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ABSTRACT

This paper analyses the trend and pattern of
goodsflow to and from the Calcutta Metropolitan Area from
the perspective of city-hinterland relationship., It has
been observed that, over the period 1960-61 to 1980-8l on
the whole there was a declining trend of goodsflow in
Calcutta. Various factors, including the change in the
trade pattern,®the changes in the transportation technology
and network, consequent weakening of linkages with the
hinterlend had been identified as responsible for the
decline on the basis of commodity-wise analysis. However,
at the macro-level the slow and stagnating growth of the hin-

tverland of Calcutta is also a major contributing factors ~
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ASPECTS OF GOODS FLOWS IN CALCUTTA METROPOLITAN AREA

Pabitra Giri

I. Introduction

Goods flows to and from a metropolis are related
to the production, consumption and distribution activities
for which it serves as a centre, While flows connected
with consumption and production are determined largely by
the growth of the metropolitan economy itself, flows
related to the distributive trade depend mainly on factors
which are exogenous to the metropolis, e.g.,, the pattern
of development of the transport nstwork in the: eountey,
the fraeight rate policy, inter-regional consumption and
production pattern, the pattern of foreign trade, the
size and prosperity of the hinterland and its integration
with the national market. There is room for conflict
between national and regional interest : a transport network,
which is efficient from the national point of view or a
freight system aimed at balanced regional development might
effect a decline in the goods flow in the regional metropolis,
Obviously, metropolitan level factors, such as the efficiency
of the intra-city transportation system or the peLs,
determines the relative attractiveness of a particular
distribution centre vis—a-vis other distribution centres
in the country; however, these are more likely to influence
the flow of goods indirectly, by influencing the location
decisions of the industries., In this context it should be
noted that there are important interlinkages between the
distributive flows and flows related to consumption and
production. The decline of a metropolitan centre adversely
affects employment and income in the netropolitan economy,
which, in furn, would have an adverse multiplier impact on
productioq and consumption related flows.
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The trends and patterns of goods flow in a metro-
politan economy provide g good insight into +the functioning
of the metropolitan economy and its link with its hinterland,
It should be ‘admitted, however, that goods flow relates
only one aspect of the city-hinterland relationship; the
other important aspects, viz., the flow of services and
the flow of funds are not considered here,

In a calonial set~up, a metropolitan city, wusually
a port city, received supply of wage goods and raw materials
from the hinterland, which were then exported to the colo-
nising country. On the other hand, the city supplied the
manufactured products, usually imported from the colonising
country, to the hinterland.l The trade was controlled by
the traders of the metropolitan city and the city maintained
an import surplus (an excess of inflow over outflow) wvis-a—
vis the hinterland., In the colonial context, development of
hinterland would have g direct bearing on the goods flow of
the metropolitan city = there would be more of exportable
surplus and more imports - and its prosperity.

In the context of post colonial development,
however, the possible pattern of city-hinterland relationship
should be analysed with care. It may be noted here that the
connotation of the term 'hinterland' varies according to
context, While 'hinterland'! of a letropolitan city refers
to the vast backward Surrounding of a metropolitan city,
'hinterland' of g port is the inland trade region served
by it.2 Borita ‘porit ety 1 ike Calcutta, both of the +wo
concepts are relevant, but they are not ccterminus in
terms .of geographical area, Further, in the context of
development, hinterland, defined by either concept, is
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not fixed over time, The opening up of a new port;or g
change in transportation arrangement, may lead to a
shrinking of the hinterland, at any rate, with respect

to some commodities.3 Also, such developument of the
hinterland may result in direct integration of the area to
the national economy bypassing the regional metropolitan
city = particularly if the country is vast and the city
concérned is situated at a corner of the country with

a large hinterland,

The integration of the hinfterland with the national
market is supported by two related developuwents, One, is the
development of road transport technology, and the other, is
the demographic change in the form of the emergence of many
small and medium urban centres. Development of road
transport brought about flexibility in goods movement which
was not possible with the railway transport alone, The
road transport linked cities and towns directly with the
national market and, consequently, trading links because
relatively dispersed, compared to the concentration in the
metropolitan cities observed in the colonial periody The
development of the hinterland may, thus, result in its
direct integration with the national economny and
increasing transaction of zoods with the extra-regional
economy rather than the metropolitan city of the region, :
In the perspective of national development, the relationship
between the growth of the hinterland and goods flow in the
metropolitan city is not necessarily a positive one.4

A Historical View of Goods Flow in Calcutta

Historically, Calcutta developed as a port city,
and become g major centre of colonial trade in British India,
During the British period, Calcutta port's hinterland consisted
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of undivided Bengal, Bihar, Assam, Orissa, almost the whole
of Uttar Pradesh, a part of Madhya Pradesh, Nepal, Bhutan
and Sikkim, While in the pre-industrial revolution period
Calcutta's hinterland supplied exportables like saltpetre,
cotton piece-goods and manufactured silk, after industrial
revolution it became primarily a supplier of raw-materials,
like indigo and cotton, to the industrialised countries,
Subsequently, the growth of cultivation of crops like opium,
Jute, and tea added new importance to Calcutta's hinterland,
In the late nineteenth century, after the introduction of
steam navigation and railways, jute and coal industry
developed in the region; jute manufactures and coal became
important export items of Calcutta port.5

The partition of India in 1947 resulted in the loss
of a sizeable part of Calcutta's hinterland, comprising mostly
of the rich jute-growing districts of East Bengal (now
Bangladesh). However, the role of Calcutta, vis—a-vis the rest
of its hinterland, remained unchanged. Even in the fifties,
Calcutta was a net importer with respect to its hinterland,
so far as inland trade by rail and river6 and coastal trade
were concerned., Further, when decomposed in terms of raw
materials and manufactured goods, Calcutta was seen to be 2

net importer of raw materials and net exporter of manufactured
8 ¢

7

items,

Calcutta vis—a~vis Other Metronolises of Indin

The role of Calcutta in the context of the region
may be compared with that of the other metropolitan cities of
India, viz,., Bombay, Fadros (both are port cities like
Calcutta) and Delhi, Hasim9 studied the inter-regional
pattern of trade using data on inter—trade block (a state
or a port city) goods flows by rail and river, for the period
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L950=51 Ha N960=61. . He grouped the state trade blocks in
such a way that within a group states had stronger trade
links with each other, than with those outside the group,
Calcutta played g leading role in the group which included
Assam, West Bengal, Bihar and Orissa, Similarly, Bombay
(state) played a leading role for the group consisting of
Bombay, Western region and Central region. In contrast to
this pattern, in the group congisting of Madras, Southern
region and Hyderabad, it was the Séuthern region, not
Madras (state), which played the leading role. Similarly,
Punjab, rather than Delhi, had the prime position in the
group which included, apart from Punjab and Delhi, Uttar
Pradesh and Rajasthan.lo In fine, Madras and Delhi did not
have the same predominence that Calcutta and Bombay had in
the trade network of their respective hinterlands.ll

Another important aspect, brought out in the
Hasim's study, was the nature of linkage of the metropolis
with their immedisgte Surrounding areas. While, in the cases
of Bombay and Madras, the strongest connections (in terms
of volume of exports and imports) were with the immediate
hinterland, in the case of Calcutta, it was Assam, and not
the rest of West Bengal, which accounted for the highest
percentage of Calcutta's imports by rail and river.l2
Though there was g high degree of interdependence between
Calcutta and Assam (which is possibly because of the
location of Assam) the highest percentage of Calcutta's
export went to West Bengal (Table 1), There were also
important trade links between Bihar and West Bengal,
Calcutta, though lacked advantage in distance (in the sense
of proximity to many other regions) because of its location,
had the advantage of having a developed and highly
diversified economy and, therefore, had more diversified
trade connections.13



Moreover, it was found that the pattern of trade
link was guided most by the distance factor; though the
degree of interrelation was influenced by the factors like
complementarity and level of development. For Calcutta,

a net exporter of manufactured items, the relation between
distance and importance of outflow (measufed by the correla-
tion between distance rank and rank in terms of importance

of outflow) is relatively strong (0.72). But, with respect

to inflow, which consisted mostly of bulky raw materials like
coal and iron ore, the relationship is weak. Moreover, the
relationship befween distance and trade flow weakened over
time during the period 1950-51 +o 1959—60.14

Apart from Hasim's study, there were “wo other
inportant studies on the commodity flows in India. The
comnodity flow study made by Berryl5 in the mid-sixties
also indicated the strong connections of the metropolitan
centres, viz. Calcutta, Bombay, Delhi and Madras, with

their respective regions,

The other important study of goods flow by rail and
river was done by Moonis Raza and Yash Agarwal,l6 by using,
as we have mentioned elsewhere, point=to-point railway data
for 1973-74. The study revealed some interesting features
of goods movement to and from the metropolitan cities,

Firstly, the four metropolitan cities showed
concentration of goods flow by railway consisting mostly
of the long distance bulk movement. The study revealed that,
of the 6775 nodes of the railway network, four metropolitan
nodes accounted for about 6 per cent of the originating
traffic and 14 per cent of the terminating traffic.
Calcutta had a major share (30 per cent) of the traffic
terminating at the metropblises and Bombay accounted for



e

more than half of the tonnage originating from the metropo-
lises (Table 2). Higher share of Calcutta in terminating
tonnage was due to inflow of bulky high density items like
coal, iron, and steel from Bihar and West Bengal, This was
evident from the relatively short averase distance (598 km,)
and relatively high average weight (400 tonnes) of termina-
ting flows in Calcutta (Table 2).

Secondly, each of the four metropolitan cities
were net importers of food products, raw material from
primary sources, coal and other fuel, and construction
materials, The metropolises had a relatively higher share in
the terminating flows of these items than in the originating
flows., In the case of agricultural inputs and other indus-
trial products, the share of the metropolitan centres was
greater in the originating flows than in the terminating
flows, except in the case of Delhi, which possibly played a
role different from these of the port cities (Table 3),

As metropolises were major centres of both production and
consumption of manufactured articles, they had relatively
large shares in the originating (17 per cent) and terminating
(25 per cent) flows of industrial products (Table 3),

It may be pointed out here that goods flow by
railway is only a part of the overall goods movewment, and
goods imported (exported) by railway may be exported
(imported) by other umodes, particulsrly by road transport,
However, assuming that road transport is used mostly for
intra-regional distribution, differsnce in originating and
terminating flows (expressed as percentage of total flows;
see Table 4) can be an indicator of trade pattern, Thus,
it has been observed that, while Caltutta is a net importer
of coal and fuel, Bombay is a net exporter of fuel (mainly
petroleum) and agricultural inputs (primarily fertilisers).
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Thirdly, another important aspect of goods flow
in the metropolitan cities is the nature of their linkage
with other urban and rural areas., So Par as rail movement
1s concerned, Calcutta has links with the highest number
of -nodes - with 3076 nodes by outflows and with 2442
nodes by inflows (Table 2). However, Calcutta'’s link
with rural areas is relatively weak., In the flows of raw
materials and industrial products to and from Calcutta,
the share of rural areas is less than the average for
the four metropolitan cities (Table 5), Calcutta, as
also the other metropolitan cities, have stronger links
with the Class I cities +than with the medium sized ang
small towns.

Scope of the Present Study

LS

One major limitation, common to these goods flow
studies, is that they are all based on the goods flow
data by rail and river only. The movement of goods by
road transport has not been taken into account. This
limitation is more significant for the recent period;
because, before the 1960s, the significance of road
transport, particularly in long-distance inter-regional
trade, was not muchs but, thereafter, it has increased
considerably because of the improved nationgl highway
network.l7 Besides, the studies differ in terms of their
framework of analysis and data base. Therefore, it is
not possible to infer from them about the trends of the
flows over time,

In view of these limitations, we aim, in this
paper, to analyse the patterns and trends of goods flow
to and from Calcutta, by taking into consideration various
modes of transportation, including rail, road and port
and, also, the relationship of Calcutta with its hinterland,

*
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The analysis of trends has ah'added‘impofféncé;
because, since independence, goods flow through Calcutta
has been influenced by a number of factors. Firstly,
the effect of partition, which not only reduced the
hinterland of Calcutta, but also truncated the transporta-

tion network in north-eastern ILayGlal s, - e Further, the
water-route through Pakistan was clogsed after the m1d-l96OS.19

Secondly, the structural chaage since ‘the.
independence of the country has brought about changes in
the pattern of production and trade and has induced the
growth of the small and med1um~31zed towns, This has
influenced the goods flow in the existing centres, The
penetration of national lévdl'tLéders in the smgller
settlements played a significant role in integrating the
hinterland to the national market

Thirdly, many of the bottlenecks in the growth
of road transport to and from Calcutta were eliminated
during the 1960s, ee For example, the construction of
the Farakks barrage established direct road link between
Calcutta and the tea growing region of eastern India,

Fourthly, since the mid-sixties, there has been
& relavive stagnation in the industrial sector in eastern
India,gl which has also affected the goods flow in the
metropolis,

Fifthly, during this period the Calcuttsa port
faced serious problems due to both the bottlenecks
constralnlng the navigability of the Hooghly river and
the rapld development of +the shipping technology with
which the Calcutta Port failed to keep pace.

Lastly, the freight equalisation volicy introduced
has affected West Bengal iﬂdustries.22
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Before analysing the trends, it will be worthwhile
to have an overview of the goods transport network around
Calcutta and an introduction to the various data sources

used here,

03 rigti letwork Around Cslcutta

Calcutta has the unique feature of having all
types of goods transportation facilities: railway, highway,
inland waterway, port and airport.. While rail, road and
river transport are related primarily to inland cargo,23
the port and airport deal with both inland and overseas

2
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Calcu tta Port

This riverine port, situated on the east bank
of the river Hooghly near +the city core is the most
important focus of Zoods movement centreing Calcutta,
particularly with respect to the distributive flows of
goods. Calcutta port is linked with its hinterland by
rail, road and inland waterwyay. In 1969-70 a magjor share
of the export consignments (62 per cent) come by road,
followed by inland waterway (31 per cent) and railway
(7 per cent).24 However, as most of the Indian territory
is on the west side of the river, the road link between
the port and its hinterlsnd is strained by the inadequate
crossing facilities on Hooghly, Besides, the road traffic
to and from the port suffers from another bottleneck,
as it must cross the congested city core area. The other
important bottleneck for the Calcutta port, which has
already been noted, is the navigability problem of
Hoéghly river, which has led to the establishment of a
subsidiary port at Haldias with a deep water modern dock
System, about 104.24 km, downstream on the west bank.25
A sizeable part of goods traffic, both foreign and coastal,

¥
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now move through the Haldia dock, particularly, bulky
items like coal, salt, fertiliser etc.

Railway

Calcutta is connected with the rgst of India
by Eastern and South-Eastern railways; the former providing
link with upper India, including north-eastern India,
and the latter with southern, central and western India.
The major commocdities handled by eastern railways include
coal, coke and patent fuel (constituting about 80 per cent
of tonnage in 1974-75), iron and steel (4 per cent) and
cement (2 per cent).26 In case of Southeastern railway
the major items are coal, coke and patent fuel (43 per cent),
iron ore (19 per cent), iron and steel (10 per cent),
limestone (4 per cent), cement (3 per cent) and dolomite
(3 pér.cent).27-While these figures are not indicative
of the comnodity-composition of the railway traffic to
and from éalcutta, they indicate, however, the importance
of bulky raw materials in the goods traffic carried by

these two railways.
Loadway

The road network connecting Calcutta with rest

of India consists of Neticnal Highway 2 (connecting northern
India), National Highwey 6 (connecting central and western
India), National Highway 34 (which, at Siliguri, connects
NH 37, running upto Gauhati, and, thus, provides road
link with north—eastern India), and National Highway 35
(connecting Calcutta with Bongaon on Bangladesh border).,
Highway density, measured by highway length per 100 sq.
km, area, in West Bengal is 1.78 km/'00 sq, km. which is
higher than that in Maharastra (0.93) and Gujarat (0.71),

28
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and is also above the all-~Indis average (0.95).29 Howévef,
ti1l the early seventies, the highway network had a number

of deficiencies in terms of missing links and bridges, absence
of double lanes and inadequate pavement thickness (with
respect to heavy duty trucks), which impeded the growth

of goods transportation by rozd.

Inland Waterways

Inland water transport is the cheapest mode for
bulky low-valued traffic, both over long and short distance,
provided the points of origin and destination are located
on water front, and no transhipment is involved.31 Calcutta
1s situated on the most important inland water transport
route in the country, namely, Hooghly—Bhagirathi-Ganga,
which runs from Calcutts to Patna in Bihar and has been
recently declared as a National Waterway, 2 Besides,
Hooghly-Brahmaputra network provides an important channel
for goods flow between Calcutta and Assam and some parts
of Bangladesh, In the early 1960s, water transport carried
a substantial percentage of traffic between Calcutta and
Assam in both directions; however, traffic in this route
came to a halt after the Indo-Pak cenflict in 1965, After
the independence of Bangladesh, there has been a revival
of the route in recent years.33 |

Alr_Port

Calcutta airport situated 20 km, away from the
city, handles both iniand and international goods traffic.34
As expected, the volume of air-borne trade is small relative
to the flows by other modes of transportation. The air-borne
trade through Calcutta (Dum Dum) airport has assumed
importance in internal trade because of inadequate road
and rail communication in the north-eastern frontier areas,
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The sources of goods flow data for these modes

are discussed below.

Data Source and the Iimitations

Since goods flow data for various modes of
transport are obtained from separate sources, we should
first examine the coverage and limitations of these data

before using them,

To consider the railway transport first, the
source of data is the Accounts of Inland (Rail and River
Borne) Trade of India.35 It provides inter-trade block
(usually a state or an important port) goods movement data
by the railways and two navigation companies operating
in the river routes between Calcutta and ﬁssam.36 In case
the state is a trade—block, intra—-siate goods flow data
are not available., However, Calcutta and the rest of West
Bengal being treated as two separate trade blocks,37 we
are fortunate to have data on gocods movement between
Galcutta and rest of West Bengal. But this is only a part,
though possibly the major pars, »f the intra-state goods
flow; and we do not get data, for example, about movement
of goods between Durgapur end Ealdia. Railway and river
data published in the Accounts of Inland Trade report a
selected number of coumodity groups which are important
at the aggregate level; hence, it is not unlikely that a
locally important commodity might be omitted.38 Sia s an
as river traffic is concerned, the goods carried by the

country boats are not included. Another important limitation

of the inland trade data is the absence of‘value figures.

Coming to road transport, it may be noted that
though in terms of total goods traffic the importance of
road transport is next to railway, there is no systematic
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collection of data on goods movement by road transport,
which is. predominantly in the private sector, 22 Whatever
neagre data exist, are obtaired through various surveys,
namely,
(1) road survey conductsd by the Comnittee on
frensport Policy end Coordination (1959);
(ii) road survey conducted by the Ministry
of Transport (1963);
(iii) road survey by Calcuita Metropolitan Planning
Organisation, Government ol West Bengal
(1965) ; .
(iv) Goods Transportation Survey on National
Highways in Celcutta Metropolitan District
by Calcutta Metropolitan Planning Organisation
(1974);
(v) road survey by Rail India Techno~economic
Services (RITES) (1978-79L

As these surveys d:iffer in their scope and purpose,
as well as8 in survey methca,ﬁg the data obtained are
neither comprehensive nor strictly comparable, Nevertheless,
we have put together these dota to see whet come out of
them. Of these surveys, one done by the Calcutts Mntropolltan
Plannlng Organisation for the Czlcutts Metropelitan i
Area, during 1973-74, provides soue usefyl information
about the role of rcaé trensportaticn in the Calcutta
Metropolis., The survey by the Rail India Techno-Economic

Services (RITES), during 1977-78, provides inter-state
goods movement data for several major cities of Indisa,

So far as coastal trade is concerned, the data
are’ obtained from the Statistics of Coasting Trade of
India.41 The coastal goods flow data are available by
'meritime blocks', of which West Bengal, consisting of
Calcutta and Haldia port, is ome,., Inter=-block flows are
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reported commodity-wise, both in wvalue terms as also in

quantities for some items, Apart from these sources, we

have used various governient publications to collect data
on port and airport.

The outline of the study in this paper is
as follows,. In section.II, we will discuss trends and

patterns of goods flow in Calcutta, with particular reference

to inter-regional trade and also the changing relationship
of Calcutta and eastern India in terms of goods flow. In
section ITII we will analyse the causes of change in the
movement pattern of some important commodities like,
coal, iron and steel, jute, tea, foodgrains, etc., which
account for the major share of the goods flow to and from
Calcutta. In view of the growing importance of the road
transport, in section IV, we will discuss the problems
releting to intra-city goods movement., In the concluding
section (V), the implications of the trends of goods flow
will be discussed.

II. Irends =and Patterns of Goods Flow in Galcutta

Goods flows measure movenent of goods classified
by origin and destination. Since a vart of the goods which
enter the metropolitsn area is reexported, the sum total
of all flows is greater than the actual amount of goods
transacteq, Besides, in goods flow analysis, the origin-
destination of the flows and the modes of transportation
used are ag important as the volume of flows. Goods flow
may be measured on the weight basis as well as on the
value basig, Although flows measured in value terms are
amenable to wider interpretation of resource flow, here
we Wpuld analyse flows.on weight basis.42
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Patterns of GoodsFloy

Before we discuss the trends in goods flow
centering Calcutta, it would be useful to have an overall
view of goods flow movement in the city. Por this we
consider the year 1973-74, for which data for all the
modes of transportation are available,

In 1973-74, the flow of goods by all modes of
transportation was about 23%.3 million tonnes, of which
60 per cent was inward flows, The road transport accounted
for the largest share, about 10.9 million tonnes, or,
about 47 per cent, Rail and river carried 6 million tonnes
(26 per cent), while Calcutta Port handled 1.8 million
tonnes (8 per cen®) of coastal cargo and 4.5 million tonnes
of overseas cargo (19 per cent), Calcutta alirporse handled
only a small amount of goocds flow; about 10.8 thousand
tonnes of inland cargo and 6.6 thousand tonnes of foreign
cargo (Table 6).

While in the overall goods flow Trosad transpbrt
plays an important role, the relative share of the various
modes of transport is not symmetric with respect to inflow
and outflow. Calcutta, as we will see below,; is a net
importer of raw materials and food items; the inflows are
carried mainly by railways (37 per cent) and roads (also
35 per cent). In ths case of outward flows, the share of
road transportation was about 64 per cent and that of the
port was the second highest, 26 per cent, with railways
as the poor third,

To consider the breakdown of the aggregate flow
by various streams of flows, namely, intra~-state, inter-
state, and overseas flows, we see that the share of
inter-state flows is the largest, about 50 per cent, while
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the intra-state flows accounts for about 30 per cent and
overseas flow for the remaining 20 per cent. The pattern
is more or less the same for both the inflows and outflows.

oince road transport has cost advantage over
railways fbr_short distance (upto 300 miles) for almost
all the commodities, in the intra-state goods flow - for
inflow as well as outflow — road transport was most
important, In the inter-state flows, the share of road
transport in the outward flows consisting primarily of
the manufactured items is much higher than that of railways;
however, in the inward flows, consisting mostly of raw
material and foodgrains, (Table 14) the share of railway
ig higher, In fact, about 84 per cent of the goods flow
by railway consisted of inward flows compared to 45 per
cent in the case of roadways (Table 7).

To analyse the product composition of the goods
flow we consider the following broad commodity groups :
foodgrains, other food products, raw materials, iron and
steel, coal and coke (including other minerals), petroleunm
and petroleum products and manufactured non-food items,

It could be observed from Table 8, which shows flows
relating to inland trade by rail, river, road and coastal
shipping, that Calcutta is a net importer of food-grains
and other food products. Railways and coastal shipping
together play an important role in bringing in food items,
particularly food grains. Roadways also carry foodgrains,
but, mostly, within the region, and the net inflow by
road is not very significant,.

The predominance of Calcutta as a manufacturing
centre is evident from the fact that Calcutta is a net
importer of raw materials, including iron and steel, coal
and coke, but a net exporter of manufactured (non-food)



20 AlE g

products, Further, with respect to iron and steel and
coal, Calcutta is a net importer by rail and road Tlows,
but net exporter by coastal flows. § el )

As regards retroleum and petroleum products,
upto the early 1970s most of the items came to Calcutta
either from foreign countries by way of overseas shipping,
or from Assam by railway and then distributed to various
parts of the eastern region either by rail or by road.

 Therefore, in the context of inland trade, Calcutta

appears as a net exporter of petroleum and petroleum
products, .although, in overall terms, Calcutta was a net

importer,

While net iaport figures are useful to cheracterise
Calcutta's position as a centre of consumption and produdtion,
these however do not provide any idea about its role as:

a centre of distribution. The ratio of twice the outflow

to total flow (taking into account all modes of
transportation), for the commodity or commodity group which
is not produced in Calcutta or stocked over the year,

can be used as an indicator of the importance of distribu-
tive flows in the total flows. From Table 9 we see that

in 1960-61 the role of Calcutta as s distributive centre
was quite significant with respect to commodities like,
coal, wheat, iron and steel and salt,

Trends in Goods Flow

Coming to the analysis of trends, it can be
observed from Table 10 that the goods flow to and from
Calcutta have sufferecd a relative stagnation compared
to the all-India trends. Thus, the share of Calcutta in
rail and river borne inland trade (computed as a ratio
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of the sum of inward flows and outward flows to and from
Calcutta to twice the all-India inter-state consignments

by rail-and-river) had declined during the pefiod from
1950-51 to 1980-81 (Table 11). The share of the Calcutta
port in the overseas cargo declined steadily.¢5 In fact,
from the sixties onwards, overseas exports through Calcutta

- port. has declined steadily while overseas import,
“largely oil-import through Haldia, has increased. Further,

during the sixties and seventies, goods flow by coastal
shipping (both inflow and outflow) dropped in absolute
terms. The improvement observed in the early eighties
is partly due to the movement of coal through Haldia.
In terms of volumé, goods flow through Calcutta airport
was small; and its share in all-India air cargo traffic:.

44

also:diminished over time,

Road transport appears to be an exception to
this declining trend; available evidence (Table 12)
indicéte that goods flow to and from Calcutta by road
had increased over time., In the early sixties, goods
mnovement on the highways connecting Calcutta increased
at a faster rate than that on many other highways. However,
nothing can be said about the relative share of Calcutta
in the all-India goods movement by road for the subsequent
period, because of non—availability of data.

From Table 13 it could be seen that the goods
movement by railway declined heavily so far as intra-state
movement is concerned:; from about 4 .million tonnes in
1960-61 to only 0.7 million tommes in 1980-81. However,
whether intra-state goods movement to and from Calcutta
has declined over time can not be asserted in the absence
of firm data on the intra-state goods flow to and from
Calcutta by road, From Table 14 it can be observed that
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while between 1960-61 and 1973-74 the volume of interstate
flow increased slowly from 11.2 million tonnes to about

11,8 million tonnes, it increased to 14 million tonnes in
1980-81, While the flow by road increased from 3.3 million

- tonnes in 1960-61 to 6.7 million tonnes in 1980-81; goods

movement by railway and coastal shipping declined. In the
case of railway the outflow declined sharply, mainly
because of the discontinuation of wheat import, This is
evident from the commodity composition of inflow and
outflow by rail and river (Table 15). While the outflow
of manufactured items increased, those of all other itemsg,
including food articles, raw materials, iron and-steel,

‘and coal and coke, declined., While the inflow of food

grains had increased substantially, that of coal and coke

had decreased, primarily because the railway stopped moving

coal by rail-cum-sea route via Calcutta port. This also
affected the volume of coastal movement of goéds. Sone
of these factors will be discussed in detail in the
course of commodity-specific anslysis.

At present lect us now consider the nature of
goods flow between Calcutta and eastern India.

Calcutts City's Trade with Fastern India

Table 16 shows the share of the eastern region
states in inward and outward flow of goods to and from
Calcutta by rail and river, which are mostly long-distance
flows. It can be observed that, in the carly 1950s,
Bastern region's share in Calcutta's goods flow was more
than 80 per cent, indicating a strong link, However, over
time, this share has declined. In 1980-81, the share of
eastern region states was 21 per cent ih the inward
flows and 48 per cent in the outward flows.
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So far as goods flow by road is concerned in

.1973-74, the share of the .eastern region states other

than West Bengal (viz., Assanm, Tripura,: Bihar, Origsa,

and Uttar Pradesh) was 42 per cent of the total flows

to and from Calcutta; while that of West Bengal was 46

‘“.per cent and the rest of India and Nepal accounted for

another l2'per cent (Table T, Furthermore, the
commodity flow study by RITES in 1978-79 shows that

in the outward flows from Calcutta to some eastern India
cities the highway flows are more than eight times higher
than the railway flows (Table 18). The predomlnance of
West Bengal and the eastern region states in the goods
flow by road is quite expected since road transport is
the cheaper mode (taking into account both operation and
user costs) for most of the commodities over shorter
distance, It may be mentioned here that the coastal
mnovement of goods does not involve the eastern region

states,

So far we have seen the importence of eastern
region in the goods flow of Calcutta; and, now we examine
how Calcutta is placed in relatlon to the goods flew to
and from the eastern region states, Table 19 shows the
share of Calcutta in the inward and outward consignments
of the major states in eastern India, namely Assam, Bi hagy,
Orissa, Uttar Prad sh and Tripura, by rail and river. It
could be observed that, excepting the case of Assanm,
the shares of Calcutta were not very impressive., Taking
Assan, Bihar, Orissa, Uttar Pradesh, Tripura and West
Bengal (excluding Calcutta) together, the share of Calcutta
in the total goods flow to and from these Stateé; by
rail and river, was only 15.6 ﬁer cenbisn S 95051 S whkd e h
came down to mere 2 per cent in 1980-8l. To consider the
records in the cases of individual states, in 1950=51
Calcutta's share was highest with respect to the inward

R, 958
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and outward consignments of Assam (83 per cent and 72 per
cent respectively), The next highest.share was with -
reépect to West Bengal,:ifor outward consignments it was
51 pér_éent, and, for inward consignments,. 12 per cent.
Further, the dominating position that Calcutta had with
respect to gdods movement -to and from Assam, declined
sharply over time, In 1980-8l, the largest share of
Calcutta in the outward flows = 6.5 per .cent - was with
respect to West Bengal and that in respect of inward
flows was 2 per cent in case of Bihar, ;

The declining share of Calcutta nay be contrasted
with the rising share of West Bengal (excluding Calcutta)
with the states of eastern region. Table 20 shows the
share of the rest of West Bengal in the rail and river
borne trade of the castern region states. While, in 1950-51,
West Bengal accounted for 23 per cent of railway goods
movement of eastern region states, by 1980-81 the share
increased to 26 per cent, Moreover, West Bengal's share
in the rail and river borne goods flow of Calcutta had
declined; which ig ohly partly due to the switch over of
goods traffic from rail to road transport.

* To sum up, the‘godds flow by railways indicates
an weakening of the link'betwaen Calcﬁtta and the'eastern
region, However, in view of the péqcity of data on goods
flow by road, we can not make any firm inference about
the change in the linkage between Calcutta and its
hinterland. Moreover, the link between the rest of West
Bengal and the eastern India had improved mainly due to
the growth of Asansol-Durgapur industrial belt and the
Haldia port complex, :
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While changes in the Z00d4s flow outlined above
are the outcome of the combined influences of Varibus'
factors, it is the railway freight policy, particularly
the freight equalisation scheme,‘which has been a major
determining influence - both direct and indirect = on the
goods flow, Since this is not the place for a detailed
analysis of the policy, we make a brief review of 1t
below,

Ereight Egualisation Policy

Freight equalisation scheme was introduced in
1956 for iron and steel and then, subsegquently, it was |
extended to cover cement, nitrogenous fertiliser and
petroleum products.451Under this scheme, for the selected
commodity freight is charged on the traffic, irrespective
of distance travelledplat an uniform rate which is equal
to the freight for the average lead distance of the
comuodity under consideration.46 Freight equalisation
equated freight at various railheads only; the scheme does
not cover the road transportation cost, except for the
North-Eastern region and Jammy and Kashuir where no
railhead exists.47 Apart from the freight equalisation
Scheme for the cbmmodities mentioned above, a partial
freight equalisation has been introduced through the
adoptiog of telescopic structure of railway freight for
all commodities, since 1948.48 Under the telescopic
freight structure the short distance traffic subsidises
the long distance traffic. The telescopic scale ig
ore pronounced for coal than for other comnmodities, In
1955 a better taper of the felescopic scale had been
offered by upward adjustument of the short distance (below
300 miles) freight and‘downward adjustment of long distance
(600 miles ang above) freight.49 e
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So far as the direct impact of the freight
equalisation and telescopic freight scale is concerned,
it will-be seen from %he“commoditywisé_anaiysis:givenc'
below; - that, because of these policies for many of the
commoditieshlike salt, coal, iron and steel direct rail

movement become cheaper compared to rail-cum-seas movemendt

via Calcutta port, Consequently the'moveuent of these
goods: through Calcutta has also declined.

However, more crucial has been the indirect
effects of these policies on theﬁgbods fiow’as these
adversely influence the industrial growth of West Bengal,
The impact of ffeight equalisation on industrial location
is of two sorts : When freight equalisation is for
intermediate products like iron and steel, it leads to
the dispersal of the user industries; but when it is for
finished and semi-finished products (such as cement) the
industry moves cloger to the raw-material sources.BO One
important factor behind the carly concentration of
engineering industry in and around Calcutta was the city's
proximity to the ifon and steel belt., The equalisation of
freight for iron and steel robbed the industry in West
Bengal of its locational advantage. The freight cost of
iron and steel, the cssential raw material, increased for
the industries located in West Bengal while the same has
been subsidised at distant locations like Maharastra, T
Further, as we have noted above, the freight equalisation
scheme- covers only the railway freight, If road transporta-
tion is involved, which is the case with many small scale
industries in and around Calcutta, the transport cost per .
tonne of raw material would be higher even at a small
distance than at a very long distance with direct rail
connection, The increased freight cost on raw material
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account has put the'existing units in Calcutta at a further
disadvantage bécause their machines are relatively old.
Since. the nid 1960s the engineering industry in West

Bengal sﬁffered a relative decline which has had a multi-
plier effect on the economy of West Bengal. Moreover,

the increased incidence of freight because of the freight
equalisation and telescopic rate policy reflects an

implicit drain of the resources from the West Bengal economy,

The differential railway freight rates, which
are mainly based on coummercial principles and differences
in cost of transporta'i:ion,52 also put the industries in
West Bengal under relative disadvantage vis—a-vis the
industrics outside. While a raw material like coal, which
is exported from West Bengal, has lower and pronouncedly
telescopic freight rate, the raw materials imported into
West Bengal, like raw rubber, industrial salt, are charged
a relatively higher freight rate.53 Therefore, industries
located outside West Bengal but dependent on raw materials
from West Bengal have to bear less transport charges
whereas industries in West Bengal dependent on the raw
material from outside have to pay more transport charges
for obtaining their raw material., Moreover, it implies
that industries requiring raw-material from West Bengal
would not find it as much disadvantageous to locate outside
West Bengal as industrics dependent on the raw material
from elsewhere to locate within West Bengal.

In the following section we will discuss the
changing pattern of movement of some individual commodities
which had significant weights in the total flows to and
from Calcutta,
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ITT. Commodity-wige Analysis

Pill the early 1960s, thg flow of goods to and
from Calcutta, particularly the inter-state movements,
were by rail and river and coastal and overseas shipping.
Furthermore, goods moveument through the Calcutta port
was interrelated with goods movement by rail and river.
Thus, coal despatched by coastal shipping from the Calcutta
port was brought to the port by the railways. If we
consider the commodity composition of rail and river
traffic in 1960-61, in the total inflow (of about 6.8
million tonnes) the important items were coal and coke
(55 per cent) iron and steel (8 per cent), rice (6.1 per
cent), cement (3.8 per cent) and raw jute (3.3 per cent)
while the major items in the total outflow (of 2.2 million
tonnes) included wheat (33 per cent), iron and steel (26
per cent) coal and coke (8 per cent), rice (8 per cent),
salt (6 per cent), gunny bags (3 per cent) and tea (2
per cent) (See Table 21). To.go by absolute amounts, there
had been decline in both inflow and outflow of coal, and
iron and steel, in outflow of wheat, salt, and kerosene &
(Table 22). In this section; we take a closer look at some
of these goods to illustrate how various factors, including
technological development, changes in domestic production
and foreign trade and government policies affected the
good flow in Calcutta. Commodities considered are
wheat, tea (a major export item), coal, iron and steel,
petroleun products, raw jute, jute mgnufactures, and salt,

iheat
Calcutta is a net importer of foodgrains. While
with respect to rice and pulses the pattern of flows is

more or less unchanged over time, for wheat, the most
important item in the foodgrain movement in the early 1960s,
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the pattern'cﬁénged dramatically. During 1960-61, to
consider the inland flow by rail, Calcutta was a net
exporter of wheat, but, by 1973-74, it became a net impbrter._
This change in wheat movement from Calcutta was a‘reflection
of the change in the domesstic production of wheat. In j
the early sixties, the castern region states, including
Uttar Pradesh, were deficit states in foodgrain production
and, at the all-India level, food supply waS'inadequate.54
Wheat was therefore, imported and the Calcutta port was

the entry point for the overssas wheat imported for eastern
India, A part of the imported wheat was required to meét

the demand of Calcutta, while the rest was despatched -

by rail to Assam, Bihar, Orissa and eastern Uttar-Pradesh.

. By the early 1970s, as a result of the introduction
of the 'green recvolution! technology, the country as a
whole become self-sufficient in food, and the import of
wheat from abroad almost stopped. Wheat is now despatched
directly to different deficit states from the surplus‘
producing states, namely, Punjab, Harayana and’ Andhra . !
Pradesh, This has been possible, further, because the
Food Corporation of India, entrusted with the inter-state
movement of foodgrains, has built adequate storage facili-
ties in each state.55 Therefore, Calcutta has ceased to
be a centre of the distribution of wheat; and, as a
consequence, both the inflow and the outflow of wheat have
Significantly dropped. Inflow of what to Calcutta noir
consists of primarily the consumption requirement of the
metropolis and that of the Andaman and Nicobar Island,
which is despatched from Calecutta port by way of coastal
shipping, :
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Tes

Calcutta is the major distribution centre for
tea. The north-eastern India, the major tea producing aresa
of the country, acccuniting for more than 75 per cent of
all"Tndis ten output,56 constituied a significant part
of the hinterland of the Calcutta port. Bven in the late
1960s, about 55 per cent of the tea outpus was exported.57
Moreover, Calcutta was the most important centre of auction

of the tea produced in north-eastern India.

Till the early 1960s, tea from Assam and Tripura
was despatched to Calcutta primarily by t@e river-route
throush East Pakistan.58 During 1963-64, river route
carried 56 per cent of tea from Assam, rail-cum-river route
24 per cent and all-rail route through India another 13
per cent, Only a small proportiocn of tea output was
despatched by road (5 per cent) and by air (2 per cent);59
Tea from North Bengal was despatched largely by rail (71
per cent) and only 8.5 per cent by road.

From Calcutta, tea is exported through Calcutta
port, as coastal or a overseas cargo, or sent to other
parts of the country by rail and road. Over time, the
share of domestic consumptior in total output has increased.
Further, the share of'ex—garden sale, as against the sale
through auction, has increased. The exX—-garden sales are
now directly routed to the purchager, bypassing Calcutha,
Besides, tea exports to Weét Asla are often routed through
the Bombay port. Further, as a result of the opening of
new auction centres Gauhati and Siliguri, tea from the.
smaller gardens are not sent to the Calcutta auction any
more,6l A part of the containerised tea traffic is handled
at the Haldia port and therefore, does not move through
Calcutta. All these factors have contributed to the relative

T

r. B
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stagnation of tea movement through Calcutta in recent
years. If we go by rail-cum-river data, inflow of . tea -
o Calcutta dropped from I65 thousand tonnes in 1960-61
to 51 thousand tonnes in 1973~ S e gt e Sty a mere one
thousand tonnes in 1980-81. One explanation for this
decline is, however, the switch over of tea traffic from
rail to road transport. During this period, the outflow
by rail remained steady around 34 thousand tonnes

(Table 22).
: %

o

Coal constituted 55 per cent of inflow to, and

~about 8 per cent of outflow from, Calcutta by rail and
river in 1960-61. By 1980-81, the share of coal dropped

sharply, accounting for only 28 per cent of inflow and
about 1 per cent of outflow. In the early 1960s, coal
was brought to Calcutta primarily by rail from Bihar and
West Bengal, and then despatched to Assam and Uttar
Pradesh, and various destinations within West Bengal, by
rail and river, to southern and western Indis by way of
coastal trade and exported through the port to East

‘Asian countries including Japan and Burma;62

Over time, the pattern of coal movement Changed,
partly due to changes in interregional production pattern
and, more importantly, due to changes in final use and
interregional transportation arrangements, In the early
1960s, Bihar and West Bengal together accounted for
about 80 per cent of coal production, while by 1981 the
share dropped to 58 per cent, as coal production 1ncreascd
substantlally in Madhya Pradesh, Andhra Pradesh and
Maharastra,
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Further, there were important changes in Coal
consumption. Increasing dieselisation of railway engines
and electrification reduced coal consumption by railway;
and electricity substituted coal as a source of power in
the industries and public utility installations.64 The
wost immediate reason for the decline in coal moveument
through Calcutta is the change in the transport arrange-
ments for coal. In the 19608, the requirement of coal by
southern railways was met by the rail-sea route via
Calcutta. With the increase in the rail-capacity, railway
coal is now carried by all the rail routes, directly from
the eastern region coal—fields.65 Besides, for coal
movement to the south and west coast the rail=cum—=gegi=
route through Calcutta port is costlier than all—rail—route,66
which was partly due to the telescopic freight structure
of railway for carrying coal.67.The navigability problenms
of Calcutta port is an added disadvantage. The opening
up of the Haldia dock which does not suffer from the
navigaticnal limitations of Calcutta port, however, makes
rail-cum-sea route cost effective to carry coal.-from
eastern region to Madras, Tuticorin, Kandla, and Goa.68
Pregsently coal requireéed for power plants in Tamilnadu is
despateched through Haldia. 9,

Iron and Steel
While the share of iron and steél in the total

goods movement through Calcutta by railway has increased,
from 12,2 per cent in 1960-61 to 24 pertcent in 1.973-14,

the absolute quantity of iron snd steel traffic has
declined; from 1.1 million tomnes in 1960-61 to 0.8

million tonnes in 1980-81, Further, if we consider all-Indis
movement of iron and steel products, we note that the

share of Calcutta has dropped ; from 15 per cent in

1960-61 to only 6 per cent in 1980-81 (Dablet 110
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The-movément'of iron-and steel depends on the
location of the major steel plants, their product composition,
location of user industries like rerolling and fabricating
units, the stockyard facilities for small consumers and
the location of the final users. The metropolitan city of
Calcutta is located close to the steel producing'belt,
comprising of major steel plants at Burnpur and Durgapur

in West Bengal; at Jamshedpur in Bihar, at Rourkela in -
Orissa and at Bhilai in Madhys Pradesh. Calcutta has a
sizeable concentration of rerolling industries and. foundries
which use pig iron for manufacturing cast iron products.
Besides, there are many light and heavy engineering units,
including wagon and ship-building units, which use rolled
steel of different varicties.7o The major steel plants
sﬁpply pig iron and rolled stcels of suitable size and
quality to the user industries and to the final consumers.
While requirements of the big users are despatched directly
from the plant, the small requirement (i.e., less than
a wagon load) of the informal sector units and households
is supplied through producers' stockyhrd. Calcutta has
stockyard facilities for all the major steel producing
units providing outlet for about 11 per cent of their
output, on an average.Tl
Calcutta's share in the all-India iron and steel
movement by railway declined for various reasons. While
in Calcutta the enginecring industry stagnated, it flourished
in other parts of the country, particularly in Maharastra,
This was partly becausc of the central government policy
of freight-equalisation as a result of which, as we have
already noted, the Calcutta metropolis lost its locational
advantage with respect to the engineering industries.
; Moreover, the casting industry depended largely on railway
5 orders for wagons, cast iron sleepers and other structurals,
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but, over time, order from the railways declined as railways
gradually switched over to steel and concrecte sleepers.

£lso, the demand for wagons from the large engineering

units declined, vecondly, though the establishment of

steel plants Bhilai and.Rourkella increased all-India
production ang movement of iron angd Sheel major consequences
for Calcutta was that it lost its position of eminance

as a centre of steel distribution.

\

Eetroleum Pzpducts

Decline in the flow of petroleun products to and
from Calcutta through port and railway has been due to
the development of pipeline technology, which is the cheapest
mode of transporting oil over long distance.73 In the
1950s and éarly 19608, the requirément of petroleum products,
particularly Kerosene, of ecastern India was met by supply
from Assam refinary and imports. 0il from Assan was brought
to Calcutta by railway, and imported petroleum products
entered through the Budge-Budge o0il Jetty of Calcutta
port. 0il was then despatched by railway tankers to the
eastern states, nawsely, Bihar, Orisca, and West Bengal and
parts of Uttarpradesh and Madhya Pradesh.? By ' +he eng
of he 1960s, the Haldia oil Jetty and Haldia oil refinery
became opefativé, and pipelines connecting Assam-Barauni
and Haldia-Barauni were established.'? As g consequence,
Haldia became the najor supply source in place of Calcutta,
The imported cruge 01l now refined at Haldis refinary
and supplied to various points by pipeline for distribution
in the eastern region (Table 23), Two such Supply points
in West Bengal are Maurigran and Asansol, Supply for
Calcutta is obtained from Mourigram and carried by“road.
In North Bengal, supply is from Asgam through Gauhati=-Siliguri
pipeline, Thus, Calcutta has ceased 46 be & major centre
of distribution of oil products,
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Raw Jute i

The Calcutta Metropolitan Area (CMA) is the
major jute manufacturing centre of India, where more than
90 per cent of the jute mills are located.76 As a result,
raw jute movement and the flow of Jute products are highly
concentrated in Cdlcutta, Calcutts city is therefore, a
net importer of raw jute and net exporter of Jute products.
Apart from Calcutta, other centres of jute manufacturing
are located in Uttar Pradesh, Bihar, Orissa and Andhra
Pradesh,

—

The pattern of raw jute movement depends on the
production of raw jute, its quality and the requirements
of the mills in various centres, In the pre-independence
period, Calcutta mills relied for their requirement of
raw jute and supply from Assam and eastern Bengal,
which was despatched primarily by the river route, At
the time of partition, India lost the bulk of the jute
growing areas of Bengal and jute industry in Calcutta had
to depend heavily on-imported fibres inported from East
Pakistan and Thailand through Calcutta port, By the end
of the fifties, however, the country was able to produce
enough raw jute to meet the mill requirements; jute being
produced mainly in West Bengal , .. Assam, Bihar;:@rissa-andt
Andhra Pradesh, West Bengal alohne aocbuﬁting.fér about 50

pexr cent of the total raw jute production.77
Against this backdrop, we may discuss the

pattern of raw jute movement to and from Calcutta, As
mentioned above, before independence, jute produced in
dssam was transported to Calcutta by river routes, In

the post-independence period, with the extension of the
rail facilities, a part of the traffic from Assam was
diverted to rail and, after the Indo-Pak war in 1965,

it was entirely carricd by the railways.78 Other inter-
state raw-jute movements involved the inflow of low-quality
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raw jute from Uttar Pradesh eand the dcepatch of higher

7

. ! 3
quality jute to mills in Uttar Pradesh, - In Orissa,

Jute is mainly produced in the coastal districts, namely,
Cuttack and Balasore, and movement of jute from these

areas to Calcutta was, usually, by road, facilitated by
80

Within West Bengal, the movement of raw jute
has been influenced by the improvewent in road transport
network, The major jute producing districts are West
Dinajpur, Maldah, Jalpaiguri, Cooch Behar in North
Bengal and, 24-Parganas, Hooghly, Nadia, Murshidabad,
Burdwan and Midnapore in South Bengal, While in South
Bengal the despatches arec generally by road, due to the
cbntiguity of the jute producing areas to jute mills,
movement of jute from North Bengal to Calcutta was mostly
by rail on account of the absence of direcct road link,
After the opening un of the Parrakka bridge, the raw
Jute despatch by road from North Bengal districts to
Calcutta has increased*el

Thus, élthoagh thz consumption of jubte by the
mills of Calcutta Has increased. over the years, the
carrying of raw jute by railways has drovped (Table 22)
indicating the growing impcritance of road transport in
the raw jute movement,

Jute Maﬁnﬁagtnreg

Calcutta is a major centre of jute manufacturing,
and therefore, jute manufactures, which include gunny bags,
hessians and other types of jute products are mostly
despatched from Calcutta. Since gunny bags are reusable,
there is a significant secondary movement of jute goods,

In 1950-51, about 78 per cent of total jute manufactures




- Was exported. Subsequently, in 1960, the share of export
o oo output declined to 72 per cent, then to 53 per

cent in 1970-71 and to 47 per cent in 1980-81, Not o

only the share but also the absolute magnitude of e1ports

declined. While, in 1952, about 744 thousand tonnes of

jute goods were exported, in 1980-81 the volume was only

450 thousand 'bonnes.g3 Correspondingly, internal consumption

1ncreased which resulted in a grecater movement of. Jute
'goods by rallways.

Export of jute products is undertaken primarily
through ‘Calcutta port. From the mills jute products are
brought to Calcutta port, bylthe-rlver or road, For the
domestic market jute goods are despatched from Calcutta
and its surrounding industrial belt by raiil S road and
coastal,shlpplng. In 1973-T74, the ishare of different.
modes of transport in the movement of jute products
ineluding secondary movenent from Calcutta, was as follows :
rail (cum—rlver) carried about 168,1 thousand tonnes,

. coastal shipping about 73.6 thousand tonnes and road
' transport about 65,3 thousand tOLnes.84

Gunny bags are despatched mostly to the states -
i“w1th surplus foodgrains, e.g., Punjab, Harayana, and
“Uttar Pradesh and states which are developed or have
neentration of cement, salt and fertiliser industry.

€ Coastal movement of jute products is confined between
cutta and Bombay or Calcutta and Madras.

Salt m@vement through Calcutta decllned 2 Le

nt years, prinarily due to g change in the transportatlon
genent, Production of salt is concentrated in the

“€rn and Southern states of India : Rajasthan, Gujarat
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and Maharastra, taken together, accounted for about 70
per cent of all-Tndia output in 1960-613 while ladras

and Andhra accounted for another 21 e cent.85 Under

the 'zonal scheme! of salt movensent, introduced in

1949, the supply of salt to the eastern states of Assam,
"Bihar énd West Bengal was made through the Calcutta ports;
and salt was despatched from the producing centre by
sea—route via Saurastra end Tuticorin ports.86 There
were some irrational movements of salt by raide £ om
Tuticorin to Assam, by private traders, although this
involved higher real transport cost.S7 Further, salt
movement from the ports of Saurastra and Tuticorin was
linked to coal movement by coastal shipping.88 Coastal
~vessels, which carried coal for railways and industries
in Southern and Western India, carried,on their return
trips, salt and cement for the Sastern region., The steady
decline in the shipment of coal from Calcutta to the
southern and western region, in the late sixties, as
mentioned before, created a reciprocal problem.with regard
to the salt movement, by seca route, Besides, at the
prevailing telescopic freight rate, the cost of despatching
salt from Tubticorin to Assam snd North Bihar by the
all-rail route is less compared to sea—cum-rail route via
Calcutta, 52

Thus, over time, the salt-hinterland of Calcutta
Port has shrunk, Compared to the early 1970s, salt movement
through Calcutta improved in 1980~81, but it was still
below the 1960-61 level, primarily due to the inadequacy
of coastal shipping. Compared to the earlier decade,
more is lmported and less exported by the rail network
now. Most of the outward flow from Calcutta now con81sts
of shipment to other parts of West Bengal,
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To sum up, the comaodity~specific analysis
shows how goods flow in Calcutta City has been affected
by various developuents outside the metropolitan boundaries,
©.8. changes in domestic production, the movement pattern
of wheat; the introduction of the oil Pipeline technology,
In the case of coal, it is the combination of several
factors, like decentralisation of production, switch over
from coal +o electricity and change in transportation
arrangement, that have combined to effect a decline in the

-inflow and outfloyw from Calcutta, The governuent policy

in-respect of freight rate and transport arrangement has,
at least, pPartly, influenced the Dovenent of iron and
steel, coal, and salt, The movenent pattern of tea has
been influenced by the development of the internal market,
the growth of the auction centres in the interior and
containerisation, The development of road transport has
influenced the novement patterns of raw Jute and tea

with respect to the modal choice, Highlighting of these
eXogenous factors, is not meant to minimise the intra-city
factors, such ags the inefficiency of the intra-city transport
Systemn,

VL. Intr —city Goods llovement

Goods traffic on the city roads consists of
(a) intra-city movement of goods from wholesalers to
retailers, and of rav-materials from one firm to another,
and (b) extra~city movement of goods, i.e., goods flow
either originating or terninating in the city. In Calcutta,
the proportion of the latter type of moveuont is quite
high,go which is because of +he location of the
whole-sale trading activities in the city and the railway
and highway network around the et i Firstly, the Calcutts
POrt, one of the focal points of the truck novement, is



: 40
induced to do so by cconomic (.., Wigher tax in the
‘core city) and extra-cconomic (e.z., restrictions on
parking, relocation of infrastructural Tacilities like
railway goods terminals) measures,

V. Conclusion

In this concluding.section, we would highlight
only the broad trends of goods flow to and from Calcutta,
and then consider the inplications of these trends for
urban policies and planning for Calcutta,

Firstly, Calcutta suffered s décline in goods
flow because of the change in the colonial trade pattern,
A relatively broad-basca development of the national
econony, the growth of large and medium cities, and a
conscquent readjustment in the trade and transportation
network, robbed the unique position that Calcutta held :
as a centre of distribution in colonial India, With respect
to a number of comuoditics, including wheat, petroleum, - B
iron and steel and salt, Calcutta port's hinterland has
shrunk over time,

oecondly, ‘this declining trend of goods flow
could have been countered had there been a steady regional
growth, Unfortunately, that was not the case; the whole
of eastern region, including the Calcutta Metropolitan
arca, is suffering from a prolonged industrial stagnation
since the mid-sixtics which is, at least, partly due to
the freight equalisation sCheme'introduced in mid=1980s,

- Thirdly, the bottlenecks of the Calcutta port,
the neglect of the development of coastal and inland water
transport are zlso inportant factors in inhibiting goods
flow dn. Calcutta;.
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Lastly, the share of road transport in the goods
flow to and from Calcutta is orowing over time, Except in
the case of bulky raw materials, for most of the manufac-
tured itewms, road transport is becoming re¢latively more
important than rail transport, particularly with respect
to the intra-state goods flow which arc nostly over short
distance. This is largely duc %o the cost advantage of
road transport over rail transport for relatively shorter
distance,

To consider the policy implications of these
findings, we take the last issue first, In view of the
increasing goods flow by road in the Calcutta Metropolitan
region, roaﬂ*transport facilities for goods traffic must
be improved in terms of highway facilities, goods vehicles
terninals, andg intra-city corridors for goods vehicle
to and from the port,

As to the decline in the Goods flow, the 1link
between the goods flow in the city and the development of
Surrounding regions should not be taken as something
axiomatic, It depends on the geographical structure of
the region, its location Vis—a-vis the rest of the
country, the location of the netronoliten city, and the
naturc of the industrial developuent of the region and .
its link with the Detropolitan activities, It Lay so
happen, that the growth of the hinterland would result
in the direct integration of the regional flows to the
national market, thereby bypassing the netropolitan city,
For instance, the growth of the petro-chemical complex in
Haldia, while contributing to the development of the
hinterland, 1s unlikely %o increase the import of crude
petroleun through Calcutta dock.95
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However, the developuent of coastal shipping
along with the developuent of the coastal areas and
Andaman and Nicobar islands, and iaprovewent of trade

- relations with the south-east Asian countries; would

increase goods movement through Calcutta, The Possibility
of carrying foodgrains by coast may be cxplored. Since
Calcutta is situated on the most importent inland waferway
of the country, the developuicnt of inland water transport
would be likely to boost goods flow through Calcutta,

Finally, it should be noted that transportation,
though helpful in attaining efficicncy as it makes
specialisation on the line of comperative advantage possible,
is a-neccessary sacrificeg6 of productive resources. '
Therefore, while more of goods flow in 3 city is welcome
from the narrower perspective of g metropolis, a reduction
in the goods transportation nay not neccessarily be undesi-
rable also from the national or state point of view, On
the other hand, real transport bottlenecks, leading to
reduced goods flow and inefficiencies, would have to be
reioved., Similarly, the decline in goods flow due to
irrational transport policies, including the policies like
freight equalisation and telescopic freight rate, should
be scrapped.
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APPENDIX

dstimate of Conzestion Cost in Calcutta, in 1964-65

Congestion cost has different coliponents : the
opportunity cost of lost time of vcehicles and passengers,
and the cost of pollution. Uhlle a comprchensive estimation
of the congestion cost in Calcutta is not feasible, due
to lack of data, we have ati enpted here to get at some
rough estimates for the goods traffic only,

The methodology adopted is as follows :
We estimate the average speed for Calcutta and take the
difference of it from the db51rablb one (in this study
this is the intrs a—city average spced for the Bangalore
city) and then estimate delay per kilometre, We obtained
date on average truck trip length in time, which ig
converted into distance using the average speed available
in Calcutta; then delay per trip is computed., This has
béen blown up by the total number of truck trips per day
to get the estimatc of total delay time, or hours lost
per day. We use the per hour cost for trucks prepared by
the Central Road Rescarch Institute to get the money value :
of the hours lost duc to congestion, Then per day cost has
been multiplicd by the 313 (assumcd number of working
days per year) to ﬁet the annual figure.

Estinate
| The Calcutta Metropolitan Planning Organisation
in their study reportecd the peak=-period specd distribution
of the arterial roads in the cities of Calcutta and

Bangalore,
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Calcutta. 1964-65 Bangzalore . 1965

(Peak period) (Zvening poak period)

Speed (kn/h) _*A of road - _Speed (kn/h) 7 0of road

5-16 8.0 8-16 Beoh
16-20 30.0 l6-24 10.4
205240 5650 2432 5345
24~40 6.0 32~40 52.8

Sources : Calcutbta Metropolitan Planning Organisation,
Iraffic and Transportation Plan : Calcutta
Metropolitan District_;3§Q~86, Calcutta,
1967 ;o ol 83 CEntral Road Rescarch Institute,
Conprehensive Traffic and Iransportation
Studies of Greater Bangalore, New Delhi,
1975 epand5;

On the basis of this information, the avers

&e speed for
Calcutta and Bangalore has been estinated at 18,5 km/h and

28.9 km/h regpectively. It has been further given that
the average trip duration in Calcutta is about a2
minute which at the averasc Specd of 18.5 km/h can be

translated into a distance of 3.5 kum, Hence delay per
trip is

(Ba5 285 =00/ 38505 Rouss
= 0.06837 hr/trip

nunber of truck trip per day in

Calcutta is 34033, total delay time.is (34033 x 0.06837)
= 2326.84 hours/day.

The Central Road Research Institute estinateq
the per hour cost of trucks in walting as follows

o
°
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8 At
Commodity Cost ¢ sy 2 per Hour
Crew Cost s s 2 jper hour

‘Fixed Cost

(excluding taxes) Bs«ll per hour

0o

Total Bs. 15 per hour

' Note : Assuming 20 hours perfor.ance per day

Source : Central Road Rcsearch Institute; Road User Cost

Study in India : Final Report, New Delhi, 1982,
If we use this cost estimate, then the cost of congestion
inflicted upon the goods traffie in Calcutta is in 1964-65
Rs« 34903 (Bss 15 X 23%26,84) per day and annually :
Bse 1,09,24,513 (assuning 313 working days).

This is far from a.cowmprehensive exercise of
the estimation of congestion cost in Calcutta, This does
not include for example the cstimate of cogt inflicted
upon the passenger traffic, Besides the estimates are
based on a very linitecd set of data and extremely
siuplifying assumptions, like, all delays arc due to
congestion, all truck trips take place during the peak
hours. '
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DABTE: =1

PERCENTAGE DISTRIBUTION OF IMPORTS TO AND EXPORTS FROM
CALCULTA BY INLAND (RAIL AND RIVER BORNE) TRADE,

1950-51 AND 1959-60

Imports Bxports
Share of 1950-51  1959-60 1950-51 1959-60
Assan 28,96 21.80 19 1§ 12.19
West Bengal 2 el 20.54 21.40 22,18
(excluding Calcutta)
Bihar 16075 20467 21,45 14.43
Orissa 0.67 4,29 3.50 Badh
Uttar Pradesh”® 9.48 6 .80 15,63 13.55
(Eastern States) 82257 (Tasie) (74.48) (67.80)
Bombay 2,46 7L 2436 2.80
Western Region 2.5 4,38 Bedd B.+64
Delhi O L 2.82 2.66
Madras 0.10 0.69 2kl 4.76
Other regions Heisl . agies 12.99 16.34
Total : 100 - 100 ( 100

100

Notes : (i) Other regions include Central Region, Northern
Region, Rajasthan, Hyderabad, and Southern Region

(i)

Percentage share in the aggregate value of

commodity flows; quantities are converted into

values using wholesale prices of the commodities

for 1959-60.
S.R. Hasin,

'Inter-regional linkages and the

changes in the pattern of commodity flows in
India, 1950-51 to 1959-60', The Indian
Economic Journal, V. 19(2), October-December,

1971,pp. 187-207.
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TABLE - 2
CHARACTERISTICS OF GOODS FLOW BY RAILWAY IN THE FOUR
METROPOLILAN CITIES OF INDIA, 1973-T4
(FoR oRemEtING (0) ad TERUMDTING (T) TRAFFIC)

Wl et

Calcutta Bombay Dclhi Madras

—

Sharen(#)d ofiedl ~ 5 (0)1 1.38 3,16 @570 iR
India freight - MR NG e B05g 2096 R
Share (%) in freight ‘(9) 21.94 50,24 5.88 21,94
of the four metropolis(T) 36.57 23,89 ©20.865 18,68
Interaedion ' *. (0) 3076 2998 2414 1809
No. of nodes connected(T) 2442 2347 2065 - 1567
Average b (0) 804 764 893 574
distance (km) ) (T) 528 883 882 630
Average flow per (@)L0 0.81 1.92 0,28  “Hizels
interaction (100 ‘

tonnes) i LR R0z, 96 2.62 2,62  SGHEE

Sources : M. Raza and Y. Aggarwal, Lransport Geography
bR e D i

4

Structure of the Indian Econmony, New Delhi,
Concept, 1986, p. 170.




59 g
PABLE =5

PRODUCT GROUP-WISE SHARE OF THE METROPOLITAN CITIES IN
NATIONAL FLOWS (FOR ORIGINATING (0) AND LERMINATING ()
TRAFFIC) 1973-73 : |

(Percentage)
¥ : Calcutts Bombay Delhi Madras Total?
Food Products GO Ladg A a 1,38 2050 9.74
. ) = 8458 GLdg s 1 SbaRein ol 55
Raw Materials (0D« 0a2by . is U0h22tos s 10N Lk 1.60
From Irinayy
Source Q) -~ 5550 254 Oieb2n 4 D BH. 14,15
Coal/fuel (0) 0.49 5,267 3003 | 1§35, 4.10
: (T 3495 096 HiBNEl 10.04
Input to :
Agriculture o). 2.36 e d2 Ol 1615 4 5165 AT
. : (i g 01 4,62 0.69  0.49 6,85
Construction (@) 055 4450 60 L Sl =) 6.84
Material (L5554 4,54 4,08 2l 11676 61T
Industrial (@) er 8495 5.56 04 Too8s 16 16,96
s

Products (EmrrOR26 9 Syl ety 25 A

(p) Total of the four metropolises.

Seurce : M. Razd and Y. Aggarwal, Transport Geozraphy of
fpdda’ op. cite, 1986, py 1L,
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TABLE - 4

PADT 5RN QF INLAND TRADE BY RATTHAY -(NuT OUTFL
PERGLNTAGE OF TOTAL FLow@) TN MuTROPOLITlN CE

1973-74 e i

calcutfa, Bombay Delhi
Totéipfrelghﬁ  ondid D208 e 0,05 ) —ou
Food Products o '*ro;ZQ ' -fq;;;‘ 40.48“J
Raw_MaterlalslfromJ” e ';';i..a. 3
Primary Sources - =095 ~Qr82 '“0-79w;
coal/fuel ' =08 - o 48 E—l.OO»;EJ
Inpﬁfs'to Agriculture 0.38}' 01 23 0.05
Conéf?uction Material —0;82_ -0.01 ~0.92 ¢

~ Industrial Products -0.11 - -=0.15

=0 74 S5

(o) iﬁ is computed ag : (originating tonnage - ter

-tbnpage)/(originatiﬁg'+ terﬁinating tonnage).

Source : M, Raza and Y. Aggarval, Transport Geosrap.
of India, 1986, op. cit., p. 188, i
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TABLE - 5
SHARE OF RURAL AND URBAN AREAS IN THZ INFIOW (T) AND
OUTFLOW (0) TO THE MBTROPOLISES BY RAITLWAY, 1973-T4

Urban (city size) Rural
T TI1 IV+V+VI
I. Row Material
Calcutta Eo) 68) T S 290 (BTE 4,4 155
: L g s 20t b s i oG 49.6 24.2
Bombay Eo) B2 Sas T FD 20.8
‘ % T 2BL B 1305 <160 Lz 2I8 0
Delhi (0). o, 1208} 06 27.8 14,6
(T s A8 S L) 15,4 50.3
Madras Eo‘ B3.3 1.6 Haio S S
: mﬁ- T@yh. A9z N 1EA) 674
Total? -(og 604l i 8L 8 BT T3
R S e LR 2501, 4557
II. Industrial Product _ |
Calcutta Henmsl R S 9.6 20.9
: (GRS SR Y e o 508 6.0
Bombay o th Bgsm L 2Lzl LTS
()0 a0 Has N 7.9 154
Delhi g (og GG G e 6 ol 10
il - I B 50 Sl i i 1L 6.7 152
Madras (Ot fa T BELe 8.5 8.4
ET),._aogl Tesl s e ey s 9.2
Total? Eo) TPl i GG s 10.6 18,4
s el e 5.9 1L

(¢) Total of the four tetropolises.
S_CLIAI:QQ : M. Raza and Y. Aggarwal, lranspori Geosraphy of
In@i&, 1g86  opica s D At p Rl ER
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TABIE — 6
GOOQS FLOW IN CAICUTTA BY DIFFERENT MOLES , 1973-74

Inward Flow. Outward Floe: - Total Flow

1. Rail-cum-river? 5081.6 (36.7) 957.7(10.2) 6039.2(26.0)

of which
Wala s West e ;
Bengal _ 1807,5(15.1) 139.8(1.5)  1947.2(8.4)
2. Road? 4875.9(35:2) 6005.2(63.8) 10081.1(46,8)
i b ¢ . :
West Bengal - 2280 AT 3)" 2684 0008 1) 505 w221 7)) 2

e Célcutta Pdrt . - 3 ' S
Coastal Trade 1192.0(8.6)  642,0(6.8) 1834.0(7.9)

Overseas Trade  2698.0(19.5) 1793.0(19.1) 4491.0(19.3)

4. Calcutta Airport* : _ . _
Inland | 4.4(0.03)  6.4(0.07)  10.8(0.05)

Foreign , 12 (@ 01) ¥t S5l igp SoeN 6.6(0.03)

s

Total 13853.1(100) 9409.6(100) 23262.7(100)

(¢)  Excluding ‘flow of animals given in -numbers,
(*) Por the year 1978=49,. ' |

Sources : Goods flow by rail and river data are based on
‘Inland (rail and river borns) trade statistics
(Director General of Comamercial Intelligence and
Statistics, Government of India); Road data are
compiled frou Goods transportation Survey on
National Highways, Calcutta Metropolitan District,
197 5=94. (Calcuty: Metropolitan Planning Organisation,
Government of iest Bengal, 1974; Data on Calcutta
Port are collected from Governuent of India,
Central Staﬁistical’Organisation,,aﬁaﬁggjigal
Abstract (various issueg); Data on airport fron
- International Airport -Authority of India, Annual -
Report (various years), &
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TABIE = 7
SHARE OF INWARD- AND OUTWARD FIOW IN BACH MODE OF
TRANSPORT I CALCURTA, 1973-74

(Percentage)

Transportation liode Inward ¥lows Outward Flows Total

1. Rail and river LBh.age bR 106
S0 E whieh fmagii b2

‘West Bengal - 92.82 7,18 100
2: Bosd | ¢ 24, 44,81 : 55.19 100

9f which w.r.t, :

West Bengal A 42 £ 52851 100
3. Calcutta Port ' ,

Coastal trade , 64,99 35501 106

Overseas trade = 60.08 39.92 100
4. Calcutta Airport o _

Inland | & 41.00 IR B o1

Foreign - - - 18.70 BILBOMILE 160

g e e 40.45 100

B

< s v ——— - - S

Note : + BSee below the Table 6
Source : Computed from Table 6
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\ TABLE — 8
COMMODITY-GROUP-WISE GOODS FILOW THROUGH CALCUTTA 1973-74

- s

Rail and river Road Pa b
' ('000 torines) ("000 tonnes Coastal?

(Rse million)

Foodgrain I 1023.1 PP 45,6
0 148.,6 1750
N =BTdins ~2846
Other food= i 300.3 1016,9 45,5
products 0 76,3 1016.4 B2 sz
N =2240 0 =085 SBle
Raw Material i 809,.3 2582 LS
0 6745 808.9 9.0
N _74lv8 _4480 3 _104- 5
Iron and I 963.4 542.9 2.0
Steel 0 47944 51550 5.6
N ~484.0 ST ) 13,6
Coal-coke, I 1949.7 20560 =
Ores 0 46,2 42,9 54,2
N =1903.5 FLG9s 12 34,2
Petroleun ang L Bl 22.9 4.0
Petroleun 0 0L 7 200e5 Sshiut
Products N =g 247.6 14,4
Non-food i D 4 862,8 20.9
Manufactured 0 L5 ) 2489.9 60, 1
Products o 104.5 1625 i 2982
A1l Comuodi- AL 5085.3 573818 23155
ties 0 957.6 5143,6 16616
N _412707 "59502 _6409

L Ze SEnafiseG S0t S Outflow, N Netflow-(outflow-: inflow)
(p) Relates to the year 1974~75,
(pp) Included in 'other food products' category.

Sources : The same as in Table 6.
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TABLE - 9

BSTIMATED -SHARD OF DISTRIBUTIVE FLOWS IN TOTAL PLOWS IN
CAICULTA FOR SOME SELUCTED COMMODITIES, 1960-61

Axport (B) Tmport (M) Percentage of

('C00 tonnes) ('000 distributive
uOﬂJES) flow
(2E/(E+M)x100
1; Coé.l :
Rail and River 180.5 Ziilonl 59.28
Tlonsen L8585 .0 = i
2leadlea 9
Rail and River 2854 BEL T
Port 159.0 -~ =oh b 99.20
Road = ’ 350 S
3. Wheat i i
Rail and River 75648 82.9 565
Port g 1800.0 5
4; Iron and Steel
- Rail and River 587 .6 B3 87.74
- Port 8440 . 34550 i
e fozikg '
Rail and River P 246
ok e 357.0 51.03
6. Petroleum and Petroie—
uin Producits:
fail and River 90 . : D2
Port B Teeraliis 42 ,82
Road 27891v ’

(a) Relates to the year 1963%—64.,
(03 Includes 4.5 thousand tonnes by air,
(c) Relates to the year 1062-63,

Sources : Rail and River dats from CGovernment of Indla
i Department of Comuwsrcial Intelligence and btatlstlcs
Accounts Relating %o Ipland frade of Tndia, l960—6l°
- Port data from The Commissioners for the Port of
Calcutta, Administrative Report and Annual Accounts
for fthe year 1950-6l; and road data from Government
of India, Planning Comuission, Commpdity Yransport

Studies, (2 Vols,) New Delhl, ’1968,

B s
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TABLE - 10 _
TRENDS OF GOODS FLOW THROUGH CALCUTTA

(million tonneg)

Mode 1950-51 196¢-61 1973-74 1980-81
S ' : al.
Rail and River
Calcutta 7.9 3.0 6.0 555
Viest Bengal (excluding
Calcutta) 10.8 e 19, 7 20.0
A1l India D 6G.4 TALAD lg2.4
Road (Inter-state) g
Calcutte 5 o2l S e 6 sl
AT n g Yo Jkcyrak n,a. 181,8%
PorhE=sostai
Calcutta 3 0l ictly 2.9 e 3 2yl
AULIL Jiaveil ) n,a. 9.2 7.9 9.6
Pdrt = Qverseas
Calcutta 3 ﬂ-ao 6.5 4‘.5 7‘1
ATl Thdia n,a, Dl G 498 67.8
Airport ;
Cailecutta i ) Tl 0.009 gl 6258
A1l India 0.04 0.04 n,a. @5
(¢) Relates to the year 1978-79.

(1)

(2)

Reports only inter-trade block rnovement. While the
figures for Calcutta and West Bengal (excluding
Calcutta) are the totals of inflows and outflows, the
all-TIndis figures are incoming consignment totals,

The figure for 1960-61 is obtained as follows: the
total road traffic of 17400 wmillion tonne kilonetres
divided by an average lead distance of 363 km, multi-
plied by the proportion of inter-state movement 028
(since 28 per cent of 211 truck movement is for more
than 320 kn, distance), (For thess data see Government

of India, Committee on Transport Policy angd Coordination :
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TABLE - 10 (Contd.)
Einal Report, New. Delhi 1966, pp. 10,242,237. The .
1978-79 figure is the estimated total inter-regional
traffic handled in the metropolitan cities.,

(3) Total of the cargo handled at six najor martsg of india,
viz., Calcutta, Bouwbay, Madras, Visakhapatnanm, Cochin,
Kandla, Paradip and Mormugao.

- Sources : Compiled frou data available in Government of India,
Departuent of Comercial Intelligence and Statistics,
Accounts Relating to Tnland (Rail _and River Borne)
Irade in India ; Governuent_of Indis,. Plannins
Commission, Reporf of the National Transpord Palicy
Committee, New Delhi, 1980 ¢ Calcutta Metropolitan
Planning Organisation, Goods Tramsportation Survey
mmmgﬁim;&_mgm
District 1973-74, Calcutta, 19743 Government of

India, Directorate of Transport Research, Bag;g

Port ﬁtang ice (Ministry of TranSport and Shlpplng),
International Alrport Aunthority of Indla, Annual

Report (relevant issues).
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TABLE - 11
ALL INDIA INTER-BLOCK TRADE BY RAIL-AND-RIVER AND THE SHARES
OF GALCUTTA AND WEST BENGAL (EXCLUDING CALCUTTA) IN SOME
. SELECTED COMuODITILS , 1950-1980
(€ 000 tonnes)

A1l Tndia Share of Calcutta - Share of West

Bengal
B (1) 7 aasE T st =)
iy, (Goa
G5 @=51 19273 : 4362 511,3) 7975 (20.7)
- 1960-61 31479 3897 6.2; 13020 (20.73

1973-74 30155 Bl SR e, 12770 (20,2

1980-81 37464 1294 ( dis) sbziiel (116 2)
2 -Iregiand Steel

1950-51 1800 - 587 516.3) 491 E13.6)

1960-61 3702 1102 (14.9) 108% (@G

19374 7885 gz s GR0 iy 1854 H(Hlaess

1980-81 7189 796 (5015 1626 (G
3« Whegt

1IG0=51: ez 214 (10.3) 10 0.5;

1960-61 3064 820 (13.4) 218 6514526

19 5=74 5147 BB ENA6) 622 E 6.0)

1980-81 6115 6I60 i(h ) 741 6T
4’0 Tea

1950-51 2l 220 (1553 72 %13.2)

1960-61 241 i gl 45 ), 5))

1973-74 176 85 (24.0) 40 (magey

1980-81 98 54 (L) 12 (Hene)
Des o ailsl

1950-51 1295 358 4(1526) 92 (56

1960-61 1354 L2 ) e 2.6)

1973-74 2106 44 ( 1.0% 68 2 1.63

1980-81 2475 glili s (2 T4 1.5
6, Jute Products

1950-51 145 420 (i 15 T L6 00D

1960-61 178 B (Dt ol (LSS 2

I 9iE=2 ST FLAnIEELE ) 1558 7.9)

1980-81 414 170 (20.6) 160 (19.5)




’ 260

LABTE = 0 (Gont dei)

— e e et oLl & s v e s s L ey

: () (2) , (2N
(s tRaw Jute :
1950-51 204 e SOR(EEN ) 166 (20.6)
1960-61 401 22T 28.3) 226 (28 23
1973~74 437 LT (1s 04 S2 BT
1980~81 253 2o 175 (34.6)
8. A1l Commodities : .
1950~51 34475 7946 (11,5) ~ 10800 +(15,7)
1960-61 60418 9008 ( 7.5; 17300 (14.3)
197374 71040 6039 ( 4.3) 19707 (13.9)
1980-81 102382 BEB5 \(24.6) L9952 0T

et o ot e 4 e A

Notes : (i) All Tndia trade flow figures represent the total of
inward consigniients, while the trade flow figures
forrCalcutta and West Bengal include both inflows
and outflows. The percentage share (shown in the
brackets) are, therefore, computed with respect
to twice the all-Indisa flows, :

(ii) Dhe percentage figures nay not.tally exactly with
that is obtained from the reported absolute
figures because of rounding up error,

(13d) ‘The: Pllows: betieon Calcutta and West Bengal are
included in the shares of both Calcutta and West
Beﬁgal o 5 _

Source - Compiled from the data available in Government of
India, Departuent of Coumercial Intelligence and
Statistics, Accounts Reiatine ta 4ic Inlend (Rail
and River Borne) Trade of India, Galcutta,
(relevant issues).
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TABLE - 12
GROWTH OF ROAD TRAFPIC IN CALCUTTA

(000 tonnes/year)

L mdeat bed St

e s s

Year of Scope of Survey Originating Terpinating Total |
ourvey ;
1959760 Survey on Selected 93 240 . 51515
: : e '
Highway ?
1963 - Do - 202 491 713
1965 Road Survey by CMPO . 2097 2400 4497

covering both intra
and inter state flows

1973-T74 CMPQ Survey covering 6005 4876 10881
both intra and inter
atate flowsg?

(of which
inter-state flows) (3357) (248T) (5884)
1978-79 RITES' survey covering 4106 2632 6738

inter—-state flows4

(1) Survey on highways connecting Calcutta and Asansol, and
Ranigunge.

(2) The 1959 survey was conducted by the Comittee on Transport
Policy and Coordination (Governiient of Indiz), while %the
1963 survey was conducted by the Ministry of Transport,
Governuent of India.

(3) Related to Calcutta Metropolitan District.
(4) Related to Calcutta Metropolis.

sources : For 1959 and 1963 data, Government of India,

Comaittee on Transport Policy and Coordination :
L] leport (Planning Commission), 1966, p. 255

(Reported weekly gquantities of goods moveiient are
multiplied by 52 to get the annual estiuates); for
1965 data, Calcutta Metropolitan Planning Organisa-
tion, Iransport Survey (Roads) Report 1965 (Govt.
of W.B.) (Weekly flows has been wultiplied by 52 to
get the annual estinate); for 1973-T4, CIMPO, Goods
15 tati vey on National Hichways : Cal cutta
lietropolitan District, 1974 ; for 1978-79, Govt, 'of
India Planning Couwuission, Report of the National
Iransport Policy Comuittee, Wew Delhi, 1980, p. 255.
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TABLE - 173

GOODS FLOW TO AND FROWM CALCUTTA, 1960-61 to 1980-81

(in_ 100000 tonnes)

1960-61 1973-74 1980-81
l. Rail and River _
Total :
outflow 22,4 (100) Sl () 1a9 (36)
Inflow 6% T (100) 5048 (753 4549 (683
Total 90.1 (100) (S16), R (57 53 «8./(60
Of which
Intra-state 5 /
Outflow 622 (100} I 4= 0a) @4 E )
Inflow 5.7 (100) Las 52y 6,6 20;
Total 39,9 (100) 19.5 (49 T-40' (18
PR R sl
Inter-state : 4
outflow 15,2 (100) ve38)6 (psgi=—tarni 9 (=1q)
Inflow 19.6 (100) 24,9 (127) - 2632 (1543
Total 32.8 (100)  58.4 (178) . 67.2 (205)
Intra—state
Ooutflow Moo . 26155 el
Inflow Tt 25 AO) H, &,
Total 8l gesl 50.4 Ne &
3« Calcutta Port
Coastal
Outflow 14,6 (100) G A HEA ) SR sire)
Inflow 14.8 (100) 11.9 (80) 10.0 §68)
Total 29.4-(100) 1855 (629 ik (7 5))
Foreign '
Ooutflow 25:5° (189 1759 (70; 1156 (45)
Inflow ZOE (100 2750 5661 5928 (140)
Total 44,9 (69) s (109)

655 (19

(o

sSource

(1; See note 1 below Table 10
Related to the
n.a. Not available

year 1978-79

s As in Lable-10,
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TABLE - 14
INTER-STATE GOODS FIOW IN CAICUTLA BY RAILWAY, ROAD
AND COAST, 1960-61 to 1980-81

(1aillion tonnes)

1960-61 1973-74 1980-81
1. Railway
Outflow 196 (1003 0.8 ESl Qs §46)
Inflow Sadt (100~ 303 (96 3. 9L 115)
Total 5.0 (100) 4.1 (82 4.7 (93)
2 Hozd ;
outflow 1.3 (100) 3.4 (255) et (o)
Inflow 2.00(1H0) 25 (12 RS Clie ]
Total B o0 (100) 5.8 (178) 677 (205)
3. Port (Coastal)
outflow S50 00) OA6(44) 1,20 T8)
Inflow 1.5 (100) 1.2 (80) 1.0 (68)
Total 5.0 (100) 158 (62) Cad D)
@il
outflow N a4 (000 4.8 (109) 650 EL56)
Inflow 6.8 (100) w0 i(iln2) Jiris (1113
Total 1802 (100 i S(eh) T s el e e

A B S e £ . e B s, e

(p) Related to 1978-79

Sourceg : Coupiled from data available in Govt. of India
(Departuent of Coimwercial Intelligence and
Statistics), Accounts Relatips to Inland (Rail
and River Borme) Trade in India (relevent issues);
Govt., of India, Central Statistical Organisation,
Statistical Abstract (various years); Calcutta
Metropolitan Planning Organisation, Goods
Lransportation Survey on National Highuays :
Calcutta iMetropolitan Districh 1973=14, Calcutta, '74;
Government of India, Planning Couuwission, Reporyg
of the National Transport Policy Coumdttee, New
Delhi, 1980.
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TABLE-~'15
COMMODITY COMPOSITION: O GOOUS: FLOW TN CuLCUTTs BY RLIL

('000 bonnes)

— e e T . om0 s e

LND RIVER
1950=51 1900 61
Y. Food Items
(a) Foodgrains
OQutflow 33 954 .1
Inflow 4EBSS TS
(b) Other Food itens
Outfloyw 149,3 26T
Inflow Clpar 415 ;3
2, Raw laterials
Outflow 15804 i)
Inflow 861.3 L@sE 5
e [ Lron fand! Steeil :
Qutflow Bad. 3 587 ¢6
Inflow 256,9 D 4%
4. Coal, coke, etd.
outflow Hes s 182
Inflow 4291,6 4048.8
5. Mineral 0ils
Ooutflow S159e(0) 90.7
Inflow 25.9 Dl 2
6. Manufactured itels 3
Outflow il 2 84,6
IIlleW 31.3 : 37.7

D SO S O e

Note : Food grains : rice
§-2

1;73 7+ 1960 81
148.6 26.8
1LO2 e 136%,9
T ~73.9
350055 423.7
67.5 53.8
805.3 89544
%

479.4 DL 2
G63.4 464, 4
46,2 94.5
LG AT 1390.3
0I5 Aib

51 {2
138.9 214.4
Bl d SIS

N P P

wheat, pulsecs and oth

Sr i gmad nig

Other food items : wheat, flour, sugar and related
products, tesa, coffee, edible vegetable ol d iR uatils

dried, fresh fruits (1981) and
kapas, raw jute, hide and

Raw nmaterials

skins, bones, teak and tinber,

raw cotton,

salt;

lac and shellac, hemp

other cotton, rubber raw, oils seeds, wool ete;
Coal, coke, cte. : coal and coke, lime and limestone,

Llanganese ore;
Mineral oils

kerosene and other mineral oils;
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TABLE - 15 (Contd.) sy
Manuﬁaétufed iteuns : leather, cotton piece goods,
gunny bags and cloth, glasses, uachinery and ecuipuent,
netal products, woolen - w:gpods (A581) wartificd sl
silk (1981) and shoes (1981).

~ Source : Compiled fron data available in Accounts relating
Yo inland (rail and river borne) trade in India
(Departuent of Coumnercial Intelligence and
Statistics, Governuent of India (various issues).
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: TABILE — 16
~ SHARE OF EASTERN REGION STATES IN THE INTER-STAYE GOODS
MOVEMENT BY RAIL AND RIVER THROUGH CALCULTA,

——— ] . e

1950~=—.51 - 1960 - 61 LG5 —054 1980 - 81

Ui Wi v oot X Ui X M X
Assan 9 MG% 20,85 5079 S1T 060, 5er0 - a0l 0526 455
Tripurs = = OR-25 B E9 == O T OEbE 0.00 0Ow03 .
Bihar 61.391- 33490 ~BLI5A " 50,45 35,84 14/46 935 20k
Orissa A5 2 4h XZE8L Geasar eSS e 8 a2 NSz
UtGar ¥
Pradesh 9L B4 6 55 ABRBA LR GLT6 Mg 3.96 19,39:
Reimai of
five G
states 82.38 7T9.173 8l.23 68.46 58.84 40,89 20.69 48,30
Volumne of '
trade 100 100 100 100 100 100 100 100

(D00 tion=) #2960 L1064 5101 1618 " F2T4., s 8lg 3925 452

A g JhasE ey
X = Outflow
source : The same as in Table=15,
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TABLE - 17
SHARE OF THE EASTERE REGION STATES IN THE GOODS FLOWS BY
ROAD TO AND FROM CAICUTTA, 1973~74.

! (Tonnes/day)

Inbound . Outbound Total

Assan ee s (4 ) 282 042 9 954+ 9=(-F¢2)
Tripurs QEaL L) - 2Y5(01 [0V 0))
Orissa 920.1 (5.8) 613.7 (4.4) 1533.8 (5.1)
Uttar Pradesh 6102 {(5.09) 612.5 (4,3) 1222 5 ke
Bihar 5559550 (258 5) . B0 64.0 (22,50 isnoz 5 (29.3)
Total of five ‘ - ‘

“‘states TT71.7 (49.4) 4672,2 (33.2) 12443.9 (e )
West Bengal 6545.8 (41.6) = 72553 (51.6) 15801.1 (46.3)

Total (All Tndia) 15743.7 (100) 14068.1 (100) 29811.8 (100)

b=t o Negilbioible

Notes : (i) Figures in brackets show percentages,

: (ii) Here, Calcutta stands for Calcutta Metropolitan
Area,

(iii) Computed using percentage distribution of
individuel commodity traffic by origin in case of
inflow, and by destination in case: of Outflow.

Source : COqutOd from dats prov1ded in ClPO, nggﬁ

m ;sj;..a..mmt Q.t.; lﬂilﬂ GC&lCU-tUC\-, 197 re
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PABLE -\ 18
FREIGHT TRARFPIC FLOW BETWEESN METROPOLITAN REGIONS BY RAIL.
AND ROAD IN 1978-79.

g it R i s G oo tpm@‘slw__

Origin/destination Reilway Highway igtio-of highway to
- railway flow

e i i i mrabe i ran

Calcutta - Delhi B2 5550

Lo
Pefs = s ] et a LIl 5 B0 (2 206
Caleutta — Boubay 2251 LG A APt
Bombay ~ Calcutta 22.9 N[ B G
Calecutta-— Gauhati =~ 10.2 124.8 1.2
Gauhati - Calcutta (61 (6} 24,9 250
Calcutta ~ Jalpaiguri  30.6 .182.8 Bl
Jalpaiguri - Calcutta 28,7 ARG 2.0
Calcutta — Tatanagar 1360 149.6 TS5
Patanacar - Calcubta -« 103.3 L2 5 ) Bl
Calcutta—fiastern India 53.8 ASHaET S ShS)
Eastern India-Caicutta 193.1 SIS %0 2.0
Caleutta-rest of India 108.4 55Hie D e B g
Res®t of Indis~Calcutta 257.3 SO0, o wn2
A1l flows s65RgES 1 JiE sp!
(p) : Bastern India stands for Gauhati, Jalpaiguri and

Tatanagar, ;

Source : Rail India Techno—Econoiic Services Ltd.,
Report on Commodity and Passenser flows,
(Report IV, Vol, 1) October, 1980.
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TABLE -

Al

HE TONNAGE OF INWARD AND OUTWARD

CONSIGNMENTS (BY RAIL AND RIVER) OF TEE EASTERN STATES OF
INDIA
e, % — = (Porcentrze)
S5 0=51 - ~"9560=61 LY 5= N g
: Outward copsignuents
Assan . 82,88 59.35 2l 2.48
Bihar 16,83 9.90 6,19 1.88
Origsa : 9 05 ALTER 0 56 535
Tripura ool 9719 0.30
Utdar Pradesh 13 3 B 12,28 11,40 5.38
Bastern Statos? 17.63 11.70 7.81 deeo
West Benga1%? 5k 29.19 17,06 6.49
lamﬁgiLxumuﬁ¢ﬂuﬁﬂxL§
Agsan i 5 ol 555 1,86
Bihar LIS i 11.95 %.09 1.98
Orisss, 6,75 6.4 1505 0.45
TI‘:LQ‘LII‘D.’ = 5.09 3050 0-05
Uttar Pradesh 4825 e IT: 1,42 1.35
Bastern States LR ek Bre 52 1= 2077 di e
West Bengal®? 9 90 OS5 L5 0.44
: AlL copsignments
Assem TS e 56,78 10578 1,87
Bihar 16,68 10,28 Babd dleaael
Orissa 7.96 455 - Sle S Gl 2925
Tripurs ~ 19,31 4,87 0.05
Uttar Pradesh T2 5+50 33288 2l
Bastern States? ib.J55 10,48 5.43 2.03
West Bengal%? 23,06 9.88 3.55

38.84

-

5 A0
(90)
Hote -

#xcluding VWest Bengal.
: Bxcluding Caleutta,
Consignments in livestocks are excluded,

bec

these are reported in ‘numbers,

source

¢ Phe gazme

as in Table-15,

ause
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TABLE = 20

SHARE OF WEST BENGAL (EXCLUDING CALCUITA) IN THE TONNAGE OF
INWARD AND OUTWARD CONSIGNMENTS OF BASTERN STATES QF INDIA

AND CALCUTTA

(percentage )

1950~51 1960~61

ASsaln

Bihar

Orissa
TRipura

Uttar Pradesh
Bastern States
Calcutta

Agsan
Bihar

Orissa
Tripura

Uttar Pradesh
Hastern States
Calcutta

Agsam

Bihar

Orissa
Tripurs

Uttar Pradesh
Eestern States
Calcutta

10.56
22,73
1202

w48

9. 29

20,56

T.74
45,17
8.19

e85
30,00
55.99

8.99
29,62

o)

13,76
25,110

s o i

44..28

32.24

e

1973-74  1980-81

Quitward congignnents
15598 34.59 39.86
20,70 216 2 28,36
28 2820 30464
62,93 59.18 45055
6,47 12:09 12,07
20.14 24,10 23,28
27,65 14. 60 5.43

Loward consienuents
5o 747 TH505
38,91 3548 16,36
60T 1120 20
56,05 5,45 0.48
L ol Al 3572
5350 510) 24052 2156
4977 ST 44547

All consi enments

s 16,690 2l .24
24,09 27.78 24,82
99«07 iy L@
2y 2pae 29.14
24017 2e 2 25.59
LSeds

Note : The same as in Table-19,
Source : The same as in Table-15,

“
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TABLE = 21

THE BROAD COMUODITY COMPOSITION OF INTER-STATE GOODS FLOW
TO AND FRO# CALCUTTA BY RAIL AND RIVER

. L

(nmercentage)

S ASEpade s 1950-61 1973-74 1980-81
Now . Inflow Outflow Inflow Outflow Inflow out-
: : flow
1  Wheat o 32.95 e 12,81 14200 06
2  Rice B 8.29 6. 37 0.09 1184 5,13
3 Other food~- e
grains - 3,23 i 02 TR 2,162 5. 0810218
4 ° Bugap i gur i 3,25 0.08 456 0.06 3.96 0,85
5  Teg BB ) 1.05 B d2 Ors@F T
6 RS ANt 0.05 sk 1.92 4,09 1 e85t G
Tt Coal and
Coke 54.89 8.07 38.05 LSBT 28,19 - 0,05
3 Silreniand ;
Steel .60 26,27 8 Sl 50.06 LQ 2475 66
9 Timber and
e g 281 1L 4012) 4458 .81 Tiagos il s
10 Cenent 3.85 0.50 6.34 1xd6 1L 57 S TS o Bl
11 SRBeiieks and
12 Raw Jute 3,32 0.09 gD 0.48 0.48 0.05
13 .Gunny bags ]
and cloth BRO5 22 0.25 HBe2s @s0b 2115
Totalseot 15 :
items 89.07 83461 - 99,15 94.91 50,16 80.94
Total flow 100 100 100 100 100 100
nillion tonnes 6.77 280 4.54 0.96 4,59 079
source : The same as in Table-15.
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TABLE — 22 .
FLOW OF THE SELECTED COMMODITIES TO AND FROM CALCUTTA

RAILWAY AND RIVER DURING 1950-51 to 1980-81

R

(in_ '000 tonnes)

2

NN RN

R s\ .

e ey ¥\ B -’

"B » 24
B .

—p

1950-51 1960-61 19735=T4 1980~81

1. Vheat :

Inflow _ ZHb 82.9 3509 651517

outflow 176 .0 5608 il 8.4
2. Rice

Inflow 22l 45585 SRl Es bid 344

Ooutflow 80.6 Sot 0.9 153
5. Coal and coke

Intlow. 4252.,9 SiTAaNE Lk 1878.9 1294.,0
4, Iron and Steel- :

Inflow 2552 51403 963.4 464, 4

Outflow 22240 58T .6 479. 4 55 g2
5. Cementt

Inflow 095 08 26045 ekl f3) 622.7

outflow 1023 LT 2 120 s SUEIE
6. Sait

Inflow 240°,% 5.0 94.9 84,2

Ooutflow 3354 123805 15.9 35ed
e Teau

Inflow 195.9 NG44 7T BT NS

outflow 2949 Hio)A 2.8 35.d
8¢ Rawdute

Inflow SZ50248 225 a0t T2l 2088

outflow 458 2o 4,6 Ded
g, Jute Proddcts ,

Inflow JLaE - 20h 1208 25

30,7 60.9 128.2 168.1

Qutflow

Source : Coupiled from relevant issucs of Accounts. of Inland

s

(Rail _and River borne) Trade of India, (Department of

Commercial Intelligence and Statistvics, Government

o Mividsia) ,
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TABLH - 23
THE PATTERN OF MOVEMaT OF PETROLEUM PRODUCTS IN BASTE ¥
INDIA AFTER COMMISSIONING OF PIPELINES, 1970.

Consuniption/ Source of Nearest tleans of trans-

distribution supply point on  portation from
centre pipeline Source
West Bengal \ v
1. Calcutta Haldia Kolaghat? Pipe-cuu~road
2. Kharagpur Haldia Kolaghat Pipe-cuu-rogd
3. Asansol Haldia Asansol Pipeline
4. Raupurhat Haldis Asansol Pipe~cum=road
5. siliguri Gauhati oiliguri  Pipeline
Bihar _
: 6. Tatanagar Haldia Kolaghat Pipe-cum-rail
f 7. Chakradharpur Haldia Kolaghat  Pipe—cum-rail
8. Patng Haldia Patna- Pipe=line
9. Gaya Haldia , Asansol Pipe—-cun~rail
10. Kodarmsg Haldia Asansol Pipe~cun~rgil
Orissa ;
11, Rourkels Haldia Kolaghat Pipe~cun-rail

() : Nearest point for Calcutta has beon Maugrigram after
the establishment of Haldia-Maurigram—Rajbandh Pipeline,

Sources : Governuent of Indig (Planning Comuission) , Comuodity
Iransport Studies - Swiwary, Now Delhi, id968; -
Vol. 1, p. 176; Bureau of Public interprise,
Governmnent of India, Annual Report on the Working
1u *I'MM@E_MLﬁmﬁﬁ_tﬁkilmimiﬁﬁ
Ceniral_ﬁovergmggx 1974"75, Yotgr2. P By




