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ABSTRACT

The Calcutta port constituted the economic
basis of the city in the formative years, and even today
the relative stagnation of Calcutts can be to a great
extent attributed to the decay'and efegnation of ‘it g porit,
The port still accounts for s substantial portion of land
in the city and a vast array of jobs and econoilic ‘

- aetivities. This study looks into the present stage of

the causes for its decline and points to what the future
holds for the port, and its implications for the economy
of the city, :

———— <
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This is a revised version of a Paper on Calcutta port
prepared by the author for the Task Force for Perspective
Planning for Calcutts set up by the Calcutta letropolitan
Development Authority.




SOME ASPECTS OF CAICUTTA PORT

Arun Prasad Sen

I,,Introdﬁétion

Caldutta port is the lifeline of the city. If
thié éfétemeﬁt is not entirely valid today, it was only
a few decadés ago, In fact, the port was the raison
'd]etre of the clty which grew up in a hitherto ﬂeglﬂctea
and unknown marshy area, after the British traderu made
it their home, During the British rule, the port was
the hub of the colonial economic system of the entire
country, all the other major economic activities being
subsidiary to its interests. Railways were initially
built fo link the port to the sources of raw materials
which webe to be exported or prodessed, or to.the markets
to which'the British imports were ﬁq be sold.

Lven at the time'of‘the independence of the
country, more than tﬁb‘fiftﬁé'ﬁf-the total volume of trade
of the country passed through thls port. The past four
decades have seen a contlnuous decllnm in +the importance
of the port, Calcutta now o“cupylnr a mere siith place among
the POrto of the country, far behind the leading ones such:
as Bombay, tladras or Visakhanatnam.Still, it continues to
hold an important position in the economy of the eastern
region,

In this study we are looking into the present
state of this port examining some.--of the causes ofor its
decline, and pointing out what the future holds for the
port and its implications for the economy of the city
of Caicutta. :
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There can be no doubt that the port constituted
the economic basis: of Calcutta's 1irfe in the formatiwve
years, and even today the decline of Calcutta can be to
a great extent attributed to the decay and stagnation of
its great port. We will see in a latter part of this paper
that the port still accounts for a substantial proportion
of land in the city and a vast array of jobs and economic
activities which are now subject to pressure as speculations
are Mounting as to the future of the port and the attitude
of the central government towards it. - :

The story of rise ‘and fall of Calcutbta port is
a truly fascinating one., Founded in 1690, until 1860 the
port of Calcutta had served a very small'hinterland
comprising mainly Howrah, Hoogh;y,”24?Pgrganas and a small
part of Bastern Bengal, By 1900 it supplied the whole of
Bengal, Bihar, Assam and a portion of Worth-Western
pfovinces.l This extension of the hinteriand was primarily
due to the opening of new lines of communication, precisely
railways, which had enabled the British government to
distribute European manufactured goods throughout North
India from Calcutta.” But increasing importance of Calcutba
port was not only due to the extension of the hinterland,
but also to the develcopment of the core hinterland., The
- growing cultivation of cash crops like opium, jute and tea
- and the establishment of jute and cotton factories in
Calcutta and suburbs added a new dimension to the economy
of Calcutta's hinter-land.3 Rapid development of coal
‘industry, since 1870, als'o helped'much4 though in course
of time the extension of the Calcutta's hinterland was
somewhat curbed by the development of other major ports
like Visakhapatnam, At the time of independence Calcutta's
traffic represented 40 per cent of total imports and 45
per cent of total exports of India.'5 sven at the end of the
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first five year plan, with an average of 65 to 70 ships
a day in her docks and jetties and eight million tonnes
of cargo passing through her berths and meorings a year,
Calcutta could stil; claim & place among the first ten
ports of the world. Since then its relative position has
been deteriorating continuously and in 1983%=84 its share
dropped to about 10 per cent of total sea-borne cargo.7

A major cause of the decline is that, unlike other
major ports of India, Calcutta is a riverine port, 125
nautical miles away from the sea,8 thus hindering the
access of international shipping to the port, Further,
due to geological and other natural factors, the river
has practically disappeared from this riverine port, as
the tidal flow dominates at its location. Moreover,
numerous tortuous and sharp bends have developed within
the port's life-line to the sea, and have made it difficult
for ships with a length of more than 565 fest to negotiate
the approaches to thé‘poft.g At the same time, the almost
total absence of fresh water supply (main flow is now to
river Padma) and continuous deposit of sand and rocks
received from the sea tide have led to alarming losses
of draft and also to a very Signifiqént increase in the
incidence of the bore tide in the‘port. The river Ganga,
draining a basin of 47,000 square miles, brings down
large quantities of sediments in its water that has formed
a delta having a sea face of about 250 miles through which
it flows to the sea by way of a number of branches.lo
The river exhibits the peculiar conjunction of condition
of being tidal for many miles above the outlet and terminating
into a delta which has promoted the growth of 16. sand bars
between Calcutta and Sandheads.t> Bores, bars and bends
have become some of the main headaches during the current
period of the port's history.
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To eliminate the problems, and for the revival
of Calcutta port, two schemes, construction of Tarakka barrage
and development of a subsidiary port at Haldia in the down
stream, were undertaken in the-sixties, It was expected
that while the Farakka barrage would improve the draft of
the Calcutta Port, the subsidiary port at Haldia would
handle the giant ships which would not otherwise come %o
Calcutta due to sharp bends and shallow water.

In fact, the establishment: of a subsidiary port
nearer the sea had been tonsidered from time to time during
the past hundred years or more and the suitability of
different locations had been examined, The records show
that a scheme for setting up. a subsidiary port at Diamond
Harbour was considered in 1875}12 In this century the idea
was revived in 1903, when a satellite port was sought to
be established at Luff‘poin't.l3 The matter was again consi-
dered, in 1954, by the Coal Export Gommittee .St At last
Haldia, 56 miles downstream of- Caloutta, was chosen as
the site for the development of a sub31d1ary port din 1959.

The development of an anc1llary port is not unlOUL
to Calcutta. The towns of London, Bordeaux, Antwerp,
Bremen, Cologne and Hamburg too were established far inland
for strategic donsiderations of the time. Some others like
Rome, Paris and Cologne have since ceased to be seaports.
In their cases, there has also been a trend all over the
world for riverine ports to move towards the sea with new
docks, e.g., the Tibury docks in case of London., Development
of Haldia as an extension of the port facilities nearer the
sea is thus in keeping with a world wide trend. Haldia
was to be Calcutta's Tilbury.
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Benefitsl7 expected from the subsidiary port
ate Halddia were :
(1) Thereswould beionly two or three bars, .,
downstream of Haldia. : : ot
(2) The approaches to this port would be free
from gharp bends and, therefore, theTe would be fewer
restriction on the length of the ships using the porf.
| (3) Deeper drait ships would be able to use the
port. .
(4) There would be no bore tides to contend with.
(5) There would be fewer restriction on the number
of deep draft ships entering or leaving the port,
(6) There would be considerable saving in time
taken by the ship to visit and then leave.
(7) It would be safe from any blockage by sinking
of a ship, accidental or otherwise.
(8) It would be possible %o unload bullk of the
deep-laden ships at Haldis before proceeding to Calcutta
and this would avoid the need for them.to go to Vishakhapatnam
or to iiadras for lightening., Similarly, it would be possible
to top up and lead to the maximum capacity for ships
outgoing from Calcutta. :
(9) Shifting of the coal, iron ore and foodgrains
traffic to Haldia would reduce strain on the capacity of
the existing docks aﬁd on other services in Calcut®a and,
thus, would permit growth of other traffic in the present
porta.
(10) The use of larger ships, the full or much

. larger utilisation of their capacity and the saving of

4ime would result in lower freight; which would encourage

the growth of traffic at a much faster rate than in the

past, and would facilitate further economic development

of the vast hinterland served by the Calcutta-Haldia combine,
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(11) Haldia would also be a counter maénet town
easing to some extent th= pressure of popul@tlon on
Calcutta.

a Pete >

A major objective of this stﬁdy is to examine
the consequence of the setting up of this satellite port,
for the combined port of Calcutta as also for the eastern
region as a whole,

In section II we examine the comparative performance
of the major ports of India and the relative decline and
stagnation of Calcutta port during the post—independence
period. This provides us with the national perspective,
highlights the factors responsible for the decline and
stagnation and suggests the remedies for improving the
performance of this once premier port of the country,

In section III we analyse the various aspects
of the proposal to delink Haldia port from Calcutta and
constitute it as an indepéndent port. Here we look into
the brdader economic implications of sﬁch proposal particulariy
for employment and land use and also for the economic and
social life of the metropolis itself.

IT. The comparative performance of the major Indian ports

With a string of ports spread over her vast
coastline of nearly 4,000 miles,lB India has always occupied
an important place in the maritime world. Throughout the
ancient and medieval periocds, the ports and harbours of
India played a crucial part in the expansion of Indian
commerce and culture, g=i d

From the earliest time to the end of the Moghul
period, spices, pepper, oils, silks, ivory, precious
stones and other lumuries of life went from the ports of
India to Alexandria, Rome and other cities of West Asia

and Europe.19 The story of the struggle for the control
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of Indian trade between the Portuguese, Duteh, i'rench and
British, and the eventual success of the Bast India company
is well known. Despite political vicissitudes, from the
ancient time the balance of trade vith the outside world
was generally in India's favour, until a few decades ago
when the national need for heavy imports reversed the
position,

With the advent of industrialisation under +the

British rule, Indian ports began to be modernized and the
development of port capacity kept pace with the growth of
foreign'frade;'ﬂftér independence, however, the modernisation
and expan81on of port facilities presented many problems,
Lqulpments and facilities at the ma jor ports had deteriorated
due %o the strain of the second world war. Karachi was no
longer available owing to partition and India was left
with only five major ports — Bombay, liadras, Visakhapatnam
(Vizag), Calcutita and Coehin — with an aggregate capacity
of about 20 million tonnes of traffic a year, which was
quite inadequate for the country's expanding nes d?.zo The
1mmed1ate priority was to develop enother major port in
order to make good the loss of Karachi, for which Kandla
on the west coast was chosen. Mormugao became the ‘seventh
ma jor port when Goa was liberated in 1961,21f Paradip,
Orissa, the eighth, was commissioned in JL966,'2'2 while
two other major ports = one at Mangalore and another at
Tuticorin = were developed and commissioned in 1974.23 In
addition to these ten major ports Haldia, a satellite
port of Calcutta, was comeissioned in 1977 thoughk its
oil jetty was operating since 1968 to feed the oil
reflnery installed uh.ere.2
Pe rformance ‘ ‘

: The performance of a port can be judged by several
indica tors, such as the follow1ng ;
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(1) absolute cargo handling,
(ii) capacity utilisation,
(iii) surplus earning, and
(iv) growth rate, = .

All these indicators do rot point to the same
thing. From the lsvel of absolute cargo handling of a port
we can judge the relative importance of a port, but this
does not necessarily imply good performance of a port,
unless the capacity is fully utilised. Surplus earning
indicates the financial position and thus the economic
viability of a port, ports with higher capacity utilisation
and cargo handling may very well be the ports with negative
profit., Changing importance of a port may also be judiged
by the growth rate of a port, though high growth rate wmay
also be due to having a lower base. These four, taken
together, provide a good indication of the state of health
of avport, :

In case of absolute cargo handling (Table 1) we
observe that, except Caloufté pcret the cargo handling at
all other major ports has besn increasing. Only two ports,
Bombay and Mormugao, manage to sﬁay among the-top four ina
every year (see Appendix,.Tnble-L3)., Some other ports
like Calcutta, Cochin, Vizag and mzdras managed to engrave
their name among the top four once or twice, but failed
to maintain tnat position consistently. The situation with
respect to Calcutta port is most depressing; its relative
position in terms of cargo handling is declining over
time, It ranked first in 1951-52 and second in 196162,
but came down to sixth in 1981-82. Though the new ports -
Paradip,Kandla, Tuticorin and New llangalore — have failed %o .
register their ngmegamong the top four, their position is
improving over .time in terms of .absolute cargo handling,
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Anelysing. the available data of cepacity
utilisation (Table 1), we observe that ;
(1) Only Bombay port utilised its full capacity.
AgaiA only four ports out of the ma jor ten have performed
rell in the sense that they registered more than 80 per
cent utilisation figures - Bombay, Madras, Kendla and
Mormugao, Two ports, Haldia and. Vizag, are more or less
close to the mark while others operating at figures which
are far below that level,

(ii) Newly deﬁeloped ports are relatively less
succescful, e,g. Tutlcorln, Paradlp and New Mangalore.

'(111) The positions of Calcutta and Gochln two
old ports, are also unSatlsfactory. In case of Calcutta,
actually we find a declining level of capacity utilisation
since independence, only recently, after the installation:

of Haldia, has-its position somewhat luproved.,

Meking a detailed analysis of cargo-wise capacity'
utilisation, we observe a lack of cousistency emong.
ports; that for the same cargo, some ports are underutilised
while several other ports remwain overutilised. Another:
general obserwvation is that the newly developed ports,
Specially those installed sfter 1965, are more underutilised
coupled with some old ports like Calcutta and Cochin
(Appendix, Table 42).

According to the surplus earning“eriteris most
successful ports are Bombay and Kendla, (Table 1). These
ports enjoy substantial incregses in surplus, particularly
Bombay. The position of Mormugao. is medium because, even
though it earns positive profit, ite amount is decreasing
over .time, In case of Vizag and Calcutta = Haldia port
complex, we obsérve a cdmplcte switch from positive profit
to negative profit over time, In case' of -tlie latter, this
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negative profit. is mainly due to the heavy loss of the
Calcutta dock, which is not counterbalanced by the surplus
generated by the Haldia dock.25 However, revenue does not
depend only on the amount of cargo'handled'or the number
of ships accomuodated, but also upon port charge and
demurrage charges. If the last two go sufficiently high,
then even if the number of Ships accomnodated or amount of
cargo handling declines over time, the port revenue can
increase, as has been the case of Calcutta port.26 :

The growth rate figures (Table 1) indicate that -

(1) Those ports which ranked among the top four
on the basis of growth rates during the‘period 1951—61
have failed to do so during the last two aﬂcades, except
Madras. : e
(ii) During 1971-81 the top four ports in terms
of growth rate were mainly the new ports, i.e,, those
constructed after the indebendence, which began with a
low base.

(iii) Even though the absolute amount of cargo
handling has increased at Bombay port, the growth rates
for New Mangalore and Tuticorin were relatively hlgher
during 1971—81.

(iv) Except Madras other large ports have failed
to register their name more than once among the top four,
‘ (v) Bhe striking result regarding the Calcutta
port is that the growth rate is nsgative for the first
two decades and then increases slowly during 1971-81,

The sum up, the ports which have iwproved their
position over time in absolute cargo handling like Boabay,
Mormugao and Kandla are also those with higher capacity
utilisation. Similarly, the ports with a very low level
of absolute cargo handling like Paradip, New Mangalore,
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Tuticorin e%c. are also those with a low levelwof capacity
utiligation. Vizag, Cochin and Calcutia stand be tween

these two catagories, Madras'pgrf holaé’admiddle position

in terms of absolute carg& handling, but in terms of
capacity utilisation its position is high. Newly constructed
ports, bsginning with a low or zero base, have relatively
high growth rates, while the older ports handde larger
cargo-and often record higher levels of absolute increase
&n cargo. Taking all the indicators of port performance

into consideration, we nggyyg“thgjpwgﬁj'coast'ports-generally
perform better than their east coast counter parts. Why

this is so0? ik :

In view of the importancé of 'container reveolution!
for the development of ports, let us also briefly ezamine
the available facilities for container traffic in various
ports, From the available data (Table 2) we observe that
in India, Bombay port handles the ma jor part of the container
traffic, but, surprisingly, Kandla, Vizag and Paradip
ports had no container traific upto 1980-81.27 Oalcuttq‘s
position is also poor though it has a lot of potential
for container operations, particularly in view of the fact
that engineering goods., jute, tea, yarn, etc., originate
from the Calcutta~Haldia port complex., Container facilities
at Calcutta-Haldia are underutilised at presen®t. There are
several reasons for this,'as29: :
i, dack of infrastructure for hahdling containers,
ii., reluctance of coniainer wvessels to call
at this complex due to draft problem, and
iii. absence of suitable economic transport system
between Haldia and Calcutta.

For the convenience of the analysis, we propose to group
the major ports into several categories, using their ranks
in terms of absolute cargo handling, capacity utilisation
and surplus earnsd. Table % gives the ranks on the basis
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of each of these, and the aggregate ranking based on those
ranks. We can classify the ports into the following three
categories :

Group A : Bombay, Mormugao, lMadras and Kandla,

Group B : Calcutta=Haldia, Cochin and Vizag.

Group C .: Puticorin, lew Mangalore -and Paradip.
IﬁCldentally the ports in group A also happen to be the
ones holding top four positions in terms of cargo handling
in 1984-85 (Appendix, Table AB);

Why group—A ports are perform1ng better9,
Here we are considering two types of constrelnts

Eads supply constraints and demand constraints, on the
assumption that supply factors.are‘intérnal to the port,
while the demand factors are external %o the port, Ths
prominent supply factors are : (1) turn-round time,

(2) draft, (3)“infrastructural facilities, (4)-labour‘
problems, (5) productivity, and (6) port charge; while

the prominent demand factors are (l) competition from other
modes of transport, (2) directioﬁtbf trade, and (3) unbalanced
growth in the economy. In most cases these factors are
closely interrelated and carry the influence of others.

For example, ﬂmlﬁ@mftwn@mmdtmwnmybedw'm
longer an1gat10nal channel or low labour produc tivity.
Similarly, labour problems 1ﬂfra3uructural facilities and
productivities,draft, and port charges are interrelated
Again in case of the demand factors one may find some
relationship between the unbdlanced growth in the economy
and. the direction of trade,

Let us now examine these factorg one by one,.
Turn: round time

By this we mean the time spent by a ship in the
proeess of entering ports, discharging cargo, reloading
and leaving. Table 4 reveals that turn-round times (TRT)
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of Bbmbay and Mormugeo, two most successful ports, are
much higher than these for Vizag and Cochin. Kandla, ““the
port which is becoming increamingly imporfant, has one of
the highest TRTs, i s |

Higher TRT may result from several factors :
(i) pre~berthing detention, (ii) long navigatianal channel
along with tidal problems, and (iii) longer time recuired
in wnloading, because the ship concerned is large, If
rhigher IRT is due to the -third faétor, then it may not
lead to the decline of = vort, e.g., Kendla, The second
factor is not much important in India except'for Calcutta
port which is 232 kilometres away from ghe sea, Again,
long navigational channel does not necessarily imply higher
IRT unless there is some‘draft problem; in that case
ships have to wait at the time of entering or leaving the
port. 8o it looks that draft is more imporfant than TRT.
the role of the first factor is ambiguous, since pre-berthing
detention can occur due to several factors,'such as_(é)
bunching of ship arrivals (due %o non-availability of
berth); or (b) delayed unloading of cargo due to storage
capacity constraint or labour problems.

from Table 5 we observe that at Bombay congestion
is high and increasing while at Madras and Calcutta port
L s decliinimg. The level of congestion at Calcutta'is
slmost half that of Bombay. Now congestion can arise due
to several factors : (i) if the ships suffer pre-berthing
detentién beyond the reasonable timey (ii) if the unloaded
cargo is not removed from the docks/storage places
expeditiously, (iii) if storms, heavy rains, strikes and
procedural factors cause the delay.

Available inforuation shows that at Boilbay congestion
occurs due to pre-berthing detention and bunching arrivals
ot ships.29 It is reported that goods not destined for
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Bombay are alsa brought tolgombay because of the preferance
of importers for this port;pc This happens because of
its rich and expanding hinterlana and also dus to a well
connected railway'system'which the- Bombay port possesses.Bl
But, at Calcutta congestion occurs-due to the non-availability
of adeguate drafts; ships have to walt until.the proper

2

ireft is available both for entry and exit purposes.

Draft%%

Adeguate draft is essential for the operational
efficiency of ports as well as of the vessels. Generally

“speaking, a port should maintain a draft of 33 It. at all

times. From the available data (Table 6) we observe that,
except Madras, Vizag, Paradip and Mormugao,.no other port
has the reyuired draft. It is striking that even though

liadras and Vizag have no draft problem, their performence

- ig inferior to that of Bombay which does not possess the

reguired draft..Further, while Boubay, Haldia, New Mangalore
end Cochin have more or less the same draft, Bombay is Dby
far the busiest port, while the figures for capacity
utilisation at Haldia and Cochin are not so good. Finally,
even though Haldia's available draft 1s more or les&s
comparable to those for other major ports, the draft at
Calcutta port is the lowest in the couﬁtry, maiﬁly because,
unlike others, it is a riverine port.

Infrastructural deficiencies :

The services produced by ports fall into three
categories

(i) Sea-related services : provision of access
to the port by buoys and moorings, berths, pilots, tugs
and lighters.

(1ii) Lesnd-related services : cargo handling by
port labour, port's cranes,‘ofher eguipments and vehicles
and storage space (in sheds or open).
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(iidi) Delivery-related Services: handling
(eegs customs or consignee!s vehicle), container freight
station (stuffing or stripping), warehousing and port's

transport,

The list of services Supplied in each category
is far from exhaustive, but it indicates some of the main
substitution bossibilities that exist in ports. Some users
demand only the services of one department such ag vessels
calling for bunkers or for shelters, For most of the users,
however, demand for port services ig Joint, that ig o
say, most of them require a combination of " berth Space,
tugFtowing, cargo handling, warehousing and so forth, But
'the.proportions in which they require each of these services
varies considerably between ports,

In case of waréhouse, transit sheds ctc, we observe
no positive asSociati@n with performance (Table"7);*1n'
case of Mormugao, the second most successful port, facilities
appear to be inadequate, while, at the® same time, in Calcutta,
Cochin ang Vizag, ports with poorsr performance, we observe
availability of g Significant amount of Space for dry cargo

storage despite a declins between 1973 and 19so,

Table 8 gives figures relating to different
equipments — mobile cranes, wharf cranes and forkliff
truck - which are in the bossession of various' ports, and
also some information relating to their age, but the
capacities of individual equipments might vary from port
to port. These are not found to be closely correlated
with the performance of the ports in terms of cargo~handling,

Labour disputes

The intensity of labour disputes can be Judged
by the resulting figures of lost man days and losgit ship
days.34 The lost man days figures is calculated by
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multiplying the total work force with the number of days
lostitdie to labour problem, thus the port with g larger
work force may have higher lost man days figure even if
the number of days lost is broportionately low, compared
- to other ports, So, exclusive use of the lost man days
figures, might be misleading,

: Table 9 shows that labour Problems are more acute
in group A poris compared to group B ports (except Calcutta
- port) and, similarly, more acute in‘group B ports than in
"group C ports, So; instead of gefting negative COrrelation,
we get a positive relstionship between labouf_probléms and
cargo handling, This may be due to the fact that the trade
unions are stronger at the busier ports (because of higher
work force) and also that the labourers are nore aware of
- their rights, .-

Productivityf‘”

Here we will examine whe ther success is coreelated
,with productivity, Produc tivity can be measureq in two
ways i

(a) By comparing the absolute amount of cargo
handling and total employment,

(b) By Leasuring the average service time required
to handle 1000 tonnes of different commodities, -

But the first one is not a good indicator, since
those ports which have a longer navigational channel, wider
area, larger network of railway lines and warechouses require
a'larger work force, In the present analysis, the average
Service time to handle one thousand tonnes of comiodity -
has been taken as an .indicator of labour productivity,



S5t

(ki) Delivery-relateq services: handling
(e.g. customs or consignes's vehicle), container freight
station (stuffing or stripping) warehousing gang port!s
transport, : :

' The list of Services Supplied in easch category

s far from exhaustive, but it indicates some of tpg mein
substitution b0ssibilities that exist in ports, Some users
demand only +the Services of one department such as vessels
calling for bunkers or for shelters, For mog+t of the users,
however, demang for port services is joint, that is to

S8y, most of +4hem require a combination of berth Space,
tug—towing, cargo handling, warehousing ang So forth, But
the proportions in which they require esch of these ser?ices
Varies considerably between ports, |

In case of varehouse, transit shedg ete, we observe
no positive @Ssociation with berformance (Table )
case of Mormugao, the Second most successfyl port, facilitieg
appear to be inadequate, while, at the same time, in Calcutta,
Cochin ang Vizag, ports with poorer performance, we observe
availability of o Slgnificani amount of space for dry cargo
Storage déspite g decline be tyeen 1973 and 1982,

Table 8 8ives figures relating to different
equipments = mabile cranes, wharf cranes and forklift
truck - which are in the PoSsession of Various ports, and

also some information relating to their age, but the



multiplying the total work force with the number of'days
lost due to labour problem, thus the port with a larger
work force may have higher lost man days figure ceven if
the number of days 1dst‘is proportionately low, compared
to other ports, So, exclusive use of the lost man days
flgures, might be mlsleadlng.

Table 9 shows that labour problems are more acute
in group A ports compared to group B ports (except Calcutta
port) and, similarly, more acute in group B ports than in
group C ports, So, instead of getting negative oorrelatlon,
we get a positive relationship between labour problems and
cargo handling, This may be due to the fact that the trade
unions are stronger at the busier ports (because of higher
work' force) and also that the labourers are more aware of
their rights.

Productivity: -

Here we w1ll eXamine whather success is coreelated

._Wlth product1V1ty. Produc tivity can be measured in two

ways :
: (a) By comparing the qbsolute anount of cargo
handling and total employment,
(b) By neasuring the average service timé required
to handle 1000 tonnes of different commodities.

But the first one is not 2 good 1ndlcutor, since

- those ports which have a longer navigational channel, wider

area, larger network of railway lines and warehouses require
a larger work force, In the present analysig, the average
service time to handle one thousand tonnes of comodity
has been taken as an indicator of labgur productivity.
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From the available data (Tables 10 and 11) we
observe that Cochin has the highest productivity in minersl
0oil handling and the next is Bombay, But the amount of .
mineral oil handled by Bombay is the hlghest and in case
of Cochin, it is one of the lowest. In Kandls and Madras
productivities are lower compared %o Cochin, but these
ports handle larger amounts,

Similar things occur in case of irbn ore and
fertiliser handling, i.e., on the one hand hlghly productive:
ports are handling, smaller amounts, while, on the other,

- lower—productivity ports are handling larger amounts, Hence
ve do not find any significant relationship (p051t¢ve)
between productivity and the amount of cargo handled, So
we Day say that productivity is not an inportaent factor
for the observed performances of Indian ports,

Port charge

The prices charged by ports fall broadly into two
categories : (i) user charges, and (ii) service charges.
User charges include dues levied on shlps for each ceall,
which vary continuously with one or more of the vessel's
dimensions and dlscontlnuously with the length of.the
stay. river conservancy dues, dues falling on cargo
(wharfage) levied usually on the quality of cargo moved,
and storage fees which cover sheds and warehouses, Service
charges include charges for the use of labour and ancillary
equipment, which vary with the  amount: of services used
in moving the cargos crainage charges which vary wmth the
amount of crane services consuleds mooring and berthing
charges, pilotage, which vary normally with the @EanRbilipng
of the vessels, towage and tugging.
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Now the question arises, to what extent port
charges influence the choice'of port.

mo determine the port through‘whlch the cargo
should be routed, the primary consideretion of the user
is to minimise.the transportation cost, Three clements of
transportatlon costs of routing the cargo through a:port
are 3 (1) internal tran8port costs, (ii) port costs, and
(111) shipping costs. The least cost situction based on
the sum total of these three eleuwents of transportation
costs influences the routing of the cargo through the
given ports, Hence port cherge is an iimportant factor in
determining the supply of ships to .z port., If it is. .
reasonable then even if the « other two costs are moderately
high, the total cost might be. small, But higher port -
'charge alone would not inflyence the performance of a port,
If we assume that the port of delivery of cargo is the
port nearest to the ‘place for which goods are imported,
then sav1ngs nade on the internal transport cost would
offset the hlghcr port charges,

The total port charge consists of several separate
charges such as whnefage charge, 55 ‘port dves, pilotage,
crainage charge, etc. Let us discuss some of these one
by one. :

Table 12 reveals that port dues charged at different
ports are similar, except for Cochin for coastal trade.,
But, for foreign trade, Bombay shows the lowert auves, Also
Bombay and Mormugao are the two most cost effective ports,
regarding the wharfage rate (Table 13), in all goods
except iren and steel and chemical; Vizag and Kandla arc
cheaper for these two, -
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Considering Table 13 and Table 14 together we
get some striking results - S :

(1) Bven though Kandla is cheaper for the handling
of chemical goods Bombay is used more often, :

(ii) Iron ore handling involves larger amount, in

Vizag and Mornugao than in ports like Kandla and Bombay
which are more cost-effective. In case of Vizag, this may
be due to the minimisation of internal transport cost 36
and shipping cost since Japan .is the main buyer of iron
ore. But in case of Mormugao it is surpriging since it is
preferred over the eastern ports despite the latter's
proximity to Japan. But this port has lower inteirnal
transport and shipping costs compared to Bombay and  Kandla
and lower port charges than Vizag and Madras,

(iii) For iron and stee;wthe nearest port is Vizag
and 1t is also the most cost—effective one, Even then,
Bombay handles more of iron and steel than Vizag,

From the above three cases it is noted that the
cholce of port has not been made solély on the basis of
port charge..Thus port charge does not appear to be crucial,
evenli though Important, for the choice of a port,

Demand constraints g

In the present paper a distinction has been made
be tween demand and supply constraints on the assunption
that demand factors are external ‘to the port, Major demand
factors which will be analysed here are as follows::

(1) conpetitions with the railways,

(ii) direction of foreign trade, and

(iii) unbalanced growth in the econony,
While the first factor leads to the decline in the coastal
trade, the last two explain the decline in foreign trade,
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Competition with the railWéys

ThlS questlon has kept. cropping up from tine to

time since the fuld-scale opening of the rallway lines

i Indla. In 1933-34 this rivalry assumed serious proportlons.
The loss of traffic was expecially marked in cases of coal
and wheat. Other coastal traffic, like tea, piece-=goods and
gunnles were also affected by the exceptionally low railway h
rates for transport between Calcutta and Bambay.37 After
independence o massive expansion of rail and road networks

has taken place (Appendix, Tables A#4. and 54) along with

the eXpansion of inland water transport. Table A6 reveals
- that, indpite of the above expansion, coastal cargo

'handllng;at cach port has inereased, though this does
not: imply that ports have rehained unaffected by the

expansion of railways, ;

. Table 15 reveals the clear supremacy of the west -
COuSt ports over the cast coast ones im the matter of
‘handling uoastal tra fflC-38_ /

Further, it¥ is observed : (i) Mormugao andi Paradip
are foreign—frade oriented while Tuticorin is coastal—trade
oriented. Two ports, Cochin and New Mangalore, have
recently switched over to the former category, (ii) Bombay

'_and Calcutta—HalQia port conplex accounted for higher

level of both coastal and foreign cargo traffic, Kandla
has joined with them reccently, (iii) Whereas nost of the
ports have consolidated their position in terms of coastal
traffic handling, the positions of Calcutte and New
langalore port *have deteriorated over $ime,
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Goastal shipping is required mainly for the
internal noverient of douestic comuodities and for the
distribution of iuported goods., In both cases coupetition
from the other two modes of transport, railways and
roadways, is expected, But the reason behind the extremely
low laéwel of coastal traffic (Appendix, Table- AT) is not.
the competition but the inability of the government %o
exploit this mode even though it is cost-effective for

longer movement.39

Relative importance of different ports in terms
of ecoastsl cargo handling may be significently explained
by the policy factors, Mormugao and Paradip were developed
nainly for the export (forcign) of iron ore while Tuticorin
for the export (coastal) of salt and cement.40 Popularity’
of New Mangalore arises due to its proximity to Laccadive
and Amindive islands wherefrom coir and other coconut
products are brought for sale.4l In céase of Bombay its
importance is due to the handling of coastel trade in oil
while, at Calcutta, this is due to the coastal export and
import of coal and salf, respectively., The decline in
 coastal traffic at Calcutta is due to the ‘diversion of
traffic to the railways, |

' Table 16 reveals that railways handle nuch nore
cargo than the cdoastal cargo carried by the porté. However,
the growth rate over tiue is higher for the ports and,
as a result, the ratio of cargo handled by the railways
to that handled by ports has declined, While this is the
general picture, in case of Calcutta Port, there seems to
have been a significant diversion of some inportant itens
traditionally handled by it, e.g. coal, iron and steel,
salt and cement, to the railways (Table 17).

K 4?6‘7“
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For this diversion of traffic o railways both
the expansion of ;tracks and routes and algo the freight
equalisation for iron and steel and telescopic freight
rate for coal by the central governuent are responsible,
Soretimes both of thesc two factors operate togegher, e,k.

* with the douﬁling of railway track in southern zZone,

railways had decided, in 1963, to carry mosthof their goal
requirement in the south by all-rail routaa42 Similarly,

with the opening of the new rail link, the Kandla-Desa

railway, large'quantities of salt ‘were moved by the railways.43
This diversion was hélped by the railways offer of concesg-
ional rates for these traffic novenents,

Direction of trade

Direction of trade can also affect the performance
of a port, Table 18 reveals that, over time, ths reclative
inportance of America and Africa have declined, while
Burope and Asia have increased their share, Again, if we
divide Asia into two parts as Western Asia and Eastern
Asia, we observe that (Appendix, Table A8) the inportance
of Western Asia has increased particularly in case of
inport, This may be an inportant factor, explaining the
higher level of activity of the west coast ports, perticu=-
larly Bombéy, Mornugao and Kandla,

Unbalanced growth in the econony

: Perfornance of any port depends on the cconormic
condition of its hinterland, If the hinterland is rich
. in terns of the levels of incone and industrialisation,

then the cargo handling both for iuport and export purposes
Wwould also likely to be higher, .
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Table 19 reveals that the absolute ievel of
state domestic product (SDP) and the growth rate in SDP
are higher in the western and north-western states collpared
to eastern and southern states, Even though the differences
in SDP were not very substantial among Maeharastra, West
Bengal and Tamil Nadu in 1960-61, Maharastra .camc 4o hold
a far superior position by 1981-82,

Further, Table 20 shows that not only the western
and southern #&tates are industrially richer - €.8., Maharastra,
Gujarat and Tamil Nadu — but also the perfornances of the
industries belonging to western and southern states (e.g.,
chenical, coffee, petroleun, ail and lubricants) appéar to
be better compared to those belohgimg to the easternstates
(e.g., jute, tea and coal). This can be judged ‘from the
exXport and'import figures of those industrics (Table 21
and Table 22), ]

Our objective was to identify those factors which
arc responsible for the lop—sided performasnces of the Indian
ports, From the analysis we ‘have observed that no single
factor is crucial. Only in case of Calcutta port the relation-
ship between‘portjchargéS, T.R.T. and draft holds,., Among
the denand faetors,fthohgh'the conpetition from the railways
15 not important (except Calcutta), other two factors, i.e.,
dircction of trade and unbalanced growth in the econouy
Significantly explain the performances of ports,

Performance of Calcutta port

Mnalysing the availsble data, we obscrve that
whercas the sbsolute cargo handling at different-najor ports
are increasing, there is = declining trend in case of the

Calcutta Port Trus+t and, only recently, after the installation



s 24

of the Haldia port, this downward tendency has been, nore

or lesssy checked. Not only this makes the growth rate either
negative or very low, but also’leads to a fall in Cslcutta's
share of total forsign trade traffic. This share has come

down from 48,5 per Qéﬂt“in 1960-61 to 10,1 per cent in
_1985-86.44 The shafé'gf this port in the cdgntry's container
traffic was iny'8”per cent during 19844854D.Gapacity utilisa-
tion is also quite low in the Calcutta-Haldia port complex
compared to other ﬁajor ports, Régarding surplus earning,

the Calcutta-Haldia complex shows a huge deficit. -

Making a ¢ouparisen between Calcutta and Haldia
ports over time, we observe that whereas the absolute carsgo
hendling in Calcutta port is declining, that at Haldia is
increasing and has ultinately surpassed Calcutta's figure
in 1979-80. As a result, whereas the growth rate of the
Calcutta port is negative, it is very high (due to a lower
baéqj at the Haldia port. Capacity utilisation in Haldia
is also far higher than that for Colcutta. Regarding
surpius,earhing, W2 coserve that whercas Calecutta is
continuously making losses since‘l965,46 Haldia is earning
surplus since its emergence (Table 25) 4

There are problems with the Haldia port too. In
the nid-sixtics, the Haldia Planninngell47 observed that
,thé_futurc of Haldia port was almost assured and thet
the ﬁn&unnoﬁio operation of the Calcutta port would be nmore
than offset by the profit likely to accrue from the first
few years of-'Haldia's operation. It was also said that
Haldia would also réduce the total burden of traffic on
the Calcutta port. It was also hoped that the state econony
‘would be boosted tp by coastal shipping, thus reducing the

overall cost of transport, by a considerable amount of
_saving, which would be generated due to the cheaper cost
of handling of the traffic‘at Haldia than that in Calcutta.

As far as the growth of the‘ surrounding areas
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As far as the growth of the surrounding arcas
is considered, we get nmixed results. Though some industries
have been located there ; e.=2,; fertiliser, or oil refinery,
Hany nore were expected. The likely developuest of a petro-
chenical industry,'with its enoroious forward and backward
linkages, may turn the situation in its favowr in future,
Its surplus ecarnings have, however, failed to offsct

Calcutta's deficit; Table 24 shows how far‘Haldla-was
lagging behind the target fixed for 1975-76 even in 1984-85,

Thus, even the conbined operation of Calcutta and
Haldia ports have failed %o avoid the stagnation of the
Calcutta port. We Ray note three sets of factors which
are mainly responsible for this sluggish perfornance of
the Calcutta=-Haldia port conplex48 s (i)physical a=nd
technological factors, (ii) ecconouic factors, and (iii)
policy factors. Whercas all these factors are iaportant
for the Calcutta port, the first one is not very Aimportant
for Haldd s,

Aniong the physical and technological factdrs the
tost inportant are draft and infrastructural deficiencics,
The nain current of the river Ganga now flows along the
tributary of Padms and, as a result, the river in Calcuttsa
does not receive fresh water for practically nine nonths
Tla s year;JWhat we sce Calcutta now is a tidal crecek fed
by and entirely dependent on the sea tide from the Bay
of Bengal.49 The long stretch of 125 niles up to the sea
18 now entirely at the Lerey of the flow condition of this
tide, but the sand and rocks received from the sea tide
have led to alarning losses of draft (Appendix, Table 49).

“ While the national target is to achieve a draft of 55 feet50
the availability of this is rare at Haldia and %s totally
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non-existent in Calcutta. Also bores, bars and bends

(due to which ships of more %han SbSbl feet length can not
access the port) are the other main headaches , Though the
aveilable draft is higher at Haldia compared to Galcutta,

it is far below the original terged (40 feet). In cage

of infrastructural deficiencics, shipping lines point out
that the Calcutta port has hardly any major handling
equipnent in order. Forklifts, troilers and tractors are. net
available when needed. Oub of 29 robile Cranes in the
Calcutta dock 14 were purchased in 1957-58 and a substantial
nuiiber between then and 1964*65.53 Of the 37 forklifts,

20 were purchased in 1973-74, 10 in 1974=75 and 7 in
1975=76."% 0f the 45 tractors, 27 4rb 14 to 20 yosrs old.55
In the Kidderporec docks, “he crancs at certain ber ths

were purchased in ¢942-43, while in Leuaal Subhas dock

out of 43 cranes, 23 were brought in 1929.56 These are

apart from the fact that no special repalrs of the docks
were done since 1965, becausc of its serious flnanc1al
problems, even though it is urgently TGUUlrbd.57

Among the economic factvors the most luportant

is the stagnation of the hinerland. It is well known that

since the mid-sixties the entire eastern pard of Tnddia

svecially West Bengal, is facing a serious industrial
rccession, Not only the new industries are absent, but

also the performance of the ex xisting industries “is far
from satisfactory, apart from the higher port charges i
prevailing at the Calcutta Port Trust (Appendix, Table A10),

which have led to the diversion of traffic %o other ports,.

Policy factors are no less inportant, particularly
for the decline of coastal traffic, Transport policy has
been fornulated in such o way that the transport of coal
by railway becorés economical upto 1761 kilometres and
for salt upto 2850 kilomctres.58 For coal this occurs due
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to the introduction of a telescopic freight rate structure,
while iron and steel are subjected to the freight equalisa—
tion policy. All these are diverting the potential coastal
cargo from Calcutta to the railways.

ITE. The issue of delinking of Haldia port fron
Calcutta port and other issues

Delinking of Haldig
'The_suggestion of delinking Haldig porf from

Calcutta Port Trust and the development of the former
as a Major port is on Paper for a long time,

Let us discuss the Possible advantages which the
economy and that the Haldia port are expected to. enjoy after
delinkihg, For the convenignpe of our analysis it is
assumed here that Haldig port is self-sufficient regarding
its infrastructural facilities, Possible advantages are
as follows : -

First, since at Haldia 93 per cent of the total
cargé ié handled mechanically59 and also the work force is
‘small, we may hope for a higher labour productivity and
a lower level of labour disputes there, These factors,
coupled with the shorter navigational channel, may make
the turn round time significantly lower at Haldia
compared to the Calcutts port,

Secondly, though Haldis was originally developed
as a subsidiary pbrt, it has now become the main partner,
But it lacks the necessary administrative power and is
suffering when on=the=spot decisions are required, Eastern
India Shippers Association (EISA) has argued that increasing
number of shippers, particularly of tea, are switching
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over to ports in the south on account of severe pilferage
on the way from Calcutta, inadequate equipments for the
rising volume of contalners and higher handling costs.6o
It is also argued that the Calcutts Port Trust lacks
interest in promoting Haldis as a major satellite port.sl
According to this view, delinking is the only answer to
‘Haldia's administrative problems.

Thlrdly, because of the tle—up of Haldia with
the Calcutta port, the latter is handling more container
vhan Haldia inspite of its poor facilities, though, on
economic grounds, much more of the container traffic
should be from Haldla, the cost-differential being up to
Rs. 1500 per container. Opposition to such dlver31on Qf
container traffic comes mainly from the stevedores and
the Dock ILabour Board lobby in Calcutta, as the shifting
of cargo from Calcutta to Haldia would make them re dundant,
Some of them are in business for more than hundred years
with the shipping companies and have developed ves ted
interests., Howeve_, the entire government container cargo
is handled througl Haldia since no middleman is involved,
The problem lies, therefore, in an artificial attempt to
keep the Calcubta port alive at the expemse of the Haldis
port, according to this view. '

Fourthly, presently Haldia's surplus earnings
are eaten away by the deficit incurred by its parent body =~
the Calcutta port. After delinking this surplus could be
utilised for the overall development of Haldia port alone,

Lastly, such delinking would help to keep port
charges of Haldia at a low, competitive level, and would
thus encourage further demand for its services, as well
as discourage the diversion of traffic to other ports
because of high port charges.
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osome of these arguments have been hotly contested

by the Calcutta port authorities: They have argued that
several steps have been taken to make Haldia efficient

such as (i) reduction in pllotage, 63 (ii) development of
container terminal at Haldia, (1ii) linking of Haldia
with Gauhati (proposed) through waterway,65 apart fron

the necessary'adtonomy given to Hal dia, P

Further, ana1y51ng the available data (Appendizx,
Tables All and Al2), we observe that, for some commodities,
not only the labour productivity in Calcutta is higher
than that in Haldia inspite of the latters higher level
of mechanisation, but also the labour disputes are no
less important at Haldia, and the Calcutta port enjoys a
lower furn round time (Table A13) inspite of various
difficulties, :

On the other side, some of the possible dlsadvan-
tages have also been indicated by those who are opposed to
such .delinking and would prefer <the GYlStlng arrangenent
to continue., Their arguments are as followss

First, both Calcutta and Haldia ports are located
on the same river which makes it possible to economise on
aduinistration, pilotage and maintenance if the integrated
set-up is continued,

Secondly, delinking would give ;ise‘to serious
problems of coordination in the functioning of the comuon
nevigation channel, its dredging, maintenance and operation.

Thirdly, the delinking would lead +to the certain
death of the Calcutta port with its attendant consequences,
while the two, taken together, would make the Calcutta
Port Trust economically viable, Further, this would
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brejudicially affect the growth s
the new free trade zone
the cases of industries concentr

ated in the Calcuttsg
Metxopolitan-Districﬁ (CMD) are ; '

e

Lagtly,
regarding the possible impactof delinking on the econ ony
and employment in the Calcutta Metropolis,
‘a Hajor issue, we are now - taki
the following paragraphs.,

Serious concern is being eXpressed

Since this is
ng a close look at this in

'Employmeﬁt

The direct employzent offered by the port in
Calcutta can be classified into

(i) port labourers,
agents and their off
building and repairing industries,
depots and warehouses,

the following categories:
(ii) stevedores' steamer ang clearing

and (iv),employment at

Table 25 gives figures on
Calcutta Port Trugt alone, for 4

how such etployment has decline
23962 in 1986,

direct euployuent by
he recent years. It shows
d from 34328 in 1980 to

Table 26 gives details of direct employment

generated by the port besides those eliployed by the Port
 Prust, Here the port labourers have been divideqd into two
collponents = those employed by the stevedores through
the Dock Labour Board and those gir

ectly employed by the
port awthorities,

It is seen that between 1961 and 1981
assive drop in direct employment, largely
ne in cargo handling, The fall has been
Severest in case of those engaged as dock labourers, The

because of a deeli

nd marketing Prospects of
1e. Sinilar problems would also arise in

ice enployees, (iii) euployuent in ship
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total number directly employed now is around 45000, whose
job would be directly threatened by any further decline
of the port,

" More important, perhaps, are the indirect
employments generated by the activities of the port, o
survey underteken by the Port Comnissioners in 1961 revealed
that about one=third of Calcutta's porulation were dependent,
‘direetly or indirectly,'on‘the-port for their jobs,66
This night have been an overestimation, and in any case
both the importance of the port and its capacity %o provide
enployment have declined since, One estimate shows that
in 1961 about 171500 were engaged in depots, sheds and
warchouses; but there is no firm data on this for subsequent
years. Table 27 shows that the volume of indirect employment
increased from 95000 in 1961 to about 150000 in 1981,

Land use in Calcutta port

Out of 56,92 squars miles of Calcutta munieipal
area, the Port Trust owns about 4 scuare miles of land
spreading from Cossipore to Taratala road.§7 On the north
the Port Trust lands aze mainly 4 riversidei corridor. OO
the south, abutting Garden Rzach Toad, Circular Garden
Reach road, Hide road, Nimak Mahal road, Taratala road,
Port Trust owns a very large area; which nokes it the
single biggest lardowner in Calcutta todayf,Qd In totality
the Port Trust estate, including Howrah and Budge Budge
part, covers an area of 3370 ecres of which 2037 acres
are used by the port for its own purposes. 9 oone of the
well known industries are located on the land owned by
the CPT. Lond has been nade aveilable for the consbruction
of private warehouses: in addition to warehouses built by
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CPT itself around the Hetaji Subhas and Kidderpore docks
and  jetties along.the riverﬁ7o Sites have been provided

- for community. facilities stch as recreational areas,

clubs, play grounds, retail shorping and wholesale Narke ts,
CET has also developed land in the past for the residential
guarters for its own. cnployees. The developnent work
undertaken by CPT over the vears in the past has in turn
generated extensive ‘private development in areas close

by.

. The entire port area can be divided into four
zones.72 zZome A comprises the river front property between
Muttylal Seal Ghat and Cossipore Gun and Shell factory :
Heasuring approxiuately 150 acres.73 Zone. B ig the property
around Kidderpore docks (excluding the Kidderﬁare dock

“proper) ‘and what once used to be the Bpgt canal and consists

of approximately 1090 acrea,74 Zone C covers the south
west part of the port ecstate and 1s” bound on the north

by Garden Reach road =and Netaji Subhas dock, on the south
by Taratals road, on the east by Hide road and Hide road
extension and on “he west by Taratals roéd. This sector is

-

1317 acreas .in aroa.7“ Zone D conprises the Shalinar-

Ramkistopur area and the Tirber ponc area, together accounting

for approxinately 360 acresqf6

" Table 28 shows that, conpared to the city as a
whole, residential use of land*ig Severely restricted in
the port area, as also +he open space, while more of the
port land is devoted to transport ang colmiunications and
industrial activitics, Table 29 gives. zonewise breakdown
of various uses, which also nore or less confirm this
finding, despite some Variations between zones,

One positive consequence of the deeline of the
port and the cessation of soue of the activities linked
with the port would be that nore of the lang under the
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control of the port could then be released for other uses.,

In fact, even without assuning such further decline a case
can be nade out for such diversion in usc in a large

pert of the port arca, The river—front area (Zone A)

can be nore optimally used if many of the existing warehouses,
which are in dilapidatcd conditions are demolished and repla-
ced by taller and newer structures, Another possible alter-—
native is to take the river-front as a major resource of

the city and then to plan for open space, promenades,
recreational facilities and so on, The National Connission

on Urbanisation also holds the view that a good part of

the land presently under the control of the port might be
rcleasced for somé urgent uses, Some. of the other uses of
Zone.A‘land,,Such as bathing ghats, burning ghats and tenples
can be. combined with such recreational use, while the

big Poestag Bazarlcan be felocated.

_ A good part -of the port land around the Kidderpore
dock (Zone B) can also be released for alternative uses.
The bustees can be redeveloped, warehouses can be rebuilt
on a smaller space, while the industrial use of the land
along the Hide Road may be retained,

zone C mostly consists of low=lying water-logged
areas with no effective use., Already a proposal is under
consideration to redevelop it with residential, office and
other facilities, A part of Zone D is subject to flooding
and is used by the timber nerchants to bring boats filled
with tiuber during high tide, This is a suitable gite for
boat=repairing and boat-building activities, but not for
other purposes. Other parts of the zone are covered by
flour nills, godowns, coal siding and a Variety of
activities,
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In short, it is possible to divert a substantisl
part of the existiﬁg'land under the port authoritics for
other uses, cven 1f the port is assumed +o suffer no further
decline in future mainly for residential and recreational
purposes, and partly for commercisl and industrial activi-
ties. The denise of Calcutta Port woula help to releasec

& hDassive amount of land for other Purposes,

However, the overall écononic impact of* further
decline or the demise of the Calcutta port:cpn_npt be
assessed without hard statistical data on thé'iinkage between
port activities and those related to banking, iﬁSyrance,
coulllerce and industries in the city, The data wé have -
given so far highlight the severe impact of such delinking
on direct enployment and indirect ehploynent connected
with industries which are dependent on the port,'but are
by no means exhaustive, There is every likelihood that
the advantage in terns of Dore,land‘being released for
other uses would be Lore than outweighed by the negative
itipact of the shock of the decline of the port on the
rest of the econony: On the othor hand, a substantial turn
in the fortune of the port is unlikely in the near future
without a nassive econoiilec revival in its hinterland,
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PERFORMANCES OF IWDIAN PORTS

=

Ports Absodute cargo handling Percentage growth rate
- (in 10000e¢tonnes)
| 196dE5e 1961 =62 ¢ 1971=72"  1981-52 Lobiz 2 SR
| Bombay Hp e sy 162.0 193.9 85.20 16,47 16.48
u Mormugao = 65,0 10 149.7 = 80.00 27.89
Madras - 20.5 34T 68.0 114,0 69.27 95.96 67.64
; Vigeey i 27.6 86.0 109.9 .21 211.59 27.78
; Gestutn © | deg o Dol 4000 L oBBa0 . g6 106.14 17,02
_.L s Cellonitite 94.5 . 92.0 73.0 94,7 =263 +20,87 29.72%¢
. S Heldia 4 e - - ~ bl = -
o0 Kandla MeB 4 sy 20.0 96.9 968,88 43.88 384,50
Raradip. . = - 10,0 L 2P B = - 17556
| Taticorin'® = ¢ - 2isefle . ol = S 955,01 1

New Mangalore - - 3,41 16.4 = = 519,661MM
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B e e e

: 4L .
TABLE = 1 (Gontd.)

Ports

Surplus earning. . ~ Capacity utilisation
(in Bs. 10 milliong) g i, :
- 1960-61 1983-84 1984~-85
Sombay 3.41 45,99 100
Mormugan 1,630 0.04 90.
I"Iadras 004‘9 0-49 ; 93
Vizag 0} 3535 —4,48 il
Cochin =004 26,35 56
Calcutts 0.43  =11,4299 50
Haldiag b denisl 3 8%
Kandlg 0.04 6.31 ; 92
Paradip o =8452 44
Tuticorin - - 69
New Mangalore = = D E R S
@ Including Tuticorin
0o IneludinguHaldiaz

m Kok 1968-69
nm  For 1975-76 iy A AT AR
nnm - For the period 1975-76 +o 1981-82

Sourceg -

(1) Goverament of India,

Minis+try of Shipping and
Trans port, Eggggi_bggk,on'transnort $hn Todd s
1969'—70 °

(2) Government of India; Ministry of Shipping and

Transport, Transport Research Division,
Bagic Port Statistics 1982-83,

(3) Government of India, Ministry of Shipping and

(4)

(5)

Transport, Lodis~Ports and Shinnigg_ﬁjgi;ajigﬁ

1970,
Calcutta Port Trust, Research ang Planning
Department,

Business Standard, 11th April, 1984,




TABIE = 2 -

GONTATNER TRAFFIC HANDLING AT MAJOR PCRDS IN TBUs® 1980-81

Portﬂ;" i L R _A Lpaded T -Unloaded
e e 50144 - 51137
Hormugao : et plave 1)
Madras N eeE ' 4668
Cochin 10910 L GBhil
_Qalcutta-Haldia - 7352 L BLE.
Tg@icorin i1 2 w4505 ‘4820
Ay

New Mangalore 212

¢ Twenty foot equivalent unit

source = Government of India, Ministry of Shipbing and

Transport, Transport Research Division,

Basic Port Statistics of India, 1979-80. -
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RANKS OF‘PGRTS IN TERMS OF EERFGNKANCES

Port P Absolute Capacity Surplus ot al  SHBNerat 1
: cargo utilisa—= earning of ranking

§ & R handling tion : ranks
i -1984-85 1984-85  1983%-84

% : i
i
5

=
=
N

Bombay ff‘ it
j i Mormugao

| g Madras ..

Kendla

4 12
3
2
Vizag | B
: .
6

o2
op

Cochin ShT e b
Calcutta-Haldla :
Heldia: . - Frigi e Al
Tutacorin '
New Mangalore 9
Paradip 10

=
o o I ©) B O UG I N TR |

4
3

2

B 16
i

8

BCIEG, o MRV TR T SRETI O

(98]
S
iy
I
i

21 8

Source —iﬁéééd on:Table_l andvAppendi;{Tablé)AB.uw‘MM_
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TABIE. - 4
TURN ROUND TIME OF SHIPS AT MAJOR PORTS
(in days)
Ports 1967-68 . Tl
Bofibet . s R SElda e S5
. Mlormuggo oo i R6. gy 9.40
_Madras. = o I S R Ry ' 4,90
Kelial e gRe : Peglidun: L ReEIG
Vizag el e i d 6.14
~BORREIR - - i e G gl ; S 1T : :
Galeutta 12,29 16,21 |
Paradip : = 9.350 : :

n Sandhead to sandhead

Source - (1) Government of India; Ministry of Shipping and
Transport; Pocket book on trapsport in India,

(2) Government of India, Seventh Lok Sabha; BEstimates
Commi ttee (1981-82), 22nd_Report on Ministry

of Shipping and Transport,

TABIE - 5 | |
CONGESTION FIGURES AT MAJOR PORTS

Port = ‘Maximum number of Maximum waiting ;
ships waiting periods (days) - i
Tlefelot Ui 2 ot i 1980 eV gs] ]

Bombay 38(Sept) 30 (April) 20(Jan) 45(July) :

Calcutta—

Haldia l9§Jan) 19{Jang 29§Jan) 6(Jang

Madras 4T7(Aug)  27(Aug 19(Jan) 18(Aug

Source = Government of India, Seventh Lok Sabha, Estimates
Committee (1981-82), 32nd Report on Ministry of
Shipping and Transport,




New Mengalore ; 30.0

Lo
TABLE - 6
TRAFT FIGURES AT HAJOR PORTS, 1981
(feet)
Port S s Actually To be
: A maintained maintained
Bombay (ILndira Dock) 30.0 34,0
Mormugao - B : 3946 4043
Madras (Jdawahar Dock) i BB 351s 5
(Quter harboux) : 46,2 46,2
Vizag (Inner harbour) 25l Bk
(Quter harbour) 5035 505
Cochin ; ‘ ‘ 29,7 3040
Calcutta 2 2641
Haldia | 24,11 39.9
Kandla i lopils by 1 32,0
Paradip : 34.0 = 39,0 39.0
~Bubicorin © 7 - . 270, 500
30.0

Source - Government of India,.Seventh Lok Sabha, Estimates
Committee (1981-82), 32§d_§gpg;i on Ministry of

Shipping and Transport
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TABLE = 7
DRY CARGO STORAGE ACCOMMODATION AT SEVERAL PORTS
: area in square metre)
Port Traﬁsit shade  Warchouses Total No. of berthsf
Sl97 Sess o 1982 1970
Bombeay . egeRbl ol 6h s 925 54
Mormnugao b el T en 41049 T
Madras ATean: 5507 Relgs 78.0 18
Vizag 2240 33.8  27.0:% Beliis. i
Cochin 3348 5348 15, T8, J:Qigike e 15
Calcutta 28DE.  §5.0 45z N man g0 e,
Kandla LD S 25,8 i 22.3 4
Paradip T 1G52 g Sl i
Tuticorin S5 C R s o 5ed =
New Mangalore 2.0 4.4 =

a0 2 QD

sSources

LGz=l5,
- Government oFIndis;

(1) Government of India, Ministry of Shipping and

Transport, Pocket book on transport in Indi

Ministry of Shipping and

Iransport, Transport Research Division,
Bagic Port Stotistics of India, 1982-83%,

e



LR =8
MECHANTOAL FACTILITIBS AVAILABIE AT VARIOUS PORTS (1980)

Port w“ R Mobile cranes . Wharf Crames Fork 1ift trucks
‘ Total Less than . Dobtal Iess than  Total Less than
No. 15 years 5 NGk 30 years No. 10 years
i old | § ol olad

Bombay . ad : 10 Tonen . 104 75 " 66
Mormugao 5 1 ” 15 : 6 6 o
Madras (oo 6 S e 76 76
Vizag i el iioZ0 R 54 42
i Cochin 5 9 4 24 _ ALTO 52 5o
O anetha e gy B e bl 69 el 48
Bl o 3 26 . 5of 10 8
" Paradip, 6 4 3 3 18 18
Duticorin i 5 104 10 18 18
, New Mangalore 6 6 80 0 5 o)

Scurce ¢ Government of India, Seventh Lok mm@ﬁm. Bstimated Comaittee (1981-82),
: 3ond Report on Ministry of Shipping and Transport.
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e TABﬂﬁ -9

SHIP-BA%?~LGSm DUE TO LABOUR PROBLEMS AT MAJOR PORTS

: Source -

S M ;'. - —L. — "
Ports pEeae o 1980
~ Bombay 3 Cloel s
Morﬁugao' .176; i '?'”{ i
 Madras el . 151
Vizag SR -G L
Cochin 96 ; Bl e
Calcutta 2198 375
Kandla 77 129
Paragip 38 70 -
Tuticorin - : O 61
New-Mangalore : . oiE 52
e

Government o Indla, Seventh Lok Sabha,

; Estlmates Comnittee (1981-82), 321@_1§11]ﬁ

: on Minlstry of Shlpplng end Transport, .

e
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TABLE = 10

AVERAGE SER'VICE TIME TO HANDIE 1000 TONNES OF SEVERAL
comonm AT MAJOR PORTS (1980-81)

o e it hours)
Port . Mineral oil TIron ore Fertiliser
Bombay - : it = 24.03
Mormugao 2,63, - 283 29.96
Madras Yo 9. ol 17,26
Vizag B R 0} 515 25,83
Cochin , 1.48 - 26470
Calcutta 1.97 5.50° 29.48
Kandla ‘ 2.20 = Ao
Paradip = 114 - 30442
_Tuticorin 281 ol : 15.24
New Mangalore 3,34 7.80" 24.12

a. Upto September 1980
b Upto February dg=1

Note - Yearly average has been obtalned fron monthly data,

Source = Vizag Port Trust, Research and Planning Depar tment,

Statistical Bulletine 1980-81, No. 12.
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TABIE - 11 G

- CARGOWISE HANDLING OF TRAFFIC AT MAJOR PORTS Ga980-81)

(in 200000 tonne§§ ; .
: 2 e e e

. Port < : -Mipqrqgvoil Irone ore Feftillsgr/’

Slmin i e i : e - rock phos-
S ket | i pha‘be/
T e : sulphur

ERaREGI W e e Yy i

"Vi%ag‘ : AR i : 57

-:Paradlp B ; e . 18 .
~Tuﬂﬁcor1n WA KR ge B G L S

h_
Lo

Mormugao i > ! LB léG 3
Madras ‘ ; _' 46 e

Calcutta-Haldia . ~ 52 i
Kandla el S e

B S RIS TP B oo B R

New M%ngalore AL s SoRs s s ;:2

".»‘Q'

o Source = Government M:r.nls‘bry of Shlpp:.ng and. Transport

. _.7. Transport Rquarch DlVlSlon, Bas;a_Rgni .
, Sxajlﬁilgs Qf Ind:a 1980—81 _ 5



IABEHS ~ 13
wowH DUES wwoz SHIPS/STEAMERS IN COASTAL byu FOREIGN ewbwm 196¢
(rate per ton of 5o& registered tonnage)

Port Typs of Coastal _ : . n
. vegsels = Froguercy of-puyment-—Hzte - Frequency PayHent Kate
| o : (paise) . (paise)
| Bonbay Steaner cnece in a nmonth 12 once in a nonth 12
Ships once in a month 12 once in a month 12
Madras _ Steamer once in 60 days 25 on each entry : 40
o Ships once in 60 days e on each ontry : 25
Cochin Steaner ,_obom in50 Qm%m_ 25 on each antry - 25
| L ; mﬁwwm once in 60 days 10 on each entry AEDh
w 7 Calcutta Steame . once in 60 days Gl oni each entry ; 25
W > | mwwwm once in 60 days N2bi on each entry _ 25
, Kandla Steomer once in 30 days 15 once in 30 days : 19
m . Ships once in 30 days sl once in 30 days . 19

i~ = 2 asemmrs - st v e

source = Governuent of India, Ministry of Shipping' and Transport, Direetorate of
Iransport Research, Rort Transport Statistics of India, 1969-70.




LABLES = il
WHARFAGE RATES AT PORTS FOR SOME GOODS EXCIUSIVE OF SURCHARGES, 1969-70

(Rs. /ton)
ﬁ Port Sulphur ‘Food Iron 0il fron and Steel
| grains ore cakes? inport export
| (rice ¢ . |
| inport) _ ;
Bombay Bldo @ ose o ae 2.80 7400 7.00=9.00
Mornugao 5.87 2452 2.52 = 2e 8l 5.87
Madras 6.00 9.00 5.00 8ed'T 9.00 9,00
Vizag 5.40/ 3020 Sail> 4.90 5435 5435
4 : 4440 tE
& Cochin 5.00 55005, - L Bans s S | 7.50°
.« . Qalcutta ' 9,00 5.00 £.80 & | 1160 9.00 3.00
Kendla = 3,00 4,00 . - 2.00 3460 4495 Lo
New : ,
H&gmmunonﬂ-m i e o .HW « 00 T o=

¢ for 1980; (a) in bulk; (b) per cubic meter .
Sources— (1) Governuent of India, Ministry of Shipping and Transport, Directorate
: of Transport Research, Port Transvnort Statistics of India, H@mmlqon_
(2) Governuent of India, Seventh Lok Sabha, Bstimates Comittee (1981-82),
_ 32nd Report on Ministry of mwwkubm,msm,ewumm@QW¢. Governuent of India.




TABLE = 14

o

CARGUWISE TRAFFIC HANDLING AT MAJCR PORTS (1970-71)
(In mﬁddd@nmdnnnﬁﬂs)

Port:* Fertiliser/ Food Iron Mlneral Iron, steel
e .rock phos- grains’ ore ‘ 011¢ and machinery

phate/sul- : | ‘
phur _ |

Bombay L3k 10 = 83 6

Mormugao i o 76 6 -

Madras 5 i 24 46 2

Vizag 6 2 49 24 4

Cochin 3 D - 40 -

Calcutta= )

g b~ 9 4 Ba 6

Kandla 2 3 = 64 &=

Paradip = = T2 = T

Tuticorin - - - - -

New -

Mangalore = = = 53 T

Q- For 1980-81 Ircluding ccastal uraff:c.'
of- Indla Mlnlstry of Shlpplng and

2ocket Book on Trapsport in Iandia,

Sources - (1) ‘Government

Transport,
(2) Government of India, Ministry of Shipping and

Trangport, Transport Research Division,

Basic Port Statistics of India, 1982-83.
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TABIE - 15
TRENDS IN COASTAL AND FﬁREIGN CARGU TRAﬁFIC AT MAJOR PORTS
(in million tonnes)

Port : Coastal Foreign i lCGastal Foreign

| (1960 = 61) ~ (1982 - 83)
Bombay 3.294 1X.055 9,561 13,648
Mormugao e et 6;4019 - e445 12,369
Madras .818 R o2l EIL056 11,018
Vizag 601 2,162 e e
Cochin 1.063 947 1.469 4.241
Calcutta— _
Haldia 2.889 16,502 2,880 7564
Kandla «400 I 4.884 Te474
Paradip - = = ' 1,572
Tuticorin el el 2.186 L.042
- New : e :
. Mangalore «259 «146 SRR 2.045

¢ Ineluding coastal traffic.

Sources = (1) Governnent of India, Mlnlstry of Shlppxng and
Transport, E99_ﬁI_bank“nn_ixanann:i_Ln_Indla
1969-=T70. : :

(2) Government of Indis, Ministry of Shipping and
- Transport, Transport Research Division,
Basic Port Statistics of Tndia, 1983%-84,
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TABLE - 16
RELATIVE INPORTANCE OF "PORTS AND RAILWAYS
(in 10 mllLlon tonnes)

Year Railways' Port§ coastal Rafio of-failﬁay
fhrgErgo T L, T0arg0 : - to coastal cargo

1560=61 . 7% 155605 7 £ DL 13,37

1982-83 25460 25 h Y : 10411

Sources - (1) Government of India, Ministry of Shipping and
Transport, Pocket book on trangport in India,
1972=73.

(2) Government of India, Ministry of Shipping ard

Transport, Transport Research Divisions,
Bagic Port Stotistics of India, 1982-83.

TABIE - 17 G
STUDY OF DIVERSION OF CALCUTTA-HALDIA PORT'S TRAFFIC TO
RAIIWAYS {in 100000 tonnes)

I Mode of Year Coal, Lolrontongd. o .ooalb
transport coke Steel” _
Railways  1951-52 202,08 e 5T 12,64
1978=179 381,01 70,69 25116
Calcutta- :
Haldia 1951=52 S 35 Skl
'  1978-79 1050 5,667 1.49%99

n Bars, sheets, girders and other forns.
pp For 1975-T76+
99 Including inland traffic.
Sources = (1) Government of India, Central Statistical
Orgenisation, Statistical Abgtract, 1982.
(2) Research and Planning Department, Calcutta
Port Trust.
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TABLE - 18
FERCENTAGE DISTRIBULION o INDIAN EXPORTS AND IMPORTS

Comtinent: o T enL, T 1976-77

e i Ekport : Import:‘f- Export Iuport

Americs o 2842 S8 et I ot 24,6
i | 56,8 2105 B 1.4
o Ao 9.5 6ok 4.3

‘Agia andg : . G s

Ooe?n%aJ A e 2T 5.2 BORT

Source - Ruddar Datt and &,p,u, Sundharan, Indian Foopopy,
... 2981, pp. 639, 610,
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TABLE = 19

NET STATE DOMESTIC PRJD&UT AT CURRENT PRICES

(Bse in million)

of Total?

State Absélute SeDePo Percentage
1960=-61 . 1981-82 -1960-61 1981-82
ASson 3,360 27,984 2.69 2,66
Bihar 9,930 70,400 . 7.97 6.70
Crissd 5,141 34,891 3400 Dade
West Bengal 13,394 87,953 10.76 8.38
Pubjab 4,038 55::591r 5eld 5.08
Haryana 2,450 A5 (50 1.97 ik
Rajasthan 5,594 50,065 4.49 4,77
Gujarat iy 582 15420 5.93 7.19
Maharastra 15,974 1,57,406 12485 14.99
Uttar Pradesh 18,431 dy4if, 550 14.79 14,906
Andhra Pradesh 9,832 83,356 7.89 T+94
Madhye Pradesh 8,073 65,496 6.49 6.24
:ala 4,322 5B T 3446 304
Karnataka 6,916 57,949 5455 5453
Tamil Nadu Sl 66,919 8.93 6.39

@ Totol SDP of these. 15 states:
vource — Government of India, Ministry of Planning,

Department of Statistics, Central Statistical
Oré\:—nls Al Dy ;m! = iij g te Qﬁ g x : j Dou | { ;
June, 1984, ; .
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S DABLR=ans
IRVEL OF iNDUS?RIALISATION OF VARIOUS STATES
Stotei ol Numbér of reglstered " Share of secondary |
factories . isector in S, PL | 3
: e e WGBS gl 1974=75 . . i{g
Assam ;o ou0nt : 466" “_'  , 18.7. ' N
YRl T e sis o 5,
Orissa Py (186 : : 14.87 g
West .Bengal Catiae 26,2 s e
Punjab i 515 1853 3 e
Haryénal ” - ‘ 255 : _ ?;
Rajasthan e A | G naEs § :
Gujarat i 31.0
Neharashtra . gie “n2.0 5
Ut#ar Pradesh . = 1429 15.8 o ]
indhra Prodesh 1352 : 16T
Madhys Pradesh  *° 1230 22.8
Kerala . : T 1955
Karnataka, : 960 : I
DobddfNedu . o 2780 . 920,

P For 1970 , 3
Sources - (1) Government of India, Central Statlstlcal

Organisation, Siailailaal_ﬂ_siragi 1982, - f'
_A2) Rudder Datt and X,P.M. Sundharan, Indian -
- Economy, 1981, Pe 37. :
- %
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TABLE = 2L
EXPORT OF SOME PRODUCTS FROM INDIA IN 1960-61 aAND 1980-81

Product/Unit -~ : S o RYB0=61 1980-81
Jdte‘bagé'and fabrics : - 184 ¥ 647
(1000 tonnes)

Raw cotton ; 33 152
(1000 tonnes)

Cotton fabrics 63,00 o -14,12
(100000 metres) Lui ‘ :
Coal - ' ' 11,48 1,08
(1000 tonnes) : :

Tea | - ik < Jojiag ' 2,29
(1000 tonnes) : i
Goffee? - 19 66,80
(1000 quintals)

Bobaceo . 46 . 19
(lOOO’tonnes)

Iron ore znd concentrates 351,91« 224,03
(1000 tonnes) . s s

Bleyp o BN IO v i g ; 2,93 97

(1000 tonnes)

¢ Unroasted
n For 1979-80
nn For 1965-66

Source - Government of India, Central Statistical Organisatioh,
Statistical Abstract, 1982.
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: EIORTR o by o :
IMPORT OF SOME PRODUCTS TO INDIA IN 1960-61 AND 1980-81

Produc t/Unit _ 1960-61 1980-81

Raw Jute ' S 101 R
(1000 tonnes) : .
Fertiduger . : , . k22 4832
(1000 ‘tonnes) £, ;

Raw Cotton s Ry 237 i
(1000 tonnes) ;

Petroleun : gL 52,63.47
iR lqoooo) ; S i

Organic chemical ;24,83 201,79
(Bs.. 16000Q) - ' -

S u Bl b D D b psa e Rl B
(1000 quintals)

Source =~ Government of India, Central Statistical

Organisation, Statistical Abstract, 1982,



‘

. S . TABIE - 23
PERFORMANCE OF CAICUTTA AND HALDIA PORTS

Port ' Absolute cargo omwmmwﬁﬁ‘ Growth rate Surplus earning
handling Utilisa- (%) (Rs. 10 million)
(million tonnes) tion(%)
1970- = 1979~ 1984~ 1984-' 70-71 to 1981 1985~ 1986~
T 80 85 85 s 84-85 82 86 87
Coflgntbe | 'G.80 L0360 Fuseil 50 siesk.Emi . - -12.87 -5.59
Haldia A% 021 4495 6.5% 81 +309.52 [ +4,35 +10.96 #8,38
Calcutta : S
Borttirustl 6,01 S e et 66 . +T1.54 - = 1.9L% +2.79

-61_

Source - ow.“_.osgn.nm Port Trust, Planning and Research Depar tment,




-.-62—'

: TABIE - 24
TARGET AND ACHIEVEMLNT HAIDIA PORT (mllllon tonnes)

Comngdlmio 4+ LA TR s Targst for Actual handling

: 19b=76 in 1984-85
Petroleum, oil and lubricants _ 5400 3418
Fertiliéer, rock pﬁoéphate 2+20 Ol cife ‘.:
Foogdgrains : 2,00 0.02 :
Iron ore T34 : 5,06 (nil) ,F;
Coal 2 ¥ : 5;00, | : 1.6,
Salt c 0490 (nil)
Total 21,60 ' 6.53

Sources = (1) Government of West Bengal, Development and
Plamning (Town and Country Planning)
Department, Haldia Planning Cell, Interim
¢ Sdrafecy Pign, 1971,
(2) Calcutta Port Trust, Planning and Research

Department, B_zu&m_gﬁ_En:i_BﬁziQrmangﬁ
1985-86, :

-
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TABLE = 25 4

: *  DECLINING EMPIOYMENT IN CALCUPTA PORT
& ; _ - R [ -

B

TR T e 4 Empioymé#f 5

o | .

1983-84 | o -
1985 R g Ay B 25,511 .
e e g ee

¢ Including Haldia

P . 3 »
Source = Calcutta Port Trust, Research and Planning

A

Department,

Ot o i Aoty 3 - S SRR



DIRECT EMPLOYMENT GENERATED BY
IN CALCUTTA DOCK o

U e e

s 64
TABLE = 26

ALCUITA PORT TRUST

Activities i 1961 1981
1. Pert labour :
a. Under'direct pay role of CPT 42,000 23,962a
b. Registered in the Dock Labour B
Board 19,000 8,848
2. Stevedore agents 3,400 800?
3. Steamer agents 4,800 2,600%
4. Clearing agents 3 6,000 Not
i e : ' availadle
5. Ship building and repairing 1,003 2,173
6. Depots, sheds and warehouses Tl L. Tds5000 6,453
: (1272

(@)

(n)
(nn)
(a)
(b)

Sources = 1, Nilmani Mukher jee,

This is for 1986; Datas are collected on the basis of
door to door visit of 50 per cent Agents., (There were

16 Stevedor'agents‘and 45 Steamer agents in
Including indirect employees also.,

1984),

Only direct employment as reported in Census of India,

Calcutta Port only; for 1986,
For 1982,

The Port of Calcutta = A

s The Commissioners for the Port

short History
of Calcutta, Calcutta, 1968, p-208.,

2. Census of Indigz J 96 Solis v Bengal and

ﬁlkglm*“Eaxlel_BL;lmQﬁggxa;mﬁggagmigwiahhmi,1

Table B - IV, Part G,
3. Censud of Tndio, 7981 . Schiege

: ’
and B (4ii)

&m%ﬁL&mm&a@kmkﬁ,PmﬁﬂiIA
Table B - 12,

4. Government of India, Ministry of Shipping and
Transport, Transport Research Division,
i L Statistics of India, 1981-82,




ABLE =20
INDIRECT EMPLOYMENT GENERATED BY CPT IN CALCUTTA

Activities . 1961 : 1981
1. Jute: v | . 15,872° ‘99555
2. Leather 14,987 24,543
3. Chemical 18,588 ERE2 05
A A Ifgn and steel iy 025 6,973
| 5. Engineering : 22,866 75,608
6. Tea , 2t s e )

7. Trucks (using the port) 16,000 5,600

(n) There were four thousand trucks running with the
Port Commissioners permit,

(nn) There were 1400 trucks using the port daily. In both
cases it is assumed that four persons rer truck ds
required, : s

Sources = 1. Cepsus of India 1961, Vol, VL, 'H‘_Bgngglhanﬂ

' Sikkim, Pert-I1IB(i), General Economic Tableg,
Table B-IV, Part C.

2. Cengys of Tndia 1981. Series 234 _M,mﬁgngal
Bart - III-A.and“Bmiiilmﬁsnﬁra;hﬂggngm;g
Lable, Table - Bla, iy

3. Nilmani Mukher jee, The Port of Calcutta = A
ﬁhgxinﬁiﬁignl, The Commissioners for the
port of Calcutta, Calcutta, 1968, Pe 208

4. Calcutta Metropolitan Development Authority, .

Employment and Lconomy (Semlngr Renort ),
1983, p. 550




.LAJD USE IN TriE PORT AREA AND, TIE CITY OF CALCUTTA -

et

TABL” =28

. Mode of'usé' Percentege of ~  DPercentage of
: N T Galcutca s land port's land used,
‘used,: -L983 e 1980 ;
TransportationQ and g2 :
communication : 13:.55 : : | 25454
Commercial _ il o e - 2.61
Instltutlonal 47 1.70 i R 2595
Industrial 3.84 | 20.08
Residential L2 0 S 5k
Open space 29gF00 . aniny 14,40

¢ Includes rallway 11nes.

Sources - 1.

H.K, Sen and A35001ates Consulting Engineer
(28B, uhakeSPeare-Saranl, Calcutta), Calcutta
Rort Trust Land Use Plan, 1983. (Work made on
the recuest of EMDA) -

A.K. De and Associates, Consulting Engineer

(33, Brabourne Koad, Calcutta), Report on

land use survey, valuation, Calcutta Port

Irust Estate, 1983. (Work made on the request

of ClDA).

Calculated on the basis of data, provided by s
Calcutta Metfopolitan Development Authority,
Area Planning and Development Control Circle,-
Directorate of Planning, Calcutta Metropolitan
District, Existing Tand Use 1980, Report NHo. 126
Violume il om, 4,







= 68 -
TABLE — 29 (Contd.)

liode of use Zzone C SI5 = ZonekDis
Land - of “zone Land % of zone D
C total total

Transportation 182.00 5080 108.00 30.00
Commercial = S - 42,5 3447
Institutional & e = =
Industrial 249.40 18,92 132.00 36,66
Residential 50.49 4385 1.00 0.27
Docks and ; :

jetties 285.69 21.69 = =
Open space 406.0077  30.82 I 48,50 13.47
Warehousing,

godownsg and

open storage 142.46 10.8% 285000 Lol
Total 1517.00 360,00

(+) Percentage figures do not make 100, since ‘some .uses are
excluded from the study.
¢ Including open space.
9¢ Including water bodies,

sources — 1, H.,K. Sen and Associates, Consulting Engineer
(28B, Shakespeare Sarani, Calcutta), Calcutta
Port Trust Land Use Plan, 1983. (Work made on
the request of Calcutta Metropolitan Development
Authority (CMDA).)

2. A, K, De and Associates, Consulting Engineer

(33, Brabourne Road, Calcutta), Report opn land
use survey, valuation, Calcutta Port Trust
Estate, 1983, (Work made on the reguest of
CMDA) .
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PORT CAPACITIAS AND TRAFFIC HAN

TABLE =42

bﬁmb AT JMAJOR PORTS (1980- =813

(million tonnes)

Port :MH[E{OH@rfitatli Coal Petroleum, oil, lubricants
Capacity _ eﬁmePo Capacity Traffic Capacity Traffic
Bombay - - = - 10.50 8.18
Mormugao 14.00 il 2l = = S50 0.59
Vadras 8,00 2475 = = 4.00 4458
Vizag 8.00 5.66 = = 2,00 258
Cochin - - - - 3,50 3494
Calcutta = = 1,00 - Q.22 0.50 0. 69
Haldia 4.00 0.01 2.00 0,66 3450 4.46
Kandla’ o G- = = 11.00 6,32
Paradip 5.00 L. 82 = - = =
Tuticorin - = = o 1,00 0445
New
Mangalore = = = = 1.80 0,21

ey




TABIE - A2 (Contd.)

Ports b PG o ” w‘ mbbemF!DmebII!ii

: i Capacity Traffic : Capacity Traffic
| Bombay - c e . 6.00 8.55
W Eowsgmmo = i - 10435 0.75
| Madras 0.60 6,76 2.40 2 sl
. Vizag 0.30 0.13 2,10 2.08
Cochin 0.30 Guble Yot 1565 0.72
Calcutta = ‘ = : =L A(o]0) 2.93
‘Haldia ~ = 0,76 0.32
| Kandla 0.90 0.66 1.15 154
w “* Paradip - - © 0.35 0.47
| B bngdesrdn:  owl = 170 2018

L & New ,

Mangalore = = i DB BT

Source - Government of Hﬁmpmw Seventh Lok Sabha, Estimates Comnittee

(1981-82), 32nd Report, on Ministry of Shipping and
Transport., .
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- 72 -
. TABIE - A3 i
CARGO HANDIED BY MAJOR PORTS (1984-85) (thousand tonnes)

Port Y Cargo |
Bombay - : S 25,770 |
Mormugs,o ‘ e , - M5

Madras b o ‘ ' ‘ 15,005 .
Nigmg: o : - A |
Cochin 2 4,074 ‘
Calcutta~Haldia = | 10,524

Paradip : 2 e

Kandla ' : 15,745

Tuticorin ' BT

New Mangalore S - 3,382

 Source - Calcutta Port Trust, Reéearch'and,Planning -
Department, ;

~
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TABLE = A4
EXPANSION OF RAITWAY

1950-51  1969-70

Rail route length (kilometre) =~ 53,396 59,684
Vagon number - el 205,596 383,891

Source - Government of India, Ministry of Shipping and
Trensport, Pocket book on Trapsport in India,
1969-70.
TABLE = A5

PUBLIC SECTOR PLAN EXPENDITURE ON TRANSPORT SECTOR
(Bs, 10 millions)

First Second Third Fourth Fifth Annual

plan plan plizns®  plon plan budget
1982-83
Railways = 217 25 21326 934 2063 1320
Roads 131 224 440. 862 0701 709
Road s i :
Transport 147 242 2ltan 128 503 226
Ports 28 3% oge o 488 152

Source =~ Government of India, Ministry of Shipping and
Transport, Transport Regearch Division,
Basic Port Statistics of India, 1981-82.



T A R
TABIE — A6

TRENDS -IN COASTAL CARGO TRAFFIC AT MAJOR PORTS
- (thousand tonnes

Porhe | 1960-61  1970-71  1982-83

Bombay _ e o 2,816 9,561
Mormugao .= : - 654017 267 445
Madras 818 607 1,056
Vizag _ L Heden 387 748
Cochin ki _ 1,965 % . 3069 1,469
Calcutta ' 2,889 1,650 2,880
Kandla .- ~ e - 400 ‘105 4,884
* Paradip Fea SR . Sl =

Tuticorin 712 280 2,186

New Mangslore - % ¢ s 259 2o 220,

¢ Total traffic
Sources = 1, Government of India, Ministry of Shipping and
Transport, IzmkﬁﬂLlumm;;mLimanangxi_ln_lndla
1969-70. |
2. Government of India, Ministry of Shlpplng and
- Transport, Transport Research Division,
Bagic Port . Statistics of India, 1983-84,
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£ . TABIR = Ay

MODEWISE INTER-REGIONAL COMIODITY FLOWS (1978-79)
- (@illion tonnes) !

Mode 4 - : Tonnes i share of the

originating mode
Rzilways 185.00 65,65
Highways 96,00 54,07

Coastal shipping : 0.70 0.28

Source - Government of India, Planning Commission, Transport
Policy Planning Project, 1977, A Svnopsis on Report
of Studies on model costs and treffic flows -
Railways, Highways and Coagtal Shipping, p. 12.

TABLE = A8
CHANGING DIRECTION OF INDIAN TRADE WITH ASIA
(Rss 10 million) ;

Yoroeos 1 1978=79

Import  Export Import  Export
Western Asia 642 .44 . 196476 e 019 14 o 4 e T Gl

Eastern Asia? 1075.95 d4139.1% . . - 9327dl.41 @ 10,500.50

¢ Excluding Sri Lanks
Source — Government of India, Central Statistical

Organisation, Statisfical Abstract, 1982.
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IABLE - A9
AVATTLABLIE DRAFT Hz CATLCUTTA bzu HATDIA wowe

Year Number = of = days osmb to S0 S
21 feet draft vessels 26 feet draft vessels 32 fect draft vessels
o@Ho&&&@ . Haldia Calcutta ‘Haldia daldia

1954 216+ s s el = 7

1964 o055 e - 40 , - ; -

1975-76 N.A. Nohe 89 e o 3007

1985-86 70 S 4 164 | o

@ Por. 1976=07 ; .
Sources — 1, The Commissioners for the Port of omHOSd&mu wwm Port of Calcutta,
Centenary Publication, Hwﬂo. :
. 2. Calcutta Port Trust, Plaming and Wmmmmwow wmwmwasmbﬁ
S EBE=Be




TABIE = A10

PORT CHARCGES AT SEVERAL MAJOR PORTS (1980)
: : _ e (Rss per tonne)

PoEt o ¢ : 0il cake Sugar m:pwsmw Cement : Fertiliser
Boubay 2.80 5,50 i .em . S4.0p 4.90
Madres 8.47 15.84 28,06 0 . SdngEe. 15.84
Vizag 4.90 . Ee 9h20°. 7 Taueg 7.80
Calcutta BIen D a0 27.20 o 1Be20e 21.60
Kendla 560 9.00 9.00 8.00 e300

e e 2 el .

Source ~ Government of India, Seventh Lok Sabha, Estimates Committee (1981-82),
32nd Report on Ministry of Shipping and Trangport,

.-7"{-




TABLIE -- A1l
AVERAGE SERVICE TIME PER THOUSAND lONNLS OF CARGO
(total time at berth 4n days)

Cargo G 1984-85 L

: e i S : : Calcutta port Haldia port
Mineral oil 0.61 0.03
Foodgrains _ s & alo
_Fertilisers S : 2e0 Bl o
Raw materlals for fertiliser 1,46 1,76

Coal , AL e 0.20

Source.;,Galcﬁtta Port Trust, Planning and Research ;
Deﬁartment;_E@Ei@ﬂugi_Egziufﬁxﬁgxmaggﬁ, 1985-86,

. ~ TABIE - Al2 ,
LABOUR SITUATIONS IN CAICUTTA AND HAIDIA PORTS

- -

Port Mandays lost ; Totel work force

. 1984-85" 1985—86 A8 on 31,12.85 As on 31,12.86
Caleutta 2012 2833 26,511 23,962
Haldia 1866 BiT46 3,439 5:218

i rnt i e

et

¢ BExcluding 211 Indis pory stan pvu,
Source = Calcutta Port Trus ,‘Plainlng and Research Department.,
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TABLE = Al3 A ,
AVERAGE TURN ROUND TIME OF VESSELS (SANDHEAD TO SANDHEAD)

&

Comnodity it 1984-85 .
| - oEAe S = Calcutta :L‘; ~Haldia
| ' | Mineral cargo ' 6.13 7 2453
Foodgrains 31,28 23.43
!" _ Fertiliser ; 23.94 40,25
;,‘ ' Raw material for Fertiliser S anadsan . 25431
Goal " ; : g 40.47 ; ; 12.93 2

Source - Calcutts Port Trust, Planning and Research

Department, Review of Port Performance, 1985-86.

b p——
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; TABIE- - Al4 ;
.AI;LOCA.TIOI\'. OF FU'\TDS AMONG‘- PORTS IN SBVENTH PLAN
' ‘ : (m 10 millions)

_'Bombay b ik NP6,

Marmugao g
| Madrag_ ke _ .%;%_ R ‘ 17_ Hpaniels :
DoV i%}fi_"’; T ' 45;957‘.-_; ‘7-  l
 'Ooch1n A i A "“[1 20d IRI B Dy

Gelores g o ATEo0

Haldia | Lk R Shatbic o e

Kendla “_,.- i fi;.L : Hed LSl e ey

Pereddm . L i s Sl iy

Tuticorin = - S i e . r18+75f o

New ngi'}galore' £ g <f S 18.40

i Finenclal Bxpress, 5lst ugust, 1985,




