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ABSTRACT

Calcutta port, one of the major ports of India,
has been stagnating in its activities for quite some time,
This decline has often been attributed largely to the
deteriorating navigability of River Hooghly and to meet
this problem g new dock system at Haldiz has been developed
' and the infrastructural facilities at Calcutta-Haldia port
‘ have been improved., The present study is an attempt to analyse
the factors leading to the decline in the relative impor tance
' of this port and underutilisation of its capacity. The
analysis shows particularly the link between the stagnation of
Calcutta port and the economy of its hinterland and would
raise several policy issues,

The author is grateful to Dr. Biplab Dasgupta, Professor
of Economics, Calcutta University, for his valuable
comments. However, usual disclaimer applies,
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CAICUITA PORT - PROBLEMS AND PROSPECTS

S.N, Sau

I. INTRODUGTION

0f the major ports of India Calcutta is one of the.
‘oldest, biggest busiest in terms of the volume of cargo
handled But, for quite some time, it's act1v1tles hgve been
shrlnklng. This decline has often been attrlbuted “to the
deterloratlng navigability of River Hooghly; and to meet this
problem a new dock system at Haldia has been developed and
commissioned and infrastructural facilities at Calcutta-Haldia
port has been improved., Yet, the volume of traffic at this
port complex has not increased in propertion to that at other
major ports of India, while a large capacity remains unutilised.
The present note is an attempt to analyse the factors leading to
the decline in the relative importance of this port and the
underutilisation of its capacity. It also attenpts to analyse
what the future holds for the port.

veveral factors underllne the importance of this
study. First, the part played by the Calcutta port, hlstorlcally,
in the growth of overseas and coastal trade and in the economic
developnent of India, An analysis of Calcutta Port's share in
the foreign trade (excludlng treasure) of India from 1870-71
through 1946=47 shows the'imPOrtant contribution made by this
port to the economy. During this period about 41,6 to 33.2 per
cent of India's foreign eXport and about 39,0 to 47.4 per cent
of her import (both in terms of value) passed through Calcuttsa
port.l During the same period, this port significantly helped
the coastal traffic in India. Second, the study would also
throw light on the economics of water transport made vis-a-vis
surface modes of transport, viz., Railway and Road. Thlrdly,
this study reveals the economlcs of Calcutta port vis—a-vis
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other major ports of Indla. Such study would also show the
link between the Calcutta port and the economy of its
hinterland, and would raise several policy issues,

1t may be noted that the existing literature is
not adequate. The port studies have been a relatively neglected
branch of the literature on Indian economy. The first attenpt
. to write the history of Calcutta port was made by Mukherjee in the
mld'Slxtles.2 The study by Baner3393
the economic history of Calcutta dufing the, period 183371900,
These books apart, there are some important research reports
of the official committees which‘surveyed different aspects
of traffic development and traffic prospects of major ports,
including Calcutta—ﬁaldia,4 A recenﬁ study by the Calcutta
Port Trust discusses the functional aspects of optimum
utilisation of Calcutta-Haldia port complex.5 The paper by
Ghosal gives historical accouﬁt of the development of the bulk
commodity handling terminal at Haldia.6

was concerned mdinly with

The Seminar on Calcutta Port organised'by the Indian
Chamber of Commerce, Calcutta, in May 1980 discussed mainly
technological, physical, institutional and managerial factors
‘behind the decline in the port's traffic.7 In another seminar,
organised by the Calcutta Port Trust in July, 1980, the
participants discussed the issue mainly from two angles — one,
the physical, institutional, technological and managerial
problems,'and the other, the econowic and policy aspects.
In the Conference on Metropolitan Development and seminar on
Calcutta, Yesterday, Today and Towmorrow, organised by Centre
for Urban Bconomic Studies, Departuent of Economics, Calcutta
University, Sau made an anaglysis of the problems of Calcutia
Por‘t.9 ; :

The brief survey of the existing port literature reveals

that no detailed analysis of the economic factors has been
nade, excepting One,lo which too needs to be updated,
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In this paper we argue that neither the physical
limitations (llke deficiency in draft), nor the technological.
constraints (like low productivity) nor even the institutional
bottlenecks (like labour unrest and detention of ships)
sufficiently account for the poor performance of the Calcutta~
Haldia port and that gzplanation lies mainly in some economic
forces and pollcy parameters under operatlon. Section 2:°
analyses the trend of trafific of Calcutta port and the research
problem, Section 3 examines the constralnto‘on the Calcutta
(=Haldia) port. Section 4 analyses the prospects of Calcutta
Port and presents a perspective plan, Section 5 summarises the
earlier disoussion and makes concluding observations,

II. TRAPFIC OF CAICUTTA PORT

Caloutta Port handled 10.9 million tomnes of cargo
per year during 1928-30, which was a 31gn1flcant volume, even
at the international level, during that perlod e During the
later years the volume declined to 7.1 mllllon tons at the time
of independence, but this rese to 11,0 million tonnes in
1964~65, only to fall sharply to touch an all time low of
6.0 million tonnes in 1970-71. It rose again to ‘10, 5-million
tonnes in 198%-84, and 12.1 million tonnes d4n 1986-87 and then
toilh, 2 nillion tonnes in 1990~91. o

In relative terms, the share of Calcutta Port in
total traffic handled by major porte of India declined from
-about 50 per .cent in 1929- -30 to about 43 per cent in 1947-48
23 per cent in 1964—65, ll per cent in 1977 78 and about 10 per
cent in 1990—91 (Table l)

SEEic may be noted that the rate of growth of traffic
of Calcutta Port during the period has been vcrY'low compared
to other major ports of India, During 1928*29 to 1990-91 the
average annual rate of growth of traffic of’Calcutta Port was
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0.07 per cent while that for other’ maaor portu was 2408 per cent.
If we consider tbe trafflc ‘trend .since’ “‘the mld 1960’3 we also
observe that the Suld rate- of growth fdr Galcutta Port durlng
1964-65 %o 1990—91 was 0,16 per cent ‘while for other maaor

ports that was 3.99 per cent, 7t '““:‘“”“-.
: . it ‘--—|-_. e

The slow increzse of traffic of- Calcutta Port, in

the context of a large cap301ty created in the Haldia Dock
System, has rcsultcd in the euergenoe of excess capacity 1n"
the -port. In 198%, 62. 97 per oent of the total capacity of
Calcutta-Haldia port was utlllued, while the percentage of
capacity utilisation at Borbuy Port was 154, and those for
Kaondla, Visakhapatnan, ‘Madras andymrmugao were 105, 102, 90,
86 and 81 re8pect1vely.12 Even in 1986-87 the percentage of
capacity utilisation at Calcutta-daldia was 67.75, while + o
those for Bombay and Kandla Ports were 99 24 and 1756450
respectively, and for Cochln, Vlsakhupﬁtnam,Madras and Mormugao
- and Paradip por'bb, 96.48, 90;31 123 2 92 37 and 100,04,
..respectlvely.}~ i ol

3 5

5 CONSTRAINTS ON CALCU“TA (-HALDIA) PGRT

We have noted in the ldst uectlon the low trend ratc
. of growth of the traffic, of the Calcutta, (~Haldia) port, ok
declining trend of its share at the national level as also the
under-utilisation of its capacity. The explanutio 15 for the
phenomena may be classified into.the following two types
supply constraints (i,e., the constraints which operate irom &
the supply of port services) and - demand constraints (43 e.,* !ilp;
the constraints which affect adversely the denand “for port =
services), The supply factors are gnphasised wainly by the:
port users, namely the pincrals and Metals Iradlng Corporation
(M,M.T,0¢), the Steel Authority of Indla Linited (S;A;IaL;), o
the Shippers' Associations like sttern Inala Shlppers" :
Agsociation, the Commerce and Trade OroanlsatWOn like Indian
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Chamber of Commerce and Bengal Chamber of Coumerce and Industry,
These factors include physical limitations (i.e., the non-
availability of adequate draft), technological constraints
(i.e., low port productivity) and institutional bottlenecks
(i.e., labour unrest). The demand factors are ehphasised

nainly by the acadenic experts (notably, Bosel4) and research
personnel, These factors include the econonic conditions- of the
hinterland of the port and of the world, as well as policy-
variables (i,e,, tran8po;t.pollcy_of thg Government of India).

These various constralnts on Calcutta—Haldla port
can be schematically represented as follows :

Scheniatic Presentation of Constraints
on Calcutta Port

S i

Supply Constraints Demand quﬁﬁralnts
-"_" = — '- i et B s ---—-'—---—-_-
Physical Techno=- Institu- Bconoizic G Poliey:
sl ~ logigal tional Factors® i . Variables
} Sk : i : :
. ! ' | l
- Deficiency | ot Gl e e ‘
indraofts 1 Labour Déten~ - '57' Transport
i unrest thom L. ! I Poliley .
; of ships Econoumic !
s : F 'Condltlonsi
o S of hinter-!
;oducf;ylty 1 !
o ,
S uOrld = ;
e Onomlc S
Conditions

3.1 Supply Constraints

_‘Deflolency in drafts

Drazt is deflned as the depth of a &le by her
outer—line upto which it submerges. in water. with safety. It
Varies according to the seasons and. the depth of water in
which the ship plies, Deficiency in draft naturally implies



-6 -

def1c1ency in the depth of water in the case of the concerned
from low draft and over years draft remained statlc or even

- showed. decllnlng trenﬂs and along with it the traffic also

g decl:l.ned1 : : :

But from the drafts available at Calcutta Port and
the traffic handled over years it appears that there is llttle A
correlation between the two (Bee Table 2). :

Besides, although with the commissioning of Haldis
Dock System in 1977 the drafts available at Calcutta-Haldia
Port increased, the traffic handled by the port during
1977-80. (and even during 1977=85) was less than that handled
by Calcutta Port alone during 1964-65. Thus, uhe drafts
svailable at Calcutta (-Haldia) port cannot 51gn1flcantly

¢xplain the absolute volume of traffic of this portes

: The trading organisations likefthe MMeTeCyy Salelelis,
and the shipping interests like Shipping Corporation of India
(S.C.I.) held that the drafts available at Calcutta-Haldia
had been less than those at other major ports,vhich forbid the:entry
of giant ships. The maximum draft available at Calcutta-Haldia
in 1981 were only 10:36 metres which was less than 11.89 metrse
at Paradip, 15.3%0 metres at Visakhapatnam and 14,02 me tres and
12,19 metres at Madras and Mormugao, respectively, However,
the frequency distribution of both national and foreign ships
(that visited Indian major ports) indicates that more than
80 per cent of the ships that entered “thé ma jor ports "during
1969-T7 requlred drafts of 9.2 metres and .less (Tables 3 and
4). Thus, this faC'tOI‘ alene would not. be g ‘major explanation for

the 1ow volume of trade by Calcutta Port.
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Drafts at Calcutta*Haldla port arc.. condltloncd by two factors the
hcagwater flow of the Ganga and the dr dgmg works, It was

the cxpeetation that thc_?arakkarﬁarragg, aftcr completion in
1971, and would dischargi"a flow of 40,000 cusccs of watcr

Howcver, the Oomm1581ons of Farakka Barragc was dclayod uptll

1975, and oven then, the dlscharg, of water was well bulow
40,000 cusccs,. The maximun quantlty cver received was 30,000
CuSuCS.lG The resulting doflcluncy of he adwater flow at

the rlght time has led to furthor duterloratlon of Ganga.
Indian Shippers! intcrests are concorncd seriously with this.
Although the Haldia Dock Systom was built for deop draft
vesscis, it would faoé.serious-navigational problcms because
of the.inadoquacy of water thcreal7 In fact, the oil jetty
has récently been tilted becausc of heéavy scouring of the
river bed at the base of the jetty, caused by the: grow1ng
deposit of silt oh the mouth of: the Hooghly. i

",..-‘1 o ,\-

Systenatic dredg 1ng opcratlons in ﬁhe inner estuary
begal in November 1973, The 1n1t1al achicvenent was indeed
encouraging. The 1uprovegbnt in the outer estuary (1 chts the
chennel below Sagar) was particularly spectacular as the inmitial
target of 10.78 uetres draft was achieved at this place by
July 1975, The inner estuary (i.e., the channel between Haldia
and Sagar) posed problems — gtill, depth in théhihﬁefﬁéstuaxy
continued to iﬂprove gteadily and by 1975, 9.85 ne tres draft was
available at Haldia for 132 days. But, thercafter, in spite of
dredging operations, depths have not shown ahy signs of further
improvemeﬁt,lS and the Haldia port has failed to achiecve frou
the initial térget of 10,78 unetrecs throughout the year,

However, Tables 2,3 and 4 show uost of the vessels
that visited Indian major ports during 1969-77 could have

visitead Calcutta-Heldia Port at its permissible drafts.lg

Howcver, Table 5 gn Viealhapatnam Port in:more recent
JCars ‘reveals. that about 6 per cent of the vessels that



: comp051t10n of world Ileet (Table 6)

vlslted Vlsakhapatnam Port durlng 1978~79 could not have

visited" Calcutta-Haldla Port on account of the nonavallablllty
of suitable drafts. On the other hand, 75 to 77 per cent -of

. the vessels v131tlng Vlsakhapatnam Port during 1977-79 .
required less than 9 l metres draft, would have eaSLly
‘entered Calcutta Port i

: Oar analy51s S0 far, thus, reveals that the draft
restrlctlons and problems arising Irom those, do exist at 4 ?ﬁ"
Calcutta-ﬁaldla Port sbut these are not the major onecs, el &
This conclusion is also conflrmed by our- angslysis of the

»

£y Table 6 shows that only 22 per cent of 'thu vegsels
salllng in the world. reduire draft of 10.6 metres and above,

: Wthh Calcutta*Faldla Port can not prov1de but 70 per cent -

of these require drafts of 10 mctr s and less which are.
well w1th1n the linits of the Calcutta—Haldla Port+for a”
r.asonableﬁnumber of days in the year. Thus, draft problem
can hardly be constrained as a binding constraint on the
growth of traffic in the port. 3 e

b z
o 1.

Low Product1V1ty

Labour productivity in Calcutta port is sald to be'*
low. and declining. For example, in¢ 1976—77 the output of
gach hook in a shift comprisingia gang of shorc labourers
Was 50,7 tonnes of general cargo. and -in 1978—7Q it was 39.3
tonnes..There has, been a simildgr: aucllnc in the case of handllng :
o foodgralns : from 106,6 tonnes to 101i5 tonnes, In case oF:
fertilisérs the figures declined from 107.00 tomnes to 67.7
tonhes in the same period. ! However, with the comuissioning
of a Lodern dock conplex at Haldia, the product1v1ty of:
Calcutta port has increased and may become favourably .

_comparable with those of the other najor ports-of Indiea,
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In more recent years theré has been farthnr liaproveument
as indicated by Tablc 8, In 1984-87, the port product1v1ty for
general cargo of Calcutta coupared favourably with that of
Boubay, ‘while at Faldla, the average serv1ce tine to handle
1000 tonnes of Coal during 1985-86 was 3.84 hours, couwpared

to 8.99 tonnes at Visakhapatnan port (for June 1985)

It then follows that productlvmﬁy at Galcutta-ﬁaldla
Port can not be a major constraint on the™ grawth o :trafflc
g the porti - . g .,yﬁk”j' ;
idstitutional Constraints =

Labour Unrest B
Labourers at Calcutta port are said to bc more nilitant

than their counterparts~1n sHanufaeturing industries in-the state
of West Bengal. It is said that if the labour clashes continue,.
Calcutta would shortly become a dead port chever labour
unrest adversely affected aluost all the ;dajor ports, and the
figures for uandays lost for: Boabay and Calcutta ports for

the seventies, do not indicite that labour situations at
Calecutta port is any worse than that at’ Bombay (Table 9).

Figures of mandays lost for more recent years also support the
above conclusion (Table 10) .

Detention of Shlps

Ships are detalncd at 2 port for a nuubcr of reasons,
naziely labour strike, non-availability of suitable ‘berths, bore
tide restriction, late tide, wagon shortagec at the dock couplex,
ste. Calcutta-Haldia port is seen not to be unfavourably placed
in these respects, After the comumissioning of Haldla Dock System
in 1977 :the number of ships detained at Calcutta port has
declined and has been even less than at Bombay port, Recently,
the tine of detention of .ships at some other major ports, notably
Boulbay, is even higher and even longer than that at Galcutta—
Haldia port (see Table 11).

For more recent years also we observe that the average
detention of ships at Boubay Port has been longer than at




Calcutta—Haldia port. For example, average pre—berthing detention
of ships at Calcutta-Haldia port for general cargo was 0.7, 238
and 0.73 days during 1984-85, 1985-86 and 1986-87, respectively,

while, at Bombay port, the corresponding figures "are T.9, 4.7 and _

3.1 days. & At g
: The foregoing analysis shows that neither draft nor
productivity constraint nor labour unrest and detention time
can explain the problem of excess capacity in Calcutta-Haldia
dock system or the port!'s declining share in Indian trade. The
relevant statistical exercise (namely, multiple correlation)
also reveals that draft and productivity factors can not
significantly explain the trend of traffic of Calcutta-Haldia
port, e.g. the respective values of R2 ranging 0.081 ..

and 0 ETa

342 Demagnd Constraints‘r.Economic Factors

Ecohonic conddtions of Hlnterland ¢ Ghe eastern
region of India provides the s, jor Support o the trafflc of
Calcutta-Haldia por‘tsz1 Thc ‘sTuggish naturb of %he growth i
the economy of this region in reccnt years can be a major
eXplanatlon for the deg¢lihing trend in the share of traffic
of +this port. We have taken the Stute Domestic Product (SDP), -
as the index of econofic well-being of a state; while relative
growth (economic) propensity has been measured by the ratio
of SDP to Net Doméstic Product (NDB) of India. Siamilarly,
Irelative growth propensity of traffic' has been megsured by
the ratio of total traffic of a port to that of the-coRatry ——
as a whole, ;ﬂ.ﬂl,.;gng,

e eyt s mmatan

The relétive*ecdnoﬁié grbwtﬁkéfqpqnsity_of_the castern
region (i.e. West Bengal, Bihér and Orissa) appears %o be highly
correlated with the relatlve growth propensity .of traftficiof
Calcutta—Haldia port and “the correlatlon coefficient (r)

18 oet moted Ho bo 0,756, T2 being 0.b[L.. (Eable 12).

=
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The reletively slugolnh growth of the wcoaouy
2 _

of 4he eastern region umay, thus, be the dchouv'of the

rolatively slow growth of its ma;ufacturlng'ag&'agricultural

scctors, I i e

In Table 13, income fron the u"“u;?CTurlﬁg chto;
of the sastern region; over the period 1968-69 to 1984-85,
appCdrg. to be highly correlated with ths trend of traffic .
of Calcutta-Haldia port over the same period, The corre :lation™
cocfficicent (r) of -the indices of 1NCOWS frOM MGﬂuIaCthrlﬂb
scctor of the region and of voluae of s Dbt G Of Ualcut;a—

Haldia port is astinated to be 0.9486 and r2 = 0.3988.

Wwhile income from manufacturing scctor of the
sastern region incrsased during the period 1970-85 by 5idSis
per cent, that of.India as a whols increased by 87.8 per
cent, This lad to a decline in the share of the castern region
4o incoue frou.man fachkuring sector of Indi=z frou 18,6 per cent
in 1070~7l to 15,1 per cent in 19u4 85. This relasive declins
in ghe share of thu caste rﬂ region way we 211 explain & A
Gzelining share of Calou+t$~ugld1m port o e tota' traffic
hancled by all aajor ptho of India f roi 10.8 per: cenb in :
1?70-71 to g.8 per ccnt lu 1J84”U5 '
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Ths deeline in the share
incone from nanvfacturing sector of India may now analyse 2l
e f£iné that the Indian econouy took a decisive turn around
1665-66, when at the end of the Third Plen, the country
sntered into a phase of Annual Bldﬂov.huJOL decisions on
cxpansion of capaelty in the b ulC and heavy industrial sector
wers deforred on account of utrl °¢qcy of rbuOh;C,d-aﬂd the
nerrow ‘time~horizons; The prograuus for cxpansion of capacity
for powsr gencration gsuffered seriouslyy Decigion for .
{rvestuents on additional capacity for steel wa 5 atalledn
Plans for increasing the capacity of trans port SysSueill was

shelved, The developuent of heavy and engineering indus trics,
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1 which_forucd the hard core. of the ‘:,ind‘u_stria.l structure of
\ the sactorn region, ot -

11 As regards“power; it is obgerved that The average ..

snnual rate of growth of installed capacity of the eastern
region durigg-lQQOfél\tO 1965-6b was around 17.0 oer cent.
! But during the paried £ ou 1565-60 %o 1970—115%ﬂ5 raie of‘. '
I growth of the installed capacity declined 4o 9.0 per -cent.
There was also ragional‘disparity»in grow%@'of installed
capacity (Table 14)e The growth of installéd céﬁacity o
power in the castern region during 1951-60'ﬁa§ only T24 per
cent, couparsd with a nétional'aﬁeragé of 200Q psr cent. Thé
cagbern region had;gotfduring this period the lgiest shar;'éf
| the total installaﬁrdﬁpacity.of the country, Lte sbers had
i boen 1sss thon gnowsizih of sno' oval Gapecity of fhs- country
. in lsag.daspite g, heavy concentration of . indus rico ii-this :
il aves und the fact ¥hab Jbout ons-fourth of whe country's
po@ulaﬁion lived horeds? ‘.'_f' = : ;

| _ the basig giructurs of 4he regional iuausﬁrial

1] cgonoily may ve looksd iatq,' s_distinﬁtiva feasure of the

;in&pstrial 2COonOLY gf ;h;rgastern region is.that Qasic metals
and alloys industry is important-hefa acocuntimg‘for 16 to 22

| por cent of tobal walds of indusirial outppt'in jest Bengal

end Bihar in 197897, while in fhs westafn and Souvhern

~srions cheaicals and ghowical prdducts ingussry is

| goanaratively juportant, acoapnting for 10 %o 42 p<¥ cent of

| induetrial output'in'Maharastfat'Gujarat and Tgnil:fadu in

il the saue ysar, Buv of thesc tvo W 5o of indussriss, 1t wes
| the chewical products {ndusiry, which achigved higher growth

rote since the Tate 1960t s (Table 15) .

" while more fhan 32 PoT cen® of the value of outpub

\]* in basic metal indusiries was produced in Bihar and vest
i Bongal during 1983wg4 nore than 4Ll PoT cent of the value of

| output in Chemical and Chenjcal incusiry vas produced 3n
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Bihar and West Bengal during 198384 more than 41 per cent

of the value of output in. Chemical and Chemical industry

was produced in Maharastra and Gusarat.24 During 1960-84

the Chemlcals and Chemicals producte 1n&ustry achieved more
than 500 per cent growth while the, growth rate for basic: metals
1ndustry was 316 The absence of any petro-chemical complex in
the eastern reglon led to its conparatlvely slow industrial
growth, which affected advereely the growth of traffic of
Calcutta-Haldla port leading to the massive under-utlllsatien

: The apathy and’ indifference of the Cehtral_Government
$o issue industrial litences for new industrial units in the
eastern region may be mentioned here. The pefeenféée éhﬁre'of
this region to total licences issued in ‘India decllned fErem
24,9 in 1965 to 10,8 durlng 1982-86 and 7.2 durlng 1987-89
(Table 16) .

The share of Western Reglon increased frqm 50.8 per
cent in 1963 to 64.4 per cent during 1987-89 and that of.
Southerﬁ'Reglon from 21, 1 to 28.3 per cent during the same
perlod The most lmportant among the modern industrial pro jects

for which industrial llcense “was denied to the eastern region,

particularly West Bengal (and Haldla), was the petro-chemlcal
Complex at Haldia. - .- : S :

En the agrlculturnl_secﬁor also, the eastern region
exhibited the: least growth . rate, The castern region achieved
lower ‘annual exPonentlal growth rates of agricultural -
productlon and yield per hegtare during 1952 to 1979 than

Western and Southern Regionsg; (7T able 17)

Arong the factors responsible for slower growth rate
in agrlcultural production, etc., in the eastern region the
most relevant and important was lower fertiliser consumptlon
in thls region than elsewhere (Table 18),
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This explains very well why fertiliser inports
through Calcutta-Haldia port was lower (4 lakh tonnes in 1977-78)
than those thréugh Madras Port (6 lakh fonnes) and Visakhapatnam
Port (8 lakh tonnes). In recent years fertlllser consumption in
the eastern reglon has substantially improved but it is still
lower -than those for the states of the Southern Reglon._For
instance, in 1987-88 fertiliser consuaption per hectare of

~_gross\cropped arehs in West Benga; waswjé,o:Kg.,;5§.4 in. Bihar
and-17.8 Kg. in Orissa, while that in Andhra Pradesh was 79.2

and :95.8. in Ta1il Nadu. During this .year fertiliser (including
raw materials) -imports through Oalcutta*HaldiarportVWaﬁ 4,8 lakh
tonnes; while %hat through Madras port was 6.2 lakh fomnes and
through Visakhapatnam 7,5 lakh tonnes. : '

We note that the pattern of growth of hinterland of
Oalcutta—Haldla “port exPlalns, in a significant way, the
relatlve decllne in the share of the port. The growth of Bombay
and Kandla Ports is nainly oil = and chemical—based “$hat of
mormugao port is iron ore export-based and that of Visekhapatnam
and Madras ports is based on both, but that of Calcutta-Haldia
port is based on neither of the two. It was mainly coal-based
and ‘general cargo—oriented., But the pattern of growth of sea-
borne trade of India during.1950+-89 changed in favour of

‘petroleum 0il lubricants (PQL), iron ore and fertiliser but

against coal (Table 19). Hence, Bombay, Kandla, Visakhapatnan
and Madras ports benefited largely from this type of change
in India's sea-borne trade and their relative share in total
traffic of India improved while that of Calcutta=Haldia
declined (Table 12 is reierrod back).

The pattern of: traffic has in recent years changed in
favour of o0il and coal which have helped a lot in increasing the
absolute volume of cargo in Haldia or Calcutta=Haldia port.
(Pable 1 and Table 12 referred_back). But volwie of cargo in
iron ore has declined absolptely'in'receﬁt years (from 23.00
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nillion fonnes in 1979-80 to 21.86 million tonnes in 1983-84).
This has been responsible for the under—utilisation of the
capacity in iron ore berths of Paradip and Visakhapatnam ports

- for which the respective volumes of iron ore traffic declined

absolutely from 2,20 million tonnes and 6 .06 nillion tonnes in

 1977-78 to 0.93 million. tonnes and 4, 97 milllon tonnes in-
1983—84.

: Following the 011 crisis of 1973 the world steel
1ndustry has been passing through;a recession, which has also
affected the world sea-borne trade in iron ore., The volune of
iron ore export of India, has declined from 23,47 million tonnes
in 1976-77 %o 22,40 million tonnes in 1980-8l, leading to under-
utilisation of capacities created in iron ore handling ports
namely'Mormugao » Madras, Visakhapatnam, Paradip and Haldia,

In 1977-78, 85 per cent of the additionsl capacities installed
in the iron ore berths of .the first three ports mentioned above
renained unutilised,

_ Thus, our analysis shows that econonic factors are a
significant explanation of the trend of traffic at Calcutta-Haldia
port as well as of the falling share of the port in total sea—
borne traffic of najor pdrts of India in recent years.

5155 Pollcz Variasbles 7 7
Anong the, policy variables. that might have affected
the growth of traffic of Calcutta=Haldia port, we first discuss

~ the inter-nodal transport policy of the Govermment of India.

Coastal shipping has recently faced severe coupetition fron
railvays and road transport and the total volume of traffic
carried by coastal shipping in India declined from 41,0 lakh
Bos in 1960 4o 1348 1akn tonhes in 1980 = %he volume of coal
carried declined from 19.8 lakh tonnes to 8,8 lakh tonnes, of
Salt from 4.8 lakh tonnes to 2,4 lakh tonnes and of general

CSrgo from 16,4 lakh tonnes to 1, 7 lakh tonnes during the
Periog,
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Several factors are responsible for this decline,
With the doubling up of railway truck in Southern Zomnes,
rallways decllned to carry most of thelr coal requirements in
the South by all-rall route. Dieselisation of locomotives
which reduced railways' coal requirements in these areas‘alSO
contributed to thie decline of coastal coal traffic. Besides,

- the industries in the Soutb and the hest whloh were - dependlng

on stean were progr6381vely allowed to SW1tcn over to fuel 01l.~-

Let us now examine the econonics ot coastal shlpplng
of coal through Haldla Port vis—a~vis the alternatlve modes of
transport, viz, rail and road, to- ascertain whether it is the :;
only transport pollcy which has adversely affected the ooastal
traffic of the: eommodlty for OalcuttarHaldla Port, The peroentagc
of capacity utilisation of oolllerles 1s estlmated to be 85
during 1977-78 to:1979-80 and the- average stay perlod of
collieries to:-be 10- days during. this perlod. The eomparatlve
estingtes of Tesource.- cost527 for rallways, roade and ooastal

shipping for the: perlod are; shown in Table 20 i

-.-

R

Rollrcumﬂsea dlstanoe is seen to be unlformly higher
in coastal shipping of coal between the orlgln of cargo Hdnd its
different destinations, Despite the inherent difficulty, rail-
cui=sea resource costs of coal uovement fron Andal via Haldig

_to all the destlnatlons above are observed to be far lews than

28

all—rall anu all-road reeource ooetea

Thus We observe. tﬂmt coaetal shipplng wa as really coet—
efficient relative to rallways and roads over long routes for
movement of coal. Hence, the explanation for. r. the fact that
coastal movement of ‘eoal via Haldia port did not plck up ‘in the
initial ‘yeats hight be found in trensport pollcy of “the Central

Government which encouraged reilway novenent, However, in recent

years, coal cargo voluue inproved a lot on aocount of the large |
dedand for coal from Tamil Nadu Power Plant of Tamll Nadu State'ﬁ
Ele ctrlolty Board. =8
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Economics of Haldla Port vig=a=vis its competltlve Ports

! We will now discuss the economics of cargo transpor=-
tation via Haldia Port vis—a-vis other major competitive ports
) | Gl ofedndiiasg e

o

d ,-{- : : For a shipowner +the economlc result of 2 voyage for a
ge i | '-shlp is largely determined by what time of voyage wes spent in
il “ports and handling cost. 29 Unless a large ship can be unloaded -
;é” | quickly in port, its advantage is lost,2° b '
pi;- For a comprehensive economic study, apart from the
le~*"¢ cost of sea transport (i.e, freight rate) and the cost at
E%;: ‘. = ports, the cost at hinterland is also relevant, While the
antagei-- costs at ports may be reflected in the port gharges; the cost

at hinterland consists of road, railway or/and water transport
£ costs, These three components of costs = freight rate, the
?l e cost at ports and the cost at hinterland = constitute the total
5;'” cost of cargo movement from the origin of the cargo to its
B des tination.
?gn”. In our cost study, we will deal with two exXport
= commodities, iron ore and coal, and one imported commodity,
Flh fertiliser, We note in this context that inter-modal transport
Ha decisions of the Government trading‘agencies, namely the
B Minerals and Metals Trading Corporation (MMIC) of India Ltd.,
B 3 the Fertiliser Corporation of India, etcs and the concerned
oo Min%stries like Ministry of Fodd and Agriculture, etc,
Eor*f determine the port through which the cargo would pass.

Iron ore Bxport : Both Haldia and Paradip Ports were

o the § the competitors for Barajamda iron ore of Bihar, This iron ore
ntral Passed via Panskura to Haldia port and via Kharagpur to
recent | Paradip Port, Since there are draft restrictions at Haldia port
large §

State B



for 1ron ore carrlers, only the small carriers could vmslt
Haldia port Itiis observed that the MMIC channellised

Barajamda iron ore of Bihar mostly through Paradip port

(not through Haldia) though the railway distance between the
mining areas and Haldla, and, hence, even at the existing
telescoping rates the rallway freight to Haldla was cheaper

‘than that to Paradip. It is observed that at least 50 per cent
of the iron ore carriers that visited Paradlp port in 1977-18

could have been fully loaded at Haldia and sailed in lesser time
than they took at Paradip and in this process could have
achieved transport cost econony (Table 21).

Haldia port is seen to have enjoyed a cost econonmy of
Rs. 20.70 per tonne of iron ore when small iron ore carriers -
have been put in use,

Coal gverseas Export : For the overseas export of coal
from the Raniganj — Jharia flelds while at Paradip lozding was
dene at General Cargo Berth, Haldla port has, on the other
hand, got a full-fledged coal berth with me chanical aids. The
comparative costs for loading coal from Paradip and Haldia in
18000 DWW .T. Ships (optimum load of 16,500 tonnes) are shown
in Table 22, which prove that total cost per tonne of
loading coal from Haldia is lower than that for Paradlp.

Chemic al Fertilisers Import : For the sake of
81mpllclty; let us assume that (i) only four competitive ports
are working, (ii) the origin of the cargo is in Canada (Western
Ports) and the cargo is carried in Indian ships of the Shipping
Corporation of India Ltd. (SEL)S (111) landing charges at the
ports are variable and all other port charges are seale and
constant, the ports work under normal conditions, i.€., there
are no surcharges, (iv) railways are the only node used on
transporting the cargo from the ports to the major centres for
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trade of Indla, and (v) these centres are Kanpur,; Allahabad,
Baranasi, Patha, Burdwan and Gauhati. Iet the landing charges
at the ports be denoted by L.Cs and inland (railway) transpart
cost by LTC. Comparative cost conditions are shown in Table 23.

"It may be relévant here. 'ﬁo lntroduce the. eoncept of
economlc hinterland of a port which nay be ~defined tb be an
cptlmum geographical ares which mininises total trang@ortatlon
cost (consisting of inlend transporst costs, port costs and
shipping costs) from the origin of cargo to destlnatlon ~points,
So defined, the destinations like Kanpur, Allahabad and
Baranasi of the Northern Region, ang Gauhatl of the Eastern
Region of India fall within the Economic blnterland of
Calcutta~Haldia port for the airport cargo of chemical
fertilisers., For other bulk commodities llke coel, foodgrains,
ete, ‘the shipping charges being, more or less, the saue for
Indian ports, the above observation applies also for other
bulk commodltles. =

Though Galcutta—Haldla port enaoys an. 1nternal cos#
advantage over.Madras, Vizag and Bombay in handling cargo
of /foriWest Bengal; Bihar, Assam and other ports of North
Bastern Region, Ctraffic is diverted to other ports in rESPect ;
of bulk commodltles naemely fertiliser, foodgralns, etc, and
in general cargoes like iron and: steel, The low traffic
perfornance of Calcutta~Haldisa port in recent yeers, therefore,
is no wonder, ;

IV,  PRQLE OTH .0F O L,u,u;; mu IJD THs . PRO.JLC*TIW-PLAN

i Our analysais.. thus Shows that the supply constraints
are not the dominant constralnts on the gr@wth of traffic of
0a10utta~Hald1a port and that the root of the problem lies in
€conomic factors, namely, slow and undiversified econonic

growth of the hlnterland of the: pert and -sone transport policy
sues, . !
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 Hence, the prospects of the port should be analysed
in the persPectlve of future behav1our of these so-called

-

demand factors, i ; =

Water-ways remaln the cheapeqt anong the organlsed
transPQrt nodes , - The 'Hanover Committee! of 1980 and the

Fﬁth.and ‘7th £ive year plans highlighted: the_lncreased role

of coastal shipping. The Central Governuent has earmarked
nagsive investment for substantial increase in coal production,
The installation of coal-based thermal power generation projects
in the. South has also cr63$ed nassive demand for coal from the
eastern reglon of India. All these would iumprove the volune

_of coastal traffic i coal from Galcutta*Haldla port,

- The trade potentlaL of the Haldia Petro-Chemlcal

 'Comp1ex for which industrial license has been received in
s 1ate-e1ght1es is undoubtedly high, There exists also a

tremnendofs: scope for expansion of non-traditional exports,
partlcularly engineering goods, iron and steel, etc, to

* neighbouring’countries like Bangladesh, Nepal, Buma,

Srilenka and the . ASBAN group. nations,

Based on these observations, we unay now attenpt to
prepare g perspective plan for,Qalcut#arHaldia port, founded
on the expected rate and pattern .of growth of the hinterland
of the port and:various‘pqlicx parameters.,

Two alterxié.tive traffic brdjectians upto 2010 for.
Calcut%&fﬂal@ia could be made based on two different assunptions,

A1) Perpetuatiqn‘of‘exigtiﬁg conditions, i.e., existing rates

of growth of manufacturing sector and state domestic product
of the Bastern Region, (ii) Changing conditions.

Certain important changes occured during the
1989-90 National Front Government, when Haldia Petrochenmical
Complex Project and works on Bakreéwar Thermal Power Plant
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were given green signal, Though_ the National Front Government
disintregated in 1990, we are assuning that in future Eastern

:indla would receive. a fairer deal from the natlonal institutions

g

 f1n the coming years. It may- ve noted that per capita outlay
"“during the' Sixth Five Year Plan was Rs, 545 for the Eastern

?.Peglon, ‘Rs., 560 for Assam’ while it was Rs, 1017 fOI‘ the
'Western Region :and Rs, 610 for the Southern Reg;un; ThlS

-_-dlsPa.rn.ty, we. are hoping, woulc_i be narrowed dcwn ‘and the

 Eastern Regioh: would recelve at léast %he thlonal average.
‘We expect “that: larmer long ﬁerm flnancxal aSS1stance from

industriall finance 1nst1tutlon$; namely, ihﬁustrihl Finance
Corporation of- Indla (I.P;CaI ) and Iﬁdu@tflal Developuent

Bank of India (I.D B,I ) would be forthcoming for the Eastern
and North Badgtern Reglons thre very meagré proportions of
such’'assistances have 8o far been saﬁctloned and disbursed,

For example, in 1986=87 only 6 per cent of IFCT sudb9 per cent
of LDBI g831stunces were sanctloned for the Eas%ern Reglon

_”w”Western and Seuthern Reglonsa All fhESe may be: contfasted with
_ population share of 20 per cent 1n the Eastern Region, a4 per

'f"ceﬂt ‘in“¥he Western Région and 20 per cent™ 1n the Scuthern
Region of IndiaycIn the saie yeor. RS, 45,59 Crores wére

W_ sanct1oned fronIDBI for .Assaily, Whlle 122,77 crores- for
"Huryana and Rs. 147.00 crores for Punjab though the population

~ of ¢heh of the latter two stetes was lees than that of the
‘Lormer. In-1988=89 only 0.5 PEX, cent of total disbursements

by IFCI was nade for Assan Whlle 4.1 per oent for Haryana and

ARG TS

6 «> per cent for Punjab.-

‘We .are. hoping that the Eastern and North Eastern

Regions of India would uqdexggo 1ﬂportant structural changes

favouring industrial devenopmeﬁj and hence of the
Calcuttq-Haldla Port,

Ll
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Besides, in conditions of oil crisis and dwindling
domestic _. commercial energy sources, Inland Water Transport and
the high energy and land use efficiency of Coastal Shipping
vis—a=vis surface modes of transport would be recognised, g lg
the National Transpord Policy Combittee (NTPC) and Rail India
Technical Bconomic Services (RITES) and Asian Development
Bank's CES Report on Coastal’ Shipping of Decenber 1988, It
is expected that coal will be the 1argest 51ngle connodity

~ to move on the ‘coasts Thermal power statiods are proposed to

e set tp in Medres) mu%icdﬁ.n, Goa, Dablial, Cuddalore,
Kanyekumeri, doohin, Nefmede and Sikke with en. aggregate
capacity of 10000 M. requ1rihg about 8 nillion tonnee by -

1994-95. and 20 millian tonnee by the year of 2000 KeiDisiion
‘7Accordxng %0 the proaecfions nade by the Central ‘Blectricity
~ Authority (CEA), even if 55-to 70 per cent of the projected
e carge of 20 mllllon tonﬁee of; eoel ig carried. by Coastal : vl

Carrlers, the annual movement of coal will be 1n the range of

"110 %o 15 nillion tonnes of coal 1n 2000 A. D.,_The nain - loading

pori. will be Haldia. The “port and 1nfrastructural facilities

”-wlll.have to be upgraded. More over, there has already occured
'~ .a revolution in Shlpplng technology. Gontelnerisatlon of cargo

has become the order of ‘the daye Oalcutta-Howruh-Durgapur-

AsC neol. region. belng highly- developed n basic hetal and
clloy:,nduetrles Goﬁtalner Industrlee have high prospects of
deve10pment in, the reglon a551oted greetly by highly technical

i~Ean power reeources of the reglon.

The 1ncreasang demand for Conta;ner Gargo in the

,:World market Jrould - imply thnt the contalner traffic of Calcutta-
Haldia is llkely to take off in the present decade and exPand

fﬂster in the coning deoade. India can avail herself of the
right opportunlty by develoPUentwof a Gontalner Freight Station

~-at Calcutta and full*fledged development of -Inlend Water

TranSport which, would ensure the. cheapest node of movement of
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containers to distant areas, The stéep rises in fuel prices
and_increasing'trend toward containerisation have created

an awareness to develop the inland water transport systen

as a couplementary means of surface transport in India. The
channel in the Hooghly-Bhagirathi system is being readied
for navigation upstrean of Farakka. In the face of acute

..shdrtagelof wagons and non-availability of diesel for road
~‘vehicles, Inland Water Transport holds prospect of a bright
future and this would not only help accelerate the econonic

dévelopmént of Eastern Region but also the growth of traffic
in Calcutta~Haldia port complex by providing a more econcmic
node of transportation relative to other ports,

As indiea ted earller, the commodity traffic that is
llkely to be boosted are Petroleum Oil Lubricents (P.0.L.)
and Chenical products, coal and general cargo 1nclud1ng jute,

“= Dl trade. potential of the Haldia Petrocheulcal Complex, now

under construetlon, is undoubtedly hlgh. There is almest an
unlinited prospect of export growth in englneerlng goods through
Calcutta-Haldia port and this can be ‘realised through developing
India's share in nelghbourﬂng countrles llke, Banglgdesh

Nepal, Burna, Sri Lanka and making a dent on ASEAN group of
nations. There is also a omarket in the oil-rich countries of

West .sis and Africa. With increasing containerisation of cargo
Calcutta-Haldia port can improve its traffic volumqmin this cargo.

Pro?P??ﬁﬁ?aﬁitrade”in-tréditional export of jute appear
bright in view of the .accentuating 0il crisis all over the globe,

. Different incentive mean 28Ures taken by the GovernLent of India
- will be a powerful aid to increase. production and boost exports.

With these factors and prospects of trade flows in mind

We may now endeavour to make some gquantitative analysis on -the

eXisting trend rates of growth of cargo of all uajor ports “of
Indis and Calcutta-Haldis Port ‘and of their respective determi-
nants, the GNP and income from nanufacturing sector of India
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0 -énd the SDP and income- fronm mamufaczurlng sector of the Eastern

“"Refion including Assail, whieh nay be used to arrlve at the
~projeeted trade  volume -in 2000—01 and 2010-11 under assuuptlons

Wrenu rates of growth :

L ef (d)the. perpeduation: of the- ex1st1ng trends, (11) the changed
"yJeondltlons. i '

Since the: rate of growth

oﬁlcul@ted by oomnarlng ‘two end pointe dis found unrellable,
We may ﬁ¥%mdpt growth ceiculations on the basis: of trend

flttlng exer01ses

TWO ponulﬂr forms of growth curves atbeupted

here are : S .
7 Linewr T b
G ExPonentlal Bp Y = abt .
W ait e day toyito: fsnd out rates of growth of cargo and

““ihgome for the -period .1970-T1 te -1986=87 with the. help of these
* ‘4yo types of trend equation. Fltted equation w1th orlgln at-.
11978-79 and-corresponding rates of gggy&h are 3

e Boronlil NMadepr i Barde Barsg o0 e
| ‘Function L s e Growth Rate
- (i (%)
Linear ”&”'é05’76 iy, obt : 0.9088 ot
Exoonenﬁla;" = T80, 53(1 05) 09529 el
B. ﬁor GLP o; Indl o '
Linear e 486.lé;4'i9;$4t " 0.9642 4
' Bxponential " Y = 478,35 w04 - 0.9800 A
¢, For Trhcome from,Mandfacturing-Secton.ofvlndiq,
-Lineur ¥ hoim o 324 19t 0.9572 4.8
ExPonen ial ¥ = 6606.21(1. 05) " 0.9831 4.9
16}~ il ich Calcutta—Haldla _Port Cargo s
Llnear : Y = 879.41°% 56,47t - 0.9319 4.1
ExPonential Y = 860.5’1(1.04)-b SN0 9308 4,2

e r——

S SR
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srn Function : R2_ Growth Rate (%)
” B. Lines Y =#4802.82 ¥ 138.98t 0.9136 2.9
Qnsd g Bxponential Y = 4751.78(1.03)% 0.9361 249
nged | :
‘ F. For Income from manufacturing sector of Eastern region :
| Linear T = 1184.94 + 37,96t 0.9349 5.2
| Exponential Y = 1169,41(1.03)t 049412 13035
From the equations above the exponential equations
pted with higher Rz are found better £it than the linear ones. '

We observe that there is a close correlation between
| volume of cargo handled by ports and income of their respective
F hinterland, The regression equations of the cargo are shown
nd in Table 24,
these

Projected Income and Traffic under existing conditions .

It is tried to estimate the projected GNP of Ihdia,
Major ports traffic, SDP of the Bastern Region including Assam
Rete and Calcutta — Haldia Port Traffic for 2000-01 and 2010~11
based on exponential rates of growth, Values obtained are

1 shown in Table 25,
L Projected Traffic of Calcubta~Ealdia Port under changed conditions:
‘Since the eastern region of India including Assam is

E expected to grow faster in the coming years than before, the

E volume of cargo to be handled by the port is expected to gt a
boost, The projected volume of cargo for Calcutta~Haldia Port

8 : becomes 23,19 million tonnes in 2000-01 and 38,01 in'2010~11,

9 based on the ezponential rates of growth obtained from the
trend equations (with the help of wvalues from 1970=71. to 1986-87l

2k

2

-
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_ . As we have already seen that the volume to traffic
of any port depends highly on the income or production of its

- hinterland we;@ay'try to project the volume of cargo in

Calcutta-Haldia Port for 2000-01 and 2010-11 in a different

. way with the assumption that such relation between traffic

and income will continue to exist and the trend rate of
growth of income will also remain unchanged. Such projected
values are found to be 19,07 million tonnes for 2000-01

and 26,45 million tonnes for 2010-11l, These projected values
are'observed to be much lower than those under changed
conditions and even slightly lower than under existing
conditions, This indicatcs that unless with the development of
infrastructure in Calcutta~Haldia port its hlnterlﬂnds 2lso
develop suff101ently to reach the nll India Growth rate in

SBP- or manufacturlng inc ome ,the projected vuluos under changed
conditions can never be rcached. Expected value s “will then be

‘sllghtly greater than those obtained under éxisting condltlons.

Ve SUMMARY AND CONCLUD¢NG OBSERVATIOBS

; While trade ¢ircles attribute the phenomenon of the
decllnlng share of Calcutta=-Haldia port in the total volume
-of . cargo. handlud by najor ports of India: to its physical
constraints like deficiency in drafts and other_supply
constraints like low productivity, labour unrest and detention
.of ships, our analysis shows that the root of the problem
lies in economic factors like slow and undiversified economic
‘growth of the hinterland of the port and in soume major
transport policy issues,

lﬂHehce, the basic iésue, for the fubture, is how to
increase the traffic flow through diversified economic growth
of the hinterland of the Calcutta port, through a change in the
orientation the nationcl transport policy.
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EPILOGUE

Recent years have witnessed & significant increase
in cergo through put -of Caleutta-Haldia Port. Cargo traffic
hendled by this port was §,3 million tonnes in 1980-81, which
nearly doubled to 18,3 million tonnes in 1992—-9%. Average
snnual growth of traffic works out %o be 7.44 per cent, The
traffic growth rate during the initial years of the 1990's
has been faster than in the earlier years of the 1980s.
Average snnual growth rate of traffic during the decade
1980-81 to 1989-90 was 5.81 per cent per annum, which
increased to 6.80 per cent for the later three years,

TeCes 1990-91 to 1I92=0373 Caleutta Port's rank among the major
ports of India clevated 4o the fifth in 1992-93 in contrast
to its sixth position even in 1985-86. It handled 8.5 per cent
of major ports! traffic in 1986-87. Phot increased to 11.0

per cent in 1992-93.

“n the initial years of the 1990s there has been a
gignificont increase in the traffic of bulk cargo, ngpe 1y,
petroleun oil lubricents (PoL), coal and fertilisers including
fertiliser raw materials. While this port handled 6,44 million
tonnes of POL, 4.22 million tonnes of coal in 1989-90, 8.92
million tonnes of POL 2nd 5.06 million tonnes of coal were
handled in 1992-93, The fertilisers import cargo increased
from 5.33% lakh tonnes in 1988-89 to 6,20 lakh tonnes in
1592=93.

- Among the factors which may explain this revival

of Onlcutto-Holdia port mention may be made of the agricultural
progress that the hinterland of the port has achieved in

recent yesrs and the government policy that has turned %o

be favourable for the enhancement of coal traffic through

this port,



The eastern region of Tndia including Assam has
developed significantly in agriculture in recent years. Average
annual growth rate of foodarains production in the Eastern
region worked-out to be 4.56 per cent while that in the rest
of . India was 3.54 per cent dufing 1987=-88 to 1991-92. The
share of the érstern region in the all-India food grains
production has increased from 19.84 per cent in 198788 1o
20,74 per cent in 1991-92, This has boosted up the volume
of traffic, particularly that of fertilisers and POL traffic,
The share of Cealcutta-Haldia port in the fertiliser cargo of
all mojor ports taken together has increased from 6.82 per
cent in 1987-88 to 8.41 per cent in 1992-93, and that in
of POL traffic from 10,03 per cent to 12,69 per cent during
the same period. Also, the volume of coal traffic has
increased from 3,13 million tonnes to 5.06 million +tonnes
during this period, that is, by more than 10 per cent per
annum, This has occurred on account of the decision of the
Tamil Nadu State Electricity Board to import most of their
required coal from the Eastern region through the Haldin Port.

It may be noted that the prospect of Calcutta-—
Haldia Port may brighten with the develoPment of Petro-Chemic
Complex at Haldia which would help the whole of Eastern region
achieve a coveted diversified economic growth, which in turn,
would boost up the traffic of this Port, pérticularly‘in
the bulk cargo. The growth potential of this region in respect
of agriculture is also high and, 4f it 19 realised, tlsh
would also accelerate the rate of increase of traffic of the
Calcutta~Haldis Port.

e
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TABELE (= 1
TRENDS OF TRA¥FIC OF CAILCUTTA PORT AND ITS PERCENTAGE

SHARE AMONG MAJOR PORTS OF INDIA, 1928-29 TO 1990-91

Volume of Cergo (in million %tonnes) Percentoge share

e Coloutta Port A1l major Port gilgiififgoﬁi
1gag=09 - " 10.9 22,0 49,5
1947-48 T 16.4 43,2
1951-52 9l 23,1 IR
1960-61 9.0 39,5 ‘ 2o
1964-65 1150 : 45.o(a) 24 .4
LGH@=T 1"~ 6.0 : 55.6 ' 1057
1977-78P) 7.6 66.2 0l
1983=84 UG 5e e i gg 6 ' Tl
1986-87 Zio gl 142 .4 : 845
1988-89 14,2 146.4 gL
1990-91 By 152.8 9.9

Source : The Commissioners for the Port of Calcutta, Calcutta
Port Trust.

(a) Figure refers to traffic of 2ll ports. of India
(b) This year Laldiz Dock Complex was commissioned.

Note

LY
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TABLE = 2
DRAFT(a) OF CAICUTTA PORT AND ITS TRAFFIC, 1947-48 to 1979-80

Year | - Mean draft agailable  Volume of traffic
(in metres) (in nillion tonnes)
1947-48 LR ke ToL
1951-52 7.88 el
1960-61. 7230 9.0
1964=65. 6.90 1 e
1970-71 o509 : T 15
1977-78'®) 7.05 = 9.63 8.6
1979-80 : 7.05 ~ 8.98 ' 10.5

Source : Calcutta Port Trust
lotes : (a) Outward mean draft

(b) Haldia Dock System was connis sioned
and deeper drafts were available

since then,
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TABIE = 53

PERMISSIBLE DRAFTS OF SHIFS ENTERING MAJOR PORTS_OF INDIA

Name of the Major Port

‘Permissible Drafts (deepest)

1988

1978 1981

1., Calcutta~-Haldia

4. Holdia 10,56 10:36 LAY

i Calcutta 8.30 8430 9.23
2. Paradip 211,89 11.89 11,90
%. Visakhapatnan

i, Inner Harbour. 10.20 1)l 10.21

ii, Outer Harbour 1559 5550 L0
4, Madras : .50 o 1402 ©.50 hofla. 02 - 9500 tor Ll.AC
5., Tuticorin 8.40 8.85 8.24
6. Cochin 9.14 9.14 30,70
7. Kandla 10,36 10,36 10,36
8. Mormugse 12 v el 12.80
9, New Maungalore _ 9.15 12350 1250
10. Bombay '10.%6 to 11.60 10:67 - 10,70 to 10

Sourcez: (2).

(v)

(e)

Visakhapatnan Port Trust (1979)
"St vtistical Bulletin'!
Indian Ports Association (1981)
.| e jon Bonts of dudie :

7

Planning Commissgion~
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TABLE ~ 4
DISTRIBUTION OF BOTH ZbHHOEPﬁ AND FORBIGN SHIPS ENTERING MAJOR PORTS AS FBR DRAFT
Hom@144 :
S e u (a)
Drafts (metres) ea0i9609 197 6 T
A No, of Percentasgec . Nes ot Percentage No. of Percentage
i ships of total - .ships of total ships of total
Toas Wi J 5574 76 Veoe v Tie 1834 65
4.4|@.mhdv | . 1079 15 e A e ]
9.3 mw@.mdodm . 649 9 859 L 11.8 491 18
eoamwﬂov_ Ao 7298 100 7208 . 100 X viogod 100
Source : 2ﬂwwm&uom. §. (1980) : ‘'Problenms of oDHOGwam Pord - An Asscssment!,

mmmﬁwwﬁmmoﬁ&om $0 the Scninar on Mﬁodwouuom Colcutta Port and Sugges ted
iy wQSmmpmmn Calcutta. :
Notes = ﬁmv @HmSﬁmm for the first wmww ow ‘the %mmw AH o.. upto 30. m Hoqu
hdv The @H@ﬁ&m are presented in the forn in which &sm% are available.
, They .are not mawﬁamﬂawmmm figures. _
ﬁov wwmcwmm in Hmmvmo& of woudm% Port reclate dowwwbmsopmw yearsa.

1 L .
i

!
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VPABIE: =5
DISTRIBUTION OF VESSEIS _L*;NTERING V'ISAKE&APATNAM PORT AS PER DRAFT,

7 197'7-78 to 1978"79

g Drafts (metres) : Nuober of vegsels

5 1977-16 1978=79
= Less than 7.6 25 [5i1) 246 (50.2)
2 7.6 = 9.0 113 (26,8) 121 (2446)
E ‘10,6 and above 5 k) 29 (5.9)
g Total 458 (100) 492 (100)
= : - :

= Source : Vizag Port Trust (1980) : Statistical Bulletin
= : : : -
% d 5 " DABTE = 6

g ﬁ;‘:‘ ; GLOBAL \DRAFTNISE DISTRIBUTION OF VESSELS, 1977

"qé ! Drafts (Mc—:;tres) Nunber '-of vessels

5 - Less than 7.8 982 (8.0)

[ 7.8 = 9,0 3731 {30.1)

o2 :

3 gl = 10,9 3882 (31.5)

= Gt~ 10,5 1029 (8.4)

;; 10,6 and above ; e 01 -(22?'.0)

= s :

Q mlrx ~t. £

E Total | 12303 (100)

2 Source :; Llcyd's Rgglster of- Sh:Lpp:Lng ¢ Statistical Tables.

kg

o .

5

w2

%

& )

Fo

=
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i .P“mHhmh 14 :
hMMHoeo TONNES OF MMTHHHHmFﬂU AT

MAJOR PORTS ,

b<@ﬁb¢m 5 A <Ham HHEH T0 HAND

g et o m | JULY 1978 e@ mqwemamLm 1979 ﬁﬁocwmg
| Madras Visakhapa tnan

b A i e

e : omwosﬁﬁgnmmwgp& Bombay J

L e s o

T o i to Septeuber i ep gt e -
oa&oum% ¢o bmrmpdca. in 2ond e 20,0 Bl
. __f_w ;__

W \
: : 5 i { !
3 By 3 o ..,.A £
f
i

wmdw m g A
mmﬁsm%% o Merch. o i L 2944 _ _
Aprill t¢ June | seb L 20,0 35,6

m@.p“ M G5 al 225

e,
" ~

e

W o

sP%gdGHmow&mtd@ﬁ W Mwm 247 %
] ” . M

1
Mﬁ e s ; .

.C_  Eis _mo¢&mmu“ <wmwwvmwmdwmﬁ wOua_aHWm&.n Statis tical wusm&H5, H@qmlaw.

gl . oo R : ;
e Sets e (R ! A
5 i

v T T - e 22
—————————————
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= 5
=35

: : TABLE = 8 -
i AVERAGE QUANTUM OF GENERAL CARGO HANDLED AT CALCUTTA AND
B : BOMBAY PORTS PERSTEAMER DAY, 1984-87 (TONNES)
| 2 '-'}" = o 7 --,--- . ; 5 ; : %
5 { J _ s e
% % ﬁg Yie a‘r i Calcutta Port - Boubay Eort,.“:;.
E | s : =
= 1984-85 ot ; 6217 : 409
% 1985-86 , . b 524
= 1986-87 650. 598
B —
Yé Source Calcuttz Port Trust : Administrative Reports
j%‘““ Bonbay Port Trust : Administrative Reports,
I3 '
O T.L':‘.\.BLE =3 9
'E MANDAYS LOST PAR AMPLOYEE AT CAICUTTA AND BOMBAY PORTS DURING
g el Dol e o :
B 5 X ; : = Y, ; L
; £ 0 e o Nymboaef uandays lost per cuployec (a)
5 : Calcutta Port (b} -

- Bombay Port .

1Gi=l2 te (19H5-76 =
Yearly Average

| - SISV

P82

‘emmIoT 000T !

HoAT

1976=77 0,02 0.03 A
o - 1977-78 0.19 SPasod :
é AT T '”ff”" ”é.52”"‘*”“"‘""""”"“ 16,12
e, : atd i £ R e ) ]
- Source

(suno

¢ qruod WOLVIL- LY QHHSIq;mé

Boubay Port Trust and Calcutta‘Port_Trust
Notes : (a) Euployuent at ports as on 3Ist March of “the year.
(b) Figures here are for Calender year,




e B LR T ]I ,-l||:“4amn, Sy i ak e i

- Source : Calcufta Port Trust‘and Bombay Port. Trust

AIGPEE. L AT 1135 325 -

i | BABIE - 10 |
MANDAYS LOST AT CAIOUTTA~HAIDIX AND BOMBAY PORTS, 1984-86

S S R

Yoo _‘ Ca1qﬁtféiﬁéidig:Eoft fé}htﬁgﬁbgyf?prt (o)

1984-85 ’ = ol T e e
1985-86 eIt 15,690 18,376

Kotes : (a) Number of employees in 1984-85 and 1985-86 were 4
B 23l ang o0 - 547‘respect1vely -
~ (b) Number of employees in 1985-86 were 50, 0988

: TABE =g
NUMBER OF SHIPS DETAINED AND__S;iIPDAYS' LOST AT CAICUPR-HALDIA
AND BOMBAY PORTS DURING 1974-75 T0 1978-79

Y oars - Number of ships detained s " "Shipdaysflost‘ 1
e _Calcutta&Haldla Bombay Calcutta-Halliz Bom =

BOBR60 - it e ABG e =500 2161

dglens 306 844 Ll

197879 67 Sy 3,0‘9'

: Indla (1971)
‘(2) Adm1n¢strat1ve Reports of Ports
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- TABIE =~ 12 ‘ :
RETATIVE ECONOMIC GROWTH PROPENSITY OF EASTERN REGION OF INDIA
AND REIATIVE GROWTH PROPENSITY OF TRAFFIC OF CALCUM A-HALDIA
PORT, 1968-69 TO 1984-85 '

Net Domestic Pro-

: Y e ar - Relative - Total Traffic Relatkive
R duct at factor Economic (in million growth pro-—
; cost (Rs. crores) growth tonnes pensity of
; at constant prices propensi= Calcutta All  traffic of
f Bastern All-India ty of = <=Haldia - major ~Calcutta~
-Region 5 Basterm Port = ports Haldia Port
-_ Region . . : (4)
B L il TAARE | (’[F) T O Bl Rl ; ot L
1968<69 3241 17112 2843 7.96° - 55,00 += 14,4
1969-70 3349 18202 18, 6,90 e il e
1970=7T1 3459 19228 18.0 6,01 Goeo8 10.8 e
d9ifd=72 5559 19498 18 7+30 99.01 12.4
1972-73 3524 19202 Ages 6,68~ 58,26 gkt
1973-74 chat 20201 BLT ) 6.52 63,66 09.9
1974-75 3659 20450 iR T »50 65.74 11.4
A 197576 3940 22471 Iq55 T.70 66,20 gl Lo
197617 3969 22766 1954 8.00 68,20 i
4 1977-78 2486 24632 17.4 1.81 66,71 130
B - g o7eT9 4328 = 26195 16.5 7.98 .. 71.04 11.9
L. 1979-80 4064 - 24761 16.4 8.80 79.90 11.0
/s lost I 1980-81 4600 26608 7.5 9.51 81,32 T34
2 o'l ioa1 -5 4631 27973 16.6 . 9.92 87.98 11.3
B ) L9825 4609 28924 1509 10.69 93.70 11l.4
4 1983-84 4545 31200 14,6 10.47 180.60 10.4
528 1984-85 4615 32445 14,2 1652 107,80 9.8
91 Sources: 1. Govt. of West Bengal : Economic Reviews
114 :

2,

Govt, of Bihar, State Planning Board :

Selected Plan

Statistics, 1982. _

3. Govi. of Orissa : Statistical Abstract of Qrissa

4. Sreelekha Basu : !''West Bengal's Economic Growth in
All-India Perspsctive'!!, Economic and Political
Weekly, July 25, 1987 :

5. Calcutta Port Trust.
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I PABIE - 13 :
I TREND QF INCOME OF EASTERN REGION OF INDIA FROM MANUFACTURING

Iil\ SECTOR AND THAT OF CARGO OF CATGUITA-HALDIA PORT, 196868
‘l TO 1984‘_85 R SR S RN At ‘
i Year -Income of the eastern Volume of traffic of
| region from the manufac- Calcutta-Haldia Port
;t‘ turing sector. . o
w-x Incomne Index Volume L. IndeXx
il | (Rs. crores) (in million tonnes)
il 1968-69 997 .06 100 7.96 100
‘ﬂi 1970=H1 860,95 86 6.01 76
197172 860,95 S Eh i 9%
Mot 1972=T5 SFfefer 57, et = 280 6,68 84
i | 1973-74 912755 .91 o " 79
| 197475 903,45 g1 Ji559) 93
I 197601 1046,67 .-+105 8.36 5 L0
it 1977=18 1079.83 108 TniQL-. i ISl
I 1978-19 NgaB0. oo tllo 8,24 104 .
| 1979-80. L0825 355 k) 8.80 aeil ]l o e
1980-81 - 1145,68 - 115 951 120
1981-82 1223595 E 105 9592 125
1982-863 1264.62 ko 10.69 155
1983~-84 1316,68 152 10447 152
1984=85 1308.11 e sl @D 1057
Sources;_lu_Govt. of Nest Bengal Lconomlc Reviews
5, Govt. of Bihar, State: Planning Board s ollecteds
Plan Statisticsy#1982°
3. Govt. of Orissa : Statistical &bstract of Orlssa
4. Sreelckha Basu g"‘WGst Bengal's Economic Growth in
Al1-Tndia Perspectlve", Economic and Political

Weekly, July 25, 1987 =
| 5. ‘oaleutta Pert Trustd:il




, . oo TARTE = 14
INSTALIED CAPACITY OF POWER OF THE EASTERN REGION VIS-A-VIS
: 1951 to 1980

OTHER REGIONS OF INDIA

REeig & @ s ‘omwmowﬁw installed (M.W.) ; Increease
R R
| Bastern Region mwmﬂup.mv 1241(26.8) * 3654(22.4) 5335(16.3) 724
| - Southern Regicn 354(20.4) 908(19.6) ' 4075(25.0) 7907(29.9) 2234
W Nothern Region 422(24.3). 1359(29.4) 4065(24.9) - 7318(27.7) 1734
| Western Region . geE(20.8) ¢ 11Ib(ed.o) < ASNT(07.7) - 6897 (26, 1) 1900
| PTatal 1738(100) 4623%(100) 16315(1.00) _w%umqhuoov 1407

Source : The FEconomic Times dt., 29.7.1981.
Note -

—39 G

i+ Figures in parenthescs refer to percentiage share to total.

=]
- s
| =



_ TABLE = 15
OF INDIA IN 2 MAJOR COMMODITY GROUPS (1960-100)

INDEX OF INDUSTRIAL PRODUCTION

Commodity Group 1961 1965 1968 1971 1976  1980-81  1983-84

w —
| 1. Basic Metal =

Industries 1387 H@Oo@ H.m...ﬂom NH.U.W Nmmt# 270 om W“_.mow

2. Manufactures of
Chemical and : 72 :
Chenical Products 13,2 152,6. 368545 256,35 355,95 . £34.7 510.0

e 4 | Source : Annual Survey of Industries




e
TABLE - 16

NUMBER OF INDUSTRIAL LICENCES ISSUED TO DIFFERENT STATES OF
INDIA, 1965 T0 1986

o e

e

Region States 1965 1970 - 1977 1980 .1982-86 1987-89
Bastern  Bihar 61 22 WG 95 17
Region Orissa 5 4 2 8 76 14
West Ben-—
gal 67 46 40 23 i 005 61
Total 155 T2 58 432 92
(24.9) (20.0) (ll 2) (13¢6) (1oe8). . (ia)
Western . Maharas=—
Region tra 134 112 159 107 6356 " 242
Gujarat 39 39 60 85 421 236
Madhya Pra- :
desh 14 2 8 18 148 59
Rajasthan 13 i i 15 197 36
. Punjab and
Haryana 24 39 46 38 594 112
* Uttar Pra- .
. desh 48 26 41 30 348 120
Total

272 225 322 293 2344 806
(50.8) (59.7) (62.2) (61.7) (58.4) (64.4)

2 NI VIQNI J0 NOTILONUO¥d TYTILSACNT 40 XEANT

‘.3 o

é Southern Mamil

& Region Nadu 59 36 32 37 440 2uiLy
Karnataka 22 37 45 40 259 114

: Keralsa 8 10 16 yalt 89 19

- TTAnBIrETPRa T

v desh: .24 13 27 42 244 104
Total 113

032 354
(2493 (20.4) (23‘2) (27 4) (25 74)) (28.3)

Source : Govt, of West Bengal : Beonomic Review

T) IINOYD X GIAONHOD ¥OLVI

(00T-096
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i - PABIE — 2+ :
ANNUAL EXPONENTIAL GROWTH RATES OF AGRICULTURAL PRODUGTION
AND YIELD PER HECTARE IN INDIAN STATES, 1952 = 1979 (a)

Region and States Annual Exponential Growth Rate

Region States EN Produc tion Yield per hectare L
Eastern Bihar 1% 67 Jie 13
orissa o 0.14
West Bengal Lt AgED. L0 < 0.89
Western  Maharastra 1485 | o
Gnyaratd - 02L o Zags 2,73
Madhya Pradesh 1.09 0.36
. Rajasthan 2.24 Lo2d
" punjab e , 3,10
" Utter Pradesh 196 il 2,55
St T el WA T RedD 1.89
Karnataka e peBR. IS \ 2.52
Kerala 2458 7 1.54
Andhra Pradesh 1..84" - i 41
All India 2ieDD Yeil2
Source’ s Nair25
Note : (a) Based on the data for 28 crops.
:

r



E e
= j ' : TABIE sl

' CONSUMPTION OF PLANT NUTRIENTS AND AGRIOUIEURAL PRODUGTIVITY
IN THE EASTERN REGION VIS-A~VIS SOME OTHER STATES IN THE
SOUTH REGION DURING 1978 KHARIFF SEASON
Region and States - Consumption of plant Productivity (Yield
: - nutrients (kilogrammes)  per hectare in Kg.,)
per hectare

Bostern  Bihar 5 o a o
' Orissa 5 (35
' West Bengal bt e 18 ; e 11 Lo
Southern Andhra Pradesh 27 L e e
| - Tgmil Nadu 45 2020

Souxi:}é : Thé*.r'sfatesmé:ﬁ_f,*";{zne 16,.1 1980ja

T T I Ws"ch‘-ﬂ“_ L S e e e S e O L R S T e e e

e




| TABLE - 19
i CHANGE IN PATTERN oF SEA-BORNE TRADE OF INDIA ﬁocwzeHag.Hz.Hcopooo TONNES

1
:
m/. . _
]
1

s Year POL

Source .

(1) Govt., of Tndig2®

(ii) Planning ang Research cel1, Calcutta Port Trust,

| .wﬁos Ore Coal Fertiliser MMMwMﬁmemmemo Total
Ll . : |
e Wt vages T (42:%) (285-50)
eEEE Gran . . (3:30) (11.4%) (200250)
. B e wn e e Gt |
1977-78 e mwm”mmv - e ; s |
e B B a (25235 i |
L el 03:29 (22:50) 556:8% |
et L L G omn gy
1986-87 o 1.9 . = :

(43.97) _ﬁmmwe (10.66)  (3.49) E”%u ﬂmw%v




TABLE - 20

RESOURCE COST COMPARISON FOR TRANSPORTATION OF COAL : RAIDWAYS,
ROADS TRANSPORT AND COASTAL SHIPPING, 1977-78 TO 1979-80

Pairs of Points Resource cost per tonne in Rs.,
Railways Roads Rail-cumwsee
: ' : 2k
_ (epsstite)
1. Andal-Haldia-Tuticorin 234.3 240,1 138.7
- (Distance (Xms) 2579 2555 2704
2., Andal=Haldia=Cochin’ 18741 - 2518 1375
| Distance (XKms) 2442 2321 2922
e Andal-Haldla—Navalakhl 209.1 2112 1505
: Distance (EKms) 2209 = 2058 4676
TABIE - 21

::COWPARATIVE COST POSITION IN RESPECT OF LOADING IRON ORE FROM
HALDIA AND PARADIP IN SMALL CARRIERS , 1979=80

P % Railway Port Detention Total
: Freight -charges cost . cost
. (Rs.)- (Rs.) (Rs.) , (Rs.)
Haldia 15260, " 19,00 0.00 94.60
Paradip 98.72 & 1Bah S 115,30

Source : (1) South Eastern Railway
‘ ' (ii) Calcutta Port Trust
(iii) Paradip Port Trust
Note ﬁ Rs. 40,000 is taken for detention cost per vessel per
o diges :




‘ TABIE - 22
COMPARATIVE COST POSITION IN RESPECT OF LOADING OF COAL: FROM PARADIP AND HALDIA
BY 18000 DWT mmem.. 1976-77 ety . ‘

_
.w (o] w‘w.m m.m meHSm% mePWSd : wcwwfowmwmmm WOHﬁ umwm nom& of Total mamd
. G A (G u _ Awm Vm_ ‘ships for loading (Rs.)
e i e dE a C5 (R5,) | per.-tome

Poradips '\ o o 4ome® 19,51 Lo 72,84

Haldia At 260070 5 25,13 o 1,57 52,70

e o

_ “iE | Source s APV omHomddm Port Trusti | |

?.u_.v South mmm,«ﬁ.b wmu.u%mu. :
, Note : ¢ The dis tanc e H.H.oE bBamH o wmﬂm@pw _ﬁmm Umﬂﬁcﬁw.l Nwmu.mmwsw
S e is 612 Kms, . , ,_ _;
T b ﬁam Lhe Dis dwsom H.H.os And mw do mm.,apm ﬁm umbwsbu. = Panskura is

¥ i .m £ : 52 m S " _
‘ ¢ ,ym . i _, m.mm gm. 2 ; Lzt : - :
; d ; | ; : i
| : il %t ; > i
| ; | - “
: i 1 | 3
, ' 1 by
| ; !
_ _ U
‘ : o : -
i .uu 1 w i
i iR i Phge ] I
E ot £ X > L s i
_..., : 1 £ w A
o H i :
{ 5 { H fl
L) « i !
i i ! {4
o ! it «
3| : \
b ) & »
s : : i ’
m, i
1 t
i




Tedl =

TABLE = 23

COMPARATIVE COSTS OF TRANSPORTATION OF ommSHobb FERTILISERS FROM szbbbﬁmv Azmvﬁmwz
wowemv TO. moém omzembm OF TRADE H? szHb ﬁmedmmm IN Rs, IN H@qu

i

H

wmmdwb$¢pob lEa L m - w L =Py ek g

W sH mmem 45 & e | L T R R T e m
i WY BT BUE?: L.GLE EomTg, Jaﬁ@
Kanpur | 19,50 = 112.50 1254175 i leod & 1 dp | 175,15
Allahabad ; 19450 ! 96,80 Hmu@;om 13,0 s violp i T ¢ 05
Patna . 19450 : 74.00 Hmwm 25 T30 v L2500 wwwpm¢mm
Burdwen 19,50 30,70 1172J95 edoee e IR6 60 S 14835
Gauhati : -~ 19.50. 110.40 Hmmo mm wmmwu.o_m_ Hmw.mo. - 1237.35
_ AL . E.WW& ool | i w ombay ,
m ; L.Co o H:m_.v_tQ . BD&WHAOV H.ooo 7 Hrn 'Oo H.O.ﬂm.u..hnﬂv
e 15,841 . 184,60 2341419 | 4.9 126.8 = | 11254,45
| 15,84 174.05 71330.59 | @ 4.9 18850 ID5 698
S e 15.841 + 180.504 ; 1337409 | 4.9 130.0 | 1257, 65
) _“h | 15e84y i 6480 Hmmwgum P 449 152.9 ”Hmm04mm
“ F) e 156840 LT aB2l10 - 1318069 | 49 174.0 [:1301,65
e | 15.84 | s« 216,20 Eqmﬁqm m 449 200.4 Humm 05
“ Sour m_w" Hw The mwww@wwm oowwowmwpos o& prwm ﬁﬂ@.n 2. Indian wmwwtm%m (S.E. w.~ E.R.),
b y u Emuow wowwm ‘of :India, .m ~ _ i m
ww20¢m & vw&oﬁ West mm%me% and U.S m.w.hwowawq;mwwwwpbm owgwmm s /were same for all

“ Indian wow&m“wb osmapomw Bmﬁswmm. mmbom . the wmpm&w¢m oom# QOpﬂwobm remain
b the game and. dym ®€mmwdmﬁpobm mep¢mg remaing unaltered, ?Qﬁ mos+t bulk

m ooEBoaH&Hmm. mmEm 5.0 for Hbmwmﬁngudm. w

adv L.C. = Tanding charges at port. | m

ﬁov Total = Landing charges at port 4 Hﬁwmﬁﬁ &H@bm@oﬂ& cost ! AH»oV

: | + shipping charges wmov R :

H
i
:
|




- pio oy DARTRCe 24 R
REGRESSION EQUATIONS FOR GAB.G-Q HANDLED BY ]?ORTS DURING
:1970=7% 70 1986-89
e § _ ,
Ports : : Bxplangtory I[agjables '
; Constant Xl _ X2 Xi X4 r

2

Major Ports of | '206.77.7 23 0743 ‘;. vm'.“-“f = | 0;949§?

India Ch e e 0.9516 - -

Caleutta-Haldiz —315 1 5 s e 0.9162
Port s ”’l+ i O, 8958 0. 866

GNP of" Indla, X _EManufacturlng Income of Indla,

5w 2

SDP of Bastern Reglon, X4 = Manufacturlng Income of

b
]

FAURCEL I -

!
o ¥
| :

Eastern Region, S LW_ e &é AT

TAﬁDE - 25 CankeE : Do
PROJEGTED FIGURES OF INGOME -AND PORT-TRAFFIC : '2000=0L and 2010-11"

R Tl e i

o) eomemme 12000501 . | 2010m11
GNP of India (Rs.?crbrég) Bt L G
Constant Prices A NGB0 - 174835
Major Ports Gargo (M;lllon tonnes) ‘ 251,55 | 3719.5T
SDP of Eastern Reglon (Rse Crores) . ,:T3 ;ngﬁfjg ’11901‘

Calcutta-Haldia Port Oargo gMnlllon e

tonnes) e i R PR
Manufacturlng Income of Indla : = >

(Rs. Crores) o ‘ . 18883 o 50396 e
Manufacturing Income .of Eastern ik s T i
Reglon (Re. Crores) o - ;w&,_"' ; e 20T e RS20




Noms
4y

2e

e

4§

Te

B

-éuha, a4 Kab"The Role of: Calcutta jn Indian Econony'', in

$he Commissioners for the Port of Galcutia : Port of -

| Galcutta Centenary, 1970.

Mikher jee, NijThe Port, of Celoutta A Short History, The

 Cotmissioners fof the Port of Calcutta, ‘Calcutta, 1968. Zi
‘Banerjee, Py -+ i Caloutta and its Hlnterland’ o
- Progressive Publlshers, Calcutta 975, .

fGovernment of Indla, Report of the Haldla Study Team, |
“olume I, I, 1965 PVPO“t of tho ftudy Groups ;R the ;;'

s
i

utlllsatlon of Pbrt Faclllties, 1965, Port Transport Stat..of

Indlu. 1969‘70, 1970-71, Dxrectoraxe of TransPQrt Research
Ministry of Shipplng and Transport, 1971. hasy
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Drafts (metres) s e

ety el

8.9 ond below | s 173
900 T 9.9 179 181
10.0 and zbove 52 12
Total e 365 365

Source : Calecutta Port Trust,
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- X980, :
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iops e, : :
“Ray, 1980, op. cit,
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W13no¢st L, W,, F'Contalnerluatlon and the Ca¢cutta Port"
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Econonic Regearch [Ofabit R :
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196465 and Tenth and Eleventh Repart). :
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Nair, KRG, -'Reg"ona_ Disparities in Agrlcultural_
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o2
Resourc,e cost of a service is deflned as the cost actually
borne by the economy or soclety in terms of real resources

utilised in the ‘production of that serV1Qe.
Asian Developnent Bank's Gonsulxants CES (Gonsultlng

_ ”f:tranbportatlon in dhe. route Haldla-MadraS lS estlmated
%o be 215 aia cout index in ! oastal Shlpplng Wlthout
“""ba]__“l_aus“E ltﬂ 47 and the former for coal transportatlon

o 29.

© 30,

in the routc Andal*FaWdl —Tatlcorln 1s estlmqted to be
L5 g the 1atter 709 an ¢984-85 (See, oanklecha, Slellay

110oastal Shipping -- Maasures for Rev1vel", Indian

HShlpplng, Vol, 41; Nos.:2-3).
_Goculdas, T,M,, "Gontulnerlsatlon in Indla S Trades"

Indian Shipping, Vol, 31 No. 11/1979.
Goss, R 0., "Towards an, econonic appralsal of port
1nvestment"; Journal of Transportatlon Econonics and

‘f,Pollcj, 1967 Vol Al Also see, Munby, Denys(ed.) Transport,

Boa

3L
' ””System January 1990 and Mormugaon ‘Port Trust, Adoinistra-

Plannlng bomm1851on,.Government of Inala } Ports Inforomation

tlon Report 1990"9L.
In najor ports of India PL00 L, tv fflc 1ncr5qsed to 643,6

and coal to 156 0 lakh tonnes in 1988-89. xy




33. Output per ship day is, on the average, higher in
Haldia Port than that in other najor ports of India
(Bee, duta given;below).

i se=o . Qutput per ship day at Haldia Port vis—a-vis
other major ports of India, 1985-86 to
1988-89 (1n tonnes)

Jomts 1985~86_ 1986-87 1987-88  1988-89  Average
Holadn - < 3994 5381 6693 6288 5589
Paradip 2448 3550 4674 4272 3682
Visakhapatnam 3896 - 5127 6127 ' 6855 5496
Madras 3358 4184 4364 4285 4048
Bombay 2155 2516 2765 2355 2448

Kandla 5392 5403 5893 5051 5435

Source : Planning 00mmission31.




