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Impact of the Current Transportation System on Poverty in the West Bank

Case Study: Nablus

By
Nizar Shehadeh Othman Atawi
Supervisors
Dr. Khaled Al-Sahili
Dr. Faisal Za’noon

Abstract

One of the stated objectives of various international development
organizations is “to reduce poverty through sustainable economic
development.” Therefore, the question is how can transport systems best
contribute to poverty alleviation? There are no direct and easy answers for

this question.

There are considerable changes in the transport system operations in
the West Bank during the years of the Intifadah and due to the Israeli
Occupation Authorities (IOA) measures on the road network. So it is
important to study the impact of the current transportation system on

poverty and standards of living.

The primary objective of this study is to investigate the impact of
current conditions of the transport system on the socio-economic aspects of
the Palestinian life, particularly poverty and quality of life (in terms of
transport accessibility, expenditures on transport, travel time and cost,
affordability of public transportation, and access to markets and

employment).

The methodology of this research is based (a) reviewing related
studies at the local and international levels, (b) surveying related existing

conditions (related transport and socio-economic indicators), and (c) field
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surveying of transport and living conditions of selected communities.

Nablus City was taken as a case study in this project.
The main findings of this project are:

1. West Bank is facing great numbers of IOA measures, which had a
devastating impact on the life of Palestinian people (economic, social,

service, and other sectors).

2. Travel time and cost increase in the West Bank are results of closures
and checkpoints, which have lead to income decrease and high levels

of poverty rates in the Palestinian society.

3. Economic and social issues of the Palestinians have greatly been

affected by these measures.

4. Poverty rates have sharply increased during the years of the Intifadah
due to multidimensional reasons of unemployment, income decrease,

and inaccessibility to work opportunities.

5. The field survey analysis indicates an increase in travel time and cost,
decrease in income, change in home style, increase in transport
expenditure, and difficulties in access to hospitals, educational
institutions and general services. All were results of the closures

regimes imposed by Israeli Occupation Forces (IOF).

6. Drivers were also affected by the imposed measures. Less daily trips
were made, income has decreased, vehicle maintenance frequency and
cost has increased, and travel routes have constantly been changed to

pass by the IOF road blocks and closures.
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7. The Separation Wall has destructive effects on Palestinian life;
isolating communities of each other, inaccessibility to work places,

and access difficulties to social and service sites.

Based on these results, it is recommended to continuously consider
these closures in negotiating with the Israelis. The Palestinian Authority
should continue working hard to remove Israeli checkpoints. Furthermore,
the Palestinian Authority should establish measures to counter these effects
on Palestinians. The Palestinian Ministry of Transport should also consider
supporting the transport sector and re-establishing public transport fares to

make the public transport more affordable.

Nablus City was hardly hit by these closures. Therefore, every effort
should be made at the official level to encourage investment in the city to

strengthen its economy and reduce these effects.
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INTRODUCTION
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Chapter One

INTRODUCTION

1.1 General

It is clear for all the importance of the transport sector in developing
any country or society, with a strong correlation between this sector and
other sectors of a country.

Road network plays a main role in geographic linkage between
different localities and societies. It provides a good indicator for the level
of modernization of the country. When a country develops a strong road
network, it is generally considered a modern state.

Transport sector is one of the main sources of the (GDP) for the
country. For example, in the United States, transport sector and its related
activities form 20 percent of GDP, and it has the largest share of US budget
after the military sector in the last two decades (World Highways
Magazine, 2005).

In the Palestinian territories, transport sector was ignored during the
Israeli occupation, and it suffers from the Israeli Occupation Authorities
(IOA) measures, which resulted in an out-dated and deteriorated road
network with major engineering deficiencies and traffic operational

problems.
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By virtue of their noticeably poor recourse base and very high

population growth rate, the Palestinian territories (West Bank and Gaza
Strip) have always been characterized by excessive dependency on
exogenous links, both in regard to trade and employment.

The ongoing conflicts between the Palestinians and Israeli Occupation
Forces (IOF) have precipitated numerous forms of damage on local
residents and business firms. It is worth noting, however, that the most
serious source of damage inflicted on the Palestinian economy during the
Intifadah is that ensuring the distortions in the transportation system, which
has been imposed by the Israeli authorities.

In addition to their overall devastating consequences on the economy
and the labor market, the transport related sanctions have contributed to a
sharp rise in the poverty levels in all Palestinian districts. But, more so in
those localities, which have suffered most in regard to their transport
system.

The IOA imposed several measures and restrictions on movement of
people and goods within the Palestinian road network since the eruption of
the Palestinian Intifadah in September 2000. The severity and number of
these measures fluctuated from time to time and from location to another.

There was a decline in the number of certain measures (earth

mounds/walls and trenches) and an increase in road blocks and gates.
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These measures targeted particular locations in the West Bank, and aimed

at dividing it into geographical zones; north, middle, and south, in addition
to the Jordan Valley. The imposed road measures had a severe significant
impact on the transportation sector in terms of cost, time, distance, quality
of service, physical damages to the road network, and the quality of road

pavement.

1.2 Background

The IOA controlled all aspects of the Palestinians life and international
border points with Jordan and Egypt. This has involved imposing stiff
restrictions on traffic across border points, especially in regard to
inspection measures, which added considerably to the time of travel and
cost of transportation, and in many cases caused serious damage to
transported goods. The net impact of these changes on the mobility of
individuals and goods was dramatic.

The transport system in the Palestinian territories witnessed sharp
reversal during the past period following the outbreak of the current
Intifadah in late September 2000. Most of these reversals were directly
precipitated by regulatory sanctions imposed by Israeli occupation
authorities within the context of their efforts to quell Palestinian

“violence”. In contrast to the policy of localized curfews, which was
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adopted during the Intifadah, the current Israeli policy revolves mainly

around imposing what is called “internal closure” on the Palestinian
territories. The practical manifestations of this policy include the following
measures:

1. Obstructing partially or totally the mobility of Palestinians on all
West Bank main roads by installing cement blocks and earth barricades
across all main roads and on sites located right at the periphery of all major
towns. Vehicles which attempt to bypass those barriers might risk being
shot at if detected by the Israeli military units.

2. Constructing huge steel gates on major junction points. These gates
are opened occasionally and briefly as a sign of “good will” and only
within the context of high profile negotiations.

3. A great number of permanent check points have been erected in
strategic locations; mainly in sites were road obstruction barriers have been
erected.

4. 1OF often resort to installing “surprise or flying” check points,
which are intended to arrest those upsets who may manage to bypass these
check points and this may entail extended delays for passengers and
transported goods.

5. Adaptive measures on the Palestinian side.
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The transport-related sanctions have precipitated far-reaching

consequences on all facets of life in the Palestinian society. Obviously,
such these transformations have prompted numerous adaptive and shock-
absorbing measures, focused mainly on easing the devastating impact of
sweeping disruptions in the transport system.

Palestinians found themselves obliged to identify alternative roads to
commuting from their homes to other destinations, farms roads and
unpaved roads. Even when the alternative roads were identified, they were
often swiftly closed by IOF.

Appendix A shows in pictures the checkpoints and barriers that IOF
installed in the West Bank to restrict the movement of both Palestinians
people and goods.

All business firms have been severely hit by the drastic distortions in
the transport system, yet the type and magnitude of damage suffered by
each firm varies from one activity to another and even from one firm to
another, mainly in response to its specific location. In general, however, the
main forms of damage have related to changes along following indicators:

A. Distance to or from targeted markets

B. Transport time

C. Level of transport fees charged

D. Duration of delays on checkpoints and border points
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E. The amount of damage inflicted on transported goods

Since 2002, IOA has been constructing the Separation Wall, which it
states as a security measure to protect Israelis from Palestinian militant
attacks. It consists of 8-meter high concrete walls, ditches, trenches, wire
fences, patrol roads, and barbed wire.

The Wall does not follow the 1949 armistice line — the Green Line
(United Nation borders for Palestine in 1947) — but rather significantly
veers eastwards into the heart of the West Bank. In January 2006, 525 km
(74.6%) of the total length of the projected Wall is inside West Bank
territory. This has created closed areas — 10.1% of West Bank and East
Jerusalem land lies between the Wall and the Green Line. Once the Wall is
completed, a total of 49,400 West Bank Palestinians living in 38 villages
will be included in these areas, (Office for the Coordination of
Humanitarian Affairs (OCHA), 2007A).

Communities located close to the Wall once had diverse local
economies, with vibrant markets selling goods to Israeli customers, and
abundant water and land resources. These communities have seen their
living conditions plummet. IOF has created gates in the Wall for passage
into the closed areas between the Green Line and the Wall. Residents of the
closed areas need to ask for permission from the Israeli authorities to

continue living on their land. Palestinians living to the east of the Wall who
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want to visit West Bank areas to the west of it need to apply for a permit

from the IOA to pass through a Wall gate.

The Wall impairs access to key education and health services, and by
isolating wells from the land and destroying water networks and cisterns
lying in its path, it creates new water and sanitation needs. The Wall’s
adverse impact on agricultural production and access to markets has
increased food security.

Appendix “B” shows pictures about the access through the Wall and
the life Adjacent to the Wall, it explains how the Palestinians are affected
by the construction of the Separation Wall.

In its advisory opinion of 9 July 2004, the International Court of
Justice (ICJ) found that the Wall constructed in the West Bank is illegal
under international humanitarian and human rights law. The Court found:
Israel also has an obligation to put an end to the violation of its
international obligations flowing from the construction of the wall in the
Occupied Palestinian Territory. Israel, accordingly, has the obligation to
cease forthwith the works of construction of the wall being built by it in the
Occupied Palestinian Territory (oPt), including in and around East
Jerusalem. The Court also concluded that Israel has an obligation to make
reparation for the damage caused and that Israel is under a responsibility to

return the land, orchards, olive groves and other immovable property seized
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for purposes of construction of the Wall in the oPt (The United Nations,

2000).

With the latest developments in the peace process, and the Israeli
aggression on the Palestinian National Authority (PNA) and the Palestinian
public at large, much of the gains on the socio-economic conditions have
received a severe blow. Since the beginning of the Intifadah in September
2000, the Palestinian community is under one of the strictest closures,
standards of living have deteriorated a great deal, and the economy has lost
a lot of its value. Within the present conditions Palestinian households were

mostly affected.

1.3 Problem Statement

Due to the restrictions, which IOA imposed on the movement of both
Palestinian people and goods, the Palestinian economy is devastated.
Poverty rates have increased during the years of the Intifadah with

decreases in income rates.

Unemployment in the West Bank is increasing since the start of the
Intifadah because the losses of job opportunities in the West Bank itself
and in Israel, which also lead to increase poverty in the Palestinian

territories.

Current transport system with movement restrictions and IOF
measures are main reason for economy crises and the increase in poverty

rates and unemployment. In 2007, poverty rate was more than 30 percent,
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and the unemployment rate was 24.5 percent in the West Bank (PCBS,
2007).

There have been investments and developments in the transport sector
in Palestine. However, there are also serious obstacles facing these
developments, which mainly resulted from the IOF imposed measures in

terms of movements and travel restrictions of people and goods.

It is important to investigate the linkage between the current transport
system with its potential and restrictions and the living conditions of the
Palestinians. This will be a vehicle towards spreading awareness and
campaign to attracting attention of local, regional, and international

communities towards the proper intervention policies and program.

1.4 Objectives of the Study

There are limited studies that have been done before with the specific
objectives of analyzing the impact of the transportation systems on
standards of living and on poverty levels in the Palestinian territories. The
special conditions in the West Bank include large changes in the transport
system operations in the years of the Intifadah and the IOA measures on
road network. So it is important to study the impact of the current

transportation system on poverty, with the focus on the West Bank.

The primary objective of this study is to investigate the impact of
current conditions of the transport system on the socio-economic aspect of
the Palestinian life, particularly poverty and the quality of life (in terms of

transport accessibility, expenditures on transport, travel time and cost,
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affordability of public transportation, and access to markets and

employment).

This will lead to exploring ways to improve quality of life for
Palestinians through the transportation and road system; and to developing

related recommendations.

1.5 Study Area

Palestine is a typical developing country located in a central location
in the Middle East. Its significance is represented by its geographic
location. Nablus is a major city located in the northern part of the West

Bank. The location of the city is shown in Map (1.1).

The study will describe the transport system and living conditions with
the various social and economic indicators in the West Bank, and will
analyze in further details these conditions and indicators for Nablus City,

the case study.

Nablus City was selected as a study case due to the strict closure
imposed on it, as it is considered the most restricted city in the West Bank,
after Jerusalem. Movement from or to the city is controlled by the IOF

checkpoints surrounding it.
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Nablus City, the economic and service center of the northern West
Bank, has a population of more than 130,000 people and serves as a

regional hub for an estimated 350,000 people in the governorate (OCHA,
2007B).

Nablus is a market and manufacturing center, a focus for services, an
educational center — home to the large An Najah University — and the
location of important medical facilities. Nablus has 13 health centers and
six hospitals including the major referral hospitals of Rafidiah and Al-

Watani. Access into and out of Nablus is, therefore, essential.

Nablus is also considered a center of militant activity by the IOF and
has been the focus of large scale military operations. IOF controlled Nablus
city by main checkpoints that look like international borders to restrict the
movement of both Palestinian people and goods. Map 1.2 shows the check

points and other physical obstacles imposed by IOA around Nablus City.
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1.6 Thesis Outline

This thesis contains seven chapters, which are summarized as follows:

Chapter One presents the introduction, background, objectives, and

study area.
Chapter Two is the literature review.
Chapter Three discusses the methodology.

Chapter Four describes the transport sector features and its conditions

in the West Bank.

Chapter Five focuses on the poverty and socioeconomic conditions in

the West Bank.
Chapter Six describes the field survey and analysis.

Chapter Seven provides conclusions and recommendations of this

study.
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Chapter Two

LITERATURE REVIEW

2.1 Introduction

To place the role of transport in perspective, indirect and direct
approaches to poverty reduction should be kept in mind. Indirect
approaches involve increasing the efficiency of resource allocation,
especially the performance of markets, the flexibility of adjustments, and
the fostering of economic growth. Direct approaches are concerned with
enhancing human capital formation, especially education and health, and
improving access to economic and social opportunities, including labor and
product markets, schools, and clinics. Typically, indirect approaches
operate at the level of improving overall mobility, while direct approaches
operate at the level of improving basic access for the poor (Gannon and
Liu, 1997).

Transport services are widely viewed as critical to reducing poverty
and promoting growth by providing access to basic services. An efficient
and cheap transport system empowers people by providing them political
and physical access. Fast and easy access to basic transport and
communication also reduces vulnerability to natural and man-made

disasters.
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2.2 Role of Transport in Poverty Reduction

Gannon and Liu (1997) studied the role of transport in poverty
alleviation by the fact that large transport projects are assessed in terms of
reducing transport costs, improving efficiency, and promoting economic
growth. The contribution of transport operations to poverty alleviation was
seen, in general, as indirect and stemming from broadly based economic
development. Yet, most direct poverty-targeted interventions (schools,
health clinics, nutrition programs, and social services) depend on transport
as a complementary input for their effective delivery.

Gannon and Liu (1997) stated that with few exceptions, the
distributive impact of transport projects (i.e., how much various social
groups gain and lose) and the potential for transport projects to play a direct
proactive role in assisting the poor has received little attention.

A key finding of Gannon and Liu’s paper is that there was a need to
strengthen the direct role of transport interventions in poverty alleviation.
This will require building far better knowledge of the transport needs of the
poor, and how these needs are best met.

Transport is an intermediate service; it is a means to an end. Transport
alone cannot reduce poverty, but it serves a pervasive and crucial
complementary role. Transport reduces absolute poverty mainly by

increasing economic efficiency by lowering costs and prices and enhancing
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opportunities. Transport has no special claim as a cost-effective policy

instrument for the redistribution of welfare to the poor (Gannon and Liu,
1997).

The urban poor in developing countries face enormous challenges in
their daily lives. Many live in crowded slums within cities or in more
remote peri-urban areas with limited access to jobs and social services.
Problems of access can be linked to failures of the economy, lack of equity
in the provision of services, and poor or unaffordable transport links to
enable mobility. This contributes to low living standards, social
fragmentation, and problems of social exclusion (Gannon and Liu, 1997).

Baker et al (2005) studied the urban poverty and transport, and they
took Mumbai, India as a case study. The goal of their study was to better
understand the demand for transport services by the poor, the factors
affecting this demand, and the inter-linkages between transport decisions
and other vital decisions such as where to live and work.

Understanding these linkages should ultimately help to design
transport policies that will help the poor. The study was not intended to be
a tool for transportation planning purposes per se, and was not based on a
large enough sample size to provide information on trip patterns at a fine

level of spatial detail (e.g., at the level of transportation analysis zones).



20
These goals were addressed by conducting a survey of 5,000 randomly

sampled households in Mumbai, India. The study described the salient facts
about travel patterns in Mumbai, for both poor and non-poor households. A
striking finding of the survey was the extent to which all households-but
especially poor households-rely on walking.

Overall, 44 percent of commuters in Mumbai walk to work. The
proportion of the poor who walk to work is even higher, 63 percent.
Walking is an even higher modal share for non-work than for work trips. A
second finding was that public transit remains an important factor in the
mobility of the poor, and especially in the mobility of the middle class.
Overall, rail remains the main mode to work for 23 percent of commuters,
while bus remains the main mode for 16 percent of commuters. It appears
that transport is less of a barrier to the poor who live on central Mumbai
than it is to the poor who live in the sides of the city (Baker et al, 2005).

Puri (2000) constructed a detailed and informative poverty-access
profile that can simultaneously inform Guatemala’s poverty reduction and
rural transport strategies. In this respect, the presence of an extensive
household and community level dataset on transport that can be linked to a
living standards survey at the household level — the ENCOVI 2000
(Encuesta Nacional de Condiciones deVida or The Living Standard

Measurement Survey, LSMS) — presents a rare opportunity.
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Puri’s study (2000) quantified the impact of transport related

interventions on welfare and poverty. The specific objectives of the
transport-poverty profile were to examine (a) the extent to which access to
basic services is already available in Guatemala, (b) determine the linkages
between provision of transport infrastructure and services and poverty,
vulnerability, and exclusion, (c) the extent to which physical basic access is
a limitation in getting access to services in Guatemala, and (d) recommend
a set of policy instruments for the Government of Guatemala for increased
provision of physical access to transport services.

There were two main conclusions that come out vividly from Puri
(2000) study. Firstly, road quality is a critical bottleneck for economic
progress in Guatemala, impacting access to markets, employment, and
merit services. Lack of road works such as rehabilitation, regular, and
periodic repair and improvement works (filling up ditches and repairing
holes) is integral to the road network of the country. Providing public
means of easily available and affordable transportation will play an
important role in integrating Guatemala and providing the poor and the
indigenous sections of society with a perception of ‘progress’ and

inclusion.
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Secondly, it is important to provide for a decision making structure,

within the administration, which is sensitive to the development priorities

of the communities and considers their transport needs.

2.3 Accessibility

Around 1.2 billion people live in extreme poverty and have to survive
on less than one US dollar per day. Poor people revealed that lack of access
to transport infrastructure is considered a major obstacle to overcoming
poverty (Weiler, 2004).

The transport problems and needs of the poor are essentially about
access. Access is a precondition for the satisfaction of almost any need,
especially physical and; therefore, provides a central integrating concept
with which to grasp the complex interactions between subsistence,
economic, and social needs. Accessibility is defined in terms of provision
of access and the ease with which a need can be satisfied. Improvements in
transport infrastructure and transport services can enable poor people to
meet subsistence, economic, and social needs more easily (Hanmer et al,
2000).

Hanmer et al (2000) defined transport as the movement of people and

goods by any conceivable means for any conceivable purposes. It is
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integral to attaining a livelihood. It has two elements: transport

infrastructure and transport services.

Hanmer et al (2000) made a toolkit aiming to provide a practical guide
for government decision-makers in formulating policies for the transport
sector that contribute to poverty alleviation. It assumed that users of the
toolkit are committed to being more strategic about the goal of poverty
reduction and helped explain what it means to have poverty reduction as an
overarching policy goal. It aimed to develop a conceptual framework
through which policy makers can understand the various dimensions of
poverty, identify its causes, and formulate strategic approaches to poverty
reduction through appropriate policy interventions.

Gannon and Liu (1997) studied the importance of access for the poor,
and that transport has direct impacts on the personal welfare of all income
groups. It is generally accepted that access to at least minimal infrastructure
services 1s one of the essential components of personal welfare.
Improvements in transport not only provide people with more convenient
access to a broad range of socio-economic opportunities, but also have
strong income effects by lowering transport cost and hence the prices of
consumer goods and services. In these ways, transport exerts a pervasive

contribution to the improvement in personal welfare. Understanding the
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transmission of these impacts is especially important in assessing

transport’s direct contribution to poverty reduction.

Transport’s impact on personal welfare may be best assessed by
examining closely how transport affects people’s daily activities. People
make trips to workplace, to school and to the locations of social services.
Since income is the dominant determinant of individual travel behavior,
more trips per person, longer average trip distance, and faster and more
comfortable modes of transport are all associated with rising incomes. As
incomes grow, people are able to afford access to more employment
opportunities and more social interactions. Given normal preferences for
these activities, demand for travel increases (Gannon and Liu, 1997).

Access to job opportunities in urban areas, including by non-motorized
transport, is necessary for the poor to participate in most income-earning
activities. In many developing countries, the urban poor are concentrated
on the periphery of urban areas which is far from their workplaces. Many
poor workers take several part-time, low-paid jobs at different locations,
simply to maintain the very basic level of household income. Many school
children have to help their poor parents after school hours to raise
household income. Their ability to obtain employment and education is
highly dependent on the costs and availability of public transport. Because

residential relocation is often very difficult for the poor due to high moving
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costs and lack of affordable alternative locations, providing affordable

public transport can have an immediate impact on the personal welfare of
the urban poor (Gannon and Liu, 1997).

Poor households derive their standard of living from a variety of
activities, not all of which are marketed or assigned a monetary value. That
standard of living, and its security, depends not only on current income but
also on the stock of assets, including the social and human capital, as well
as the money and physical assets, at the disposal of the household.

Poverty is thus a multidimensional concept involving the lack of the
social and cultural, as well as economic, means necessary to procure a
minimum level of nutrition, to participate in the everyday life of society,
and to ensure economic and social reproduction. In this general notion of
poverty as “exclusion,” accessibility is important, not only for its role in
facilitating regular and stable income-earning employment but also for its
role as part of the social capital that maintains the social relations forming
the safety net of poor people in many societies (World Bank, 2000).

Rural communities depend on access to land, markets and commercial
centers. They also rely on farm laborers. In May 2007, 40.4 percent of
people in the West Bank (excluding East Jerusalem) reported difficulties
getting to work in the previous six months. They cited the primary reasons

as physical obstacles, such as checkpoints and road blocks (77.9 percent)
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and the inability to obtain permits from Israeli authorities (71.2 percent)

(OCHA, 2007B).

Reaching markets has become an expensive and time-consuming
problem for farmers and businesses. Since 2000, transport costs have
nearly doubled in the West Bank mostly because of delays faced at
checkpoints and the more circuitous routes that trucks are being forced to
take to avoid roads primarily reserved for Israeli use (see Figure 2.1)

(OCHA, 2007B).
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Consumer Price Index (CPI) for transportation and communicationin the West Bank?
(1996-2007)
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Figure (2.1): Consumer Price Index in the West Bank 1996-2007

Source: (OCHA, 2007 B)
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2.4 Affordability

Poor people’s inability to access jobs and services is an important
element of the social exclusion that defines urban poverty. Urban transport
policy can attenuate this poverty, both by contributing to economic growth
and by introducing a conscious poverty reduction focus to infrastructure
investment, to public transport service planning, and to fare-subsidy and
financing strategies. There is a rich agenda of urban transport policies that
are both pro-growth and pro-poor, yet which are consistent with the fiscal
capabilities of even the poorest countries (World Bank, 2000).

Fare is the dominant feature of public transport services for low-
income travelers. Likewise, it is the key policy variable for both the
operating companies and for the government, local and even national. As
passenger incomes increase, concern over fares starts to be displaced by the
concern for quality. Traveler reactions to fare increases or decreases are of
major interest to operators of transport services, since they affect
patronage; therefore, revenue. This aspect is captured by a standard
economic notion of price elasticity, with an established definition,
measurement methods, and interpretation (Mitric and Carruthers, 2005).

Affordability refers to the same context, but the concern is different
and from a different point of view. It is a concern of the society for its least

privileged members. When a fare increase could lead to a loss of poor
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passengers and the alternatives are few and inferior, access to jobs and

services may be reduced, and social interaction may be affected. This chain
of events may lead to social and economic exclusion of those at the bottom
of the income ladder. This chain of events needs to be taken into account
when tariff changes are being considered. So, concerns about affordability
are clearly nested in the larger subject of poverty impacts of transport
policy. An affordability index could be defined as the fare expenditure
made by a household as a percentage of its income (Mitric and Carruthers,
2005).

Affordability refers to the extent to which the financial cost of
journeys put an individual or household in the position of having to make
sacrifices to travel or the extent to which they can afford to travel when
they want to. While a family on a low income might be able to afford the
necessary journeys to work for the income owners of the family, they might
not be able to afford trips to school for their teenage children, or for their
children to visit a grandparent in a hospital. For such a family, urban
transport would, by most standards, be considered unaffordable. So
affordability can be considered as the ability to make necessary journeys to
work, school, visits to other family members or urgent other journeys

without having to curtail other essential activities (Carruthers et al, 2005).
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According to Carruthers et al (2005), the form of the Index is

relatively simple, and the data for its compilation is relatively easily

available:

Affordability Index (%) = (Number of trips x Average cost per trip) / per

capita income

ECORYS Research and Consulting (2004) prepared a report to the
World Bank about Labor Mobility, Beneficiaries of Public Transport
Services in Eastern Europe and Central Asia (ECA), and discussed
affordability of public transport (PT) and social exclusion. In terms of
affordability, it is well known that a higher budget buys a bigger radius of
action, and therefore a bigger choice of opportunities for activities that
better satisfy the needs of the economic subject. One of the key notions
should be the geographical range in which a person is able to move to
satisfy his needs. The smaller this range the lower the probability for this
person to increase his/her welfare. He (or she) may still spend the same
percentage of income, but he/she can only afford slower modes and;
therefore, get less far.

Many poor people do not have much time available, because it costs
them a lot of time to fulfill their basic needs. In fact, when wealth

increases, people buy time by buying time saving devices, including faster
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transport. These budget notions serve to illustrate how people who fall into

poverty face a world getting smaller and a decrease of variety of
opportunities: same amount of trips, same percentage of money, and time
budget, but a smaller range of action. This mechanism can lead to social

exclusion (ECORYS, 2004).

2.5 Transport Investment and Economic Growth
2.5.1 The Role of Transport Infrastructure

Transport infrastructures in the form of roads that can be used
throughout the year facilitate the exchange of commodities and enable
regular school attendance and fast access to health facilities in case of need
(Weiler, 2004).

Investments in transport infrastructure make a direct contribution to
poverty reduction if they give poor people access and increase their
mobility, if they lower transport costs and make the goods consumed by
poor people more affordable and their products more competitive, or if they
create employment and increase incomes (Weiler, 2004).

However, the expansion and maintenance of transport infrastructure
itself also creates labor and employment-particularly when it is organized

in a labor-intensive manner. Employment is also created in transport
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service companies and trade. Investments in transport infrastructure can

also make an indirect contribution to poverty reduction (Weiler, 2004).

2.5.2 Transport Development and Poverty Reduction

In line with the direct and indirect approaches to poverty reduction,
development projects in the transport sector can roughly be divided into
three categories: (a) projects that focus on poverty, (b) projects oriented
toward efficiency and growth, and (c) efficiency- and growth-oriented
projects with components that focus on poverty. The concern is a more
detailed understanding of how transport improvements, either focused on
poverty or on growth, contribute to poverty reduction (Gannon and Liu,
1997).

In general, a transport project is expected to contribute to poverty
reduction through its indirect impacts on economic growth or its direct
impact on personal welfare of the poor. What exact impact the project
would have on poverty reduction hinges on both the type of infrastructure
or services and the areas and people the project serve. It also depends on
the operating environment of the project, particularly market structures and
government regulations.

In general, local access roads in poor rural and urban areas make only
a modest contribution to national income growth, but they are likely to

have a direct and significant impact on the daily life of the poor. On the
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other hand, inter-city transport modes such as trunk roads, rail, and

shipping are of strategic significance to a national economy. They are
provided with the objective to stimulate and facilitate national income
growth; their impacts on poverty reduction are likely to be indirect
(Gannon and Liu, 1997).

The process through which the benefits of transport investments and
policies lead to improvements in the standard of living of the low-income
groups often involves many links, and the final general equilibrium
outcomes and incidence pattern across various groups are very difficult to
predict. Investment in the transport sector improves access to economic
activities. In general, this dynamic process can be expected to benefit all
income groups in society in the form of real income effects and increased
opportunities. In addition to improving accessibility, transport investment
affects employment.

The provision of transport services, including the construction and
maintenance of transport infrastructure, generates demand for labor (often
unskilled labor) and provides income earning opportunities for the poor. If
a transport project generates jobs for the poor who are otherwise
unemployed or under-employed, it contributes to the reduction of poverty

(Gannon and Liu, 1997).
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In many developing countries, the construction aspect of transport

sector development is often viewed equally as important as the service
aspect of the sector in promoting economic growth. Finally, it must be
aware that transport may have adverse impact on the poor. For example,
transport investment typically involves some environmental impact. If the
effect i1s negative, the poor are the least able to respond, adjust or
compensate; they may be the most vulnerable and the most “at risk”

(Gannon and Liu, 1997).

2.5.3 Impacts of Transport on Economic Growth

Gannon and Liu (1997) stated that sustained economic growth
generally contributes to the alleviation of absolute poverty. Therefore,
understanding the role of transport in economic growth is central to an

appreciation of the role of transport in poverty reduction.

Transport provides intermediate services to facilitate interactions
between productive activities. The micro-economic mechanisms through
which the benefits of transport investment are translated into income
growth are quite well recognized. Transport investment reduces the cost of
assembling intermediate inputs for production (raw materials, energy,
labor, other intermediate products, and information) from different

locations, directly reducing the cost of production.

Reduced cost and improved quality in transport services also reduces
the delivered price of products and hence promotes regional and

international trade, making it possible for agriculture to commercialize, for
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industry to specialize, and for production and employment to expand by
exploiting scale economies. Transport investment exploitation contributes
to economic diversification as well, which enables of economies of scope
and increases the economy’s ability to handle risks. In a multitude of ways
through these mechanisms, transport contributes to economic growth

(Gannon and Liu, 1997).
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Chapter Three

METHODOLOGY

The existing transportation infrastructure and poor transportation
services provided in Palestine are inadequate to satisfy both the current and
increasing demand for transportation and to facilitate the socio-economic
development. Lack of proper transportation infrastructure facilities and
services can be an obstacle to the development of the various economic

sectors and may hinder the entire development efforts.

The primary objective of this research is to study the relationship
between the current transport system conditions and the poverty. In order to

achieve this, the following methodology is proposed:

1. Review related studies at the local and international levels, in
terms of the relationship between the poverty rates and

transport operations.

This includes brief explanations of the role of transport sector
operations in poverty studies. Several studies listed various relations and

roles of transport and poverty. The headlines of studies are:
e Role of transport in poverty alleviation

e The role of the transport sector in improving the quality of life
(and income) can be seen in terms of improving opportunities,

reducing transport cost, providing good access (or trade and
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passengers), increasing productivity, increasing the social

interaction, and reducing unemployment.

e Obstacles facing investments and developments in the transport
sector in Palestine, which mainly resulted from the Israeli
imposed measures in terms of movements and travel restrictions

of people and goods.

e Investigate the impact of current conditions of the transport
system on the socio-economic aspect of the Palestinian life,

particularly poverty and improving the quality of life.

e The impact of construction the Separation Wall in the West Bank
on the Palestinian life and how it separates the Palestinian

communities of each other.

e The accessibility of both people and goods in the West Bank,

people to attain their needs and goods to the markets.

2. Review of Related Existing Conditions (Transport
Indicators): Palestinians living conditions over the last several
years are surveyed in term of expenditures, consumer price index,
trips made, travel time and costs, poverty, unemployment, as well

as other related social indicators.

The survey is based on work already conducted by the official
Palestinian institutions (such as PCBS and ministries), NGOs, international
organizations such as World Bank, OCHA, UNRWA, FAO, etc). The

purpose of this review is also to monitor changes in key indicators over the
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years (before the Intifadah (September 2000) and at the present time). This
review covers the West Bank with its various geographical and

administrative localities as much as information is available.

The purpose of these surveys are also to study the various transport
indicators (accessibility, affordability, expenditures, travel time and cost,
impediments, etc) at the Palestinian national level. These indicators are

linked to poverty levels before and after the Intifadah.

3. Survey of Transport and Living Conditions of Selected
Communities: This is conducted through a questionnaire that was
developed for this purpose. Few communities are carefully selected based
on travel and restriction conditions such as check points and those affected
by the Wall. The survey includes information about the socio-economic
conditions, travel time and cost, expenditure on transport, income level,
affordability and availability of public transport, and accessibility to public
services. All these information are compared with the period before the
crisis (September 2000) and at the present time. The questionnaire is

distributed via field visits and interviews with individuals.

4. Data Analysis and Results: The obtained information from the
literature review, the review of investments, and the questionnaire is
analyzed using the appropriate statistical analysis techniques and software
(SPSS). Information from the questionnaire is coded into the used software.
The analysis correlates the poverty conditions with transport. The analysis
is done on two levels: the national level based on national data obtained
from official sources and the local community level based on the

questionnaire. The outcomes of this analysis are the results of the
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investigation of the relationship between the poverty and transport in the

Palestinian territories.

5. Conclusions and Recommendations: Based on the analysis and
results, the proper conclusions are drawn and the recommendations are
presented as a set of strategies to reduce poverty level through improving

the transport system.
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Chapter Four

TRANSPORT SECTOR AND ITS CONDITIONS IN
THE WEST BANK

4.1 Introduction

The road and transport sector plays an active role in providing a
geographic linkage between various communities and centers. Yet this
sector was completely ignored during the Israeli occupation of the West
Bank and Gaza Strip. This resulted in an out-dated and deteriorated road
network with major engineering deficiencies and traffic operational
problems. The distribution of the road network is relatively acceptable, but
the quality of its surface and its geometric conditions are generally not

acceptable.

Transport sector in the West Bank is one of the most important
sectors; due to its contribution to the (GDP) and the provision of working
opportunities, relationship to all aspects of Palestinians live and activities,

in addition to its vital role in connecting different locations.

West Bank has a transport network containing main, regional, and
local roads. Road-based transport in currently the only mode of transport in

the West Bank.

The transportation and communication sector contributed 5.7 percent
of the total job opportunities in the Palestinian Territory in 2006. The
average monthly working days in this sector was 23.1 days, and this is
slightly lower than that of the total economic sectors (23.4 days) (PCBS,
2007).
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The daily median wage of working days in this sector was 60.0 New
Israeli Shekel compared to 73.1 NIS (US $16.4) in other economic sectors
(PCBS, 2007).

4.2 Description of the Palestinian Road Network before September
2000

There is no specific or formal classification to the national
Palestinian roads network in the West Bank. According to the past studies,
local and international practices, we can classify the roads in the West

Bank into four main categories:

1. Main Road: Serves for national or internal district traffic and including

road extension within a locality.
2. Regional Road: Branching off from, or lining, main roads.

3. Local Road (Paved and Unpaved): Serves the internal traffics within a

locality.

4. Bypass and Settlement Road: Constructed by Israeli Occupation to link
the Settlements with each other and with Israel. In 2006, 30 percent of

the Palestinian national road network was bypass/settlement roads.

IOA constructed a road network inside the West Bank, which is

prohibited, totally or partially, for Palestinian use, Bypass Roads.

Constructing this road network creates new conditions on the ground

and Israelis aim to establish infrastructures of their illegal settlements, to
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cut roads that connect Palestinian cities, and make discontinuity of
Palestinians lands. Palestinians are compelled to use an alternative road

routes to attain their needs.

The available data of the Palestinian road network varies according
to its source. The PCBS reported that the road length in the West Bank was
about 4516 km (PCBS, 2006, B). However, the Ministry of Public Works
and Housing (MPWH) reported totally different values. Therefore, the
lengths of roads in the West Bank vary according to the source of the data,
but the records of the MPWH are more reasonable as MPWH is currently
the agency that deals most with the roads. Table 4.1 presents the road
lengths by class based on the MPWH records.

Table (4.1): Lengths of the Roads Network in the West Bank (km)

. . Sub-
Main Regional | Local Total Bypass | Settlement | Total
489 634 1125 2248 345 621 3214

Source: (MPWH, Unpublished records, 2006)

4.3 The Palestinian Road Network Post the Intifadah

The “Intifadah” broke out in September 2000 as a public uprising
against continued Israeli occupation of the Palestinian territories. In an
effort to quell Palestinian uprising Israeli authorities closed all commonly
used roads. Furthermore, the Israeli army destroyed many sections of the
existing road network, especially those near city/town entrances, in an

effort to tighten the siege of those communities and to prevent Palestinian
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resident’s access to these roads, which forced them to use alternative routes
of lower quality. Traffic on these routes was relatively crowded because of
the roads low capacity. In addition, alternative routes were not prepared nor
designed to carry increased traffic load, which resulted in a premature
deterioration of road pavements. It also resulted in a remarkable increase in

trip length, travel time, and travel cost.

The transport system in the Palestinian territories witnessed a sharp
reversal during the past period following the outbreak of the current

Intifadah in late September 2000.

Since the start of Palestinian second Intifadah (September 2000),
IOA took a several measures on the roads network especially at the
entrances of Palestinian cities. These measures affect all aspects of

Palestinians life: social, economical, educational, and psychological.

IOA constructed many barriers around the Palestinian cities, closed
the main roads that connect the cities, prohibited the Palestinians passing
through these roads. In addition to these measures and barriers, IOA made

an internal closures and curfews on Palestinian cities.

IOA claim for these measures and barriers as “Security Measures ,

to protect the IOF from the Palestinians attacks.

A person who examines the conditions on land can obviously be sure
that these measures aim to restrict the Palestinian movement, add amore
difficulties on Palestinian life, and make complicated conditions on social,

economical, and psychological life of the Palestinians. These closures
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severely impact the humanitarian and socio-economic situation of the

Palestinians in the West Bank.

The barriers were constructed in the West Bank with considerable
engineering design criteria; there are indications that the barriers are going
to act as checkpoints at the entrances of Palestinian cities forming borders

between states.

The barriers were constructed on the Palestinian areas by the IOF
fragmenting the Palestinian land into fully and partially isolated groups.
The checkpoints that were mainly constructed at the entrances of the
Palestinian cities and villages allow the passing for the Palestinians after

checking the identity and the goods.

Table 4.2 shows the types and definitions of barriers that were

constructed in the West Bank.

Map 4.1 shows the types of barriers constructed by IOF which are

spread all over the West Bank.
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Table (4.2): Barriers Types, Definitions, and Symbols on Figure

Type of Definition Symbol on
Barrier Figure
A barrier manned by the IOF,

Border Police and/or private
CHECKPOINT || security companies with
observation towers and other
physical blocks used to control
pedestrian and vehicular access.
PARTIAL An established checkpoint structure
CHECKPOINT || operating periodically.
A fence or other physical barrier of
more than 100 meters in length,
ROAD which runs alongside a road
BARRIER primarily reserved for Israelis. This —
obstructs the free passage of
Palestinian people, vehicles and
animals onto, off, or across the
road.
EARTH A series of earth mounds alongside
WALL a road used to prevent vehicles from || GG
crossing.
ROAD GATE | A metal gate used by the IOF to|
control movement along roads. .
A mound of rubble, dirt and/or
EARTH rocks to obstruct vehicle access. A
MOUNDS / A
ROAD A series of one meter concrete
BLOCK blocks to obstruct vehicle access.
A ditch dug across or alongside a
TRENCH road to prevent vehicles from l:l:l:l:l:l:l

crossing

Source: (OCHA, 2007B)
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Map (4.1): Barriers Constructed by IOF in the West Bank

Source: (OCHA, 2007A)



49
The number of barriers changed from time to time according to the
political situations, but generally no real improvement of Palestinian

movement in West Bank, and the number of barriers increased since the

disengagement in July 2005 (OCHA, 2007A).

According to the OCHA report, there were (607) barriers in April
2008 (OCHA, 2008A). The numbers of closures and barriers are tabled by
type in Table 4.3.

Table (4.3): Number of closures by type (April 2008)

| Type of Barrier I Number |

CHECKPOINT 71
PARTIAL CHECKPOINT 17

ROAD BARRIER 75 (124.701 Km)

EARTH WALL 33 (16.237 Km)
ROAD GATE 24
EARTH MOUNDS 238
ROAD BLOCK 72

TRENCH 17 (33.478 Km)
TOTAL 607

Source: (OCHA, 2008A)
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4.4 The Segregation Wall in the West Bank

Since 2002, the Government of Israel has been constructing a Wall,
which it claimed as a security measure to protect Israelis from Palestinians
militant attacks. It consists of 8-meter high concrete walls, ditches,

trenches, wire fences, patrol roads, and barbed wire (See Figure 4.1).

Fence and Barriers: Concrete Wall

g aed, Wire,' The Wall is made up of
Patrol roads, Electronics, Trace Sand and Ditches 8-9 meter concrete slabs

Figure (4.1): Samples of Construction of the Wall
Source: (OCHA, 2007B)

The Wall does not follow the 1949 armistice line (the Green Line)
but rather significantly veers eastwards into the heart of the West Bank. In
January 2006, 525 km (74.6 percent) of the total length of the projected
Wall is inside West Bank territory. This has created closed areas (10.1
percent) of West Bank and East Jerusalem land that lie between the Wall

and the Green Line. Once the Wall is completed, a total of 49,400 West
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Bank Palestinians living in 38 villages will be included in these areas

(OCHA, 2007A).

Communities located close to the Wall once had diverse local
economies, with vibrant markets selling goods to Israeli customers, and
abundant water and land resources. These communities have seen their

living conditions plummet.

Map 4.2 shows the route of the Segregation Wall in the West Bank.
Based on (OCHA) study in July 2008, the route contains the lengths

already constructed, under construction and planned lengths until June

2007.
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Map (4.2): Route of the Segregation Wall in the West Bank, July 2008
Source: (OCHA, 2008B)
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4.4.1 Access through the Wall

There are 60 gates in the Wall that allow some access to land,
however, fewer than half are open to Palestinians. Residents of the closed
areas need to ask for permission from IOA to continue living on their land.
Palestinians living to the east of the Wall who want to visit West Bank
areas to the west of it need to apply for a permit from IOA to pass through
Wall gates. Gates are generally open 3 times a day, some times for only 20

minutes and can be unpredictable (OCHA, 2007A).

The Wall impairs access to key education and health services, and
by isolating wells from the land and destroying water networks and cisterns
lying in its path, it creates new water and sanitation needs. The Wall's
adverse impact on agricultural production and access to markets has

increased food insecurity.

The Wall has lead to severe deterioration in the Palestinians' quality
of life, as it restricted the movement and free transportation for 647
thousands Palestinians forming one third the Palestinians living in the West
Bank, including restricting their ability to reach their agricultural land

(Abu-Eisheh, 2004).

The Wall cuts off public transportation lines for a number of
communities, which the Wall isolates. The number of links connecting a
community with others is reduced for many of the impacted communities,
while about half the total length of the roadway network in the West Bank
will lie behind the Wall (Abu-Eisheh, 2004).
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4.4.2 The Effect of Closures and IOA Measures

As noticed from Figure (4.1), the IOA barriers are spread all over the
Palestinian areas, however, add more difficulties to the life of Palestinians.
The Israeli measures are mainly concentrated around the cities of Nablus
and Qalqilya, and the Jordan Valley. Many types of checkpoints exist
around the city of Nablus, making complete and continuous closure of the

city.

The Jordan Valley forms the center of farming sector in the West
Bank. It is controlled by number of checkpoints (Alhamra, Tyaseer, and

Bardalah), which restrict the accessibility to the lands in the valley.

For Palestinians, the Jordan Valley is an integral part of the West
Bank. An estimated 53,000 Palestinians live in the Jordan Valley
(including the population of Jericho) with an economy based primarily on

agriculture.

The measures in the Jordan valley restrict the movement of the
farming goods, which made a big loss in the farming sector and the

economy of the Palestinians.

According to Alquds Newspaper 2006, the IOA restricted the
movement of the Palestinians on the roads connecting the areas around the

Jordan Valley, and classified it as Israeli roads, which needed a permission

from IOA to pass on it (Al-Sahili, 2007).

Several studies were done to document the IOA measures and its

effect on transport sector in the West Bank. The Palestinian Political and
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Economical Researches (MAAS) indicated a decreasing of 40 percent in

the employment in transport sector due to the IOA measures on this sector

(Al-Sahili, 2007).

The Palestinian Central Bureau of Statistics (PCBS) 2003, studied
IOA measures on the movement of travelers in 2001, concluded that there
was an increasing of (14 to 111 percent) in trip length, (58 to 325 percent)
in trip time, (8 to 48 percent) in using unpaved roads, (10 to 58 percent) in
trips done, (32 to 114 percent) in the fare of trip, and (12 to 270 percent) in

the maintenance expenditure for vehicles (Al-Sahili, 2007).

From the PCBS study (2003), there are obvious indicators of strong
effect of IOA measures on transport sector, and sharp increase in the costs

of transport operations.

In 2002, IOF invaded the Palestinian cities, imposed curfews,
separated the cities into complete closed areas, closed the roads between

the cities, and restricted the movement of the Palestinians and goods.

In 2004, Palestinians start to use paved roads and pass through the
checkpoints which are controlled by IOA after checking their identities and

goods.

Opinion Polls and Survey Studies center at An-Najah National
University made a survey to assess the impact of IOA measures on the
movement of the Palestinians. The study selected a sample of 860 persons
in the West Bank and 501 persons in Gaza in March 2005. In this period,
the IOA announced that there were some easements on the Palestinian

movement (Al-Sahili, 2007).
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The study proved that the claim of IOA was not true, and the survey
indicated that the increase in the average of trip time was 235 percent, and

243 percent in trip length, with respect to the values before the start of the
Second Intifadah.

Palestinians had to walk more than 25 times the original distance to
get to their farm lands compared to conditions before the constructing of
the Wall, and spent much longer time traveling because of the increase in

trip lengths (Abu-Eisheh, 2004).

4.5 Conditions around Nablus City

The checkpoints still restrict the movement of Palestinian people and
the goods; take the form of permanent infrastructures, and look like
international borders such as (Huwwarah, Beit Eiba, and Awarta). The

closure of Nablus fragments the middle of West Bank from its north.

Nablus used to be the capital of the Palestinian economy. IOA
closure to the city converts Nablus from the capital of the Palestinian

economy to the capital of poverty (Almasri, 2005).

Nablus City, the economic and service center of the northern West
Bank, has a population of more than 130,000 people and serves as a

regional hub for an estimated 350,000 people in the governorate.

Nablus is a market and manufacturing center, a focus for service
center, an educational center to the large An-Najah National University,

and the location of important medical facilities. Nablus has 13 health
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centers and six hospitals including the major referral hospitals of Rafidia

and Al Watani. Access into and out of Nablus is, therefore, essential

(OCHA, 2007B).

Nablus is considered a center of IOF militant activities and has been
the focus of the Israeli large scale military operations. The IOF conducts
almost nightly search and arrest campaigns into Nablus and surrounding
villages, in addition to its three refugee camps. Between June 2005 and
April 2007, for example, the IOF conducted over 1,000 search and arrest
campaigns in Nablus Governorate — an average of more than 10 each week

(OCHA, 2007B).

Nablus is encircled by 14 Israeli settlements and 26 outposts (see
Map 4.3). The settlements are connected to each other by a series of roads
used primarily by settlers that stretch around the city and across Nablus

Governorate (OCHA, 2007B).

These roads are in turn linked to ten checkpoints, including seven
encircling Nablus City. All Palestinians going in and out of Nablus are
required to cross these checkpoints. In April 2007, only 10 percent of
Nablus buses (22 out of 220) and 7 percent of Nablus taxis (150 out of
2,250) had permits to access and use the checkpoints around Nablus City
(OCHA, 2007B).

In addition, more than 70 obstacles installed by the IOF block the
road junctions and physically prevent Palestinian traffic from reaching the

roads used primarily by settlers. Palestinian vehicles also need a permit to
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travel on these roads. Palestinians caught without a permit can be fined or

prosecuted (OCHA, 2007B).
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Under these conditions, it is impossible for the Nablus economy to
function normally. Unemployment in Nablus governorate increased by 44.5
percent between 1999 and 2006 (18.2 to 26.3 percent). Many businesses,
no longer accessible by customers and traders, have been forced to relocate
to smaller towns and villages. These new centers, however, cannot
substitute for the large urban markets in terms of the volume of customers
and levels of trade. There are also persistent difficulties for patients

reaching hospitals and students reaching schools and universities (OCHA,

2007B).

The Israeli measures on the road network have negative effects on all
aspects of the Palestinian life. Transport sector still face a closure by IOF,
which forced the Palestinians to use alternate routes of lower quality and
forced them to pass through lengthy roads. Trip time increased and trip cost

increased, as well (as will be detailed later in this thesis).

In addition to the IOF imposed road closures. The Palestinian road
network can generally be characterized by its low capacity, inadequate
cross-sectional elements (lanes, lane width, side slopes, cross slopes, super-
elevation, shoulders, ...etc), poorly designed horizontal and vertical
alignments, and inappropriate traffic control devices (signs, signals,
markings, and grade-separation). As a result of the poor road geometric
conditions and the non-existing traffic safety program, road accidents have

reached alarming rates in the Palestinian territories.
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Chapter Five

POVERTY AND SOCIOECONOMIC CONDITIONS
IN THE WEST BANK

5.1 Introduction

West Bank is one of the areas with high levels of poverty, which is a

product of political, demographic, economic, and social causes.

The restrictions on freedom of movement that Israel has imposed on
Palestinians since the outbreak of the second Intifadah are the primary
cause of the decline of the Palestinian economy and chronic increases in
unemployment and poverty across the Occupied Territories (Palestine

Monitor, 2007).

More than seven years into the outbreak of the latest round of the
Israeli-Palestinian conflict (the second “Intifadah”), the West Bank
economy is in deep economic crisis. The closure regime, the multi-faceted
system of restrictions on the movement of goods and people both within
the West Bank and through Israel to the rest of the world, tightened by the
IOA during this round of conflict and further reinforced by Israel’s
construction of the Separation Wall, translated into a sharp reduction in
economic activity, greater unemployment, and increased poverty (The

World Bank, 2006B).

Despite the efforts of economic recovery in 2004 and 2005, with
growth rates of 6 percent per year, current (2007 and 2008) real per-capita

income still remains about 30 percent below their pre-Intifadah level, with
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46 percent of Palestinian population living in poverty, and unemployment

rates above 23 percent (The World Bank, 2006B).

Economic prospects for West Bank remain grim and highly
dependent on political outcomes. Recent growth was pulled by
expansionary (but unsustainable) fiscal policy, banking credit to the
economy, a relaxation of closures that permitted more Palestinian workers
to find jobs in Israel in 2004 and 2005 (compared to the first years of the
Intifadah), and recovery in private consumption. None of these recent
trends are likely to continue over the period ahead (The World Bank,
2006B).

5.2 Economic and Social Conditions

Since the outbreak of the second Intifadah in September 2000,
Palestinian labor flows to Israel have been substantially reduced. From a
peak of 150,000 workers in early 2000 - generating an annual average
income of over $800 million - Palestinian daily labor flows to Israel have
been reduced to less than 20,000 in 2004. The Palestinian economy, with
the aid of donor countries, has been able to absorb only a small amount of
this excess labor supply through employment generation schemes and other

emergency programs (Balian, 2004).
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5.2.1 Economic Condition

The Palestinian economy had shown signs of recovery in 1998 as a
result of increased private investments and funding from donor countries.

However, this process came to an abrupt end in September 2000.

The rapid deterioration of economic conditions indicates the fragile
and weakened state of the economy before September 2000. The prolonged
closure imposed on the Occupied Territories has led the Palestinian
economy into paralysis and severe recession. The overall impact of the
closures, sustained for over 2001 and 2002, has been devastating for
Palestinians economic, commercial and social life. Everyday activities,
such as going to work or gaining access to basic services, especially health
and education, have been curtailed. The World Bank has characterized the
situation as “economic dislocation” or “economic canonization” (Hawari,

2003).

The sharp decline in Palestinian purchasing power and disruptions to
the transport of goods has led to a situation in which the food industry is at
60% of its capacity, while light industries work at less than half their
capacity. Palestinians are forced to depend on Israeli products; the IOF
facilitates access of Israeli products to Palestinian markets by letting Israeli

products pass the checkpoints (Hawari, 2003).

The World Bank estimates that even if there were a political solution
to the ongoing conflict and a lifting of the closures, it would take the

Palestinian economy at least two years to recover to a pre-Intifadah per
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capita income level (Hawari, 2003). At present, the closure is not lifted and

the Palestinian economy is still in crisis.

Trade routes from the northern West Bank to Nablus and further to
the south or into the Jordan Valley have been severed for northern
residents. Vendors of perishable products such as vegetables and fruit have
limited access to markets. Yet the sale of agricultural products has become
particularly important and is one of the few economic alternatives for the
increasing number of unemployed who previously worked in Israel

(Palestine Monitor, 2007).

A report by the World Bank published in May 2007 stated that
economic recovery and sustainable growth within the West Bank would
“...require a fundamental reassessment of closure practices, a restoration of
the presumption of movement, and review of Israeli control of the
population registry and other means of dictating the residency of

Palestinians within the West Bank and Gaza” (Palestine Monitor, 2007).

Palestinian has to expend more on transportation during the
Intifadah. PCBS publishes the household expenditures in the Palestinian
territories every year. Table 5.1 shows the Palestinian expenditure on

transport in several years before and after the Intifadah.
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Table (5.1): Average Monthly Household Expenditure on Transport in
the West Bank

Avg. Expenditure on Monthly % of Monthly
Year Transport (NIS) Income (NIS) Income
1996 100.00 1195 8.37%
1998 108.53 1575 6.90%
1999 119.51 1705 7.01%
2000 127.73 1795 7.11%
2001 145.48 1685 8.63%
2002 177.28 1700 10.43%
2004 202.05 1760 11.48%
2005 208.18 1830 11.37%
2006 220.49 1925 11.45%
2007 222.80 1855 12.01%
June 2008 231.83 1800 (estimated) 12.88%

Source: (PCBS, 2008A)

From Table 5.1, it is clear that the expenditure on transport increased
by different rates. Based on year 1996, with the average expenditure of
100, until 2000, there was approximately 27 percent increase in transport
expenditure. After the start of the Intifadah, household transport
expenditure has reached 231.83 NIS in June 2008. This is an increase by

nearly 80 percent compared to year 2000.

As shown in Table 5.1, the expenditure percent of monthly income
has increased during the years of the Intifadah, about 8.6 % in 2001, and
increased to more than 12 % in 2007, which clearly indicates that the
changes occurred in transport operation lead to higher expenses on

transport in the West Bank.
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5.2.2 Unemployment

One of the major factors in the present economic crisis causing the
dramatic deterioration of living conditions in the Occupied Palestinian
Territories is the high rate of unemployment. This is largely due to the loss
of jobs in Israel and in the private sector. Within weeks of the outbreak of
the Intifadah, approximately 100,000 Palestinian jobs in Israel were lost,
out of a total of 130,000 (excluding East Jerusalem). By December 2001 —
15 months into the Intifadah — another 60,000 jobs had been lost inside the
Occupied Territories due to a decrease in demand, which forced businesses

to dismiss workers (Hawari, 2003).

Tightened border closures with Israel, within the Palestinian
Territories, and with the rest of the world have all worked against the
creation of new employment opportunities. This structural adjustment
shock has dramatically increased the rates of unemployment and poverty in

both, the West Bank and the Gaza Strip (Balian, 2004).

PCBS publishes an annual report about the unemployment in the
Palestinian territories. Table 5.2 shows the unemployment rates in the West

Bank for the period 2000-2007.
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Table (5.2): Unemployment Rates in the West Bank 2000-2007

Year Unemployment Rate
2007 24.5 %
2006 25.0 %
2005 26.1 %
2004 29.2 %
2003 32.0%
2002 38.1 %
2001 30.4 %
2000 21.7 %

Source: (PCBS, 2007)

Rates in Table 5.2 indicate that there is a clear increase of
unemployment in the West Bank during the years of Intifadah, especially in
the first four years after its eruption, when Palestinians experienced daily
closures and restrictions of movement due to the IOF imposed road

measures.
5.2.3 Investment in Transport Projects

Investments in transport infrastructure make a direct contribution to
poverty reduction if they give poor people access and increase their
mobility, if they lower transport costs and make the goods consumed by
poor people more affordable and their products more competitive, or if they

create employment and increase incomes (Weiler, 2004).

Transport projects are expected to contribute to poverty reduction
through its indirect impacts on economic growth or its direct impact on

personal welfare of the poor.
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Investment in the transport sector improves access to economic
opportunities by reducing transport costs. Provided transport market
structures are reasonably competitive, this will be reflected in a reduction

in prices for both freight and passenger services.

The consequences of road closures and travel restrictions in the West
Bank during the years of the Intifadah severely influenced the transport
sector. The share of the employed persons in the transport sector was
estimated at 4.7% of the total labor force in the Palestinian territories in

1999, 4.9% in 2000 (The World Bank, 2006A).

The PCBS reports the share of employed persons in transportation,
storage, and communication sector out of total employment in the West
Bank. These percentages were 6.0% in 2005, 5.7% in 2006, and 5.1% in
2007 (PCBS, 2008B). Although the employment share for transportation
was not separated from communication and storage, it is well-known that
he highest portion of these percentages is for the transportation sub-sector.
The aforementioned percentages indicate that the employment share has

declined over the years of the Intifadah.

Due to the underdeveloped status in the West Bank, the
transportation sector contribution to the gross domestic product (GDP) of
the Palestinian territories is limited. Although the GDP of the Palestinian
territories has been slightly improving, transportation infrastructure
investment is still low compared to other developing countries (The World

Bank, 2000).
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The daily median wage of working days in this sector was 65.4 New
Israeli Shekel (NIS) in 2004 compared to 62.2 NIS (US $13.9) in other
economic sectors (PCBS, 2005). On the other hand, the total number of

enterprises working in land transport sector was 190 in 2002 and 273 in

2005.

Palestinian Economic Council for Development and Reconstruction
(PECDAR) has a total of 87.889 million of US$ with 736 of executed and
partially executed road projects from 1994 to 2006 (PECDAR, 2007).

Table 5.3 shows the amounts of road maintenance and rehabilitation
expenditures in the Palestinian territories (1996-April 2007) by the
Ministry of Public Works and Housing (MPWH).

Table (5.3): MPWH Road Maintenance and Rehabilitation
Expenditures in the West Bank (1996-April 2007)

Year West Bank
($1000)
1996 0
1997 2,058.80
1998 1,578.90
1999 3,207.70
2000 1,190.20
2001 3,071.30
2002 1,000.00
2003 1,500.00
2004-April 2007 11,120.00
Total 24,726.90

Source: (MPWH, 2004, 2007)
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MPWH, as many ministries or organizations, has difficulties in
executing road projects, due to the political constrains in the country which

was also reflected on the transport sector in the West Bank.

Table 5.3 shows that the total expenditure on the road sector was
US$8.0356 million during the years 1996 to 2000 (average annual
expenditure = $1.607 million), and it was US$16.6913 million for the years
2001 to 2007 (average annual expenditure = $2.3845 million). Most of
these expenditures were donated by the international community and a

smaller portion was self-financed by the PNA budget.

With no doubt that the transport projects contribute to decreasing
unemployment and increasing the income, which would lead to reducing

the poverty rates.
5.2.4 Social Conditions

The effects of Israeli measures in the Occupied Palestinian
Territories since September 28, 2000 have been a decline in employment,
trade, and investment. Above all, these measures have paralyzed civilian
systems and created an emergency situation for the population: food
shortages, problems with fresh water, electricity and access to healthcare,
the accumulation of garbage in the streets, and so on. In such conditions,
high levels of poverty and despair prevail and weaker sectors of the
population, such as children, pregnant women, the sick, and the old are

particularly vulnerable (Hawari, 2003).

Restricting movement of goods and persons exacerbates the

humanitarian crisis in the occupied Palestinian territory by deepening
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unemployment and poverty, preventing health care, interrupting education,
and generally humiliating the Palestinian people individually and
collectively. Furthermore problems of access to educational and health
services are part of the detrimental impact of the IOA imposed measures on

Palestinian livelihoods.

Israeli settlements in the occupied Palestinian territory, deemed
illegal by the international community, continue to exacerbate the conflict,
with detrimental repercussions on the living conditions of the Palestinian

people.

The crisis has affected different social groups differently.
Adolescents are particularly vulnerable. Of an age to understand the
economic hardships that their families face but generally too young and
inexperienced to be able to help much, they are particularly susceptible to

trauma and to feelings of powerlessness and rage.

Teachers are reporting an increase in violent behavior at school;
many adolescents see no sense in continuing their education, and dropout
rates in this age cadre appear to have risen markedly during the Intifadah.
However, this age group has a very limited chance of finding employment
in the formal labor market, given the strong negative relationship between
the level of education and unemployment observed in the West Bank (The

World Bank, 2003).

In view of the drastic escalation in the restrictions imposed by Israeli
authorities on mobility across the regular road network in the Palestinian

territories, and because of high risks encountered by young men on Israeli
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checkpoints, the vast majority of students have been forced to move their
residence from their home towns to rented apartments close to their
respective universities. This has stimulated a massive exodus of young men
and women to such major towns like Nablus, Ramallah, Bethlehem and
Gaza. Expectedly, this has precipitated far-reaching consequences in
several directions, especially in regard to cost implications and, more
importantly, on the academic, social and behavioral attitudes of students

themselves (Za’noon, 2002).

Restrictions on the freedom of movement of Palestinians have
seriously affected their access to medical care, including emergency
medical treatment. Many villages are cut off from major urban centers and;
therefore, hospitals and medical specialists. With no alternative route
available, Palestinians in these areas are forced to travel through

checkpoints to access medical treatment, whether it is routine or urgent.

The UNRWA Jerusalem Health Center epitomizes difficulties in
refugees’ access to Agency services. Whereas about 10,000 visits per
month were completed between August and October 2003, mostly of
patients coming from outside the city, visits have dropped considerably by
more than half in July 2004. In January 2005, this number continued to
drop, falling to 4,112 visits, with a marked decrease in visits from patients
with non-communicable diseases and registering infants for vaccinations.
Furthermore, over 6,600 refugees in three UNRWA-conventional
Jerusalem hospitals had received secondary health care in 2003. Most such
patients will no longer be able to access the city when the barrier is

completed (The United Nations, 2005).
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5.3 The Separation Wall and West Bank Fragmentation

The West Bank is increasingly fragmented; Israeli settlements are
prevalent throughout the West Bank. They are illegal under international
law; roads primarily for settlers use connect the settlements with Israel.
Palestinian access to the majority of these roads is prevented or restricted
by: checkpoints, roadblocks, and a permit system for vehicles wanting to

travel on them.

The construction of the Wall has led to the requisition of
approximately 35,000 dunums (3,500 hectares) of West Bank land. The
Wall buffer zone in the northern West Bank, including the area where the
Wall is located, covers approximately 62,890 dunums (6,289 hectares) of
West Bank land. In this approximately 150 - 200 meter buffer zone on the
West Bank side of the Wall, no building is permitted without IOF approval
(The United Nation, 2006).

When the Wall is completed, over ten percent (10.2%) of West Bank
land will be isolated in the area between the Wall and the Green Line. This
includes some of the most fertile land and water reserves in the West Bank.
In October 2003, the area between the Wall and the Green Line in the
northern West Bank was declared closed by military order. All Palestinians
living in this area are required to obtain 'permanent resident' permits from
the IOA. Non-resident Palestinians who need to enter the area, in particular
farmers, must apply for a visitor permit to access their farmlands and water

resources through designated gates (OCHA, 2007B).
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Eligibility requirements for Palestinians needing visitor permits have
become increasingly stringent. Consequently, fewer Palestinians are
obtaining such permits. Those who are unable to prove direct ownership of
the land - for example, relatives to landowners such as nephews, uncles,
cousins and grandchildren, landless laborers, sharecroppers, and

leaseholders — find that their access to the closed areas is now virtually

impossible (OCHA, 2007B).

The land between the Wall (projected and constructed) and the
Green Line comprises some of the most fertile in the West Bank.
Approximately 5,000 Palestinians currently reside in these closed areas and
once the Wall is completed, a total of 49,400 West Bank Palestinians living
in 38 villages will be included (The United Nation, 2006).

Where the Wall has been constructed, Palestinians face economic
hardship due to restrictions of access to their land to harvest crops, graze
animals, and earn a living. Palestinians have also been cut off from schools,
universities, and specialized medical care by the Wall. The damage caused
by the destruction of land and property for the Wall’s construction will take
many years to recover from and hinder Palestinian development should a

political situation allow this (The United Nation, 2006).

The closed areas of the West Bank are no longer accessible for most
West Bank Palestinians. Palestinians living east of the Wall have faced
increased difficulty accessing their farm land in the closed areas. The result
is widespread loss of agricultural livelihoods. Unemployment levels in

areas close to the Wall have increased (The United Nation, 2006).
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PCBS made a survey in August 2005 to study the impact of the
expansion of the Separation Wall on the socioeconomic condition of the

Palestinian households in the localities in which the Wall passes through in

the West Bank. The results of the survey were as follow (PCBS, 2006A):

e More than 60% of the Palestinian households in the Palestinian
localities affected by the wall depended on Agriculture as a main
income source before the construction of the wall, against 53.1%

depend on this source after the construction of the wall

e 49.9% depended on wages and salaries from Israeli working sectors as a
main income source before the construction of the wall, against 35.9%

depend on this source after the construction of the wall

e 21.6% depended on Social assistance before the construction of the wall

and 25.1% depend on the same source after the construction of the wall

e 20.3% of the Palestinian households in the Palestinian localities affected
by the wall depended on household projects as a main income source
before the construction of the Wall; against 19.1% depend on this

source after the construction of the wall.

o 88.9% of Palestinian households in the localities affected by the wall
that have some members attending higher education used detour roads
in order to reach their (universities and colleges) as a method of
adaptation with the difficulties they face, and 69.1% of the households
were forced to be absent from (university and college) due to the

closure.
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e As a result of the survey, 42.1% of the Palestinian households in the
localities affected by the expansion and annexation wall indicated that
separation from the health services (hospitals and medical centers) in

the main cities formed an obstacle for them to get the required health

services, (PCBS, 2006A).

From the results of PCBS survey, it is clear the devastating effect of
the Separation Wall on all aspect of Palestinian life. Further, the impact of
the expansion of the Wall is still changing the realities on the ground;

cutting roads, isolate localities, destroying farms ...etc.

In conclusion, all these road closures and travel restrictions,
accompanied by the depressed economic conditions, had sever impacts on
the livelihood of the Palestinians in general. These measures have increased
travel expenses, and transportation has become less affordable, especially
for the low income groups who were the most hardly hit by these crises. In
addition, these measures fragmented communities and isolates residents
from social support networks. Furthermore, the social ties and relationships

are weakened.

5.4 Poverty Rates in the West Bank

The devastation of the Palestinian economy has had direct
repercussions on the impoverishment of the individual. USAID predicted
as early as December 2000 that the situation would lead to the occurrence
of ‘a humanitarian crisis — measured in high malnutrition rates, increased

morbidity and mortality (Hawari, 2003).
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The PCBS poverty report in the Palestinian territories in 2006
showed that the poverty rate increased by 10.4 percent since the start of the
Intifadah. Table 5.4 shows poverty rates in different years before and after

the Intifadah.

Table (5.4): Poverty Rates in the Occupied Palestinian Territories

Year Poverty Rate Deep Poverty
2007 30.3 % 18.3 %
2006 30.8 % 18.5%
2005 295 % 18.1 %
2004 25.6 % 16.4 %
2001 279 % 19.5%
1998 20.3 % 12.5%

Source: (PCBS, 2007)

Poverty statistics reported in Table 5.4 are based on an official
definition of poverty developed in 1997 by PCBS. The definition combines
absolute and relative features and is based on a budget of basic needs for a
family of 6 persons (2 adults and 4 children). Two poverty lines have been
developed according to actual spending patterns of Palestinian families.
The first, termed “deep (absolute) poverty line,” was calculated to reflect a
budget for food, clothing and housing. The second line “relative poverty
line (poverty rate)” adds other necessities including health care, education,
transportation, personal care, and housekeeping supplies. The two lines
have been adjusted to reflect the different consumption needs of families
based on their composition (household size and the number of children)

(PCBS, 2007).
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Table 5.4 shows an increase in poverty rates during the current crisis
compared with the eve of the Intifadah. The results indicated that the

poverty rates reached 30.8% in 2006. The poverty rate has increased by
10.4% since the eve of the Intifadah.

5.5 Transport Affordability

The concept of affordability is widely used when discussing urban
public transport fares in the presence of low incomes and poverty, but it is
not universally accepted as being meaningful (Mitric and Carruthers,

2005).

Fare is the dominant feature of public transport services for low-
income travelers. Likewise, it is the key policy variable for both the
operating companies and for the government, local and even national. As
passenger incomes increase, concern over fares starts to be displaced by the

concern for quality.

Traveler reactions to fare increases or decreases are of major interest
to operators of transport services, since they affect patronage; therefore,
revenue. This aspect is captured by a standard economic notion of price
elasticity, with an established definition, measurement methods, and

interpretation (Mitric and Carruthers, 2005).

When a fare increase leads to a loss of passengers at the low end of
the income scale, the operator is concerned because of the loss of revenue,

but not more than that.
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Understanding the concept and having some knowledge of the values
of price elasticity in this context is necessary for the operator to make
informed decisions about setting tariffs (sufficiency includes a requirement

to know also about costs).

In the West Bank, transport cost has doubled or tripled in the years
of the Intifadah. In 2006, there was an increase of 13.6 percent in transport
expenditure compared with 2005 (PCBS, 2006B) as an impact of the IOF

imposed road measures.

As a result of all these conditions of closures, checkpoints, imposed
road measures that have lead to a sharp increase in travel cost, limited job
opportunities, movement restrictions, limited access to jobs, and high
poverty levels, it is logical for transportation to be less affordability in the

West Bank.

The affordability may be expressed in terns of affordability index.
The Affordability Index (AI) is expressed in the following formula
(Carruthers et al, 2005).

Affordability Index (%) = (Number of trips x Average cost per

trip) / per capita income)

For Nablus City, the average family daily income was 65.2 NIS and
the average number of working days per month was 22.2 work-days
(PCBS, 2007). Therefore, the average family income is calculated to be

1447.44 NIS per month. In addition, the average weighted expenditure on
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transport out of the total family income is calculated to be approximately
26.5 percent (based on field surveys; see Chapter 6). As a result, the
Affordability Index (AI) for a family in Nablus was calculated to be 26.5

percent.

Table 5.5 shows the Affordability Indices for cities in the world
(Carruthers et al, 2005).

Table (5.5): Affordability Index Values for International Cities

City Affordability

Index

Sao Paula 11 %
Mumbai 9 %
Chennai 8 %
Brasilia 6 %
Amsterdam 6 %
Moscow 4 %
Seoul 4 %
New York 3%
Los Angeles 3%
Mexico City 3%
Cairo 3%
London 2%
Bangkok 1%

Source: (Carruthers et al, 2005)
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Comparing Nablus City with other world cities (shown in Table 5.5),
it is clear that the Al in Nablus City is more than double the highest Al of
world cities shown above. Therefore, public transportation is less
affordable for the Palestinians, especially in Nablus City compared to other

world cities.

Furthermore the Palestinian income has decreased during the years
of the Intifadah and this what makes the transport unaffordable for most
families in the Palestinian society; income decreasing + travel cost

increasing = unaffordable transport.

In conclusion, all these road closures and travel restrictions,
accompanied by the depressed economic conditions, had sever impacts on
the livelihood of the Palestinians in general. These measures have increased
travel expenses, and transportation has become less affordable, especially
for the low income groups who were the most hardly hit by these crises. In
addition, these measures fragmented communities and isolates residents
from social support networks. Furthermore, the social ties and relationships

are weakened.
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CHAPTER SIX
FIELD SURVEY AND ANALYSIS
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Chapter Six

FIELD SURVEY AND ANALYSIS

Survey is one of the main instruments to collect data of any study
and get accurate results and analysis. Many forms of survey can be used
such as direct interviews with people or indirect by calls, feedbacks, and

emails.

This study uses the direct interviews with people by distributing a
questionnaire and filling it while the surveyor is present. There were two
types of questionnaires used in this study, driver’s survey and general

public.

6.1 Purpose of Survey

The purpose of this survey is to collect data from the people and
drivers about the impact of Israeli measures on the time and cost of
transport operations during the second Intifadah. The survey form was also
designed to know the effect of the current transport system on the
accessibility to services such as hospitals and schools. The survey will also
help studying the changes in standards of livings of Palestinians due to the

current travel procedures and conditions.

In general the survey is intended to describe the effect of the current
transportation system on the poverty under the Israeli imposed measures on

the transport sector.
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This field study surveys the primary factors affecting the Palestinian
transport operations such as accessibility, affordability, number of Israeli

checkpoints passed, expenditure on transport, and travel time and cost.

6.2 Survey Methodology

Data were gathered through a questionnaire that was developed and
distributed at selected locations representative of the population that are
affected by the current transport system, the questionnaire was distributed

in the period of (20/10/2007 to 10/11/2007).

Two forms were used; one for drivers and another for the public.
There are selected locations that the survey was distributed at in Nablus
Governorate to represent various population sectors considering people
numbers and the geographic distribution of the communities as much as

possible.

Nablus Governorate contains one city, several towns, villages, and
three camps. The city was divided into five neighborhoods for the purpose
of this survey. Selected villages around the city were surveyed, and two
camps in eastern and western parts of the city were also selected for this

survey.

The two main Israeli checkpoints around Nablus City were selected
as representative locations. These are Huwwarah and Beit Iba checkpoints

(the southern and western entrances of Nablus City).
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The driver’s questionnaire was distributed at the locations of public
transport sites such as bus stations, taxi offices, as well as at the main
Israeli checkpoints around Nablus City. Furthermore, cargo trucks were

also surveyed at their parking stations.
Both questionnaire forms are presented in Appendices C and D
6.3 Sample Size

To achieve acceptable results, the sample size should be sufficient,
representative of various groups, and illustrative of the population. It is
generally recommended for such type of surveys that the sample size be a

percentage of the population.

A total of 800 forms for the general public and 200 forms for drivers
were distributed, a total of 1000 questionnaire forms. Table 6.1 shows the
locations, which were surveyed and total number of questionnaires
distributed at these locations; the retained forms were 763 of general survey

and 167 of drivers.

The sample size was initially designed as a percentage of the
population, with a 95% confidence level and a standard error of + 0.05 %.
The 1000 forms (800 for the general survey and 200 for the drivers) will

achieve 95% confidence and 3.5% standard error.
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Table (6.1): Survey Distribution with Number and Location

General Public Survey

. Number of
Location . . Notes
Questionnaires
Nablus City 200 Includes the Camps*
Villages 200 Selected villages around Nablus City**
Beit Eba
Checkpoint 200 The western entrance of Nablus City
Huwwarah .
Checkpoint 200 The southern entrance of Nablus City
Total 800 Total sample size distributed
Drivers Survey
Beit Eba 50 Taxis and buses which park at the
Checkpoint checkpoint
Huwwarah 50 Taxis and buses which park at the
Checkpoint checkpoint
Taxi and B
; o B 50 Inside the city of Nablus
Stations
Trucks and 50 Trucks and other types of cargo
Others vehicles***
Total 200 Total sample size distributed

* Ala’in Refugee Camp and Balata Refugee Camp

** South (Beita, Aqraba, and Jamma’ien), North (Tallozah and Northen Aseerah), West
(Sabastieh and Borqah), and East (Beit Forik and Beit Dajan).

*#* includes small, large, and heavy trucks, cement mixture vehicles, and trailers
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6.4 Survey Results and Analysis
6.4.1 General Public Survey

General Data

Based on forms distributed and collected, about 63.9 percent of the
people that fill the survey are married and 36.1 percent are single. As far as
the place of residence, 68.4 percent are from Nablus City, 7.5 percent from
Jenin, 3.7 percent from Qalqiliah, 4.2 percent from Tulkarem, and 16.3

percent from other cities.

With regard to current jobs, 13.9 percent are students, 24.3 percent
are laborers, 30.8 percent are in the public sector, and the rest are from the

private and commercial sector.

Summary of results for the general information collected is included

in Appendix E.

Checkpoints Number and Travel Route

People were asked if they had to change their original travel route
because the Israeli imposed road measures and checkpoints. The results
were 92.3 percent of the people had changed their travel route, and 78.5

percent had to use unpaved roads to get to their destinations.

Furthermore, 44.0 percent had to pass three checkpoints or more to

get to their destination, 28.1 percent had to pass two checkpoints and 28.0
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percent had to pass only one. People of Nablus City had to cross at least

one checkpoint to enter or exit the City.

Table 6.2 shows the cross-relationship between the place of living
and the number of checkpoints passed. This table indicates that large
percentages of people had changed their trip route during the Intifadah,
which shows the effect of the Israeli checkpoints on the Palestinian life in

the northern districts of the West Bank.

Table (6.2): Number of Checkpoints Passed and Route Change With
Respect to the City of Residence

Number of Checkpoints Route Change
District 1 2 3 or more YES NO
Nablus 52% 25% 43 % 93.3% 6.7 %

Jenin 0.0 % 57.9 % 42.1 % 98.3 % 1.7 %
Qalgqiliah | 21.4% | 17.9% 60.7 % 100 % 0.0 %
Tulkarem | 15.6 % 50 % 34.4 % 100 % 0.0 %

Others 282% | 242 % 47.6 % 81.4 % 18.6 %
Overall 28 % 28.1 % 44 % 92.3 % 7.7 %

Changes in Travel Time and Cost

Figure 6.1 shows the changes occurred in trip time and cost during the

years of Intifadah.
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Figure (6.1): Trip Time and Trip Cost Change during the Intifadah

It is clear that there is an increase in trip time and cost in the West Bank,

which is a result of closures and imposed road measures by IOF.

Income Changes and Effects on Life Style

The IOA measures affect all aspects of Palestinian life, specially the
workers and their incomes. About 93 percent of the Palestinians had a
decrease in there income during the Intifadah with respect to the years
before 2000. Nearly 36 percent of which had a decrease of income by 40

percent or more. See Figure (6.2).
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Figure (6.2): Changes in Palestinian Income during the Intifadah

Multi reasons are playing role in income decrease for the Palestinian
people. Transport operations cost is one of the reasons, which had an effect

on the Palestinian disposable income change.

People were asked about the reasons of their income decrease. The
results were: about 24 percent was for the travel and access difficulties,
more than 23 percent were for the increase in transport cost, 17 percent
were for limited job opportunities, and about 36 percent were because of

the increase in the cost of living.

Table 6.3 shows the percent of income decrease with respect to the

reason for such decrease.
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Table (6.3): Percent of Income Decrease and its Reasons

Reason For Income Decrease
P;:;Ezl:l:f Access I,F::ﬁ:;ii‘: Limited Job | Increase in the
Decrease Difficulty Cost Opportunities | Cost of Living
10-19) % 8.4 % 23.9% 10.3% 57.4%
(20-29) % 23.4% 28.4% 14.3% 33.9%
30-39% 32.3% 21.7% 12.3% 33.7%
40 % 15.1% 15.0% 30.8% 39.0%
> 40% 14.6% 16.8% 27.2% 41.4%
Overall 241 % 23.5 % 16.8 % 35.6 %

It is clear from the results in Table 6.3 that the reasons related to the
current transportation system in the West Bank have effects on income
decrease for the Palestinians. The group, which experienced income
decrease by 20 to 30 percent, was primarily related to transportation

reasons (access difficulty and transport cost increase).

About 95 percent of the residents of Nablus Governorate had income
decrease by different rates. The rates of income decrease reflect the effects

of Israeli imposed measures on the aspects of Palestinians life.

Table 6.4 shows the cross relationship between the income

difference according to the city of residence.
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Table (6.4): Percent Income Change with the respect to the Place of
Residence

Percent Income Change
Governorate | Income | 0% | -20% | -30% | - 40% and

Increase more
Nablus 5.4% 9.8% |24.6% | 25.5% 34.7 %
Jenin 1.2% 8.6% |31.6% | 183 % 40.3 %
Qalgqiliah 2.5% 13.2% [ 393 % | 21.4 % 23.6 %
Tulkarem 3.4% 19.7% | 17.6 % | 24.9 % 34.4%
Other Places 9.6% |269% |242% | 16.5% 22.8 %

The current transport system in the West Bank had great effect on
the social aspects of the Palestinian life; 80.6 percent of the people
indicated that current transport system is the main cause of inaccessibility

to hospitals, schools, and public service institutions.

Approximately 81 percent had less number of social trips during the
current Intifadah, and the main cause of this decrease is the current
transport system particularly inaccessibility and increase in trip time and
cost. Furthermore, 74.9 percent did not make recreational trips during the
current Intifadah because of current transport system of inaccessibility,

checkpoints passing, and increase in trip cost and time.

People in the West Bank had sometimes to discontinue their work, to
leave their job, or change work place due to the current transport
conditions. About 76.4 percent indicated that the difficulty in the current
transport system was the main reason for working discontinuously or being

absent for work.
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In order to continue their work under the current transport
conditions, Palestinians had to change their home living style. Figure 6.3
shows the percentages of people who changed their home style by renting a

new home, buying a new home, changing the work place, or leaving work.

4.70%

U 34.40%

Home style Change

@ Rent Home

m Bougth Home

O Change Work Place
O Leave Work

53.10%

7.80%

Figure (6.3): Changes in Palestinian Home Style during the Intifadah

Palestinian families had to pay a higher portion of their income on
transport expenses. About 53 percent of the Palestinians spend 10% to 30%
of their family budget on transport and travel. Figure 6.4 shows the

transport cost increase for the Palestinian families during the Intifadah.
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Figure (6.4): Family Transport Expense Increase during the Intifadah

For Nablus City, the study case in this thesis, Table 6.5 shows the
family’s percent expenditure on transportation out of the total family

income.

Table (6.5): Family Transport Expense for Nablus City

Portion 10% and less | (10-30)% | (31-60)% 60% and
expenditure on more
transport
Percent 14.4% 56.8% 21.9% 6.9%

Transporting of Goods

The transport system deals with moving people and goods to
different places. The current transport system in the West Bank had an

affect on the ability to transport goods to the different markets. About 37.0
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percent of the people could not transport their goods to the markets. More
than 85 percent had an increase in the cost of transporting goods, of which

63.3 percent had to pay 50 percent or more of the original transporting cost

(see Figure (6.9)).
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Figure (6.5): Percent Increase in Transporting Goods during the
Intifadah

6.4.2 Driver’s Survey

General Results

As mentioned in Table 6.1, drivers’ survey was made to collect data
about the drivers since these are people who travel between cities more
frequently than the general people, and there are special issues related to

drivers.



96
The surveyed drivers were drivers of taxis, buses, trucks (small and
large), and other types of vehicles. Figure 6.6 shows the distribution of

types of vehicles used by the surveyed sample.
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Figure (6.6): Distribution of Vehicle Type for the Surveyed Drivers

Checkpoints and Travel Route

About 90% of the drivers had to change their travel route because of
the checkpoints and the IOF imposed road measures. Some public transport
drivers had to change the designated service line and work on other lines

since the original lines were blocked by the IOA.

Figure 6.7 shows the number of checkpoints that drivers had to pass

during their regular trips.
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Number of IOF Checkpoints To Pass Per Trip
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Figure (6.7): Number of IOF Checkpoints

It is interesting to indicate that about 70 % of the drivers had to pass
two checkpoints or more in their trips. This reflects the effects of IOF

imposed road measures on road and public transport lines.

Changes in Travel Time and Cost

Figure 6.8 represent the changes in trip time and cost during the

Intifadah because the IOF checkpoints and IOA imposed road measures.
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Figure (6.8): Trip Time and Trip Cost Change during the Intifadah

Figure 6.8 indicates a clear increase in trip time and cost; about 60
percent of the people had tripled their trip time, while the rate of cost
increase was slightly less. However for drivers, time is money; time spent
waiting at checkpoints is worth money. The longer the time spent waiting
at checkpoints, the less number of trips made during a day. This was also
clear from the drivers’ answer to the number of trips made before and after
the Intifadah. Under the current conditions, drivers make half the number

of trips they used to make before the Intifadah.
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As a result of a very high increase in trip time and less number of

daily trips made because of the closure system, the drivers’ resultant

income is decreasing.

About 99 % of the drivers in the West Bank had a decrease in their

income during the years of the Intifadah. Furthermore, about 60 % of the

drivers had a decrease of 40% or more of their income, and the reasons

were primarily related to the IOA road measures and closures.

Table 6.6 shows the percentages of income decrease and the reasons

for this decrease.

Table (6.6): Drivers Income Decrease and its Reasons

Cause of Income Decrease

Percent of Access I,F:;ﬁ:;‘:):tf Limited Job | Increase in the
Decrease Difficulty Cost Opportunities | Cost of Living
10-19) % 20% 50% 10% 20%
20-29) % 19% 33% 25% 23%
B0-39% 27.5% 12% 9% 51.5%
40 % 36% 15% 23% 26%
> 40% 24% 27% 18% 31%
Overall 31.4 % 13.0 % 20.1 % 35.5 %
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It is clear from Table 6.5 that current transport system in the West
Bank and the IOA imposed measures are main reasons for the decrease in

driver’s income.

Vehicles Maintenance and Cost

During the Intifadah, drivers had sometimes to use unpaved roads
and agricultural roads to get to their destinations. These roads, of course,
have poor quality and engineering design. About 94% of drivers had to use

such roads to get to their destinations.

As a result of using such roads, the number of maintenance work for
vehicles has increased, and consequently the maintenance cost. About 98%
of drivers had maintenance cost increasing. Figure 6.9 shows the rate of

vehicles maintenance cost increase during the years of the Intifadah.
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Figure (6.9): Vehicles Maintenance Cost Increase during the Intifadah



101
From Figure 6.9, it is clear that about half the drivers had to pay
double or more of the original cost for vehicle maintenance. This,

obviously, will lower their level of income.

Drivers were also asked about their opinion of the current fare in the
West Bank in light of current conditions; the driver’s answers are presented

in Figure (6.10).
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Figure (6.10): Drivers Opinion about Current Transport Fare

The chart explains that about 75% of drivers suggested increasing
the fare. Without doubt, the IOA measures affect directly the drivers
demand to increase fares in the West Bank; closures and checkpoints

reduce the daily number trips and their net income.
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6.5 Summary and Conclusion

The current transport system in the West Bank was severely affected
by the IOA imposed measures during the years of the Intifadah. These

effects were reflected into the various components of this system.

In general, trip time and cost have increased; more than 75 percent of
the surveyed people experienced twice or three times increase in trip cost
compared to the original trip cost before the IOF imposed travel restriction
measures. Approximately, the same percentage experienced an increase in
trip time. The majority of Palestinians had to change their original travel

route during the Intifadah to get to their destinations.

Palestinians were forced to pass Israeli checkpoints when traveling,
and the number of checkpoints varied according to the place of residence
and the current security conditions on the ground. About 70 percent of the
Palestinians had to pass two or more Israeli checkpoints during their

regular trips.

There are many reasons of income decrease in the West Bank.
Increase in the cost of living is the main reason, limited job opportunities is
also one of the reasons. Nevertheless, reasons related to the current
transportation conditions are also considered as major causes of income
decrease in the West Bank, particularly for people who experienced a drop

in their income by (30-40) percent.

The current transport system in the West Bank had also affected the
life style for the Palestinians in terms of renting a new home, buying a new

home, changing the work place, or leaving the work. These were actions
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people made to overcome the obstacles imposed by the various road

measurcs.

The IOA imposed road measures not only affected people, but it also
affected the transporting of goods. Cost of transporting goods was

sometimes doubled compared to the cost before the current Intifadah.

Drivers have also suffered from the IOA imposed road measures
sector in the West Bank. They experienced an increase in travel time and
cost, decrease in the daily number of trips made, and an increase the
number of maintenance operations for their vehicles. These all have

resulted in lowering their level of income.

According to the above results obtained from the survey, it is
obvious that family and driver's income has decreased, expenditure on
transport has increased, and this has lead to increase in poverty rates in the

West Bank.

Furthermore, the analysis of the field survey indicates that
transportation has become less affordable for Palestinians specially in
Nablus City where its Al was calculated to be 26.5, which is very high (less

affordable) compared to several cities in the world.

The current transport conditions in the West Bank described in
Chapters 4, 5 and 6 are one of the main reasons for Palestinians' income
decrease, which has a direct effect on their economical conditions and

standards of living in the West Bank.



104

CHAPTER SEVEN
CONCLUSIONS AND RECOMMENDATIONS
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Chapter Seven

CONCLUSIONS AND RECOMMENDATIONS

7.1 Introduction

Closures and checkpoints imposed by the IOF are the main causes of
the crises of the Palestinian life, and they affect all sectors of the
Palestinian society including the transport sector.

These measures not only affect the Palestinian society at presence, but
also limit the opportunities for development and reconstruction, which

Palestinians are continuously trying to do.

7.2 Conclusions

Based on data collected and analysis, the following conclusions can be
drawn:

e Restrictions of movement for both Palestinians and their goods result
in huge losses in the commercial activities and forced people to
decrease their social activities to avoid traveling through checkpoints.

e The IOA policies and measures on transport sector are taking the form
of institutionalization of the checkpoint system, which seems as

international borders. These fragment the West Bank by placing
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checkpoints at strategic sites to control the main roads and cut off the

Palestinians communities from each other.

The IOA measures focused on large Palestinian cities, such as Nablus
City. Nablus City was the capital of Palestinian economy in the West
Bank. At presence, Nablus is surrounded by a number of different
types of IOF checkpoints, which make the city under a complete
closure.

The IOA restricts the use of some roads for Palestinians, which results
in a two road networks; one for the Palestinians and another for the
Israelis, all in a small geography area. This increases difficulties in
accessing destinations for the Palestinians, and restricts the geographic
and demographic expansion in the Palestinian societies.

Travel time and cost increase in the West Bank are also some of the
main results of closures and checkpoints system. This leads to
decrease in net income and contributes to high levels of poverty rates
in the Palestinian society.

As a result of travel restrictions, which lead to a sharp increase in
travel cost, transportation has become less affordable; almost
unaffordable as the affordability index (AI) for Nablus City was much
higher than the highest Al for world cities. The same results are

expected for other Palestinian cities. Therefore, transportation in
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Palestinian cities under the current conditions is among the least

affordable in the world.

Palestinian goods are also facing the same restrictions as people. This
is critical especially for the agricultural products, which suffer from
closures and time waiting at checkpoints to transport these goods to
the different local markets as well to the international borders.

The TOA restriction of movement to Palestinian goods has decreased
the amounts exported, and sometimes the goods were perished while
waiting for permission to travel at checkpoints.

The expenditure in transport operations has increased in the
Palestinian territories due to the current conditions in the transport
sector. The increase in travel time and distance has lead to an increase
in transporting cost.

The IOA imposed measures have effects on the social life in the West
Bank such as accessibility to hospitals, educational institutes, and
public services.

The poverty rates have increased during the years of the Intifadah
(30.3% in 2007) compared to the conditions prior to year 2000 (20.5%
in year 1998). Imposed road restrictions one of the main reasons for
the sharp increase which have devastating effect on the Palestinian

economy.
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7.3 Recommendations

This study showed the impact of the IOA imposed measures on
transport sector in the West Bank, and the impact of the current transport

system on poverty and standards of living.

As a result of this study, the following recommendations are depicted:

e [t is concluded that IOA imposed measures on transport sector has
destroyed the transport infrastructures. Therefore, it is recommended
that the Palestinian related ministries to execute more road projects to
develop this sector and reconstruct what has been destroyed.

e Due to the movement restrictions of people and goods, it is
recommended that the Palestinians related ministries provide
facilitation measures for transporting goods and help reduce their
suffering. The Palestinian government could reduce taxes on drivers
and vehicles.

e Field survey concluded that travel time and cost has increased during
the Intifadah, which makes transport unaffordable to many
Palestinians. Therefore, it 1s recommended that the Palestinian
Authority financially support the transport operation to reduce the
fares and reduce the household transport expenditure.

e  The erected IOF checkpoints in the West Bank are the main factor of

Palestinian crises, and without removing these checkpoints the
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development projects will be difficult to execute. Therefore, the

Palestinian negotiator should constantly put this issue on top of their
priority list in the negotiation with the Israelis.

The Palestinian Authority should keep actively launching media
campaigns at the local and international levels to show the devastating
effects of IOA imposed measures on the life of the Palestinians. The
popular and political movements against the construction the
Separation Wall in the Palestinians areas should remain active.
Furthermore, these issues should be submitted to the related
international courts and human rights organizations. These will work
as pressure tools to remove these measures.

The Palestinian Ministry of Transport and Ministry of Public Works
and Housing should improve the efficiency of road network, and this
will be achieved by continuous maintenance and rehabilitation
projects. This will create more job opportunities and improve the level
of income for laborers.

The Palestinian Ministry of National Economy should initiate
programs to support the traders and facilitate the commercial activities
to strengthen the national economy.

The World Bank, in cooperation with the related Palestinian

ministries, sponsored a study, which is "Transport Sector
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Development Plan" in 2006. This development plan covered various

transport issues and sub-sectors including improving institutional

capacity and overall sector management, improving internal mobility,

and improving connectivity for a total estimated investment of US$

873 million over a five-year period. The Palestinian National

Authority should capitalize on such efforts, adopt the plan, and start

implementing its comprehensive action plan to develop and improve

the Palestinian transport sector.

More researches and database building should be done on

transportation sector to cover its various aspects, some of which are:

v' The related Palestinian ministries should construct and
continuously update a detailed database about transport sector.

v Researchers should continuously update the information included

in this research to document the changes of these conditions.
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APPENDIX (A)

PICTURES OF BARREIRES AND CHECKPOINTS TYPES

CHECKPOINT
PARTIAL CHECKPOINT
ROAD BARRIER
EARTH WALL

ROAD GATE

EARTH MOUNDS

ROAD BLOCK

TRENCH



117

A.1 Checkpoint

A.2 Partial Checkpoint

A.3 Road Barrier
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A.4 Earth Wall

A.5 Road Gate

A.6 Earth Mounds
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A.7 Road Block

A.8 Trenches
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APPENDIX (B)

ACCESS AND THE LIFE ADJACENT THE WALL
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B.1 Farmers at Qaffin Gate wait for the 10F to let them pass.

B.2 The Gilo checkpoint in Bethlehem, 1.5km inside the West Bank.
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B.3 The Wall runs through the middle of Abu Dis in East
Jerusalem, fragmenting this once bustling urban centre and
dividing Palestinian families from their traditional service providers
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APPENDIX (C)

GENERAL PUBLIC SURVEY
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AGE
Cumulative
Frequency | Percent | Valid Percent Percent

Valid 18.00 3 4 4 4
19.00 11 14 15 1.9
20.00 14 18 1.9 3.7
21.00 17 22 2.3 6.0
22.00 20 26 2.7 8.7
23.00 23 3.0 il 17
24.00 26 34 3 15.2
25,00 32 42 4.3 19.4
26,00 35 4.6 4.7 241
27.00 44 5.8 5.9 30.0
28.00 41 5.4 35 354
29.00 40 b2 5.8 40.7
30.00 41 54 5.5 46.2
31.00 32 4.2 4.3 50.5
32.00 31 4.1 4.1 54.6
33.00 31 4.1 4.1 58.7
34.00 27 35 36 62.3
35.00 26 3.4 35 5.8
36.00 20 26 2T 68.4
37.00 22 29 29 .4
38.00 14 1.8 1.9 73.2
39.00 15 2.0 20 75.2
40.00 6 8 8 76.0
41.00 " 1.4 185 (0
42.00 4 5 5 78.0
43.00 5 =T 5 78.7
44.00 7 9 9 79.6
45.00 7 .9 9 80.6
46.00 8 1.0 1.1 81.6
47.00 13 1.7 1.7 83.4
48.00 13 1 1.7 851
49.00 10 1.3 1.3 86.4
50.00 12 1.6 1.6 88.0
51.00 6 .8 8 88.8
52.00 7 3 9 89.7
53.00 5 o 7 90.4
54.00 7 9 9 91.3
55.00 6 .8 .8 92.1
56.00 5 7 g 92.8
57.00 6 8 8 93.6
58.00 7 9 9 94.5
59.00 7 .9 9 955
60.00 9 1.2 1.2 96.7
61.00 6 8 8 97.5
62.00 5 i . 98.1
63.00 3 4 4 98.5
64.00 4 5 {5 + 991
65.00 1 A 1 992
66.00 1 A A 99.3
74.00 1 i d 99.5
75.00 1 A il 99.6
77.00 1 1 o 99.7
78.00 1 Ll 4 99.9
80.00 1 2l A 100.0
Total 751 98.6 100.0

Total 762 100.0
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MARITAL STATUS

Cumulative
Frequency Percent | Valid Percent Percent
Valid  Single 275 36.1 36.1 36.1
Married 487 63.9 63.9 100.0
Total 762 100.0 1000
HOME PLACE
Cumulative
Frequency Percent | Valid Percent Percent
Valid  Nablus 521 68.4 68.4 68.4
Jenin 57 i 7.5 75.9
Qalgiliah 28 3.7 3.7 79.5
Tulkarem 32 4.2 4.2 83.7
Others 124 16.3 16.3 100.0
Total 762 100.0 100.0
JOB
Cumulative
Freguency Percent | Valid Percent Percent
Valid  Student 106 13.9 13.9 13.9
Labour 185 24.3 24.3 38.2
Govermental Employee 235 30.8 30.8 69.0
Special Sector 104 13.6 13.6 82.7
Community Instituations 38 5.0 5.0 87.7
Traders 40 5.2 5.2 92.9
Others 54 71 i 100.0
Total 762 100.0 100.0




Libgl) el deals
Lidad) el pal) 408

A Al ddal B adl) o el cdla) gall alai
(ud,iu : a,y.ubd MIA)

e

sobe olade Balad ) 3

il
alad Al L
Qe Juasd L2

Dl gal) g (5 dal) Auia B piealal) La 0 cilllaal Ylaiod dag ) o3a Crath
Ol ¢l 3 Lt gl Lol Arala b Llad) cilad ) A6,
2008



<
Ly a dia b AL o ) cdlal gall ali i
(‘_,....\,»U ::‘...\u\JJ Mla)

dae)
gobe Jlde Balad i 3
[ gn)
JPACNIWA L E N

Qs 3l Suasd.a
oadlall
L i DA e sl Jils g duallad) py olatl) Al cladaie Cilaa) aal ()
G Sl el sdl cilileal (Sas Ca s ga Jad) old AL dalai@y) Al

Algas i 5 pilee Caad J)gaal) 138 2l

S g P Ly all ddall 5 e lalsall ol cllee e 508 <l s Glllia
e 4l GllA 5Ll Sl e L 5ul) DY) cillale clel ja) Casy @l 5 Al

Al sy il e sl bl sall sl il Al 5 sl

Al Alal Gkl 8 el s A el sda e wlu) Cargd) ()

s il Limpead s, cppiadanddl) 3Ll G laial) dala@y) alsll e el al

dasiy Jhsiy Jadll aiy gy COlal gall o B 5 Adla) (ol 5 e shall 2a5a
Alleadl 5 ) s Y Jsea sl 5 dalal) el gal

A 3 il 5l Axal e () A Ll Gl 138 3 Jexdl A3k (adli

Gl (e Dbl sall il el s Alladl Cagylal) e (@) allall 5 Jaddl (5 sl e

D pasd) (e ALYl AU jadl Jel gd c, D) ol dale
5 Jide Cladinad dpdimall oy ylalle s Dl gall o mase 6l ya) (z) Aaclany)

dadall 8 el el sl Qlan A asdid 3l Jeadl 385k o)
Sles okl glad e Ay jiall L ) Pial) clhale el )y, il e 3y il
& sodall 138 8 A 50 A Gl Aae o 58w, il s



-

(W]

ot gl Vagd Rt gt ¢

ol Goags s L) Sy il Sl sl e lase Gyl Al asl s e

B

oalindl D o Lae ADLAY) Sal gall 5 DY) e JEl (g g J23) Gl e
c bl aainall A 8l Gl g A gl JAa

e Baaxia Ly Gl g AalEny) i A dla (S5 3l il giie caala ) a8 @

Ay s Jandl GSLY Alla) s 5 Jaall (5 siwe (aliasl 5 Al

Gled yal G eSO Cuidanlill felaaVly dpbady) alall @il Gl e
o) DlaY) il

Junll e iy 8o plogl Al sda G glhau) Jias s @l e

@ Shpmay bl sl o UV B 3a) My (Sl et (B e My

Gy el Ade) lesdd) oSy Al daladdly a3 Jgasl)
b Y)Y clale U8 (e B jial) 38 5al) 05 clBEY)

s I oo Lae ,aY) U (e G g jaall el aYl Lead bl bl e
Dbue sty AS el malial G je 23 8 3L agd Apesd) OO M) e A
RERES IR

C'_I\.a.A;ﬂ\ dﬁ&a;uw‘ab;écﬁfm‘)ljd‘)@ﬂ\ Caadl) ‘)\_\;Juts.ld °
S I Jgeas) e guidanlil)l (K6 are (I 35 pand Lpany e AlSu)
Al claadl) S duelaanyl G al) 5 Jeal

SeloaY) A Gas e madl e lede llas 3 i) dBlie e

35 ol a4l Ay pl daal b edlal el gl e PiaY) J8 (e daa g )



&

(]
A e 385 o daally Gl pu¥) ae Claliall (& L) Gamy Slel Y Sl
e Jll ils e A hbal s ) Caag adads s ol , alsall
Lpndandal) D) sall 5 55 el (s WSy, uidanlill e dia g ) el jaY)
conida) sl e Lpiandianl e sl gall ) sall

Aplai®y) aldil) e el Ao e 300 N1 el adl 35S ol il el
DA e el 5 Al olaml Ayl Ay i g slies Alos) il e Ganaddy

ADURY) el )





