights to the United Arab Emirates, trans- 
porting to Sharjah items such as fresh fruit, vegetables, 
carpets and textiles. 

Iraqi Airways, the national airline of Iraq, has 
virtually no domestic operations but serves to link 
Baghdad with a large number of world capitals, particu- 
larly in Europe where it has more services to Eastern 
European capitals than any other airline of the region. 
Its international route network is extensive in scope, 
stretching east to Tokyo, Beijing and Bangkok, north to 
Moscow, south to Khartoum and west to Casablanca, 
Lisbon and Rio de Janiero. Its services to a majority of 
foreign countries were not reciprocated by airlines of 
those States durlng much of the protracted regional 
conflict. In 1988 it sought approval for a New York 
City/Detroit transatlantic service via Paris. 

Middle East Airlines, more formally known as 
Middle East Airlines Air Liban SAL, is the national 
airline of Lebanon. The most seriously affected among 
Middle East airlines b> conflict and regional turmoil, it 

' has nevertheless wrvived and returned from forced 
periods of inactivity to operate an extensive route 
system linking Beirut with over 30 cities in the Middle 
East, North and West Africa and Europe. Its route 
network extends from Muscat in the east to Freetown in 
the west, Khartoum in the south and Copenhagen in the 
north. All of its services are flown with B-707 aircraft 
and almost all are unreciprocated by flag carriers of the 
destination States, although flights using MEA aircraft 
are jointly operated with Air Afrique to Abidjan, 
Nigeria Airways to Kano and Monrovia and Tunis Air 
to Tunis and Madrid. With solely long-haul narrow- 
body aircraft in use by the carrier certain diseconomies 
exist, particularly on relatively short-haul services such 
as those to Amman, Damascus and Larnaca. 

Royal Jordanian, known as Alia, The Royal 
Jordanian Airline until December 1986, operates an 
extensive and lengthy international route network, 
primarily on an east-west axis extending more than 
halfway around the world from Los Angeles in the 
west, through numerous points in Europe and North 
Africa, to its Amman hub and on to destinations in the 
Middle East, the Indian sub-continent and Southeast 
Asla. I t  presently serves six points in North America, 
four more than any other Arab airline of the region. 
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Joint operations with dual designated flights are carried 
out with lnterflug to Berlin, with MAS to Kuala 
Lumpur and with Air Canada to Montreal, and were 
agreed in 1988 with Garuda to Jakarta. Domestic 
services are very limited, both in frequency and to a 
single destination, Aqaba. B-707 freighter flights are 
operated between Amman and Amsterdam, Brussels, 
Larnaca and London. Royal Jordanian's subsidiaries 
include the charter company, Arab Wings, which flies 
four business jets. 

Sun D'Or International Airlines, an Israeli charter 
carrier known as "El Al Charters" until 1981, is an  El 
Al subsidiary formed in 1978 to facilitate competition 
with deregulated foreign airlines. It utilizes B-707s 
leased from El A1 and has a joint operating arrange- 
ment with Arkia. 

Syrian Arab Airlines (Syrianair), that country's 
national airline, links four domestic airports to its base 
at  Damascus and from there operates an international 
route network extending west to Paris, north to 
Copenhagen and Moscow, and east to Bombay. There 
is a rough balance between the number of Eastern and 
Western European cities served. In the Middle East 
most destinations are on the Gulf, although Beirut and 
Tehran also receive flights. Services to international 
destinations are flown once or twice weekly with a 
variety of American, French and Soviet-built aircraft. 

Trans Mediterranean Airways (TMA), a privately 
owned Lebanese scheduled air-cargo airline, operates a 

fleet of B-707 freighters which link Beirut on a daily 
flight basis with Abu Dhabi, Amsterdam, Bahrain, 
Doha, Dubai and Muscat. Only somewhat less frequent 
freighter flights are scheduled over a network extending 
from London, Paris, Base1 and Frankfurt through the 
Middle East to Bangkok, Singapore, Taipei and Tokyo. 
The carrier, which became a scheduled airline in 1959, 
pioneered a round-the-world scheduled freighter service 
(since discontinued). 

Commercial transport fleets 

At the end of 1988, the 17 international scheduled 
and charter carriers based in the Middle East operated 
258 commercial transport aircraft. Of these, 238 were 
jet aircraft and 20 were turbo-prop aircraft. This is an 
increase of only about 7 per cent from the 242 aircraft 
operated as of the beginning of 1981; however, total 
narrow-body jet aircraft declined by more than one 
quarter and all piston aircraft have been retired 
(Figure 3-1 and Appendices 3-1 and 3-2). The number 
of wide-bodied aircraft operated more than doubled, 
from 55 in 1981 t o  120 at the end of 1988. Thus over-all 
capacity increased far more than the modest increase in 
fleet size would indicate, and cargo capacity grew even 
more substantially considering the sizeable belly 
capacity of wide-body aircraft. 

1981 1988 

Wide-body jet Turbo-prop 

Narrow-body let Propeller 

Sources 
ICAO Circular 167 - lnternahonal Arr Passenger and Frerghf Jransjwrf - Mrddle East 1982. 
Appendices 3-1 and 3-2 

Figure 3-1. Fleets operated by Middle East carriers (by aircraft type), 1981  and 1988  
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Of some significance is the fact that only one of 
every eight of the 238 jet aircraft in service in 1988 in 
the fleet (most of the B707/B720 aircraft) failed to meet 
the ICAO Chapter 2 noise standards, i.e. those found 
in Annex 16 to the Chicago Convention, Volume 1, 
Part 11, Chapter 2. Because most operations by such 
aircraft are to and from non-noise sensitive airports, 
only a limited number have been hushkitted, i.e. 
mechanically modified to reduce noise emissions. 
TMA, for example, hushkitted four of its seven 
B-707-320Cs for use on European services. On the other 
hand, 44 per cent of the aggregated jet fleet meet the 
more demanding Chapter 3 noise standards, a higher 
proportion than that of the fleets of any other region 
except Asia and the Pacific, and considerably higher 
than the world average of about 27 per cent. All but 
three of the 28 jet aircraft on order or option in the 
Middle East will meet Chapter 3 standards. 

In mid-1988 a tentative agreement was reached 
among 14 Arab airlines (including Kuwait Airways and 
Royal Jordanian from the Middle East region) and five 
banks to form the Arab Aviation Finance Company 
(AAFC). This consortium would purchase by 1995 up 
to 220 new aircraft, 50 to meet growth needs and 170 as 
replacements, valued at  a s  much as $10 billion. 

B. FINANCIAL SITUATION O F  T H E  
MIDDLE EAST AIRLINES 

Over the period 1977-1987, the Middle East airlines 
collectively had cumulative operating losses of 
$130 million. During the same period all the world's 
airlines taken together experienced cumulative oper- 
ating profits of $27 400 million. The Middle East 
airlines did benefit from an upturn in the latter half of 
the period and experienced a combined operating profit 
o f  $100 million in 1987 (Appendix 3-3). Nevertheless, 
this constituted only 1.8 per cent of their collective 
operating revenues in 1987. 

In terms of aggregated net profits or losses (i-e. the 
results of inclusion of non-operating outflow and 
income, and of taxes paid on income) the Middle East 
airlines collectively had cumulative losses o f  
$110 million for 1977-1986. In 1986, however, they 
experienced aggregated net profits of $70 million (1987 
data were unavailable for inclusion in this study). 

Operating revenues 

The cumulative total operating revenues of the Middle 
East airlines almost tripled during the period 1977-1987, 
from $2 100 million to $5 550 (Appendix 3-4). By this 
measurement their operating revenues roughly par- 
alleled the growth of operating revenues for the world's 
airlines (10.2 per cent average annual growth vs. 
11.3 per cent world), their share of the world figure 
thus remaining the same at about 4 per cent. 

The sources of their operating revenues were similar 
to those of the world's airlines with the exceptions of 
their scheduled passenger revenues having constituted 
only about 71 per cent in 1987 versus about 77 per cent 
for the world's airlines and their non-scheduled 
revenues having been about 8 per cent of total operating 
revenues versus about 3.5 per cent for the world's 
airlines (Appendix 3-5). 

Average yields of the Middle East airlines from 
passenger and mail traffic and from non-scheduled 
services as well as total transport operations remained 
substantially above world airlines' average yields 
(Appendix 3-6). Average freight yields were below 
world averages. Only mail and non-scheduled yields 
grew faster than yields for the world's airlines over the 
1977-1987 period. On scheduled services very substan- 
tial growth occurred in passenger and mail yields in the 
first half of the period, only to be somewhat offset by 
negative growth rates in those same yields in the second 
half. Growth in non-scheduled yields continued in 
the second half, but at  an average annual rate less than 
one-third that of the first half. 

Even though higher yields are generally associated 
with shorter average lengths of passenger and freight 
movements on scheduled services, this was not true of 
the Middle East airlines over the period examined. In 
1987, although their average passenger trip length, at  
1 804 kilometers, exceeded the world average by 
16.6 per cent, their average scheduled passenger yields 
also exceeded the world average by 9.7 per cent 
(Appendix 3-7), presumably due to their tendency to  
emphasize higher yield traffic. Similarly, their average 
freight trip distance was 11.1 per cent lower than the 
world average, yet their average scheduled freight yield 
was not higher but 21.4 per cent lower than world 
figures, this in large part attributable to the very 
sizeable increase in cargo capacity entailed with the 
significant expansion of the wide-body fleet. 

Operating expenses 

The operating expenses of the region's airlines for 
the period 1977-1987 grew at  a n  average annual rate of 
10.0 per cent, somewhat slower than the 11.4 per cent 
rate experienced by the world's airlines (Appendix 3-8). 
Similarly, their operating expenses per tonne-kilometres 
available during that period grew at an  average annual 
rate lower than that of the world's airlines, 3.9 per cent 
versus 5.0 per cent (Appendix 3-9). Some unit cost 
categories (maintenance and overhaul; depreciation and 
amortization; ticketing, sales and promotion; and 
general, administrative and others) were well above 
world averages; however, all these categories are 
increasing at much slower rates than for the world's 
airlines, indicating a tendency to move closer to 
world figures. Unit costs of flight operations less 
fuel and oil were well below the world average, and 
barely increasing. 
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This section focuses on the 1977-1987 development 
of passenger traffic carried solely by airlines based in 
the region. It deals largely with volume and growth data 
for scheduled passenger traffic, both international and 
domestic, but touches also upon the non-scheduled 
passenger traffic of the Middle East airlines. 

The estimated average unit costs for all scheduled 
airlines based in the region were almost identical to the 
estimated average unit costs for the world's airlines in 
1987 (Appendix 3-9). Information by carrier on average 
unit costs is available for eight Middle East airlines 
representing over 85 per cent of the traffic of 
the region's scheduled airlines (Appendix 3-10). As 
measured in U.S. cents per tonne-kilometre available, 
their unit costs averaged 46.7 cents and ranged from 
32.2 cents for El A1 to an estimated 92.5 cents for 
Syrian Arab Airlines, with the airlines having North 
Atlantic routes showing the lowest figures. 

International scheduled passenger traffic 
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Sources Appendtces 1-1 and 3-11 

Over the 1977-1987 period the Middle East airlines as a 
group more than doubled their international scheduled 
passenger-kilometres performed (PKPs) flown and, 
despite rapidly rising populations in the region, signifi- 
cantly increased this traffic on a per capita basis, 
steadily maintaining their proportion of the world's 
traffic (see Figure 3-2). 

n g u n  3-3. lflernstional scheduled pas~enger-kilometres 
pMformed by airlines of all regions 
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Figure 3-2. International scheduled passenger-kilometres 
performed by the Middle East airlines 

19l7, 1982 and 1987 

In 1987 the Middle East airlines performed more 
international scheduled passenger-kilometres per 
person in the Middle East population than did the 
airlines of any other region (except North America) per 
person in their populations (see Figure 3-3). Although 
their average annual rate of growth in PKPs was 
exceeded by those of the airlines of the Asia/Pacific 
region and of North America, it approximated the 
average rate of increase for the world's airlines as 
a whole. 

To produce this growth the Middle East airlines 
only moderately expanded their average stage length 
flown per aircraft but increased the seats available per 
aircraft by more than half and carried their average 
international passenger much further (see Figure 3-4). 
However, their composite international passenger load 
factor declined, and that by one percentage point from 
1982 to 1987, after having increased by six points in the 
1977 to 1982 period. 

The sizeable increase in average seats available 
per aircraft of the Middle East airlines surpassed 

I Averages p r  alrcrall Arwaper p r  passenger I 
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Source Append~x 3 12 

Figure 3-4. International scheduled passenger traffic 
coettic~ents of the Middle East airlines 
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those of the airlines of all other regions of the world 
(see Figure 3-5). The gain in distance flown per 
passenger was unsurpassed and was matched solely by 
the North American airlines. 

Seats available Distance flown (km) 
per aircraft per passenger 
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Figure 3-5. Percentage growth in selected international 
scheduled passenger service measurements, 1977-1987 

From 1977 to 1987 the moderate percentage increase 
in the length of the average stage flown by the Middle 
East airlines was half that of the Asia/Pacific and 
North American airlines and only three-quarters of 
that recorded for the world's airlines on the whole 
(see Figure 3-6). Similarly, although average inter- 
national scheduled passenger load factors increased 
world-wide, the increase achieved by the Middle East 
airlines was exceeded by those of all other regions 
except Africa. 

Average aircraft stage length Passenger load factor 
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Figure 3-6. Percentage growth in selected international 

scheduled passenger sen iw measurements. 1977-1987 

This international scheduled passenger load factor 
problem was shared by all but two of the region's 
airlines (see Figure 3-7). 

Domestic scheduled passenger traffic 

Less than one per cent of the domestic scheduled 
passenger traffic of the world's airlines was attributed 
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Figure 3-7. International scheduled passenger load factors, 1987 

to Middle East airlines in 1987 (see Figure 3-8). With 
domestic traffic accounting for only 19 per Cent of their 
total PKPs in 1987, the domestic portion of the total 
passenger traffic of the Middle East airlines was far 
below the world average proportion and well below that 
of the airlines of all other regions. 
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Figure 3-8. Domestic scheduled passenger-kilometres performed, 1987 
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Although dorne5tlc scheduled alr >er\lces exi4t 
in eight States in the llliddlc East and ale largely 
performed by the same airlines v.hich are the inter- 
national flag carrier5 of those States, Saudia alone 
accounted for 63 per cent of the Middle East domestic 
PKPs and Iran Air for 33 per cent. The domestic traffic 
growth patterns of these two airlines, almost identical 
over the 1977-1987 period, were however, markedly 
different for 1977-1982 and for 1982-1987 (see 
Figure 3-9). 
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Figure 3-11. Non-scheduled proport~on of total international 
passenger-kilometres performed by scheduled airlines, 1987 
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This section concentrates on the 1977-1987 development 
of freight traffic carried solely by airlines based in the 
region. It deals largely with volume and growth data for 
international scheduled freight traffic, but also briefly 
discusses the non-scheduled freight traffic of the Middle 
East airlines. 

International scheduled freight traffic 
Non-scheduled passenger traffic 

(international and domestic) From 1977 to 1987 the Middle East airlines collectively 
doubled their international scheduled freight tonne- 

The volume of non-scheduled passenger traffic carried kilometres (FTKs) performed on an absolute basis, 
by the Middle East airlines more than tripled from 1977 although their figure per capita of population grew by 
to 1987, although from a very small 1977 base, thus less than half, due to a rapidly rising population 
significantly increasing the non-scheduled proportion (see Figure 3-12). Nevertheless, their proportion of the 
of their total passenger traffic (see Figure 3-10). freight traffic of the world's airlines declined. 

The collective performance of the Middle East 
airlines on a per capita basis nevertheless compared very 
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Figure 3-10. International nun-scheduled passenger-kilometres Figure 3-12 International scheduled freight tonne-kilometres 
pertormed by the Middle East airlines performed by the Middle East airlines 
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 ourably ably to world averages and to tho5e of most other 
rcglons (we 1 igure 3-13). T h e ~ r  average annual grom th 
r,lrc.s, howeber, remained some\+hat below uorld and 
most regional growth rates. 
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eroerlcn<eo lrom ,377 1987 - I 

A51a Paclllc 

Europe 

Latin An Gartbbean 

Noilh America 

I source A~oendlx 3-1 5 I 

Sources Append~ces 1 1 and 3 14 

F~guro 3-13. International scheduled freight tonne-kilometres 
performed by alrl~nes ol all regtons 

The 1977-1987 growth in the average freight 
load per aircraft of the Middle East airlines was only 
dightly under the average for the world's airlines, 
and was exceeded only by the Asia/Pacific airlines 
(see Figure 3-14). 

( M~ddle East 

World 

Europe I 56% 1 

Conlrldul O r  01 1 e ';hl Averages grl 1mrcra11 

l a  totar r c n e a ~  ed 
~ o n n c  k inmelcer 

Fsalghf Over all C ~ P ~ C I ~ Y  Fcelohf load Over 11, wa~phc 
t a o ,  lonne'il llonnssl iO.6 ISCiQl  

( Source Appendix 3 15 1 
Figure 3-14. Growth in average treight load per aircraR,1977-1987 

Although the percentage contribution of freight to 
total scheduled tonne-kilometres remained constant, the 
average over-all (passenger and freight) capacity per 
aircraft increased by half from 1977 to 1987 as the 
proportion of wide-bodied aircraft in the Middle East 
fleets grew, and the average freight load per aircraft 
increased even more rapidly (see Figure 3-1 5). For both 
per aircraft indicators less growth occurred in the 
second half of the period than in the first, a reflection 
of the economic slowdown in much of the region in the 
1980s. The moderate Increase in the a\crage freight load 
per aircraft from 1982 to 1987 was largely offset by the 
one point decline in the average pasyenger load factor, 
thus keeping the average over-all weight load factor per 
aircraft relatively low. 

F~gure 3-15 Growth in lnternational scheduled freight traflic 
of the Middle East airlinss 

The relatively low average over-all weight load factor 
per aircraft of the Middle East airlines is evident in the 
1987 comparison shown in Figure 3-16. 

Source Appendix 3-15 1 
F~gure 3-16. Average over-all weight load fadors per alrcrat, 

1987 - world's airlines 

Mrddle Easl 

World 

International non-scheduled 
freight traffic 

5 5 * *  I 
64'" 

Limited data are available for international non- 
scheduled freight traffic carried by the scheduled 
airlines of the Middle East (Appendix 3-16). Due to 
lack of reported data for several significant airlines, 
including one all-cargo airline, no conclusions have 
been stated about the combined data for the Middle 
East airlines. 

E. THE OUTLOOK FOR PASSENGER 
AND FREIGHT TRAFFIC 

Many factor5 influence the level and structure of 
demand for air transport by the scheduled airlines ba5ed 
in the Middle East. Some of these are external to air 
transport, such as economic growth, demographics and 
the price of crude oil. Others relate directly to the airline 
industry and include experienced traffic demands, 
costs, yields and load factors. This section builds upon 
other parts of this study to present, explain and 
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compare forecasts by ICAO of the 1988-1998 inter- Air transport system factors 
national scheduled parsenger and freight traffic of the affecting the forecasts 
airl~nes of the Middle East. 

With recent historic growth rates in the operat~ng 
expenses of the region's airlines, as well as in the c05ts 

External factors affecting per tonne-kilometre available, approximating those of 
the forecasts the world's airlines, the effects of costs on traffic 

projections should be neutral. With all but cargo yields 
With five Middle East States leading the world substantially abo e world airlines averages and with the 
in average annual population growth rates, this Middle East airl~nes having lower than world average 
demographic factor can be expected to increase, to a passenger load factors and over-all weight load factors, 
degree, the demand for air transport. A second and ample latitude exists for traffic growth. Load factors, 
perhaps negative demographic influence, that of considered in relation to the present and near future 
population-induced rising demands for investment in ample fleet capacities, indicate no lack of supply to 
infrastructure other than air transport, one which might accommodate predictable demand. 
limit the air transport supply side, has been ameliorated While the minimal recent historical growth in 
by the ample capacities of the large number of new or international passenger traffic embarked and disem- 
modernized airports in the region and by airline fleet barked at Middle East airports reflects some over-all 
expansion already in place and growing. decline in operations by air carriers based outside the 

Given the uniquely important role of the price of region, it also reflects an increase in traffic carried by 
crude oil to a majority of the States in this region, the airlines of the region. The optimism implicit in the 
International Monetary Fund assumption that the price decisions of most of the larger a~rlines of the region to 
of oil will remain constant in real terms (for the first acquire and operate the newest types of jet aircraft, and 
half of the ICAO projection period, i.e. u p  to 1992) is to continue to add new and typically longer routes to 
of some importance. The minimal growth in the region their systems, must be given appropriate weight in 
from 1982 to  1987 in international airport passengers, traffic forecasting. 
although offset somewhat by a less modest increase 
in airport freight, paralleled the oil price declines. 
Although international scheduled PKPs and FTKs The methodology and major 
performed by the region's airlines continued to grow assumptions of the ICAO 
while crude oiI prices declined, this is explained in part international traffic forecasts 
by significant increases in per passenger distances 
flown and by the increase in demand for air transport As a basis for the preparation of the traffic forecasts for 
originated outside the region which was stimulated by this study, econometric analyses were performed to 
oil price declines. determine the impact of economic variables on the 

An important external factor that is perhaps demand for scheduled international passenger and 
impossible to measure in any quantitative terms is freight transport. Several models were developed and 
the peaceful resolution or the exacerbation of armed two chosen for use (Appendix 3-18). These models were 
conflicts in the region. Significant increases in demand used in conjunction with scenarios of future economic 
for transport to at least one major airport have been growth (in GDP) and air transport prices to estimate 
reported following the end of hostilities in the Gulf. scheduled international passenger and freight growth 
However, during 1988, which saw continuing disturb- potential. The estimated traffic growth rates were then 
ances and unrest in Gaza and the West Bank, both reviewed in the light of prospective changes in other 
international scheduled and charter air traffic to and factors which could not be quantified in the economic 
from lsrael reportedly dropped off markedly. analyses. 

Although for many years economic growth in the The following assumptions were made concerning 
Middle East had equalled or surpassed the world the forecast period, relative to external factors, air 
average, GNP for the region has declined since 1982. transport yields and airline operations: 
For 1986-1995, a period which largely overlaps the 
forecast period of this study, the World Bank projected a)  a "most likely" over-all economic growth rate in real 
a high of 4.4 per cent, and a low of 3.6 per cent, in terms of 2.5 per cent per annum for the region as a 
average annual percentage change in GDP for oil whole; 
exporting developing countries. Based in part on these b) a "most likely" over-all increase in imports to the 
projections, and in part on the other external factors region as a whole in real terms of 4.0 per cent per 
bearing on Middle East economies (such as an expected annum; 
4.0 per cent per annum increase in imports), low, base c) a posithe effect, on balance, of population growth 
and high projections of real GDP average growth rates on the demand for air transport; 
for 1988-1998 of 1.5, 2.5 and 3 .5  per cent per annum d) increasing demands for air transport attrtbutable to 
were developed for the purposes of this study. the end of hostilit~es in the Gulf; 
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Source : ICAO 

Figure 3-17. Forecasts of international scheduled passenger traffic for 
the Middle East airlines to 1998 
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Forecast 

Source : iCAO I 
Figure 3-18. Forecasts of international scheduled freight traffic for 

the Middle East airlines to 1998 
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e) declines in average international passenger and 
freight yields of 2 per cent and 3 per cent per annum 
respectively in real terms over the forecast period for 
the airlines of the region; 

f) continuing expansion of airline fleets and routec 
flown at about recent growth levels; and 

g) continuing airline cost reductions, modernization of 
distribution systems, and co-operative endeavours. 

The ICAO international passenger 
and freight forecasts 

Having considered the external and airline industry 
factors previously explained and based upon the above 
assumptions, using the models cited, ICAO forecasts 
that over the period 1988-1998 the international 
scheduled traffic of the airlines based in the Middle East 
is most likely to increa~e at an average annual rate of 
5.5 per cent for passengers (Figure 3-17) and 5 per cent 
for freight (Figure 3-18). These rates are below the 
1977-1987 average annual PKP growth rate of 7.3 per 
cent and FTK growth rate of 7.1 per cent. They are 
below the most likely 11 per cent passenger and 9 per 
cent freight projections made by ICAO in its 1982 
Middle East study. The lower rates now forecast reflect 
real, substantial changes in most factors involved in the 
forecast. 

The passenger forecast model used indicates a GDP 
elasticity of 1.60 and price elasticity of 0.94. This 
implies that for every 1 per cent increase in GDP (real 
terms), PKPs will increase by 1.6 per cent; likewise, for 
every 1 per cent decline in the fare level (average yield) 
PKPs will increase by 0.94 per cent. Similarly, the 
freight forecast model used indicates an import elas- 
ticity of 1.06 and a yield elasticity of 0.50. This implies 
that for every 1 per cent increase in GDP (real terms), 
FTKs will increase by 1.06 per cent; likewise, for every 
1 per cent decline in average freight yield, FTKs will 
increase by 0.50 per cent. 

111 addition, a high forecast of 7.5 per cent per 
annum in PKPs was established using the scenario of a 
high GDP growth rate of 3.5 per cent in real terms and 

a decline in average passenger yield of 2 per cent per 
annum in real terms during the forecast period. The low 
scenario of 4.0 per cent per annum included an average 
annual 1.5 per cent growth in real GDP and a decline 
in real average passenger yield of 2 per cent per annum. 
Similarly, the high forecast of 7.0 per cent per annum 
for freight (FTKs) used a projected import growth rate 
of 6 per cent in real terms and an average annual decline 
in freight yield of 3 per cent (real terms). The low 
scenario of 3.0 per cent per annum assumed a 2 per cent 
average annual growth in imports (real terms) and a 3 
per cent decline in average freight yield (real terms). 

The ICAO forecasts may be compared to similar 
projections made recently by other organizations. In a 
study published in July 1987, the McDonnell Douglas 
company estimated that, for the period 1987-1997 the 
Middle East airlines would experience a forecast 
average annual growth in PKPs of 7.4 per cent. In the 
September 1987 McDonnell Douglas "Outlook for 
Commercial Aircraft", an  average annual growth rate 
for 1986-2001 was projected at  7.2 per cent for PKPs 
and 5.2 per cent for FTKs for the Middle East airlines. 
Similarly, in February 1988, the Boeing Company 
forecast a 1986-2000 average annual growth rate in 
PKPs by airlines based in the Middle East of 5.1 per 
cent. Note that all these forecasts are not precisely 
comparable, not only because the periods cited differ, 
but because they d o  not limit their projections to 
international scheduled traffic as does ICAO. 

Other forecasts cited elsewhere in this study relate to 
all airlines' traffic at certain airports (Chapter 2) and to 
route group traffic by all airlines (Chapter 4). The 
former include passenger and freight movement growth 
rates of approximately 5 per cent, the latter growth 

-rates ranging between 4.6 and 7.1 per cent for 
passengers and 5.0 and 5.7 per cent for freight. 

No ICAO forecast was made for non-scheduled or 
domestic Middle East air traffic. The McDonnell 
Douglas study cited above does, however, project 
Middle East domestic PKPs to grow at an average 
annual rate of 7.4 per cent from 1987 to 1997. Presum- 
ably domestic air traffic in the Middle East will 
continue to be largely that of the Islamic Republic of 
Iran and Saudi Arabia. 



Chapter 4 
Air Services to, from and within the Middle East 

Air services to, from and within a region reflect the 
interaction of many factors, including market demand 
(which is t o  a significant extent a product of broader 
economic, social and political factors), the supply as 
determined in choices made by airlines and govern- 
ments regarding countries and cities to  be served and the 
frequency, regularity and patterns of service, as well as 
government regulation and the prices airlines charge. 
Part A of this chapter discusses the demand for alr 
services as indicated by recent flows of on-flight origin 
and destination traffic; Part B, the development of air 
route links between the Middle East and other regions 
and within that region; Part C, the role of government 
regulation as it has influenced the growth and direction 
of the region's air services; and Part D, an  assessment 
of the pricing involved. In conclusion, Part E looks 
ahead a t  probable future air service developments, 
Including forecasts of international air traffic flows 
involving the region. 

A. RECENT TRAFFIC FLOWS TO, FROM 
AND WITHIN THE MILIDLE EAST 

Passenger flows 

Approximately 22 million passengers were carried in 
1987 on all international air services (scheduled and 
non-scheduled) operated to, from and within the 
Middle East, an increase of about 16 per cent from the 
19 million estimated for 1982 (Appendix 4-1). The 
Middle East-Europe routes accounted for the largest 
number of passengers in 1987 (30.4 per cent) followed 
by those to and from Asia and the Pacific (26.4 per 
cent), intra-Middle East (21.1 per cent), to and from 
Africa (18.1 per cent) and t o  and from the Americas 
(4.0 per cent). 

Over-all, the number of  passengers on Middle East 
air routes grew by an average of 2.8 per cent a year 
between 1982 and 1987, compared to 5.9 per cent 
average annual growth for world international air 
services during the same period. All major traffic flows 
showed erratic changes from year to year and, with the 
exception of the Asia/Pacific routes, all route groups 
recorded one or two years of declining traffic. The 

greatest change between 1982 and 1987 was recorded on 
routes to and from the Americas (up by an average of 
6.7 per cent a year), followed by Asia/Pacific (5.9 per 
cent). Europe (4.1 per cent) and intra-Middle East 
(1 .3  per cent), while traffic on the African routes fell by 
about 1.5 per cent a year. 

An important factor influencing Middle East travel 
markets during this period was the sharp decline in oil 
prices which curbed public spending on national 
development projects and either reduced personal 
incomes or slowed their growth, with consequent 
negative effects on the demand for travel. A second 
factor was hostilities in parts of the region which closed 
numerous air routes and severely reduced the demand 
for travel on others. Although both business and 
pleasure travel were affected by these developments, the 
continuing need for migrant labour ensured that traffic 
on the Asia/Pacific routes was generally more buoyant 
than on other route groups, even though there were 
shifts in the importance of individual country-to- 
country markets. The relatively strong growth on routes 
between the Middle East and the Americas was in part 
due to the expansion in through-plane services between 
the region and North America which reduced the 
proportion of Middle East-North American travellers 
making connexions in Europe and thus being counted as 
Middle East-Europe traffic. Air travel over relatively 
short distances within the region was adversely affected 
by improvements in the regional highway network, by 
increased car ownership and by expanded international 
bus and ferry services. 

Freight flows 

Almost 900 000 tonnes of freight, or about 1 l per cent 
of the world total, were carried in 1987 on international 
routes to, from and within the Middle East, an increase 
of more than a third over the estimated 1982 figure of 
650 000 tonnes (Appendix 4-2). Freight flows by route 
group followed the same ranking as that for passenger 
traffic. The largest amount of traffic was carried on 
routes betueen the Middle Ea\t and Europe (48.3 per 
cent), followcd by those tolfrom Asia and the Pacific 
(21.3 per cent), intra-Middle East (14.4 per cent). 
to/frorn Africa (11.0 per cent) and to'from the 
Americas (4.0 per cent). Freight traffic on the European 
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and American routes declined slightly in relative 
iniportance from 1982 to 1987. 

Total international freight traffic on Middle East air - 
routes grew at an average annual rate of 6.6 per cent 
between 1982 and 1987, compared with a world growth 
rate of 9.0 per cent. As with passenger traffic flows, 
there were sharp differences in the rate of change from 
one year to the next and from one route group to 
another. Traffic on the intra-Middle East and Middle 
Last-Asia/Pacific routes recorded the strongest average 
annual growth, at 9.5 and 9.4 per cent per annum 
respectively. Traffic to/from Africa also increased at an 
above average rate of 8.0 per cent while traffic on 
routes to/from Europe rose by 4.7 per cent. 

The development of freight traffic was subject to 
the same major economic and political influences as 
passenger traffic during this period. In addition, the 
completion of many major infrastructure projects in the 
region resulted in reduced demand for the shipment 
of project equipment and supplies. On the other 
hand, slower economic growth had little effect on the 
demand for consumer goods and perishables from the 
Asia/Pacific region, and the development of sea/air 
transshipment services at several airports in the region 
increased the flow of air freight traffic between the 
Middle East and Europe. 

B. INTERNATIONAL AIR SERVICE 
ROUTE LINKS 

Since 1980, the pattern of international air service 
route links to, from and within the Middle East has 
undergone moderate changes in contrast to the dramatic 
growth experienced during the 1970s. Nevertheless, 
these later changes are significant in their long-term 
implications for the air transport system. The following 
assessment of the development of international air 
service route links to, from and within the region is 
based on an  analysis of through-plane scheduled 
services (except for all-cargo) operated in June 1988 and 
of the changes that have occurred in them since 1980. 
Links are provided with as many as several daily flights 
or as few as one per week. 

Air route links with Europe 

Relatively few changes have taken place since 1980 in 
the number of air route links with Europe. Through- 
plane services now connect the Middle East with 22 of 
the 29 countries in Europe (Appendix 4-4). The Middle 
East States with the most European links are Iraq (20), 
the United Arab Emirates (20), Saudi Arabia (18); 
Jordan (17) and Kuwait (17). The airports in Europe 
with service to the most countries in the Middle East are 
Larnaca and Paris (with services to all 14 States), 
Frankfurt and Istanbul (13), Athens and London (12) 
and Amsterdam (1 1). 

Between 1980 and 1988, the airlines of the region 
expanded their network considerably, increasing their 
country-pair links with Europe by more than 40 per 
cent. The Middle East airlines serving the largest 
number of European countries were Iraqi Airways 
(19 countries), Royal Jordanian (17), El A1 (15) and 
Syrian Arab Airlines (13) (Appendix 4-5). Yemenia's 
network grew the most rapidly, from one to eight 
countries. 

Services between the Middle East and Europe were 
also operated by 22 European airlines (Appendix 4-6). 
In 1988 Lufthansa served the largest number of Middle 
East States (1 I), followed by Air France (lo), Aeroflot 
and KLM (9 each), and British Airways, Swissair and 
THY (8 each). The main changes by the European 
airlines were reductions in services to the Islamic 
Republic of Iran, Iraq and Lebanon, and increases in 
services to Jordan and the United Arab Emirates. 

Air route links with 
Asia and the Pacific 

With the exception of Israel and Lebanon, the States 
of the Middle East were provided in 1988 with through- 
plane services to 18 countries in the Asia/Pacific region, 
the additions since 1980 being Maldives and Nepal 
(Appendix 4-4). The Middle East countries with the 
largest number of links were the United Arab Emirates 
(17), Bahrain (14), Saudi Arabia (13) and Kuwait (10). 
Jordan, Saudi Arabia and the United Arab Emirates 
experienced the most increases in service links between 
1980 and 1988. 

An important change was the tripling (from 5 
to 14) between 1980 and 1988 in the number of 
destinations in the Asia/Pacific region served by 
airlines of the Middle East (Appendix 4-5). Services 
were begun to Bangladesh, Hong Kong, Indonesia, 
Japan, Malaysia, Maldives, Philippines, Republic of 
Korea and Singapore. Emirates, MEA and Yemenia 
commenced services to the Asia/Pacific region for the 
first time during this period, while Gulf Air, Iran Air, 
Royal Jordanian and Saudia added the largest number 
of new destinations. 

Royal Nepal Airlines was the only new airline 
based in the Asia/Pacific region to begin flying to 
the Middle East between 1980 and 1988, bringing the 
total number of airlines from that region to 17 
(Appendix 4-6). Most of the country-pair links served 
reflect either the importance of migrant labour traffic 
or the attractiveness of certain countries in the Middle 
East as transit points. In view of the close commercial 
and labour ties with the South Asian sub-continent, it is 
not surprising that the carriers serving the most Middle 
East countries are Pakistan International (9), Air India 
(6), Air Lanka (6) and Biman Bangladesh (6). With few 
exceptions, and for the same reasons, their services are 
largely limited to the GCC-member States. 
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Air route links with Africa 

A significant expansion in the route network linking the 
Middle East and Africa occurred between 1980 and 
1988. Services commenced to Chad, Madagascar, 
Mauritius, Niger, Rwanda, Senegal, Sierra Leone and 
Uganda. The countries in the region which are best 
served and have also expanded the most are Saudi 
Arabia (linked to 21 States) and the United Arab 
Emirates (12) (Appendix 4-4). Cairo remains the key 
African hub with services to all the Middle East States 
except Democratic Yemen and the Islamic Republic of 
Iran, followed by Khartoum (10 States) and Tunis (7). 
The most important developments in the route network 
have been the increase in services to Sudan (from 6 to 
10 country-pair links) and to sub-Saharan Africa, where 
the number of service links rose by 75 per cent (from 16 
to 28). 

All the international airlines of the region except 
Iran Air operated services to Africa (Appendix 4-5). 
Among them, those providing the most links, Saudia 
(serving 9 States), Syrian Arab Airlines (9, Gulf Air (4) 
and Iraqi Airways (4), also expanded the most between 
1980 and 1988. Services were also provided by 16 
African airlines, compared to 12 in 1980, with the 
addition of Air Afrique, Air Sinai, Air Tanzania and 
Uganda Airways (Appendix 4-6). Of the African 
airlines, the most linkages were provided by Egyptair 
(9 countries served), Sudan Airways (6) and Tunis Air 
(5 ) .  

Air route links witb 
the Americas 

Seven countries in the Middle East (Iraq, Israel, 
Jordan, Kuwait, Saudi Arabia, Syria and United Arab 
Emirates) received through-plane services t o  North or 
Latin America in 1988 (Appendix 4-4). Services to 
Canada and/or the United States were operated by El 
Al, Kuwait Airways, Royal Jordanian and Saudia, 
while Iraqi Airways served Brazil (Appendix 4-5). 
Pan Amtiean, Tower Air and TWA served the region 
from the: United States (Appendix 4-6). Other links 
to Canada and the United States were provided by 
Pakistan International. 

Air route links witbin 
the Middle East 

With the exceptions of the absence of any air links 
between Israel and the rest of the region, and the 
temporary discontinuance of numerous links to  and 
from the Islamic Republic of Iran, Iraq and Lebanon, 
the intra-regional route network is relatively well 
developed (Appendix 4-3). The over-all reduction from 
1980 in the numbers of air route linkages within the 
region was in large part due to the above-mentioned 
temporary discontinuances. Despite this, 9 of 13 States 

were direcrly linked in 1980 with two-third5 or more of 
tht  ot! I States I:I t ' , e  region. Kuwait, Qatar, Saudi 
Ar-%a w d  the United Arab Emirates were linked tc? 

the most ccwntries. ' ..,>ocratic Yenien ar:J Yemen 
experienced the greatest improvement in air linkages 
s~nce 1980. 

With the exceptions of El Al, Emirates, Iran Air 
and Iraqi Airways, each airline of the region serves half 
or more of the States in the Middle East (Appendix 4-5). 
Those serving the largest number of States as of 
mid-1988 were Kuwait Airways ( l l ) ,  Saudia ( I l ) ,  
Middle East Airlines (lo), Royal Jordanian (lo), 
Yemenia (9) and Gulf Air (9). Since 1980, new services 
to States in the region were inaugurated by Gulf Air (to 
three additional States), Yemenia (to two States), and 
Alyemda, Kuwait Airways, MEA, Royal Jordanian and 
Syrian Arab to one State each. 

C. REGULATION 

Most States in the region tend to pursue a policy of 
controlled regulation and balanced capacity sharing 
with the airlines of their bilateral partners. Some 
exceptions exist, for example bilateral air service 
agreements signed between the United Arab Emirates 
and Singapore in 1987, between Qatar and Singapore in 
1988, and between the United Arab Emirates and 
Malaysia in 1988. These agreements generally provide 
almost unlimited rights, with no restrictions on the 
number of carriers, frequencies, aircraft size or points 
t o  be served, nor on the number of intermediate or 
beyond points which may be served with full Fifth 
Freedom rights. 

In a number of instances, airport development has 
also influenced regulatory policy and practices. Both 
Dubai and Sharjah have adopted an open skies policy in 
addition to commercial measures (e.g. promotion of 
sea/air transshipment, duty-free facilities) to attract 
operators to their airports. 

Nonetheless, the main source of competition for 
Middle East airlines comes from the extra-regional air 
carriers whose services transit the region on the major 
southern trunk route between Europe and Asia/Pacific. 
Due to the limited demand on many routes during the 
early years of their operation, it was more economical 
for the traffic to be carried as Fifth Freedom traffic 
on transiting services. With market growth and the 
development of services by Third and Fourth Freedom 
carriers, many routes have periodically experienced 
excess capacity and yield dilution. Where such a 
situation persists, it can influence regulatory policy. 

The need to compete for tourist traffic can also lead to 
changes in regulation as was evidenced by Israel's 
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modifications of its non-scheduled policy at various 
times. Prior to 1977, charter flights were permitted only 
if they originated in Scandinavia and landed at Eilat. 
Restrictions were gradually lifted (first to allow pilgrim 
charters, then to end restrictions on the origination 
points of flights) until by 1981 all limitations had been 
abolished. A new restriction was, however, introduced 
in 1983 on routes to Tel Aviv served by El Al: no 
commingling of foreign-origin and Israeli-origin tour 
groups on the same flight. 

Royalty payments 

A common requirement in the Middle East is that a 
foreign airline operating a bilaterally agreed route 
pay a royalty to the non-operating national carrier. 
Similarly, airlines of the region are also subjected to this 
requirement by some States outside the Middle East. In 
some cases, payments are also levied on that capacity 
offered by the foreign airline which is greater than the 
capacity provided by the national carrier. The most 
common basis for calculation of royalty payments is a 
percentage of the full economy fare, often as much as 
15 to 30 per cent for Third and Fourth Freedom traffic, 
and higher for Fifth Freedom traffic. While the system 
compensates the non-operating airline and may limit 
the provision of excess capacity, these payments may 
also-be considered as hidden surcharges ivied on users. 
To the extent that payment is based on the applicable 
economy class fare, the practice also serves to discour- 
age the introduction of discount fares. Some States also 
require payment of royalties to the national carrier in 
order to obtain approval of charter flights. 

Pricing regulation 

Under the terms of most air service agreements 
involving States of the region, tariffs are governed by 
the traditional dual approval regime. Exceptions to 
this practice are found in the Israel-United States 
and Jordan-United States agreements which have 
dual disapproval tariff clauses and the Syrian Arab 
Republic-United States agreement which has a country 
of origin clause. The actual negotiation of tariffs for 
scheduled air services is delegated to airlines working 
within the framework of IATA. 

IATA's adoption, in recent years, of a more flexible 
approach to establishing tariffs by permitting carriers to 
file innovative fares and to respond to competitive 
measures taken by other airlines has enabled agree- 
ments to be reached for most routes involving the 
Middle East. The acceptance of more liberal routing 
controls on South Atlantic routes (permitting travel via 
certain North American gateways at the direct route 
fare) and separate treatment of routes to and from 
Israel have also fostered a conclusion of agreements. 
However, pricing agreements on Middle East-Europe 
routes have not proven possible due to basic disagree- 

ment on such issues as surcharges for intermediate class 
travel, the means to reduce directional fare imbalances 
(one-way fares from some points in Europe being up to 
70 per cent higher than those to the same points in 
Europe), and the need to respond to fares available in 
the marketplace, such as certain special fares offered 
from the Gulf area. 

The Arab Air Carriers Organisation (AACO) also 
provides a regional forum for tariff co-ordination 
between IATA and non-IATA airlines, permitting tariff 
proposals to be arrived at for presentation at sub- 
sequent IATA Tariff Coordinating Conferences. 
Several members of AACO are also members of the 
African Airlines Association (AFRAA) and joint 
AACO/AFRAA meetings are held on tariff matters 
of common interest prior to the relevant IATA 
Conferences. 

Despite the increasing number of IATA agreements 
in force on routes to, from and within the region, the 
abuse of officially approved tariffs continues to  be a 
problem as it is elsewhere. IATA itself has progressively 
dismantled its tariff enforcement machinery and in 1987 
rescinded all its legal provisions for compliance action. 
As a result, tariff enforcement in the region is now 
confined to local actions taken by some States and to 
monitoring and yield improvement activity undertaken 
by groups of airlines serving individual countries. 

D. PRICING OF AIR SERVICES 

Passenger fares 

As in other regions, there are two main kinds of fares 
offered. The first kind is normal (unrestricted) fares 
which are available to the general public without 
limitations on purchase or use. The second kind is 
special fares, once mainly promotional tariffs designed 
to attract passengers who would not otherwise travel 
and limited by advance purchase, minimum/maximum 
stay or other conditions, but now including restricted 
normal fares. The latter retain most of the normal fares 
characteristics but have restrictions on stopovers and, in 
some cases, on the ability to interline. 

Normal economy fares are available on all routes. 
In September 1987 the average normal economy fares 
within the Middle East and from the Middle East were 
generally lower than the world average fares except on 
the longer routes to  Europe (2 000 km and above), 
shorter routes to the South Asian sub-continent (below 
2 000 km) and on routes to the Far East (Appendix 4-7). 
There was no relationship between fare level and 
distance for routes from the Middle East to North 
America, mainly due to the average normal economy 
fares from Israel to North America being some 45 per 
cent higher than those for the rest of the region 
(compensated by relatively low restricted normal fares). 
Normal economy fares to the region in September 1987 



were higher than the world average fares on routes from 
Europe (2 000 km and above), on routes from the rest 
of Africa, i.e. other than North Africa (1 000 km and 
below), on long-haul routes from the Far East and on 
routes from North America. 

Fares (in terms of U.S. dollars) for individual city- 
pairs may vary appreciably from their corresponding 
route group average. For example, normal economy 
fares tend to be significantly higher from Democratic 
Yemen and Iraq, and significantly lower from Lebanon 
and Yemen, than the corresponding average fare for the 
relevant route group. 

Patterns of normal economy fare differences by 
directionality have changed significantly since 1977, 
primarily due to changes in the relative values of 
national currencies (particularly for fares to the region). 
In the cases of northwestern Europe and Japan, the 
weakening of the U.S. dollar between 1977 and 1987 
has led to fares from these areas (expressed in U.S. 
dollars) being higher in 1987 than fares to  them from 
the Middle East, reversing the situation that prevailed in 
1977. For example, in 1977 the return normal economy 
fare from Tokyo to Abu Dhabi was $ 1 672 compared 
with the Abu Dhabi-Tokyo fare of $1 768; by 1987, 
the corresponding figures were $4 145 and $2 730, 
respectively, During the same period, the value of the 
Japanese Yen had increased by almost 90 per cent 
against the U.S. dollar. 

First class fares are widely available on routes to  and 
from the Middle East and in September 1987 were at 
levels generally ranging between 30 and 55 per cent 
above the normal economy fare, although on some 
routes (e.g. those to  and from North America) they 
were about twice that level. Within the region they were 
at levels some 35 to 55 per cent above the normal 
economy fare. 

Intermediate class fares are widely available on 
most routes, and in September 1987 averaged some 
10 to 15 per cent more than the normal economy fare. 
However, few, if any, were available for westbound 
travel from the Middle East to Europe, for lack of 
agreement within IATA. 

In SepC&nber 198-7 the only special fare generally 
widely available on routes to, from and within the 
Middle East was the economy class excursion fare, at 
some 50 t o  90 per cent of the normal economy fare. 
However, excursion fares were seldom available from 
the South Asian sub-continent and the Far East to the 
Middle East. 

Other types of special fares available to the general 
public were rare, although some economy class APEX- 
type fares were available on the North Atlantic a t  levels 
ranging from 35 to  50 per cent of the applicable normal 
economy fare) and to and from Hong Kong (75 per 
cent). Fares with similar conditions but without the 
advance purchase requirement were available from 
London to some States in the Gulf area at levels ranging 
from about 35 to 75 per cent of the applicable normal 
economy fare. The only restricted normal fares to  and 
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from the region were those on routes between the 
Middle East and North America at levels 10 to 15 per 
cent below the normal economy fare. 

The lack of special fares for the general public to, 
from and within the Middle East region was in part 
mitigated by a higher than average availability of 
preferential fares for those who met certain age, 
occupation, family relationship or affiliation require- 
ments. A number of preferential fares for seamen, 
youth, teachers, senior citizens and family and pilgrims 
were available at 25 to 60 per cent below the applicable 
normal economy fare. 

Freight rates 

The two main freight rate categories are general cargo 
and specific commodity. General cargo rates vary by 
weight, and typically by direction, but are normally 
unrelated to the contents or value of the shipments. 
Specific commodity rates apply solely to particular 
goods shipped in specified markets but offer discounts. 

General cargo rates have a weight breakpoint at 
45 kg, with the rates for heavier shipments generally 
discounted by about 25 per cent. In route groups where 
freight is well developed, still lower rates may be avail- 
able, at breakpoints of 100, 500 or 1 000 kg. Where 
shipping distance is very short, the under-45 kg rate 
may be overridden by the minimum charge. 

In September 1987 the under 45-kg general cargo 
rates were above the world averages at the longer 
distances on routes between Europe and the Middle 
East, for almost all the reference distances on routes 
between the region and the Rest of Africa (i.e. other 
than North Africa), on routes from the region to the 
South Asian sub-continent, and on routes to  the Far 
East and to North America (Appendix 4-8). In addition 
to the general cargo rates for shipments of less than 
45 kg, discounts of about 25 per cent are provided by 
the general cargo rates for larger shipments on all routes 
within and to/from the Middle East (except for rates 
from the United Kingdom and from South Africa where 
the first breakpoint is at 100 kg). On a number of routes 
to  and from the region further discounts for shipments 
of over 500 kg are available at rates 40 to 85 per cent 
below the under 45-kg rate. Specific commodity rates 
are available on most extra-regional route groups at 
levels 15 to 60 per cent below the general cargo rates for 
under 45-kg shipments. A few specific commodity 
rates, discounted by 45 to 70 per cent, are offered on 
intra-regional routes. 

E. THE OUTLOOK FOR 
MIDDLE EAST AIR SERVICES 

This section explores several forecasts of future flows of 
international traffic on all air services to, from and 
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within the region. It also discusses certain developments 
which, if they become more widespread, are likely to 
bring about changes in established air services. 

Future traffic flows 

The forecasts examined were made by IATA ("Total 
Market Passenger Forecast", June 1986, covering the 
period 1985-1990), McDonnell Douglas ("Outlook for 
Commercial Aircraft", September 1987, for the years 
1987-1997) and Boeing ("Current Market Outlook", 
February 1989, for the period 1986-2000). There is 
general concurrence among the three sources regarding 
the expected rate of growth in passenger travel between 
the Middle East and Europe. IATA anticipates an 
average annual increase of 4.0 per cent between 
1985 and 1990, Boeing 4.6 per cent between 1986 and 
2000 (on routes designated as "Europe to Africa and 
Middle East") and McDonnell Douglas 5.7 per cent 
between 1987 and 1997. The two forecast figures are 
somewhat higher than the recent average annual 
increase of 4.1 per cent which occurred between 1982 
and 1987. 

Travel to and from Asia and the Pacific, which 
rose by 5.9 per cent a year between 1982 and 1987, was 
forecast in 1986 by IATA to increase by 2.8 per cent a 
year through 1990, while Boeing predicted a rate of 
5.3 per cent for 1986-2000 for the routes "Africa and 
the Middle East to Pacific". Passenger traffic on all 
routes involving the Middle East was forecast by Boeing 
to grow at 5.3 per cent a year for 1986-2000 and 
by McDonnell Douglas at 7.7 per cent a year for 
1987-1997. 

Over the short-term (1985-1990), IATA forecasts 
passenger travel within the region to grow by only 
0.5 per cent a year. However, estimates of growth in 
the longer term suggest that traffic on routes within the 
region may grow more rapidly than on most other 
routes involving the Middle East, McDonnell Douglas 
estimating growth at an average of 7.1 per cent a year 
between 1987 and 1997, and Boeing at 9.2 per cent a 
year between 1986 and 2000 for routes designated as 
"Intra-Middle East and Africa". Such rates imply an 
acceleration in the growth rate during the 1990s which 
would be consistent with the restoration of services in 
the Gulf area and improved business opportunities due 
to reconstruction in the Islamic Republic of Iran and 
Iraq. By comparison, traffic on these routes grew by 
about 2.8 per cent a year from 1982 to 1987. 

The only routes for which freight forecasts are 
available are those between the Middle East and 
Europe. Boeing anticipates that freight traffic (in terms 
of FTKs) will grow by 5 per cent a year between 1986 
and 2000, while McDonnell Douglas foresees a rate of 
5.7 per cent between 1987 and 1997. These figures 
represent a slight increase over the actual growth rate of 
4.7 per cent from 1982 to 1987. 

Route links provided by transit services 

The pattern of reductions in the route linkages provided 
by extra-regional airlines transiting the Middle East is 
likely to continue for several reasons. One is that of 
continuing competition to reduce elapsed flight times 
between the Asia/Pacific region and Europe, which has 
already produced an end to the transit of Bahrain by 
Philippine Airlines, SIA and JAL, and of United Arab 
Emirates airports by JAL and KAL. A second is the 
opening of more non-stop trans-Siberian routes. A 
third, the entry into service beginning in 1989 of 
the B-747-400 long range aircraft, to be followed 
by other new types with similar range capabilities, 
should accelerate the decline in relative importance of 
transit services as providers of air route links between 
Middle East States and countries in Europe and the 
Asia/Pacific region. 

This expected decline might, however, be offset by 
the possible use by airlines based outside the region of 
airports in the Middle East as "third country hubs" for 
the interchange of their on-line traffic, similar to the 
present use of Bangkok by Qantas, London by Air 
Canada and Tokyo, Frankfurt, London and Paris by 
various U.S. airlines. In a third country hub operation, 
a single airline's flights, usually non-stop from two or 
more points in that carrier's homeland and en route to 
various second country destinations, converge within a 
period of a few hours at an intermediate airport hub in 
a third country. Local traffic is discharged and through 
traffic is interchanged permitting each flight to carry 
numerous combinations of city-pair origiddestination 
traffic. The same convergence and interchange takes 
place on homeland-destined flights. 

There are not multiple cities in the same European 
State, each with sufficient traffic to Asia, to suggest an 
economic third country hub operation in the Middle 
East for one State's airline. However, the quest for a 
common aviation market in the European Communities 
by 1992 could produce one or more multi-country 
megacarriers and/or close alliances between their 
airlines which might make such an operation very 
practical, with consequent increases in services through 
any Middle East airport used. Such services through a 
Middle East third country hub from multiple points in 
Europe could, for the European carriers or megacarrier 
involved, avoid any need to choose one major European 
airport (to the presumed detriment of others) as the 
principal departure point for services to those Asian 
points with insufficient traffic for daily or near daily 
trans-Asian non-stop services. For example, flights 
from European cities A, B and C could meet at Middle 
East point D and exchange travellers bound for Asian 
cities E, F and G. Destinations of flights could even 
include Indian Ocean and East African points, as may 
be permitted by relevant air services agreements. The 
passengers interchanged would, of course, be direct 
transit traffic not having an origin or destination in the 
Middle East, and the use of such services to also carry 
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traffic originating or terminating at the Middle East 
point would depend upon applicable governmental 
agreements. 

Development of directional flow "banks" 
of flights at home-base hubs 

At Amman, Royal Jordanian now uses the concept of 
a home-base hub operated with directional flow 
"banks" or "complexes" of interconnecting flights. 
Unlike most other home-base hubs, which are orig- 
inating and terminating points throughout each day for 
flights in various directions by a national carrier, this 
operation involves concentrations of arrivals, mostly 
from the same general direction, and of corresponding 
departures, mainly continuing in that same general 
direction, so as to greatly increase the number of city- 
pair markets each flight can serve. At Amman, one such 
directional bank of flights consists of mid-morning 
arrivals from various Asian and Middle East points 
with corresponding late morning departures to 
numerous European and North American destinations. 
A second directional bank of flights consists of late 
afternoon arrivals from various North American 
and European points which interconnect with early 
evening departures to several Middle East and Asian 
destinations. 

A possible development in the future may be the 
adoption of this type of hub operation by other Middle 
East airlines. Factors influencing such a development 
include airport capabilities for handling concentrations 
of arriving and departing aircraft and passengers, the 
relative balance between spoke routes on two sides 
of the hub, the effect on aircraft utilization, the signifi- 
cance of added ground handling costs necessitated by a 
concentration of flights, and whether an airline with 
multiple home destination international airports (e.g. 
Gulf Air, Saudia) could permit any one to dominate as 
a hub. 

Should a similar international hub with directional 
banks be employed where strong domestic routes also 
exist (as in Saudi Arabia) new patterns of domestic city- 
pair linkages through those hubs could develop, as well 
as the possible introduction of highly regular patterns 
of service (as in many city-pairs in various highly 
developed States) on high volume domestic trunk routes 
if they were no longer extensions of international 
services. While the forms that wider adoption in the 
region of this particular hub concept might take cannot 
be predicted, it is possible that the Amman innovation 
could have important consequences for the region's air 
service patterns. 

Intra-Gulf States 
regional air services 

In late 1988 it was announced in Oman that the six 
GCC Member States are considering starting a joint 
intra-regional airline, presumably to seek in part to 

resolve current difficulties with some intra-regional 
services. Many of the intra-Gulf States flights now 
operated by the Gulf States airlines (Gulf Air, Kuwait 
Airways and Saudia) are extensions of international 
flights to and from points outside the region. While this 
scheduling practice provides a certain convenience to 
some through passengers, those travelling entirely 
within the region are likely to experience day-to-day 
irregularity in scheduled departure and arrival times, 
days without any service, and operational times chosen 
to meet needs at airports in distant time zones on other 
continents, rather than schedules which are suited 
to their requirements. The dilemma confronting the 
airlines appears to be that traffic volumes on many 
intra-regional sectors are too low to support jet services 
geared to local needs, yet there is much reluctance on 
the part of intra-regional passengers to fly on smaller, 
turbo-prop commuter aircraft due to turbulence. A 
down-sized commercial jet aircraft in the 50-seat or 
fewer category is not yet on the market. 

In late 1988, two aircraft manufacturers publicized 
their consideration of the development of 40-seat 
and 50-seat regional jet aircraft. One proposal is that 
of an entirely new 40-seat twin-jet to be built in the 
United Kingdom. The other is of a 50-seat regional jet 
derivative of an existing executive jet manufactured in 
Canada. Either, if built, may well be of potential 
value in meeting the demands of some intra-Gulf 
States traffic. Also, some pure-jet aircraft in a 75-seat 
category are already somewhat available (but in sub- 
stantial demand as used aircraft) and could enter the 
50-seat category with a 2-cabin configuration to  include 
an ample number of first class seats. 

Another option which, if chosen, would have the 
potential for significant service expansion is a combi- 
nation of use of small turbo-prop aircraft in the 19-36 
seat range, with some amenities such as sufficient aisle 
height for passengers to walk erect, on thin (low 
demand) sectors under about 500 km and of 9-seat 
business jet aircraft on longer thin scheduled service 
sectors. The former could go some way towards 
meeting passenger comfort desires on short sectors, and 
would serve to develop future markets for larger 
aircraft. The latter could provide the speed, quiet and 
comfort of jet operations, as well as greater frequency, 
on the somewhat longer low demand sectors where their 
operation could prove to be economical. The latter 
kind of scheduled service (with 9-seat business jets) is 
successfully operated by a U.S. commuter carrier, 
Enterprise Airlines, over 500 to 1 100 km low demand 
sectors. 

Separately, or in combination with the deployment 
of smaller aircraft on thin sectors, the existing airlines 
and/or some new regional carrier may choose to 
employ hub operations with connecting banks of flights 
for most or all services. This type of operation, which 
combines traffic in many city-pair markets on each 
flight, could conceivably increase load factors on intra- 
regional services as well as improve their frequency and 
regularity. 



Chapter 4. A i r  Services to, from and within the Middle East 39 

Blocked-space, code-sharing arrangements 

In late 1988 two North American airlines began offering 
several Middle East services to their passengers entirely 
on aircraft of two Middle East airlines, using blocked- 
space, code-sharing arrangements. TWA now offers on- 
line services between New York and Abu Dhabi, 
Bahrain, Doha, Muscat and Sharjah entirely on Gulf 
Air aircraft (at present also leased without crew to 
TWA between London and New York). Similarly, Air 
Canada now offers its first Middle East service, twice 
weekly Montreal-Amman flights, entirely on Royal 
Jordanian aircraft which also serve that carrier's 
passengers on the route. As indicated elsewhere in this 
study, joint operations involving airlines of the region 
are not uncommon. Recent developments, however, 
may emphasize the advantages to airlines participating 

in such arrangements, and could expand the oppor- 
tunities for increasing service links. 

Service restorations 

Finally, it must be considered likely t h a ~  there will be a 
gradual resumption of services following the end of 
hostilities in the Gulf. Most of these services are likely 
to be operated by extra-regional airlines, on routes to 
Baghdad and Tehran. Intra-regional services which 
include regional cities (such as Basrah, Mosul and 
Shiraz) may be expected to develop as well. These 
service restorations, added to the entirely new services 
anticipated in the region at large, should ensure 
continuing growth in air route links to, from and within 
the Middle East. 
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Appendix 1-1. Regional comparison of selected economic indicators', 1986 and 1987 

Indicators and units 

La t~n  Middle 
Middle Asia and America/ North East 
East Africa Pacific Europe2 Caribbean America World share(%) 

Population (1986), in millions 
Area, in millions of square km 
Population density (1986), per square km 

GNP (1986), in thousand million dollars 218 2703 364 8404 2 487 0205 
GNP per capita (1986), in dollars 3 704 642 947 

International trade (1986) 
Imports, in millions of dollars 
Exports, in millions of dollars 

Air freight - scheduled (1987), 
in millions of TKPe 
in TKP per capita 

International, in millions of TKP 
in TKP per capita 

Domestic, in millions of TKP 
in TKP per capita 

Air passengers - scheduled(l987). 
in millions of pax-km 44 600 35 306 267 736 476 134 74 676 ' 681 395 1 579 855 2.8 
in pax-km per capita 398 61 99 577 182 2 552 322 - 

International, in millions of pax-km 36 138 27 436 180 361 245 420 39 816 151 368 680 539 5.3 
in pax-km per capita 323 4 7 66 297 97 567 139 - 

Domestic, in millions of pax-km 8 462 7 870 87 385 230 714 34 860 530 027 899 316 0.9 
in pax-km per capita 76 14 32 280 85 1 985 183 - 

1. Regional groupings are those adopted by ICAO for statistical purposes. 
2. Includes U.S.S.R 
3. GNP and GNP per capita exclude data for lslamlc Republic of Iran, Iraq and Lebanon. 
4. GNP and GNP per capita exclude data for Angola. Djibouti. Equatorla1 Guinea. 
5. GNP and GNP per capita exclude data for Kiribati. Democratic People's Republic of Korea. Macao. Mongolia, Pacific Islands, Vanuatu and Viet Nam. 
6. GNP and GNP per capita exclude data for Albania, Bulgaria, Czechoslovakia, German Democratic Republic. Romania and Union of Soviet Socialist Republics 
7 GNP and GNP per capita exclude data for Cuba, French Guiana, Guadeloupe, Martinique and Montserrat. 
8. Tonne-kilometres performed. 

Sources: 
- lnternational Bank for Reconstruction and Development, the 1987 "World Bank Atlas" and 1988 update (Population and GNP); 
- United Nations, "Monthly Bulletin of Statistics". November 1987 (International Trade); 
- ICAO air traffic data for 1987 (Air Freight and Air Passenger) 



State 

Appendix 1-2. Selected economic indicators for States in the Middle East (data for 1986 unless otherwise indicated) 

Gross National Product Indus- Average External trade 
trial annual 

Growth rate output rate of Volume Real growth 
Population Area Population Total Per (per captta) as % of inflation Exports Imports Exports Imports 
mid-year (thousands density (millions of capita 1973-86 GNP 1973-84 (millions of (millions of 1975-85 1975-85 
(om) km2 (per kmz) dollars) ($) ( % I  ( % )  (%) dollars) dollars) (%) (%) 

Bahrain 
Democratic Yemen 
Iran, Islamic 
Republic of 

Iraq 
Israel 
Jordan 
Kuwait 
Lebanon 
Oman 
Qatar 
Saudi Arabia 
Syrian Arab Republic 
United Arab Emirates 
Yemen Arab Republic 

n l a  Data not available 
Data are for years other than those specified 

Sources. 
The 1988 update of the 1987 "World Bank Atlas", International Bank for Reconstruction and Development (columns 1,3,4,5 and 6), 
"Handbook of International Trade & Development Stat~stics' , 1986 Supplement (columns 9, 10, 11 and 12), 
The World Bank, "World Development Indicators, 1986" (columns 7 and 8). 



Appendix 1-3. Selected transport development indicators in the 
Middle East (1985) 

State 

Road Percent 
network Paved paved Railway 
length network network network 

(km) (km) (km) 

Bahrain 
Democratic Yemen 
Iran, Islamic Republic of 
Iraq 
Israel 
Jordan 
Kuwait 
Lebanon 
Oman 
Qatar 
Saudi Arabia 
Syrian Arab Republic 
United Arab Emirates 
Yemen Arab Republic 

Total 148 457 136 153 64.71 10 501 

1.  Percentage excludes data for Islamic Republic of Iran and Israel 

n/a Data not ava~lable. 
- No network exlsts. 

Sources: 
- United Nations. ESCWA. "Development and Prospects of Air Transport in Western Asia", E/ESCWA/TCD/ 

87/6 .  Table 2.4; 
- The Europa Yearbook, 1987. 



Appendix 1-4. International tourist arrivals* 
in the Middle East, 1982-1987 

State 

Tourist arrivals - Annual 
by all modes growth rates Arrivals by air Air share 

1982 1987 1982-1987 1982 1987 1987 
(000) (000) ( % I  (000) (000) ( % I  

Bahrain 
Iran, Islamic Republic of 
Iraq1 
Israel 
Jordan 
Kuwait 
Qatar 
Saudi Arabia 
Syrian Arab Republic 
Yemen 

* Tourist arrivals are defined by the World Tourism Organization as temporary visitors staying at least 24 hours 
in the country visited. 

n/a Data not available. 

1. Data for 1986. 
2. Data for 1985. 
3. Growth rates for 1982-1986 

Sources: 
- World Tourism Organization, "Yearbook of Tourism Statistics"; 
- WTO reply to ICAO request for latest available data. 



Appendix 1-5. Main commodities imported by air into the 
Middle East from the United States - 1986 

Code* Cornrnod~ty descript~on 

Value Percentage of total 
(thousands imports shipped 
of dollars) by a ~ r  

Aircraft & associated equipment 
Telecommunications equipment 
Data processing & office equipment parts 
Measuring & controlling Instruments 
Precious & semi-precious stones 
Electrical power equipment & circuits 
Construction & mining machinery 
Electrical machinery & equipment 
Piston type engines and parts 
Non-piston type engines and parts 
Electronic tubes and circuits 
Specialized industrial machinery 
Drugs and pharmaceuticals 
Optical and medical instruments 
Medical equipment 

Total imports by air 2 142 243 26 

Code is the "Schedule A" Commodity Grouping code used in the source publication 

Source: 
U.S. Department of Commerce. "U.S. Exports - World Area and Country by Schedule E Commodity Groups", 
FT 45511986 December and Annual. 



Appendix 1-6. Main commodities exported by air from 
the Middle East to the United States - 1986 

Code' Commodity description 

Percent of 
Value total exports 

(thousands shlpped 
of dollars) by alr 

Pearls, diamonds, precious and 
semi-precious stones 

Artworks and jewelry 
Aircraft, spacecraft and 

associated equipment 
Special transactions 
Telecommunications equipment 
Data processing and office 
equipment and parts 

Carpets 
Textiles and garments 
Parts of internal combustion engines 
Electro-medical equipment 
Electric instruments and non-medical 
Electrical machinery and apparatus 
Optical instruments 
Military arms 
Tools 
Sound and musical instruments 

Total exports by air 1 860 228 24 

Code is the "Schedule A" Commodity Grouping code used in the source publication 

Source: 
U.S. Department of Commerce. "U.S. General Imports - World Area and Country of Origin by Schedule A Commodity 
Groupings", FT 155/1986 December and Annual. 



Appendix 1-7. Middle East trade by air with France and the United States - 1986 

Exports by a ~ r  from the M~ddle East Imports by air to the M~ddle East 
A I ~  share A I ~  share of 

Air value Air we~ght of total exports Air value Air we~ght total lmports 
(thousands (thousands Value/kg by value (thousands (thousands Value/kg by value 
of dollars) of kg) (dollars) (%)I of dollars) of kg) (dollars) ( % I  

Trade by air with France2 

Bahrain 
Democratic Yemen 
Iran, Islamic Republic of 
lraq 
Israel 
Jordan 
Kuwait 
Lebanon 
Qatar 
Oman 
Saudi Arabia 
Syrian Arab Republic 
United Arab Emirates 
Abu Dhabi 
Dubai 
Sharjah 

Total 54 047 2 150 2 5 2 439 343 

Trade by air with the United States 

Bahrain 
Democratic Yemen 
Iran, Islamic Republic of 
lraq 
Israel 
Jordan 
Kuwait 
Lebanon 
Qatar 
Oman 
Saudi Arabia 
Syrian Arab Republic 
United Arab Emirates 
Yemen Arab Republic 

Total 1 860 228 11 955 156 24 2 142 242 

1. Figures in parentheses are air share of total exports by value when petroleum products are excluded. 
2. Data for January to June 1986. 

Sources: 
- U.S. Department of Commerce, "U.S. General Imports" and "U.S. Exports", 1986 (see Appendices 1-5 and 1-6); 
- Reply from France to ICAO questionnaire. 



Appendix 1-8. Air vs surface door-to-door cost comparison - 1987 

(Consignment of typewriters valued at $5 000 weighing 85 kg, and of a volume of 0.5 cubic metre 
for shipment by air and 0.8 cubic metre crated for shipment by sea) 

Direct costs 

Frankfurt to Amman Frankfurt to Duba~ Frankfurt to Jeddah Frankfurt to Kuwait 
Air Sea Air Sea Air Sea Air Sea 

($1 ($1 ($1 ($) ($1 ($1 ($1 ($1 

Value of goods 

Packing costs 
Pick-up/delivery charges 

(at origin) 
Documentation charges 
Terminal charges 
Freight transport charges 
lnsurance 
Pick-up/delivery charges 

(at destination) 
Cost of capital (at $4.lO/day)' 

Total distribution cost 
Index: sea cost = 100 

Total cost of consignee 
Index. sea cost = 100 

Time (days) 
Time savings by air (days) 

Direct costs 

Frankfurt to Muscat Frankfurt to Sana'a Nicosia to Jeddah 
Air Sea Air Sea Air Sea 
($1 ($1 ($1 ($1 ($1 ($1 

Value of goods 

Packing costs 
Pick-up/delivery charges (at origin) 
Documentation charges 
Terminal charges 
Freight transport charges 
Insurance 
Pick-up/delivery charges (at destination) 
Cost of capital (at $4.10/day)l 

Total distribution cost 
Index: sea cost = 100 

Total cost of consignee 
Index: sea cost = 100 

Time (days) 
Time savings by air (days) 

1. Based on a pre-tax profit margin of 30 per cent 

Source: 
Responses by States to ICAO quest~onna~re 



Appendix 1-9. International freight traffic carried to and from 
the Middle East in 1986 by various airlines 

Ouant~ty Ratio of 
Inbound 

To the From the to outbound 
Middle East Middle East freight 

(tonnes) (tonnes) 
A~rltne (Home State) 

Middle East 

Kuwait Airways' (Kuwait) 
Saudia (Saudi Arabia) 

Total 

Europe 

Cyprus Airways (Cyprus) 
CSA (Czechoslovakia) 
Air France (France) 
Lufthansa (Germany, Fed. Rep. of) 
Iberia (Spain) 
Swissair (Switzerland) 
THY (Turkey) 

Total 

Asia and Pacific 

Cathay Pacific (Hong Kong) 
PIA (Pakistan) 

Total 

GRAND TOTAL 

1. Data are for July 1985-June 1986. 

Source: 
States' replies to ICAO questionnaire. 
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Appendix 2-1. International passenger and freight traffic and 
selected service indicators at Middle East airports 

Number of passengers Number of freight tonnes 
embarked and disembarked loaded and unloaded 
1977 1982 1987 1977 1982 1987 
(000) (000) (000) 

Inter- 
national 
airlines 
6/88 

Wide- 
body 

flights 

Bahrain 
Bahrain Int ' l  

Democratic Yemen 
Aden Int'l 
Riyan 

Iran, Islamic Republic of 
Bandar Abbas Int ' l  
Shiraz Int ' l  
Tehran/Mehrabad Int ' l  

Iraq 
Baghdad/Saddam Int' l  

Israel 
Eilat 
Tel Aviv/Ben Gurion 

Jordan 
Amman/Queen Alia Int ' l  

Kuwait 
Kuwait Int ' l  

Lebanon 
Beirut Int'l 

Oman 
Muscat/Seeb Int' l  

Qatar 
Doha Int'l 

Saudi Arabia 
Dhahran Int ' l  
Jeddah/King Abdul Aziz 
Medina 
Riyadh/King Khalid 

Syrian Arab Republic 
Aleppo/Neirab 
Damascus Int ' l  

United Arab Emirates 
Abu Dhabi Int ' l  
Al Fujairahl 
Dubai Int ' l  
Ras al Khaimah Int' l  
Sharjah Int ' l  

Yemen 
Hodeidah 
Sana'a/Al Rahaba Int' l  
Taiz/Ganad 

65 OOO* 

Total 15 734 26 803 28 718 535 176 654 398 868 21 1 

1. Opened late 1987. 
2. Previous year's data. 

Estimated data. 
+ Provisional data. 
n /a Data not available. 
X Receives wide-body services. 

Sources: 
- ABC "World Airways Guide". June 1988; 
- lCAO Digests of Statistics, Series AT; 
- Airport Operators Council International, Traffic Reports, 1983 and 1987; 
- National statistics 



Appendix 2-2. Forecasts of paseenger and freight traffic growth 
at Kuwait International Airpurt 

Average Average Average 
Populat~on annual Term~nal annual Fre~ght annual 

Year of Kuwart growth passengers growth (tonne;) growth 

I 

From 1985 to 2015 2 9% 5 3% 5 6% 

Source 
D~rectorate General of CIVII Av~at~on. Kuwalt 



Appendix 3-1. International air carriers based in the Middle East Region and their fleets - 31 December 1988 

Number of commercial transport aircraft operated by type' Arcraft on order (option) 
Type of 
inter- Number 

IATA IATA nal~onal Jet (by nolse classification) Turbo-prop Total and Delivery 
State and carrler name code status CRS operat~on None Chapter 2 Chapter 3 number type period 

Gulf Air Company G.S.C.2 (GF)  .+ GARTH S 
(Gulf Air) 

8 8-737 2 8-767(2 LI) 
11 L-1011(5 LI) 

2 i 4 8-767 April-June 
1989 

Democratic Yemen 

2 AN-26(2 LI) 9 
2 DHC-7 

Democratrc Yemen Airlines D Y + linked to S 2 8-707 2 8-737 
(Alyemda) RESKY 1 TU-154 

Iran, Islamic Republic of 

The Airline of the Islamic i R 
Reptiblic of Iran (Iran Air) 

Iraq 

Iraqi Airways I A CORDA S 2 8-707 6 8-727 1 8-747 
(KLM) 2 8-737 

(-1 LO) 
3 8-747 

Israel 

Arkla Israeli Airlines Ltcl. I Z 
(Arkia) 

NS3 1 8-707 1 8-707(1 LI) 3 DHC-7 
(1  LI) 2 8-737(2 LI) 

Cargo Air Lines (C.A.L.) C H NS/AC 1 8-747(1 L1)4 

El Al-Israel Airlines Ltd. LY CARMEL S/MAC 1 8-707 1 8-707 3 8-757 
(El Al) (-1 LO) (-1 LO) 4 8-767 

2 8-737 
(-2 LO) 
8 8-747 
(-1 LO) 

Sun D'Or lnt l  Airlines 

Jordan 

Royal Jordanian RJ SlTA S/MAC 2 8-707 3 8-727 3 A-310 
GABRIEL II 1 8-747 

7 L-1011 

Arab Air Cargo 5G NS/AC 1 8-707 

(KU) * RESKU S/MAC 

Kuwait 

Kuwait Airways Corp. 4 8-727 3 A-300 
(-1 LO) (-2 LO) 
4 8-747 5 A-310 
(-2 LO) 3 8-767 . 

Lebanon 

Middle East Airlines 
Airliban (MEA) 

S 5 8-707 2 8-707 
5 0-720 2 B-747 

( -2  LO) 



54 I t~~ernutronul Air Pu~senger and f reighc Transpor! - ,Vl~drf/e bust 
- -- -- 

Number of commerc~al transport aircraft operated by type' Aircraft on order (option] 
Type of 
~nter Number 

IATA IATA nat~onal Jet (by nolse classif~cat~on) Turbo-prop Total and Dellvery 
State and carrler name code status CRS operat~on None Chapter 2 Chapter 3 number type per~od 

-- 
Trans-Med~terranean Airways T L S/AC 3 8-707 4 8-707  7 

S A.R L. (TMA) 

Oman 

Gulf Air Company, G.S.C.2 
(see Bahrain) 

Qatar 

Gulf Air Company G.S.C.2 
(see Bahrain) 

Saudi  Arabia 

Saudi Arabian Airlines 
Corporatton (Saudia) 

Syrian Arab Republic 

Syrlan Arab A i r l~nes  
Corp. (Syrtanair) 

Unlted Arab Em~rates 

2 A-300(1 LI )  
2 A-310 

Gulf Air Company G 3 . C  2 
(see Bahrain) 

Yemen 

Yemen Airways (Yemenla) IY * CORDA S 
(KL41; 

TOTALS (13 scheduled, 
4 non-scheduled) 

5 8-727 
1 B-737(-1 LO) 

1 A~rcraft of more than 9 tonnes maxlrnum take-off welghl excludrng execdtlve ana VIP alrcraft as well as State aircraft whlch are operated by dlrl~nes for government purposes 
2 Gulf Air IS a multi-nat~onal airllne with headquarters In Bahrai loirltl! owred by Bahraln. Oman, Qatar and the Enlrate of Abu Dhabi 
3 Also operates dornest~c scheduled services 
4 Wet-leased from El Al on a seasonal basis. 
5 Alrcraft not owned but leased-~n as requlred 

Scheduled alrhne operat~ng rn~xed (passenger/f r? j h t  1 s t  . I-es 
Scheduled a~r l~ne  operat~ng both m~xed (passenger/fre~g' + I  servlces l n 3  all-cargo servlces 
Scheduled a~r l~ne  operatlng all-cargo servlces only 
Non-scheduled alr transport carrler operatlng m~xed \pdssenger/freig i t )  servlces 
Non-scheduled alr transport carrler operatlng both mixed and all-cargo servlces 
Non-scheduled alr transport carrler operatlng all-cargo \er~lses only 
IATA Member, Trade Assoc~atlon only 
IATA Member, Trade Assoc~at~on and Tar~ff Co-ordlnatlor3 
Number leased In 
Number leased out 

Sources 
-- Air Transport World JUT 1986 
- AsIan Av~atron AsIan Alrltne Fleet Census" July 1987 
- Avrat~on Data Centre. ' World A~rline Fleets D~rectory 1987 1988 
- Av~ation Data Centre World A~rllne Fleets News varlous 1987-1988 editlons 
- Aviat~on Data Serv~ce Inc Air World Survey Supplement to Volume 39. Number 2 1987 
- "Fl~ght International' World A~rline D~rectory. 26 March 1988 
- The Avrnark Av~ation Economist February 1988 
-- lnforrnat~on rece~ved by ICAO frsm government and a~r l~ne  sources in the M~ddle East and from Alrbus lndustrre 
- Var~ous press reports 



Appendix 3-2. Commercial transport aircraft operated or 
on order or option by international air carriers based in 

the Middle East Region, 31 December 1988 

Aircraft in Aircraft on 
fleet order (option) A~rcraft  categories and types 

JET 

Wide-body: Airbus A-300 
Airbus A-310 
Airbus A-340 
Boeing 8-747 
Boeing 8-767 
Lockheed L-1011 

Total wide-body 

Boeing 8-707 
Boeing 8-720 
Douglas DC-8 

Total 4-engine 

Boeing 8-727 
Tupolev TU-154 
Yakovlev YAK-40 

Total 3-engine 

Airbus A-320 
Boeing B-737 
Boeing 8-757 
Caravelle 
Tupolev TU-134 

Total 2-engine 

Total narrow-body 

Total jet 

TURBO- PROP 

4-engine 

2-engine 

de Havilland DHC-7 

Anatov AN-24 
Anatov AN-26 

Total turbo-prop 

Total of all types 

Source: Appendix 3-1 



Appendix 3-3. Financial results of Middle East scheduled airline% 
compared with the world's scheduled airlines 

(1977, 1982 and 1987) 
- - - 

M~ddle East reglon World 
1977 1982 19871 1977 1982 1987' 

Expressed in millions of dollars 

Total operatrng revenues 

Total operating expenses 

Operating result 

Net result 

Expressed as percentage of total operating revenues 

Operating result 
Net result 

1. 1987 data are prel~mlnary 
n/a not ava~lable 

Sources 
ICAO D~gests of Statlstlcs, "Flnanclal Data - Commerc~al Afr Carvers 



Appendix 3-4. Operating revenues of Middle East scheduled airlines 
and comparative average annual growth rates 

(1977, 1982 and 1987) 

Revenue source 

Average annual growth rates, per cent 

Airlines of the region World 
1977 1982 1987' 1977-82 1982-87 1977-87 1977-82 1982-87 1977-87 

(rn~l l~ons of dollars) 

Scheduled services 

Passenger 
Freight 
Mall 

Total scheduled 

Non-scheduled flights 180 280 440 9 2 9.5 9.3 8.9 10.9 9 9 

Incidental revenues 150 230 430 8.9 13.3 11.1 12 9 18.2 15.5 

Total operatrng revenues 2 100 4 640 5 550 17.2 3.6 10.2 13.1 9.5 11.3 

1 1987 data are prel~rn~nary 

Sources 
ICAO D~gests of Stat~st~cs, "F~nanc~al Data - Commerc~al Air Carr~ers" 



Appendix 3-5. Sources of operating revenues - 
Percentage distribution for Middle East and world airlines 

1977, 1982 and 1987 

Mlddle East reglon World 
1977 1982 1987' 1977 1982 1987' 

Scheduled servlces 

Passenger 
Fre~ght 
Marl 

Total scheduled 

Incidental revenues 7 1 5.0 7 7 4 6  4 6  6.7 

Total operating revenues 100 0 100.0 100.0 1 0 0 0  1 0 0 0  1 0 0 0  

1 1987 data are prelmnary 

Sources 
ICAO D~gests of Statlstlcs, "F~nanc~al Data - Cornmercral A I ~  Carnws" 



Appendix 3-6. Unit operating revenues of Middle East scheduled airlines 
compared with the world's scheduled airlines 

1977, 1982 and 1987 

Operating revenues per 
tonne-kilometre performed Average annual growth rates 
1977 1982 1987' 1977-1982 1982-1987 1977-1987 

(cents) (cents) (cents) (%) (%I (%I  

Scheduled services 

Passenger: 
Middle East 71.9 121.0 97.6 11.0 -4.2 3.1 
World 63.1 84.6 890 6.0 1 .O 3.5 

Freight: 
Middle East 32.6 27.0 31.8 -3.7 3.3 -0.2 
World 25.3 32.6 37.4 5.2 2.8 4.0 

Mail: 
Middle East 45.5 108.7 103.1 19.0 -1 . I  8.5 
World 34.5 44.0 47.4 5.0 1.5 3.2 

Total scheduled. 
Middle East 58 2 89.3 75.4 8.9 -3.3 2.6 
World 52.8 70.9 74 6 6.1 1 . O  3.5 

M~ddle East 30.5 72 0 96.7 18.7 6.1 12.2 
World 30.9 52 8 51.0 11.3 0.7 5 1 

Total transport operations 

M~ddle East 57 8 92.5 83.3 9.9 2.1 3.7 
World 53.8 73 4 78 6 6.4 1.4 3.9 

1 1987 data are prel~rn~nary 

Sources 
ICAO Digests of Statlstlcs, "Flnanc~al Data - Commercral Air Carr~ers" and "Traffic - Commerc~al Air Carr~ers" 



Appendix 3-7. Passenger and freight trip lengths for Middle East 
scheduled airlines compared with world averages 

1977, 1982 and 1987 

Average t r~p  length k~lometres 
1977 1982 1987 

Scheduled serv~ces 

Passenger 

Freight 

Passenger 

Freight 

M~ddle East 1 538 1 564 1 804 
World 1 344 1 485 1 547 

M~ddle East 3 822 3 521 3 017 
World 2 767 3 286 3 394 

Mlddle East 
World 

Mlddle East 
World 

Sources 
ICAO D~gests of Stat~stlcs, "Traff~c - Commerc~al Air Carriers" 



Appendix 3-8. Operating expenses of Middle East scheduled airlines 
and comparative average annual growth rates 

1977, 1982 and 1987 

Expense Item 1977 1982 1987' 
(mrll~ons of dollars) 

Average annual growth rates 

M~ddle East airlines World 
1977-82 1982-87 1977-87 1977-82 1982-87 1977-87 

( % )  (%)  (%)  (%) ( % )  (%)  

Fllght operations less fuel and oll 200 300 370 

Fuel and o ~ l  250 930 690 

Ma~ntenance and overhaul 310 660 720 

Deprec~at~on and amortlzat~on 220 470 550 

User charges and statron expenses 310 650 800 

Passenger services 230 470 470 

Tsketlng, sales and promotion 370 760 1 050 

General, admlnrstflatlve and others 210 530 790 

ntal qemting expenses 2 10Q 4 770 5 450 

t t987 data m prdimnary 

Sources 
IFAO D ~ g e s t s  of Stal~et~cs, "F~nancral Data - Cummerc~al Air Carriers" 



Appendix 3-9. Unit operating expenses of Middle East scheduled airlines 
compared with world averages 

1977, 1982 and 1987 

Operat~ng expenses per 
tonne-km ava~lable, ln cents Growth rate, percentages 
1977 1982 1987' 1977-82 1982-87 1977-87 

Flight operations less fuel and oil 
Middle East 2.9 3 2 3.0 2 0  -1.3 0.3 
World 3.3 4.1 5 4 4 4 5 7 5.0 

Fuel and oil 
Middle East 
World 

Maintenance and overhaul 
Middle East 4.5 7.1 5.9 9.5 -3 6 2.7 
World 3 4 4.1 4.9 3.8 3.6 3.7 

Depreciation and amortization 
Middle East 3.2 5.0 4.6 9.3 -1 7 3.7 
World 2.1 2.8 3.4 5 9  4 0  4 9 

User charges and station 
expenses 

Middle East 4.5 7.0 6.6 9 2  - 1 2  3 9  
World 4.8 6.5 8.0 6 3  4 2  5 2 

Passenger services 
Middle East 3.4 5.0 3.9 8.0 -4.8 1.4 
World 2.7 3 8 4.8 7.1 4.8 5.9 

Ticketing, sales and promot~on 
Middle East 5.4 8 2 8 6 8.7 1 0  4 5  
World 4.1 6.5 7 9 9 7  4 0  6 8  

General, administrative and others 
M~ddle East 4.1 5.7 6.5 13 0 2 7 4.7 
World 1.8 2.6 3.9 7 6  8 4  8.0 

Total operating expenses 
Middle East 30 7 51.2 44.8 10.8 -2.6 3 9 
World 27.5 41.7 44.7 8.7 1.4 5.0 

1 1987 data are prel~mlnary 

Sources 
lCAO D~gests of Stat~st~cs, "F~nanc~al Data - Commerc~al Air Carr~ers" and "Traff~c - Comrnerclal Air Carr~ers" 



Appendix 3-10. Financial and traffic data for eight Middle East airlines (1987) 

Operating Operating 
Tonne-km. revenues per Tonne-km. expenses per 
performed tonne-km performed, available, tonne-km available, 
(millions) (cents) (m~ l l ~ons )  (cents) 

El All 
Gulf Air2 
Iran Air2 
Kuwait Airways 
Royal Jordanian 
Saudia 
Syrian Arab Airlines2 
Yemen Airways* 

Totals for eight airlines* 5 685 87.2 10 527 46.7 

Totals estimated for all 
airlines in the region 

1.  1987 data are for nine months only (April-December) 
2. Data are for 1986. 

Estimated data 

Sources: 
IATR "World Air Transport Statistics"; 
ICAO Olgests of Statistics, "Financial Data- - Commercial Air Carriers" and "Traffic - Commercial Air Carriers". 



Appendix 3-11. Scheduled passenger-kilometres performed by 
international and domestic scheduled airlines, by region and world totals 

(1977, 1982 and 1987) 

Region 
Passenger-k~lometres (m~llions) Average annual growth rate (%) Percentage of world 

1977 1982 1987 1977-82 1982-87 1977-87 1977 1982 1987 

Middle East 
International 17 803 
Domestic 3 982 
International % of total 82 

Africa 
International 16 514 
Domestic 4 754 
International % of total 78 

Asia/Pacific 
International 67 271 
Domestic 41 801 
International % of total 62 

Europe 
International 141 481 
Domest~c 145 061 
International % of total 49 

Latin America and 
the Caribbean 

International 22 913 
Domestic 18 480 
International % of total 55 

North America 
International 66 100 
Domestic 272 138 
International % of total 20 

World totals 
International 332 082 
Domestic 486 218 
International % of total 41 

Sources. 
ICAO Dlgests of Statlstlcs 



Appendix 3-12. Comparison of selected airline traffic coefficients by region of airline 

International scheduled services (1977, 1982 and 1987) 

A~rl~nes based ~n 
Latln 

Asra Arner~ca 
Mrddle and the and the North 

Coeffrc~ents Year East Afrrca Pac~frc Europe Caribbean America World 

Averages per  arcraf t  

Stage length (km) 1977 1 635 1 455 2 275 1 258 1 473 1 858 1 511 
1982 1 664 1 711 2 501 1 373 1 428 2 050 1 654 
1987 1 835 1 654 2 841 1 400 1 359 2 299 1 746 

Seats available 1977 151 153 216 177 134 203 181 
1982 191 175 284 195 169 246 216 
1987 233 179 289 194 171 250 223 

Passenger load factor 1977 56 57 63 59 57 57 59 
(per cent) 1982 62 58 66 63 56 6 1 62 

1987 61 59 70 68 63 66 67 

Averages per passenger 

Distance flbwn (km) T977 2 241 2 425 3 755 2 243 2 407 2 838 2 583 
1982 2 339 2 563 4 016 2 539 2 424 3 260 2 924 
1987 2 8 t 3  2 525 4 086 2 574 2 513 3 567 3 073 

Seurces: 
ICAO Dtgests of Statistics - 



Appendix 3-13. International non-scheduled passenger traffic 
carried by the scheduled airlines of the Middle East Region' 

(1977, 1982 and 1987) 

Non-scheduled passenger 
Non-scheduled pass-km traff~c as a per~entage of 

(m~ll~ons) tolal ~nternat~onal traffic 
A~r l~nes 1977 1982 1987 1977 1982 1987 

El Al 69.9 308.2 270 1 1 5  6.4 3.6 
Gulf Air - 82 5 84.5 - 2.4 1.8 
Iran Air 112.3 383.9 1 091.1 3.9 43 6 18.7 
Iraqi Airways 12.7 31.8 - 1 .I 2.1 - 
Kuwait Airways 5.7 7.3 8.6 0.4 0.2 0.2 
Middle East Airlines 91.2 124.2 44.6 5 6 11.4 6 5 
Royal Jordanian 49.4 47.5 89 8 4 2 1.4 2.5 
Saudia 221.1 233.6 471.9 8.1 3.2 4.4 
Syrian Arab Airline 62.32 29 2 56.0 6.1 3.0 6.7 
Yemenia - - - 12 6 - - 

Total, airlines listed 624.6 1 3 1 9 1  211663 3.4 4.8 5.5 

1 A~r l~nes which do not report non-scheduled passenger data are not shown 
2 Data for 1978 
3 Total excludes data for lraqi Airways and Yernenia Estimated total for all alrl~nes IS 2320 9 or 6 0 per cent of total 

internat~onal traffic 

Sources 
ICAO D~gests of Statistss, 
IATA, "World Air Transport Stat~stics", 1987 



Appendix 3-14. Scheduled freight tonne-kilometres performed by international and 
domestic scheduled airlines by region of airline (1977, 1982 and 1987) 

Region 

Middle East 
lnternational 
Domestic 
lnternational % of total 

Africa 
lnternational 
Domestic 
lnternational % of total 

Asia and Pacific 
lnternat~onal 
Domestic 
lnternational % of total 

Europe 
lnternational 
Domestic 
lnternational % of total 

Latln Amerrca and the 
Caribbean 

lnternat~onal 
Domestlc 
lnternational % of total 

North Amer~ca 
International 
Domestic 
lnternat~onal % of total 

World total 
lnternat~onal 
Domest~c 
lnternat~onal % of total 

Fre~ght tonne-kilometres (rn~ll~ons) Average annual growth rate (%) Percentage of world 
1977 1982 1987 1977-82 1982-87 1977-87 1977 1982 1987 

Sources 
ICAO D~gests of Statistics 



Appendix 3-15. Comparison of selected airline traffic coefficients by region of airline 

International scheduled services 
(1977, 1982 and 1987) 

A~rlines based in 
La t~n  

Asla Amerlca 
M ~ d d l e  and the and the North 

Coeffic~ents Year East Africa Pacific Europe Canbbean America World 

Averages per aircraft 

Over-all capacity (tonnes) 1977 25.4 21.2 31 7 25.6 18.6 33 2 27.0 
1982 32.7 25 6 42 6 28 4 25.3 37.8 32.5 
1987 38.1 27 6 46.8 30 2 25 8 37 9 35.0 

Freight load (tonnes) 1977 4.8 2 6 5.8 4.8 3.3 5.4 4.8 
1982 6.7 3.5 4.1 5 7 4.1 6 1 6.2 
1987 7 9 4.2 12.7 7 5 4 5 7 0 8.0 

Over-all weight load 1977 49 51 59 57 56 51 B 
factor (per cent) 1982 54 51 63 61. 51 5A 58 

1987 55 5 t  68 66 57 60 64 

Contribution of fre~ght to total 
scheduled tonne-kilometres 

Freight percentage 1977 38 24 31 33 32 32 32 
1982 38 27 34 33 31 30 361 
1987 38 30 40 37 3 1 37 36 

Sources. 
ICAO D~gests of Statist~cs 



Appendix 3-16. International non-scheduled freight traffic carried by 
the scheduled airlines of the Middle East Region' 

(1977, 1982 and 1987) 

Tonne-k~lometres (thousands) Tonnes (un~ts) 

El Al 
Gulf Air 
Iran Air 
lraqr Airways 
Kuwait Airways 
Middle East Airlines 
Royal Jordanian 
Saudia 
Syr~an Arab Airline 
Trans Mediterranean 
Yemenia 

Total, airlines listed 526 297 240 052 220 8933 74 41 1 80 4003 

1. A~rlines whlch do not reporl non-scheduled freight data are not shown 
2 Data for 1978 
3 Totals exclude data for Iraqi Airways and Trans Mediterranean 

Sources: 
ICAO D~gests of Stakstlcs, 
IATA, "World Air Transport Statistics", 1987. 



Appendix 3-1 , . Passenger and freight traffic on international scheduled services operated by airlines of the Middle East 
(1977-1987) 

State and 
a~rl ine Year 

Democratic Yemen 
Alyemda 

Gulf States 
Gulf Air1 

Iran, Islamic Republic of 
Iran Air 1977 

1982 
1987 

Iraq 
Iraqi Airways 

Israel 
El Al 

Jordan 
Royal Jordanian 

Kuwait 
Kuwa~t Airways 

Lebanon 
M EA 

Saudi Arabia 
Saudia 

Fre~ght Tonne-k~lometres performed 
Passengers tonnes Pass-krn Seat-km Pass Tonne-km Weight 

carned carned performed avatlable L /F Passengers Frelght Total ava~lable L/  F 

82 000' 441 500" 60 000' 105 000' 57 5 400' 1 250* 6 680* 14 OOO* 48 
100 OOO* 2 000" 75 000' 150 OOO* 50 6 750' 1 600' 8 385' 22 000' 38 
116747+ 1 3 1 3 +  199509+ 368590+ 54 22171+ 3 0 0 7 +  2 5 3 2 9 4  52811+  48 



Appendix 3- 1 7 71 - 

State and  
a~rllne 

Fre~ght Tonne kllometres performed 
Passengers tonnes Pass-km Seat-km Pass Tonne-km Werght 

Year carr'red carr~ed performed ava~iable L / F  Passengers Fre~ght Total ava~lable L /F 

Syrian Arab Republrc 
Syr~anarr 1977 376 480+ 3 340+ 780 780+ 1 676 120+ 47 7 4 2 5 0 +  9 4 0 0 +  8 3 6 5 0 +  194000+  43 

1982 420 345 5 105 930 499 1 672 510 56 83 745 12 847 96 592 191 865 50 
1987 344 609 4 278 776 320 1 547 025 50 69 869 13 500 83 369 182 089 46 

Unlted Arab Ernrates 
Emirates 1977 

1982 
1987 471 491 + 15 001 + 1 049 287+ 1 643 370+ 64 94 436+ 36 600+ 131 764+ 230 752+ 57 

Yemen 
Yemen Airways 

Totals 

1977 230 000' 300' 240 OOO* 650 OOO* 37 21 600* 450* 22 055' 74 000' 30 
1982 268 347 1 987 493 752 835 346 59 44 440 3 000 49 700 117 981 42 
1987 315 952+ 3 745+ 574 037+ 1 091 891 + 53 5 2 0 7 6 +  7 2 7 4 +  59792+  133451+  45 

1 Gulf Alr 1s a multrnat~onal atrllne wrth headquarters In Bahrain, jorntly owned by Bahraln. Oman, Qatar and the Emlrate of Abu Dhabl 

Est~mated data 
+ Provrs~onal data 

Sources: 
ICAO O~gests of Statistics 



Appendix 3-18. Econometric models of demand for international 
passenger and freight air transport on 

airlines based in the Middle East 

Separate passenger and frelght models were developed for the Middle East reglon as a whole The 
estrmatlon technique was least squares mult~ple regression, using annual tlme series data covering the 
perlod 1968 to 1986 

Passenger model. 

I n  PKP = 6.94 + 1 6 0  I n  GDP - 0.94 I n  PYIELD 

(7.5) (5.3) R2 = 0.979 

Freight model. 

I n  FTK = 2 54 + 1.06 1 n IMP - 0 50 I n  FYIELD 
15.3) (2.1) R2 = 0.943 

Where: 

PK P = passenger-kilometres performed 
GDP = gross domestic product measured in real terms 
PYIELD = passenger revenue per passenger-kilometre In real terms 
FT K = frelght tonne-kilometres 
IMP = lrnports in real terms 
FYIELD = freight revenue per frelght tonne-kilometre In real terms 

Note - The figures in  brackets are the " t "  statlstlcs of the corresponding coeff~clent estimates 

Data for the GDP variable were obtalned from the lnternatlonal Monetary Fund for lndlvldua! countries 
of the Mlddle East reglon The YIELD variables were based on year-to-year average rates of change 
In passenger and freight y~elds of individual M~ddle East airlines, measured in national currencies and 
deflated by local consumer price indlces 



Appendix 4-1. Passenger traffic flows to, from and within the Middle East 

International on-flight origin and destination traffic 
carried on all services in 1982 and 1987 

Routes 

Average 
annual 
growth 

Number of passengers rate 
1982 1987 1982-1987 Percentage distribution 

(thousands) (thousands) ( % I  1982 1987 

Intra-Middle East 4 320 4 600 +1.3 22.8 21.1 

Middle East: 

to and from Europe 5 410 6 600 4.1 28.6 30.4 
to and from Africa 4 320 3 940 -1.5 22.4 18.1 
to and from Asia/Pacific 4 240 5 750 5.9 22.9 26.4 
to and from the Americas 630 870 6.7 3.3 4.0 

Sub-total 14600  1 7 1 6 0  3.3 77.2 78.9 

Total 18 910 21 760 2.8 100.0 100.0 

Sources: 
Derived from IATA, "World Air Transport Statistics" and carrier reports for ICAO Digests of 
On-Flight Origin and Destination Statistics. 



Appendix 4-2. Freight traffic flows to, from and within the Middle East 

International on-flight origin and destination traffic 
carried on  all services in 1982 and 1987 

Routes 

Average 
annual 
growth 

Fre~ght tonnes rate 
1982 1987 1982-1987 Percentage distribution 

(thousands) (thousands) ( % )  1982 1987 

Intra-Middle East 82 128 9.5 12.6 14.4 

Middle East: 

to and from Europe 34 2 430 4.7 52.9 48.3 
to and from Africa 72 107 8.0 11.2 12.0 
to and from AsiaIPacific 12t 190 9.4 18.8 2'1.3 
to and from the Americas 5~ 36, 4.1, 4 .5  4.0 

Sub-total 565 E3 6.2 87.4 85.6 

Total 657 891, 6.6 1~QQ.UL 100.0 

Sources. 
Derlved from IATA, "World Alr T r a q m t  Wshos'' mal! m l w  r q m k  Rsr 1130 01- of  On-Al@t Urlgm aml 
Destlnatton Statrst~cs 



Appendix 4-3. Air service links between States in the Middle East 
(one o r  more weekly through-plane scheduled passenger services by any airline - June 1988) 

and 

Between 
Demo- Iran. Syrian United 
cratic Islamic Saudi Arab Arab 

Bahrain Yemen Rep. of Iraq Israel Jordan Kuwait Lebanon Oman (latar Arab~a Republic Emirates Yemen Totals 

Bahrain 
Democratic Yemen 
Iran, Islamic Republic of 
l raq 
Israel 
Jordan 
Kuwait 
Lebanon 
Oman 
Qatar 
Saudi Arabia 
Syrian Arab Republic 
United Arab Emirates 
Yemen 

Totals 9 7 3 3 0 10 11 9 7 11 11 

Source: 
"ABC World Airways Gu~de", June 1988. 



ippendix 4-4. Air service links between States in the Middle East and States in other regions 
(one or more weekly through-plane scheduled passenger services bj  any airline - June 1988) 
- - - -- -- 

Between 
Demo Iran Syr~an Un~ted 
cratlc ls lam~c Saud~ Arab Arab 

and Bahra~n Yemen Rep of Iraq Israel Jordan Kuwa~t  Lebanon Oman Qatar Arab~a Republ~c Em~rates Vemen Totals 

AFRICA 

Algeria 
Chad 
Cote d'lvoire 
Djibouti 
Egy Pt 
Ethiopia 
Kenya 
Liberia 
Libyan Arab Jamahiriya 
Madagascar 
Mauritania 
Mauritius 
Morocco 
Niger 
Nigeria 
Reunion 
Rwanda 
Senegal 
Seychelles 
Sierra Leone 
Somalia 
South Africa 
Sudan 
Tunisia 
Uganda 
United Rep. of Tanzania 

Sub-totals 

ASIA AND THE PACIFIC 

Afghanistan 
Australla 
Bangladesh 
China 
Hong Kong 
India 
Indonesia 
Japan 
Malaysia 
Maldives 
Nepal 
New Zealand 
Pakistan 
Philippines 
Republic of Korea 
Singapore 
Sri Lanka 
Thailand 

Sub-totals 
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- --- 

Between 
Demo lrar~ Syr~an Un~ted 
cratic Islam c S a u d ~  Arab Arab 

and Bahra~r  Yemen Rep of lraa isfael Jordan Kuwait ~ e b a n o n  Oman Qatar Arabia Republ~c Emrates Yemer Totals 
-- -- - 

EUROPE 

Austrla 
Eelglum 
Bulgarla 
Cyprus  
Czechoslovak~a 
Denmark 
France 
German Dem Rep 
Germany, Federal Rep of 
Greece 
Hungary 
Italy 
Netherlands, Krngdorn of the 
Poland 
Portugal 
Romanra 
Spa~n 
Switzerland 
Turkey 
USSR 
United Kingdom 
Y ugoslavta 

Sub-totals 9 4 I0 20 16 17 17 16 7 8 13 18 20 8 183 

LATIN AMERICA AND THE CARIBBEAN 

Brazil x 1 

Sub-totals 0 0 0 1 0 0 0 0 0 0 -0 0 0 0 1 

NORTH AMERiCA 

Canada 
United States 

Sub-totals 

TOTALS 26 8 14 31 21 28 33 23 19 15 48 26 50 16 358 

Source 
"ABC World A~rways Gu~de" ,  June 1988 



Appendix 4-5. States served by scheduled passenger airlines based in the Middle East 
June 1988 

~ - -- -- -- 

M~dd le  East Alrllnes 
Syr~an 

Iraq1 Kuwa~t  Royal Arab 

States Alyemda El Al Em~rates Gulf Air Iran Air A~rways A~rways MEA Jordan~an Saud~a Airl~nes Yemenla Totals 

MIDDLE €AS7 

Bahrain 
Democratic Yemen 
Iran, Islamic Republic of 
l raq 
Israel 
Jordan 
Kuwait 
Lebanon 
Oman 
Qatar 
Saudi Arabia 
Syrian Arab Republic 
United Arab Emirates 
Yemen 

Sub-totals 7 1 2 9 4 4 11 10 10 11 8 9 86 

AFRICA 

Algeria 
Cote d'lvoire 
Djibouti 
Egypt 
Ethiopia 
Kenya 
Libyan Arab Jamahiriya 
Morocco 
Nigeria 
Senegal 
Somalia 
Sudan 
Tunisia 
United Rep. of Tanzania 

Sub-totals 3 2 1 4 0 4 5 

ASIA AND THE PACIFIC 

Bangladesh 
China 
Hong Kong 
India 
Indonesia 
Japan 
Malaysia 
Maldives 
Pakistan 
Philippines 
Republic of Korea 
Singapore 
Sri Lanka 
Thailand 

Sub-totals 
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Mddl"  €as: A r i~nes 
Syrian 

Iraqi Kuiuai: Royal Arab 
States A l y e m c ~  El Al Emirates Gulf 4 , r  Iran $1- Airhay5 Airkvoy: MEA Jo rda~ lan  Saud a A~r l ines  Yernenia Totals 

- --- -- 

EUROPE 

Austrra 
Belg~um 
Bulgarra 
Cyprus 
Czechoslovakia 
Denmark 
France 
German Dem Rep 
Germany, Federal Rep of 
Greece 
Hungary 
Italy 
Netherlands, Krngdom of the 
Poland 
Portugal 
Romanla 
Spa~n 
Switzerland 
Turkey 
USSR 
United Klngdom 
Yugoslavia 

Sub-totals 2 15 3 6 9 19 10 11 17 10 13 8 123 

LATIN AMERlCA AND THE CARIBBEAN 

Brazd x 1 

Sub-totals 0 0 0 0 0 1 0 0 0 0 . 0 0 1 

NORTH AMERICA 

Canada 
United States 

Sub-totals 0 2 0 0 0 0 1 0 2 1 0 0 6 

TOTALS 13 20 11 26 18 34 33 26 38 41 26 23 309 

Source 
"ABC World Airways Gulden June 1988 



~ ~ ~ ~ , ~ i i d i x  4-6. \ir >er \ i r c  l i n k \  between states in the M i d d l e  F:art and \late\ in other region4 
(one o r  mu.(*  t r ~  i i . 11  througl i-plane wheduled parsengcr services b> airl ines b a w d  outside the M i d d l e  East - .June 1988) 

-- - A - - -- A - - - - - - - - - - - - - 
Between 

I ran 
lslanilc 

Rep o i  I raq l i rael  Jo rodn  K u w a ~ t  Lebanon Oman 
- - - - --- - -- - - - -- -----A- 

Demo 
ciatrc 

Yemen 

Syrlan Unlted 
Saudt Arab Arab 

Qatar Aiab~a Hepubl{c Emirates Yemen Totals and 

AFRICA 

Air Afrique 
Air Algbrie 
Air Djibouti 
Air Sinai 
Air Tanzania 
Egyptair 
Ethopian Airlines 
Jamahiriya Libyan 
Arab Airlines 

Kenya Airways 
Nigeria Airways 
Royal Air Maroc 
Somali Airlines 
South African Airways 
Sudan Airways 
Tunis Air 
Uganda Airlines 

Sub-totals 

ASIA AND THE PACIFIC 

Air India 
Airlanka 
Ariana Afghan Airlines 
Biman Bangladesh 
CAAC 
Cathay Pacific Airways 
Chlna Airlines 
Garuda 
Japan Air Lines 
Korean Air 
Malaysia Airline System 
Pakistan International 
Airlines 

Philippine Airlines 
Oantas Airways 
Royal Nepal Airlines 
Singapore Airlines 
Thai Airways 

lnternatronal 

Su b-totals 

EUROPE 

Aeroflot 
Alr France 
Alitalia 
Austr~an Alrlines 
Britlsh A~rways 



Between 
Demo- Iran. ~ y r i a n  United 
cratic ls lam~c Saudi Arab Arab 

and Bahrai.: Yemen Rep of  iraq l ~ i a ~ !  Jordar! Kuwa~! Ltbanon 3man Qatar Arabia Republ~c Emirates Yemen Totals 
-. -- 

Bulgarian Airlines 
CSA 
Cyprus Airways 
l beria 
lnterflug 
JAT 
KLM 
LOT 
Lufthansa 
Malev 
Olympic Airways 
Sabena 
S AS 
Swissair 
Tarom 
THY 
U TA 

NORTH A MERlCA 

Pan American 
Tower Air 
TWA 

Sub-totals 0 0 0 0 3 0 0 0 0 0 1 0 0 0 4 

TOTALS 14 4 5 15 18 15 26 4 12 8 39 2 2 36 9 227 

Source: 
"ABC World Airways Gude", June 1988. 



Appendix 4-7. Compari4on of average econom? cla$s normal fare5 
per pasenger-kilometre b! route groups, direction and dktance 

- -. -- pp - - -- -- 
C u n t s  per passengpr Kilometre by dstance I ki:li September 1 9 8 i  

Route 1 oup 
250 50i 1 000 2 OOC 4 000 5 900 9 000 1 2  000 I5  000 

- - -- .- ----Up 

World 3 6 6  2 9 4  2 3 6  1 9 0  1 5 2  1 3 4  1 1 8  1 0 8  10 0  

Local M~ddle East 3 0 6  2 4 5  1 9 6  1 5 7  - - - - 

Mlddle East to Europe 2 7 6  2 4 5  2 1 8  1 9 4  1 7 2  1 6 0  - - - 

Europe to Mlddle East 24 6 23 9  23 2  22 5  21 8 21 4 - - - 

M~ddle East to North Afrrcal 2 4 1  2 1 4  1 9 0  1 6 9  1 5 1  1 4 1  - - - 
North Afr~ca to Mrddle East 2 0 3  1 8 1  1 6 1  1 4 4  1 2 8  1 1 9  - - 

M~ddle East to Rest of Afrrca 3 0 7  2 5 9  2 1 8  1 8 4  1 5 5  1 4 0  - - - 

Rest of Afrrca to Mlddle East 4 1 4  3 1 3  2 3 7  1 8 0  1 3 6  1 1 6  - - - 

M~ddle  East to South Aslan 
sub-cont~nentn - - 2 7 3  1 8 7  1 2 9  1 0 3  - - - 

South AsIan sub-cont~nent 
to Mlddle East - - 1 8 5  1 2 7  8 7 7  0 - - 

Mlddle East to Far East/Pac~f~c - - - - 1 6 1  1 4 1  1 2 4  1 1 3  10 5 
Far East/Paclflc to Mlddle East - - 1 3 5  1 2 9  1 2 4  1 2 0  11 7  

Mlddle East to North AmerlcaJ 
North Amerrca to Mlddle East - - - - - - 12 7  11 6 

Average annual change 1977 to 1987 (%) 

World 8  1 7  4  6 8  6 2  5 6  5 3  4  9 4  7 4 5 

Local M~ddle East 5 8  5  3  4 8  4 2  - - - - - 

M~ddle  East to Europe 
Europe to Mlddle East 

Mlddle East to North Afrrcal 5 0 4  7 4 5  4 3  4 0  3  9 - - - 

North P,frica to M~ddle East -0 4 0  1 0 7  1 3  1 9  2  3  - - - 

M~ddle East to Rest o i  Afr~ca 10 4 8 2  6 1  4  0  1 9  0  7  - - - 

Rest of Afrrca to Mlddle East 1 3 2  1 0 2  7.3 4  4  1 6  - - - - 

Mrddle East to South AsIan 
sub-cont~nentz - - 7  3  4  8  2  4  1 0  - - - 

South AsIan sub-cont~nent 
to Mlddle East - - 1 3 8  1 1 7  9  6  8 4  - - - 

Mlddle East to Far EastIPac~f~c - - - - 3  7 3  8  3 8 3  8  3  8 
Far East/Pac~f~c to M~ddle East - - - - 0 8  2  6  4  5 5  8  6  9 

Mrddle East to North Amerlca3 
North Arner~ca to M~ddle  East - - - - - - 5 5  4 9  

1 North Africa defined as Alger~a Egypt Libyan Arab Jamah~r~ya Morocco Tunlsla and Sudan 
2 South Asran sub-continent defined as Afghanistan Bangladesh Bhutan India Maldives Nepal Pakfstan and Sri ianka 
3 There 1s no siatlsticai relationship between normal economy fare levels and distance on routes from the Middle East tir North Amer~ca 

Source 
ICAO Survey of lnternatlonal Air Transport Fares and Rates September 1987 (C~rcular 208-ATi82)  



Appendix 4-8. Comparison of average general cargo rates per tonne-kilometre for 
shipments of less than 45 kg by route group, direction and distance 

Route group 

World 

Local Middle East 

Middle East !c! Europe 
Europe to Middle East 

Middle East to North Africa1 
North Africa to Middle East 

Middle East to Rest of Africa 
Rest of Africa to Middle East 

Middle East to South Asian 
sub-continent2 

South Asian sub-continent 
to Middle East 

Middle East to Far East/Pacific 
Far East/Pacific to Middle East 

Middle East to North America 
North America to Middle East 

Cents per tonne-kilometre by distance. September 1987 

Average annual change 1977 to 1987 (%) 

World 7.0 6.5 6.0 5.5 5.0 4.7 4.4 4.2 

Local Middle East 

Middle East to Europe 
Europe to Middle East 

Middle East to North Africa' 5.1 5.1 5.1 5.1 5.1 5.1 - - 
North Africa to Middle East 2.7 2.4 2.1 1.8 1.5 1.4 - - 

Middle East to Rest of Africa 10.2 8.7 7.2 5.7 4.2 3.4 - - 
Rest of Africa to Middle East 12.9 10.2 7.5 5.0 2.5 1 .O - - 

Piddle East to South Asian 
subcontinent2 

South Asian sub-continent 
to Middle East 

Middle East to Far East/Pacific - - - - 5.6 5.0 4.5 4.1 
Far East/Pacific to Middle East - - - - - 0.3 1.6 3.5 4.9 

Middle East to North America - - - - - - 7.4 6.1 

North America to Middle East - - - - - - 4.6 3.7 

1. North Africa defined as: Algeria, Egypt, Libyan Arab Jarnahiriya, Morocco, Tunisia and Sudan. 
2. South Asian sub-continent defined as: Afghanistan, Bangladesh, Bhutan, India, Maldives, Nepal, Pakistan and Sri Lanka. 

Source: 
ICAO Survey of International Air Transport Fares and Rates. September 1987 (Circular 208-AT/82) 
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ICAO PUBLICATIONS 
IN THE AIR TRANSPORT FIELD 

The following summary gives the status and also describes in general terms the contents of 
the various series of publications in the air transport field issued by the International Civil 
Aviation Organization: 

International Standards and Recommended Practices on Facilitation (designated as 
Annex 9 to [he Convention) which are adopted by the Council in accordance with 
Articles 37, 54 and 90 of the Convention on International Civil Aviation. The uniform 
observance of the specifications contained in the International Standards on Facilitation is 
recognized as practicable and as necessary to  facilitate and improve some aspect of 
international air navigation, while the observance of any specification contained in the 
Recommended Practices is recognized as generally practicable and as highly desirable to  
facilitate and improve some aspect of international air navigation. Any differences between 
the national regulations and practices of  a State and those established by an International 
Standard must be notified to the Council in accordance with Article 38 of the Convention. 
The Council has also invited Contracting States to notify differences from the provisions of 
the Recommended Practices; 

Council Statements on policy relating to  air transport questions, such as the economics 
of airports and en-route air navigation facilities, taxation and aims in the field of facilitation; 

Digests of Statistics which are issued on  a regular basis, presenting the statistical 
information received from Contracting States on their civil aviation activities; 

Circulars providing specialized information of interest to  Contracting States. They include 
regional studies on the development of international air passenger, freight and mail traffic 
and specialized studies of a world-wide nature; 

Manuals providing information or guidance to Contracting States on such questions as 
airport and air navigation facility tariffs, air traffic forecasting techniques and air transport 
statistics. 

Also of interest to Contracting States are reports of meetings in the air transport field, 
such as sessions of  the Facilitation Division and the Statistics Division and conferences on 
the economics of airports and air navigation facilities. Supplements to these reports are 
issued, indicating the action taken by the Council on the meeting recommendations, many 
of  which are addressed to Contracting States. 






