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PREFACE

At the request of the Committee on Transport Policy and Coordi-
. nation, the Programme Evaluation Organisation undertook an investi-.
gation to assess the role of the bullock "cart in rural transport, and
changes therein over the last decade or so. Since this study had to go,
for considerable stretches, over an untrodden path (both kutcha and
pucca), it was decided to take it up in five selected mandis and their
hinterland and conduct it as an intensive case study. The nature and
extesit of use of bullock carts, the ground lost by them to mechanised
transport and the underlying economic factors have been enquired
into in each of these market areas. The main points emerging from
the case studies in these five areas have been summed up in the last
chapter. In spite of a number of limitations of the sutdy, it does
provide some basis for understanding the likely course of development
of transport in rural areas in the near future.

NEw DEeLHI, J. P. BHATTACHARJER
March, 1963 - Director Programme Evaluation Organisation,



PART |
CHAPTER 1
Background and Methodology

1.1. Background

At the instance, and on behalf of the Committee on Transport policy
and Coordination, appointed by the Planning Commission, the Programme
Evaluation Organisation undertook to study the role played by bullock carts
and other traditional modes of transport in rural areas. This happens to be
one of the fields in which very few studies have so far been conducted, and
on which the available information is sadly inadequate. In fact, there is
practically nothing that will throw light on the changes, if any, that have
taken place in the role of these traditional means of rural transport, Under
these circumstances, it was decided to make this study more or less of an
exploratory nature, conducted with the help of the case method. An esti-
mational survey was accordingly ruled out.

1.2. Objective and Approach

The broad objective of the study was to understand and analyse the role
of the traditional modes of transport, such as bullock carts, hackney carts
and thelas, in the traffic in rural areas -and to assess the changes that have
taken place in their relative importance as a result of introduction of mecha-
nised road transport. With the resources available to the PEO for the pur-
pose of this study, it was felt that its scope had to be narrowed down and
linked to the most important type and pattern of trade in the rural areas,
namely, marketing of agricultural commodities by villagers and their pur-
chase of commodities produced outside. Rural traffic in goods has been
assumed to be determined and conditioned by the nature, volume and direc-
tion of such trade. This assumption served to give the necessary focus to
the study, as it implied that the share and role of different carriers in this
traffic could be observed and analysed with the help of the ‘trade-centre’
approach. It was accordingly decided to base the study on field data for a
few selected markets, the term ‘market’ being used here in the semse of
‘market area’ comprising the trading centre or mandi and the hinterland

of villages.

1.3, Markets studied

Five markets were sclected in five regions of India, for a case study. In
order that there should be sufficient scope for observation of the roles of
both traditional and mechanised modes of transport, it was decided that the
selected markets should be intermediate in size as well as functional role.
Markets of this type were assumed to be suitable for obtaining a fairly com-
plete picture of the trade and traffic from and to villages and a general idea
of its extension in space beyond the market. The following is the list of
selected markets :

State District Market
1. Madras .. .. . .. .. South Arcot Tndivanam
2. Maharashtra .. .. . .. .. Nasik Lasalgaon
3. Punjab . . - . .. Patiala Sirhind
4, UP. . .. .. .. .. Gorakhpur Gorakhpur

5. Ww.tB.ehzal ' .. . . .. Birbhum Sainthia
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Data have been gathered both in the selected mandis (Market centres) and
in a selected number of villages constituting their hinterland.

1.4. Period of study

The field work for the study was carried out during the busy season of
kharif arrivals in the selected markets. It was initiated in U.P., Bombay
and Punjab in the first fortnight of December, 1960, in Madras towards
the end of December, 1960 and in West Bengal in the second fortnight of
January, 1961. The collection of field data took about two months.

1.5. Reference Period

The reference period is 1959-60 except in Sainthia where it is 1960. An
attemﬁt was also made to collect data for 1949-50 or the year nearest to it
for which figures were available for some items so as to obtain some idea
of the change over time. '

1.6. Method of collection of data

(a) Mandi-level—The following schedules were devised for collecting
data in the mandi :

(i) Mandi Schedule;
(i) Interview of Selected Hauliers;
(iii) Traffic Survey Schedule.

(i) Mandi Schedule-—Apart from the background information for the
mandi, the mandi schedule is intended to provide information on the nature
and volume of business e.g. arrivals and despatches; seasonal fluctuations,
directions of trade, transport facilities and their characteristics, transport
requirements,  proportion and kinds of trade handled, etc.

The following sources were tapped for collecting the above data; (i)
records kept by market committees, commercial organisations, chambers of
commerce, octroi departments and other bodies, (ii) interview with
traders, commission agents and other knowledgeable persons, (iii) discus-
sion with government officials, such as marketing officers and inspectors and
the records kept in their offices.

(ii) Interview of Selected Hauliers—Hauliers were defined as persons
who ply traditional modes of transport, e.g., bullock carts, hackney carts,
thelas on hire or are engaged in operating mechanised means of transport,
such as trucks, as a business.

The sample of hauliers was selected at random according to the follow-
img design :

Wo. of hagliers in the mandi No, sclected
Upto 100 .. .. . .. .. 60 per cent with a minimum of 25
100 and above .. - .. .. .. 50 per cent with a minimum of 60,

A list of hauliers of each of the above categories residing within two miles
of the mandi was prepared. ‘Thereafter, the number«to be selectsd was
determined on the basis of the above proportion and a selection made with
the help of random number sheets.
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Information was gathered among others, onitems such as particulars
of the of vehicles, costs of operation, relative economics of different
modes of transport, their profitability.

(iii) Traffic Survey.—A survey of the traffic coming to the mandi on
carts and trucks was also conducted. The most important pucca roads
along which trade flows to the market were selected for this purpose. Firstly,
a count was made of all the carts and trucks passing along that road with
commodities for sale in the mandi, Counting was done either at the toll bar
or octroi nearest to the mandi or at some convenient place near the mandi
if there was no toll bar. Counting began early in the morning as carts
began to arrive and continued till the major part of the traffic was over.
Information was gathered on a brief schedule in respect of a selected num-
ber of carts and trucks from amongst those counted. A sample of 10 per
cent or 5 whichever was higher was taken in each category.

(b) Village level

(1) Selection of sample.—Six villages were selected from the hinter-
fand of the selected mandi. The selection was made on the basis of multi-
stage stratified random sampling. The villages constituting the hinterland
were first classified into two groups :

(a) those which are congenial to- truck transport and suitable for
bringing out a comparative picture of trucks and carts; and

(b) those in which truck transport is at a discount and which are
specially suited for cart transport. For (a), a list of villages lying on the
pucca road or within two miles of it was first drawn up. At the second
stage, from amongst them those which were sufficiently distant from the
mandi to be worthwhile for trucks te operate, were included in thé sampling
frame. For this purpose, the minimum distance considered truckable was
ascertained from knowledgeable persons in each area and villages situated
at distances less than this were excluded. Two villages were selected at
-random from the remainder, Similarly, the villages away from a pucca
road (b) were divided into four equal distance groups and ome village
selected at random from each group.

In each sample village, 30 per cent of households possessing carts and
using them for transporting their own produce or that of others were inter-
-viewed. ' .

(ii) Schedules.—Two types of schedules were drawn up, one for the
village as a whole, and the other for the households. In the village sche-
dule, information was gathered from knowledgeable persons, e.g., Sarpanch
of the cooperative society, VLW in charge of the village, any professional
carrier, the leading village merchant. The main items relate to the nature
and volume of incoming and outgoing trade in agricultural produce, markets
where goods aré sent and from where goods are brought, particulars of
carts and other traditional modes of transport.

Information was gaﬂxercd from selected households on particulars of
carts and other traditional transport, markets of sale, costs, earnings, pre-
ferences, 1ole of trucks etc.

(ill)  No. of respondents—The pumber of respondents of different types
canvassed in different mandis is given in Table 1.1 below :
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Thus about 750 owners and operators of transport were interviewed.
1.7. Qualitative notes

Two qualitative notes, one based on conditions in the mandi and the
other on those in villages, bringing out the role of carts and trucks for
different types of traffic and their future prospects were also prepared for
each of the selected markets. These were also made use of at the time of
preparing the final report.

1.8. Lay-oui of the report

" The report is divided into three parts; the introductory, the case studies
and the concluding observations. The introductory part, consisting of
chapters 1 and 2 contains a description of the methodology and scope of
the study and the broad features of the selected markets or mandi areas.

Chapters 3 to 7 present the case studies of the five selected market
arcas, one chapter being devoted to one market area. Each case study is
divided into two sections. The first section relates to traffic and transport
in ‘the mandi and the second to traffic and transport in the villages. The
main topics in the mandi section are volume and composition of inward
and outward traffic, its seasonal fluctuations, orizin and destination, types
of roads, modes of transport at different stages of the marketing process
and for different purposes. The second section gives the analysis of - data
collected at the village and household level. The broad aspects dealt with
here are volume and composition of incoming and outward traffic, types of
transport, seasonal fluctvations, origin and destination, types of roads,
modes of transport at different stages of the marketing process and for
different purposes. The second section gives the analysis of data collected
at the village and household level. The broad aspects dealt with here aee
volume and composition of incoming and outward traffic, types of trans-
port, seasonal fluctuations, methods of marketing, characteristics of house-
holds possessing cart particulars of carts and kinds of use.

The last chapter which forms the third part, puts together the data on
important aspects of the traffic and transport situation in the five mandi
areas. Instead of trying to summarise the findings of each of the earlier
chapters, an attempt has been made to sum up the main findings and project
them into the future,



CHAPTER 2
Introduction to the selected markets

The volume, direction and other aspects of traffic and transport in a
market area depend on the nature, area, functional organisation and other
characteristics of the market, An understanding of the findings of this
study will therefore, be helped if some information about the nature and
background of the cross-section of markets selected for study is presented
here before we go into the traffic and transport conditions in each of these
.areas.

2.1. Functional role

As has been stated in the previous chapter, all the five mandis,—Tindi-
vanam (Madras), Lasalgaon (Maharashtra), Sirhind (Punjab), Gorakh-
pur (U.P,) and Sainthia (West Bengal) are of an intermediate character in
respect of functional role and size. They handle agricultural produce, not
at the initial or the ultimate stage of their marketing journey, but during
the intermediate staze of the marketing process. In all the selected markets,
a good proportion of arrivals comes from other primary assembling markets
such as hats and periodical markets in the rural areas. Similarly, a major
portion of the quantities despatched from these markets is sent to consumer
markets where they are distributed to retailers and consuming centres,
except in Gorakhpur where about 60 per cent is redistributed for use in
the surrounding arcas.

2.2. Size and importance

The area of the hinterland of the mandis i.e., the area which feeds the
market ranges from 71 square miles to about 1,100 sqaure miles. In spite
of this large range in area, the number of villages from which the markets
get their business is comparable being generally between 250 and 300. As
regards the population of the hinterland, three mandis viz., Sirhind, Gorakh-
pur and Sainthia have a population of about 1 lakh each while in the
remaining two, Lasalgaon and Tindivanam, the population is about 2.7 lakhs
and 3.2 Jakhs respectively.

2.3. Principal features of the selected mandis

Rough sketches of maps of the selected market arcas showing important
roads and selected villages are given in the appendix. Brief observations on
‘their principal features are given mandi-wise below.

2.3.1, Tindivanam Mandi—Madras State

Tindivanam, one of the taluk headquarters in the South Arcot District,
is situated 75 miles south of Madras on Madras—Tiruchirapalli Trunk
Road. It is centrally located and is connected with some of the important
commercial centres in the Madras State by six important roads—one lead-
ing to Gingee and Tindivanam on the West, another leading to Wandiwash.
Arniand Vellore on the North-West; two roads leading to Pondicherry and
‘one leading to Marakhanam on the East and one leading to Villupuram
and Tiruchirapalli on the south besides the Madras road on North, It is
-served by a hinterland covering about 300 villages and is an important centre
for the marketing of paddy and groundnut.

6
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The Tindivanam market was regulated in 1939, Accordingly, it has an
elected non-official chairman and a paid secretary. The secretary is the
Administrative Officer of the market and is controlled by the State Market-
ing Officer. The staff consists of a Superintendent, a Supervisor, 3 Clerks
and 2 Yard Mistries. During the busy season, additional clerks and mistries
are employed according to requirement. Two closed biddings take place
daily, one at 10-30 a.m. and the other at 3.30 p.m. when the superintendent
declares the highest bid for each lot in the presence of traders and ryots.

2.3.2, Lasalgaon Mandi—Maharashtra State

Lasalgaon mandi is situated in the Niphad taluka of the Nasik district
on the main broad-gauge line of the Central Railway. Located between
the Nasik Road Railway Station on the west and Manmad in the east, it is
connected to the Bombay City on the western side, Nagpur and Calcutta on
the eastern, and Indore and Delhi on the northern side by railway. There
is a goods yard at the Lasalgaon railway station with facilities for loading
and unloading. This mandi is also well connected by four pucca roads
(Malegaon-Chandwas-Lasalgaon Road, Sinner-Lasalgaon Road, Yeola-
Lasalgaon Road and Kopergaon-Lasalgaon Road) and one katchha road
(Kotamgaon-Lasalgaon Road) with several big marketing centres,

The Lasalgaon market is regulated under the Agricultural Produce Act
of Bombay and functions under the comtrol of ‘The Agricultural Produce
Market Committee, Lasalgaon’. ‘This Committee, set up in 1947 through
a Notification by the erstwhile Government of Bombay, consists of 15 mem-
bers, including representatives of agriculturists and traders. Prior to regu-
lation, marketing was done by the itinerant traders who used to buy com-
modities from the cutlivators in their villages. The result of the market
regulation has been that the cultivators bring their produce themselves to
the market. Lasalgaon does not have any feeder markets, but is served by
six sub-market yards—one each at Chandwad, Niphad, Saikeda, Ozar Pal-
khad and Pumpalgaon Basant. The major portion of the agricultural pro-
duce marketed from the neighbouring villages is brought to these sub-yards
for sale, not to Lasalgaon which is farther away. Thus, these sub-market
yards perform the function of primary assembling of agricultural produce.
The main market committee at Lasalgaon exercises control and supervision
over these yards in administrative and accounts matters.

" With a jurisdiction extending to two taluks, Niphad and Chandwad of
the Nasik district, the Lasalgaon mandi, serves as an assembling market
for onicms, groundnut, jaggery and cereals like wheat, jowar and bajra.
The hinterland of the market encompasses an area of 1098.3 sq. miles with
278 villages and a population of 2,69,513 (1951 census). In addition to
the villages of Niphad and Chandwad taluks, surrounding villages from the
taluks of Malegaon, Sinner, Yeola, Kalwan in Nasik district and Kopergaon
and Sangamnner in Ahmednagar district form part of the hinterland. There
has been no change in the area and the number of villages during the last
fen years. : .

2.3.3. Sirhind Mandi—Punjab State

Sirhind is a semi-urban place. It is located on the Sirhind-Morinda
Pucca road and at a distance of about 14 miles from its junctions with the
Grand Trunk Road between Rajpura and Khanna markets. These are the
only pucca roads. Besides, there are two katcha roads, one linking it to
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Patiala and the other to Chandigath vig a village known as Chunni
Machhli. The first road joins the G.T. road at village Madhopur at a
distance of about 3 miles from the junction of the G.T. Road and the
Morinda-Sirhind road towards Ambala. The second road links it to a point
known as Jyoti Sarup on the Sirhind-Morinda road (about 3 miles from
Sirhind . mandi) and village Ladrain on Kharar-Ambala Road. These are
not in a good condition particularly during the rainy season. The construc-
tion work to convert them into pucca roads has already started,

Sirhind is surrounded by a number of regulated markets both large and
small, viz., Bassi, Govindgarh and Amlok. All these markets were regulated
in 1948. It is the only important market for cotton and paddy in a large
arca. Therc are three nearby smaller markets, viz., Bassi, Govindgarh and
Amliok. Paddy, cotton and chillies arriving in these markets are generally
brought to the Sirhind mandi for resale. In respect of these commodities,
therefore, these markets perform the function of primary assembling of
produce from the commercial hinterland. A portion of the total arrivals of
chillies from the Rajpura maundi is also brought to this market for resale
after drying it.

In a few villazes of the hinterland, large quantities of onion are pro-
duced. The beoparies of the mandi usually handle this commodity but it
is not brought to this market. The produce is purchased in the villages {rom
where it is directly despatched to the vegetable markets at Ludhiana, Jul-
fundur, Amritsar and Delhi.

2.3.4. Gorakhpur Mandi-—U.P.

. Gorakhpur town is a district headquarter in the Eastern U.P. and is
connected by pucca roads upto Nichlaul and Nautanwa in the north on the
Nepal border and in the south upto Barhalganj and Gola. A pucca road
also runs to Basti and beyond in the west and another pucca road in the
east goes to Deoria and Kasia. Gorakhpur is also the headquarters of the
North-Enastern Railway and is an important railway junction. It is an im-
portant commercial centre handling a large volume of trade by road as well as
by rail from distant places in U.P., Punjab, Rajasthan, Bihar, West Bengal
and Assam. This mandi is popularly known as Chauria Sahebganj Mandi.
It performs the primary assembling functions of commodities brought direct
for sale by producers from villages situated within an average distancc of
20 miles.” Since the hinterland of this market specialises in commercial
crops like sugarcane and oil-seeds and is not self-sufficient in foodgrains, the
function of sending out the former from, and bringing in the latter to the
market assumes great importance. Large quantities of commodities receiv-
ed direct from the producers are sent out to other assembling and distribut-
ing markets from this mandi.

Till about 1920, there were only two or three ‘Goledars’ and ‘Arhatyas’
dealing mainly in oil-seeds on a large scale. Business in oil-seeds improved
after 1920 when more buyers came from outside and started purchase of
oil-seeds for export. The chief among them were the Ralli Brothers. This
firm diverted its attention towards foodgrains in the off-seasons, when there
were no arrivals of oil-seeds. When business in foodgrains started, their
arrivals increased and, consequently, more ‘Goledars’ and ‘Arhatyas’ came
into existence, - Foodgrains started coming on a considerable scale; and
the mandi gradually assumed the present important position.
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2.3.5. Sainthia Mandi—West Bengal

Sainthia is Thana headquarters at a distance of 12 miles from Suri, the
headquarters of the Birbhum district. It is a station on the Sahebganj loop
ling of the Eastern Railway connecting North Bengal, Assam and a portion
of Bihar on the one side, and Calcutta on the other. It is also a railway
junction with the branch line running through Suri to Ondal on the main
line of the Eastern Railway and connecting the coal-fields of Raniganj and
the industrial area of Durgapur,

There is no market regulation act in West Bengal. Trade and market-
ing are carried on by market functionaries at different stages. Market func-
tion include trade, transportation, processing and storage. No octori is
levied on trade coming to the market.

- Sainthia is the most important trading centre in the district, particularly
in respect of the marketing of paddy, and to a smaller extent, of potate,
gur and other commodities, both agricultural and non-agricultural, It serves
its hinterland as well as the nearby important markets. Sanithia has got
some natural facilities due to which it has grown up steadily into a big
market. The district of Birbhum is surplus in the production of paddy
and the Sainthia market is situated in the heart of this paddy area with a
large marketed surplus. It is also well connected, by a chain of katcha and
pucca roads, with its hinterland.

The hinterland of the market encompasses an area of 300 sq. miles with
283 villages, and comprises the major portions of Sainthia, Mohammad
Bazar and Mayourshwar police stations and some portion of Suri police
station in the district of Birbhum, as well as parts of the Kandi sub-division
of the neighbouring Murshidabad district. The area has come down from

350 sq. miles during the last ten years and the number of villages has also
decreased from 325 to 283.

Communication between the market and the villages in the hinterland
takes place over katcha roads rumning about 200 miles and pucca roads
about 60 miles on all sides of the market constructed during the last ten

. years,

24, Volume of raffic handled

The following table gives data about the nature and volume of traffic
handled by the five selected mandis in 1959-60,

Sainthia and Lasalgaon are the largest among the selected mandis.
These handle about 22-—25 lakh maunds whereas Sirhind, at the other
extreme, handles only about 8 lakh mds. Gorakhpur and Tindivanam,
where the total trade in 1959-60 was of the order of 12-13 lakh maunds,
come in-between. Of the total trade handled, arrivals account for a larger

proportion in all cases, the difference being very marked in Gorkhpur and
Lasalgaon.

Nearly 60 per cent of the arrivals in Gorkhpur mandi are locally con-

sumed. The local consumption varies from 15 per cent to 34 ¢
the arrivals in other mandis pe per cent of

In Lasalgaon and Tindivanam mandis, there are no arrivals of non-food

~crops. In the case of other three mandis also, the arrivals of food crops
are several times the arrivals of non-food crops.
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2.5. Functionaries

The position of different mandis in regard to the number of traders and
other market functionaries is shown in the following table :

TABLE 2.2
Number and types of functionaries

Type of functionary Tindiva- Lasalgaon Sirhind = Gorakh- Sainthia
nam pur

M @ 3 @ &) ©)

1. Wholesale traders .. .. 20 37 19 40 9

2. Commission agents .., .. 20 17 31 15 6

3. Brokers . . .. Nil Nil 7 8 13

It is significant that the number of traders and other functionaries is not
related to the volume of trade, For example, Sirhind, the smallest from the
latter point of view, has twice as many wholesale traders as Sainthia, the
largest,

2.6. Reliability of data

As stated in the introduction, data have been collected from the follow=
ing sources :
1. Records of octori posts or of market committees.

2. Discussions with traders and other knowledgeable persons in the
markets and villages.

3. Interviews of selected transport workers in the mandis.
4. Interviews of selected owners of bullock carts in the villages.

Records were generally available for trade, i.e., those relating to quanti-
ties of arrivals and despatches in the markets. These are fairly reliable
specially in the regulated markets, But no such records for trade move-
ments are available in respect of villages. These, as also the data relating
to the relative shares handled by carts and trucks, given at various places,
are based on estimates arrived at by discussion with knowledgeable persons.
They naturally vary greatly in respect of their reliability, more so in regard
to figures for earlier periods.

L/M15PC/63—2
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PART II—REPORTS OF CASE STUDIES

CHAPTER 3
CASE STUDY OF TINDIVANAM MANDI
I. TRAFFIC AND TRANSPORT IN THE MANDI

3.1. Incoming traffic
3.1.1. Volume and composition

There are practically no arrivals by rail. Figures of incoming road-borne
traffic of principal commodities during 1950-51 and 1959-60 are given in
the following table :

TaBLE 3.1
Incoming traffic in principal commodities

Commodity 1950-51 1959-60 z, change
: A ;e\ during the

Qty. %tototal Qty. % tototal period

(mds.) (mds.)

o 03] 3) O] &) ©

1. Groudout .. .. .. 1,771,436 N.A. 2,02,888 28-8 14-3
2. Paddy .. . .. NS N.A. 5,00,000 71-2 N.A.
ToTAL .. N.A. 100-0 7,02,888 100-0 N.A.

There are two important commodities, groundnut and paddy, which
arrive in the mandi. ring 1950-51, paddy being a controlled commodity,
data regarding the quantity received are not available. Groundnut has
registered an increase of about 14 per cent over a period of 9 years. In
1959-60, groundnut formed about 29 per cent of total arrivals.

3.1.2, Seasonal variations

The following table gives the distribution of incoming cart* traffic into
four calendar quarters :

TABLE 3.2

Seasonal distribution incoming traffic (by carts) during 1959-60
Quarters Quantity 9% to total
(mds.) arrivals
1, Jap. to March .. .. .. .. .. .. 3,06,235 45-4
2. Aprilto June .. .. .. .. .. .. 1,47,264 21-8
3. July to September .. .. .. .. . e 46,745 69
4. October to December .. .. .. .. .. 1,74,528 259
TotaL .. .. .. .. .. 6,74,772 100-0

First and last quarters account for nearly 71 per cent of the total incom-
ing traffic. The trade is thus brisk continuously for six months from Octo-
ber to March. Thereafter the tempo begins to decline and business is at its
lowest ebb during the monsoons.

*Information for traffic by other modes is not available,
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In the case of groundnut carried by carts, (as figures for total quantity
are not available), there is a marked concentration of arrivals in the first
and fourth quarters during 1959-60. This is due to the fact that October
to March is the peak season for the marketing of groundnuts. Nine years
ago, it were the first and second quarters which accounted for the greater
proportion of arrivals. As the total arrivals by seasons are not available,
it is not possible to comment upon the percentage carried by carts during
the busy and the slack seasons. Figures of arrivals of paddy for 1950-51
are not available. During 1959-60, first quarter accounts for 50 per cent
of arrival and the remaining is equally distributed between second and
fourth quarters. In the third quarter, there are no arrivals.

Some light on the variations in the flow of traffic during the course of
the LKear is also thrown by data collected at the time of the traffic survey
on the number of visits made by selected carters during the busy and slack
seasons. The busy season, as reported by respondents, extends over four
months and in a few cases even longer, but four months i.e., December and
January, July, and August have been reported by the majority of the
respondents, The slack season also varies from respondent to respondent
but the months of April and May, September and October constitute the
slack season generally.

The following table shows the number of visits made by the 30 sample
carters during the busy and the slack seasons :

TABLE 3.3
Distribution of carters by frequency of visits per month
No. of carters in different Trip frequency groups

Busy season Slack season

Category of carters L A — — e N

No. 1é&less 25 5 & Nil 1& less 5 and

: than 1 above than1 above
N 0)) 2 3) 4 3 (&) ()] )]
1, Private . e 29 19 9 i 13 15 1
2, Public .. . 1 1 - — 1 — -
TOTAL e 30 20 9 i 14 15 1

The table reveals that 50 to 67 per cent of the carters generally come
to the mandi once. There is a marked difference in frequency between
busy and slack seasons. Whereas 10 out of 30 made more than 2 visits
to the mandi during the busy months, only 1 did so in the slack season.
3.1.3. Frequency of monthly trips and distance groups

~ The following table shows the number of visits to the mandi during
the busy and the slack seasons according to distance grounp :

TABLE 3.4

Distributions of carters by frequency of trips per month in different trip
' groups by distances

. : Busy season Slack season
Distance range No. A, —_— - A \
relevant 1 &less 2—5 5& Nil 1&less 5 and
than 1 above thanl above
[{}) Q) 3) 4 5) (6) [¢)) (8)
1. 2-—5miles ., .y 2 1 1 —_ 1 1 - —_
2. 5—10miles ., .. 10 8 2 — 7 3 —_—
3. 10—20 miles .. 15 10 4 1 6 8 1
4. 20 &above .. .. 3 1 2 — — 3 —
ToraL .. 30 20 9 1 14 15 1
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15 or 50 per cent of the carters came from a distance range of 10—20:
miles.  The next important range is 5—10 miles from which 10 or 33
per cent of the carters visited the mandi, Judging from the number of
visits, the former is more active. 5 out of 15.or 33 per cent made more
than 2 visits during the busy and 8 or more than half made necarly one
visit during the slack season, as against only 20 per cent and 30 per cent
of carters from the 5—10 mile group. ‘

3.1.4. Types of roads

The entire produce is brought to the mandi on pucca roads now and
s0 was the case 9 yez B back. :

3.2. Outgoing traﬂic‘f ¥
3.2.1. Volume and composition
' The following table shows the nature and composition of the outgoing
traffic of this mandi :
TaBLE 3.5
Volume and composition of the principal outgoing traffic in 1959-60

Commodity Quantity % to total % to
(inmds,) out.going artivals.
traffic
1) @ 3) “@
1. Groundnut ‘e .. .. i o 1,49,663 24+9 73-8
2. Paddy .. . .. .. 4 4. 4,49,515 75-1 89-9
TOTAL P sk 5,99,178 1000 85-2

The total outgoing traffic comes to about 6 lakh maunds, paddy consti~
tuting about 75 per cent and groundnut about 25 per cent. Data for the
carlier period being not available for paddy as records are not maintained
in the proper form, it is not possible to comment on the change in pattern,
if any, that has taken place. The outgoing traffic constitutes about 85
per cent of the arrivals, varying from 74 per cent to 90 per cent for ground-
nut and paddy respectively.

3.2.2. Seasonal variations :

About 62 per cent of the outgoing traffic of groundnut by road takes
place during the first (January to March) and fourth (October to Decem- -
ber) quarters of the year. The order of importance of different
quarters is first, fourth, third and second. Nine years back the order
was fourth, first, second and third—fourth and first together accounting for
74 per cent of total outgoing traffic. As far as paddy is concerned, the
first quarter accounts for 50 per cent of the outgoing traffic and the second
and the fourth for 25 per cent each.

3.3. Transport organisations

In Tindivanam Mandi only one lorry booking office is functioning.
There are no transport associations. The main objective of this office is
to help the traders in transporting their goods. Since this office has no
transport vehicles of its own, it charges commission from tiaders for the
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booking of goods by lorrics. It was organised 5 years back and has 6
imembers on its rolls.

3.4, Modes of transport

3.4.1. Intra-mandi movements

For intra-mandi transport only bullock-carts and thelas are used. Of
these the latter are by far more important, accounting for about 75 per
cent,

3.4.2. Incoming traffic
(a) Role of carts.
The following table shows the relative importance of carts and trucks in
the movment of traffic to this mandi commodity-wise in 1959-60 :
TABLE 3.6
Incoming road traffic (by commodities) handled by carts

Commodity Qunatity  Percentage
. (mds.)
1. Groundnut .. .. .. .. .. o .. 1,94,772 96:0
2. Paddy .. .. .. .. .. .. .. .. 4,80,000 960
ToraL .. - A . . .. 6,74,772 96-00

Though figures for 1950-51 are not available for paddy, the entire paddy
.and groundnut was transported to the mandi in carts and now the percentage
has declined slightly to 96.

(b) Distance groups.

The data for this item both in respect of paddy and groundnut are not
available. It may, however, be said that the bulk of the incoming traffic
which is reported to be by bullock carts, is from a maximum distance of
about 30 miles from the mandi. According to the traffic survey 11 or 37
per cent of the 30 carts came from a distance of 10—15 miles and 10
or 33 per cent from that of 5—10 miles. ' Thus these are the two import-
.ant groups accounting for 70 per cent of the inward traffic.

3.4.3. Outgoing traffic

(a) Relative importance of road.

The following table shows the quantities of different commodities in the
outgoing traffic handled by road :

TABLE 3.7
Percentage of outgoing traffic handled by road
’ 1959-60
—_— e A e
Commodity - Road -
f—_.'—'—'*' Aok |
Quantity ¢ to total
—. —_ (mds.)
_ (1) @ 6)
1. Groundnut _. . L. .. . . o, 1,47.902 98-8
2, Paddy .. .. .. .. .. .. .. . 3,90,000 86-8

ToTAL .. .. .. 5,37,902 89-78
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Of the total outgoing traffic about 10 per cent is sent by rail and 90
per cent by road. Groundnuts are sent practically wholly by road, while
13 per cent of the total despatches of paddy are carried by rail. Thus the
railways are not largely utilised in the transportation of paddy and ground-
nut. This may be attributed to the shortage of wagons on the one hand and
cheaper and quicker transportation by trucks which are available in large
number, on the other. Figures for 1950-51 are not available, so it cannot
be said as to what extent a change has taken place between the proportion
handied by railways and road.

(b) Carts Vs. Trucks.
The entire outgoing road-borne traffic is by trucks only.

3.5, Economic characteristics of transport workers
3.5.1, Number and type

Carters and truckers have been classified into 3 types—Type A-—those
who are private carriers carrying only their .own produce. Type B-—
public carriers carrying others’ produce only and Type C—those who carry
their own as well as others’ produce.

QOut of 190 hauliers in the mandi 93 were selected, 61 being bullock
carters, 7 hand carters and 25 truckers. The number of hauliers—10
years back—is not available, hence no comments can be made about the
changes in their number, Their classification into different types was not
available in the municipal records.
~ Counting of traffic to the mandi was done on four different days allott-
ing two days each for the regulated market (groundnut) and the paddy
mandi. The total number of carts which arrived on these days came to 120
in the regulated market and 166 in the other market. A sample of 30
in all was selected, of which 29 were of A type and one was of B type.
No truck arrived in the mandi on these days.

3.5.2. Occupational distribution

Of the 61 sample bullock carters in the mandi, 54 (88.51 per cent) have
hauling as principal occupation and 7 (11.51 per cent) follow it as a sub-
sidiary occupation. All the 7 hand carters are principal hauliers, Of the
25 truckers 18 and 7 (72 per cent and 28 per cent) are principal and sub-
sidiary hauliers.

20. of the 30 carters coming to the mandi had no subsidiary occupation
to follow while all had cultivation as their principal occupation. 7 of the
remaining had agricultural labour, 2 had petty business and one had carting
as a second string to their bow.

3.4.3. Occupational standing

The table below gives the distribution of principal hauliers in the mandi
by the length of the period for which they have been in the occupations :

TABLE 3.8 _-
Classification of principal hauliers by the length of service
Type of operators Period since engaged (Years)
r A —
—_ Less than 2 2—5 5—10 Above 10  Total

R €] ?) 3) @y [6) 6
1. Bullock carters — — 9 45 (53
2. Hand carters L — — 1 6 7
3, Truckers .. .. 1 — ) 7 10 18

—_—
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9 (16.6 per cent) of the principal bullock carters have been in this
profession for 5—10 years and the rest 45 (83.4 per cent) for more than
10 years. Of the 7 hand carters 1 (14.3 per cent) has been working as
such for 5--10 years. One principal trucker has served for less than 2
years, whereas 56 per cent for 10 years and more. Thus all the principal
hauliers have been fairly long in this profession.

Of the 7 subsidiary truckers 3 or about 43 per cent have served for
over 10 years. Among the 7 subsidiary bullock carters 6 (85.7 per cent)
have served for 5—10 years. It is only among this class of hauliers that
we find some new comers.

3.5.4. Types of vehicles used

(a) Ownership—All the 54 principal bullock carters own their carts as
also 4 out of the 7 principal hand carters. Similarly, all the 18 principal
truckers own theid vehicles. Among ‘the subsidiary hauliers 5 bullock
carters own their carts and 2 hire them. Among the 7 subsidiary truckers
two own two vehieles each while the rest 5 own-one vehicle each making
in all 9 vehicles. Thus the majority of hauliers own their vehicles. All
the carts bringing goods from outside were owned except that one of a
public carter which was a hired one.

(b) Make—All the bullock carts and hand carts in the mandi as
also those which brought goods from outside are of the old type.

(¢) Period of running—The principal bullock carters have been own-
ing their carts for at least one year, 35 (64.8 per cent) of them owning for
1—5 years and the rest 19 (35.2 per cent) for 5—10 years, The hand
carters falling in these groups are 2 (50 per cent) and 2 (50 per cent)
respectively, Among the principal truckers, one (5.6 per cent) has pur-
chased his vehicle newly, 8 (44.4 per cent) have been in use for 1 to 3
years, 7 (38.9 per cent) for 3—5 years and 2 (11.1 per cent) for 5—
10 years. Thus it is among the truckers only that we find some recent
purchasers.

4 of the bullock carts of the subsidiary bullock carters were purchased
1—S5 years back and the remaining 1 was acquired 5 years back. The
9 vehicles among 7 subsidiary truckers have been . purchased as follows :
7 (77.8 per cent) 1—3 years back 1 (11.1 per cent) 4 years back and
1 (11.1 per cent) 6 years back.

(d) Capacity of vehicles—The following table shows the utilisation of
tl}e_capaglty of carts which were bringing goods to the mandi at the time
of interview :

TABLE 3.9
Utilisation of capacity of carts by different categories of carters
" Category of carters No. Lessthan1/2 1/2to3/4th 3/4thtofull Above full
ety ey Ay A
) No. % No. % No. % No. %
(1) A~k () @ @®D>G® ® o 6 O qv
1. Private .. ... .. 29 5172 5 172 18 622 .
2. Public .. .. .. 1 - - = = 1 100-0 A »3—4

ToTAL . .. 30 5 16°7 s 16-7 19 633 1 33
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The public cart was used much more full{ﬂthan the private ongs. It was
carrying more than 3/4th of its capacity, while of the private carters, only
18 or 62£:r cent fall in this category. Of the remaining 11, 5 carried
even less than half of their capacity, while a similar number were carrying
3 to #th of their capacity, and the remaining one took more than its capa-
city. Taking both types, 63 per cent of the carts carried weight between 4th
to full capacity.

3.5.5, Employment pattern
(a) Full-time workers—The hauliers in the sample have worked on a
full-time or a part-time basis. The mandays of employment (i.e. equival-
ent of 8 hours of work in a day) are analysed in the table below :
TABLE 3.10

Mandays worked during last month

Principal occupation Less than 20—25 25days Total Average
20 days days & above

0)) @ €) @ &) 6

1. Bullogk carters .. . .. .. b 4 48 2 54 19727

2, Hand carters. .. e 3} — 4 3 7 22-15

3. Truck operators .. . A i — 14 4 18 2111

Subsidiary owubation

1. Bullock carters .. .. .. il. — 4 5 21:00
6 1 7 20-71

2. Truck operators .. .. e o —

. These figures show that a large majority of each type of haulier is
employed for 20—25 days in a month, the overall averages for the 3 types
of principal hauliers varying narrowly between about 20 and 22 days. The
subsidiary hauliers are employed almost equally.

(b) Part-time workers—No principal hauliers undertake part-time
work, whereas 2 subsidiary bullock carters are employed on part-time work
also. Their average employment in a month comes to 9.50.

I1. VOoLUME OF TRAFFIC AND MODES OF TRANSPORT IN THE VILLAGES
3.6. Incoming traffic

3.6.1.Volume

- Data on volume of incoming traffic were collected both at the village and
- household levels. The following table shows the volume of principal incom-
ing traffic in the six selected villages. Fertilisers, manures and oil cakes
are the main constituents of the incoming traffic. Fertilizers alone formed
about 42.4 per cent of them in 1959-60. Imports of fertilizers, manures
and oil cakes rose by 114.3 per cent, and those of diesel oil by 130.7 per
cent, during the last 10 years and by 37.5 per cent and 50.0 per cent
respectively during the last 5 years,
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TaBLE 3.11
Volume of incoming traffic
i Percontage change
Commodities 10 years 5 years 1959-60 6ver 10 years Over last
back back 5 years
(Qty.) Qty) :
o (¢3] Q) @ ¢)] ®
1. Pertilisers, manures 1,540 2,400 3,300 114-3 37-5
and oil cakes (mds.)
2. Diesel oil. and crude
oil (Barrels) .. 130 200 300 130-7 500

3.6.2, Origin

All the incoming traffic comes from the mandi i.e. Tindivanam. How-
ever, data based on household inquiry show that 56 per cent of imports
covered distances over 10 miles (about half even covering over 15 miles),
about 1/4th covered a distance of 5 to 10 miles, while only 19.4 per cent
came from a distance of less than 5 miles.

3.7. Outgoimg traffic
3.7.1. Volume and composition .
The following table shows the nature and volume of outgoing traffic :

TABLE 3.12

Nature and volume of the outgoing traffic
{Quantity in mds,)

Commoi}ty exported 10 years back 5 years back 1959-60 %(age change %age chs,nge
over

(Qty.) (Qty.) (Qty.)  overt0
years years
63 - #3)] 3) 10)] (%) ©)
1. Paddy .. .. 17,400 20,800 22,600 299 86
2. Groundnut 5,400 6,800 5,600 37 (—;17-7
3. Pulses .. .. 400 400 200 (—)50-0 (—)50-0
ToTAL .. 23,200 28,000 28,400 22-4 1-4

Paddy, groundnut and pulses are the principal commodities constituting out-
going traffic. Paddy alone accounts for 79.6 per cent. Paddy and ground-
nut account for about 99.3 per cent, There had been an increase of 22.4
per cent in the volume of outgoing traffic over the last 10 years but the
increase during the last 5 years was only 1.4 per cent. The increase was
most conspicuous in the case of paddy in which the rise in traffic was of
the order of nearly 30 per cent in the last 10 years. The data further show
that the outgoings of groundnut during the last year were lower by 17.7
per cent as compared to those 5 years ago. Groundnut being a rainfed
crop, its production is greatly affected by the season. The year 195960
was a slump year and there had been a considerable fall in production
during that year.

3.7.2. Seasons

There are two harvesting seasons viz., winter and summer for both paddy
and groundnut. The summer harvest for paddy takes place in April and
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May, and the winter harvest in December and January. The summer harvest
of groundnut takes place in June, July and August, while the winter in
November to January. Paddy is exported mami{ during the months of
April and May, and again, from December to February and groundnut
during June & July and November to January. Between the two seasons,
the winter season is more important. About 2/3rd of the exports of
paddy take place during the months of December to February and 2/3rd
of groundnut during November to January, The remaining 1/3rd of paddy
is sent to the market in April and May and of groundnut in June and
July.

3.7.3. Method of marketing

A notable feature in this region is that the growers take their produce
directly to the mandi i.e. Tindivanam. Further, the whole of the surplus
is sent by carts, Thus, distance from the mandi or nearness to a pucca
road seems to have little to do with the method of marketing and the mode
of transport.

3.7.4. Distances

The whole of the marketable surplus is sent to the selected mandi viz.,
Tindivanam. There are neither sub-mandis nor feeding markets in the hinter-
land, It is rather interesting to observe that in spite of long distance from
some of the villages i.e. ranging from 12 to 16 miles, sub-mandis have not
come up as has happened in Lasalgaon in Maharashtra. Cultivators pro-
bably prefer to bring the commodities to Tindivanam which happens to be
a regulated market for groundnut and an important one for paddy and they
expect reasonable returns.

3.8. Households possessing carts
3.8.1. Toral

It was found that 11.4 per cent of the households, i.e., 135, in the
sample villages possessed carts, ‘While, in two villages viz., Aruvadi and
Karathai, 25 per cent and 21.6 per cent of the households respectively

sessed carts; in other villages the percentage of such houscholds varied

tween 6.5 and 11.7. The percentage of households possessing carts was
11,7 and 8.8 in the two roadside villages respectively. The table given
below shows the relationship between the number of carts and the volume
of outgoing traffic : '

TasLe 3.13
Number of carts and annual volume of outgoing traffic
1949-50 1954-55 1959-60 % increase 9, increase
Item over 10 overlasts
: years years
m ) - 3 “) ®) ©
1. No. of carts .. 116 118 135 16:4 14-4
2. Total quantity of
outgoing traffic
from selected
villages (mds.) .. 23,200 28,000 28,400 22:4 14
3. Volume of outgo-
ing traffic per cart
(mds.) ..

200 237-3, 210-4 5-2 —(11-5)
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A cart handles about 210 mds. of villages’ out'ioing traffic per year. Dur-
ing the five-year period, 1949-50 to 1954-55, the outgoing traffic rose from
23,200 mds. to 28,000 mds., i.e. by 19.6 per cent, but the number of carts
hardly showed any increase with the result that the average of load per
cart went up from 200 to 237 mds. But, in the next five years, when
the outgoing traffic remained practically stationery, the number of carts
rose by 14.4 per cent, and the average load per cart was again reduced.
Thus, supply of carts is influenced little by the volume of outgoing traffic.

3.8.2. Selected households
(a) Occupational distribution.

30 per cent, i.e. 41 households, were selected on a random basis for
an intensive enquiry relating to the types of carts possessed, the extent of
and nature of &cir use for transsgort purposes and the economics of their
operation. The following table shows the occupational distribution of the
selected cart—possessing households.

. TABLE 3.14
Distribution of selected households by subsidiary occupation
Principal occupation No. of Distribution according to first subsidiary occupa-
house- _ tion
holds — A -~
Culti- Trans- Agrl. Trader Nil
vator port labour
1) ¢3] 3) 4) (&) ©6) o
Cultivation .. .. 41 Nil 25 Nil Nil 16

All the sample ‘cart possessing households’ belong to the cultxvaung
class i.e. houscholds having cultivation as their principal occupation. Cart-
ing is not pursued as a principal . occupation by any family. However,
about 61 per cent follow carting as a subsidiary occupation.

(b) Size of holdings and types of service.

The following table shows the distribution of these households accord-
ing to the size of holding and type of service :

TABLE 3.15
Percentage distribution of households by type of service and size of holding
Type of service Ng. of Size of holdings (in acres)
ouse- A
holds ~ 0—2 = 2—5 510 10—25 25 and’
above
() ' )} ) “ *) © Y]
1. A 16 Nil Nil 18-8 68:7 12-5
2. C 25 4-0 32-0 36:0 28-0 Nil
TotaL .. 4 24 19-5 293 439 49

Type A—Those using carts for carrying only their own produce.
"ll‘ype C—Those carrying their own produce as well as that of other's on.
ire.
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About 39 per cent of the households use the carts exclusively for trans-
porting their own produce while 61.0 per cent use them for carrying their
own produce as well as that of ‘others’ on hire. Of the 25 carters who usc
carts on hire, 9 belong to roadside villages.

Nearly half of them belong to the larger size of holding i.e., over 10
acres, and about 29 per cent have holdings of 5—10 acres. The percentage
of those with holdings of more than 10 acres is 81 among A type and only

28 among C type. This is easy to understand as carts are used as a source
of income more by smaller cultivators,

3.9, Particulars of carts
3.9.1. Period of possession

The table given below shows the distribution of the carts possessed by
the 41 selected respondents by the period of purchase :

TaBLE 3.16

Percentage distribution of carts according to the period of possession
Type of service Total No. %age in each group (Year) B
of carts . p A N

0-5 - 5—10 10—20 20 & above

mn (b3) 3) @ ) 6)

1. A .. .. 16 6-3 250 37-5 31-2
2. C . - 25 Nil 280 720 Nil
TotaL 41 2-4 26-8 585 12-2

Most of the carts are old ones—70.7 per cent are older than 10 years,
only 2.4 per cent had been purchased recently, i.e., less than 5 years back.
72 per cent of the C type carters possessed carts 10 to 20 years old. But
among A type while 37.5 per cent possessed 10 to 20 years old carts, nearly -
31.2 per cent had carts older than 20 years.

3.9.2. Expectation of life

The following statement shows the period for which the respondents
expect their carts to last with and without major repairs :

TABLE 3.17
Percentage distribution of carts according to the expectation of life
(a) Without major repairs

(Ycar group)
- Typo of carter No of carts Life period groups in years
“0-5 510 1015

1)) ¢3)] (€] @ *
1. A . 16 Nil 16 Nil
2. C e .. .. .. 25 Nil 25 Nil
Tota .. .. 41 Nil a1 Nil

(b) With major repairs . A

1L A .- .. v .. 16 Nil Nil 16
2. C . .. . .. 25 Nil Nil 25

TOTAL .. 41 Nil Nil 41
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(a) Without major repairs—The respondents expected their carts to
last between 5 and 10 years without major repairs. With major repairs,
however, they expected them to last between 10 and 15 years, They perhaps
prefer to replace them rather than to go in for major repairs.

3.9.3. Other particulars

(a) Capacity—Carts are of two sizes, viz.,, with a capacity of 16 and
14 mds. respectively. In one village, which is located on a pucca road,
all the carts have a capaci‘t}; of 14 mds. In the other villages they have a
capacity of 16 mds. Thus the average capacity per cart comes to 15.76 mds,
This aspect was also studied when the carters who were bringing produce
to the mandi were interviewed. Thée average quantjty per cart, comes to be
11.6 mds. This means under-utilisation of capacity to the extent of about
26.5 per cent. The capacity of the carts operating in the mandi is also near-
about the capacity of the carts in the village i.e., about 15.8 mds. on katcha
road and 18.2 mds. on pucca road.

(b) Type of wheels—All the carts have wooden wheels with 47 wide
iron rings.

(c) Speed—The carts ordinarily move at a speed of 3 miles per hour
on a katcha road and 4 miles per hour on a pucca road.

3.10, Employment and income
3.10.1, Period of employment

A bullock cart is primarily used for agricultural operations in the village
—for carrying manures and fertilisers to the field, produce to the thrashing
floor, fodrger from the fields and such other purposes. Enquiries at the
village level brought out that a cart is used for about 7—10 days in a
month, on an average, for such uses.

Besides, a cart is used for incoming ‘and outgoing traffic from the vil-
lages. Following statement gives the number of days for which a cart is
used for marketing and other purposes, for the previous year and the last
month (from the date of enquiry) from the selected respondents :—

TaBLe 3.18
Distribution of carts according to period of employment

Type Number (a) Last year (per month) (b) Last month
A P

ﬁal no. No. of days No. of No. of days
of cart days  per cart cart days  percart
(0)] ) () I @) ) ®
1. A .- .. 16 312 1-9 13 0-8
2.C . . 25 78-7 32 114 46
ToTAL 41 1099 2-7 127 3-1

The average use per cart for the last one year comes to only 2.7 days
per month. Even in the busy month, i.e., the month previous to the enquiry,
a cart was_ reported to have been used, on an average, for 3.1 days. The
extent of use is much less by those using it for carrying their own produce
than those using it for hire also, The average number of days for which a
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cart was used by the A type carters comes to 1.9 days and 0.8 days per
month for the last year and the last month respectively. The average for C
type is 3.2 and 4.6 days respectively.

3.10.2. Kinds of use

Appendix I shows the intensity of the use of carts by different types of
carters for the incoming and outgoing traffic during the last year.

Only about 5 per cent of carts were used for more than 5 days a month
over the last year. 4th of the carts had been used for 2 to 5 days and the
rest for less than 2 days. The intensity was greater in the case of C type
where 84 per cent had worked for 2 to 5 days against 56.2 per cent of the
A type. Again, the data reveal that most of the carts had been used for 1
to 2 days for marketing purposes and 1 to 2 days for other operations. How-
ever, the use for marketing operations is slightly higher by the C type. In
the case of two roadside villages, the use of carts was only 2.4 days per
month during the last year—1.4 days for marketing and 1 for other pur-
poses. Thus there is no significant difference between the roadside and
other villages. Appendix II gives similar figures for the last month.

9.8 per cent of carts were used for over 5 to 10 days and only one cart
(i.e. 2.4 per cent) for more than 10 days. Half of the carts had been used
up to 5 days. But it is interesting to find that about 1/3r@ had not been
used at all for marketing and transporting outside the villages during the
previous month, Among the A type, as many as 81.3 per cent had not
worked during the month either for marketing or for other purposes. In the
case of the C type carters 20 per cent had worked for 2 to 5 days and 64
per cent for 1 to 2 days for marketing purposes. For other purposes too,
anly one cart (i.e. 4 per cent) worked for over 2 to 5 days and 44 per cent
for 1 to 2 days. As such, most of the C type carters used the carts more
for marketing purposes than for other purposes. The use of cart in the
two roadside villages was for 3.0 days during the last month—1.46 days
for marketing and 1.53 days for other, purposes.

3.10.3. Distances covered and hours of use

The information for this section is available for the distances covered on
the days for which carts are used for outgoing traffic. The growers use their
carts to take their produce to or bring their requirements from the Tindi-
vanam mandi. The carters of the villages located at a nearby distance from
the mandi prefer to return home the same day. The average distance covered
by carters of these villages, therefore, comes to the distance involved
in running to and from the mandi. For instance, in case of villages, Mala-
pakkan and Pallipakkam, which are located at a distance of 3 and 9 miles
respectively, the average distance covered was reported to be 6 and 18 miles
respectively. In the case of other villages, situated at distances ranging from
12 to 17 miles, the average distance covered per day was reported to be the
distance involved to reach the maudi.

On an average, about 10 per cent of the carts cover a distance of 6
miles per day, about 27 per cent of 12 miles, but the majority i.e., about 63
per cent cover 15 to 17 miles a day.
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The following table shows the overall distribution of carts according to
the distance covered per day :

TABLE 3.19
Distribution of carts according to the distances covered per day (Mileage
: group)
. 0—10 10—15 15 & above Tota)
Type or service A . A - —_— ~  ——A—
No. Av. No. Av. No. Av. Average
m @ 3 @ ) (6) o ®)
LA 3 6 6 12 7 159 126
2.C 1 6 5 12 9 163  15-0
ToTAL .. 4 6 1 12 26 16:2 1441

3.10.4. Feeding charges

Expenditure on the feeding of cattle is the main item that the mainten-
ance of a bullock cart involves. The average expenditure on this works out
to Rs. 44 a month or Rs. 1.50 per day. . While 12.2 per cent of the carters
reported Rs. 2 per day, more than half i.e., 53.7 per cent mentioned Rs. 1.50
per day. The remaining households reported to be spending less.

3.10.5. Income

About 61 per cent of the owners of carts use their carts for occupational
urposes as a secondary means of earning. The carts are used generally
or can;ying traffic to the mandi. The charge depends on the distance of the

village from the mandi and the type of road. It varies in the selected villages
from 16 nP. per md. to 50 nP.

On an average, carters reported that they were earning about Rs. 159
a year or Rs. 13.50 per month. More than half, i.e.,, 52 per cent earned
over Rs. 200 while 32 per cent had earned between Rs. 100 and Rs. 150
in the last year. 12 per cent reported an income of Rs. 60 to Rs. 70 and
one respondent even Rs. 30 for the year. During the last year, incomes of
carters in the near-road villages varied from Rs, 30 to Rs. 200, In one of
these. two villages, all the carters earned Rs. 200 during the last year.

Even during the busy months the average earning per carter was reported
to be Rs, 18.5 per month. Eamings of carters in the farther villages, viz.,
Kadivampakkam, Karathai and Vannipair, came to an average of Rs. 20 per
month, and ranged between Rs. 6 and Rs. 9 per month in the nearer vil-
lages viz., Pallipakkam and Melpakkam. In one of the road-side villages all
the carters earned Rs. 20.

3.11. Role of trucks

The analysis of outgoing and incoming traffic brings out that bullock
carts continue to be practically the only mode of transport for the move-
ment of agricultural produce from the villages to the mandi as well as for
the inward traffic of common goods to the villages. The enquiry at the vil-
lage level revealed that except in the case of one village, viz., Vannipair,
the trucks have seldom visited these villages. Even in the case of Vanni-
pair, where normally one truck goes daily, the truck is used for bringing
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white clay from the village and not for transporting either agricultural or
other goods.

Some other factors, e.g., smallness of the bulk, the spread over of the
marketing period, the possession of carts by the villages, lack of marketing
organisations also stand in the way of mechanical transport.

The replies from the respondent households confirmed the view that in
the present circumstances there are no immediate prospects of mechanical
transport ousting the bullock cart. The roads are katcha and narrow and
unfit for plying trucks. The economic conditions, e.g., smallness of the bulk
of the produce spread over a period, availability of idle bullock power, lack
of marketing cooperative, are other factors favouring the use of a bullock

cart.

The producers have only small quantities of surplus for which they are
unable to use mechanised transport. The ‘plough bullocks’ can be usefully
engaged for this work. Due to the absence of marketing co-operatives in
the mandi, individuals have to carry their own produce to the market by
bullock carts. In the absence of marketing co-operatives, the commodities
are not assembled in sufficiently large quantities to make truck transport

worthwhile.
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APPENDIX I
Percentage distribution of carts according to the days of employment for
marketing and other purposes

LAST YEAR
(No. of days in groups)
Type Purpose Total Nil Less More More Av.no. %age
No. than than than of days to all
2 2t0 5§ 5tol0 per purpo-
month ses
(n ) (&) 4 S ©) Q)] ® ©)
1L.A Marketm opera-
@ tions g P 16 — 100 Nil Nil 1-0 51-9
(b) Other opera-
tions .. . 16 6-2 93-8 — - 09 48-1
(¢) All purposes 16 — 43-8 56-2 — 1-9  100+0
2.C (a Marketmgo 3~
. ) tions ,, W 25 —- 80-0 20-0 — 1-8 565
(b) Other operatlons 25 4:0. - 84-0 12:0 — 1-3 435
(c) All purposes 25 — 8:0  84-0 8-0 3.1 100-0
Al (a) Marketing op-
erations . 41 — 87-8 12:2 —_ 1-5 552
(h) Other oper'\-
tions .. 41 4:9 87:8 7-3 — 1-2 44-8
(¢) All purposes 41 220 731 4-9 2:7 1000
APPENDIX II

Percentage distribution of carts according to days of employment for marketing
and other purposes

LAST MONTH (No. of days in groups)
Type Purpose Total Nil More More More More Av.No. %age
No. than than than than days per all pur-
0to2 2to5 Sto 10 10to 20 month poses
M )] @B @ ® ® O ® 0y 10y
1.LA (@) Marketing operations 16 87-5 — 12-5 — — 0-5 61-5
(8): Other operations., . 16 875 62 6°2 e —  0-3 385
(¢y AR purposes. . 16 81-3 — 18-7 —_ — 08 100'0
2.C (@) Marketing operations ., 25 40 640 200 1220 — 2'9 638
(8) Owlier operations . 25 480 40 40 — 40 17 362
(¢} All purposes 25 40 28:0 480 160 40 4-6 100-0
'All  (a) Marketing operations. 41 366 390 17-1 7-3 .~ 2.0 638
(b) Other operations. 41 634 29-3 49 — 24 1-1 36-2
(¢} Alk purposes 41 34-2 170 36:0 98 2:4

3-1 160-0°

L15PC/63—3



CHAPTER 4
Case Study of Lasalgaon Mandi
I. TRAFFIC & TRANSPORT IN THE MANDI
4.1. Incoming traffic
4.1.1. Volume and composition
. Figures of incoming traffic of different commodities by road during 1949-
50 and 1959-60 are given below in Table 4.1 There are no arrivals by rail.

TaBLE 4.1
Incoming traffic in principal commodities

Commodity 1949-50 . 1959-60 % change
’ A — v A - during the
C%lgzgtigy % to total Qltl;l[l(tlit)), % to total‘ " period

s, 5.

()] ) - (3) @ 6] (6)

1. Groundnut ..  11,81,045 394 . 2,86,966 21-5 +58-5
2. Gur .. .. 56,836 12:4  1,53,550 115 +1701
3. Opion .. .. 2,221,115 482 7,94,034 59.3 +259-1
4 Jowar .. .. Nil Nil 29,887 22 -
5. Bajra .. .. Nil Nil 10,914 08 —
6. Wheat .. .. Nil Nil 62,182 47 -

TotaL ..  4,5899% 100-0  13,37,533 100-0 191-4

Some significant differences in the nature and composition of this traffic
are noticeable as between these two years, First, there has been a consider-
able increase in the volume over the ten years. The total quantity has in-
creased neatly three times from 4.6 lakh mds. to 13.4 lakh mds. Secondly,
while no.foodgrain crops were received in this market in 1949-50 as these
commodities were, in those days of control, directly purchased by the State
Government from the cultivators, some traffic in food crops was reported
in 1959-60, Excluding about a lakh maunds of foodgrain crops received in
1959-60, the traffic in other crops, figuring in both the years, comes to 12.4
lakh mds. in 1959-60, or two and a half times that in 1949-50, ‘The traffic
in onions has gone up by more than 2% times, that of gur has been more
than doubled while that of groundnut rose by 58.5 per cent. Consequently,
onions constitute about 59 per cent of the traffic as against 48 per cent in
1949-50, groundnuts and gur 21 and 11 per cent respectively as compared
with 39 per cent and 12 per cent in 1949-50.
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4.1.2. Seasonal vatiations

The following table shows the distribution of traffic among the four
quarters of the year :

TABLE 4.2
Seasonal Distribution of Incoming Traffic
T 1949-50 1959-60

Quarters ' % to annual ) &antity % toann- '

Quantity total (Mds.) ual total

(Mds.)

) @ ® @ ®)
I, Jan, March .. .- . 1,86,235 40-5 6,33,036 47-3
IL. April-June .. .- .. 60,891 13:3 2,19,347 16-4
H1. July-September . - 17,867 3-9 44,519 3-3
IV. October-December ., .. 1,94,003 42-3 4,40,631 33-0
TOTAL, ARRIVALS . . 4,58,996 1000 13,37,533 100-0

There is a marked concentration of traffic in the first and fourth quarters
which together account for 80 per cent of the total. This is due to the fact
that October to March is the busy season for the marketing of groundnuts
and onions which constitute the bulk of the marketed production. This was
also borng out by the traffic count. According to this survey, the bulk of
the marketable surplus is received in the mandi during November to April.
About 2/3rds of onmion arrive during November and December while the
remaining is received during March and April. In the case of gur, of the
bulk is received in January and February. The overall pattern of the quar-
terly flow of traffic has not undergone much change since 1949-50 except
that the fourth quarter’s share has declined a little whereas the shares of first
and second quarters have gone up to some extent.

In order to know the variations in the traffic during the course of the
year, data were collected for the busy and slack seasons. The busy season, as
reported by respondents, extends over two to four months and in a few cases
even lohger, but three months, /.e.,, November, December and January have
been reported by the majority of the respondents. The slack season also
varies from respondent to respondent but the months of July to October
constitute the slack season generally.

The following table shows the number of visits per month made by the
sample carters during the busy and the slack seasons. .
TABLE 4.3

Distribution of carters by the frequency of trips per month
(No. of carters in different trip frequency groups)

Busy season Slack season
r A . N7 N
Type of operator No. Nil landless 2—3 ~ Nil 1andless 25
than 1 than 1
(D ) 3) @ (&) 6 ()] )
1, Private .. .. 19 — 17 2 9 10 p—
2. Public . . 2 — 2 —_ 1 1 -

TotaL .. 21 — 19 2 10 1m. —
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There is a marked difference in the frequency of trips between busy and.
slack months, Two out of 21 carters came to the mandi 2-5 times per
month in the busy season but none during the slack season. On the other
hand, 10 carters did not come to the mandi at all during the slack months.
but none was in this category during the busy season.

4.1.3. Frequency of monthly trips and distance groups

Appendix I gives the classification of visits to the mandi during the busy
and the slack seasons according to distance groups.

14 i.e., 66 per cent of the carters came from a distance range of 10-20-
miles. 13 and 7 of them paid one or even less than one visit during the busy
and slack seasons respectively. The next important distance range group is
5-10 miles as 6 carters were reported to be coming from this range, 5 and 3.
carters paid one or even less than one visit in the busy and slack seasons
respectively. Only one carter came from a distance of over 20 miles.

4,1.4. Types of reads

An overwhelming proportion of traffic is brought to the mandi on pucca.
roads though it has come down a little as. compared to 1949-50, namely,
from 89 per cent to 85 per cent—the absolute figures being 4,10,000 mds.
and 11,33,000 mds. respectively. The volume of trade moving on katcha
roads has risen by three times, i.e;; from 48,996 mds. to 2,04,533 mds. and
that on pucca roads by a little. less, i.e., from 4,110,000 mds. to 11,33,000
mds.

4.2. Outgoing traffic
4.2.1. Volume and composition

The following table shows the nature and composition of the outgoing
traffic of this mandi :

TABLE 4.4
Volume and composition of the principal outgoing traffic
‘ (Quantity in Mds.)
1949-50 1959-60
A . A v
Commodity Despatches % to total % to arri- Despatches %to total %(to arri-
Qty.) dispaiches vals (Qty.) dispatches  vals
) @) &) (CY &) I ()] ]
1. Groundnut .. 1,71,000 33-3 945 86,174 9.7 30-0
2. Gur .. .. 1,27,665 24-9 224-6 1,03,894 11-8 677
3 Onion .. Lo 2,14,707 41-8 97-1 6,19,329 70-0 78-0
4, Wheat .. .. Nil — Nil 41,001 4:6 65-9
5. Jowar & mixed
grains .. .. Nil —_ Nil 34,186 3-9 83-8
TotaL .. 513,372 100-0 111-8 8,84,584 100-0 66-1

The total despatches come to about 9 lakh maunds as against 5 lakh
maunds 10 years back. By far the most important commodity despatched
is onion accounting for about 70.8 per cent of the total despatches. Next
in importance is gur. Its quantity comes to about 12 per cent of the total.
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Other commodities despatched are groundnut, wheat and mixed grains, ‘Onion
was the most important commodity among the despatches from this mandi
ten years back also. But its relative importance was much less as it used
to account for only 42 per cent of the total. Next in importance was ground-
nut with 33 per cent followed by gur with about 25 per cent.

The outgoing traffic constitutes about 66 per cent of that which comes
"in, varying from 30 per cent to 84 per cent in different commodities. The
pattern in 1949-50 was very different, the proportion of despatches being
much higher. In the case of gur, despatches were more than double of
.arrivals indicating a large carry-over from the previous year. The role of
the market as a distributing centre has become more important,

4,2.2, Seasonal variations

About 38 per cent of the traffic occurs in the first quarter and the remain-
ing is evenly distributed during the other three quarters, cach sharing about
20 per cent of the total. Thus the traffic is the most brisk during the first

-quarter as it accounts for 47 per cent of incoming traffic and 38 per cent of
the outward traffic. This is the time when the demand for transport is at its
_peak. Next in importance is the last quarter when incoming traffic is 33 per
-cent and outward 22 per cent. Ten years back, there used to be greater
variations in the flow of outward traffic during the different quarters. The
largest proportion was even then in the first quarter, namely, about 36 per
-cent. But, the fourth quarter accounted for about half of the remainder.

-4.3. Transport organisations

There are three associations assisting the operators or operations of trans-
port. These are : (1) The Merchants’ Association, (2) The Luggage
"Transport Union and (3) The Cart Owners and Cartmen's Association. The
Merchants’ Association was. established in 1940 and has 54 members. The
-association does not directly operate transport vehicles, Its main object is
to render legal assistance and offer other amenities to those operating some
type of transport. The Luggage Transport Union was established in 1952
rand has 14 members. It does not own vehicles but handles transport busi-
ness on cotnmission basis. The Cart Owners and Cartmen’s Association was
established in 1946 and has 30 members on its roll. . As in the case of the
other two associations, this association also does not own or operate any
transport vehicles, The income of its members received from work in the
mandi is pooled and distributed among the cartmen.

-4.4. Modes of transport

4.4.1.Intra-mandij movements

Trucks play a very insignificant part in meeting the transport require-
ments of the mandi. | They handle only about 2 per cent of the goods moved
from the market yard to the rail-head and about 5 per cent and 2 per cent
respectively of that moved from shops and the commission agents to the
mills and the rail-head. The rest of the work is handled by bullock carts.
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4.4.2. Incoming traffic

(a) Role of carts—The following table shows the relative importance
of carts and trucks in the movement of traffic to this mandi roadwise and
commodity-wise in the years 1949-50 and 1959-60 :

TaBLE 4.5
i (1) Percentage carried by carts and trucks on different types of roads

: 1949-50 1959-60
Type of road p A ~ - —A, \
Carts Trucks Total Carts Trucks Tote}l
1) (2) 16)] @ ) ©) 0
1. Katcha .. .. 90-7 9-3 10-7 74-0 26-0 15-3
2, Pucca .. . 82-7 “17-3 89-3 697 30-3 84-7

ToraL . .. 83-5 16-5 1000 70-4 29:6 100-0

(ii) Incoming road traffic (by commodities) handled by carts

1949-50 1959-60
Quantit Percentage " Quantit " Percontage
: uantity ercentage . Quantity ercentage
Commodity (Mds) (Mds.)

@) 2 3) @ )
1. Groundnut .. . .. 1,50,940-5 . 83:4 2,09,671-1 73-1
2. Gur . .. . .. 50,744 2 89-3 1,16,195-0 75-7
-3, Onion .. . . .. 1,81,753-5 82-2 5,23,323-8 65-9
4, Wheat ., - - Nil — 55,429-9 891
5. Jowar .. . - .. Nil — 26,733-8 89-4
6. Bajra .. . . . Nil — 10,1774 93-3
TotaL .. .. .. 3,83,438-2 83-5 9,41,524-0 70-4

Of the total traffic by roads, trucks account for 30 per cent and carts
for 70 per cent. Though the share of trucks is proportionately greater on
the pucca roads, the difference is not marked, being 30 and 26 per cent on
pucca and katcha roads respectively. The ‘trucks have gained over carts
during this period both on kutcha and pucca roads.

, Though the overall share of carts has decreased from 84 per cent to 70
per cent, the quantity handled by them is about 2% times as much as it
used to be in 1949-50. Part of the increase in the truck-borne trade may
be thus due to the fact that the number of carts failed to keep pace with the
increase in trade.

But there are great variations in the number arriving day-to-day and in
the proportions of carts and trucks. Thus on the days of the traffic count,
78 carts and 7 trucks arrived on one day and 127 carts and 5 trucks on the
other day.

The decline in the share of carts has occurred in respect of all the three
commodities which were handled in both the years. But it is the most
marked in regard to onions and the least in groundnuts. Carts handle the
bulk of the arrivals of food crops. -

A much larger proportion of traffic takes place by carts during the slack
quarters (second and third) than during the busy omes. This is easy to
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understand as the limited quantity of traffic during the slack months enables
the cultivators to transport them by carts, The proportionate share handled
by carts has declined in the first, second and fourth quarters by 16.3 per cent,
5.4 per cent and 11.7 per cent respectlvely In the case of the third quarter,
the increase in the fropomon of traffic carried by carts is negligible. This
shows the extent. of the total quantity handled by carts—77 per cent is
handled in the first and 4th quarters now as against 82 per cenf in 1949-50,

(b) Distance groups—The following table shows the percentage of in-
coming traffic during 1949-50 and 1959-60 according to seasons and dis-

tance groups :

TABLE 4.6
Percentage of traffic handled by carts 1949-50 and 1959-60
1949-50 1959-60

s ——Pe A} f A Y

Distance groups Jan, April July  Oect. Jan, April July  Oct,
to to to to to to to to

L Mairch  June Sept, Dec,. March  June Dee. Dec.
M ) ©) ) %) © Q) (8 ©

1. Less than

+ 5 miles .. 90 96 96 90 86 90 20 86
2. 5—10 .. 90 93 93 88 81 85 90 80
3. 10—20 .. 90 ‘93 93 88 75 80 90 15
4, 20—30 .. 78 86 86 78 70 70 88 72

The proportion of trade handled by trucks is much larger in the distance
groups beyond 10 miles than in the lower groups, ranging from 10 to 30 in
the former as against 10—20 in the latter. . Ten years ago, the difference in
distance groups was very marked, namely, 7 to 22 in the latter and 4—12 in
the former. Thus, though the percentages of the highest group have gone
up to some extent, those in the lower ones have gone up to a greater extent,
thereby bridging the difference to some extent. During both the years the
percentage handled by trucks is higher in the first and the last quarters than
in the second and third, i.e., April to September.

4.4.3. Outgoing traffic

Of the total outgoing traffic, about 27 per cent are sent by road and 73
per cent by rail, The proportion sent by road varies greatly between differ-
ent commodities ranging from about 13 per cent in the case of onions to
88 per cent in the case of gur, Corresponding figures for 1949.50 are not
available for all the commodities, In the case of gur, there has.been a very
large ‘shift from rail to road, the percentage share of the former having
declined from 89 to 13. Also the absolute quantity which was transported
by rail has fallen from over a lakh mds. to 13,000 mds. All the traffic by
Pucca road is sent by trucks now as in 1949-50,

- There has been no change in the mode of transport so far as despatches
are concerned during the last 10 years. For despatches the competition is
between - trucks and rail—73 per cent of the commodities are rail-borne
and 27 per cent a® borne by trucks. Ten years back it was estimated that
about 90 per cent of the commodities from this mandi were rail-borne and
10 per cent was carried by trucks.
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4.5, Economic characteristics of transport workers
4.5.1. Number and type

Carters and truckers have been classified into the following three types :
A~—Those who are private carriers and are carrying their own produce only;
B—Those who are public carriers and carry others’ produce on hire; C—
Those who carry their own as well as others’ produce.

30 cartmen and 14 truckers werc residing within the mandi area or
within 1-2 miles on the date of interview. There is no cartmen of types A
and C and no trucker of type A. There has been little change in the nature
of work done by carters though their number has increased from 20 in
1949-50 to 30 in 1959-60. The mumber of truckers has risen from 4 to 14.
19 of 21 carters who brought goods to the mandi were of A type and 2 of
B type.

4.5.2, Occupational distribution

Almost all (24) cartmen in the mandi had transport work as their prin-
cipal occupation as against 9 or 64.3 per cent among the truck operators, Of
the 21 carters who brought goods to the mandi, 19 or over 90 per cent had
cultivation as their principal occupation while 8 or 67 per cent of the
truckers had transport as their principal occupation,

Most of the carters (71 per cent) in the mandi depend exclusively on
carting, others have cultivation 'as subsidiary occupation. About half the
truck operators had some subsidiary occupation or the other.

Of the carters coming to the mandi from outside 19 had cultivation and
2 had carting as principal occupation. = They did not have any subsidiary
occupation. As for truckers, one-third had no subsidiary occupation while
25 per cent had cultivation as subsidiary occupation.

4.5.3. Occupational standing

Information was gathered on the length of the period during which the
principal hauliers had been in this occupation in the mandi. This is classified
in the table below : '

TABLE 4.7
Classification of principal hauliers by the length af service

Period since engaged (Years)
Type of operator A

— —
Less than 2 2-5 5-10 Above 10 Total

(¢)) )] 3) C)] ) (©
1. . Bullock carter Cee . 1 11 6 6 24
2. Track operator .. .. 4 2 1 2 9

The bullock carters have generally been longer in 4he occupation than
the truck rators. Among the former, 50 per cent have been engaged in
this work for over 5§ years as against only 33 per cent of the truck
operators.
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4.5.4. Types of vehicles used

(a) Ownership~—Of the 24 bullock carters in the mandi, whose princi-
pal occupation is hauling, 20 own their carts and 4 have hired their vehicles.
'The respondent having hauling as his subsidiary occupation also owns the
.cart, All the truck operators in the mandi own their trucks.

All the 21 carters, who were interviewed while bringing produce to the
mandi, had carts which were owned by them. As far as trucks are concerned,
all the 12 operators were using their own vehicles.

(b) Make.—All the cart owners or hirers in the mandi as also those
who brought goods from outside have only old type of vehicles.

(c) Period of running~-Almost all the owner-carters in the mandi have
owned their vehicles for fairly long periods, 8 or 40 per cent for over 10
years, 4 or 20 per cent for over 5 years. Similarly, 4 or 45 per cent of the
truck owners have been owning the vehicle for over five years.

(&) Capacity of vehicles—The following table shows the utilization of
the capacity of the carts bringing goods from outside :

TABLE 4.8
Utilisation of the capacity of carts by different categories of carters

Num- Less thang 1/2 to 3/4th 3/4th to full  Above full
- Category of operators ber  capacity capacity capacity capacity

No. % No. % No. °% No. %

®). @ o @ 6 ® M @ O an

1, Private .. 19 1 5-3 5 26:3 il 57-9 2 10-5
- 2. Public .. 2 — — —_ — 2 100-0 — —
ToTtAL .. 21 1 4-8 5 23-8 13 61-9 2 9w.5

Public carts are used much more fully than the private ones. None of
them was found carrying less than #th of its capacity, while of the private
ones only 58 per cent fall in this category. Of the remaining 8, one carried
.€Ven less than half its capacity, 26 per cent were loaded only up to % to #ths
.of their capacity while 10 per cent took more weight than tgeir capacity.
‘Taking both types, about 62 per cent of the carts carried weight between
#th to full capagity, but the private carts are not used fully. This points to
the possibility of saving in transport resources, e.g., carts and bullacks by a
consolidation of freight lots, either by combination amongst prospective
users of carts or by reducing the frequency of trips.
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4.5.5. Employment pattern

(a) Full-time workers—A manday is defined as the equivalent of eight
hours of work by a haulier. The respondents were asked to state the days
worked by them in their occupation for hauling agricultural commeodities on
2{) flull-time basis during the preceding month. The data are presented

elow :

TABLE 4.9

Mandays worked during the last month on the transport of agricultural
commodities

No. of respondents engaged  Average

Type of Occupation  Type of transport during the last month days
worker - A — employed

Less 20-25 25 Total inthe

than days mandays last

20 days and month
above
1. Principal .. .. Bulleck 2 4 18 24 25-54
. carter
Trucksr 3 — - i@ 7-70°

2. Subsidiary .. .. Bullock carter 1 o — 1 8:C0
Trucker 3 - — 3 12:97)

The bullock carters who follow this profession principally get work
almost throughout the month, But the truck operators who had transport as
their principal occupation were employed in this type of work for a few
days only as transport of industrial goods might have been more lucrative.
The bullock carters who are doing transport work as a side income were
naturally employed for a few days. But in regard to the truck workers for
whom transport is a subsidiary occupation the figures of employment in
transport of agricultural work were higher than for those engaged principally
in it because the former probably confine themselves to local transport work
in the mandi and do not undertake long distance transport of industrial com-
modities. Moreover, all the three subsidiary truckers have commission
agency as their principal occupation. This might have given them better
clientele.

(b) Part-time workers.—Similar data were collected for part-time
workers. Fifteen principal bullock carters do not undertake part-time haul-
ing work, as also six principal truckers. Two out of five subsidiary truckers
do not undertake part-time hauling work.

@Six truckers are not using their vehicles for movement of agricultural commodiies.
" *Two are not using their vehicles for movement of agricultural commodities.
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1. VOLUME OF TRAFFIC AND MODES OF TRANSPORT IN THE VILLAGES
4.6. Incoming ftraffic
4.6.1. Volume

Both industrial and agricultural commodities were reported to have been
imported in the villages. The following table shows the volume of incom-
ing traffic to the selected villages in 1954-55 and 1959-60 :

TaBLE 4.10
Volume of incoming traffic
(Quan:ity in mds.)

" Commodities 1954-55 1959-60  %ase
incrcase

Qty) Qty.)

1 ] 3) @
1. Agricultural (Rice, Bajra & Jowar) .. . . 130 265 103-9
2. Industrial (Fertilizers and oil cakes) (for 4 villages only) 5,525 11,240 103-4
TOTAL .. . .. 5,655 11,505 103-4

Fertilizers and oil cakes remain the main constituents of.the incoming
traffic. The imports of rice, bajra and jowar though still insignificant in
proportion, were higher by 104 per cent in 1959-60. Fertilizers and oil
cakes (as available for four villages) registered a rise of 103.4 per cent. On
the . whole, the imports have more than doubled during the course of five
years.

4.6.2. Origin

Commodities in the villages are also brought from the nearby sub-market
or mandi (whichever is ncarer), as figures in Appendix II show.

Overall, 71.4 per cent of the incoming traffic come by carts and 28.6
per cent by trucks. In one of the roadside villages nearly 64 per cent of
the incoming traffic was brought by trucks and in the other village situated
near pucca road none came by trucks as all the imports came from the mandi
which is situated near the village.

In three villages, all imports came from the nearby yard/mandi, which
was at a distance of 5 to 12 miles. Where the distance does not exceed five
miles, only carts are used. In one village, the entire requirements came by
truck as the whole distance is served by a pucca road, while in 2 villages
only 20 per cent and 4 per cent are brought by trucks as the major distance
is by katcha road.

19.6 per cent of the incoming traffic came through katcha road and 80.2
per cent on mixed, i.e., katcha and partly pucca roads.

The commodities were brought mostly from the sub-mandis near the
villages. About 2/3rds (67.6 per cent) came from distances of 10—15
miles, about 21.8 per cent from places within 2—5 miles, Only 2.5 per
cent were brought from distant places, i.e., above 15 miles.
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4.7, Outgoing traffic
4.7.1. Volume and composition

The following table shows the nature and volume of the outgoing
‘traffic :
TABLE 4.11
Volume and composition of the outgoing traffic
(Quantity in mds.)

5 years back 1959-60 % age

Commodities ' (Qty.) (Qty.) change
1) @ &) ()]

1. Onion - .. .. .. .. . .. 24,850 56,300 126-6
‘2. Gur .. . .. .. .. .. . 16,925 23,300 37-7
3. Groundnut .. - . .. . .. 11,250 10,350 (—)8-0
-4, Cotton ., .. . .. . .. Nil 2,500 N.R.
5. Wheat .. .. .. .. . . . 5,500 6,900 255
6. Bajra .. .. . .. 3,050 2,550 (~)16-4
7. Jowar . .. .. . P %, .. 1,500 1,200 (-~)20-0

ToTAL .. 63,075 1,03,100 635

Onion, gur, groundnut, and cotton among the cash crops and wheat,
‘bajra and jowar among the food crops, arc the principal commodities cons-
tituting outgoing traffic. Onion, gur and groundnut account for about 87
per cent of the total volume of outgoing traffic. Onion alone claims 54.6
per cent,

The outgoing traffic has gone up by about 64 per cent during the last
five years. Most of this increase is due to a meteoric rise in the case of
-onion and to a large rise in gur and wheat. Cotton has been added to the
list of commodities included in the outgoing traffic during this period. There
was a slight decline in the export of bajra and jowar. The change was most
conspicuous in one village Asarkhed, where the rise was over thrge times
-during 1949-50 to 1954-55 and over five times in the next five years.

-4,7.2. Seasons

The kharif crops account for 80 per cent of the total exports and the
rabi crops for about 20 per cent. Thus, most of the exports take place dur-
ing the months of October to March~~the busy months being December and
January for onion and groundnut and December to March for gur. Wheat
is mostly carried to the markets in the months of March to May. Some
onion is exported during the months of April to August also.

4.7.3. Method of marketing

It is gratifying that nearly the whole of the marketable surplus is taken
by the growers themselves to the markets. Only in two villages, one of
them being a roadside village, 2 per cent to 5 per cent of the produce is
reported to be collected by the itinerant traders. Most growers take their
produce in their own carts as the carts in the villages are used by the owners
exclusively for carrying their own produce.
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4.7.4. Distances

The following table shows that a major portion of the outgoing traffic
from the selected villages (amounting to 103,100 mds. and 42,529 mds.
from selected villages and selected households respectively) is sent to the
sub-market yards located nearer to the villages than the selected mandi :

TABLE 4.12
Percentage of outgoing traffic to selected mandi and the sub-market

Distance to Households

Villages
Villages — Ay A - r A \
Mandi Sub-market  %age of  %age of %aage of %age of
yard total exports exports exports
exports to  to.sub- to Lasal- to sub-
Lasalgaon  market gaon market
yards or yards or-
other nearer
nearer market
market
) ) @) 4 3 - 6) (7
1. 16 4 34-5 655 38-9 611
2, 25 5 0-8 99-2 _— 100-0
3. i8 5 25-0 75-0 27-8 7242
4. 36 12 13-3 86-7 — 100-0
5. 12 12 1600 — 100-0 —_
6. 15 12 520 48-0 637 363
TorAL 42-5 57-5 5447 453

The distribution of outgoing traffic between Lasalgaon and nearer mar--
ket yards, as obtained for the villages and from the selected respondents,
shows similar pattern as is clear from the table. The cultivators prefer to
send their commodities to the nearer places of sale showing that ei&er price
differences are not adequate or that they are not sufficiently price-conscious..
In the case of village 5, the whole of the volume of outgoing traffic is sent
to Lasalgaon, as it happens to be the nearest mandi to the village and from
village 6, the growers prefer to go to the Lasalgaon mandi as the difference
in distance with the near mandi is short and the growers expect more.reason-
able price there. Before the opening of sub-market yards in the hinterland
(which were started only recently i.e., the last 2-3 years) nearly the whole
of the produce was sent to the Lasalgaon mandi.

4.8. Households possessing carts
48.1. Totdl

In the six sample villages, 354 households were found possessing carts.
The percentage was as high as 52.2 per cent in Khadle Junge and as low

as 23.2 per cent in Vikharni, In the two roadside villages, the percentages.
were 40.2 and 41.0 respectively.
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‘The following table shows the relationship between the number of carts

and volume of outgoing traffic :

TABLE 4.13
Number of carts and annual volume of outgoing traffic

10 yrs back 5 yrs back At present % of in- % incrcase
crease over over 10
last 5 years years
) g ©) @ ©) ©
1. No. of carts .. 275 331 366 10-6 33-1
2. No. of owners .. N.A. N.A. 354 N.R. N.R.
3. Total qty. of cxports
from sclected villages :
(mds. .. N.A, 63,075 103,100 635 N.A.
4. Volume of exports
per cart (mds.)) .. N.A. 190-5 282 48 N.A.

The annual volume of outgoing traffic from thesc villages has increased
by about 64 per cent over the last five years. As the number of carts has
increased by about 11 per cent only, the intensity in the use of carts has
increased considerably, by 48 per cent.

4.8.2. Selected households

(a) Occupational diswribution.—106 houscholds, i.e., 30 per cent of
total were selected on a random basis for intensive enquiry relating to the
type of carts possesscd, the extent and nature of carts possessed, the extent and
nature of their use for transport purposes and the economics of their opera-
tion.

The following table shows the occupational distribution of the selected
cart-owning households :

TABLE 4.14
" Distribution of selected households by subsidiary occupation

Distribution according to first subsidiary occupatibr';

Principal No. of house- C——— A
occupation holds Culti- Trans- Agri. Tra- Nit
. vation port labour der

¢)) (2) 3 @ &) ©® (7)_
1. Cultivation 105 — 9 3 1 92
2. Others 1 { — - —

(School

teacher)

All households which possess carts belong to the cultivating class, have
cultivation as their principal occupation except one whose head is a school
teacher. But its family has cultivation as the subsidiary occupation. Thus,
carting is not followed as a principal occupation by any. Only 9 or 8.5 per
cent have carting as a subsidiary occupation while two households had trans-
port as a second subsidiary occupation.
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(b) Size of holdings and types of service—The fcllowing table shows
the distribution of the selected households according to the size of holdings
and type of service :

TaBLE 4.15
Percentage distribution of households by type of service and size of holding
No. of S.zz of holding (in acrcs)

Type of service House- ~— A- - -—
holds Q-2 2-5 5-10 10-25 25 &

(Percentages) above

m @ 3 O} ) © M

1 A .. . 80 — 25 8-8 61-2 37-5
2 Ct .. .. 11 — 27-3 54-5 18-2 —_
3QC2 .. .. 15 — 6-7 — 73-3 20-8
TOTAL .. . 106 - — 5.7 12-2 58-5 23+6

Type A==Those using carts for carrying their produce only.
Type Cl=Those carrying their produce as well as that of others on hire.
Type C2=Those carrying their own produce as well as that of others but not on hire.

Nearly 3/4ths of the households use carts exclusively for transporting
their own produce and the remaining 24 per cent use them for transporting
their own as well as others produce. But it is interesting to find that, of
these, about 57.7 per cent (and most of them have large holdings) trans-
ported others’ produce not for any pecuniary advantage or as a source of
occupation. 1t is only 10 per cent of the total households who use the carts
as a subsidiary occupation. Of the 11 carters who use carts on hire, 4
belong to roadside villages.

82 per cent have holdings of over 10 acres, 58.5 per cent being in the
10—25 acres group and 23.6 per cent having holdings of more than 25
acres. 82 per cent of Cl category belong to the relatively lower size of
holding group, viz. below 10 acres whereas 89 per cent of A category have
holdings above 10 acres. ' :

4.9. Particulars of carts
4.9.1. Period of possession
The following table shows the distribution of 108 carts possessed by 106
selected respondents by the period of possession :
TABLE 4.16
Percentage distribution of carts according to thé period of possession

Percentage distribution by period group (Ycarsi
A

Type of Service Totalmo.  0-5 5-10 10-20 20&
of carts above

wm @ e @ (5) ©
1A . 82 29-3 34 341 25
2 Cl o 1 45-4 18-2 364 i
3C2 o 15 466 267 26-7 —

TotaL .. .. 108 33-3 315 333 19
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Thus, about 1/3rd of the carts were relatively new, i.e., less than 5 years”
old; about 1/3rd had been purchased 10—20 years ago. The percentage
of older carts (over 5 years) is much higher in A category than in others.

4.9.2. Expectation of life

The following table shows the period for which the respondents expect
their carts to last with and without major repairs :

TaBLE 4.17
Percentage distribution of Carts according to the expectation of life

Without nﬁjbr repairs Yé;r groups
Typeof  No.of  0-5 5-10 10-15 1520 20-25  25-30
carter carts
1A .. 82 7-3 39-0 42- 743 3-7 .
2¢ct .. i = 45-5 45-4 = — 9-1
3ic2 .. 15 133 33-3 467 67 — —
TotaL 108 7-4 38-9 435 65 2-8 0-9
o With major repairs
A .. 82 . - 18:3 47-6 244 61 3-6
cr 1 - 91 54-5 27-3 — 9-1
c2 15 — 20-0 600 20-0 — -
ToTAL .. 108 — 17-6 50-0 240 4-6 3-8

About 54 per cent of the carts are expected to last for more than 10
years without major repairs. With major repairs, hawever, the corresponding
percentage is 82. The percentage of carts expected to last 15 years with-
out repairs is much higher in regard to those possessed by A category as
probebly, these are put to less strenuous use.  With major repairs this picture
15 also different as those who use it for their own purposes, belonging as they
do to higher holding groups, probably prefer te replace them rather than go
in for major repairs.

4.9.3. Other particulars

(a) Capacity—Generally there are two sizes of carts—smaller ones with
a capacity of 12 mds. and larger ones with a capacity of 15 mds. The
number of each category among the sample carts was found to be equal.
In four villages both types of carts were used. In two, viz.,, Khadlejunge
and Vikharm lying in the interior, all carts were of the small size. The
average capacity per cart on this basis comes approximately to 13.5 mds.
According to the information gathered in the mandi at the time of the traffic
survey, a cart on an average was found to be containing about 10.2 mds.
This comes to 75.6 per cent of the capacity reported in the villages, i.e.,
an underutilisation by about 24.4 per cent.

(b) Types of wheels.—All the carts have ordinary wooden wheels with
2 in. wide iron rings. Rubber tyres are not considered useful since the
carts have to be plied on katcha roads.

(c) Speed.—The carts ordinarily move at a speed of 1 to 2 miles per
hour on a katcha road and 2 to 3 miles per hour on a pucca road.
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4.10. Employment & income
4.10.1. Period of employment

In order to obtain an idea as to how much a cart is used, the selected
respondents were asked to aJrlfiport the number of days they used their carts
during the previous year and the previous month for marketing and other
operations. The replies given are tabulated below :

TABLE 4.18
Period of employment of carts

(a) Last year (per month) (b) Last month
Number —— ~A A-

Type Total no. No. of days‘ 'lr‘o*tal no. No.of da;:
’ of cart per cart of carts per cart
days days
(1) @ 3 @ &) ©®
1A .. . 82 1,114-3 13-6 1,761 21-5
2C1 .. .. 11 152-4 13-8 273 24-8
3C2 .. 15 117-2 11-8 332 22-1
Torat .. .. 108 - 14439 . 134 2366 21-9

During the previous year, a cart was used, on an average, for about 13
days a month which roughly represcnts the cxtent of use by A type of
carters. Cl1 type carters use the carts for aimost the same period but the
use in the casc of C2 type is a little lcss.

During the last month, which was a busy seasén for marketing, the
average number of days for which carts were used was about 22. The
use with C1 type was the maximum, l.e., about 25 days. During the last
month the carts were used for about 60 per cent more days than in the
last year in the case of A type carters. It was higher by 80 per cent or
above in the case of the C1 and C2 types.

4.10.2. Kinds of use

Appendix III shows the intensity of the use of carts by different types of
carters and for different purposes during the last year.

Taking all types of carts, only 5 per cent carts were used during the Jast
year for over 20 days in a month, 37 per cent were used for 15—20 days
or about 16 days per month on an average. They are used more often
for other purposes than for marketing. t of the average of 13 days,
35.8 per cent time was used for marketing purposes and 64.2 per cent g’or
other purposes. Further C1 type (i.e., those who carry others produce on
hire also) use carts for marketing purposes much more¢ than those of A and
C2 type carters. ‘This is natural as carts are generally kept for other agri-
cultural purposes. In the two roadside villages, carts were used on an
average 11.6 days per month—S5.3 days for marketing and 6.3 days for
other purposes. Thus there is no significant difference in the use of carts
for marketing and other purposes between the roadside and other villages.
Appendix IX gives similar figures for the last month.

L/M15PC/63 —4
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During the busy month, 73 per cent of the carts are used for over
20 days and rest for 10-—20 days, but for marketing purposes, only 15
per cent are used for over 20 days. This means that the busy season for
marketing also coincided with the busy season of other work.

The intensity of use is (over 20 days per month) the greatest (100.0
per cent) among C1 carters and the least among A type (67.1 per cent)
and that too because of marketing operations mostly.

As the statement indicates a greater proportion of days (as compared
to the average over the last year) were devoted to marketing operations by
all types of carters—the rise was more marked in respect of C2 type.
Further, C1 carters used -#th of their time for marketing purposes alone.
This is also the position in the case of two roadside villages. Here the
carts were used for about 22.1 days—12.5 days for marketing purposes and
9.7 days for agricultural and other purposes.

4.10.3. Distances covered and hours of use
From the selected respondents, information was gathered about the
normal distances covered per day during the busy and slack seasons,

The following table shows the distribution of carts according to the
distance covered per day :

!

TABLE 4.19
Distribution of carts according to the distance covered per day
(Milcage groups)
Types of ’ Busy season Total Slack season Total
service A AVETARE A ——  average
0-10 10-15 0-5 5-10

N —A— A —HA—

No. Avg. No.* Avg. No. Avg. No. Avg.

m @ A @ ® ® (D ® (10 (i
1A .. 50 4.4 32 10-1 6-6 69 3-8 13 5-3 4-4
2Cr .. 4 7-0 7 11-7 10-0 10 3-4 1 50 3-8
ic2 .. 9 5-9 6 10-7 7-8 9 30 6 57 4-0

ToTAL 63 4.9 45 10-4 7-2 88 3-7 20 5-4 4-0

On an average, a cart travels about 7.2 miles a day during the busy

season and about 4.0 miles (i.e., nearly half) per day during the slack
season. '

Even during busy season most of the carts, i.e., 58 per cent covered less
than 10 miles a day with an average coming to 4.9 miles per day. The
remaininﬁ travelled just over 10 miles. Those carrying their produce as
well as that of others use the maximum, i.e., about 10 miles a day. During
the slack season, the majority of the carts (i.e., 81 per cent) were used Jess
than 5 miles a day with an average of 3.7 miles, only 1/5th or so travelled
just a little more than 5 miles per day.

Further, a cart is used for nearly 13 hours a day in the busy season as
a%amst about 8 hours during slack season. During the busy season none
of the possessors used it for less than 8 hours a day. Those using it pri-
marily for carrying their own produce only worked it, on an average for
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13.4 hours a day while those running them for hire used them on an average
for 12.7 hours a day. In the slack season while the average per day
remains the same for C2 type, (using for both their own and others’ pro-
duce) in the case of A type the average comes to only 7.3 hours. Most of
these fall in the 4-—8 hours per day group.

4.10.4. Feeding charges

The feeding of the cattle is the main recurring item of expenditure on
a bullock cart. The average expenditurc comes to Rs. 110 a month or
Rs. 3.67 per day. While about 36.1 per cent of the carters mentioned
Rs(.1 3 per day as expenditure on feeding, about 63 per cent reported Rs. 4
a day.

4.10.5. Income

The data relating to expenditure on repairs etc. carried during the pre-
vious month indicates that normal expenditure on these items is very small.
68 per cent or 2/3rd of cases reported no expenditure at all and 24 per cent
(or #th) reported Rs. 1 to 5 at the most.

Only about 10 per cent of the owners of carts among the réspondents
use their carts for occupatioxtll purposes as a secordary means of edrﬁin?s,
The carters are reported to be charglng Rs. 2 to Rs. 3 per cart load fot
mandis situated at a distance of 5 to 6 Hiles from the villages ahd Rs. 4
to 5 for distances ranging up to 15 miles. ' The average charge per maund
ranged from 17 nP. to 37 nP. for distances up to 10 miles and 42 nP. to
62 nP. for distances up to 20 miles. '

On an average, such cultivator owriers earn about Rs. 238 a year or
say Rs. 20 a month, which is less thdn a quarter of the amount néeded by
them for feeding their pair of bullocks. While fieatly half of them (ie.,
15 per cent) reported earnings of Rs. 144 a year, i.e., Rs. 12 a month, the
remaining fdt Rs. 317 a yeat, i.e.,, Rs. 26,4 a month on an average. In the
two roadside villages, the earnings of the 4 respondents varied from Rs. 120
to Rs. 200 during the last year.

During the busy months, however, the average earning was reported to
be Rs. 65 per carter which can meet half thie feeding cost of bullocks. One-
third of the carters were earning ngitly the average though about one-
fourth reported to be earning over Rs. 100 a month, with an averige of
Rs. 115. The remaining four (out of eleven) were earning hardly Rs. 25
oh an average. Thus, during.the busy sedson, carting becomes quite a
remunerative occupation. This is easy to understand, as carting is not the
principal occupation in any case. In the two roadside villages, the carters
earned between Rs. 20 and Rs. 30.

4.11. Role of trucks
4.11.1. Frequency of visits of trucks

Data collected at the village and the Household levels ot the frequency
of the visits of trucks to these villages, set forth in the following table, bring
out that the tart continues to remain the primary rheans of transport an
the use of trucks is quite limited.
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TABLE 4.20
Frequency of visits of trucks to selected villages

Average intervals in months after

Village Distance from mandi which a truck visits the village
oy A o I o A - ad
Pucca road Total 10 years back $ years back At present
m @ ®» @ O] ©
1. Asarkhed .. 14 16 Never 4t05 2t03
2, Shimpi Takli .. 23 25 2 2 2
3, Satali .. 15 18 Never 6 6
4. NimgaonlJali .. 20 36 Never 2 1
5. Khadlejunge .. 2 12 Never 4 {to2
6.

Vikharai .. 0 15 Never Never 3

10 years back except village 2, which is located at a distance of 2 miles
from a pucca road, trucks did not use. to visit any other village. Now,
trucks are in use, though to a small extent only, in every village. In village
I (Asarkhed) the use of trucks has increased as it is nearer a pucca road
and the use of trucks is less costly. The cultivators engage these jointly.
Despite it, as noted earlier, about 65 per cent of exports from this village
are sent to the sub-market yard, Chandore, by carts, similarly, in village 2,
Shampli Takli, which is equally near a pucca road, the frequency of trucks
is very low—just one truck per two months. This may be attributed to the
fact that 14 miles strip of katcha road is in a bad condition and lacks proper
width for the use of trucks. Improvement of roads is expected to increase
the traffic by trucks.

Another village in which the frequency of trucks has increased markedly
is Khadlejunge which is 10 miles away from the metalled road. This is
due to the fact that it grows grapes and tomatoes which are perishable and
costly and can, therefore, bear the higher transport costs.

Nevertheless, katcha roads and their narrowness do hinder- the use
of trucks. For example, in both villages'5 and 6, there is a much greater
scope for trucks.

4.11.2. Views of cart owners

In order to ascertain the extent of need for the use of trucks in the
villages, the selected respondents were asked to indicate their preference
for use of trucks, if available, the commodities for which they would like
to use the trucks and the freight they would be ready to pay. Appendix V
shows the proportion of respondents in different villages and size of holding
groups, expressing desire for the use of trucks.

Over all, about 44 per cent of the respondents expressed a desire for
the use of trucks. The proportion in different villages does not bear any
significant relationship either to their nearness to a metalled road or to their
distances from the mandis. If the percentage of such respondents in village
I1, which is only 2 miles from a metalled road, is 58, which is higher than
that in village TV, which is 8 miles from a metalled road, it is also lower
than that in village V, much farther off. Similarly, the per cent of such
respondents in the farthest village, No. IV, is the lowest and that in the
nearest, No. V, is the highest. C '
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~ There is, however, a distinct relationship with the size of holdings, the
cent going up from 17 to 80 with a rise in the size of holding, except
or a slight recession in the 10—25 group.

4.,11.3. The influencing factors

The main factors which were reported as influencing the use of trucks
are cheaper cost of transport, quicker disposal of goods, and the fact that

bullocks arc thereby spared for agricultural purposes. The 9%age repor-
ting each of the rcasons is given below:

TABLE 4,21
Distribution of respondents by the reasons for liking to use the trucks

No. reporting use of  %age of %age mentioning the reasons
trucks total — A S e—y
respon-  Cneaper Bullocks Quick Better Saves
dents costs required disposal  prices trouble
for agrl.
purpose
¢y @ 3 C)) ) (6) Q)
47 44 72 63-8 68-0 2-1 10

The proportions of respondents expressing a preference for trucks in
regard to transport of different commoditics are given below :

TABLE 4,22
Percentage of respondents liking to use trucks for various commodities
Total no. Percentage reporting for each commodity
llklng to r~— A e
use Onion Gar G. Nut | Cotton Wheat Jowar Bajra
tracks A Ay P i e R T Ay Ay

p——Hr——
A B A B A B A B A B A B A B

D OO @G 6O ® @ 1) dd (12 13 14 d9

47 36 100 35 97-1 22 818 4 100 28 535 3 Nil 6 67

A—Number having marketable surplus.
B—Percentage liking to usc truck.

All respondents having marketable surplus of onion and cotton would
like to use trucks, almost all for gur and 82 per cent for groundnut. The
percentage is much lower in the case of wheat, bajra and jowar because of
the smaller size of marketable surplus, the differences in their capacity to
bear higher freights and in perishability.

4.11.4, The propitious months

The cultivators want to make use of trucks immediately after the harvest
period. November to January were mentioned as the main months during
which they would like to use trucks for the export of kharif commodities
like onion, groundnut and gur and January to March for cotton. For the
export of wheat, trucks would be used mainly during March and April.
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4.11.5. The freights desired

Those who want to use the trucks were asked as to what freight rates
they would be willing to pay if the trucks became available. These varied
widely among the selected villages. In village Asarkhed, which is only two
miles from a pucca road, the respondents reported Re. 1 per mile for a
truck load of 125—150 mds.; the corresponding rate reported for village
Khadlerjunge was Rs. 2. Again, in village Satali, the freight rate reported
is 25 nP. per md. for 30 miles, it is 50 nP. to Re. 1 per md. for 12 miles
in village Vikharni which is in the interior and is connected only by a katcha
road to the mandi.

The freight rate worked in terms of maund mile, as reported in the
selected villages varies as follows :

TaBLE 4.23
Freight rates that the respondents are willing t0 pay

Distance in miles from Freight
Village rate per
maund per
mile
A

~ Ty
Pucca road Mandi (nP)

o O €) @
1 2 16 0-8
2 2 25 N.A.
3 3 18- 0-8
4 8 36 30
5 10 12 i-6
6 15 . 15 4-2

The rate is higher in the case of interior villages, farther from a pucca
road, though the difference appears ito be quite pronounced in the case of
villages 4 and 6. Probably, this is due to the fact that the rates they are
willing to pay are based on the high rate they may be paying for using
carts at present. In the case of village 5, however, since, as noted earlier,
the trucks are already being used by the cultivators, the rate mentioned
is comparatively low.

4.11.6. Future prospects

The bullock carts operating in the Lasalgaon mandi are used for the
transport of commodities for short distances, such, ds/station yard and god-
owns situated within ‘the mandi. For despatches to stations outside Lasal-
gaon, only trucks are used and not the local bullock carts. The cultivators
_prefer bullock carts for transport work from the villages to mandis for all
commodities when the distance is short except in the case of onion for
which the truck is preferred for bringing the produce in bulk to avoid
shrinkage and to obtain a better price in the market. Moreover, a number
of sub and new mandis haye been started nearer the villages so that the
p,ar,ﬁ_uc: of the villages has started going to those markets by bullock
kc St )



49

In the near future also, say, the next 10 years, the bullock carts are
not expected to lose much ground because the economic factor of cost and
short distance for the arrivals in the market is likely to exist.

4.11.7. Certain notable tendencies

Certain tendencies which are likely to influence the existing ‘position
are also beginning to appear. It is learnt that in the village of Pimpalgaon
Baswant in Niphad taluka, 800 acres of area are bcing brought under co-
operative farming. This is likely to make the use of trucks for dispatches
from this village economical. A scheme has been sanctioned by the Govern-
ment of India for a co-operative sugar factory (taken up by the cultivators
on co-operative basis) at Niphad for an acreage of 6,000 acres. It will
affect the crop pattern in this area and this will lead the cultivators to send
their sugarcane directly to the sugar factory in trucks for making sugar.
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APPENDIX I
No. of visits of carters according to distance groups

Busy season Slack season
Distance range No. —~—--Hte—————y ———A
rele- Nil 1& 2-5 5& Nl 1& 2—5 5&
vant less above less above
than 1 than 1
) @) €) @ & ® m ® ™ g
1, Less than 2 miles ..  Nil
2, 2—S5 miles .. .. Nil
3. 5—10 miles .. .. 6 5 1 — 3 3 -
4. 10— 20 miles . 14 — 13 1 -7 7 — —
5. 20 miles and above .. 1 -— 1 - - - 1 - —
TorAL .. 20 . — 19 2 - - 10 18 — —

_ APPENDIX 1II
Incoming traffic from sub-markets or nearby mandis

(Quantity in mds.)

Total The distance Imported from

Villages imports of the —— R _
(Qty.) farthest Near sub-market Farther place
sub-market yard/Mandi
———he— — A
Bul- Truck Maximum Bullock
lockcart distance cart Truck
(SATN 74| %) (%)
—Hr— A
K P K P
)] @ G @ © ®@ M ©® ¢ ao
1. 550 2 2 363 — 2 18 — 637
2. 155 2 1 100:0 — — — — —
3, 690 5 0 10000 -- — — —
4, 1,660 0 12 — 1000 -~ - - - - -
5. 7,000 10 2 - - 10 2 800 200
6.

2,000 4 g8 500 -— 15 0 460 40

ToraL .. 12,055 — — 162 137 -- - 55:2 149
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APPENDIX III

Percentage distribution of carts according to days of employment for
marketing and other purposes

(LAST YEAR)
No. of days in groups per month Avg. no. %age
Type Purpose p —— —, of days to all
: Total 0—10 10—15 1520 20 & per  purposes
no. % % % above month
Q) @ 3 @ ) ®) © ® ®
A. (a) Marketing operations 82 915 85 — — 4-2 30-1
(bg Other operations .. 59-8 39-0 1-2 — 9:4 69-9
(¢) All purposes - .. 15-9 40-2 37-8 6-1 13-6 100-0
C1 (a) Marketing operations 11 72-7 273 — — 8-9 64-5
(b) Other operations .. -100-0 — — — 4-9 35-5
(c) All purposes .. 9-1 63-6 27-3 13:8  100:0
€2 (a) Marketing operations 15 100-0 — — — 5.1 42-4
(b) Other operations .. 733 267 — — 67 576
(¢) All purposes . 46-7 33-3 400 — 11-8  100-0
All Marketing operations 108 907 9-3 — — 4-8 35-8
Other purposes 658 33-3 0-9 — 8:6 642
All purposes 16:7 417 37-0 4:6 13-4 1000
APPENDIX 1V

Percentage distribution of carts according to days of employment for
marketing and other purposes

(LAST MONTH)

Type Purpose No. of days in groups Avg,  %age

. - s — 1no. of toall

0—10 10—15 1520 20 & days pur-

% % % above poscs

® @ 3 ) . ©) o ®

A (g) Marketing operations .. 512 232 15-9 9-7 8-0 367

(8) Other operations .. - 14:6 24-4 47-6 13-4 13-5 633

(¢) All purposes .. . — 36 29-3 67-1 21'5 1000

C! (a) Marketing operations .. — 18-2 18-2 636 18-2 73-4

(b) Other operations . 72-7 27-3 — — 6-6 26-6

(¢) All purposes .. .. —_ — — 100-0 24-8 100-0
C2 (@) Marketing operations .. 13-3 400 400 67 122 552

(&) Other operations .. 333 46-7 20-0 — 9-9 448

(¢) All purposes .. .. —_ 13:3 — . 86-7 221 100-0

Total;: (@) Marketing operations 40-7 25-0 19-4 14-9 9:6 43-8

(b) Other purposes 23-1 27-8 38-9 10-2 12-3 56-2

(¢) All purposes — 4:6 22-0 73-0 219 100-0
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CHAPTER 5

Case Study of Sirhind Mandi
I. TRAFFIC AND TRANSPORT IN THE MANDI

5.1. Incoming traffic
5.1.1. Volume and composition

Figures of incoming traffic (by rail and road) of principal commoditics
in this mandi during 1949-50 and 1959-60 are given in the following table :

TaBLE 5.1
Incoming traffic in principal commodities (in mds.)

1949-50 1959-60 Percent-
Commodities —— ————A—— age change
Qty. %to  Qty. % to
total total
M @ ©)] O] *) ©)
Food crops
1. Wheat .. .. . 36,728 15-9° 1,08,600 232 1957
2. Gram .. .. . 12,835 5:6 29,727 6:4 1316
3. Paddy .. .. . Nil Nil  1,48,642 31-8 Nil
TOoTAL .. 49,563 21-5  2,86,969 61-4 4789
Cash crops
1. Gur-
Shakkar .. .o . 16,500 7:2 43,500 9-3 1636
2. Cotton . .. 57,785 25-0  1,10478 23-6 1229
3. Groundnut . .. 21,984 95 16,338 3-5 -(24-8)
ToTAL .. 96,269 41-7  1,70,316 36-4 76-9
Other commodities )
Chillies .. .. .. 84,970 368 10,500 2:2 —(87-%)
GRAND TOTAL e 230,802 100-0 4,67,785 100-0 100-3

The most important commodity brought to this mandi is paddy, account-
ing for 31.8 per cent followed by cotton and wheat with 23.6 and 23.2 per
cent respectively. Some ificant differences between the nature and
composition of incoming traftic of these two years are noticeable. The total
quantity has risen from 2.3 lakh to 4.7 lakh maunds. Sccondly, while no
paddy was received in this market during 1949-50, it constituted about
32 per cent of the total incoming traffic in 1959-60. Leaving about 1.48
lakh maunds of paddy received in 1959-60, but not in 1949-50, the quantity
of this traffic comes to 3.19 lakh maunds or a little less than one and a
half time that of 1949-50. The incomings of wheat are little less than
three times, those of Fur-shakkar gram and cotton have more than doubled,
while in the case of chillies there has been a precipitous fall from 84
thousand maunds to 10 thousand maunds.
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5.1.2, Seasonal variations

The following table shows the distribution of incoming road traffic
of certain commodities during the four calendar quarters :

TABLE 5.2
Seasonal distribution of the incoming traffic in certain commodities
T 1949-50 T 1959-60
— A ——.
Total Total
Seasonal quarters ———A e A e
Qty. %age to Qty. %age to
total total
arrivals arrivals
) (mds.) ___(md:.) )
Q) o o . 2 3 [N &)
1. Japuary-March .. . .. . 25,900 242 49,500 12-1
2. April-June .. . . . 31,670 29-5  1,04,500 257
3. July-September . . . .. .. 6,900 6-4 17,900 4-4
4. October-December .. .. .. 42,700 39-9  2,35,400 57-8
ToTaL T 1,07,000 000 4,07,300 1000

There is a marked concentration of traffic in the second and fourth
quarters which together account for 84 per cent of the total. This is due to
the fact that April to June and October to December are the busy months for
the marketing of wheat, paddy and cotton which constitute the bulk of the
marketed production. The overall pattern of scasonal fluctuations in traific
has undergone a change since 1949-50 inasmuch as the sharcs of the first
second and third quarters have declined whereas the share of the fourth
quarter has gone up. 18 carters were interviewed at the time of the
traffic survey. According to them also the bulk of the marketable surplus
is taken to the mandi during the fourth quarter, i.e., October-to December.
Almost the whole of paddy and cotton is brought to the mandi during this
period. The second quarter comcs next in importance as carts carry the
bulk of wheat during this quarter. This is in piece with the observations
based on mandi level enquiries.  Gur is carried during January to March.

The frequency with which the carters come to the mandi is another
index of the variation in the flow of arrivals. The carters who were inter-
viewed were accordingly asked as to the frequency, of their trips to the
mandi during the busy and the slack scasons. The data gathered are pre-
sented below : '

TABLE 5.3
Distribution of carters by frequency of trips per month.
(No. of carters in different trip frequency groups)
No. of carters in d'iﬁ'crcnt trip groups

Type of carters No.

Busy season Slack scas;
N \ - ...—;.—&——_.;_-A—\
“ Nil 1 &less 2-5 S & Nil 1 &less 2-5 5 &
than above than above

1
Q) e @ Q& @ G ® M ® O Jd9
1. Private carters .. 17 Nil 1 14 2 3 11 3 —
2. Private-cum public

carters title .. 1 Nil -—" K1 — 1 — - —

Torar .. 18 Nil 1 15 2 4 11 3 --
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There is a marked difference in the frequency of visits during the busy
and the slack seasons, the number of carts making 2—35 visits being 15 and
3 respectively in these seasons. Then again, whereas no carter came to the
mandi in the slack season more than S times, 2 carters did so during the
busy season.

5.1.3, Frequency of monthly trips and distance groups

_ Appendix I shows the number of monthly trips made by carters of
different distance groups during the busy and the slack seasons.

10 or 55.6 per cent of the carters came from a distance range of 510
miles and half of that number from a distance of 10—20 miles. These two
are thus the most important distance groups. Both these. groups are quite
active also as all of them made either 2-—5 or more visits during the busy
season,

5.1.4. Types of roads

An over-whelming proportion of supplies is brought to this mandi on
katcha road, the percentage being practically the same in both the years.

5.2. Outgoing traffic
5.2.1. Volume and composition
The following table shows the nature and composition of commodities
despatched from this mandi : ;
TABLE 5.4
Volume and composition of the principal outgoing traffic

T T1949-50 71959-60
T TI —A——
Despatches Despatches
Commodity - ‘Qty. %toG. % to U quy. % t0G. % to
: (mds.) total | = arrivals  (mds) total arrivals
M @ €)] @ &) 6 ™
Food crops -
1. Wheat .. .. 30,000 19:4 81:7 106,000 28-9 97-6
2, Gram .. 10,000 6-4 77-9 . 27,500 7-5 92-5
3. Rice .. .. Nil Nil Nil , 145,500* 39-6 97-9¢
TotaL .. 40,000 258 807 279,000 76-0 97-2
Cash-crops
1. Cotton (Ginned) ~ 39,000  25:3  67°5 37,000  10-1 33-5
2. Gur-Shakkar 16,000 10-1 97:0 43,000 11-7 98-9
TotaL .. 55,000 35-4 57+1 80,000 21-8 _ 46-9
Other crops
1, Chillies .. 60,000 38-8 70-6 8,000 2:2 76-2
2. Groundnut . Nil Nil Nil Nil Nil Nil
GRAND ToTAL 155,000  100-0  67-2. 367,000 100-0 78-5

*Ralatzd to paddy equivalent.
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The total outgoing traffic comes to about 3.7 lakh maunds as against
1.5 lakh maunds 10 years back. Rice and wheat are the most important
commodities accounting for about 68,5 per cent of the total outgoing traffic.
Next in importance is gur-shakkar accounting for about 11,7 per cent.
Chillies, wheat and cotton were the important commodities accounting for
83.5 per cent of the total outgoing tratlic from this mandi 10 years back.
Rice did not form part of outgoing traffic at that time. The relative import-
ance of chillies has decreased considerably during the last ten years. Then it
used to account for 38.8 per cent of the total outgoing traffic while now its
percentage share is only 2.2, '

The outgoing traffic constitutes about 78.5 per cent of the incoming
traffic ranging from 33.5 to 98.9 per cent in different commoditics. The
pattérn in 1949-50 was not much different except that the proportion of
cotton formed 67.5 per cent while it is 33.5 per cent now.

5.2.2. Seasonal variations

About 54 per cent of the despatches occur in the second quarter (April
to June) and the first (January to March) and fourth (October to December)
quarters account for about 19 per cent each. Ten ¥ears back also the
pattern was the same. The second quarter (April to June) accounted for
about 51 per cent of thc total despatches,

5.3. Transport crganisations

There are two organisations for transport workers—a Merchants’ Asso-
ciation and a transport union. The former was cstablished in 1959 and
has 19 members on its rolls. It does not own any vehicle but undertakes to
transport goods on a commission basis, ‘as its main objcctive is to act as a
commission agent.

The transport union was organised in 1960 with 13 members. The aim
of this organisation is to safeguard the interests of truck operators. This
asgociation has 30 trucks.

5.4, Modes of transport
5.4.1, Intra-mandi movement

Only bullock carts meet the entire requirements of transport nceded to
take goods from the market yard to the commission agents, or from the market
yard to the godowns, mills, rail-head or from the shops of the commission
agents to godowns, mills, rajl-head.

5.4.3. Incoming traffic
(a8) Role of carts
The following statement shows the relative importance of trucks and

cagtsg ix610the movement of traffic to this mandi ty-wise in 1949-50 and
1959-60 :
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TABLE 5.5
Incoming road traffic (by commaodities) handled by carts
(Quantity in mds.)
1949-50 1959-60
’ o N, e I —A
Carts Trucks Carts Trucks
Commodity  ~———A A —A

— T A —
Qty. Y%age  Qty. %age Qty. Yage  Qty. Yiage

m @ 3 4 OG) M ® o
Food crops -
1. Wheat .. 35,300 96-2 1,400 3-8 1,13,900 961 4,600 39
2. Gram .. 11,600 90-6 1,200 9:4 28,00 96-3 1,100 3.7
3. Paddy .. Nil — Nil — 1,39,900 94-1 8,800 5-9
TOTAL .. 46,900 94-7 2,600 5-2 282400 95-1 14,500 49
Cash crops
1. Cotton .. 51,800 89-93 5800 101 99400 900 11,000 99
TorAL .. 51,800 89-93 5,800 10-1 99,400 90-0 11,000 99
G. TOTAL .. 98,700 92-2 8400 7-8 381,800 93-7 2550 &3

Trucks play only on pucca roads and handle about 6 per cent of the
total traffic. The proportion handled is much higher in cotton than in feod-
grains, because the former is a' more valuable crop and can bear higher
transport costs. Ten years back trucks used to handle about 8 per cent.

(b) Distance group

The following table shows the percentage of incoming traffic hamdted
by carts during 1949-50 and 1959-60 according to seasons and distance
groups :

TABLE 5.6

Percentage of traffic from different distance groups handled by carts during
1949-50 & 1959-60.

1949-50 1959-60
—A— N — —A —
Jan-  April-  July-  Oct.- Jan.- April-  July- Oct.-
March June . Sept. Dec. March June Sept. Dec.

Distance groups ,

(_') @ Q)] “@ ® Q] @] ® 9
1. Less than 3 .
mifes D 100 100 100 100 100 100 1
2. 5—10 miles 90 99 99 %0 90 9% 99 gg
3. 10—-20 miles 10 10 10 10 10 10 10 10

The proportion of trade handled by carts is significantly higher in the
distance gtougs of less than 10 fhiles than in the highet group, being 90
per cest to 100 per cefit Ih the formet while it is not mote than 10 in the

latter. There has been fo change in the proportion during fhe last ten
years.
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This aspect was also studied at the time of the traffic survcgi. It was found
8

that about 55 per cent of the carters were coming from the

tance range of

5—10 miles and about 28 per cent from that of 10—20 miles.

5.4.3. Outgoing traffic

All the road-borne despatches now and ten years back are handled by

trucks,
Relative importance of road

The following table shows the quantities of different commoditics in the

outgoing traffic handled by road :

TaBLE 5.7
Percentage of the outgoing traffic handled by road
Commodity ' 194950 1959-60
) (¢)) P )
Food crops )
1. Wheat 106-0 100-0
2. Gram 455 45-5
3. Paddy — 21-3
ToraL .. .. ) 857-4 —_5‘—)—8-
Cash crops o T
1. Cotton .. .a .. b 3 i .. .. 14:3 59-5
2. Gur-shakkar .. .. 1y e e .. .. 16-7 69:6
TorAL .. PN 14-9 65:00
Others ] T
1. Chillics .. .. . " (= iy .. .. 1000 100-0
2. Oilcake .. . .. L i ™, .. .. — —
3. Vegetable ojl . e Pl iy .. .. —- —
TotaL - .. 6:2 5-1
261 419

G..TOTAL

Of the total outgoing traffic, about 42 per cent is sent by road and 58
per cent by rail as against 26 per cent and 74 per cent respectively, 10 years
ago. The proportion sent by roads varies greatly between different commo-
dities ranging from about 21 per cent in the case of paddy to 100 per cent
in the case of wheat and chillies. Ten years’ back, the range extended from
14 per cent in the case of cotton to 100 per cent for wheat and chillies. Wheat
and chillies are sent entirely by roads now as ten years ago. In regard to
cotton and gur-shakkar there ﬁas been a very large shift from the rail to
the road, the percentage share of the rail having declined from 86 to 41
in cotton and from 83 to 30 in gur/shakkar. Also the absolutc quantity of
cotton has fallen from 30,000 mds. to 15,000 mds.

5.5. Economic characteristics of transport workers

5.5.1. No. and type

The transport workers have been classified into three types : Type A—
Those who are private carriers and carry their own produce only; Type B—-
those who are public carriers and carry only others’ produce on hire and
Type C—those who carry their own as well as others’ produce.
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In the mandi there are no transport operators of types ‘A’ and ‘C’. There
are only bullock carters and hackney carters and they belong to type ‘B’.

During these ten years, there has been a rise in the number of operators
of all types. Now there are 7 trucks while there was none carlier. The
number of bullock carters has gone up from 10 to 13 and that of hackney
carters from 5 to 7. All the 13 bullock carters and 7 hackney cartérs were
included in the sample but 2 bullock carters could not be interviewed.

Counting of traffic coming to the mandi was done on four successive days
on two octrai posts. The total number of carts, which arrived in the mandi
on these days, came to 146, 18 of these were selected. All these except
1 were of the A type. Besides, one truck and two tractor trollies which
came on these dates were interviewed.

5.5.2. Occupational distribution

None of the hauliers in the mandj has any subsidiary occupation, Thus,
all of them are wholly dependent on transport business for their livelihood.
16 of the 18 carters coming to the mandi from outside had no subsidiz:'ly
occupation to follow; principal occupation being cultivation for 15 and trad-
ing for the remaining one. The principal occupation of the remaining 2
was cultivation, while one was following agricultural labour and the other
carting as subsidiary occupation. As for truckers, one of them was a share-
holder in a goods carriers company while two had no subsidiary occupation
to follow.

5.5.3. Occupational standing

Information was gathered on the length of the period during which the
respondents have been in this occupation. This is classified in the table:
below :.

TABLE 5.8
Classification of principal hauliers by the length of service
Type of operator Less than = 2—S5 5—10 10 years Tota!
2 years years years & above
1 ?) €)) “ (&) ©
1. Bullock carter .. .. 3 —_ 6 1 i1
2. Hackncy carter .. . —_ 3 2 2 7

In the case of bullock carters at least 72 per cent had spent more than 2
years in this occupation and 63 per cent had actually spent more than 5
years in it. Al the hackney carters had spent more than 2 years in haufing
and 57 per cent had spent more than 5 years. So most of the respondents
have spent a sufficiently long time in the occupation to have established
themselves.

5.5.4.Tyi:es of vehicles used
(2) Ownership

All the sample transport operators in the mandi own their vehicles. Of
the 18 carters, who were interviewed while bringing produce to the mandi, 17
were carrying goods on private account and one was using his cart for private
purposes as also on hire. All these carts except one were owned. As far
as trucks are concerned, two (one trucker and ome tractor with trolly) were
private operators and were owned. Another tractor with trolly was being
used as a public carrier and this was not owned by the operator,
L/MI5PC/63—$§
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(b) Make

All the respondents in the mandi have only the improved types of

viz., those with pneumatic types, while in the case of those bringing produce
to the mandi all except one were of the old type.

(c) Period of running

7 bullock carters (64 per cent) in the mandi have owned their vehicles
for more than one year and 3 (27 per cent) have owned them for more than
S years. The single bullock carter who had spent only one month in this
profession had acquired his vehicle as soon as he entered the profession,
Similarly, 2 (29 per cent) and 5 (71 per cent) among the hackney carters
have owned their vehicles for more than 1 year and more than 5 years
respectively. Thus both types of hauliers had generally acquired their
vehicles as soon as they entered the profession.

(d)Capacity of vehicles
The following table shows the utilisation of the capacity of the carts :

TABLE 5.9
Utilisation of capacity of carts by different categories of carters

Less than % to % 3/dth to full Above full
Category of carter capacity capacity capacity capacity
No. % No. % No. % No. %
) : @ @ @ & ® O & © (o
t. Private . 17 s 29-4 2 118 5 294 5 29-4
2. Privatc-cum-public I = e - f 100-0 — —
ToTaL .. 18 5 2748 2 111 6 333 5 278

The cart which is being used both as a private and a public carrier is
being used much more fully than the private carts. About 39 per cent of the
carts are being used for less than #ths of their capacity. The improved type
of cart is being used over and above its capacity. This points to the possi-
bility of saving in transport resources, e.g., cart and bullocks by a consolida-
tion of freight lots, either '11?‘{1 combination amongst themselves or by reducing
the frequency of trips. e sample bullock carters in the mandi are not
plying on katcha road; the average carrying capacity of their vehicles on

ucca road is 55.4 mds. The hackney carts which ply both on pucca and
atcha roads have an average carrying capacity of 29.2 mds. and 24.2 mds.
respectively. The averages are definitely lower in the latter case.

5.5.5. Employment pattern
(a)Full-fme workers

The study of mandays of employment is confined to hauling of agricul-
tural commodities only in the last month. A manday was taken to be

equivalent to 8 hours work. In the table below the mandays and employ-
ment is given :
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TABLE 5.10
Mandays worked by principal hauliers during the last month

No. of respondents and average mandays in the

Type of transport worker last month for those spending
! Less than 20—25 25 days Total Avcra;;
20 days days & above Mandays
Q) @ A3 @ &) ()
1. Bullock carter .. .. .. 1 — 10 262 23-8
2. Hackney carter .. .. —-— 1 6 170 243

Only one bullock carter (viz. the new entrant) has spent less than 20 days
in the month in this occupation; the rest 10 had worked for more than %5
days in the month. On an average, the bullock carters got work for 23.8
days per month and if we exclude the single carter, mentioned above, for
25 mandays,

Among the hackney carters, one respondent has spent between 20-—25
mandays in this occupation whereas the rest 6 have spent more than 25
mandays in it. The average for all the 7 is 24.3. Thus if we omit the
unusual cases, the average mandays of employment is the same for both
the types of carters and they are fairly fully employed.

(b) Part-time workers

There are no part time workers.

II. VOLUME OF TRAFFIC AND MODES OF TRANSPORT IN THE VILLAGES
5.6. Incoming traffic
5.6.1. Volume

The data relating to some of the important, particularly industrial com-
modities coming to the selected villages given below shows that there has
been quite a marked rise in the volume of incoming traffic to the villages :

TABLE 5.11
Volume of incoming traffic
o - %age change in th-:
Commodities 4950 5455 59—60 volume of imports
A

s During During
Qty. Qty. Q?. the last  the last
(mds.)

(mds.) (mds.) 5 years 10
yrs.
m Q) 3) O} &) ©)
1. Cotton seed .. .. 2,290 2,335 2,815 26:6 229
2. Oilcake .. .. .. 2,220 2,295 2,270 —(1+1) 2-3
3, Chemical .. . N.A. 130 1,065 719-2 N.A.
fertlizers
4. Cement .. .. .. 1,070 1,750 2,450 40-0 129-0
5. Others (K. oil, Salt, Tea, .
etc.) .. . . 1,851 2,205 2,659 20-6 437
ToTAL . 7.431 8,715 11,259 292 51-5

N.A.=Not available.
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Incoming traffic to the villages mainly consists of cotton seed, oil-cake,.
chemical fertilisers, cement, kerosene oil, salt etc. 10 years back about 7,431
mds, of various commodities were being brought in. In 1959-60 nearly
11,259 mds, l.e. 51.5 per cent more are being imported. The increase
during the last five years was of the order of 29.2 per cent. There has been a
phenomenal rise in the case of chemical fertilisers. The increase in the case
of cement has been of the order of 129.0 per cent in the last 10 years. The
import of oil cake has remained almost the same over the last 10 years.
There was a rise of about 22.2 per cent in the case of cotton seed as com-
pared with 10 years ago.

5.6.2. Origin

Of the total incoming traffic about #ths were brought from the selected
mandi; and 24 per cent from the near mandis to the villages. Usually the
cart-men taking the exports from the villages to the mandig bring the com-
modities to the villages on their return. In the two roadside villages about
10 per cent of the imports come by trucks and 90 per cent by carts, The
following table shows the details about the distances from where the imports
were brought and mode of transport used.

TABLR 5.12
Percentage of incoming traffic handled by carts in different distance groups
Commodity Total %age of bullock carts
qty. (distance groups)
mds.
— — A ———y
2—5 5—10 10—15 Total
Q) (D 3 O] * (6)
1. Cotton seeds .. .. 2,815 4-8 0:6 94-4 99-8
2. Oil cake .. - .. 2,270 8-4 0-8 904 $9-6
3. Chemical fertilisers .. 1,065 —_ 68-1 3t1-9 1060-0
4. Cement .. .. 2,450 16-3 3-1 80-6 100-0
5. Others .. .. .. 2,659 7-1 3-8 88-1 99-0
TOTAL .. 11,259 8-1 8-3 83-2 99-6

The major portion of incoming traffic, i.e., about 83.2 per cent came
from distances over 10 miles. Nearly 8.1 per cent was brought from the
pearer mandis (most of it was from Bassi) existing at a distance of 2 to 5
miles. The remaining 8.3 per cent were brought from mandis situated at a
distance between 5 to 10 miles,

Almost all incoming traffic was brought by bullock carts. However,
trucks have been used even for distances between 2—5 miles. Commodities
like cement and fertilizers were also brought by carts. This is due to two
reasons. First, bullock carts which take the commodities to the markets are
available. Secondly, the consignments are usually of a small size.
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5.7. Outgoing traffic
$.7.1. Volume & composition

The following table shows the pature and volume of the principal out-
going traffic ;

TABLE 5.13

Nature & volume of outgoing traffic
Commodities exported 10 years - 5 years 1959-60 %age %a8e
back back change change
(aty.) (aty.) qty.) over$ over 10

(Qty.in (Qtv. in (Qty.in  years years
mds.) mds,) mds.)
) i @ ® [0) ® ©

1. Wheat .. .. 12,200 15,100 18,000 19-2 475
2. Maize .. .. . 3,600 3,300 2,300 -~(30-3) —(36'1)
3. Paddy .. . .. N.A. 2,000 5,850 192-5 N.A.
-4, Gram & wheat gram .. 9,300 8,300 10,400 25-3 11-8
5. Gur Shakkar & Khandsari 4,500 6,400 11,600 81-2 157-8
6. Cotton .. e .. 8,500 9,000 5900 —(34:49 —(30-6)
7. Onion .. .. .. 15,000 20,000 20,090 Nil 33-3
-8. Chillics .. . . 100 Nil Nil Nil —(100-0)

ToTAL . 53,200 64,100 74,050 15-5 39-2

N,A.=Not available

Nearly half of the total outgoing traffic of 74,050 mds. from the selected
villages is accounted for by the food crops, viz.,, wheat, maize, paddy and
-gram and the remaining half by the cash crops like gur (including shakkar
.and khandsari), onion and cotton.

Among the food crops, wheat i3 the principal commodity which combined
‘with gram, formed about 38.3 per cent of the total outgoing traffic. Of the
.cash crops, onion which claimed about 27 per cent is sent out from only
one village. Gur and shakkar come next accounting for about 15.7 per
-cent,

Paddy showed the maximum increase during the last 5 years. The
-exports of gur and shakkar showed a significant increase, being 81.2 per
.cent over the last 5 years and 158 per cent over the last 10 years. Taking
the 10 years period the rise in the export of wheat was to the extent of
47.5 per cent. There has been only a moderate-rise in the exports of gram
and onion and a definite decline in those of maize and cotton.

5.7.2. Seasons

Wheat and gram are mainly exported during April to June, the busy
period of exports for paddy and maize js October to December; cotton is
.exported during November to February and the major portion of gur and
shakkar is sent to markets during the months of January to April. Nearly
‘90 per cent of both kharif and rabi exports take place during the above
mentioned busy months. Onion, which is grown in a few villages near
Chanarthal and forms nearly 27 per cent of the total exports, is taken to
markets during the period of May to September.
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5.7.3. Method of marketing

Except onions, almost all the marketable surplus from five of the selected
villages is taken by growers directly to Sirhind or other mandis. Only in one
village, viz., Mulepur about 20 per cent of the produce is collected by the
itinerant traders. The whole of the marketable surplus of onion, which is
ex&rted from only one of the selected villages, viz., Chanarthal is reported
to be collected by the traders from the village. In the two roadside villages,
the entire produce is taken to the mandis by the growers themselves.

There does not exist any marketing cooperative in any of the villages.
There is a Cooperative Marketing-cum-Processing Society at Sirhind through
which growers from some villages sell their produce. Since the produce is
sent by growers to the mandi individually, it has had hardly any effect on
the transportation of goods from the village.

5.7.4. Distances
The following table shows the distribution of exports to various markets :

TABLE 5.14
Distribution of outgoing traffic to different markets

Distances from villages

P‘;rcentagc to
Village Total A

qty. ex- ',Eirhind mandi Nearer mandi® Other mandi?

POTted@ Aoy oAy A\

(Mds.)) Dis- %age Dis- %age Dis- %age

tance tance tance

¢)) 2 16)) @ ® (©) @) @
I . .. .. 4,800 10 15-6 4 55-2 i1 29-2
)l . .. .. 2,000 10 75-0 — — il 25:0
I . . .. 11,650 9:5 34 35 93-2 15 34
v .. . .. 14,850 16 2:4 10 97+6 — —-
\' .. .. .. 5,000 11 64-0 - — 12 360
VI .. .. .. 14,000 10 . 100-0 - — — —
ToTAL .. 52,300 — 38-6 — 53-5 — 7-9

Of the total exports 38.6 is brought by growers to the selected mandi
and about 54 per cent to the nearer markets. From village II, i.e. Patarsi-
kalan both Sirhind and Rajpura mandis are situated at a distance of 10 to
11 miles and growers send 75 per cent and 25 per cent of the produce to
them respectively. Similarly, from village Mulepur, Sirhind and Patiala are

11 to 12 miles away and 64 and 36 per cent, respectively of the produce
is sent to these mandis.

Growers prefer to send a commodity to the market which specialises in
it even if it involves a little more distance. The exports shown under col. 8
of the above table (other mandis) mostly consist of gur and shakkar sent to
the Kurali mandi which is considered an important market for these com-
modities. Another factor which influenced export to Kurali is that there is
no octroi at Kurali. Most of the paddy and cotton exports is sent to Sirhind

*Nearer than Sirhind from the village.

@ These are different from total export gaven against table 5-13 as these do not include
quantity collected by traders d'recly from growers,
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which again is the principal market for these commodities. The whole of
the exports frqm the interior village VI, i.e., Chanarthal are sent to Sirhind
mandi as that is the nearest mandi covering the area.

5.8. Households possessing carts
5.8.1. Total ‘

There were 219 cart owners in the selccted villages. The number of
carts in the village has been steadily increasing during the last 10 years.
There were only 159 carts 10 years ago, showing an increase of 37.7 per cent
over the last 10 years. The increase was of the order of 18.4 per cent
during the last 5 years. The increase in the number of carts is conspicuous
in the case of 3 villages viz., Nagavan, Patarsi Kalan and Lalon, where the
number is more than doubled (increased by 114.8 per cent) during the last
10 years. The increase in the first two villages is attributed to the increase
in production and in the second and third to the break-up of households in
the villages. In the remaining three villages the change has not been signi-
ficant, the increase being only 21.9 per cent in 10 years. The increase in
the number has more or less kept pace with that in exports.

5.8.2. Occupational distribution
(a) Selected Households

67 cart possessing households were selected on a random basis to study
in detail the pattern of use of carts, their characteristics, and their economics
of operation in the rural area around the mandi

The percentage of cultivator families in the selected villages is not high.
Only 53.6 per cent of the population belong to the cultivating class, 11.8
per cent come from the agricultural labour families. The remaining belong
to other occupational groups like rentiers, commerce, non-agricultural produc-
tion.

The selected carters have cultivation as their principal occupation. 7.5
per cent of the selected households have carting as a subsidiary occupation.

(b) Size of holdings and types of service

The following table shows the distribution of the selected households
according to the size of holding and type of service :

TABLE 5.15
Percentage distribution of households by type of service and size of holding
(Size of Foldine)
f'-_"—"_*_" "
No. of Percent- 10—25 25 and
Typc of service House age to (acres) above
holds total (acres)
’ 1 o 2 3 4 5
1. A .. . .. .. .. 59 88-1 44-1 55-9
2. Ci .. .. .. .. .. 5 75 40'1 60'0
. C2 .. .. .. .. .. 3 4-4 — 100
ToTAaL .. .. 67 — 41-8 582

A =Those using carts for carrying their own droduce only.
Cl =Those carrying their produce as well as of others’ on hire. .
C2=Those carrying their own produce as well as that of others’ but not on hire.
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All the carters have holdings above 10 acres. About 58.2 per cent
possess holdings exceeding 25 acres. Even 3/5ths of those who run carts
on hire belong to the holding size group of 25 acres and above. Carts are
mainly kept for carrying their own produce. Only 7.5 per cent run their
carts on hire. Of the 5 carters who use carts on hire 1 belongs to a road-
side village.

5.9. Particulars of carts
5.9.1. Period -of possession

The table below shows the distribution of the carts possessed by the
respondents according to the period of possession :

TABLE 5.16
Percentage distribution of carts according to the period of possession

(Possession period groups)

} Totalno,  0—5 5—10  10—20 20 and
Type of service of carts above

Q) @ O @ o) ©®
1. A .. . e 59 44-8 22:0 24-9 83
2. Cy .. .. .. 5 60:0 20:0 — 200
3. C; .. . .. 3 33-3 66°6 — _

TOTAL .. 67 44-8 239 22-4 89

Thus, about 45 per cent of the carts are relutively new, i.e., less than 5
years old; about 24 per cent had been purchased 5 to 10 years back only.
About 31 per cent are older than 10 years—9 per cent being very old i.e.
more than 20 years. It is further observed that ‘A’ type of carters possess
comparatively older carts.

5.9.2. Expectation of life

The statement below shows the period for which the respondents expected
their carts to last with and without major repairs :

TaBLE 5.17
Percentage distribution of carts according to the expectation of life

{Year groups)
Total 0—2 25 510 10--20 20 and
carts above
% % % % %
Q0 ) (©)] Q) &) Q) @)
1. Without major re- )
pairs .. .. 66 30-3 439 16:7 9-1 —
2. With major repairs 66 — 27-3 30-3 364 6-0

About 91 per cent of the carts are expected to last less than 10 years (of
which 43.9 per cent for 2—5 years) without major repairs. Only about
9 per cent are expected to work between 10—20 years without major repairs.
But with major repairs the life of carts is expected to increase significantly.
About 40 per cent of them would last over a period of 10 years.
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5.9.3. Other particulars
(a) Capacity

The carts are of varying sizes—smaller ones with a capacity of 10 mds.
and 15 mds., medium ones with that of 20 and 25 mds., and larger ones with
a capacity of 30—35 mds. and above. More than half the carts (i.e. 56.7
per cent) were found to be of the medium size, 22.4 per cent of the larger
size and the remaining 20.9 per cent of the smaller size, The average capa- -
city per cart comes to 22.79 mds. According to the information gathered in
the mandi at the time of traffic survey a cart on an average was found to be
containing about 18.2 mds. This comes to 80 per cent of the capacity reported
in the villages, i.e., an underutilisation by about 20 per cent. The average
capacity of carts operating in the mandi is much higher i.e. 55.4 mds. -

(b) Types of wheels

Except one cart all arc of the old type, having wooden wheels with iron
tings of 2.5 inches width.

(c) Speed

The carts normally move at a speed of 1.5 mile to 2.5 miles per hour on
a katcha road and 2 to 3 miles on a pucca road, the maximum speed being 3
miles per hour on a katcha road and 4 miles per hour on pucca road.

5.10. Employment & income
5.10.1, Period of employment

The following table shows the number of days the selected respondents
used their carts during the previous year and previous month for marketing
and other operations :

TABLE 5.18
Period of employment of carts
- i : Last year i.ast month
Aa A,

Type Number No. No. of  Total no, No. of
of carts days” days per of cart  days per

per month cart per days cart

month

m @ ©) 4) ® ® -
1.A .. .. . . 59 753-3 12-8 970 16-4
2. C1 .. .. . 5 74-6 14-9 73 14 .6
3.C2 e 3 51-8 173 78 26:0
TOTAL .. 67 879:7 1341 1,121 16-7

On an average, a cart was used for about 13 days a month during the
last year. C1 and C2 types used it more than those of the A type. The
average of the former comes to about 15 days and 17 days respectively.

Data for the last month which was also a busy month for marketing
operations, bring out that a cart was used for about 17 days only. While the
use was more intensive in case of A and C2 type, the pattern of use in C1
type did not show practically any change.
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5.10.2. Kinds of use

Appendix II shows the distribution of carts according to their intensity
of use. As the data for the last year reveal, 50 per cent of the carts are
used for less than 15 days a month—30 per cent even less than 10 days.
About 42 per cent are used for 15 to 20 days while about 7.5 per cent are
used for more than 20 days. But the use for marketing operations is only
limited and much of the use of carts is for other purposes. The average for
marketing purposes comes to 0.5 day only and for other purposes to 12.6
days in a month. The use for marketing purposes with the Cl type of
carters is, however, greater i.e. 1.3 days. In the case of two roadside
villages, the average number of days of carts employed comes to 14.2 days per
month—0.5 day for marketing and 13.7 days for other operations. ’I’Efxs
there is no significant difference between the roadside and other villages.

The corresponding data relating to the preceding month—which was also
a busy month is given in appendix III.

During the busy month nearly 57 per cent of the carts are used for over
20 days. But about 1/3rd still put in less than 10 days. Here, again, the
average use for marketing purposes is one day or so. For other es
the average is 15.5 days. e use for marketing is greater in case of Cl1 and
C2 . Among the roadside villages, the use during the last month was
14.9 days—0.9 day for marketing purposes and 14 days for other purposes.
The pattern of use for marketing and other purposes in the roadside villages
is almost identical with the overall average for all the six villages.

5.10.3. Distance covered and hours of use of carts

From the selected respondents information was gathered about the normal
distances covered per day during the busy and the slack seasons. Appendix
IV shows the distribution of the carts according to the distance covered per
day.

Since the carts are used more for operations, other than marketing, the
distance travelled per day is not long. Quite a good proportion, i.e., 42 per
cent carts cover only 5—10 miles with an average of about 6} miles, another
20 per cent run for 10 to 15 miles and 40 per cent more than 15 miles per
day during the busy season. During the slack season, however, almost all
carts travel less than S miles, with an average of 2 miles or so. Only 2 carts,
i.e., 6.5 per cent reported covering 5 to 10 miles per day during the slack
season. The use by the C1 type is slightly higher.

5.10.4, Feeding charges

The feeding of the cattle is the main recurring item of expenditure. On
an average this comes to Rs. 139 per month or Rs: 4.6 per day. While 11.9
per cent of the carters mentioned Rs. 2.5 per day, about 59.2 per cent
reported Rs. 4 and 28.9 per cent, Rs. 6.3 per day.

Besides feeding charges, expenditure on repairs etc. is the other item
which a carter has regularly to incur. But we find that the normal cost on
maintenance and repair is quite low.

On an average, a carter had to spend Rs. 33 during the last year Le.,
Rs. 2.5 per month. About 37 per cent of the respondents had to incur no
expenditure at all during the last year. 18 per cent spent less than Rs. 25
another 18 per cent between Rs. 25 and 50—15 per cent between Rs. 50
and 100 and only 12 per cent spent over Rs. 100.
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5.10.5. Income

Only 5 of the owners of carts (i.e. 7.5 per ceat) use their carts for pro-
fessional purposes. These carters reported that they were charging Rs. 6
to Rs. 9 per cart load on a katcha road for the mandi situated at a distance
up to S miles or so, Rs. 11 to Rs. 12 for a distance ranging between 5 and 10
miles. In the case of a pucca road, the hire charges vary from Rs. 6 to 8
for a distance up to 5 miles and Rs. 8 to 9 for distance between 5 and 10
miles, Thus on an average, the charge on a katcha road varies from 5 to 6 nP.
per maund per mile; on a pucca road from 3 to 5 nP., depending on the
length of distance. *

Three of the five carters reported to have earned about Rs. 250 during
the last year f.e., about Rs, 20 to 22 a month. These do not meet even the
feeding expenses for a week, The other two had earned only Rs. 100 each
i.e., Rs. 8 or so a month,

5.11. Role of trucks
5.11.1, Frequency of visits of trucks

Carts continue to dominate over trucks in this area as the table given
‘below relating to the frequency of visits of trucks to the villages reveals :

TABLE 5.19
Frequency of visits of trucks to the selected villages

Distance from Mandi  Visit of trucks per month
e

Villages e —P ey
Pucca road  Total 10 years 5 years At

back back present

0 @ ) ®) ©®

1 .. . .. . 10 10 Nil Nii 3 (last

. ong¢ year)

i1 .. .. .. 8 10 Nil Nil Nil
i . . .. .. 6 9-5 Nil Nil Nil
1% .. . .. . 10 16 Nil Nil Nil
\% .. .. .. .. 3 11 Nil Nil Nil
Vi .. . .. .. 1 10 20 40 60

In four of the villages II to V, trucks have not been used at all during
the last 10 years. The katcha distances involved, deter the use of trucks.
The roads are too bad for the trucks to ply. The villagers, however, expressed
the hope specially in the case of villages IT and V that there can be a good
scope for the use of trucks if katcha roads are either improved or metalled,
But the low frequency of visits of trucks to village I which is situated on a
pucca road dampens one’s optimism for the future of mechanical transport
even after the improvement of roads.

In contrast to this in village VI (Chanarthal Kalan), which is situated in
the interior and is connected to a mandi mostly by a katcha road, (le. 9
miles katcha and 1 mile pucca), not only the frequency of trucks is as high
as 2 per day, but it has tripled over the period of the last 10 years. This is
mainly because onion is produced in large quantities in this village, the culti-
vators make bulk sales, the traders collect the whole of the produce from
the village, the commodity being perishable needs quick transport to the
mandi. From this village, other commodities are normally not sent by
trucks.
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5.11.2. Views of cart owners

The respondents were asked if they would like to use trucks for carrying
their produce to the market. About 39 per cent of them replied in the
affirmative, The following table gives their distribution among the selected

villages and by the size of holding groups :
TABLE 5.20
Distribution of respondents, liking to use trucks according to size of holdings

Distance from Mandi Total %agc‘ Distribution 25 and
A \ respon- liking according to  above

Villages b
Katcha Pucca  Total dents touse size of holding
trucks  groups acres
10-25

[©)) (03] @A) 4) o’ (6) [¥)) ®

I — 10 10 7 Nil — —
II .. . 2 8 10 2 1000 50-0 60-0
11t .. .. 3.5 6 95 10 500 20-0 800
v 6 10 16 9 222 50-0 500
\Y4 8 3 11 6 333 50-0 500
Vi 9 1 10 33 455 26-7 733
ToTAL T 61 388 30 8 69 2

In village I, none showed any desire for the use of a truck. In village 1I
both the respondents would like to make use of a truck, if available, In
other villages, the percentage of respondents, liking to use trucks ranged from
22 to 50. It is thus seen that distance is not the only factor influencing the

use of trucks.
Further, it is observed that the majority of those who would like to use

trucks (i.e. 69 per cent) belong to the higher size of holding group i.e.
possessing moré than 25 acres.  The rest possess 10 to 25 acres each.

5.11.3. Influencing factors

Some of the reasons which the respondents expressed in support of their
desire for trucks are (i) that trucks are cheaper, (i1) bullocks would be avail-
able for agriculture and other purposes, (iii) large quantities could be sent to
distant markets, (iv) trucks would mean more convenience, quick and better
disposal. . The following table shows the order of importance of the above

reasons :

TaBLE 5.21
Distribution of respondents by the reasons for liking to use trucks

%age mentioning the reasons
P

Al

No. reporting liking .

for the use of trucks Cheaper Bullocks Quick & Larger Trucks No
costs  required safe  quantities  more reasons

for agricul- disposal can be convenient

tural & - sent to

other longer
useful distance
purposes
)] @ €)) @ &) (6 (7

26 462 308 3-8 115 39 3-8
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5.11.4. Factors favourable to the use of carts

The use of a bullock cart is widespread mainly because of the following
reasons :—
1. It is an asset to the cultivators whose economic and social status is
judged by its possession.
2. Carts are useful in many ways viz., carrying of manure etc. to the
field, bringing produce, fodder and green fodder to the cattle shed
and the house and carrying produce to the market.
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APPENDIX I

Distribution of carters of different distance groups by the number of monthly
trips
Busy season Slack season
Distance groups  No. re- A N A ~
levant Nil 1 and less 2—5 5 & Nil 1and less 2—5
than 1 above than 1
(¢)) 2 €)] @ ) ® U] ® ®
1. Less than 2
miles .. .. 1 — — 1 — — 1 —
2, 2—5 miles 1 — 1 — — 1 - —
3. 5—10 miles .. 10 — —_ 8 2 1 6 3
4, 10-20 miles 5 — —_ 5 — 1 4 -
5. 20 miles and
above 1 — — 1 — 1 — .
ToTAL 18 — 1 15 2 4 11 3
APPENDIX II

Percentage distribution of carts according to days of employment for
marketing and other purposes

LAST YEAR
Total No. of days in groups per month
Type Purpose number , A -—
0—10 10—15 15—20 20 & Average % to
above no. of all
days in purpo-
amonth ses
M @ @ @ e ©® O ® O
1A (a) Marketing 59 1000 — —_ — 04 32
(b) Other pur-
poses 59 322 220 390 6-8 123 96 -8
(c) Al pur-
poses 59 322 220 390 68 12-8 1000
2 Cl (a) Marketing 5 1000 — —_ —- 13 88
(b) Other pur- .
poses 5 20-0 400 200 200 13:6 912
() All  pur-
poses 5 200 200 40 -0 20-0 149 1000
32 (@) Marketing 3 1000 —- — — 0-6 33
(b) Other pur-
poses 3 — — 100-0 — 167 96 -7
(¢) Al pur-
poses 3 — — 1000 — 173 1000
ToraL . (@) Marketing 67 100-0 — — — 0-5 36
(b) Other pur-
poses 67 29-8 224 40-3 7-5 126 964
(¢) All pur-
poses 67 298 4] -8

209

7-5

13:1 1000
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APPENDIX III

Percentage distribution of carts according to days of employment for
marketing and other purposes

LasT MONTH
Total No. of days in groups
Type Purpose  number — —A -—
0—10 10—15 15—20 20 & Average % to
% % % above % no,of all
days purposes
)] 2 3) “ (5) ©) [©) 8 [¢)]
1A . (@ Marketing 59 1000 — — — 10 63
(b) Other -
operation 322 68 68 542 15-4 93-7
(c) All opera-
o tions 322 68 68 542 16-4 100-0
2°C1 .. (a) Marketing 5 1000 — — — 20 137
(b) Other op-
eration 40-0 —_— — 60 -0 126 863
(¢) All opera-
tions 400 — — 600 146 100-0
3 Cz2 .. (a) Marketing 3 100 -0 — — — 27 10 -3
(&) Other op-
eration — — — 100-0 233 89 -7
(c) All opera-
tions — e -~ 1000 26-0 1000
'TotaL .. (g) Marketing 67 1000 TS - — 12 7-4
(b) Other op-
eration 313 60 6-0 56-7 15-5 93-0
(¢) All opera-
tions & 31-3 60 6-0 567 16-7 100-0
. APPENDIX IV
Distribution of carts according to distance covered per day
(Mileage groups)
) Busy season
Type of * Less than 10 1015 15-20 20 &above Total
service
No. Avg. No. Avg. No. Avg. No. Avg. No. Avg.
I—"‘J"_\ f—_"""_‘ﬁ f_""'—A — Y N
1 2 3 4 5 6 7 8 9 10 1
1A 26 65 9 104 8 150 16 210 59 122
2 Ci 1 50 3 107 — — 1 30-0 5 134
3C, 1 60 1 120 - — 1 20-0 3 126
ToTAL 28 64 13 106 8 150 18 214 67 12-3
(Mileage groups)
- Slack scason
Type of service “ o—s 510 10 & above Total,
r~ N r-——’L N A ™
No. Avg. No. Avg. No. Avg. No. Avg.
1 12 13 14 15 16 17 18 19
1A 57 22 2 65 — — 59 23
2C s 25 —_ — —_ — 5 25
3C . 3 23 — —_— —_— — 3 23
TotAL 65 22 2 65 — — 67 23

Avg : Average distance covered per day (in miles).
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CHAPTER 6
CASE STUDY OF GORAKHPUR MANDI

I. TRAFFIC AND TRANSPORT IN THE MANDI
6.1. Incoming trafic

6.1.1. Volume and composition

Figures of incoming traffic of principal commodities during 1950-51 and
1959-60 are given in the following table :

TABLE 6.1
Incoming traffic by road and rail in principal commodities

1950—51 1959—60 % changes
s = N A — dunng tl{e
Commodity Qty. % to Qty. % to period
(mds.) grand (mds.) grand (4-2) as
total total % of 2
e)) @ @ @ O} ®
Food crops
1. Rice & Paddy .. .. 615,000 70-8  4,90,000 565 —20-3
2. Arhar .. .. .. 50,000 58 65,000 75 3o-0
3. Wheat & wheat flour .. 40,000 4-6 82,000 9:4 105 -0
4. Other coarse grains 41,000 47 56,000 6-5 366
TOTAL .. 746,000 859 693,000 799 —741
Cash crops
5. Linseed .. .. . 75,000 86 90,000 104 200
6. Mustard .. .. .. 47,000 54 84,000 97 787
TOTAL . 1,22,000 14-1 1,74,000 20-1 426
GRAND ToTAL .. 8,68,000 100-0 8,67,000 100 -0 —0-1

The volume of traffic at present is practically the same as in 1950-51.
This is due to a decline of 20 per cent in the case of rice and paddy which is
by far the most important commodity imported. Otherwise there has been
a rise in all other cases and a sharp one in some, e.g., wheat and wheat flour
and mustard. The fall in the case of paddy and rice is due to the fact that
the Government have now placed some more restrictions on the import of
rice and paddy from the northern region. Consequently the importance of
paddy has decreased from 71 per cent to 57 per cent and cash crops now
constitute about 20 per cent of the total incoming traffic as against 14 per
cent in the earlier year.
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6.1.2. Seasonal variations

The following table shows the distribution of the road-borne incoming
traffic for certain commodities for which figures are available into four calen-
dar quarters :

TABLE 6.2
Seasonal distribution of incoming traffic of certain commodities
1950-51 1959-60
Calendar quarters — 3 A /‘\ (Qty A 7 \
ty. %.age s age
. mds) " (mds.) ’
) 2) 3) “) [©)
1. Jan. to March .. . .. 135000 256 99,000 24'2,‘
2. April to June .. . .. .. L75,000 332 1,55,000 3749,
3. July to Sept. .. .. . Ve 80,000 152 25,000 6:1]
4. Oct. to Dec. .. .. .. .. _1,37,000 26-0 1,30,000 318
TotaL .. §,27,000 100°0 4,09,000 100-

(17-61)

There is a marked concentration of traffic in the second and fourth quar-
ters which together account for 70 per cent of the total. This is due to the
fact that April to June and October to December are the busy scasons for the
marketing of the rabi and kharif crops. The over-all pattern of seasonal
fluctuations in this traffic has not undergone much change since 1950-51
except that there have been slight variations in the share of each quarter.

According to the traffic survey, the bulk of the marketable surplus arrives
in the mandi during the quarter ending December, followed by the January—
March quarter. Very little is sent to the mandi during the quarter, July—
September. This is due to the setting in of the monsoon. Paddy and
potatoes constitute the main crops during the October—December quarter,
potatoes and khuddi during January—March. Paddy and gur could not be
fitted into these quarters as their transportation to the mandi covers more than
one quarter, e.g., 250 maunds of paddy was sent to the mandi during Novem-
ber, December, January and February, while 180 mds. of gur was sent during
the months February to May.

Some idea of the seasonal variation in the flow of arrivals was also obtain-
ed by asking the carters and truckers interviewed at the time of the traffic
survey, the frequency of trips made by them during the busy and the slack
seasons.  The following table shows the number of times the 30 carters
interviewed at the time of the traffic survey came to the mandi per month
during the busy and slack seasons :

TABLE 6.3
Distribution of carters by the frequency of trips per month

Number of carters in different frequency (per month)

groups
Type of carters No. Busy scason Slack season
. ~A N —N f—&‘ﬁ
Nil {orless 2—5 S & Nil
than 1 above
[)) [¢] [©) Q)] (5) [0] Ku)
1. Private carters 20 7 3 10 — 20
2. Public carters 7 — 2 4 1 7
3. Private -cum-
public carters .. 3 — — 3 —_ 3
TOTAL 30 7 5 17 1 30

L/MI5PC/63 -6
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The classification of these carters according to the type of transport work
is shown by cols. 1 and 2. About 2/3rd bring their own produce only but
there are about 1/3rd who brought others produce as well,

. During the busy season, 17 carters paid between 2—S visits, while 5
paid less than one visit per month. In sharp contrast to this none came at all
during the slack season. Thus the incoming traffic to the mandi is highly
concentrated during the busy season.

One of the truck operators paid ‘as many as 70 and 3 trips per month
during the busy season and the slack season respectively, while the other.
truck operator undertook only 4 and nil trips during the same period.

6.1.3. Frequency of monthly trips and distance groups

The following table shows the number of visits to the mandi during the
busy season according to distance groups. The question does not aris¢ for
the stack season as no trips were made.

TABLE 6.4

Distribution of carters by frequency of t}ips per manth in different trip
groups by distances

Number Busy season

Distance range relevant , - A ~

Nil Less than 2—5 5 &
2 above
¢ @ €) C) @] ®
1. Less than 2 miles . Nil _— - — —
2, 2—5 miles .. e 2 — — 2 —
3, 5—10 miles .. . 5 3 — 2 —
4, 10—20 miles - .. 10 2 1 7 —
5. 20 miles and above 13 2 4 6 1
ToTAL . 30 7 5 17 t

13 or 43 per cent of the carters came from a distance range of 20 miles
and above. During the busy season, 6 of these carters paid between 2—S5
visits and 4 less than 2 visits per month. The next important distance range
is 10—20 miles and 10 or 33 per cent of the carters were reported to be
‘coming from this range. During the busy season 7 of them paid between
25 visits per month. This is better than that of any other distance group

except 2—S5 in which both of the two paid 2—5 visits.
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6.1.4. Type of roads

The entire road borne produce is reported to come on pucca roads only
6.2. Outgoing traffic
6.2.1. Volume and composition

The following table shows the nature and composition of the outgoing
traffic of this mandi :

TABLE 6.5

Volume and composition of the principal outgoing traffic
’ 1959-60 1950-51
Commodities — A — - ——Ae———
Outgoings % to % to 9% in- Out- % to % to
(mds.) total arrivals crease- goings Total arrivals
over
50-51 (mds.)
) ¢ ) @ © (6 m ®
Food crops
1. Rice .. .. 82,000 24:4 16-7¢ 7-9 76,000 277 12-4%
2. Arhar .. .. 60,000 17-8 92-3. 100-0 30,000 11-0 60-0
3. Wheat & Wheat
flour 16,000 4-8 19:5  220-0 5,000 1-8 12-5
4. Other food-grains 43,000 12:8 76:8 Nil 43,000 15:7 104-9
ToraL .. 2,01,000 59-8 29:0 30-5 1,54,000 56-2 206
Cash crops
S. Linseed .. .. 70,000 20-8 77-8 —12-5 80,000 29-2  106-7
6. Mustard .. .. 65000 19-4 774 62-5 40,000 14-6 85-1
ToTAL .. 1,35,000  40-2 77:6 12-5 1,20,000 43-8 98-4

GranDp Torar .. 3,36,000 100-0 38-8  22°6 2,74,000 1000 31'6

*Related to arrivals of rice and paddy.

The total outgoing traffic comes to about 3.4 lakh maunds as against 2.7
lakh maunds 9 years ago. There has been a rise in all cases except linseed
which has witnessed a slight decline. The rise is very marked in Wheat and
Wheat flour and Arhar.

Rice, linseed, mustard and arhar are the important commodities despatch-
ed accounting for about 82 per cent of the total outgoing traffic. Nine years
ago the order of importance was linseed (29 per cent), rice (28 per cent),
other foodgrains (16 per cent), mustard (15 per cent) and arhar (11 per
-cent),

. Outgoing traffic constitutes about 39 per cent of the incoming traffic
ranging from 17 per cent to 92 per cent in different commoditics. The low
rcentage in the case of rice may be due also to the fact that arrivals relate
to rice and paddy. The pattern in 1950-51 was almost identical except in
the case of two commodities— other foodgrains’ and ‘linseed’ in which the
outgoing traffic was higher than the incoming traffic indicating a carry over

from the previous year.
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6.2.2. Seasonal variations

About 38 and 33 per cent of the outgoing traffic occur in the first and
fourth quarters respectively. Nine years back also the pattern was the same,
the percentages being 39 and 33 respectively for the first and fourth quarters.
There has been a slight increase in the share of the second quarter and some
fall in that of the third quarter.

6.3. Transport organisation

There are 4 associations in this mandi. 3 of them are functioning for
protecting the interests of the traders and to create unanimity among them
and guide them in matters pertaining to the levy of the tax by the Government.
The fourth serves the interests of the mill-owners. These were formed in
the years 1920, 1930, 1952 and 1958; these have a membership of 40, 500,
250 and 40 respectively. None of these associations owns or operates any
means of transport.

6.4. Modes of transport
6.4.1, Intra-mandi movement

Trucks play a very insignificant part in meeting the transport require-
ments in the mandi. Bullock carts and hand-drawn thelas arc used for trans-
porting goods from the rail-head to various traders and also from one trader
to another in the market area, . These vehicles also transport goods of one
retailer and then to some localities in the suburbs which fall within a radius
of 4 to 5 miles from the markct. - Thelas meet the entire needs in the market
yatd; they handle the entire goods traffic from the market yard to the godowns
and mills; the traffic from the market yard to the rail-hcad is shared by
bullock carts and trucks in the ratio of 3 to 1. Thelas play an important part
in transporting goods from shops of commission agents to godowns and mills
and handle almost all such traffic. For transporting goods to the rail-head
from the shops of the commission agents, the commission agents use bullock
carts and thelas whose relative importance is 70 per cent and 30 per cent
respectively. ‘
6.4.2. Incoming traffic

Arrivals by rails account for 49 per cent of the total now as against
35.2 per cent some nine years ago.

(a) Role of carts—The following table shows the relstive importance of
trucks and carts for bringing some principal commodities to this mandi in
1950-51 and 1959-60 : '

TABLE 6.6
Incoming road traffic (by commodities) handled by carts
1950-51 1959-60

Commodity e e Ay
Quantity 9 to Quantity % to

(mds.) total by (mds.) totalby

. road road

1) (2) [€)] @ ()

TR ady . .. .. .. 345000 94-5 55,000 289
;. f‘(lr%e:pa y .. .. .. 45,000 90-0 51,000 785
3. Linseed .. .. . .. .. 70.000 100-0 69,000 86-3
4. Mustard .. .. .. .. 42.000 1000 62,000 83-8

ToTAL . .. 502,000 95-2 237,000 57:9
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Of the road-borne traffic, the whole of which comes by pucca roads, carts
account for 58 per cent now as compared to 95 per cent nine years back.
Thus, trucks have gained over carts during this period considerably, their
proportion has risen from 5 per cent to 42 per ceat.

The decline in the share of carts has occurred in all the commodities. But
it is most marked in the case of food crops.

(b) Distance groups.—The following table shows the percentage of
incoming traffic during 1950-51 and 1959-60 according to seasons and dis-
tance groups :

TABLE 6.7
Percentage of traffic hdndled by carts during 1950-51 and 1959-60

. 1950-51 1959-60
. Distance — A N — A S
groups Jan-  April-  July- Oct,- January- April- July- Oct.-
March June Sept. Dec. March June Sept. Dec.
) @ ©)] 4 &) ) @) ® ®
1. Less than
5 miles .. 80 80 60 80 75 80 50 75
2. 5—10 80 80 60 80 75 80 50 75
3. 10—20 ,, 80 80 60 80 70 70 60 75
4, 20—50 , 70 70 60 70 5 5 Nil 70
5, 50—100 ,, Nil Nil Nil Nil Nil Nil Nil Nil

The proportion of trade handled by trucks is much larger when the dis-
tances exceed 20 miles, ranging from 95 per cent to 100 per cent as against
20 per cent to 50 per cent in other iroups. Nine gears ago, the difference
in the distance groups was very marked, namely, 30 to 100 per cent in the
former and 20 per cent to 40 per cent in the latter. Thus, though there has
not been a marked difference in the shorter distances, in the longer distances
the cart has been almost replaced by trucks. During both the years, the
percentage handled by trucks is higher in the third quarter, ie., July to
September. This may be due to the setting in of the rainy season.

This aspect was also studied at the time of traffic survey. The data
collected and analysed are presented below : :

TABLE 6.8

Classification of selected carters by distance groups

Less than 2—S5 5—10 10—20 20 miles

Type of carter No. 2 miles miles miles miles & above
m #)] 3) @ O] (®) o
1. Private carters 20 — 1 3 7 9
2. Public carters. . 7 — - 2 2 3
3. Private-cum-
public carters ., 3 — 1 — 1 1

TOTAL .. 30 — 2 5 10 13
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About 43 per cent of the carters were bringing produce from distances
over 20 miles and about 33 per cent from the distance range of 10—20
miles. The remaining one-fourth came from less than 10 miles distances.

6.4.3. Outgoing traffic
(a) Relative importance of road
The following table shows the relative percentage of different commodities
despatched by road :
TABLE 6.9
Percentage of outgoing traffic hangled by road

Commodity 1950-51 1959-60
m @ 6
1. Rice.. .. .. .. .. .. .. .. .. 100-0 100-0
2. Arhar .. .. .. .. .. .. .. .. Nil Nil
3. Wheat & wheat flour .. .. . .. .. .. 100-0 100-0
4. Other foodgrains .. .. .. .. . .. .. 53-49 767
ToraL .. .. 67-53 65-2
5. Linsced .. .. . o, i 2 .. . Nil 14-3
6. Mustard .. .. .. o, i i .. .. Nil Nil
. ToTAL .. .. Nil 7-4
GRAND TOTAL .. .. .. 38-0 420

Of the total outgoing traffic about 42 per cent is sent by road and 58
per cent by rail. The proportion sent by road varies greatly between differ-
ent commodities ranging from about 14 per cent in the case of linseed to
100 per cent in the case of rice and wheat and wheat flour. The share of
roads has gone up slightly during this period. Cash crops were not exported
by road then. But some of them are now sent by road.

{b) Carts vs. trucks :

Of the quantities despatched by road, carts carry only 30 per cent now
as against 67 per cent in 1950-51. This shows that the trucks are gaining
over carts at a very fast rate. All outgoing traffic is on pucca roads as was
the case with the incoming traffic.

Goods arc generally transported from this mandi by trucks to places over
35 miles as thcy take only a couple of days whereas a lot of time is taken
by carts. The sugar mill owners also prefer to employ trucks since cane
can be delivered right up to their mill gates without much driage in transit.

6.5. Economic characteristics of transport workers
6.5.1. Number and type

Carters and truckers have been classified into 3 types: Type A——thosc
who are private carriers i.e., carrying their own produce only; Type B—
public carriers—carrying others’ produce only and Type C—those who carry
their own as well as others’ produce.



81

In this mandi all hauliers are of B Type. OQut of 126 hauliers, 79
respondents were selected. Out of them 62 are principal hauliers, viz., 28
bullock carters, 19 hand carters and 18 truckers. 17 are subsidiary hauliers,
of whom 1 is a bullock carter, 6 are hand carters and 10 truck operators.

In the past 10 years the number of hauliers has changed but the exact figures
are not available.

57 carters reached the mandi vie the 3 selected barriers on the first da
of counting and 44 on the second day. 5 carters were selected on ea
barrier each day. Of the 30 carters interviewed 20 were of A Type 7 of
B Type and 3 of C Type.

Only two trucks passed via these barriers on these. days. Hence both
were selected for canvassing.

6.5.2. Occu‘pational distribution

60 per cent of the bullock carters in the mandi depend exclusively on
carting for their livelihood. Among the principal hand carters 62.5 per
cent have culivation as subsidiary occupation, Truck operators have mo
subsidiary occupation. :

Out of 30 carters coming to the mandi, 25 had ‘cultivation’ as their prin-
cipal occupation. Out of these 25, 8 had no subsidiary occupation, 9 had
‘business’ and 8 had carting as their subsidiary occupation. 4 out of the
remaining 5 had ‘business’ as their principal occupation (2 of them were
cartmen by their subsidiary occupation) and 1 had ‘labour’ as his principal
occupation (his subsidiary occupation being business).

6.5.3. Occupational szanding

Information was collected on the length of the period during which the
principal hauliers had been in their occupation. This is classified in the
table below :

TABLE 6.10
Classification of principal hauliers by the length of service

(Period since ongaged)

Less than 2.5 5—10 Above 10 Total

Type of operator 2 years years years years
m @ €)] @ (5) ()
1. Bullock carters .. .. 1 1 3 20 25
2. Hand carters .. .. 1 1 3 14 19
3. Truck operators .. . 2 2 5 18

A higher percentage (80 per cent) of the bullock carters have been in
the occupation for over 10 years than truckers (27.8 per cent). Thus the
truckers arc relatively new entrants to this occupation in this mandi.

6.5.4. Type of vehicles used
(a) Ownership

All the principal hauliers in the mandi own their vehicles (except 18
hand carters who hire their vehicles), as also all the subsidiary hauliers.
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18 of the 30 carts selected for traffic survcy.were owned and 12 were
hired. In the case of truck operators, one was using his own vehicle and
the other a hired one.

(b) Make

All the mandi cart owners have only old types of vehicles, while among
those who brought goods from outside one was an exception,

(¢) Period of running

17 out of 25 principal bullock carters in the mandi have owned their
vehicles for 20 years and longer. Of the 18 truckers 3 (16.7 per cent) have
owned their vehicles for over 10 years, 5 (27.7 per cent) for 3—5 years,
and 10 (55.6 per cent) for less than 3 years. ‘

(d) Capacity of vehicles

The following table shows the utilisation of the capacity of the sample
carts at the time of the traffic survey :

_ TABLE 6.11
Utilisation of the capacity of carts by different categories of carters

Less than 4 ¥ to #th ca- 1th to full Above full

Category of No. capacity pacity capacity capacity
Operators ———— A A e

No. A No. % No. % No. %

m @ & @ & © m ® ® 0

1.Private .. 20 2 100 S5 250 11 550 2 100
2. Public .. 7 o~ — — - 71000 - —
3. Private-cum-

public .. 3 — — _— e 2 667 1 33-3
G.TotAL .. 30 2 67 5§ 166 20 667 3100

Taking all types, about 67 per cent of the carts carried weight between
#th to full capacity. Public and private-cum-public carts are used much
more fully than the private ones. None of them was found carrying less
than #ths of its capacity, while of the private carters only 11 or 55 per cent
fall in this category. Of the remaining 9, 2 carried even less than half their
capacity, 25 per cent were loaded only up to #th of their capacity, while
10 per cent took more weight than their capacity. Less utilisation of capa-
city by private carters may suggest the possibility of using transport resources
morlc: economically by consolidation of market lots or through co-operative
warketing,
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6.5.5. Employment pattern

(a) Full time workers.—A manday was taken to be equivalent to eight
hours’ work. The respondents were asked to state the days worked by
them for hauling agricultural commodities on a full-time basis. The data
are given below :

TABLE 6.12
Mandays worked during last month

Type of trans- No. of respondents and avg. of mandays
Type of occupation port workers in last month for those spending
A

r~ aj
Less 20—25 25 man- Total Average
than days d:gs

20 days
above

I 2 £)) (€] (5) ®

1. Principal .. .. Bullock carter — 21 4 25 22-2
Hand carter 3 8 8 19 232
Trucker 4 5 9 18 22-0
2. Subsidiary .. .. Bullock carter - — 1 1 25-0
Hand carter - 2 — 2 23-0
Trucker — Nil -— — .=

Thus, on the whole, transport workers are fully employed. There is
no carter who is employed for less than 20 days and the percentage of such
persons in other categories is also negligible.

(b) Part-time worker.—Similar data was collected for part-time workers
No principal haulier in this sample undertakes part-time work.

3 subsidiary hand carters are cngaged in part-time work for 18.7 days
on an average. 8 truckers have an average of 18.5 days of part-time employ-
ment. The average earning of the hand carters and truckers who undertake
part-time work is less than that of full-time hauliers who use similar vehicles.

I1. VOLUME OF TRAFFIC AND MODES OF TRANSPORT IN THE VILLAGES
6.6. Incoming traffic

6.6.1. Volume

The following table shows the changes in the volume of the principal
incoming traffic in the six selected villages over the last ten years :

TABLE 6.13
Volume of incoming traffic per year
(Qty. in Mds,)

10 years S5 years 1959-60 %age Yage

Commodities back back change change
(Qty.) Qty)  (Qty) over over
last 5 years 10 years
m - ) (3) “) ® 6)
1. Wheat, Rice Gram, Bajra o
etc. (mds.) .. 525 710 4,487 +4-532-0 +754-7

2. Oils, Cement, Sugar etc.

(mnds.) 2665 357 425 +19-0 +59-5

TotaL .. 791-5 1,067 4912 +360-4 45206




84

Foadgrains such as wheat, gram, rice constituted the major portion (i.e.
91 per cent) of the incoming traffic to the villages during 1959-60. Oil,
cement and sugarcane are among the other important commodities of import.
The incoming traffic has gone up manifald over the last 10 years.

The imports of foodgrains during 1959-60 received a fillip because
government shops where commodities are sold at controlled rates were
opened in 4 out of 6 villages. These shops also catered to the needs of other
adjoining villages. Therefore, the imports to these villages are not necessaril
wholly indicative of a rise in the requirements of the selected villages. Still,
the increase of 7 to 8 times in foodgrains and of 60 per cent in other articles
over the last 10 years shows the extent of deficit in the rural areas during
this period.

6.6.2, Origin

The following table shows the classification of incoming traffic by different
types of transport and distance groups :

TABLE 6.14

Incoming traffic by different types of transport and distance groups
(Distant groups in miles)

(Quantities in mds.)

Below  2—5 5_-10 10. 15 15 &above Total

Type of trans- 2 - —Ae — -
port —_——tee Ay A A Ay
Qty. % to Qty. %to Qty., % to Qty. %to Qty. %to
totul total total total total
w @ G @ O ® O @& © W an q
1. Bullock-cart 300 S0-0 242 100-0 110 100-0 188 4'8 840 17-1
2. Truek .. — = e —— 3,772 95-2 3,772 76'8
3. Boals .. — 300 50-0 - —l = — . —~  — 300 6-1
TotaL .. — 600 100-0 242 100-0 110 100-0 3,960 100-0 4,912100:0

Percentage 12-3

4-9 2:2 806 100-0

The major portion, i.e., 80.6 per cent came from distances of over 15
miles. About 7 per cent were brought from the other villages situated between
S to 15 miles and the rest came from still nearer places, i.e., between 2 te
5 miles.

But it is interesting to find that all the commodities that came by road
from distances less than 15 miles were brought by carts, whereas 95 per cent
of the traffic coming from distances over 15 miles was brought by trucks.
In fact the import from farther distances and by trucks was mainly due to
the establishment of govt. shops in villages. In the two villages viz,
Kuthan and Mujri, where thcre were no such shops, no imports came through
trucks. Tt is observed that for two villages on the pucca road, the bulk
of commodities i.e. about 84 per cent of the total imports were brought by
trucks from distances exceeding 15 miles. -
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6.7. Outgoing traffic

6.7.1. Volume and composition

The following table shows the nature and volume of the principal out-
going traffic :

TABLE 6.15
Volume and compasition of outgoing traffic
(Quantity in mds,)
10 years back 5 years back Atlprescnt % change over
r—"“"*_—\ r-"——‘&*—"ﬂ ———A———— I"“'“‘*—“‘_ﬁ
Sl, Commodity Qty.) % Qtyy % Qty.) % S years 10 years
No. exported back back
)] &) 3 @ ¢ (® ¢) @6 O (10)
1. Sugarcane .. 11,800 181 15,700 84-4 - 20,000 860 +27-4 4693
2. Arhar .. 900 62 850 4.6 1,000 43 417-6 +If1-%
3. Mustard & )
Linseed .. 525 36 585 31 580 25 —0'9 410-3
4. Potato .. 500 3-4 800 4-3 900 399 +12-S +418-0
5. Paddy .. 360 2-5 310 1-7 260 17y —16-} —27-8
6. Gram .. 200 1-4 140 0-8 150 0-6 +7-1 —25-0
7. Wheat .. 200 1-4 100 0-5 80 03 —20-0 —60-0
8. Other crops .. 60 04 120 0:6 290 1°2 4141-7 +383-3
TotaL 14,545 100-0 18,605 100-0 23,260 1000 +25-0 +59-9

Sugarcane is the principal export commodity from the villages. It
formed about 86 per cent of the total exports of 23,260 mds. in 1959-60.
Arhar, mustard, linseed, potato, paddy, wheat and gram are the other com-
modities being exported from these villages. Potato, paddy and gram are
exported from two villages and wheat from only one village.

The increase in the volume of outgoing traffic was mainly due to the
large increase, about 70 per cent, in the exports of sugarcane. The increase
in other crops like mustard, arhar and potato was small, i.e., 10.5 per cent
to 18 per cent. Exports of food crops like wheat, gram and paddy, on the
other hand, had actually gone down during the last nine years. 60 per cent
of the exports of sugarcane are attributable to village Mithaura alone.

6.7.2. Seasons

Nearly 92 per cent of the total outgoing traffic is accounted for by kharif
crops and the remaining 8 per cent by rabi crops. The high percentage
under kharif is due to sugarcane which alone accounts for 86 per cent of
the total, Except a small portion of food crops, the entirc surplus is
exported during the months October to June.

Sugarcane is mainly (i.e. 80 to 85 per cent) exported during November
and December. The exports of food crops like wheat, gram, peas and
barley are spread over March to June. Potato is mostly sent to markets
during November to February and mustard during April to June. On the
whole, about 85 per cent of the kharif crops and 58 per cent of rabi crops
are exported during the above mentioned busy months.
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6.7.3. Method of marketing

Most of the surplus produce (i.e. 95 per cent) is taken by the growers
themselves for marketing. It is only in Gopalpur village (one of the two
near-road villages) that nearly 75 per cent of the marketable surplus is
collected by the itinerant traders. It is noteworthy as it is situated on a

ucca road and its distance from the mandi is 36 miles. In other villages
including the second roadside village, this percentage varies from 1 to 2,
In the majority of cases, growers used their own carts for carrying their
surplus produce to the markets.

6.7.4. Distances

The following table gives the distribution of outgoing traffic according
to the distances to which these are sent :

TABLE 6.16

Percentage of outgoing traffic to selected and other markets

Distance to Percentage of exports to
Vil]age r —~A N A )
Selected Nearer mandis Selected Nearer places
mandi /places mandi —~——A——— —
(max.) Near Sugar
————A e A ey mandis mill or
K P K P agencies
) @ O) ) ) ® ™ ®)
1 e 44 — 0-5 0-8 21 97-1
2 — 36 —- 3-0 87-7 12-3 —
3 2-5 9 —— — 13-8 — 862
4 6 17 4 —-— 90-0 10-0 —
5 12 16 — — — 7-4¢ 92-6
6 16 20 6 —— 72 8-4 84-4
ToTAL : —- —_— — — 9-8 4-2 86-0

*Thesc sales were made in the village itself.

Of the outgoing traffic (including sugarcane), about 90 per cent was
taken by growers to the nearer places—within 6 miles except in the case of
village 5, viz.,, Kutha where it was taken up to 12 miles. The major portion
of this traffic (i.e. 86 per cent) consists of sugarcane which is either taken
on carts to the mills direct (when located ncar the villages) or the collecting
centres situated near the villages and operated by the mill agents. Sugar-
cane is transported to mills by trucks from these centres. Thus almost all
sugarcane is taken by carts from the villages to the nearby places. As
regards the remaining exports of 14 per cent, consisting of other commo-
dities, nearly 2/3rds were sent to the selected mandi at Gorakhpur and the
remaining to the nearer mandis. The major portion (88 to 90 per cent)
is taken to Gorakhpur in the case of two villages, viz., 2 and 4 where sugar-
cane is not grown. In the former case vegetables only are sent to the
nearby market and in the latter case the near market is a weekly one.
Secondly, a greater proportion is sent to thc near-by markets where more
of katcha distance is involved. These nearer markets are more often the
feeder markets from where the produce goes further to the main mandi.
But, ordinarily, when the distance to mandi is not long, i.e., is less than 20
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miles, the growers prefer to send commodities to the selected mandi. Villages
situated within a distance of 20 miles of the mandi send their produce to
the main mandi and produce from villages over 20 miles, reaches Gorakh-
pur through the feeding markets.

6.8. Households possessing carts
6.8.1. Total

In the six sample villages, in all 124 or 5§ per cent of households were
found possessing carts, in spite of the fact that nearly 74 per cent of them
are cultivating households. This may mean that either the cultivators
cannot afford to keep carts or their surplus produce is so small that they
do not feel the necessity of keeping them. The percentage varied from
2.1 in Gajpur, which is also the village with the largest number of house-
holds, to 10.5 in Khutha. Al the 124 households possess one cart each.
In the case of two roadside villages the percentages varied between 8.4 and
3.6 respectively.

The following table shows the relationship between the number of
carts and the volume of outgoing traffic :

TABLE 6.17
No. of carts and annual volume of outgoing traffic

For all villages

L T . )
At %age %age
10 yrs. 5 yrs. present change change
during during
last last
5 years 10 years
m (¢)) (€) 0] o ©)
1. No. of cart . .. .. 148 127 124 --(2-3) —(16'3)
2. Total qty. of exports from
selected viilages (mds.) per
year ., .. . .. 14,545 18,605 23,260 250 59-9 .
3. Volume of exports per cart per
year(mds) .. .. .. 98-3 146-4 187-6 28-1 90-8

The outgoing traffic from selected villages increased by 25 per cent over
the last 5 years and by 60 per cent over last 10 years whereas the number
of carts decreased by 2.3 per cent and 16.3 per cent in the corresponding
period. Thus on an average the intensity of use per cart increased from
98.3 mds. in 1949-50 to 187.6 in 1959-60. But the decrease in the number
of carts was due to an enormous fall in this number in one village viz.,
Mithaura. The decrease was reported to be due to the restrictions in the
movement of goods from the Nepal border and the adjoining markets to
Gorakhpur and the increasing use of trucks in recent years. There was an
increase both in the volume of exports and the number of carts in the
‘remaining five villages. The intensity of use per cart varied greatly, from
31.2 mds. per year in Gajpur to 364.6 mds. per year in Mujri.



88

6.8.2, Selected households
(a) Occupational distribution

Out of 124 households, 30 per cent, or 39 were selected at random.
All of them had cultivation as their principal occupation. The following
table shows the distribution of the selected households by their subsidiary
occupation :

TABLE 6.18 :
Distribution of selected households by subsidiary occupation
Distribution according to first subsidiary %

decypation No. to total
(4} @ &)
1. Carting .. . . .. e . .. 19 487
2. Artisans .. . .. . .. .. .. .. 2 5-1
‘3. Nil .. . .. .. - .. o 18 46-2
TOTAL : 39 1000

48.7 per cent have carting as their first subsidiary occupation. One out
of the two artisan households follows carting as additional occupation. Thus
over 50 per cent of the houscholds use carting as a supplementary source
of income. -

A further analysis of the data shows that among villages which are not
too far from the mandi the proportion of carters using carting as a subsidiary
source of income is higher in those nearer to pucca roads.

(b) Size of holdings and types of service

The following table shows the distribution of sample households accord-
ing to the size of holding and type of service .

. TABLE 6.19
Percentage distribution of households by type of service and size of holding

Size of holdings (acres)
-

Typoe of sarvice No.of -

H. Hs. 0—2 25  5-10 10—25
(Percentage)

O] ¢ ) ® &) ©®
LA .. .. 19 — 47-4 42-1 10-5
2. C .. .. 20 540 750 5-0 15-0

TOTAL : 39 2+6 61-5 23-1 12-8

Type A=Those using carts for carrying their own produce only.
Type C=Those carrying their own produce as well as that of others’ on
hire.
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Nearly half of the households possessing carts use them purely for carry-
ing their own produce, while the other half use them both for carrying their
own as well as that of others’ on hire. 4 of these 20 belong to roadside
villages. None uses it purcly as a public carrier.

Nearly 2/3rds (64.1 per cent) have small holdings ie., less than 5
acres. 23.1 per cent have 5—10 acre holdings and 12.8 per cent have
holdings larger than 10 acres. Further, it is found that most of the carters
with small holdings use their carts for hiring purposes. 64 per cent of
those having less than 5 acres belong to the C type, while in the higher size
of holding groups, the carts are used mostly for private purposes. Over
70 per cent of those having more than 5 acres are A type carters.

6.9. Particulars of carts
6.9.1. Period of possession

The following table shows the distribution of carts possessed by selected
respondents according to the period of possession :

TABLE 6.20
Percentage distribution of carts according to the period of possession

Possession period groups -
Type of service Total No. ——- - A

of carts - 0—$ 510 10—20 20 years
years years years and above
D @ (6)] Q) ® O
1. A .. .. .. . 19 21-1 42-1 26-3 10-5
2. C .. .. .. 20 45-0 5-0 30-0 20-0
TOTAL : 39 33-3 230 28-3 15-4

One-third of the carts were relatively new i.e., less than 5 years’ old. A
much higher proportion of the C type owners have less than 5-year old carts.
On the other hand, the proportion of the 5—10 years old carts is much
higher among the A type. Consequently, among the C type owners, 50
per cent carts are less than 10 years’ old.

6.9.2. Expectation of life
The following table shows the pcriod for which the respondents cxpect

their carts to last with and without major repairs :
TABLE 6.21
Percentage distribution of carts according to the expectation of life
(a) Without major repairs

(Year groups)

Type No.of 05 5—10 10—15 15—-20 20—25 25—30 3035
carts )

) 3] ©) 4 ) 6 @ ® ®

1. A .. .. 19 — 15-8 47-3 21-1 10-5 — 5-3

2. C .. 20 150 30-0 15-0 20-0 10-0 10-0 —

TOTAL : 39 77 23-1 30-8 20-5 10-3 541 2-5
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(b) With major repairs

Above

No. of . 35&

Type caris 0—I10 10—I5 15—20 20--25 25—30 30—35 indefi-

" pite

m e @ o ©® O ® O
LA . 19 - — — 5.3 — 5-3 ' 89-4
2.¢C .. .. 20 —_ — — 2000 2000 200 400
TOTAL : 39 — — — 128 103 128 641

The average life of a cart appears to be quite high in this area. Nearly
70 per cent of the carts were expected to last for more than 10 years—31.
per cent between 15 to 25 years and nearly 8 per cent even more than 25
years, ‘without carrying major repairs. With major repairs (i.e., a repair
costing more than Rs. 50) these might last for much longer periods i.e. above
35 years, some even indefinitely. The percentage of households reporting
such long life with major repairs is as high as 64.1. All of them, however,
reported a period over 20 years.

The life of carts with A type carters was reported to be relatively longer
than of those with the C type.” Nearly 90 per cent of the A type expected
their carts to last for long periods, i.e., 35 years and above, with major
repairs. The corresponding perccntage for C type is only 40. Probably
their carts are of inferior type.

6.9.3. Other particulars

(a) Capacity.—The capacity of carts in the selected villages varies from
15 to 25 mds. 80 per cent of the carts with the respondents had a capacity
of 15 to 20 mds. The average capacity per cart comes approximately to
18.9 mds. According to the information gathered in the mandi at the time
of traffic survey, a cart, on an average, was found to be containing about
16.6 mds. This comes to 87.8 per cent of the capacity reported in the
villages, or shows an underutilisation by about 12.2 per cent. :

(b) Type of wheels.—All the carts are of the ordinary type and have
wooden wheels fitted with iron rings. The width of these rings ranges
between 1% in. and 3 in. Nearly half of the carts, however, had rings with
2% in. width. Improved types of carts with pneumatic tyres do not seem
to be in use as these cannot be plied on katcha roads.

(c) Speed.—Carts ordinarily move at a speed of 1 to 14 miles per houf
on katcha roads and about 2 to 2% miles per hour on puccaroads. The
maximum speed is said to be 2 miles per hour on katcha and 3 miles per

hour on pucca roads.

6.10. Employment and income

6.10.1. Period of employment |
- 1In order to know the extent and nature of the use of carts the selected
respondents were asked about the period for which they used their carts
during the previous year and the previous month for marketing and other

operations.
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The following table gives the average pcriod of employment of carts
according to different purposes:

TABLE 6.22
Distribution of carts according to period of employment

Last year Last month

Type No. — A 2 S A y
No:of Average Totalno. Average
cart days days per of cart  days per

» per cart days cart

month per
month

0] @ ) @ ®) (6
1. A . 19 59-0 3 27 1-5
2. C . 20 399 20 49 2:5

TOTAL : 39 98-9 2-5 76 |

The data show that the utilisation of carts is very low. A cart, on an
average, was used only for 2.5 days a month over the last year. Carters of
the A type use carts more intensively than those of the C type.

The ::wetaﬁee use of a cart during the greceding month of the enquiry
was found to be nearly 2 days only. The C type carters (who carry others
produce also) plied the carts for 2.5 days on an average, while the A type
carters used them for 1.5 days only. ’

6.10.2. Kinds of use

Appendix I shows the extent of use of carts by both A and C types for
marketing and other purposes :

The maximum use of carts had been limited to 5 days in a month. Nearly
72 per cent had been used only for 2 to 5 days a month during the previous
year. The use as noted above was less in the case of C type where 45 per
cent had used for 2 to 5 days and another 45 per cent for less than 2 days
a month. The carts are used more for agriculture and miscellaneous pur-
poses than for marketing operations. The proportion of use in terms of
cart days was 10 per cent to 40 per cent respectively over the last year. The
position is comparable for both types of carters. One-third of the total
carts had not been used for marketing at all. In the case of two roadside
villages, the average number of days carts were employed comes to about 3
days per month—about one day per month for marketing purposes and
about 2 days for other purposes. Thus there is not any significant difference
in the use pattern in these villages.

Appendix II gives an analysis of the use of carts during the preceding
month,

It is interesting to note that nearly half of the carts were not used at
all during the last month. Of the A type carters, about 68.4 per cent had
not used their carts. About 38.4 per cent had been used for less than 5
days, 33 per cent being in 2 to 5 days group. It is only 4 carts i.e., 10.3
per cent which were used for 5§ to 10 days in the month, The intensity of
use was more in case of C type, where 15 per cent had used for 5 to 10
days and 40 per cent for 2 to 5 days.

L/M15PC/63—7
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Further A type carters used the carts mostly, i.e. 80 per cent of time
for markcting purposes, C type carters used these hardly for 32 per cent of
the days of total use. The use of carts for marketing purposes alone is
found to be limited to only about 1 day a month.” Among the roadside
villages the use during the last month was only 1.8 days — 1.0 days for
marketing purposes and about 0.8 days for agriculture and miscellaneous
purposes. C type carts were not used for marketing purposes at all during
the last month.

6.10.3. Distance covered and hours of use

Appendix 111 shows the distribution of carts according to distance cover-
ed per day, both during the busy and slack seasons.

There is a wide variation between the distance covered by the carts during
the busy and slack scasons. During the busy season, on an average, a cart
travels 11.4 miles a day but only 1.3 miles during the slack season. Thus
many of the carts lie idle during the slack period. About 80 per cent carts
reported ‘no work’ during this period. e distance covered by the C
type of carts appears to be relatively more than that of the A type. Nearly
half of the former travel between 10 and 15 miles per day while only about
one-third fall in this category among the A type. 50 per cent of the carters
of the C type covered cven 20 miles per day during the busy season.

Similarly, a cart is used for nearly 8 hours a day for marketing and
about 6 hours for other purposes during the busy season. The average
number of hours for marketing for those who ply on hire also is a little
higher, i.e., about 9 hours a day. The corresponding averages for marketing
and other purposes during the slack season are 1.2 and 0.2 hours respectively.

6.10.4. Feeding charges

The feeding of cattle is the main item of expenditure that a cultivator
has to incur in maintaining a bullock cart. The average expenditure was
reported to be about Rs. 39 per month or Rs. 1.3 per day. In three villages
these charges were reported to be 50 nP, to Re. 1 per day. In other villages
the charges ranged from Rs. 1 to 2 and in a few cases Rs, 3 to 4 even.

6.10.5. Income

20 out of 39 sample carters or a little over 50 per cent as mentioned
earlier, use their carts for occupational purposes as a secondary means of
earning. The carters, on an average, reported that they were ch::lrging 19
to 25 nP. per maund for a distance up to 5 miles, from 37 to 50 aP. for a
distance up to 10 miles and 42 to 63 nP. for distance up to 20 miles depend-
ing on type of roads etc. The difference in charges between katcha and
pucca roads was reported to be 6 nP. a maund for distances up to 5 miles
and 12 nP. for distances beyond 10 miles.

The earnings of these cultivator owners are quite low which, on an
average, was reported to be. only Rs. 60 in a year or Rs. 5 a month. 20
per cent of these, however, earned more than Rs. 100, the average being
Rs. 150 a year. 25 per cent earned between Rs. 50 and Rs. 100 a year
and more than 30 per cent earned less than Rs. 50 and the remaining 20
per cent even less than Rs. 25 (two carters having not earned at all) ie.,
about Rs. 1.5 to Rs. 2 a month. Earnings in onc village Khutha appear to
be good where the average earning was as high as Rs. 121.0.
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The earnings were a little better during the previous month which was
a busy one from the marketing point of view. 35 per cent did not use the
carts at all. Among the remaining, 30 per cent earned about Rs, 30 to
. 40; 55 per cent got Rs. 10 to 20 during the month and 15 per cent (2
catters) earned Rs. 8 only.

6.11. Role of trucks
6.11.1. Frequency of visits of trucks

The bullock carts still remain the primary means of transport in the
villages and though trucks have also come in the picture in the recent years,
they have not been able to penetrate into the rural areas. The following
table shows the frequency of visits of trucks to the sample villages :

TABLE 6.23
Frequency of visits of trucks to selected villages

Distance from ~_ Average no. of truck visits

mandi per month

Villages ———R | —A —
Pucca Total 10 years S years At

back back present

: [@) - 2 ()] [ o) (6)
1. Mithaura .. .. R 44 Never 7 15
2. Gopalpur .. . .. 36 36 Never Never 3
3. Kuthan . . 9 11-5 Never Never 10
4. Gajpur .. .. 17 - 23 1 1 1
5. Khutha .. 16 28 Never 2 2
6. Mujri .. .. 20 . 36 Never Never Never

As is clear from the above table, trucks visit the villages situated on a
pucca road or near it more frequently.

" Until 10 years back, except for one village, trucks never visited any
selected village. Even 5 years back the trucks were not reaching even
villages like Gopalpur and Kuthan situated on or near pucca roads. Trucks
have made a.rapid headway during the last 5 years. There has been a
rapid change during this period. Not only the frequency of trucks to
villages (Nos. 1 and 3) near pucca road has increased considerably, but
trucks are now visiting other villages as well.

6.11.2. Views of cart owners
The respondents, when enquired about their desire to use trucks, showed
no inclination for them. Only one household expressed a desire to the use

of trucks. This is quite understandable in the light of the factors explained in
the earlier sections and recapitulated in the next section.

6.11.3. Factors specially favourable for the use of bullock carts
The following factors favour the use of carts.

1. Narrow and katcha roads which are not suited for trucks.

2. Consignments are of small sizes,

3. The bullock carts are utilised not only for transportation of goods
but for farm operations as well. In Gorakhpur villages, carts are
very much used for transport of manure to fields.

4, The carts provide 'a subsidiary source of income to cultivators
of small holdings who carry their own produce and also those
of others on hire.
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APPENDIX I

Percentage distribution of carts according to days of employment for
marketing and other purposes.

LAST YEAR
No. of days in groups per month Average
Type Purpose — —A— v use In
Total days per
number Nil 0—2 2--5 month
m ) &) @ ® (©) o
1. ‘A. (a) Marketing . 19 263 47-4 26-3 1-3
(b) Other .. .. 19 — 63-2 36-8 1-8
(c) All .. .. 19 — 100-0 31
2. C (@) Marketing .. 20 40-0 40-0 20-0 0-9
(6) Other .. . 20 150 75-0 10-0 1-1
(c) All .. .. 20 10:0 45-0 45-0 2:0
TotaL (a) Marketing .. 39 333 436 23-1 1:0
(b) Other .. .. 39 77 69-2 231 1-5
(e) All .. .. 39 5.1 23-1 71-8 2-5

*One cart had been purchased only one month back and one cart remained idle
during the year,

APPENDIX 11

Percentage distribution of carts according to days of employment for
_marketing and other purposes.

LLAST MONTH
No of days in groups Average
Type Purpose — . - A —  use in
Total days per
number Nil 02 25 5—10 month
O] (¢ O] 4 e (6) Q) ®
1. A (a) Marketing 19 73-7 — 21-0 5-3 1-2
(b) Other 19 895 53 52 — 03
(c) All 19 68-4 - 263 5-3 1-5
2. C (a) Marketing 20 50-0 25-0 20-0 5-0 0-8
(5) Other .. 20 60-0 5:0 350 — 1-7
(e) All 20 350 10-0 40-0 15-0 2-5
ToraL (@) Marketing 39 61-6 12-8 20-5 5-1 09
(b) Other 39 74-4 5-1 20-5 — 1:0

(o) All 39 51.3 5.1 . 333 10-3 1-9
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APPENDIX III
Distribution of carts according to distance covered per day

(Distance in mile groups)

Busy season
Type of service p A .
Less than 20
10 10—15 15-—-20 and above Total
(—“‘—Mﬁ"‘v——‘ R A e A Al
No. Avg. No. Avg. No. Avg. No. Avg. No. Avg.
m @ @ @ e ©Om ® O ) ay
1. A 9 7:0 6 11-3 3 153 1 20-0 19 10-4
2, C 4 4-5 9 12:0 3 150 4 200 20 126
ToTAL 13 62 15 11-7 6 151 5 20:0 39 114
(Distance in mile groups)
Slack season
Type of service — A, ~
05 5—10 10 and above Total
f_”_""'h'_——\ f‘“‘—_’k Y L Y - - N
No. Avg. No. Avg. No. Avg. No. Avg,
1. A 19 1-3 —_ — — — 19 1.3
2. C 20 1-3 — — — —_ 20 13
ToTAL : 39 1-3 — — —_ —_ 39 1.3

AvT.—Average number of miles per cart,
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CHAPTER 7
CASE STUDY OF SAINTHIA MANDI
1. TRAFFIC AND TRANSPORT IN THE MANDI
7.1. Incoming traffic
7.1.1. Volume and composition

Figures of arrivals of principal commodities by road and rail during the
years 1950 and 1960 are given in the following table :

. TasLE 7.1
Incoming traffic in principal commodities

’ ~‘}{, change
1950 1960

during

Commodity —— A ———A—— the period
Quantity % to Quantity % to

. (Mds.) total (Mds.) total -

) (€) 3) ) ) Q]
1. Paddy . 3,68,291 63-5 10,49,963 77-6 185-1,
2. Potato 90,000 15-5 1,10,000 81 22-%
3. Jaggery 16,500 2-8 30,000 2-2 81-8
4. Molasses .. 5,000 0-9 14,852 11 197-0
5. OilCake .. 1,00,000 17-3  1,49,191 11-0 49-2
TotaL 5,79,791 100-0 13,54,006 100-0 133-6

The total incoming traffic of principal commodities has more than
doubled during the last 10 years, The arrivals of every commodity have
gone up during this period. In 1950, paddy was a controlled commodity
and the figures represent procurement .by the government. Taking the
procurement by government as the total arrivals of paddy in the mandi
that year, the total arrivals of paddy in 1960 were nearly 3 times to those
in 1950. It is the rise in the case of paddy which makes all the difference
between the two years as paddy constitutes about 78 per cent of the
incoming traffic.

7.1.2. Seasonal variations

Table 7.2 shows the distribution of arrivals of paddy, which constitute
about 78 per cent of the total arrivals, during the year 1960, among the
four quarters.

TABLE 7.2
Seasonal distribution of incoming traffic in paddy during 1960

Quarters Quantity % to total
{(Mds.) arrivals
@) [®3) 3
1. January—March 3,35,554 32-0
2. April—June . 2,33,654 222
3. July—September 1,37.880 131
4. October---December 3,42.875 32-7
. TotAL . 10,49,963 1000
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First and last quarters account for nearly 2/3rds of ‘the total incoming
traffic. The trade in the market is thus brisk continuously for six months
from October to March. Thereafter the tempo begins to decline and
business is- at its lowest ebb during the monsoons. This is easy to explain.
The principal commodity being paddy, business gains momentum after its
harvesting season. The monsoon period dip, however, used to be more
pronounced earlier.

In the course of the last ten years, two important pucca roads have
been constructed and one important pucca road improved. These roads
connect the Sainthia market to a number of villages in the hinterland as
well as with important markets, The construction and improvement of
these roads have had a great influence on the pattern of the monthly flow of
business to the Sainthia market. Prior to the construction and improve-
ment of these roads the existing katcha roads used to be practically non-
negotiable during the monsoon season; and so the people used to complete
their marketing operations, both disposal of goods and purchase of con-
sumption requirements, before the onsct of the monscons. During the
monsoon months, therefore, trading operations used to go down to the
minimum. But with the recent improvements in the condition of roads,
trading operations now gencrally extend over the whole of the year, except
with villages which are still connected only by katcha roads.

Some idea of the seasonal variation in the flow of arrivals was also
. obtained by asking the carters and truckers at the time of the traffic survey,
the frequency of trips made by them during the busy and the slack seasons,

The data collected are set forth in the following table :

TABLE 7.3
Distribution of carters by frequency of trips per month

No. of carters in different trip frequency (per month)
groups
.

Type of operator . No. ~
] Busy season Slack season

1& 25 5 | t& 25 S

. Nil less times times Nil less times uzes

than & than
1 above 1 above
M ' @ & @ o e O & ©6 a0
1. Privatecarters .. .. S0 Nil 4 35 11 5§ 37 8 Ni
2. Public carters .. .. 1 Nil Nil 1 Wil Nil 1 Nii Nil
3. Private-cum-public carters 1 Nil Nil Nil 1 Nil 1 Nl Nft
TOTAL ., 52 Nil 4 36 12 5 39 8 Nil

Almost all carters bring their own produce only. There is considerable
diffcrence in the frequency between busy and slack seasons. While during
the busy season 12 or 23 per cent came to the mandi 5 times or more and
36 or 69 per cent 2—5 times; during the slack season none came to the
mandi 5 times or more and only 8 or 15 per cent came 2—5 times. But
during the slack season too, 39 or about 75 per cent came once or less in a
month, . :
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The trips of truckers are more frequent. The private carrier, which
belongs to a rice mill located in the mandi itself and which goes out to
villages and collection centres, made as many as 30 and 15 trips per month
in the busy and slack seasons respectivcly. The public carrier paid, on an
average, 6 and 4 visits per month during the busy scason and the slack
season respectively. This truck plies on the Calcutta-Sainthia route and is
run on a contract basis. It brings dalda, soaps and matches to the mandi
from its principals in Calcutta. The third truck, belonging to the private-cums
public category, paid 1 visit per month during the busy season and none
in the slack season.

7.1.3. Frequency of monthly trips and distance groups

Appendix I shows the number of trips to mandi made by carters during
the busy and the slack seasons.

The first thing to notice is the distance from which carters came to this
mandi. Only 1 came from beyond 20 miles. The bulk or 54 per cent came
from a distance of 5—10 miles. Half of these came from a distance of 2—5
miles and one quarter from a distance of 10—20 miles. Thus, the relative
importance of the distance groups of 5—10, 2-—5 and 10—20 mile groups
isas 4:2:1,

Next is the point of the frequency of trips. Taking 5 visits or more for
the busy season and 2--—5 visits per month during the slack season as high
frequency, the percentage is the highest during the busy season in 2—35 mile
group, followed by 10—20 and 5--10 mile groups. In the slack seasons,
only 5—10 and 2—5 miles groups fulfil this criterion and the percentage is
higher for the latter. Thus, frequency is not directly related to distance as
it does not always decline in the upper distance groups, More important are
perhaps the type of road and transpart facility available.

7.1.4. Types of roads

About 2/3rds of the incoming road-borne traffic is on pucca roads. The
ition was almost the same ten years back also. The volume of trade on
th katcha and pucca roads has more than doubled during this period.

7.2. Outgoing traffic
7.2.1. Volume and composition

The following table shows the nature and composition of principal com-
modities constituting the outgoing traffic from this mandi ;

TABLE 7.4
Volume and composition of the principal outgoing traffic
1950 1960
r— A I T g A -~
Commodities Outgoings % to % to Outgoings % to % to
(Mds.) total arrivals (Mds.) total arrivals
(0 (&) 3 . [0) 3 (6) [V
1. Rice .. .. %3,54,780 62-5 96-3 *8,37,261 74-0 79-70
2. Oil Cake .. 1,00,000 17-6 100-0 1,49,191 13:2 100-0
3. Molasses .. 8,000 1-4 160-0 14,852 1-3 100-0
4, Potato . 85,000 15-0 94-4  1,00,000 88 90-1
5. Jaggery .. 20,000 35 121-2 30,000 2-7 100-0
TOTAL .. 56778 100-0 97-9 11,31,304 100-0 83-1

* In terms of paddy equivalent.
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The total outgoings in 1960 amounted to about 11.3 lakh maunds as
.against 5.7 lakh maunds in 1950. By far the most important commodity
despatched is rice accounting for about 74 per cent of the total despatches.
Next in imgorta.nce is oil cake, Its %mntity comes to about 13 per cent of
the total. Other commodities despatched are potato, jaggery and molasses.
Rice was the most important commodity among those despatched from this
mandi ten years back also and accounted for about 63 per cent of the total.
Next in importance was oil cake with 18 per cent followed by potato with
about 15 per cent. Despatches constitute about 83 per cent of arrivals ranging
from 80 per cent to 100 per cent in different commodities. The proportion
of despatches to arrivals in 1950 was much higher at 98 per cent—3 out of
5 commodities arrive here only to be sent out. About onefifth of paddy
receipts is consumed locally.

7.3. Transport organisation

There is only one merchants’ association here which was established in
1940 and has_98' members.on its roll. The main objective of this association
is to negotiate with the government, the fixation of prices of controlled
commodities. It is not active now as the price control scheme has been
withdrawn,

7.4. Modes of transport

7.4.1, Intra-mandi movemerts

. For intra-mandi transport, trucks are not generally considered suitable
as the distances involved are short and the trips frequent. Only some rice
mills located at Sainthia are using their own trucks, not only for bringing
paddy from the villages, but also for despatching rice from the mills to the
rail head, In regard to the commodities handled in the matket, mechanised
transport is not considered suitable and goods are still carried by carts.

7.4.2. Ircoming fraffic

Arrivals by rail acount for 23,7 per cent of the total now as compared
to 18.1 per cent ten years back. '

(a) ROLE OF CARTS
The following table shows the relative importance of carts and trucks in

the movement of traffic to this mandi by road commodity-wise in the years
1950 and '1960.

TABLE 7.5
Incoming road traffic (by commodities) carried by carts & trucks
1950 1960
Commodity r—~ A -~ A —
Quantity % tototal Quantity 9% to total
by carts y carts
(Mds.) and trucks (Mds) and trucks
¢)} @@ €)) O} &)
1. Potato . . . 90,000 100-0 1,10,000 100-0
© 2. Jaggery .. .. e 16,500 1000 16,663 100-0
3. Paddy .. R 3,59,084 97-5 6,79,181 757

ToraL o e 4,65,584 98-1 8,05,844 78-8




100

Of the total traffic by roads, trucks account for 21 per cent and carts
for 79 per cent. Trucks ply only on pucca roads. The trucks have gained
over carts during this period tremendously—their share has risen from
about 2 per cent to 21 per cent, Though the overall share of carts has
decreased, the absolute quantity handled by them is a little less than double
of that in 1950. Part of the increase in the truck borne trade may be, thus,
unavoidably due to the fact that the number of carts failed to keep pace
with the increase in trade.

Secondly, the decline in the share of carts has occurred in the case of
paddy only. Paddy being dearer than potato and jaggery can bear the cost
of a little more cxpensive transport as compared with these commodities.
Secondly, the use of trucks by mills for collecting paddy from the villages has
been increasing. Potato and jaggery continue to be handled by carts in
entirety as it used to be ten years ago.

(b) DISTANCE GROUPS

In the distance group less than 5 miles from the market, the entire
traffic is still brought by carts as before, The share of trucks is 5 per cent
and 60 per cent in the distance groups of 5-~10 and 10—25 miles respec-
tively. All the goods from distances over 25 miles are brought either by
trucks or by rail. Thus the usc of trucks increases progressively with distance.

According to the traffic survey, 28 or 54 per cent of the 52 carts came
from a distance of 5—10 miles and 14 or 27 per cent from that of 2—S5
miles, Thus these two are the most important distance groups accounting
for 81 per cent of the incoming carts. The lower share of carts vis-a-vis trucks
in the distance group of 10-—25 miles mentioned above is due to the fact
that trucks also handle traffic from this distance group. :

7.4.3, Outgoing traffic
(a) RELATIVE IMPORTANCE OF ROAD

The following table shows the quantities of different commodities
despatched by road :

TABLE 7.6
Percentage of outgoing traffic handled by road

Commodity 1950 1960
¢)) 2 1€)]

1. Rice .. .. .. .. .. .. .. .. Nil 3-0
2. OilCake .. .. . .. .. .. . 100-0 100-0
3. Molasses .. .. .. . .. . .. 100:0 100-0
4. Potato .. . .. .. .. .. .. 23-5 30
S. Jaggery . .. .. .. .. .. . Nil Nit
ToTaL .. .. .. .. 28-5 . 24-9

Of the total despatches, about 25 per cent are sent by road and 75 per
cent by rail. While all the oil cakes and molasses are despatched by road,
the percentage of quantity despatched by road is only 3 and 30 for rice and
potato respectively; all jaggery takes to rail, In 1950 the pattern was almost
identical, the road accounting for 28.5 per cent and the raijlways for 71.5
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per cent. The proportion carried on road varied between 23.5 per cent in the
case of potato and 100 per cent in the case of molasses and oil cakes. Rice
used to be sent by rail only.

(b) Carts vs. TRUCKS :

All the despatches by road were by carts ten years ago, while their share
is only 54 per cent now. Trucks now carry as much as 46 per cent as
against a negligible proportion some ten years ago. : '

For inter-mandi transport the truck has completely replaced the carts
because of advantages like availability of bulk freight and greater remunera-
tiveness of long hauls. The construction and improvement of pucca roads
between Sainthia and other ‘mandis’ in the course of the last ten years has
brought about those changes.

7.5. Economic characteristics of transport workers
7.5.1. Number and type

Two principal types of transport workers, namely, carters and truckers
were studied. They have been classified into three types—A.—those who
work as private carriers, il.e., carry only their own produce, B.—Public
carriers, I.e., those carrying others’ produce only and C.—those who carry
their own as well as others’ produce:

It was found that in this mandi'there are 45 bullock cart owners who
use their carts primarily for ‘hire, 130 who use thgm primarily for their
own purpose, and 20 who use carts partly for their own purpose and partly
for others. The corresponding figures 10 years back were 90,120 and 28
respectively. Thus there has been a fall in the number of those who use
bullock carts for their own purpose and a rise in those using them for hire.
All the 45 who use their carts primarily for hire depend on transport busi-
ness-—20 wholly and 25 partly, A sample of 27 was chosen out of those 45.

There are 5 truckers who use their vehicles for hauling goods of others
‘and 15 who use them for their own purpose. The corresponding number,
10 years back, was 1 and 3. Of the 5 truckers, 2 depend wholly and 3
partly on transport business. All were included in the sample.

Counting of traffic coming to the mandi was done on two days—Monday
and Friday, the two market days of the week, on each of the three main roads
—Sainthia-Kandi road, Sainthia-Suri road and Sainthia-Ahmedpur road.
The total number of carts that passed to the market on those days by these
roads came to 499. Out of them 52 cartmen were selected. All the three
truckers who came on these roads were interviewed. 50 out of 52 carters
were of A type. Of the 3 truckers one each belonged to A, B & C types.

7.5.2. Occupational distribution

All the 27 selected mandi bullock carters have carting as their principal
occupation, Of these, 18 (66.6 per cent) have no subsidiary occupation,
6 (22.2 per cent) have cultivation as subsidiary occupation, 2 (7.4 per cent)
have agricultural labour and one has carpentry as subsidiary occupation.

Of the 5 selected truckers, 4 follow hauling as a principal occupation
and the fifth pursues it as a subsidiary occupation. Of the former 4,2 (50
per'cent) have no subsidiary occupation, 1 (25 per cent) is also a cultivator
and 1 (25 per cent) works also as a motor mechanic. The other person who
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has trucking as his subsidiary occupation has cultivation as his main
occupation.

Of the 52 sample carters, coming to the mandi, 43 had no subsidiary
occupation to follow, a majority of them having cultivation as their principal
occupation. As for the three truck operators, one had truck operation as a
subsidiary occupation, his principal occupation being trading. The other
twc;]one private and the other public carrier had no subsidiary occupation
to follow. _

7.5.3.0ccupational standing

Information was gathered on the length of the period during which the
principal hauliers had been in this occupation in the mandi. This is classified
in the table below :

TABLE 7.7
Classification of principal hauliers by the length of service

Period since engaged

Type of operator r A : )
Less than 2—5 5—10 Above
2 years years years 10 years Total
_ ¢y @ 3 “ &) O]
1. Bullock carters .. e 2 5 8 12 27
2. Truck operators .. .. 4 —_— —_ — 4

All the 27 bullack carters have put in varying lengths of service as hau-
liers. Most of them have served long periods in this occupation—12 (44.4
per cent) for more than 10 years and only 2 (7.4 per cent) for less than 2
years. Thus the bullock carters are well-established in their profession.
But the 4 truckers are new to the profession as all of them have been less
than 2 years in it. The single subsidiary trucker has been engaged in this
occupation for more than 10 years.

7.5.4. Type of vehicles used

(a) OWNERSHIP

On one bullock carter in the mandi has hired his vehicle, the rest own
their carts. All the truckers own their vehicles. Of the 52 carters, who
were interviewed while bringing produce to the mandi, 50 owned their
carts. All truckers were using their own vehicles.

(b) Make

All the cart owners or hirers in the mandi as also those who brought
goods from outside have only old type of vehicles,
{c) Periop oF RUNNING :

In the case of the 4 principal truckers one had purchased his vehicle
within the year while the other three had acquired them within one to three
years. The subsidiary trucker has owned his vehicle for ten years now.
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(d) CAPACITY OF VEHICLE

The following table shows the utilisation of the capacity of carts intec-
vicwed at the time of the traffic survey :

TABLE 7.8

Utilisation of capacity of carts by different categories of carters

Less than ¢ jtod 3 to full capa-
Category of operator No. capacity capacity city
A Ay —A—
No. % No. % No. %
m Q) ©)] @ ® (©) a ®
1. Private cartors .. 50 17 34-0 18 36-0 15 30-0
2. Public carters .. 1 — — — 1 100-0
3. Private-cum-public

carter .. .. 1 1 100-0 — — — —
Torar .. . 52 18 346 18 34-6 16 30-8

About 31 per cent of the carts were found to be carrying iths or more
of their capacity and nearly 35 per cent were carrying less than % of their
capacity.

The average capacity of a cart according to information gathered in the
mandi is almost 18 mds. on katcha roads and 23 mds. for pucca roads.

7.5.5. Employment pattern

(a) FULL-TIME WORKERS

The figures of the mandays of employment of the hauliers relate to the
transport of agricultural commodities only. A manday was taken to be
equivalent to 8 hours work. Separate figures were collected for full-time
work and part-time work in the month preceding the date of investigation,
and are presented in the following table :

TABLE 7.9
Classification of different carters into mandays worked during the last month

Type of Mandays worked Average no.

Type of transport ~ A - of
occupation workers Less 25 and mandays

thz%n 20--25 above Total per month

Q) &) €)] ) A (6) o

1. Principal Bullock carters 6 12 4 22 19-6

Truckers 3 — — 3 1047

2. Subsidiary  Bullock carters Nil — — — —

Truckers 1 — — 1 16-0

More than ane-half of the carters had worked for 20—25 mandays in the
month, The percentage of these working 25 days and more is about 18.
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‘The average of mandays is 19.6 for the carters and 10.7 for the truckers.
The subsidiary trucker has worked for 16 mandays on a full-time basis.
His average is higher than that of his counterparts who are principal hauliers.
This may be because of the fact that he is principally a cultivator. In the
course of marketing his own produce he may be drawing more clientele and
thereby getting more employment for himself.

(b) PART-TIME WORKERS

For work on a part-time basis thc averages are 6.2 and 7.5 for principal
carters and truckers respectively; both the latter averages being less than
the full-time avcrages.

SECTION 1l.—Volume of traffic and modes of transport in the villages.
7.6. Incoming traffic
7.6.1. Volume

The following table shows the volume of principal imports commodity-
wise in the six sclected villages in certain years :

TABLE 7.10
Volume and composition of incoming traffic
(Quentity in mds.)

%age %age
change change
SL 10 years 5 ycars during the during the
No. Commodities back back 1959—60 last last
5 years 10 ycars
(Qty.) (Qty.) (Qty.) . '

1 [©) [6) 4 ) © M
1. Paddy husk . 6,700 6,800 7,060 +3-8 +5-4
2. Oiicake.. .. 3,890 3,880 3,500 —(9-8) -—(10-0)
3. Mbllases .. 300 300 300 Nil 0:0
4. Mustard .. .. 260 280 295 +5-4 4+13-5
5. Coal .. .. 950 4,850 7,780 +60-4 +718-9
6. Korosene .. 250 270 290 +7-4 +16-0
7. Chemical fertili-

sers .. .. Nil Nil 150 —
TOTAL .. 12,350 16,380 19,375 +18-3 +56-9

Paddy husk, oil cakes and coal constitute the major portion of imports.
The imports during 1959-60 were nearly 57 per cent larger than those
10 years back and 18.3 per cent higher than those five years back. The
most marked change noticed is in the case of coal whose imports increased
by more than seven times over the last ten years.

7.6.2. Origin

The following table shows the classification of imports by distance
groups :
TasLE 7.11
Percentage of incoming traffic and distance groups
(Mileage groups)
Total imports Below 2 2—S5 5—10 10—158 15 and
(Mds)) above

. _ D [€) [€) @ 3 ©
09375 — 73 25-9 121 547
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All the imports are brought by carts,- Nearly 55 per cent of the imports
come from a distance of over 15 miles and about 12.1 per cent from dis-
tances between 10 and 15 miles, Only about 1/3rd covered less than 10
miles. In the roadside villages about 79 per cent of the imports come from
distances over 15 miles and about 15 per cent from distances between 10—135
miles and the remaining 6 per cent come from distances less than 10 miles.
Thus these villages draw their supplies from farther places.

7.7. Outgoing traffic
7.7.1. Volume & composition

The following table shows the volume and nature of principal commo-
dities exported by the selected villages '

TABLE 7.12

Volume and composition of exports (in mds.)
AR 7oR8¢
Sl 10 years 5 years change change

No. Commodities back back 59-60 since the  since the
: ' last 5 yrs. last 10 yrs_
Qty.) Qty.) (Qty.) :

) ) €) * (&) ©® m-

1. Paddy .. .. 9,550 9,100 10,800 ‘+18-7 +13-1
2. Paddystraw .. 300 500 500 Nil 4667
3. Gur .. .. 710 610 660 +8-2 —(7-0)
4. Bamboo .. .. 600 500 500 Nil  —(16'7)
5. Sarstick .. .. 450 450 450 Nil Nil
6. Vegetable . 4,450 6,050 6,600 +9-1 +48-3

TorAL o 16,060 17,21 19,510 +13-4 +21-3-

The exports consist mainly of paddy, paddy straw, vegetables, gur,
bamboo and sarstick. Paddy accounted for about 55 per cent of the total
exports in 1950—60. Vegetables came next in importance with 34 per cent.
The other commodities hardly constituted 2 per cent to 3.5 per cent of the
tatal exports. Mast of the exports of vegetables was reported from two
villages. The exports registered a rise of about 21.5 per cent during the
last 10 years and 13.4 per cent during the last 5 years. Exports of paddy
straw rose by 66.7 per cent and those of vegetables by 48.3 per cent in
ten ycars.

7.7.2. Seasons

The major part of exports takes place during the months of January
to April. Paddy is mainly exported during the months of January to March.
Brisk .months of exports of bamboo and sarstick are February to April and
those for gur are March to May. Vegetables are exported for nearly 6 tc 7
months ie., from September to March, the major o?ortion, however, going
during December to March. About 80 per cent of the total exports tuke
place daring the busy months.
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7.1.3. Method of marketing

‘Nearly 90 per cent of the surplus is carried by the growers themselves
in carts to the mandis and 10 per cent is collected by the traders from the
villages. The percentage of exports collected by the itinerant traders is high,
Wiz., 42 in the case of Kapista village, one of the two roadside villages. It
is because the agents of a rice mill of Sainthia purchase paddy in the viliage
in large quantities, In the second roadside village, the entire produce is
carried by the growers themselves.

7.7.4. Distances

The following table shows the proportion of exports going to the selected
mandi and other markets :

TABLE 7.13
Percentage of outgoing traffic to the selected and other markets

Distance to mandi Percentage Percentage Percentage
Village ————+A———=— of exports exporis to exporis to
Katcha Pucca to nearer farther
selected than the mandis
mandi  sclected

7

mandis
(] () &) Q) (&) Q)
1, Kapista .. .. .. 1 18 70-7 29-3 —
2. Gopinpur .. . .. 13 5 24-1 62-1 13-8
3. Baliharpur .. .. . 3 19 78-3 21-7 —_
4. Bataspur .. .. .. 5 wid . 56-0 44-0 .
5. Sherunia .. e .. 8 —_ 50-6 49-6 —
6. Saspur .. . .. 12 | . 25-6 74-4 —
All villages .. .. .- — 51-5 47-3 1-2

-51.5 per ccat of exports arc sent to Sainthia. But about half the exports
arc sent by growers to the nearer mandis. The proportion of exports te
the mandi has a tendency to go down with an increase in Katcha distance

involved.

7.8. Households possessing carts
7.8.1. Total

On the date of enquiry it was found that about 31 per cent of the house-
holds, i.e., 223 in the sample villages possessed 231 carts. The percentage
varies from about 20 in the case of Sherunia to about 43 per cent in the
case of Bataspur, which has also the largest proportion of cultivators house~
holds, i.e., nearly 75 per cent. It is significant that villages ncar a pucca
road do not show a high percentage indicating that, probably from an econo-
mic point of view, there is no special advantage on this account.
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The following tzble-shows the relationship between the number of carts
and the volume of exports :

TaBLE 7.14 _
No. of carts and annual volume of outgoing traffic
Oo 0.
Sl 10 yrs. 5 years. At increase  increase
No. Items back back present overlast over 10
5 years years
O] @ €) 4 O] ©) m
1. No. of carts .. 155 202 231 14-4 49-0
2. Total gty. of exports from se- )
lected villages (mds.). . . 16,060 17,210 19,510 13-4 21+5
3. Volume of exports pcr cart
(mds.) . 103-6 85-2 84-5 —(0-8) —18-4

The exports increased by 21.5 per cent in the last ten years, But the
number of carts increased by 49 per cent. As the above figures show, there
has been a substantial decrease in the intensity of use per cart, namely, from
103.6 mds. to 84.5 mds. or by 18.4 per cent. There has been an overall
increase in the number of carts l.e., 14.4 per cent over 5 years and nearly
49 per cent over 10 years;

7.8.2. Selected households

Out of these 223 households, 30 per cent i.e. 67 households were selected
at random, These 67 households possessed 69 carts, two households in one
village Baliharpur posscssed two carts each.

(2) OCCUPATIONAL DISTRIBUTION

The table given bclow indicates the occupational distribution of the
selected households :

TABLE 7.15 _
Distribution of selected households by subsidiary occupation.

Distribution according to first subsidiary

Principal occupation }h{!oi{of oecupatxon
. Hs. —
Culti- Agri.
vators Cane_r Labour- (Bamboo) Others Nil
0] @ & ) o © a ®
1. Cuttivator. . . 64  — 7-8 12-5 1-6 17-2 609
2. Agri. Labourer 1 —_ — — 100-0 — —_
3. Teacher 2 1000 — —_— — —_ —

Out of these 67 households, 95.5 per cent belong to the cultivating class
i.e., have cultivation as their principal occupation, one is an agricultural
Iabourer and two are teachers. Carting is not pursued as a principal occupa-
tion by any respondent. Only 5 out ot 64 culuvating households, i.e., about
8 per cent follow carting as a subsidiary occupation.

L/M15PC/63—8
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{b) Srzz or HOLDINGS AND TYPES OF SERVICR

The table given below shows the distribution of the selected carters
according to the size of holding asid type of service.

TasLE 7.16
Percentage distribution of households by type of service and size
holding.
; No.of ° Size of holdings (Actes)
‘ e of service 0.0 age — Ae -
Typ . house- % Nil 02 2—5 5—10 1025 25 &
holds above
% pA % v % pA
) : @ @ D &) © ) ®) t))
1. A 54 80-6 1-9 1-9 37-0 370 18-5 37
2. B 1 1-5 -~ 100-0 — — — —
3. Cl 9 13/4 - — 66-7 33-3 — —
4 C2 3 45 — — — 1000 — -
TotaL .. 67 15 30 38-8 38-8 14-9 30

Type : A Those using carts for carrying their own produce only,
Type : C; Those cartying their own produce as well as that of others’ own hire.
Type : C2 Those carrying their own produce as well as that of others® but not on
hire.
. Type : B Carrying others’ produce only.

80.6 per cent use the carts exclusively for transporting their own produce.
17.9 per cent use the carts for carrying their own as well as others’ produce.
Out of them 3ths carry produce on hire. Only one carter uses the cart solely
as a public carrier. Of the 9 carters, who use carts on hire, 4 belong to
roadside villages.

About 18 per cent of the households have holdings of over 10 acres and
38.8 per cent have between 2 and 5 acres and an equal percentage 5 and
10 acres. A negligible number (3 per cent) of the houscholds possess
holdings of over 25 acres. There is also one household engaged in carrying
only others’ produce. ‘

7.9. Particulars of carts

7.9.1. Period of possession

The following table gives the distribution of 69 carts possessed by 67
selected respondents by the length of possession.

TasLe 7.17
Percentage distribution of carts according to the period of possession

Period of possession (Years)
i

Type of service Total No. —

of carts 0—5§ 5—10 10-—20 20 &

above

[0) R ) €) O ®
A .. . .. . 36 4i-1 375 19°6 18
2.B . 1 100-0 — — -
3.Ci . 9 55-6 333 11-1 —_
4.C2 . 3 T — 1000 - .
ToTAaL . 69 42-0 39-2 17-4 1-4
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42 per cent of the carts were relatively new, i.e., less than 5 years' old;
about 39 per cent had been purchased 5 to 10 years back and 17.4 per ctent
were acquired 10 to 20 years ago. The carts possessed by A type carters are
relatively older than those possessed by other types of workers.

7.9.2. Expectation of life

The table given below shows the period for which the respondents
expect their carts to last without and with major repairs, ie., those costing
more than Rs. 50 : .

TaBLE 7.18
Percentage distribution of carts according to the expectation of life
Without major repairs

(Year groups)
Type of carters No. of  Less than

carts 2 2—S 5—10 10—20

m - @ €) @ ) )

1. A .. .. . .. 56 — 1:8 5741 41-1
2. B .. .. .. .. 1 — — 100-0 —
3. Cl.. .. .. .. 9 el 11-1 66-7 22-2
4, C2.. . .. e 3 - —_— 33-3 ° 66-7
TOTAL .. .. 69 — 29 58-0 391

V4
With majorr epa
No. of Less than

Type of carters carts 5 5—10 10—20 20—50

&) ¢4) 3) Q) ® (6)

1. A .. .. .. .. 56 —_ 1-8 83:9 14-3
2. B .. .. .. .. 1 — — 100-0 —
3. Cl1.. .. .. .. 9 .- 11-1 66-7 222
4 C2.. .. .. .. 3 — — 66-7 33-3
ToTAL ‘. .. 69 — 2-9 81:2 .15°9

About 61 per cent of the carts would last less than 10 years, (30 per cent
only 2 to 5 years) without major repairs. 39.1 per cent carts are expected to
1ast for 10 to 20 years without repairs. If major repairs are effected the life of

..carts is significantly increased. Nearly all the carts in that cass would
last over 10 years—81 per cent between 10 to 20 years and 15.9 per cent
«even over 20 years,
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7.9.3. Other particulars

{a) CapacITY

The table given below indicates the capacity of carts in different
villages :

TABLE 7.19
Distribution of carts by capacity

Capacity

Village . o ]
8mds. 10mds. 12 mds. !4mds. 15mds. 20 mds. Total
) @ ©) ) &) () @ ®
1. Kapistha .. —_ 6 8 1 — — 15
2. Gopinpur 1 1 6 — —_ —_— 8
3. Baliharpur — 6 10 — —_ — 16
4. Bataspur .. 1 2 4 3 1 1 12

5. Sherunia .. — — 5 1 —_ —
6. Saspur 3 3 5 1 —_ — 12
ToraL 5 18 38 6 1 1 69
% to ToraL 7-2 26-0 55-0 8-8 1-5 15 —

The capacity of the carts varied from 8 mds. to about 20 mds. 81 per cent
have a capacity of 10 to 12 mds.; 8.8 per cent have a capacity of 14 mds. and
7.2 per cent of about 8 mds. One cart can carry 15 mds. and another 20 mds.
The average capacity per cent on - this basis comes approximately to 11.5
mds. According to the information gathered in the mandi at the time of
the traffic survey a cart, on an average, was found to be containing about
7.8 mds. This comes to——68 per cent of the capacity reported in the villages
i.e., an underutilisation by about 32 per cent. !;'he capacity of carts operat-
ing in the mandi is much higher., The average capacity on katcha roads is
about 18 mds. while on pucca roads it is about 23 mds. The reason may
be—that they are intended for regular hire and are used for commercial
purposes, whereas the village carts are meant primarily for agricultural work.

(b) TyrES OF WHEELS

All the carts are of the old type having wooden wheels with iron rings
of 14 to 2 inches width. Improved types of carts with pneumatic tyres do not
seem to be in use as these cannot be plied on katcha roads.

(¢) SPEED

The average speed of carts per hour works out to 2.1 miles on pucca
roads and 1.3 miles on katcha roads. The carts normally move at a speed
of 1 to 2 miles per hour on a katcha road and 2 to 3 miles on a pucca

road. The maximum speed was reported as 24 m.p.,h. on a katcha road
and 4 m p.h. on a pucca road.
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7.10. Employment and income
7.10.1. Period of employment

The following table shows the number of days the respondents nsed their
carts during the previous year and the previous month : ’

TasLRe 7.20
Distribution of carts according to period of employment
A Last year Last month

—_ A~ ™ A \J

Type No. No.of No.of Totalno. No.of

~ cart days of cart days
days per per cart days per cart

month per
month

@ @ A) ) ® ®
1. A 56 477-6 85 200:0 36
2. B .. .. .. .. 1 8-3 83 — 2:0
3. C1 .. .. .. .. 9 75-1 83 26-0 29
4 C2 .. .. . .. 3 19-0 6-3 18-0 60
ToraL . .. 69 580-0 8-4 244-0 35

A cart was used on an average for about 8.4 days a month. ﬁuﬁngbgle
%asst month the average number of days for which carts were used was about

7.10.2. Kinds of use f

Appendix II shows the intensity of the use of carts for different purposes
by types of carters during the last year.

Out of 8.4 days, 1.4 days was reported for marketing and 7.0 for other
purposes. This almost represents the pattern of use by ‘A’ type of carters.
C1 and C2 type of carters, however, use the carts for marketing purposes
slightly more than those of A type while B type does not use the cart for
marketing at all. The use of cart for marketing is slightly less in the road-
side villages.

Among the A type, 75 per cent used the carts for marketing purposes
for less than 2 days and 21.4 C})er cent for 2 to 5 days.. Among C2 type,
2/3rds of carters, however, used them for 2—S5 days for marketing purposes.

The corresponding information regarding the intensity of use of carts
during the month preceding the enquiry is given in the appendix III.

About 2ths of the carters used their carts during the last month for
marketing purposes and the majority of them for 1 to S days only. 50 per
cent use:d8 for other purposes and among them again the majority worked for
less than 5 days. Of ‘A’ type carters, 26.8 per cent worked for over 5 days
and 10.7 per cent for 10 days or more. In the two roadside villages, the
carts are used for 2.3 days—O0.8 day for marketing and 1.5 days for other

purposes. _
7.10.3. Distances covered and hours of use of carts

Appendix IV shows the distribution of carts according to the distance
covered per day during the busy and slack seasons. A cart travels, on an
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average, about 15,5 miles a day during the busy season and about 4.2 miles
(ie. nearlty 1th) during the slack season. the darts were used for a
distance of over 10 miles during the busy season while only one cart covered
over 10 miles during the slack season, During the busy season about 78.3
per cent carts covered between 10—20 miles and the remaining over 20 miles
a day. During the slack season, the majority of the carts (i.e., about 75
per cent) covered less than 5 miles and 23 per cent, 5 to 10 miles a day.

87 per cent of those which ran § to 10 miles a day belong to A type.
Thus the A type carters make a more intensive use of carts than the other
types.

It was reported that carts are plied for nearly 14 hours a day for marketing
operations and 4 hours a day for other operations during the busy season
as against 8.3 hours and 5.6 hours respectively during the slack season.
During the slack season the C1 type carters used carts for longer hours
(i.e.; 10 hours) for marketing operations than those belonging to the A type
(who use for 8 hours a day).

7.10.4. Feeding charges

Expenditure on the feeding of cattle is the main recurring item in the
maintenance of a bullock cart, On an average, an expenditure of Rs. 27
a month or 90 nP. a day was reported which is quite low, About 4th of the
respondents reported that they were spending Re. 1 and above (with a
maximum of Rs. 1.12), the remaining reported between 75 nP. and Re. 1.

7.10.5. Income

Aabout 15 per cent of the owners of carts use them for occupational
purposes or as a secondary source of income. The carters reported that they
were charging for a cart load Rs, 3,12 nP, for mandis situnated at a distance
of less than 5 miles, Rs. &90 nP. between 5—10 miles, Rs. 4.38 nP. between
10—20 miles and Rs. 4,50 nP. for those situated beyond 20 miles. Thus, the
average charge per md. ranged from 25 to 37 nP. for distances up to 10
miles and 37 to 44 nP, for distances between 10 to 20 miles.

On an average, the carters re1portcd that they were earning about Rs. 68
a year i.e., Rs. 6 a month. Only two persons reported an income of over
Rs, 100 in the last year, 4 reported between Rs. 50 to 100 and the remain-
ing four between Rs. 30 and Rs. 40. Even during the previous month a
carter had earned Rs. 7 on an average.

Thus, we find that carting provides a r source of income and this
explains the low number of carters running the carts on hire.

7.11. Role of trucks
7.11.1. Frequency of visits of trucks

It was reported that ten years back the entire road traffic used to be
handled by bullock carts. Though the position is gradually changing with the
improvement in the condition of roads, the bullock cart remains the most
important means of transport. Trucks have not been able to penctrate into
the rural area either because of katcha and difficult roads or because cultiva-
tors cannot make much use of them.

The enquiries at the village level in the selected villages revealed that,
except in village Kapista (which is situated only one mile away from a
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pucca rbad), trucks have never visited other villages. Even in village
Kapista, the truck, which comes nearly twice a month, belongs to a rice mill
at Sainthia and comes to collect paddy from the growers in the village. This
too became possible only recently because of the construction of an all-
weather road connecting the village. The village Baliharpur could also be
visited by trucks as the major part of the distance is pucca but the truck
can%o;drcach the village because of a rivulet on the way on which there is
no bridge.

7.11.2. Views of cart owners

Though trucks do not ply to those villages at present, there were a few
respondents in different villages who expressed their liking for trucks, if
available. Appendix V gives their distribution.

In all about 15 per ¢ent of the respondents expressed their desire for the
use of trucks. In villages I1, IV and V which are relatively near the mandi,
i.e., between 5 and 8 miles from it, none appeared to be anxious to use the
trucks. The percentage of these liking to use trucks is higher in the case
of farther villages, i.e., 8.3 per cent in village Saspur which is 12 miles from
the mandi and 28.6 per cent and 33.3 per cent in the case of villages
Baliharpur and Kapista, which are 22 and 19 miles away as against nil in
others situated nearer. Further, the appendix shows that it :s only those in
the higher size of holding groups who have expressed a liking for trucks.
None with less than S acres has expressed a desire for it. 21 per cent of thoso
with 5 to 10 acres and 50 per cent with 10 to 25 acres have cxpressed a
desire for trucks.

7.11.3. The Influencing factors

The main reasons which were reported as influencing the desire for the
use of trucks are given in the statement below :

TABLE 7.21
Distribution of respondents by the reasons for liking to use trucks

No. liking %age of *Percentage mentioning reasons
the use of total res- - A —_
trucks pondents  Better Trucks Distance  Saving of  Bullocks
usc of arc ccono- of mandi time and price
* bullocks mical energy will fall
m ) 3) )] ) ©) 9]
1¢ 15 50-0 40-0 20-0 20-0 10-0

Half of those desiring to use trucks expected that trucks would release
bullocks for their agricultural purposes. About 40 per cent regarded tricks
would be economical. The other reasons mentioned related to the saving
of time and energy. Further it may be added that 90 per cent of these
desired to use trucks for the export of paddy.

sSome respondents have given more than one reason.
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7.11.4, The freight desired

The respondents willing to use trucks said they were ready to p?jy 25 nP.
per maund in the case of paddy in villages I and III. A few are ready to pay
uga;o 37 nP. in village I. ese rates are 5 to 10 nP. less than the hi
charges by the ‘bullock carts. :

7.11.5. Future prospects

The knowledgeable persons thought that whereas ten years back almost
the entire road traffic used to be handled by bullock carts, the position has .
changed. With the improvement in the condition of roads it is estimated that
pow about 25 per cent of the goods arriving at the market from the hinter-
land are brought by trucks. Up to a distance of 10 miles, nearly the entire
traffic is carried by carts. As the distance increases, the importance of trucks
rises and beyond 25 miles most of the goods are carried by them or by rail.

Most villages are either connected wholly or mostly by katcha roads which
are not suitable for trucks, particularly, during the monsoons. In the existing
circumstances the existence of katcha roads puts bullock carts at an advantage
over trucks, Other favourable factors are :—

(a) The bullock carts arc needed for farming opefations. They,
therefore, provide traction for transport almost without addi-
tional cost.

(b) Consignments generally leave villages in small lots, as most of
the produce is brought to the market by growers themselves
without previous collection or pooling by itinerant traders or
cooperatives.

(c) During the return journey from the market after the disposal of
the produce, different commodities needed for household con-
sumption, fodder etc. are also brought back to the village in
the same cart in small lots.

(d) In the case of short hauls, transport by trucks is costlier.

(e) Most of the agricultural commodities do not require any special
care in hauling,

(f) Another factor reported is that when prices of agricultural
commadities are low, the growers have preference to bring their
produce in their own carts so as to avoid additional cost of
transport.
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APPENDIX—I

Distribution of carters in different distance groups by the frequency
of trips during the busy season and the slack season.

N>, of carters in different trip frequency groups.

Di ta ice range

Busy scason

No. m———— ey e Ay ¢

Slack scason

rele- Nil Oae 2-5 5and Nil One 25  §
vant and times above and ti- and
less than lass mes above
one than
one
) @ O @ O ©» O 6@ © )
1. Lessthan 2 miles .. 2 Nil 1 1 —_ 1 1 — Nil
2. 2-5miles .. e 4 — 9 5 -— 11 3,
3. 5-10 miles 28 (=] B2 5 3 20 5,
4. 10-20 miles ., 7 E 2 3 2 1 6 —
5. 20 miles and above.. T, — 1 — — 1 — .,
' ToraL .. $2 4 36 12 5 39 8 Nil
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Percentage distribution of carts according to days of employment for marketing and other purposes.
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PART III
CHAPTER VIII

SUMMING UP

3.1. Introduction

In this chapter, an attempt has been made to put together the salient
findings of the case studies. It is not a complete summary. Nor has it been
considered advisable to aggregate the data for the five mandis and work
out over-all averages., An average picture of five type cases has not much
meaning and has much less of a statistical validity. All that has been done
is to sort out the findings on certain key aspects, e.g., trends in volume of
traffic in the mandi and the villages, the modes of transport used for them,
changes in their relative importance, their economics, scope and prospects.
The findings on these aspects are recapitulated and summed up in this
chapter. The approach has been to analgrse the range of variation in these
along with their underlying reasons.

I. TrRAFFIC AND TRANSPORT IN THE MANDI

‘The nature and volume of traffic
8.2, Volume

The mandis serve as entrgfmt markets, i.e., collection and despatching or
distribution centres for agricultural produce-marketed by the farmers in the
‘hinterland and as distributing markets for non-agricultural consumer goods
needed in the rural areas. In reslpl)ect of the first function, the markets are
generally of the primary type with elements of secondary functions thrown
in in varying degree. As for the second group of functions, they serve usually
as consumer market centres.

The following table shows the changes in the volume of incoming and
outgoing traffic and in the relative importance of local and export demand
in these mandis over the ten years since 1949-50 :

TABLE 8.1

Volume of traffic to and from the mandi in 1959-60 & 1949-50

% increase in % o;!g‘oi-ng's t"o“
1959-60 cver 1949- incomings
50
Mandi State — A N A
Incoming Outgoing 1959-60 1949-50
traffic traffic
¢)) €3] 3 Q) ®) ©®
Tindivanam .. .. Madras +14-3* N.A. 85-2 N.A.
Lasalgaon .. .. Maharashtra . +191-4 +723 66-1 111-8
Sirhind .. .. Punjab +100-3 +136-8 785 67-2
Gorakhpur .. .. UP —0-1) +22-6 38-8 31-6
Salothia .. .. West Bengal +133-6 +99-3 83-1 97-9

*Groundnut only. 120
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During the last 10 years (l.e., over the period roughly from 1950 to
1960), 3 out of 5 mandis have witnessed an appreciable rise in the volume
of incoming traffic, the incresae ranging from 100 to 191 per cent. Figures
for one (Tindivanam) are incomplete but would probably be in this range
also if estimates are made after taking into account the very large increase
in the output of tlfraddy in these areas during this period, It is only in
Gorakhpur that there has been practically no change. The reasons arc
two-fold. First, the yield of paddy and other foodgrains in this area has
not recorded significant increases; secondly, the arrivals from the bordering
areas of Nepal have gone down signiﬁcant}ﬂ.l Some changes in composition
‘have also occurred in one or two cases. ese changes have been brought
.about by a number of factors, namely, changes in the cropping pattern in the
market area, shifts in the relative importance of mandis and relaxation or
imposition of restrictions on movement of foodgrains. The last factor has
led to a spurt in arrivals in one case and to a precipitious decline in another.

In general, therefore, incoming traffic has increased considerably in the mandis
.over this period.

Like the incoming traffic, the outgoing traffic has also risen appreciably
-during the last 10 years, from 23 per cent to 137 per cent in different markets.
A slightly larger proportion of incoming volume is sent out now than 10
years ago in Sirhind and Gorakhpur. As the arrivals have remained stationary
in Gorakhpur, the quantity retained for local distribution to consumers and
other sub-markets has declined. 'On the other hand, this quantity has risen
sharply in Lasalgaon where, despite a doubling of arrivals, the proportion
of outgoings has declined.

8.3. Seasonal variations

Apart from the total volume and the broad structure of traffic, its flow,
i.e., variation in volume from month to month or period to period also has a
bearing on transport requirements and, to some extent, reflects transport
methods and standards. In none of these mandis is the flow evenly distri-
buted throughout the year. It depends mainly on two factors : the marketing
season, and the facilities and ease of transportability, acting separately and
jointly, The marketing activity, its commencement, duration and fluctuation,
depend oa the nature of crops, their harvesting season, the holding capacity
of the grower and other factors. It begins after the harvests are reaped, i.e.,
in October-November for Kharif crops and March-April for the Rabi ones
.and remains at a high level for two to three months thereafter. Its duration
.and fluctuation are influenced by the holding capacity of the growers, price
prospects as assessed by the larger cultivators and the general state as well
as seasonal condition of the roads. As a consequence of the inter-play of
these forces, 2/3 to 4/5 of the inward traffic takes place in about six
out of 12 months. During the remaining months, traffic is at a low ebb
.depending on whether both marketing activity and seasonal factors or only
one of tiese is unfavourable. The construction and/or improvement of
roads that has taken place during the last ten years has tended to reduce

the ﬁonsoon—time dip in the flow of arrivals in some areas specially in
Sainthia,

Though the despatches are generally at a high level in the first two post-
harvest quarters, the seasonal variations are, in general, less marked in the
<outgoing than in the incoming traffic.
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8.4. Intra-market traffic

The total volume of traffic carried by different modes of transport in a
market area is made up of not only the arrivals to and despatches from the
mandi or market centre, but also movement within the market centre or mandi
and movements from the mandi and other sub-centres to the villages in the
hinterland. In terms of symbols, this identity may be written as—
T=Ta+Td+Ti+Tb, where ‘Ta’ stands for the volume of inward traffic
from the villages as well as outside, ‘Td’ for outgoing traffic, “T¥’ for intra-
mandi movements and ‘Tb’ for the volume of goods going back to the
villages. Some idea of the nature of ‘Tb’ will be given in a later section on
the basis of data obtained from the villages. As for the remaining component,
data on the volume of intra-mandi traffic were not collected. But since this
is known to be directly related to the incoming traffic (i.e., Ti=f(Ta) it can
be safely concluded that this has also increased comsiderably and propor-
tionately over the ten-year period.

Modes of transport’

8.5. Intra-mandi traffic

For intra-mandi movement, only the non-mechanical modes of transport
like bullock carts and thelas are generally used on account of short distances
which such traffic has to cover. Trucks have not yet made much of a
dent on this traffic pattern,

8.6. Incoming traffic

Arrivals come mostly by roads. In two of the selected mandis, practically
nothing comes by rail. "In the other three, railways handle between 20 and
50 per cent of the traffic. The relative share of carts in the road-borne
arrivals is shown in the figures given in table 8.2.

TasrLe 8.2
Proportion (per cent) of road-borne arrivals handled by carts

Mandi 1949-50 1959-60
¢)) 3] @)
Tindivanam .. .. .. e e e e 100 96
Lasalgaon .. .. . .. .. .. .. 84 70
Sirhind .. .. .. .. .. o .. . 92 94
Gorakhpur .. .. .. .. .- .. . 95 58
Sainthia .. .. . .. .. .. .. . 98 79

Carts bandle 58 to 96 per cent of the road-borne inward traffic. It is
significant that the share of carts vis-a-vis that of trucks has witnessed a
decline in four mandis, the decline being very sharp in Gorakhpur, signifi-
cantly large in Sainthia and Lasalgaon ard not significant in Tindivanam.
The main reason has been the rise in traffic and availability of pucca roads
on which trucks can Jﬂy, Only in Lasalgaon trucks ply even on katcha
roads and have gained over carts on such roads also. On the other hand,
in spite of the entirc traffic being on pucca roads, inward traffic continues
to be the stronﬁhold of carts in Tindivanam. The trucks ply mainly on
]ongej:r d;.}tifnce auls in these areas and have not tried to penetrate in the
*local’ traffic,
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In Gorakhpur alone the absolute quantity has declined appreciably.
There has been a phenomenal rise in the absolute quantity carried by carts
not only in Lasalgaon but also in Sainthia, despite a marked fall in their
relative share. ‘

The rise in the traffic handled by trucks has been much more than in that
handled by carts. In Lasalgaon and Sainthia, whereas the rise in truck
traffic has been of the order of 421 and 2,261 per cent, the cart traffic has
riség, only by 146 and 73 per cent respectively. In Gorakhpur, the cart
traffic has declined but the truck traffic has gone up. In only Sirhind has
the tise in cart traffic—been more tHan that in truck traffic, namely, 287 and
204 per cent respectively.

The share of trucks is generally higher in the higher distance groups.
They handle 90 per cent of the traffic originating from points between 10
and 20 miles away in Sirhind and 95—100 per cent of that coming from
beyond 20 miles in Gorakhpur, All traffic from beyond 25 miles in Sainthia
comes by trucks. On the other hand, their share is low in the lower distance
groups, e.g., 10—14 per cent in distances below 5 miles in Lasalgaon. All
traffic from within 5 miles in Sirhind and Sainthia comes by carts. The
share of trucks is relatively greater in the more valuable crops, e.g., cotton
in Sirhind, onions in Lasalgaon and paddy in Sainthia.

Carts come to the mandis from long distances. In Gorakhpur, 43 per
cent of carters interviewed were found to be coming from points more than
20 miles away. In fact, 28 to 66 per cent of the carters in 4 mandis came
from the 10—20 miles distance groups, In 3 of the 5 mandis, less than 10
per cent of the carters came from within a distance of 5 miles.

8.7. Outgoing traffic

Rail Vs. Road

The principal channels of despatches are the railways and the roads.
The railways handle 58 per cent to 75 per cent of despatches except in
Tindivanam as shown in the following table :

TABLE 8.3
Modes of transport used for outgoing traffic in 1959-60

°/;, handled by
oA e -— % of the

—
Mandi Road Rail road-borne
-traffic hand-

ied by

trucks

Q) @ €)) @
Tindivanam .. . - . .. 90-0 10-0 1000
Lasalgaon .. .. .. .. .. 27-0 730 100-0
QGorakhpur .. .. .. .. .. 42.0 58-0 70-0
Sainthia .. .. .. . . 25-0 750 460

As despatches are generally bound for long distances, railways, are the
natural and preferred modes of transport. But the roa”c not only account
L/MISPC/63
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for substantial proportions of this traffic in 2 mandis and constitute the
dominant channel in Tindivanam, but have also wrested considerable traffic
from the railways during the last 10 years in all these mandis. These
tendencies have not occurred because of any relative superiority of roads
in respect of freight rate or of advantages of distance and nature of trade,
e.g., predominance of perishable goods, These have resulted mostly from
operational factors, such as shortage of wagons, multiplicity of in-transit
handlings, pilferage, dilatory procedure for claiming damages from railwags.
Even in Tindivanam, where the cost of road transport has been coasiderably
reduced with the availability of diesel trucks and their competitive strength,
increased, shortage of wagons was an important factor so much so that the
railways did not suffer from lack of demand. Other contributory factors have
been the facility of door-to-door delivery, saving of time, etc. In some
areas, construction and improvement of roads have been important cnabling
developments. It is reported that the loss of traffic which has been consider-
able everywhere would not have occurred but for these factors. Only in
Gorakhpur and Sainthia there is some clear-cut distribution of this traffic
between rail and road on the basis of distance—the shorter distances being
served by trucks and the longer by railways.

Trucks Vs. Carts

The figures in Table 8.3 also show that trucks are the dominant mode
of road transport in despatches from all the markets except Sainthia. The
inter-mandi road traffic is, almost all, handled by trucks. Consequently, the
entire outward traffic, not carried by village carts that come to the mandi
and take their requirements on return, for which estimates are not avail-
able—is handled by trucks in 3 mandis, while 70 and 46 per cent of such
traffic are handled by trucks in Gorakhpur and Sainthia respectively. These
comparatively small figures reflect the relatively poor development of roads
in these two areas. As more of highways are constructed in these areas, the
share of trucks in despatches is likely to go up further.

The affinity between distance and mode of transport is clearly discernible
in respect of road transport. The complete exclusion of carts in the despatches
from Tindivanam, Lasalgaon and Sirhind is due to longer distances to which
goods are exported from these markets as compared with those from
Gorakhpur and Sainthia. But even in the last two markets, trucks have gained
heavily over carts during the last 10 years. This share has risen in the former
from 33 to 70 per cent during this period. The shift has been even more
phenomepal in Sainthia where 10 years ago the entire outgoing traffic vsed
to be the monopoly of carts. This transformation has been made possible
by the rapid progress in road construction.

Thus road construction has enabled trucks to wrest traffic both from
the railways and the carts and bids fare to bring about their supremacy in
this field of transport in the near future.

Economic characteristics of transport workers

8.8. Nature of service

Carts and trucks engaged in transport functions in the market area have
been surveyed in two groups, those that operate in and from the mandi
and those found in the villages in the hinterland. Table 8.4 shows the
relative importsnce of different types of transport services performed by
transport workers in the mandi and by those coming to the mandi.
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TaBLE 8.4
Classification of hauliers by nature of work

(Percentage to total number of ‘hauliers)
Cait i residing in mandi Carters coming to mandi

Market p — -_ _

A B C A B C

1 2 3 ) 5 [ 7
Tindivanam .. — NA. = 97 3 Nill

. Llasalgaon . Nil 100 Nil 90 10 Nil
Sirhind .. .. . Nil 100 Nil 94 6 Nil
Gorakhpur .. Nil 100 Nil 67 23 10
Sainthia .. .. 67 23 10 96 4 Nil

A=Carrying their own produce only.
B=Plying for hire only.
C=Carrying their own produce a: well as plying for hire.

The carts and trucks operating from and in the mandi (market ceatre)
generally ply for hire. Only in Sainthia mandi, there is a large number
of carters handling their own produce. As has been seen above, the carts
do not have much scope for handling outward traffic. Their main work lies
in the mandi itself, in the transport of goods from the shops to godowns,
mills, railway stations and similar points, On the other hand, the carters
bringing produce to the mandi from the villages were usunally bringing their
own produce. Only in Gorakhpur there were 10 amongst 30 who were
bringing others’ produce (B & C).

8.9. Occupation

Between 80 and 100 per cent of the sample carters in the mandis had
carting as principal occupation. On the other hand, amongst those coming
from the villages, usually the majority were cultivators.

8.10. Type and ownership

Almost all the carts and trucks possessed by the sample carters and
truckers residing in the mandis and by those coming from outside were
owned by the operators. The carts being used in 4 mandis were all of the
old . Sirhind is the only exception where all the sample carts in the
mandi were of the improved typt with pneumatic tyres.

8.11. Utilisation of carts

The. sample carts which were coming from the villages were generally
not fully loaded as shown by figures in Table 8.5.

TABLE 8.5
Percentage distribution of carters interviewed by the extent of utilisation

Extent of utilisation

Market — —A- -
Less than 1/2 to 3/4 Lcss than
) half 3/4

) 2 3) @
Tindivanam .. . .. .. .. 16-7 16-7 33-4
Lasalgaon .. .. .. o .. 4-8 23-8 28-6
Sirhind .. .. .. .. .. .. 27-8 11-1 38-9
Gorakhpur . .. .. .. .. 6-7 +16-6 23-3
Sainthia .. . - .. .. .. 34-6 34-6 69-2
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The percentage of those carrying less than ome-half of their capacity
ranged from 5 to 35, while those carrying from ##ths accounted for between
11 to 35 per cent. Altogether 23 to 69 per cent of the carts carried less
than #ths of their cagacity. This poinis to the scope either for saving in
transport resources (bullocks and carts) or for their further utilization.

Of the sample carters in the mandi those who followed transport as a
?rincigal occupation usually got full-time (8 hours) work on an average
or 20 to 25 days in a month. The corresponding figure for trucks was
8 to 22 days in 2 month. Beacuse of the relatively larger carrying capacity
of the trucks, the business they get is somewhat more intermittent than the
carts. '

1. TRAFFIC AND TRANSPORT IN THE VILLAGE

8.12. Incoming ftraffic

Fertilizers, oil cakes, cement, diesel oil, kerosene oil are the main com-
modities which are brought to the villages from outside. In Gorakhpur
and Lasalgaon arcas foodgrains like rice, wheat and bajra are aIso brought.

~ Table 8.6 shows the change in the volume of incoming traffic during
the last 5 years and last 10 years,

TABLE 8.6

Percentage rise in the volume of incoming traffic in 1959-60 as compared
with 1949-50 and 1954-55

Percentage risc  in incoming

Mandi traffic
’ lapny —A ==
Over 1949-50 Over 1954-55

m @ ®
Tindivanam .. . . = s o 114 to 131 38 to 30
Lasalgaon .. . . % = 3 N.A, " 103-4
Sirhind .. .. . = -4 - 51-5 29-2
Gorakhpur .. .. .. bl 520-6 360-4
Sainthia .. .. .. .. .. .. 56-9 18-3

The volume of incoming traffic to the villages was higher in 1959-60 than
that in 1949-50 by between 52 and 131 per cent except in Gorakhpur where
the imports leapt up because in 4 of the 6 sample villages, fair price shops
were opened by the government and these catered to the needs of the
neighbouring villages.

In Lasalgaon and Tindivanam areas this occurred mainly because of a
rise in the imports of fertilizers, oil-cakes and manures and in Sirhind on
account of increase in imports of chemical fertilizers and cement. In
Sainthia, coal and in Gorakhpur foodgrains mainly accounted for this rise.

8.13. Outgoing traffic
Volume

Sugarcane and gur, onion, groundnut and cotton among the so-called cash
crops and paddy, wheat, maize among the food crops account for the bulk
of the exports from the villages.
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Between 1949-50 and 1959-60 the ‘wokifhe of the outgoiftg ‘traffic
increased considerably as shown by figures in Table 8.7.

TaBLE 8.7
Percentdge change in the volume of outgoing traffic in 1959-60

i Since Sifce
Mandi 1949-50 1954-55
Tindivanam 22-4 1-4
Lasalgaon N.A. 3-5
Sirnind 39-2 655
Gorakhpur 599 250
Sainthia .. 21.5 13-4

The increase was about 64 per cent (over last 5 years) and 60 per cent in two
mandi areas viz., those of Lasalgdon and Gorakhpur, about 40 per cent in
Sirhind and 22 per cent in Sainthia and Tindivanam. The increase in the
villages near a pucca road was of the order of about 77 per cent, during the
last 10 years, i.e., much more than the average in the other parts of the
market area. The position, however, shows considerable variation among
the markets. In Lasalgaon and Sirhind, the rise in the outgoing traffic from
the villages on or near pucca roads was about 140 and 74 per cent ageinst
the average rise of 64 and 40 per cent respectively. The difference was not
appreciable in the Tindivanam area. The nse in the near-pucca-road villages
was lcss than the average in Gorakhpur due to large rise in the export of
sugarcane from interior villages. In Sainthia, whereas the outgoing traffic
from all villages increased by about 22 per cent on an average, there was a
decline of about 11 per cent in the export from the villages on or near a
pucsa road, mainly because of a fall in the exports of paddy from the road-
side villages in the sample. '

Destinations

The growers ordinarily prefer to send thc commodities to the market
yards or sub-mandis located near the villages. Except in Tindivanam area,
a good percentage of exports (90 per cent in Gorakhpur, about 50 per cent
in Sirhind and Sainthia and 58 per cent in Lasalgaen) went to the nearer
sub-mandis. The proportion is particularly high in Gorakhpur where
sugaroate is collected by the mills at places situated near the villages. In
the Tindivanam market area, on the other hand, the whole of the produce
goes to the selected mandi because of the absence of nearer sub-mhandis.

This preference of cultivators for sub-mandis is attributable to the
following factors :

(a) Growers are able to utilise their own carts which involve no
extra cost;

(b) Carts are cheap for short distances;

(¢) Even small quantities can be disposed of.

However, they like to send certain commodities even to other markets
outside the mandi hinterland, if such miarRets ‘spéciikde particularly in these
commodities as they offer prospects of better returns. Thus, in Sirhind
area cultivators send Gur and Shakkar to the Karuli market.
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8.14. Plsce of agencles in marketing

Most of the produce is brought the growers to the mandis, only
a very small proportion being collected in the villages by itinerant traders.
Exceptions were found only in the following few cases, In Sirhind area,
all the onion from one interior village is collected by traders. From another
village, Mulepur, about one-fifth is collected by traders. In Sainthia area,
addy from Kapista, situated near a pucca road, is collected by mill agents.
n Gorakhpur area, too, it is only from one village, Gopalpur, that a major
portion of the marketable surplus is collected by traders.

8.15. Modes of transport ased for incoming traffic

The position regarding modes of transgort used in carrying traffic from
the villages is conveyed by data in Table 8.2. Attention in the village surveys
has, therefore, been given to the transport used for imports to the villages,
In the hinterland villages of three mandis, Tindivanam, Sainthia and Sirhind,
either all or almost all the incoming traffic comes by carts. In the sclected
villages of Tindivanam, trucks are not used at all. In Sainthia and Sirhind
aress, trucks normally do not visit the villages because long distances of
katcha roads are involved. The prgﬁgrtion brought by trucks to the villages
is the largest, 77 per cent in Gorakhpur. But all the commodities which
came from distances less than 15 miles were found to have been brought by
carts. In fact, the trucks have been used mainly for the import of foodgrains
for Government shops. In Lasaigaon, also, though a major portion is imported
by carts, quite a good proportion, 28.6 per cent was brought by trucks. When
the hauling distance does not exceed 5 miles, only carts are used.

In some of the villages situated on or near pucca roads, trucks are used
much more. In Gorakhpur area, the bulk, about 84 per cent of imports to
such villages was brought by trucks from distances exceeding 15 miles, In
Lasalgaon area, in one village situated near a pucca road nearly 64 per cent
was brought by trucks. In Sirhind, though only 0.4 per cent of the incoming
traffic to the selected villages was brought by trucks, in a village situated on
a pucca road, about 12 per cent was brought by trucks,

Economic characteristics of transport workers

8.16. Caxt-possessing households

In Lasalgaon and Sainthia areas, over 30 per cent of the households in
the villages possess carts, while the proggmon is small in Tindivanam,
namely, 11.4 per cent and smaller still in Gorakhpur, viz., about 5 per cent.
The poverty of cultivators, the relatively small size of holdings and the low
volume of marketed surplus are mainly responsible for this.

Normally, carts are possessed by cultivator-households, In the villages
of the market areas studied, 90 per cent or more of the carts belong to
cultivating families and in two of these, viz., Lasalgaon and Sirhind, almost
all,

8.17, Number of carts and volume of exports

During tﬁc last 10 years there has generally been an increase in the
number of carts, as shown by figures in Table 8.8.
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.ne number of carts has risen by about 16 to 49 per cent in 4 of the
«}ected mandi areas, being most marked in the case of Lasalgaon, Sirhind.
and Sainthia, Rise in production and the prosperity of the cultivators con-
tributed towards this increase. In the Sirhind area, however, the increase is
also attributed to the introduction of paddy, rise in the area under sugarcane
and the break-up of joint families. In Kapista village of Sainthia, the number
of carts has increased because of an improvement in the road connecting
it to the mandi. It is only in the selected villages of the Gorakhpur mandi
that the total number of carts has decreased by about 16 per cent mainly
because of a meteoric fall in the number of carts in one village, Mithaura,
due to restrictions on the movement of goods from Nepal and the increas-
ing use of trucks. In the remaining villages there has been a rise of 83
per cent.

The number of carts rose during both the preceding quinquennia in
four out of five mandi areas. The rate of rise in 3 mandis viz., Lasalgaon,
Sirhind and Sainthia slowed down considerably in the latter quinquennium.
In Tindivanam the rate of rise was accelerated substantially as here trucks
have made little in-roads in the rural areas. In Gorakhpur area an entirely
different tendency has been noticed. Here the number of carts has been
declining due to the decrease in the number of carts in one village.

The rise in the number of carts has been much less than that in the
volume of exports from the villages in 3 mandi areas (including Gorakhpur)
with the result that the volume of exports per cart has risen by 5 per cent to
91 per cent. In Sainthia on the other hand, there has been an appreciable
decline as the rise in the number of carts was faster than that in exports.
Taking the last 10 years, in three mandi areas both the number of carts and
volume of exports have risen. But the rate of increase being slower for the-
former, in two of them the volume of exports per cart has goneupby 1 to S
per cent. In both these areas, rise in the number of carts was much slower
in the earlier half of this period, but the leeway was made good considerably
in the latter half. In Gorakhpur, where there has been a decline in the
number of carts accompanied by a marked rise in the volume of exports,
the traffic per cart has naturally shot up by about 91 per cent. The decline,
however, occurred largely in the earlier quinquennium and in one village
only. In Sainthia, on the other hand, the number of carts has risen much
faster than the volume of exports, bringing about a decline in the volume
of traffic per cart. Here also, the disparity was much greater in the earlier
quinquennium. Thus, there is a tendency for counteracting forces to appear
when there is a disequilibrium between the number of carts and the volume
of outgoing traffic.

8.18. Type of service

Village carts are generally used for private purposes. Only 1 cart out
of the entire sample of 320 has been used purely for hiring and that for
transporting wood from the forest.  Only about 22 per cent of the carts are
used partly for hire. The rest are used either exclusively for personal use or
partly also for carrying the produce of others without payment. The
percentage of those using their carts partly for hire ranges from 8 to 61.
In the roadside villages, use for hire or carrying -others’ produce is a little
greater, being markedly less in one mandi area and slightly less in another
but appreciably higher in the remaining three,
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8.19. Make and capacity of carts

Almost all carts are of the ordinary type, having wooden wheels and iroi
rings. Even the villages in the Sirhind mandi, where improved types of carts
(with pneumatic tyres) have come into vogue, are no exception. The average
capacity of carts ranges widely. Carts in Sirhind-are twice as capacious as
those in Sainthia and Tindivanam, with Lasalgaon and Gorakhpur in-
between. '

The average load carried by carts interviewed at the time of the traflic
survey was found to be appreciably smaller than the average capacity re-
ported for village carts. The difference or the extent of under-utilisation
ranged from 12 to 32 per cent. The capacity of carts possessed by hauliers
in the mandi is generally much greater. This may be due to require-
ments and the condition of roads. The village carts being used gencrally
for carrying small market lots of individual farmers and on katcha roads
tend tc be smaller than those in the mandi which are used for commercial
purposes on pucca roads and over short distances.

8.20. Extent and nature of use

Table 8.9 shows the extent and pattern of use of carts per month for
different mandi areas during the year preceding the date of inquiry.

TABLE 8.9
Extent and pattern of use of carts per month during the preceding year.

No. of Proportion (i%,) of use
days for attributable to
Mand area which carts ~—————A— e — ey
were used Marketing COther
purposes purposcs

W @ ) @
Tiandivanam 2-7 55 45
Lasalgoan 13-4 36 64
Sichind .. 13-1 4 96
Gorakhpur 2-5 40 60
Sainthia .. 8:4 17 83

The carts in villages are used for very few days. During the year pre-
ceding the date of inquiry they were used per month, on an average, for
only about 3 days in two areas, 8 days in one and 13 days in the remain-
ing two. There is pot much difference in the pattern of use among private
carriers and hirers, the period of use by the latter being slightly higher in
3 and slightly lower in 2 mandi areas.

Carts are genperally used more for agricuitural and other operations
than for marketing. Of the total time for which a cart was used, the pro-
portion attributed to marketing was as low as 4 per cent in Sirhind and 17
per cent in Sainthia. In Tindivanam where use for marketing purposes
was the highest, the progortion was 55 per cent. The relative importance
of use for marketing is higher in two mandi areas among those who work
on hire,

On the days on which carts are used, they cover a distance ramging,.
on an average, from about 7 miles to 16 miles during the busy moanths.
In slack months the run is much shorter.
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8.21, Income

Given the non-commercial nature of use, the infrequency of usc and
the preponderance of agricultural operations in the use pattern, it follows
that carts are not a significant source of income to the agriculturists (the
professional carters excluded).

It was reported that the carts provide, on an average, an income of
about Rs. 60 per year in the Gorakhpur area where the number of days
for which carts were used was the lowest. In Sainthia area, where the
carts were used for a longer period, on an average, the annual income
derived came to about Rs. 68. In Lasalgaon and Sirhind areas, the addi-
tional gross income were much higher, Rs. 238 and Rs. 190 respectively.
It is not only the number of days for which a cart is used but also the
commercial content in its use which determine the income from carts.

8.22. Visits of trucks to villages

The data rclatin% to the frequency of visiis of trucks to the villages
bring out that till 10 years back (except in the case of one village each,
in two mandi areas), the trucks were not visiting the villages at all. The
position has changed but little during the intervening decades but the
changes are incident and significant. In Tindivanam area, even now
trucks do not visit the selected villages. In Sainthia, the frequency of
visits by trucks has increased in only one of the six sample villages because
of the recent improvement on' the connecting road. In Sirhind, the changc
is also marked in only one village where, despite its being in the interior,
. more trucks have begun plying. This is due to the very large increase

in the ;g uction of onion which is collected by traders from the village
by trucks. In Lasalgaon, there has been some improvement in the usc
of trucks. In one village, it is attributed to the improvement of the con-
necting road, In another village, the contributing factors are rise in the
production of cotton and the prospect of getting better prices at Lasalgaon.
Even in village Nimgaonjali, richer cultivators join together to enga%c
trucks in the hope of getting higher prices in the main mandi. In Gorakh-
pur area, the use of trucks was reported particularly from two of the sample
vi]lgges, where the change was attributed to the construction of metalled
road.

In the villages situated on or near a pucca road, the frequency of
transport by trucks has also increased a little more. Thus the two main
factors favourable for trucks have been on one side, the improvement in
the condition of roads and on the other, the rise in the production of certain
so-called ‘cash crops’ e.g., onion, cotton, which are either perishable or
relatively more valuable. Another factor, noticeable to some extent, is
the correlation of truck transport with the functional organisation of mar-
keting agencies or links. A shortening of these links through telescoping
or rationalisation may make for a larger penetration of trucks into the
villages. As a case in point, mention may be made of the change noticed
in Sainthia of the role of rice mills which have in recent years been engag-
ing not only in milling but also in wholesale purchase and trucking. This
has led to more of penctration of trucks into the villages on the roadside.

8.23. General

Despite the above factors, the survey shows that the cart continues
to occupy an indispensable place in the rural economy. While carts have
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lost much ground to trucks in the mandis or market centres, they have in-
creased in number in the villages and are not handling any lower volume
of traffic than ten years back. The reasons for this vitality of trucks are
the following :

() The villages are mostly connected with mandis through katcha
roads wgich are quite often narrow, uneven and unfit for use
by mechanical means of transport.

(ii) The unit of farming being small, the marketable sun&lus per -
househould is small and that too is sold in more than one
instalment. Not all the marketable surplus needs be taken
to markets. In the circumstances, carts are both suitable
and economical.

(iii) The growers prefer to send the produce to the ncarer sub-
mandis or even periodical mandis. This practice makes for a
shortening of the hauling distance.

(iv) The cultivators use carts for various agricultural uses like car-
rying fertilisers and manures to the fields, carrying produce
from farm to store house, sugarcane to the crushes or fodder
from distant fields. Thus, their use for marketing operations
involves very little additional outlay or expenditure. Besides,
ownership of carts is a status symbol and, as such is desired
for non-economic reasons also.

Trucks have, however, gained in importance in longer hauls, particular-
ly in the field of despatches from mandis. Here they have secured gains
at the expense of railways as well as carts. On the village side, they will
continue to gain ground with improvement in the condition of roads and
changes in the cropging pattern making for a shift to more valuable, com-
mercial and perishable crops. But the effect of these changes will be slow -
and gradual as long as the market lots continue to be small enough to be
handled by carts. A major shift in the use of trucks can come only after
structural changes, involving changes in the unit of farming and marketing,

take place.
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IIl. BULLOCK CART SURVEY
Traffic Survey Schedule (TSS) (A)—Bullock-Cart

1. ldentification
1.1 Name
1.2 Caste
1.3 Occupation
Principal
Subsidiary
1.4 Name of village
1.5 Distance from mandi (Miles).
1.6. Type of carter :

() Using own cart :

(#) Using not owned cart :
(a) Hired
(b) Borrowed

1.7 Type of cart :

1959-60 10 years back
Total Katcha Pucca
Type ‘A’ Type ‘B’ Type ‘C’
Yes/No Yes/No Yes/No

Old type or with Pneumatic tyres
Maximum weight it can carry (Mds.

2. Mandis where he sold his marketable surplus: last year (1959-60) :-—(Not
relevant for Type B)

Sl Commodity Quantity Months Mandi Distance from

No. (Mds.) this village

Py

Katcha/Pucca
1.
2,
3.
4,
S.

*Types of Carter :

Type ‘A’—Private carter—carrying his own produce only (Including employee,

driver or representative etc. of owner of cart)

Type ‘B'—Public carter—carrying others’ produce.
Type ‘C'—Cartor—carrying his own as well as others’ produce.

3. Mandis for which he got his transport work last year (1956-60) (Not relevant
for type A) )
SL Commodity  Quantity Months Mandi Distance from
No. (Mds.) this village
s —A~ 2]
Katcha  Pucca

B TSI
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4. Commodities carrying :

Commodity Quantity From where picked Where to be sold
(Mds.) up _

AW

5. Commodities intending to carry back :

Purpose

—_
Commodity  Quantity Sale or Consumption If for sale, the place
ds.) where hﬁ proposes to
se

e N

6, (a) Number of times he brought his cart/truck last month,
(b) Number of times he brings his cart per month,
1. During peak season (Specify months).
2. During slack season (Specify months).

7. {a) Would he like to use truck for his produce (Not relevant for type B)
(8) If yes, when, for which commodities and on what freight :

Commodity Months Preight per md. Reaso

8. Hire Charges (Not relevant for Type A) :

Rate per md.
A

ilelow 5 miles Below 10 miles  Below 20 rhiles Above 20 mile?
- - A

Commodity P p—— A — - o~ —_
Katcha Pucca Katcha Pucca Katcha Pucca Katcha Pucca

1.

2.

3.

4,

Signature of Officer filling he Schedule
Countersignature of R.E.O.
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IV. BULLOCK-CART SURVEY
Traffic Survey Schedule (TSS)B)—Trucks

1. Identification

1.1 Name

1.2 Caste

1.3 Occupation
Principal
Subsidiary
Residential address.

Distance of residential place
from the mandi.

Type of driver

1.4
1.5

1.6

(?) Using own vehigle
(11) Using not owned vehicle
1.7 Type of vehicle :

1959-60 10 years back
Type A Type B Type C
Yes/No Yés/No Yes/No

Make Maximum weight it can carry (Mds.)
2. Mandis for which he got his transport work last year (1959-60) (‘Not relevant
for Type A) :
Commodity Quantity Months Maadi Distance from
(Mds.) norinal station
of operation
1.
2.
3.
4,
S.
6.

Types of driver ;
Type ‘A’—Private Carrier—

g his own produce (includes employee or

representative of owner of vehicle).
Type ‘B'—Public Carrier—carrying others’ produce.
Type * ’—«Others——Carrymg his own producc as well as others’ produce.

3. Commodities carrying :

Commodity Quantity

(Mds.)

from where picked  Where to be sold

up

N

4. Commodities intending to carry back :

Commaodity

Purposc

Quuantity

Sale or consumption If for sale, the place
where he proposes

Eal ol 2l
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5. (a) Number of times he brought his cart/truck last month.
() No. of times he brings his cart per month.
1. During Peak season (specify months)
2. During slack season (specify months).

Signature of Officer filling the Schedule
Countersignature of R.E.O.

V. BULLOCK-CART SURVEY
Village Survey Schedule (VS-I)

(o) Date of Filling
(b) Signature of officer who collected the information
(¢) Countersignature of the R.E.O.
V. Particulars of the village :
1.1 Name
1.2 Thana
1.3 Tehsil
1.4 District
1.5 State
1.6 Distance from Mandi.
(a) Katcha
(b) Pucca
1.7 Population
1.8 Occupational distribution of population,

2. Nature and volume of trade in agricultural produce

2.1 Quantities exported (Mds.)
A Y
Years ‘
sl. Commodity '1959-60 Syearsback 10 years back
No.
1.
2.
3
4,
2.2 Quantitles imported (Mds.)
Years
Sl Commodity 1959-60 5 years back 10 years back
No.

ol o\
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2.3 Peak months of exports

Kharif
I~SIL Commodity Months (% of annual export)
0. :
1, 1.
2.
3.
2. 1.
2.
3.
. Rabi
g}, e Commodity Months (% of annual export)
o.
1. 1.
2.
3.
2. 1.
2.
3.
Method of Marketing

% Taken directly by growers to )
(a) Periodical markets
(b) Selected markets
(¢) Other markets

% Collected by itinerant traders
Markets to which agricultural produce was sent in 1959-60

Sl.  Name of Produce Markets  Approxi- Name of Distance

No. mate connect- . —A -~
quantities ing  Katcha Pucca
(Mds.) road

1.

2.

3.

4.

. Places from which goods are brought
Sl. Commodity Scason Places  App. Roads Distance Mode of
No. of Q‘?!- transport
purchase {mds.) ’

1.

2.

3.

4.

List the roads constructed or improved during the last 10 years and indicate what
effect these had on direction of movement of commodities from and to the
village, and the modes of transport used.

Name of road Distance Affect direction of trade
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7. (a) Particulars of Bujlock carts/other traditional, mades

Use Characteristics ‘Number of Carts

" at presont

Ordi- Wide
Pneu-  Sojid-  nary iron-
matic Rubber iron tyre
tyre . tyre tyre

Total. “No, of
owners

1. For transport of own
produce,

2. For hire

3. Partly for own produce
& partly for hize.

. No. 5 years back No. 10 years back
A

—A I - \
Pneu- Solid Ordi- Wide Pneu- Solid Ordi- Wide
matic Rub- nary iron matic Rub- nary iron

Tyre ber iron tyre tyre iron tyre
tyre tyre tyre tyre
1. For transport of own
produce.
2. For hire

3. Partly for own produce
& partly on hire.

7. (b) Please specify reasons for any significant changes in the numbers over the period.

8 Number of trucks visiting the village per month on an average
No.

(/) 10 years back
(#i) 5 years back
(iif) Now

Specify the reasons for the trends noticed,

VI. BULLOCK-CART SURVEY
Village Survey, Schedule (V.S II)

Interview of selected house-holds possessing carts.

(a) Name of village

(b) Distance from the selected

mandi (miles) Katcha - Pucca
(¢) Date of fiiling
(d) Signature of offi-

cer who filled the
schedule,

(e) Countersignature
of R.E.O,

I. Hdentification
1.1 Name
1.2 Occupation 1959-60
(a) Principal
(b) Subsidiary

1.3 Size of holding, if cul-
tivator.

Total

10 years back
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1.4 No. of bullock carts/
hackney carts/thelas,
etc. operated for.

Type of Possession Carrying Carrying E;rrym own pro-
his own  others’ aee-ang alsootl?ers’
produce produce produce

only A —
(@On (» For

hive other

consi-

deration

(1) Owned
(2) Hired
(3) Borrowed
2. Particulars of the cart :
2.1 Date when acquired
22 Expected period of service.
(/) With major repair
(if) With no repairs
2.3 Capacity (For loaded cart)
2.4 Specd per hour, Miles
(@) Pucca Road
(b) Katcha Road
2.5 Particulars of the wheels/tyres :
(a) Wooden/Iron/Rubber
(b) Width of tyre in case of
iron-tyred.
3. Use :
3.1 No.of days whenthecartwasusedfor: ° Last Montk ° Last year

(@) Carrying marketable surplus to the
mandis,

() For other purposes (specify).

3.2 Averagen>. of hours the cart was used per
day : No. of hrs. per day

(a) During busy seasons (mention months). *
(D For marketing operations
(if) For other purposes
(h) During slack season (mention months) :
({) For marketing operations
(i) For other purposes
3.3 Average distance covered per day:
() During busy season
(i) During slack seasom
4, Commodities carried by carts—1959-60 :

Sl. Commodity Quantity To Place of sale
No. carried whom — - A —_—
sold Name Distance from  Distance from
(Trader nearest mandi*  village (mls.)
Trucker r —A— N — A -
etc. Katcha Pucca Katcha Pucca

hwn

*If the place is itself a mandi, this should be noted in this column,



5. Costs :

5.1 Investment
Purchase price of.
(@) Cart
(6) Bullocks/Horse/Mule ete.
(c) Others
8.2 Recurring

1. Feeding charges per day per pair of bullocks/
horses/mules etc.

. Expenditure on repairs and maintenance Last ’o'ne Last one year
moni,

2

3. Rate of hire per day (if taken on hire)

4, Other expenses in the last one month/year.
6. Income

6.1 Hire charges (not relevant for carters using for
private use only) :

Rate per maund
Below S miles  Below 10 miles Below 20 miles Above 20 miles

Eatcha Pucc; 'Katcha Pucca: rlzatcha Puc?a 'Katcha Pucca‘

6.2 Total earnings from the operation of bullock carts,
(a) During the last month
(&) During the last year

7. Factors speclally favourable to the use of bullock carts :
1. Type of roads : Factors
(a) Width
(b) Condition
Size of consignments
Type of commodity
Distance
Capacity on.
(a) Katcha road
(b) Pucca road

hhh R

6. Others
8. Would he like to use a truck? Yes/No
9. If yes, when, for which commodities and on what freight ?

i;. Name of commodity Months Freight permd. Reasons
o, .

1.

2.

3

4.

5.

L/M15PC/63—3,000—19-10-64—GIPF,
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