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EDITOR’SNOTE FOR THE SILVER JUBILEE VOLUME

It is a matter of pleasure and pride to publish
the twenty fifth volume of the journal. Indian
School of Political Economy started bringing out
this journal from 1989. Following the object of
the Schooal, the journal has been devoted to the
study of development of Indian economy, polity
and society.

Since its inception in 1970, the School has
attached great importance to promoting research
on our important societal issues and educating
public opinion onthemthrough acritical analysis
of them. For a number of years, the School con-
ducted training programmes for the elected rep-
resentatives, especially at thelocal governmental
level, asalso for University and college teachers.
As the response of the elected representatives to
such training programmes appeared to become
less enthusiastic with the imposition of Emer-
gency in the country in the mid-’ seventies and as
the University Grants Commission of the country
started itself sponsoring refresher courses for
University and college teachers, we felt the need
for dissemination of analytical studies on current
developmental issues in a different format.
Hence, cametheideaof starting ajournal devoted
to this purpose.

On the occasion of the release of the Silver
Jubileevolumeof thejournal, we have placed soft
copies of al volumes, excepting the last one, on
the website of the School, www.ispe.org.in. For
this silver jubilee volume, we have prepared
author-wise and subject-wise consolidated
indices of the articles published in the journal.
These appear at the end of this volume. While
preparing the subject-wise consolidated index,
where appropriate, we have re-classified some of
the items, for example, from the subject-head of
Finance to Banking or Public Finance and Fiscal
Issues or from to Planning and Economic
Development to Macroeconomics or Invest-
ments, Money and Prices. Where relevant, some
items have been shown under more than one
subject-head, for the convenience of the readers.

Apartfrom servingitsprincipal useful purpose
of easily locating the articles, incidentally, the
subject index shows that over the years, the rel-
ative number of articles on themes in different
areas seem to have undergone some change,
perhaps as the changing economic, political and
social situation have marked a change in the
importance which the researchers have attached
to different themes.

Over the years, the journal has covered
research articles on themes in a wide range of
areas, including agriculture, rural economy,
industry, labour, foreign trade and balance of
payments, money, banking, finance, government
finances, planning and development, education,
health, population, urbanisation, water resources,
women'’s studies, politics, law and constitution,
administration and governance and political
economy, etc. As we depend mainly on the
articles submitted for publication by researchers,
the relative coverage of these different areas of
study has been naturally somewhat uneven. For
example, articles on themes in areas such as
agriculture, rural economy, industry, public
finance, planning and development and politics
seem to dominate in numbers.

Earlier years saw a large number of research
papers devoted to themes related to agriculture.
In fact, the initial years of the journal saw a
number of surveys on different aspects of agri-
culture contributed by the Honorary Fellows and
the staff of the School. Theseincluded surveyson
development of administration of agriculture
(since the Famine Commission in 1880), insti-
tutional finance for agriculture, agricultural
credit, growth and investment in agriculture,
irrigation and water management, impact of
irrigation on productivity of land, dairy devel-
opment through cooperative milk producers
societies, etc. The survey of growth and
investment in agriculture highlighted not only the
reduction in the growth of real fixed capital for-
mation in agriculture but pointed out that the
increasing dependenceon privateinvestment had
resulted in an uneven regional development of
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agriculture and neglect of agriculturaly poor
regions. A similar highly uneven regional distri-
butionof agricultural credit emergesinthesurvey
of agricultural credit. A paper whichrevisited the
critical theme of food management carefully
describes and analyses the working of the system
of publicdistribution of food grainsinthe country
brings out its shortcomings and presents a new
approach to the management of the food econ-
omy. Thenew problemsand pressuresonthefood
economy of the country brought to the forefront
by theadoption of theNational Food Security Act,
including the need for adequately providing for
food and nutritional security to the country’s
popul ation while keeping the food subsidy under
control for our own fiscal balance if not for
eventually arriving at a permanent solution to
food subsidy and public stockholding for food
security to be worked out with World Trade
Organisation, also call for another revisit to the
country’s food economy. Apart from these
important themes, the earlier years saw the cov-
erage of themes such as government intervention
inagricultural markets, agrarian relationsinIndia
since Independence; agrarian relations and pov-
erty; distribution of land holdings in India; land
reforms and agrarian structure in Maharashtra; a
perspective on land-use planning for eastern
India; etc. Many of theseissues till afflict Indian
agriculture, and so, theimportance of these earlier
themes has hardly diminished. While the number
of research papers on agriculture has somewhat
declined over time, some new themes such as
water ratesfor water supplied fromthereservoirs;
political economy of irrigation development;
Panchayati irrigation management systems;
institutional imperatives for watershed devel op-
ment programmes; social change through vol-
untary action; foreign trade in selected
agricultural food commaodities; and agrariancrisis
in  Andhra Pradesh, etc, have received
researchers’ attention.
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Important surveys relating to the area of
administration, such as, Development of
Administrative Services in India, Salaries of
Central Government Employees in India, and
Issues in Decentralised Governance, were pub-
lished in the journal mainly through specia
efforts of the then editor and the staff of the
School. The paper on the salaries of Central
Government employees reviews pay revisions
right from the earliest revision, which took place
in 1856 up to the recommendationsin 1983 of the
Fourth Pay Commission after Independence. It
provides detailed statistics on the census of
employees and the wages and salaries of the
Central Government employees and concludes
(tonguein cheek) that the country "now hasawell
provided Central Service". It ends by quoting a
Planning Commission’s observation that "high
wage public employment could well limit our
ability to sustain amore broad-based programme
for employment generation and poverty allevi-
ation." Subsequent pay revisionsat the Centreand
state levels have continued to throw in disarray
the Union and state government finances and
evokeanumber of research paperson the subject.
However, an update examining the question of
re-structuring government and public sector
employment and wage and salary structurein the
context of the new policy of liberalisation may be
very much in order.

A fair number of papers in the areas of
Industry, Labour, Foreign Trade and Balance of
Payments have been published in the journal. A
unique experiment of the transfer of ownership
and management of sick unit, namely, Kamani
TubesL td. to theworkers' union in thecompany,
following aSupreme Court decision tothiseffect,
was reported and examined in an early issue of
the journal. Papers on Household Purchases of
Textiles: 1972-1987, and Househol d Purchasesof
Textiles: 1972-1987, A Disaggregated Analysis,
based on the rich data of the Market Wing of the
Textile Committee were published in the journal
in the early years of the journal. Given the
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relatively limited thrust in R&D activities in
industry inthe country, writingson thistheme are
alsosomewhat limited. Against thisbackdrop, the
journa published a summary of a thesis on
Research and Development in India, reviewing
the extent of progress of R&D activity in the
country. It subsequently followed it up by a
summary of abook on technological self-reliance
in Indian industry bringing out analytically the
factors determining R&D activities, such as the
sales and expenditure thresholds and the
market-pull necessary intheform of competition,
and outlining the necessary policiesto encourage
greater R& D activitiesin the country, implied by
theanalysis. Follow-up studiesand paperson how
far the new economic policy removing capacity
constraints on industry and encouraging greater
competition, internally and externally, has pro-
moted technol ogical devel opment of industry and
other sectors of the economy are very much
warranted now. Thejournal also published papers
related to individual industries, for example, on
Indian teaindustry, on stabilising sugar industry,
the political economy of Indian sugar, political
economy of jute industry modernisation, tech-
nology issues in India's machine tool sector,
liberalisation, firm sizeand R& D performance of
Indian pharmaceutical industry, pesticides
industry in India: performance and constraints:
performance of Indian iron and steel industry and
competitiveness of the firms, and electronics
industry under liberalisation. There were papers
on different important aspects of industry also,
like: the development of public sector policy in
India; the trends in capacity utilisation in the
Indian manufacturing sector, 1951-1986; market
concentrationinIndian manufacturing sector; and
employment growth in modern small scale
industries. A specia theme paper, Governance,
Supervisionand Market Discipline: Lessonsfrom
Enron (in the US), got prepared at the initiative
of the then Editor, attracted a large number of
Comments, which were also published in the
journal. A paper, defining and characterising the
co-operative as a special and distinct form of
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organising and managing a firm, outlines a
strategy for reviving the co-operatives, drawing
on the maximising principles appropriate for the
co-operative firm.

In the area of Labour, papers on important
diverse aspects of labour were published, for
example, characteristics and trends of employ-
ment in India, 1977-8 to 1999-00:; an inter-
regional analysisof employmentin theorganised
manufacturing sector of India;; factors
determining choice of mode of employment by
the rural non-farm workers; youth employment
and unemployment in India: flexibility and
rigidity in labour market; magnitude, charac-
teristics and correlates of child labour in India
in the 1990s; the conceptual and administrative
boundaries of Bonded Labour System Abolition
Act, 1976, to name afew.

The areas of Foreign Trade and Balance of
Paymentsincluded papers on anumber of themes
related to foreign trade, such asgold exportsfrom
Indiaduring the period 1931-1939; the impact of
diversification of composition of exports; intra-
industry trade in Indian capital goods industries;
and the growth in India s intra-industry trade. A
survey of India s balance of payments - 1948-49
to 1984-85 was followed by areview of India’s
balance of payments: 1985-86 to 1993-94; mak-
ing the need to update the survey to the present
years apparent. Establishment of WTO saw a
number of papers on different aspects of WTO
and impact thereof, giving rise to publications
such as: An Unequa Treaty: World Trading
Order after GATT,; India sRice TradeinaWTO
Regime; and WTO and Sri Lanka' s Farm Trade.
A paper on trade dispute settlement in WTO
covered a detailed account and evaluation of the
various cases of disputes at the WTO initiated
either by or against India.

Intheareaof Banking, papersonBasel 11 from
the Indian perspective and the implications of
Basel 11 for Indian bankswere published in recent
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years. New research paperson Basel 111 would be
welcome now. In the area of Finance, some
important paperscovered themessuch asfinances
of the private corporate sector; and the impact of
stock market reforms on liquidity, based on the
evidence from Bombay Stock Exchange.

Inthe area of Public finance and fiscal policy,
theflow of paperswas more or less even over the
years. A detailed historical review of democratic
decentralisationinIndiaunder the Panchayati Raj
system also addressing the issues of Panchayati
Raj finances for playing the vital role in pro-
motingrural development inthewidest sensewas
published in the journal even before the 73rd and
74th Constitutional Amendments which sought
to place the third tier on a firmer footing. Later
papers on the subject published in the journal
continue to emphasise the role of the Panchayati
Raj system in providing accountability to, and
improving the planning and monitoring of, local
level developmental initiatives and in promoting
amorebalanced regional development. However,
the authors of these papers also lament the inad-
equatedevolution of powersby thestates, enabled
but not mandated by the Constitutiona
Amendments, which has greatly hampered the
Panchayati Rgj institutionsin delivering on these
expectations. Some of the other important issues
examined in theareaof Public Finance and Fiscal
Policy were: tax structure developmentsin India
during 1950-80; fiscal stress and fiscal depen-
dency of Indian States; continuous deterioration
and bleak prospectsof state finances; an estimate
of Government revenue from seigniorage and
inflation tax in India for the period 1952-2000;
the role of population in criteria-based revenue
sharing in India, and another paper critiquing it;
and in more recent years, a paper comparing the
rule-based fiscal consolidation actsin India and
the treaties in European Union. Papers on dyna-
mics of inflations and fiscal deficits drawing
implications for inflation targeting, and the
discretionary monetisation of fiscal deficit for
fiscal discipline, and on the Indian experiencein
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sterilising capital inflows are relevant in the
context of recent developments in monetary and
fiscal policy for the country. In the areas of
Macroeconomics and Investment, money and
prices, papers reporting studies on business cycle
analysis in the Indian context, analysing
money-output dynamics over the business cycle
in the Indian context, and the empirical tests of
the rea business cycle model of the Indian
economy, may be mentioned.

The journal published a number of important
papers over the years on Planning and Develop-
ment. Thefounder-Director and thefirst editor of
this journal especially prepared a paper titled
Development Planning: The Indian Experience,
on the basis of Professor Sukhamoy Chakravar-
ty’ s book on the subject to present his "distilled
experienceof Indianplanning”. A comprehensive
review of the planning and macroeconomic
models of the Indian economy was presented in
another paper. A paper presenting probably the
first model-based estimation of the potentia
growth rates for the Indian economy and the
Indian version of the Okun’s Law was published
in the journal. Another paper on inter-state and
intra-state variations in economic development
and standard of living, published in the journal,
constructed for the first time constant price
comparable series of state domestic product. The
journal published several well-known papers by
Professor Suresh Tendulkar and hisco-authorson
inter-temporal and inter-fractile - group move-
mentsin real levels of living for rural and urban
popul ation of Indiaand related themes, presenting
detailed analysis of the costs and levels of living
based on the datafrom National Sample Surveys.
Theseand other contributionshaveledtoeventual
use of the price and quantity data from the
National Sample Surveys for construction of
commodity and population group-wise price
indices, including their later use in measurement
of poverty. A Report of the Committee on Con-
sumer Price Index Numbers, appointed by the
Ministry of Labour, Government of India
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submitted as early as in February 1978 (also
re-printed in the Documentation section of this
journal) had strongly recommended such a con-
struction of the Consumer Price Indicesin India
It took nearly 30 years for the Government to
implement this very sensible proposal. Attention
needs to be drawn to a paper reporting a careful
comparison of employment, income and food
intake of the poor, based on daily recording of
work, income and food intake of the poor intribal
and non-tribal villages of Odishaand anon-tribal
village of Kerala. One cannot avoid the tempta-
tion to draw attention to two important findings
of this rare piece of research. One, lower
consumption of food and calories goes hand in
hand withlesser timedevotedto productivework,
implying that the now well-known observation
about declining cal orie consumption by the poor
may very well reflect reduced work effort due to
lack of availability of work. Second, with good
land and water management, better accessibility
of food from the public distribution system and
better implementation of government job creation
programmes, the per capita real per day income
andthereal per day food expenditurein thetribal
village of Orissa were higher than those for the
highly literate and better educated popul ace of the
Keraavillage, predominantly dependent on wage
employment in agriculture and non-agricultural
work, and with an inadequate coverage of public
distribution food and availability of work. A
seminal paper on development and environment,
examining the interface of income, health and
environment through an econometric investiga-
tion, was also published in our journal recently,
which happened to be the last publication of the
eminent econometrician, the late Professor A. L.
Nagar.

Paperslike, The Inefficiency Syndromeinthe
Indian Power Sector - Main Issues and Conclu-
sions of a Study, State Road Transport Under-
takingsin India: Critical 1ssues, Constraints and
Emerging Options, Indian Railway Finances- A
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Critical Review of Basic Issues and Emerging
Options, cover crucial areas of power and trans-
port sectors.

A number of papers covering significant
aspects of education were published in the jour-
nal. These included A Survey of Progress of
Education of Women in India 1881-1981,
reporting the progress of femaleliteracy from0.3
per cent in 1981 to 8.9 per cent in 1951 to a still
very low level of 29 per cent in 1981 and aso
drawing attention to the socio-economic effects
of women's literacy and education. A paper
updating the survey of this important theme
would undoubtedly be very useful. Some other
themes related to education addressed in the
papers published in the journal were political
economy of education in India; wastage and
non-participation in education; higher education
under structural adjustment; changing patterns of
financing education; and internationalisation of
higher educationinthecontext of GATS. A paper
comparingthetrends in public expenditure on
education in two educationally backward states,
namely, Andhra Pradesh and Rajasthan shows
that through sustained public expenditure on
education Rajasthan, which was much behind
Andhra Pradesh, has been able to out-perform it
in educational development. Y et another paper
reports how devolution of powersto local bodies
as part of decentralised planning in Kerala could
make a salutary impact on aided government
lower primary schools, whichwerefacing athreat
of closure due to declining enrolement.

Thejournal being devoted to the study of the
development of Indian economy, polity and
society, includes awide range of research papers
in the areas of political science and sociology
besidese. A significant number of important
research papersin Politics, Law, and Constitution
have been published in the journal. A Review
Article, Do’'s and Don’'ts in Constitutional
Amendments, among other things criticised the
73rd and 74th Amendments for disturbing the
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basic structure of the Constitution by creating a
third tier of constitutional organs thus curtailing
the power of the States. Four papers specially
written for the journal by the late Professor
Satyaranjan Sathe on judicial activism werelater
published together separately as a well-known
book onthesubject. A leading paper inthevolume
on Political Partiesand Electionsin I ndian States:
1990-2003, entitled From Hegemony to Con-
vergence: Party System and Electoral Politicsin
The Indian  States, 1952-2002 provided an
overview of the evolution of party system at the
statelevel and brought out aparadox involving a
trend towards opening of competition among
political parties leading to "the tendency for the
major players in the party political arena to
become like one another". Some other notewor-
thy papers in the area of Politics, Law, and
Constitution are: Development and Decay of The
Indian Polity; Supreme Court Guidelines on
Reservation Policy: An Evaluation; The Political
Economy of Populist Programmes; Panchayatsin
India - Approaches and Ground Redlities in a
Historical Perspective; Party Politics and
Outsourcing Policies in  US: Implications for
India's IT-BPO Industry; etc. A seminar on the
theme of political response to economic re-
structuring stimul ated aresearch paper on Voters
Response to Economic and Governance
Outcomes and Electoral Trade-off between
Inflation and Growth: Evidence from 2009 Lok
Sabha Election. The paper finds evidence that
vote sharesfor the Indian National Congressand
theBharatiyaJanataParty inthe statesin the 2009
L ok sabhael ectionswereinfluenced by consumer
priceinflation, growth rate of per capita net state
domestic product, the density of rural and urban
roads, the employment and income supplement
provided under the National Rural Employment
Guarantee Act and subsidised food grains pro-
vided through Public Distribution System in the
states. Itidentifiesthe electoral trade-off between
consumer priceinflation rate and the growth rate
of per capita NSDP and the other factors causing
shifts in this trade-off relationship. The results
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need to be further examined by considering other
elections (for instance, the decisively path-
changing verdict of the 2014 Lok Sabha elec-
tions), larger data sets (for example, analysing
voting patterns at constituency level) and more
refined econometric methods (such as the seem-
ingly unrelated error estimation or the probit or
logit models). Thepossibility of incorporating the
electoral trade-off between inflation and the
growth rate with thelong-run economic trade-off
between them in the familiar macroeconomic
models also holds promise to take the analysis of
the related policy choice further.

Research papers in sociology were relatively
fewer in number, especially in the earlier years.
They mainly related to the study of the disad-
vantaged sections of society. An insightful lead-
ing paper inthevolumedevotedtothetheme: The
Scheduled Castes: An Inter-Regional Perspective
pointed out "Today one might aswell say that the
changing situation of the Backward Classes, of
which the Scheduled Castes form an important
part, provides the best insight into Indian society
asawhole." Summing up the situation assessed
in apaper on Tamil Nadu in the same volume, it
observes that "the possibility of different Dalit
castes coming together looks remote at the
moment” and asksto what extent the story would
not be the same in other parts for "Party politics
does change things, but the social structure hasa
way of reasserting itself when too many things
are sought to be changed in too short a time."
Some other papers in this area include: Devel-
opment of Policy towards Socially and Educa-
tionally Backward Classes, Dalit Question of
Inequality, Exploitation and Mobilisation (A
Micro View of Ground Redlities); Integrating
Dalits with Caste-Hindus: The Story of Ekatma
Sama] Kendra; The Traditional Maharashtrian
Village: Gavgada, Resume and Reflections; and
Continuity and Change in A Tamil Sambavar
Village. In the area of women’'s studies, the
journal published research papers such as
Employment of Women in India, Progress of
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Education of Women in India 1881-1981,
Women and Public Policies in India, Increasing
Gender Bias in Rura Economy of Madhya Pra-
desh, and Violence and Atrocities against Dalit
Women in Rural Uttar Pradesh.

Recent issues/volumes of the journal have
sometimes been theme-based. These have
included themes, such as The Scheduled Castes:
An Inter-Regional Perspective; Political Parties
and Elections in Indian States: 1952-2003; is
There a Case for Re-Organisation of States?
These have been based on the annual Dandekar
Memorial Seminarsorganised by the School. The
School made a grant to the Centre for Study of
Developing Societies, New Delhi, to include in
the exit polls conducted by them questions to
attempt tofind out why peopl e voted theway they
did. This resulted in a volume of the journa
largely devoted to the theme on caste dynamics
and political process in Bihar. Two volumes of
the journal were devoted to the important topical
theme of "Is There a case for Re-Organisation of
States?', one including selected research papers
and Notes prepared for the seminar on the theme
and extensively revised after the seminar and the
other reporting fully the proceedings of valuable
deliberations in the seminar by eminent econo-
mists, political scientists, sociologists, activists
and political leaders. The papersand proceedings
bring out the richly diverse economic, political,
administrative, ethnic arguments for and against
re-organisation of the states.

Thepresent twenty-fifth volume of thejournal
isdevoted tothethemeof urbanisation. Itincludes
three papers on the trends in urbanisation since
1951, urban employment in manufacturing and
issues relating to urban transport and urban
transport policy. The School has been focusing
on thiscritical areain recent years and has been
conducting researchinit and organising seminars
on related themes. We are thankful to Professor
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S. Sriraman, Honorary Fellow of the School and
Joint Editor of the journal, for editing this special
volume.

A unique feature of the journa has been a
section of Documentation, which includes
extensive excerpts from official (and sometimes
other) documents, which are not readily acces-
sible. Some of the notable inclusions under this
section have been: M.G. Ranade's Lectures on
Trade (a translation by the late Professor N. V.
Sovani of the original lecturesin Marathi, deliv-
ered in 1872-73); Report on the Territories
Conquered from the Paishwa, Submitted to the
Supreme Government of British India by the
Hon'ble Mountstuart Elphinstone, Commis-
sioner, 1872; Report of the Deccan Riots Com-
mission appointedin India(on The Causes of the
Riots which took placein the year 1875, in the
Poonaand Ahmednagar Districts of the Bombay
Presidency.); Royal Commission on Indian Cur-
rency and Finance, 1926; Report of the Royal
Commission on Agriculture, 1928; Report of the
University Education Commission, December
1948 - August 1949; Report of the States Reor-
ganisation Commission, 1953; Ambedkar, B.R.,
Thoughts on Linguistic States, 1955; Indian Tax
Reforms, Report of a Survey, 1956, by Nicholas
Kaldor; Report of The Committee on Consumer
Price Index Numbers, Government of India,
Ministry of Labour, February 1978, Report of
The Committee on Controlsand Subsidies, 1979;
Report of the Commission on Centre-State
Relations; Report of the Land Acquisition
Review Committee on Land Acquisition Act,
1894; Urban Land Policy; Urban Housing;
Industrial Policy Resolutions of the Government
of India, from 1956 to 1999; Conclusions and
Recommendations from the Report of the Back-
ward Classes Commission (Kaelkar). 1955;
Report of the Backward Classes Commission
(Mandal) 1980; the Judgement of Supreme Court
of India on Kesavananda v. State of Kerala
(1973); Committee on Child Labour, 1979:
Report; National Policy on Child Labour, 1987;
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United Nations Convention on the Rights of the
Child, 1989; Methods of Estimation of States
Tax Revenueby Different Finance Commissions;
TheText of the General Agreement on Tariffsand
Trade, Geneva, July 1986; World Trade
Agreement, 1994; Basel Committee on Banking
Supervision International  Convergence of
Capital Measurement and Capital Standards,
July 1988; Basel Committee on Banking
Supervision, International  Convergence of
Capital Measurement and Capital Standards, A
Revised Framework, June 2004.

The journal occasionaly also included spe-
cialy compiled Statistical Supplements provid-
ing statistics on important aspects. Noteworthy
among these are: Statistical Supplement to the
issueon The Scheduled Castes: An Inter-
Regional Perspective, based on the Census,
All-India Educational Surveys and National
Sample Surveys, Statistical Supplement relating
to Electionsin India, 1952-2003, and updates for
2004-2009; Selected Educational  Statistics
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1990-91 and 2003-2004; Analysis of Budgeted
Expenditure on Education 1998-99 to 2000-01,
and 2002-03 to 2004-05; Statistical Supplement
based on Crimein India, National Crime Records
Bureau, 1999, 2003, 2007.

We conclude this Note by placing on record
our deep appreciationfor thetirelesseffortsmade
by the previous editors of the journal, the late
ProfessorsV. M. Dandekar and A.SNadkarni and
Professor Nilakantha Rath, the authors who
contributed to the journal for their scholarship,
referees who enabled the journal to keep a high
standard, the staff of the School for their com-
mitment to the work of the School, and to the
readersfor their support to thejournal. It ishoped
that this brief review of the writings published in
the journal during the past twenty five years will
stimulate greater interest among the researchers
to contribute to the further development of the
journal and among thereadersto keep reading the
journal critically.



OVERVIEW OF NON-FARM SECTOR IN URBAN MAHARASHTRA

Sharadini Rath

Dynamics of the non-farm economy has been shifting quite dramatically over the period
between 1991 and 2005, showing very significant impact on the potential for employment in this
whole sector. While urban areas have added large numbers of non-farm (other) workers by 2001,
they have not found regular enterprisejobs, sincethese very areas havelost hiring capacity by 2005.
Theincreasein enterprisesin rural areas seems to have been able to absorb the smaller increases
inrural other workers. Thiscan be extrapolated to mean that urban areas added mostly casual, not
regular, employment in the non-farm sector, and rural workers might have fared better by getting

regular jobsin greater proportion.

1. INTRODUCTION

This note sets out some salient features of the
patterns of changes in the non-farm sector of
urban Maharashtra. The data sets used here are
mainly the Economic Census of 1998 and 2005,
along with referencesto the popul ation census of
1991 and 2001 and the seriesof Annual Surveys
of Industries from 1998 to 2008. All these data
sets shed light on different aspects of the non-
agricultural economy of the state. An exhaustive
review of al this data in all its possible
permutationswill betoo complex. A morelimited
attempt under taken herehasbeento focuson the
following aspects of this economy:

1. After giving some initial figures for the
rural - urban distribution of basic parame-
ters, to focus on the urban non-farm
economy.

2. After somebasic overview of all sectors of
the non-farm economy, to focus mainly on
manufacturing and its various components.

3. To analyse the data from the point of view
of employment generation capacity of the
enterprisesin this sector and its evolution.

The reasons behind these choices are domi-
nated by the fact that while GDP growth ratesare
guoted in order to point out the increasing
contribution of themanufacturing sector, it would
be interesting to see in some detail how
employment hasfared inthisgrowth story. While
migration might be considered an indicator of
distress in agricultura employment, does the

non-farm economy, when studied in some detail,
throw up distress signalsthat point to underlying
weaknesses?

The other major reason for focus on these
aspects is to study the intra-state, district level
variations. Do regiona imbalances in the non-
farm sector remain predictable, or are there
indications of rooting of manufacturing in new
areas of the state? Against the background of
difficulties of land acquisition for industry, have
urban areas other than the traditional Mumbai -
Thane - Pune patch seen asignificant rise in this
sector, and if so what isits nature?

The am is to create as diverse a picture of
urban non-farm industry and employment as
possible, so asto create afactual basis on which
past and present policies can be discussed.

2. THE DATA BASE

There are 3 basic data bases used in this note.
Thepopulation censusof 1991 and 2001 are used
sparingly, mainly for an estimate of the agricul-
tural and non-agricultural worker numbersinthe
two years. The annual growth rates for these will
be used to make smple projections for the two
main years for which data is presented here. The
main data that has been analysed in some detail
isfrom the Economic Censusfor two years; 1998
and 2005. Thisisacensusof all enterprisesother
than crop husbandry and isaremarkable exercise
of the Central Statistical Organisation (CSO). All

Sharadini Rath is Affiliate Fellow of the Indian School of Political Economy and Independent Consultant. E-mail:

srath66@yahoo.com
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non-farm enterprises are covered, private and
public, own account and hiring. This does not
count casual labour, but gives other information
about these enterprises, such as owner profiles,
fuel, seasonality and so on. Not all these param-
eters will be covered here. The focus will be on
the employment aspect, by various sectors.

The other set of datais the Annual Survey of
Industries (ASI). These pertain to an annual
sample survey of all registered industries; those
with 10 or more workerswhich use some source
of power, and those with 20 or more workers
which have none. Thisgivesdataon all workers,
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regular and contract, along with input and output
values, which is not available in the Economic
Census.

The Economic Census gives data up to afour
digit classification of enterprise and covers all
sectors of the non-farm economy, while the AS|
givesdatamainly for manufacturing up to a two
digit classification. The ASlI sample includes
closed units, but the Economic Census does not.

3. SOME BASIC NUMBERS

Maharashtra is among the most urbanised
states in India. In the years 1991 and 2001, the
basic population figures looked as follows:

Table 1. Basic Compar ative Demographic Figures for 1991 and 2001

Population Census 1991
Rural Urban Total Urban share %
@ @ (©) ) ®
Main workers 21,357,892 9,648,217 31,006,109 31.12
Cultivators 9,880,708 291,400 10,172,108 2.86
Agri labour 7,817,104 496,119 8,313,223 597
Other workers 3,660,080 8,860,698 12,520,778 70.77
Marginal workers 2,646,955 462,853 3,109,808 14.88
Total workers 24,004,847 10,111,070 34,115,917 29.64
Total population 48,335,701 30,601,486 78,937,187 38.77
2001
Main workers 21,853,804 12,894,249 34,748,053 37.11
Cultivators 9,963,811 217,897 10,181,708 214
Agri labour 7,282,065 359,154 7,641,219 4.70
Other workers 4,607,928 12,317,198 16,925,126 72.77
Marginal workers 5,407,627 1,017,671 6,425,298 15.84
Total workers 27,261,431 13,911,920 41,173,351 33.79
Total population 55,777,647 41,100,980 96,878,627 42.43
% rise
Main workers 2.32 33.64 12.07
Cultivators 0.84 -25.22 0.09
Agri labour -6.84 -27.61 -8.08
Other workers 25.90 39.01 35.18
Marginal workers 104.30 119.87 106.61
Total workers 13.57 37.59 20.69
Total population 15.40 34.31 2273
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Urban M aharashtraadded both popul ation and
workersin far greater measure than rural areas.
While remaining dominant in absolute terms, the
rural workforce stagnated, and most main
workerswere added in urban areas. Mainworkers
in urban areas remained largely nonagricultural,
while in rural areas agricultural labour reduced,
adding other workers in greater proportion.
Urbanareasincreasedtheir shareof other workers
from 70.77%to 72.77% and remained dominant
in non-farm employment generation. While
marginalisation of labour occurred everywhere
in large measure, urban areas contributed a very
small proportion of them, about 15%. Urban
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population rise, saturation of employment in
agricultural, and the steady march of non-farm
occupationsisthe main story of the decade of the
1990'sin Maharashtra.

Keeping in mind the analysisthat will follow,
it is worth taking a closer look at the regional
dimensions of these phenomena in the urban
context. The four districts of Mumbai, Pune,
Thane and Nagpur have traditionally been the
most industrialised and urbanised in the State.
They continued to hold this status, and by 2001
had an even larger share of these aspects of the
state than in 1991.

Table 2. Contribution of Urban Areas of Mumbai, Pune, Thane and Nagpur Districtsto Urban Maharashtra

Mumbai, Pune, Thane, 1991 2001 % rise % sharein 1991 % sharein 2001
Nagpur urban total urban total
(€ @) (€) (@) ©) (6)
Main workers 6,033,801 8,278,064 37.19 62.54 64.20
Cultivators 49,357 40,374 -18.20 16.94 18.53
Agri labour 54,263 43,229 -20.33 10.94 12.04
Other workers 5,930,181 8,194,461 38.18 66.93 66.53
Marginal workers 334,506 544,927 62.91 72.27 53.55
Total workers 6,368,307 8,822,991 38.55 62.98 63.42
Total population 18,157,041 24,695,511 36.01 59.33 60.08

About 60% of the urban population of the state
remained concentrated inthesefour districts. The
share of urban Mumbai, Pune, Thane and Nagpur
(MPTN) districts in urban main workers rose
from 63.54% to 64.20%. So the contribution of
the remaining 26 districts of Maharashtra put
together to urban main workers actually dropped
from 37.46% in 1991 to 35.80% in 2001. They
also contributed a full 66% of other workers to
the state economy. Marginalisation was low in
MPTN areasand their share reduced further from
72.27% in 1991 to 53.55% in 2001, giving a
pointer to the distressin rural employment on the
onehand, and therelativevitality of thenon-farm
sector in these areas, on the other.

A similar urban - rural picture can be figured
out from the Economic Census of enterprisesfor
1998 and 2005 in Table 3. Thiswill helptofill in
at | east part of thestory behindthe’ other workers
in the population census.

Table 3 gives afairly complete picture of the
evolution of non-farm enterprises in the state.
Enterprises remain evenly divided between rural
and urban areas in the two years. In 1998, the
moreintuitive sense of urban areas carrying most
of the hired workers, with workersper enterprise
being much higher than in rural areas prevailed.
However, this has changed quite drastically by
2005 in somewhat strange shifts. It is rural
Maharashtra that is seen to be adding workers,
total and hired, whileurban areashavel ost ground
heavily, with an actual drop in hired workers of
3.4%. The share of urban areas in total workers
droppedfrom 64.69% in 1998t0 60.88% in 2005.
Overdl, the hiring capacity of non-farm enter-
prises has dropped from 3.23 workers per
enterprise in 1998 to 2.67 in 2005, but the most
significant of this reduction has been in urban
areas. Rural enterprises remain largely own
account, with very low hiring capacity. It will
helptolook at thisshiftin dlightly different terms.
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Table 3. Basic Parameters from the Economic Census of 1998 and 2005

Economic Census 1998
Rural Urban Tota % urban share

(1) (2 (3 (4 (5
No. enterprises 1,613,352 1,620,670 3,234,022 50.11
Tota workers 3,688,254 6,756,464 10,444,718 64.69
Hired workers 1,495,398 4,781,505 6,276,903 76.18
Total workers/ent 229 417 3.23
Hired workers/ent 0.93 2.95 1.94

2005
No. enterprises 2,112,365 2,121,575 4,233,940 50.11
Tota workers 4,424,042 6,884,468 11,308,510 60.88
Hired workers 2,082,094 4,618,725 6,700,819 68.93
Total workers/ent 2.09 324 2.67
Hired workers/ent 0.99 2.18 1.58

Yorise
No. enterprises 30.93 30.91 30.92
Tota workers 19.95 1.89 8.27
Hired workers 39.23 -3.40 6.75

Table 4. Rural - Urban Divide by Number of Hired Workersin Number of Enterprises

Enterprises 1998
No. hired workers Rural Urban Tota urban share
(1) 2 ©) ) (5
0 1294517 968671 2263188 42.80
1t010 299905 589287 889192 66.27
11to 50 16713 53006 69719 76.03
51to0 99 1102 5168 6270 82.42
100 & more 1115 4538 5653 80.28
Total 1613352 1620670 3234022 50.11
2005
0 1443882 1084078 2527960 42.88
1t0 10 646339 991552 1637891 60.54
11to 50 19583 37873 57456 65.92
51to 99 1292 4354 5646 77.12
100 & more 1269 3718 4987 74.55
Total 2112365 2121575 4233940 50.11
% rise
0 11.54 11.91 11.70
1t010 115.51 68.26 84.20
11to 50 17.17 -28.55 -17.59
51to 99 17.24 -15.75 -9.95
100 & more 13.81 -18.07 -11.78
Total 30.93 30.91 30.92
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Table 4 makes the rural - urban shift between
1998 and 2005 clear by separating enterprise
number by number of hired workers. The domi-
nant category in both rural and urban areas
remained the own account, non-hiring (0)
enterprisewith asteady growth of about 11% over
7 years. The biggest growth has comein the low
hiring enterprises (1to 10 hired workers) in rural
(115.51%) and urban (68.26%) areas. For higher
hiring enterprises, urban areas dominated in
absolute numbers in 1998. But by 2005 all the
growth hastaken placein rural areasandin fact,
urban areas have lost ground heavily, leading to
adrop in their share and overall growth rate for
these enterprises.

It can thus be seen that the dynamics of the
non-farm economy has been shifting quite dra-
matically over theperiod between 1991 and 2005,
showing very significant impact on the potential
for employment inthiswhol e sector. While urban
areas have added large numbers of non-farm
(other) workers by 2001, they have not found
regular enterprise jobs, since these very areas
have lost hiring capacity by 2005. The increase
in enterprisesin rural areas seems to have been
ableto absorb the smaller increasesin rural other
workers. This can be extrapolated to mean that
urban areas added mostly casual, not regular,
employment in the non-farm sector, and rural
workersmight havefared better by getting regular
jobsin greater proportion. Using the annualised
growth rate of other workersfrom 1991 to 2001,
we can extrapolate their numbers for 1998 and
2005. By subtracting the enterpriseworkers from
the Economic Census data, we can arrive at an
estimate of casual labour for thetwo years. There
were 50.17 lakh casual workers and 104.44 lakh
enterprissworkersin Maharashtrain 1998. They
roseto 77.85lakh casual workersand113.08 lakh
enterprise workers by 2005. Casual labour rose
by 55.17%, while regular enterprise workforce
rose by only 8.27%.
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The rise of the tiny unit with 1 to 10 hired
workers and the simultaneous loss of large units
do not portend well for this entire sector, and we
will look at this in more detail in subsequent
sections. The regional dimensions of this phe-
nomenon also reveal some startling results.

The population and enterprise census from
1991 to 2005 give a very interesting picture of
urbani sation on the one hand, and the generation
of non-farm employment on the other. The
relationship between the two is not smple.

Withthisbrief tour of therural - urban balance
in non-farm employment in Maharashtra, we
shall now move on to focus only on urban areas
and look at the sectoral spread within nonfarm
enterprises and their employment evolution. We
shall also look at regiona variations in these
parameters at the district level.

4. SECTORS OF THE NON-FARM ENTERPRISES

The Economic Census enterprises can be classi-
fied at several levels. Thefirstisthemost broad,
dividingthemupinten sectors. Thisisused across
many agencies and is as follows:

1. Animal husbandry, agricultural services,
forestry and fishing (primary)
Mining and quarrying (mining)
Manufacture and repair (manufacture)
Electricity, gas and water (EGW)
Construction (construction)
Wholesale and retail trade (trade)
Hotels and restaurants (hotels)
Transport, storage and communications
(TSC)
Financial intermediaries, real estate, busi-
ness services (finance)
Public administration, defence and other
community, social and persona services
(sociad)

ONoOOAWN

©

10.

Thisbroad classification can be used with the
enterprise census data for 1998 and 2005 for
urban Maharashtra to give a preliminary insight
into the sectoral behaviour of non-farm enter-
prises and employment.
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Table 5. Broad Sectoral Evolution of Number of Enterprisesin Urban Maharashtra from 1998 to 2005 by Hired Workers

Enterprises 1998
Hired workers

0 1to 10 11to 50 51t099 100 & more Tota % share
(1) (2 (3 (4 (5 (6) (7) (8)
Category
Primary 24,676 3,868 269 18 9 28,840 1.78
Mining 255 159 69 8 16 507 0.03
Manufacture 188,769 148,638 16,582 813 988 355,790 21.98
EGW 62 381 176 21 31 671 0.04
Construction 12,203 7,368 683 31 21 20,306 1.25
Trade 507,185 241,297 4,196 159 107 752,944 46.51
Hotels 32,225 40,403 4,348 182 98 77,256 477
TSC 81,940 28,523 2,048 278 387 113,176 6.99
Finance 37,831 38,063 8,758 994 472 86,118 5.32
Socia 82,885 79,467 15,742 2,659 2,405 183,158 11.31
Tota 968,031 588,167 52,871 5,163 4,534 1,618,766 100.00
Y%share 59.80 36.33 327 0.32 0.28 100.00

2005
Primary 17,627 6,326 160 11 4 24,128 1.14
Mining 766 875 59 7 6 1,713 0.08
Manufacture 194,701 226,637 8,956 836 838 431,968 20.36
EGW 305 925 334 45 33 1,642 0.08
Construction 16,515 12,134 304 32 22 29,007 1.37
Trade 534,149 422,324 3,824 286 215 960,798 45.29
Hotels 28,462 54,814 2,484 132 87 85,979 4.05
TSC 119,495 53,749 1,629 236 333 175,442 8.27
Finance 49,099 69,169 5,958 517 449 125,192 5.90
Socia 122,959 144,599 14,165 2,252 1,731 285,706 13.47
Tota 1,084,078 991,552 37,873 4,354 3,718 2,121,575 100.00
% share 51.10 46.74 1.79 0.21 0.18 100.00
%rise

Primary -28.57 63.55 -40.52 -38.89 -55.56 -16.34
Mining 200.39 450.31 -14.49 -12.50 -62.50 237.87
Manufacture 314 52.48 -45.99 2.83 -15.18 2141
EGW 391.94 142.78 89.77 114.29 6.45 144.71
Construction 35.34 64.69 -55.49 3.23 4.76 42.85
Trade 5.32 75.02 -8.87 79.87 100.93 27.61
Hotels -11.68 35.67 -42.87 -27.47 -11.22 11.29
TSC 45.83 88.44 -20.46 -15.11 -13.95 55.02
Finance 29.79 81.72 -31.97 -47.99 -4.87 45.37
Socia 48.35 81.96 -10.02 -15.31 -28.02 55.99

Total 11.99 68.58 -28.37 -15.67 -18.00 31.06
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Table 5 shows that the pre-eminence of
Wholesaleand Retail tradewasmaintained as the
largest contributor to enterprises with a share of
45 - 46% in both years, with a growth rate of
27.61% over the 7 years. In 1998, Manufacturing
and Repair wasthe next largest contributor with
21.98% share, with Public Administration and
Others being in third place with 11.31%. How-
ever, by 2005, this picture has changed. Man-
ufacturing hasdeclinedto a shareof 20.36% with
a growth rate of only 21.41%, Public
Administration hasincrease its shareto 13.47%,
with a growth rate of 55.99%. The other sector
that has made a strong showing is Transport,
Storage and Communications, with a healthy
growth rate of 55.02% and a share of 8.27% in
2005. This sector contains all computer and
peripheral related development activity, includ-
ing hardware and software.

However, none of these big contributorsto the
enterprise count in urban Maharashtra show any
growth inthehiring categorieslarger than 1to 10
hired workers. In fact, they show a sharp decline
across the board.

Own account, non-hiring enterprisesremained
the largest proportion across sectors. However,
their sharedeclined from 59.8%in 1998t0 51.1%
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in 2005. The lowest hiring enterprisesincreased
their share substantially from 36.33% in 1998 to
46.74%in 2005. All higher hiring categories|ost
ground across sectors. To look at the effect of this
pattern of growth on employment, let uslook at
hiredworkersinasimilar table. Theimpact of the
growth of own account and low hiring enterprises
over this period becomes apparent in Table 6.

Urban Maharashtra lost 3.25% hired workers
over this 7 years periodl. In terms of growth of
hired workers, both Manufacture and Public
administration have lost ground, with growth
rates of -12.62% and -16.53%. Even Transport,
Storage and Communications has a negative
growth of hired workers, at -8.54%. So the big
ticket sectors have grown in terms of the number
of units, but have not hired workers at the same
rate. Hired workersin low hiring enterprises saw
a large jump both in absolute numbers (49.3%)
and in their share of total hired workers from
32.37% in 1998 to 49.95% in 2005. This was at
the cost of hired workersin larger units.

In order to view these numbers in the proper
perspective, it is instructive to see what kind of
unitswerebeing set up inthelow hiring category,
by examining their fuel use status.
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Table 6. Number of Hired Workersby Sector and Hired Worker Category for 1998 and 2005

Hired workers 1998

1to 10 11to 50 51t099 100 & more Tota % share
(1) 2 ©) ) (5 (6) (7
Category
Primary 11,608 4,900 1,276 1,584 19,368 0.41
Mining 622 2,000 526 18,164 21,312 0.45
Manufacture 458,754 330,555 56,570 500,970 1,346,849 28.21
EGW 1,374 4,230 1,451 14,738 21,793 0.46
Construction 22,340 13,296 2,201 4,504 42,341 0.89
Trade 508,820 75,700 10,674 30,800 625,994 13.11
Hotels 131,447 75,908 12,328 27,759 247,442 5.18
TSC 67,328 43,831 19,149 210,424 340,732 7.14
Finance 119,751 194,618 67,583 124,998 506,950 10.62
Social 223,247 344,915 184,671 848,055 1,600,888 33.54
Total 1,545,291 1,089,953 356,429 1,781,996 4,773,669 100.00
% share 32.37 22.83 7.47 37.33 100.00

2005
Primary 12,125 2,821 753 3,543 19,242 0.42
Mining 2,506 1,279 552 8,170 12,507 0.27
Manufacture 630,470 178,918 59,122 308,408 1,176,918 25.48
EGW 3,286 7,599 3,112 16,035 30,032 0.65
Construction 30,115 6,552 2,283 6,133 45,083 0.98
Trade 799,903 72,082 20,219 48,469 940,673 20.37
Hotels 157,146 48,320 8,979 22,763 237,208 5.14
TSC 112,285 34,555 16,384 148,401 311,625 6.75
Finance 199,955 124,752 35,359 149,163 509,229 11.03
Social 359,349 319,932 155,286 501,641 1,336,208 28.93
Total 2,307,140 796,810 302,049 1,212,726 4,618,725 100.00
% share 49.95 17.25 6.54 26.26 100.00
% rise

Primary 4.45 -42.43 -40.99 123.67 -0.65
Mining 302.89 -36.05 4,94 -55.02 -41.31
Manufacture 37.43 -45.87 451 -38.44 -12.62
EGW 139.16 79.65 114.47 8.80 37.81
Construction 34.80 -50.72 3.73 36.17 6.48
Trade 57.21 -4.78 89.42 57.37 50.27
Hotels 19.55 -36.34 -27.17 -18.00 -4.14
TSC 66.77 -21.16 -14.44 -29.48 -8.54
Finance 66.98 -35.90 -47.68 19.33 0.45
Social 60.96 -7.24 -15.91 -40.85 -16.53
Total 49.30 -26.90 -15.26 -31.95 -3.25
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Table 7. Percentage Risein Number of Enterprises with no Sour ce of Power Between 1998 and 2005 by Sector and
Number of Hired Workers

% Rise in enterprises

Hired workers

without power

Sector 0 1to 10 11 to 50 51t099 100 & more Tota
(1) (2 (3 (4 (5 (6) (7)
Primary -32.85 73.24 -63.16 -68.75 -50.00 -21.82
Mining 161.67 395.83 -76.32 0.00 -85.71 191.40
Manufacture -8.38 52.01 -42.85 -48.28 -16.67 10.45
EGW 269.81 101.32 49.12 46.67 -17.65 101.64
Construction 25,57 44.22 -70.85 -42.86 -26.67 28.88
Trade -4.63 52.41 -33.00 43.22 104.92 13.04
Hotels 171 57.38 -47.56 -20.00 -4.76 26.30
TSC 34.29 63.06 -40.23 -38.77 -40.47 41.27
Finance 8.26 49.17 -51.27 -63.93 -40.98 18.15
Social 42.20 61.43 -21.94 -28.09 -41.88 42.10
Tota -0.10 54.16 -34.96 -35.64 -36.88 17.12

Table7 showsthat the number of unitswithout
any source of power in the low hiring category
of 1to 10 hired workers grew by 54.16% and this
growth came from all sectors, including man-
ufacture. What kind of growth of manufacturing
took placethat required very few workersand no
power source?

Table 8 givesaclear picture of thisand shows
that some of thebiggest manufacturing items that
have seen arise in the tiny unit, such as textiles,
wearing apparel, tanning leather, basic metals,
furniture making, have also seen arise in being
without power. It is a strange phenomenon, to
say the least. We shall look into details of man-
ufacturing in other aspects in the following sec-
tions.

The whole picture of the urban non-farm
economy over thisperiod looks precarious at best

and on a downward spira when employment
generation is considered. The urban nonfarm
economy was largely driven by casual 1abour on
one had, and low skill jobsin low hiring enter-
prises, many of which required no power, on the
other. Both these categories are marked by the
lack of security of employment and other benefits
that comefrom beinga regular employeeinlarge,
organised units. Was this a distress response to
the lack of regular employment in large hiring,
stable units? It appears so. Just as migration and
proliferation of own account non-specific retail
tradeisoftenasign of distressinrural agricultural
employment, the tiny powerless unit is likely to
be a response to distress in urban non-farm
employment.

Inthe next section we will expand our enquiry
to adistrict-wise examination of the urban non-
farm economy between 1998 and 2005.
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Table. 8 Number of Unitsin 1998 and 2005 Hiring 1 to 10 Workers Operating Without Power Source by M ajor
Manufacturing Type, Along with Percentage Rise During this Period

Manufacture type Number of enterprises without power source & hiring 1 to
10 workers
1998 2005 %rise
@ @ ©) )

Food and beverages 3756 9278 147.02
Tobacco products 537 1246 132.03
Textiles 3787 10672 181.81
Wearing apparel 21193 29420 38.82
Tanning and dressing of leather 1961 4371 122.90
Wood, cork, straw products 3788 2982 -21.28
Paper and paper products 567 1076 89.77
Publishing and printing 1975 3060 54.94
Coke, refined petroleum 31 62 100.00
Chemicals and chemical products 915 1287 40.66
Rubber and plastic 1160 1489 28.36
Nonmetal minerals (glass, ceramic, clay) 1163 2129 83.06
Basic metals 146 853 484.25
Fabricated metals 4083 4444 8.84
Machinery and equipment 897 781 -12.93
Office, accounting, computing equipment 106 38 -64.15
Electrical machinery 283 618 118.37
Radio, TV, communication equipment 244 630 158.20
Medical, precision, optical, clocks and watches 83 286 244.58
Motor vehicles, trailors 2525 224 -91.13
Other transport equipment 210 336 60.00
Furniture and others 5268 17795 237.79
Recylcing, repair of household goods 13001 9799 -24.63
Total 67679 102876 52.01

5. REGIONAL SPREAD OF URBAN NON-FARM
ECONOMY

While urban Maharashtra as awhole has seen
some interesting shiftsinits non-farm economy
over a period, we also saw in Table 2 that
urbanisation had taken place dominantly in four
districts of the state, Mumbai, Thane, Pune and
Nagpur.? Thefour districts accounted for 60% of
the urban population, 62 - 64% of main workers,
and even more important, 66% of non-farm
workersinthe state over the 1991 to 2001 period.

A more detailed look at the regional changes
reflected in the enterprise census of 1998 and
2005 isin order.® Table 9 gives the district-wise
break up of the number of enterprisesin urban
areasinthetwo years, their percentage share, and
the percentage rise in each district.

It becomes clear that MTPN districts retain
their supremacy in non-farm enterprises, with
some of them growing quite fast over the 7 year
period, contributing atotal of about 56% of total
enterprises over the period. Both Thane and
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Pune have increase their share by about 1.5%, their enterprises. Aurangabad has made strong
growing by 50% and 60% over theperiod. Other showing over these 7 years, doubling its
than Solapur, all other districts have increased enterprises.

Table 9. Number of Urban Enterprisesin 1998 and 2005 by District, Their Percentage Sharein Each Year, and
Per centage Rise Over The Whole Period Arranged in Descending Order of Percentage Sharein 1998

District No. Enterprises % share 1998 No. Enterprises % share 2005 Y% rise
1998 2005
@ @ &) 4) © (6)

Mumbai 485492 29.96 573094 27.01 18.04
Thane 175353 10.82 261638 12.33 49.21
Pune 136592 843 218991 10.32 60.32
Nagpur 108674 6.71 150489 7.09 38.48
Nashik 67176 414 93987 443 39.91
Solapur 65851 4.06 54742 2.58 -16.87
Kolhapur 51382 3.17 79964 3.77 55.63
Amravati 45026 2.78 62744 2.96 39.35
Jalgaon 39191 242 50362 2.37 28.50
Akola 38941 2.40 40018 1.89 2.77
Ahmadnagar 36932 2.28 49269 2.32 33.40
Sangli 36114 2.23 39991 1.88 10.74
Aurangabad 33507 2.07 67471 3.18 101.36
Dhule 32929 2.03 33849 1.60 2.79
Y avatmal 24288 150 29262 138 20.48
Satara 23942 148 32726 154 36.69
Nanded 23539 145 33436 158 42.05
Buldana 22352 138 24777 117 10.85
Chandrapur 22065 1.36 26786 1.26 21.40
Raigarh 20824 128 30670 145 47.28
Parbhani 20491 1.26 26428 125 28.97
Bhandara 18393 113 23519 111 27.87
Latur 16783 1.04 24366 115 45.18
Bid 16101 0.99 17661 0.83 9.69
Wardha 14980 0.92 19017 0.90 26.95
Jalna 11592 0.72 15833 0.75 36.59
Ratnagiri 10368 0.64 11975 0.56 15.50
Osmanabad 9767 0.60 15004 0.71 53.62
Sindhudurg 6290 0.39 7217 0.34 14.74
Gadchiroli 5735 0.35 6289 0.30 9.66

Total 1620670 100.00 2121575 100.00 30.91
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In terms of hired workers, Tables 6 and 9 in
Appendix Il show that Mumbai has lost total
workers (-14.09%) and hired workers (-17.92%)
mainly intheserviceandsocial sectors. However,
it has also lost them in manufacturing. Thaneand
Pune have done well in this regard, with
Aurangabad picking up in manufacture and ser-
vices. Wholesale and retail trade have seenlarge
increases across the state but this sector is not
discussed in this note. Nashik is an odd case,
losing workers heavily in manufacture, and not
doing very well in services.

A complete analysis of all sectors for all
districts will be too voluminous a task for this
note. However, we shall point out theinteresting
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cases for some of the sectors. We will focus on
manufacture for a more exhaustive treatment,
especially from the point of view of employment
generation.

5.1. Animal Husbandry, Agricultural Services,
Forestry and Fishing (Primary):

The interesting story in this sector is to be
found in the districts of Satara, Kolhapur,
Osmanabad and L atur and isdominated by animal
husbandry. It should be remembered that thisis
urban animal husbandry, which makes it more
interesting. It is also the story of the growth of
ownaccount enterprise. Table 10 givesthefigures
for the four districts for animal  husbandry only.

Table 10. Animal Husbandry in Urban Satara, Kolhapur, Osmanabad and L atur

Districts 1998
No. Enterprises Total workers Hired workers Total workers per
ent.
@ @ ©) ) ®
Satara 812 1469 126 181
Kolhapur 2986 4383 280 147
Osmanabad 155 316 75 2.04
Latur 67 119 37 1.78
Total 4020 6287 518 1.56
2005
Satara 962 1829 70 1.90
Kolhapur 4134 6525 1079 1.58
Osmanabad 501 881 365 1.76
Latur 124 233 90 1.88
Total 5721 9468 1604 1.65
Y%rise
Satara 18.47 2451 -44.44
Kolhapur 38.45 48.87 285.36
Osmanabad 223.23 178.80 386.67
Latur 85.07 95.80 143.24
Total 4231 50.60 209.65
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Kolhapur is unusual in the sense that almost
its entire non-farm economy (rural and urban)
consists of anima husbandry. The widespread
anima husbandry in Kolhapur and Satara is
dominated by the low hiring household unit,
shown by the low worker per enterprise ratio.
Whilethisisatraditional occupationinthisregion
known for irrigation, sugar cultivation and large
cooperativemilk processing units, something has
changed in Osmanabad to makethis an attractive
proposition as a household enterprise. It is pos-
sible that urban growth has led to a demand for
milk and milk products, giving an impetus to
keeping cattle. However, thisisa dry region, not
exactly known for its agriculture. So it would be
interestingtoseehow inputs likefodder andwater
are being managed year round.

5.2. Transport, Storage and Communications
(TSC):

Thisisamajor service sector in urban India,
but has not done very well in the period 1998 to
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2005. It has added enterprise (55.02%), but has
lost hired workers (-8.54) (Tables5, 6). Mumbai
and Nagpur have lost total workers and hired
workersinthissector heavily. Infact, if onelooks
at the high growth rate districtsin this sector, it is
possible to see that this can amost act as a
defining feature of two factors: new urbanisation
and connectivity.

Table 3, Appendix Il shows that the high
growth districts in this sector are: Ahmadnagar,
Kolhapur, Aurangabad, Nanded, Latur, Jalgao
and Bhandara, alongwith Thaneand Pune. These
areall districtsthat fall along major highwaysand
haveal so added largecitiesto theurbanlandscape
of the state; which are the two conditions neces-
sary for ariseinroad and air transport on the one
hand, and telecommunicationson theother. Table
11 givesthispicturevery clearly. Most of theloss
of hired workers can be accounted by Mumbai
alone, in spite of large gains in other districts,
indicating its gravitational pull on the economy
of the state.

Table 11. Number of Hired Workersin the Transport and Communications Sector for Some Districts by Hired
Worker Categoriesin 1998 and 2005, Along with Percentage Rise Over the Years

Hired workers 1to10 11to 50 51t099 100 & more Tota
District 1998
@ @ (©) ) ® (6)

Mumbai 29015 27722 13585 158173 228495
Thane 8121 4080 1515 8335 22051
Jalgaon 874 188 65 1529 2656
Ahmadnagar 868 377 123 250 1618
Pune 5318 2782 911 7219 16230
Kolhapur 1876 611 465 2816 5768
Aurangabad 1228 221 80 489 2018
Nanded 534 78 134 150 896
Latur 248 231 60 133 672
Nagpur 3826 1984 350 17277 23437
Bhandara 421 261 136 565 1383
Total 52532 38643 17486 197728 306389

(Contd.)
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Table 11. (Concld.)

Hired workers 1to 10 11to 50 51t099 100 & more Total
2005
Mumbai 47662 16379 7217 84144 155402
Thane 15465 3287 1536 14087 34375
Jalgaon 959 187 310 1567 3023
Ahmadnagar 1391 409 145 1858 3803
Pune 11975 4082 2366 11101 29524
Kolhapur 2451 385 112 1584 4532
Aurangabad 1885 482 385 2391 5143
Nanded 719 288 2901 3908
Latur 780 519 202 964 2465
Nagpur 9828 1971 666 1290 13755
Bhandara 1209 450 267 1926
Total 94706 28580 13292 122203 258781
% rise

Mumbai 64.27 -40.92 -46.88 -46.80 -31.99
Thane 90.43 -19.44 1.39 69.01 55.89
Jalgaon 9.73 -0.53 376.92 2.49 13.82
Ahmadnagar 60.25 8.49 17.89 643.20 135.04
Pune 125.18 46.73 159.71 53.77 81.91
Kolhapur 30.65 -36.99 -75.91 -43.75 -21.43
Aurangabad 53.50 118.10 381.25 388.96 154.86
Nanded 34.64 269.23 -100.00 1834.00 336.16
Latur 214.52 124.68 236.67 624.81 266.82
Nagpur 156.87 -0.66 90.29 -92.53 -41.31
Bhandara 187.17 7241 96.32 -100.00 39.26
Total 80.28 -26.04 -23.98 -38.20 -15.54

Except for Mumabi, Kolhapur and Nagpur, 5.3. Financial Intermediaries, Real Estate,
most other districts have added hired workersin Business Services (Finance):
all categorieson enterprisesin this sector. Thisis
especialy true of the newly urbanising districts Thisisanother large service sector that thrives
aspointed out above. Punehasperformedthebest in urban environs. According to Tables 5and 6,
interms of volumesand growth rates, and shows the number of enterprises grew by 45.37%, but
that in this period it was still very much a hiring stagnated at 0.45%. Table 12 gives anidea
destination economy for services. of the sources of this lopsided growth.
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Table 12. Number of Hired Workersin the Finance Sector for Some Districts by Hired Worker Categoriesin 1998 and
2005, Along with Percentage Rise Over the Years

Hired workers 1to 10 11to 50 51t099 100 & more Tota
District 1998
(1) (2 (3 (4 (5 (6)
Mumbai 56724 120289 52263 101264 330540
Thane 8905 9132 2073 2435 22545
Jalgaon 1818 1604 319 120 3861
Ahmadnagar 2278 2165 385 775 5603
Pune 12528 15882 4429 4893 37732
Kolhapur 4427 4264 1334 475 10500
Aurangabad 1840 2234 503 883 5460
Nanded 1077 998 146 285 2506
Latur 706 1048 61 1815
Nagpur 5216 7380 1710 5612 19918
Bhandara 958 953 210 2121
Total 97063 166575 63433 116742 443813
2005
Mumbai 83272 56568 16609 97600 254049
Thane 19677 10681 3547 14476 48381
Jalgaon 3478 1389 250 104 5221
Ahmadnagar 3986 2198 322 a77 6983
Pune 24664 16963 6340 25813 73780
Kolhapur 6574 2946 1098 854 11472
Aurangabad 2790 1894 250 200 5134
Nanded 1770 971 237 254 3232
Latur 1652 834 92 2578
Nagpur 10726 5806 1345 2483 20360
Bhandara 1532 638 319 135 2624
Total 161131 101538 30409 142602 435680
% rise
Mumbai 46.80 -52.97 -68.22 -3.62 -23.14
Thane 120.97 16.96 71.10 494.50 114.60
Jalgaon 91.31 -13.40 -21.63 -13.33 35.22
Ahmadnagar 74.98 1.52 -16.36 -38.45 24.63
Pune 96.87 6.81 43.15 427.55 95.54
Kolhapur 48.50 -30.91 -17.69 79.79 9.26
Aurangabad 51.63 -15.22 -50.30 -77.35 -5.97
Nanded 64.35 -2.71 62.33 -10.88 28.97
Latur 133.99 -20.42 50.82 42.04
Nagpur 105.64 -21.33 -21.35 -55.76 2.22
Bhandara 187.17 72.41 96.32 -100.00 39.26

Total 66.01 -39.04 -52.06 2215 -1.83
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Inthissector, too, Mumbai hasbeentheweight
on the state in terms of loss of hired workers,
growing only in the low hiring units and losing
elsewhere. This sector sees a much greater con-
centration in the 1 to 10 hiring enterprises across
many otherwise better performing districts, and
accounts for the stagnation in employment
capacity. Thane and Pune have again been the
best performers here.

It is possible to extract some interesting tales
from this datain mining, fisheries, and above al
inthe social services sector, which have not been
discussed here. However, these are not discussed
here.

From aregional perspectiveitis seen that not
much attention has been paid to the eastern
Vidarbhadistricts. Withtheexception of Nagpur,
most of thesedistrictsshow very low growth, both
in urbanisation and the non-farm sector as a
whole. There are some interesting pointsin Bid,
Bhandara, Akola and Chandrapur, but they will
at best be illustrative of unique, highly local
phenomena. Whileit istruethat the unique, local
growthimpetusishighly desirableinthe making
of a sustainable economy, all of them cannot be
included in this note.

With this illustration of some of the regional
variation in different sectors, we shall turn our
attention to the manufacturing sector for a more
detailed analysis.

6. MANUFACTURE

Asseen from Table 9, Appendix |1, the period
between 1998 and 2005 hasbeen particularly bad
for manufacturing in urban Maharashtra. As we
saw in Table 4, urban areas lost workers while
rural areas held on with small growth in hiring.
Most of this impact is due to the slide in the
fortunes of Mumbai, but most other districts have
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not fared any better when it comesto manufac-
ture, including the otherwise well performing
Pune and Thane.

Urban manufacturing as a whole added
21.41% enterprises, but lost 12.42% hired
workers. As we saw in Table 8, the number of
manufacturing unitswithout any source of power
rose sharply by 52.01%. The growth in enter-
prisestook placein smaller hiring tiny units, and
large units shut down. Perhaps as a result of the
global downturnin 2000 to 2002, manufacturing
suffered.

We shall focus, as examples, on four districts:
Nashik, Pune, Ahmadnagar and Jalna. The first
two have a large manufacturing base, but show
lossof hired workers. Thelatter two havea much
smaller base but show gainsin hiring.

Table13 givesanideaof what happened to the
employment prospects in the various manufac-
turing types in these four districts and clearly
shows why Nashik and Pune have lost ground,
while Ahmadnagar and Jalna have picked up.

Nashik isanodd case. In spiteof theincreasing
number of hiring enterprises, it seems to have
goneinto a deep lump in manufacturing in this
period. Except for tobacco products, it has lost
hiring capacity in al other industry, usually
precipitately as in leather processing, leading to
an overall halving of its hired employment, from
14.38in19981t07.07 in 2005. Pune seemsto have
gone through a similar process, a rise in number
of hiring units accompanied by loss of hiring
capacity. It has seen a sharp rise in hiring in
manufactureof office, accountingand computing
equipment, and some gains in radio, TV, com-
munications equipment, along with medical and
precision instruments. Otherwise, Pune has
suffered, with a drop of the average number of
hired worker per industry from 11.43 to 5.67.
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Table 13. Number of Hired Workers Per Hiring Enterprisein Major Manufacturing Type for 1998 and 2005

Hired workers per ent Nashik Ahmednagar Pune Jalna
Manufacturing type 1998 2005 1998 2005 1998 2005 1998 2005
@ @ ©) ) ® (6) ) ® C)

Food and beverages 5.60 2.98 5.05 7.49 2.96 2.90 5.62 314
Tobacco products 29.39 59.62 2291 49.54 16.13 3.10 90.00 136.78
Textiles 10.10 5.40 9.55 191 17.05 5.16 11.03 3.00
Wearing apparel 197 1.72 212 1.65 2.36 2.28 1.92 1.93
Tanning and dressing 103.77 7.53 1.59 7.58 4.01 6.92 2.58 5.68
ofleather
Wood, cork, straw products 7.91 4.78 3.46 3.00 3.66 312 247 357
Paper and paper products 43.86 6.28 32.33 13.69 20.24 7.74 10.00 11.50
Publishing and printing 10.14 14.77 5.30 2.63 4.81 421 2.06 10.92
Coke, refined petroleum 105.33 12.50 3.00 13.40 13.17 39.00
Chemicals and chemical 61.11 21.75 6.56 49.97 30.21 22.06 19.38 9.91
products
Rubber and plastic 38.35 8.72 342 18.98 10.60 8.46 16.54 24.50
Nonmetal minerals (glass, 16.81 6.74 6.58 7.01 10.86 5.46 19.68 6.25
ceramic, clay)
Basic metals 50.57 9.74 106.77 17.33 13.48 63.00 120.65
Fabricated metals 20.31 541 234 3.82 12.01 5.01 27.68 8.27
Machinery and equipment 31.82 7.58 11.00 52.65 21.86 12.16 3.09 1.00
Office, accounting, comput- 42.06 2.33 250 9.00 16.54 76.44
ing equipment
Electrical machinery 32.08 34.40 5.06 80.86 13.95 13.52 253
Radio, TV, communicatione-  126.94 10.06 2.68 61.27 15.99 18.24 1.00 5.00
quipment
Medical, precision, optical, 28.11 18.63 1.00 533 11.98 1.00
clocks and watches
Motor vehicles, trailors 209.89 58.66 2.67 13.03 20.10 21.12 211 7.00
Other transport equipment 37311 231.44 230.33 7.88 98.73 36.35 4.00 4.57
Furniture and others 4.17 2.20 152 2.34 5.44 2.67 271 218
Recylcing, repair ofhouse- 270 225 2.35 1.87 2.76 220 1.96 184
hold goods
Total 14.38 7.07 4.99 12.14 11.43 5.67 9.17 10.67
Total hiring enterprises 7439 8836 2802 3782 12464 21725 850 1354

tricts.

Ahmadnagar seems to have gained where
Nashik has lost; chemicals, rubber and plastics,
machinery and equipment, electrical machinery
and radio/TV manufacture, raising its employ-
ment potential from4.99in1998t012.14in 2005.
Jalnahas seen moremodest increases, with some
setbacks. It has gained in basic metals, but lost in
chemicals, for example. However, overal, it has
improved its capacity. Both these districts are
much smaller than Nashik and Punein the terms
of the size of the manufacturing sector. However,
this gives an idea of what can lie underneath the
big numbers for the highly industrialised dis-

Table 14 shows the underlying weakness of
the apparent growth in Nashik and Pune. Thefall
of Nashik district in manufacturing has been
remarkable, loosing units in al but the lowest
hiring category. Pune has done slightly better in
the51to 99 category, but its apparent growth has
been the result of tiny units. On the other hand,
both Ahmadnagar and Jalna show that even a
modest growth in absolute number of units with
high hiring can lead to big gains in overal
employment profile of the sector.
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Table 14. Number of Hiring Enterprisesby Number of Hired Workersin the Four Districtsfor 1998 and 2005,
With Percentage Rise Over the Period

Hired workers Nashik Ahmadnagar Pune Jalna
@ @ ©) ) ®
1998
1to10 6014 2708 11247 708
11to 50 1239 75 985 121
51t0 99 75 5 94 15
100 & more 111 14 138 6
Total 7439 2802 12464 850
2005
1to10 8177 3566 20562 1247
11to 50 582 156 921 59
51t0 99 33 15 129 15
100 & more 44 45 113 33
Total 8836 3782 21725 1354
% rise
1to10 35.97 31.68 82.82 76.13
11to 50 -53.03 108.00 -6.50 -51.24
51t0 99 -56.00 200.00 37.23 0.00
100 & more -60.36 221.43 -18.12 450.00
Total 18.78 34.98 74.30 59.29

The questions that cannot be answered here,

but are perhaps the most interesting arising from
this study of manufacturing are the following:

*

Thiswhole trend of the loss of big units and
proliferation of small onesis often portrayed
asthelogical disaggregation of the manufac-
turing process, each small unit making one
small part of thelarger whole. Thisisnot really
borneout by thisdata. Therearecertainsectors
where this can be imagined as being feasible
and economical. Therehasbeenadropinlarge
units making wearing apparel, and a large
increase in small ones. It is possible to think
of many small units performing the function
of afew large ones, though there will haveto
be some changesto uniformity of product and
so on. Can this happen in cases such as
chemicals, rubber and plastics, fabricated
metals? And that too, without the benefit of
power?Which production processesarebeing
disaggregated and which are being lost com-
pletely, because they can only take place in
large units? It is not possible to answer this

from this data.

*  During the same period that Pune and Nashik
slumped, what made Ahmadnagar and Jalna
grow?What wastheattraction of thenew areas
over the old established order? How does
capital behave in slow times? In fact, the
considerationsbehindcertain regional choices
being madearevery curiousinthecaseof other
sectors as well.

Toround off this picture of the manufacturing
sector, weturntothedatafromthe Annual Survey
of Industries over the period 1998 to 2008.

7. SOME INSIGHTSFROM ASI

Annual Survey of Industries collects very
different kind of information and its base datafor
sampling also comesfrom adifferent source. The
sample is taken from industries that registered
with the Department of Industries and pertains
largely to the manufacturing sector. These are:
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thosewho have 10 or moreworkers and use some
source of power, and thosewho have 20 or more
workers without a source of power. The data is
taken from the information provided by the
industries while registering and updated from
time to time by the department. The sample
includes closed units. The data collated and
published by the CSO from this survey includes
detailsof number of workers (including contract),
input and output values, and grossand net values
of income, profit, capital formation and so on.
Thisdataisavailable for the state asawhole and
separation of urban areas is not possible. It also
comes disaggregated by atwo digit classification
within manufacturing, as given in Section 5
above.
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In the present note, we will only look at the
aggregate state level data for all industries put
together. The time series data by industry typeis
extremely voluminous and will not add signifi-
cantly more to the insights from the aggregate
data

Values used here are real, using the index
figures for industrial labour from the Labour
Bureau’ s series for the appropriate years.

Graph 1 shows that the slump seen in man-
ufacturing in the Economic Census data is
reflected in the ASI datafor the period 1998-99
to 2003-04 in the net value added.

Graph 1. Real Wagesto Workers, Total Emoluments, Total Inputs, Value of Output and Net Value Added from
1998 to 2009 in Lakhs of Rupees
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However, the pick up seenfrom 2003-04 isnot
reflected in wages and emoluments. Table 15
shows some relevant figures.

Table15 showsthat therewasaclear reduction
in the number of factories and workers until
2003-04, and it is only by 2006-07 that both are
beginning to get back to the 1998-99 levels.
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While real wages per worker have increased
steadily over this period, their share of inputs has
dropped by half, with emoluments showing a
dlightlylessprecipitousdeclinein shareof inputs.

Intermsof trends, this matchesvery well with
the enterprise census that has been discussed in
detail above.

Table 15. Various Figuresfor the ASI Time Series Data

Y ear No. of factories No. of workers Real wageper-  Worker wagesas % Emolumentsas %
worker (Rs) of total inputs of total inputs

@ @ ©) ) ® (6)
1998-99 19390 813900 64341 4.19 7.68
1999-2000 19009 854349 63076 4.03 7.31
2000-01 18528 817305 67500 3.89 7.21
2001-02 17853 816501 65467 384 7.39
2002-03 17570 829305 63209 313 6.43
2003-04 17474 773976 68561 294 6.23
2004-05 18711 879248 73001 2.32 523
2005-06 18711 879248 72317 2.32 523
2006-07 18612 1005380 74223 218 5.00
2007-08 18304 953097 81344 213 517
2008-09 20450 1034201 84271 2.06 5.48

8. CONCLUSIONS AND QUESTIONS

Urban Maharashtra shows interesting and at
the same time contradicting patterns in urbani-
sation over a period and the rise of non-farm
enterpriseand employment. Over the period 1991
t0 2001, most of the urbanisation in Maharashtra
happened in the four districts of Mumbai, Thane,
Puneand Nagpur. Non-farm workerswere added
mostly in urban areas during this period, with
agricultural employment stagnating and rural
marginal labour showing large increases.

However, arural - urban picture of the enter-
prise census data for 1998 and 2005 shows that
this employment generation of urban non-farm
workersdid not conformto thispicture. Over this
period, urban regular enterprise jobs stagnated
and casual labour increased sharply. Hiring

capacity declined in urban areas, and it was only
in rural areas that a positive trend was seen in
hired [abour.

This happened across all sectors of the econ-
omy, and is seen to be especially severe in the
dominant districts of Mumbai. Pune and Thane
fared slightly better in service sectors. However,
manufacturing in these districts declined sharply,
especialy intermsof hired labour. Thelow hiring
tiny unit that many times did not use any source
of power proliferated and large hiring organised
units vanished. This decline of manufacturing is
further corroborated by data from the Annual
Survey of Industries, which al so showsthat wages
to workers as a proportion of inputs have been
declining steadily over the period 1998 to 2009.
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While the global slowdown during the period
2000 to 2003 can perhaps account for some of
these features, this phenomenon was not across
al regions of the state. While the dominant
industrialised districtsdeclinedin manufacturing,
otherswith smaller economiesprospered, adding
enterprisesand hired workers. Though the picture
of the state as a whole might be dismal, its
regional dimensions throw up some pleasant
surprises. This also raises some questions that
need to be answered:

* The regiona variations need to be
examined in detail. Why were newly
urbanised areas preferred over the more
industrialised districts when it came to
setting up large industry? What consider-
ations did capital have in making these
choices?

*  Thelogic of the ‘break up of largeindustry
in favour of small units needs to be
examined further. This phenomenon does
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not bode well for the vast pool of casual
labour that is trapped without the hope of
regular employment. It isalso not desirable
from the point of view of employment
security and benefits.

*  How is state policy over this period seen to
be influencing these trends? Land use,
input subsidies, infrastructure, power and
other factors where the state plays a major
role need to be examined to understand the
choices that are open to those who wish to
start or expand industry.

Theanswerstothese questionsdo not lieinthe
datathat has beenthe basisof thisnote. There are
many other factors of the dataitself that have not
been fully explored here. Therole of the service
sectors, thelow economiesof theeastern districts,
and unique, local phenomena of sharp change,
are all matters of great interest and should be
examined in detail.
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Appendix | District Map of Maharashtra
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Appendix |1 District Tabulation for 1998 and 2005 Economic Census Data
1. Urban Enter prises 1998:

District Primary Mining  Manu- EGW Constru- Trade Hotels TSC Finance Socia Tota

facture ction

@ @] (©) Q) ® (6) U] ® ) (10) (11) (12)
Mumbai 1240 26 91050 119 4678 252258 25823 33040 31380 44067 483681
Thane 3221 58 47219 85 2692 73971 7623 13722 6793 19969 175353
Raigarh 673 7 3933 21 362 9074 1103 2281 790 2580 20824
Ratnagiri 348 28 1487 12 271 4507 561 1073 413 1668 10368
Sindhudurg 237 5 1227 127 2878 367 514 230 705 6290
Nashik 346 39 14810 33 781 30694 2906 6160 2956 8450 67175
Dhule 674 2 7732 8 360 15675 1412 1957 1369 3740 32929
Jalgaon 396 3 8071 16 378 19319 1895 1917 1488 5708 39191
Ahmadnagar 2254 3 8025 10 382 15979 2384 1433 1730 4732 36932
Pune 1099 26 27729 95 2497 60478 5325 13518 8918 16906 136591
Satara 816 2 4122 3 487 10050 1001 830 3173 3458 23942
Sangli 3358 6 7631 23 802 15189 1447 1894 1765 3999 36114
Solapur 1215 78 25378 8 398 24963 2338 2944 2447 6082 65851
Kolhapur 3015 13 17891 15 343 18081 1921 2353 2597 5144 51373
Aurangabad 341 10 6256 6 486 16197 1846 2096 1677 4591 33506
Jalna 198 5 2570 2 355 5153 669 982 302 1355 11591
Parbhani 276 9 3811 335 9926 1145 1531 1132 2326 20491
Bid 171 43 2760 1 158 8276 1041 628 938 2085 16101
Nanded 226 26 4832 9 194 12014 1630 754 860 2993 23538
Osmanabad 155 2 1889 5 100 4404 695 233 583 1698 9764
Latur 67 8 2904 4 150 9182 1058 439 767 2137 16716
Buldana 278 16 4439 19 135 10602 1199 1534 1031 3098 22351
Akola 1485 11 7408 3 714 19132 1706 2507 1796 4179 38941
Amravati 1496 1 10106 4 419 20308 1902 2979 2086 5725 45026
Y avatmal 475 45 4157 7 411 12461 1156 1701 1086 2789 24288
Wardha 608 3127 1 118 6707 554 902 551 2412 14980
Nagpur 1833 14 24184 144 1513 45626 4147 11544 5487 14175 108667
Bhandara 768 5 5819 14 189 6832 896 562 875 2433 18393
Chandrapur 808 16 4148 3 386 10822 1194 886 710 3091 22064
Gadchiroli 763 1075 1 85 2186 312 262 188 863 5735

Grand Total 28840 507 355790 671 20306 752944 77256 113176 86118 183158 1618766
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2. Urban Enter prises 2005:

District Primary Mining  Manu- EGW  Constru- Trade Hotels TSC Finance Socia Tota

facture ction

@ @] (©) Q) ® (6) U] ® 9 (10) (11) (12)
Mumbai 889 185 129828 472 6152 253289 17810 53463 40311 70695 573094
Thane 1134 536 57460 169 3405 116098 13426 22194 12415 34801 261638
Raigarh 413 49 4633 45 484 14891 1282 2686 1382 4805 30670
Ratnagiri 239 19 1825 7 108 5464 667 1091 476 2079 11975
Sindhudurg 105 8 1294 3 196 3361 376 582 310 982 7217
Nashik 412 112 18350 105 1068 44151 3806 7480 4362 14141 93987
Dhule 419 30 6190 41 255 17213 1031 1827 2025 4818 33849
Jalgaon 366 37 8703 22 466 26145 1806 2812 2351 7654 50362
Ahmadnagar 2434 10 8473 25 367 22767 2730 2383 2574 7506 49269
Pune 894 244 41292 147 4337 96512 10218 20119 14530 30698 218991
Satara 1099 9 5850 25 476 14664 1571 1847 2340 4845 32726
Sangli 3595 27 6026 57 627 18746 965 1603 2815 5530 39991
Solapur 1046 26 11958 41 429 26053 2348 3198 2788 6855 54742
Kolhapur 4166 44 23307 91 1653 28820 2867 5849 4528 8639 79964
Aurangabad 198 48 10181 34 767 32802 3331 8288 2893 8929 67471
Jalna 136 8 2741 24 156 7564 797 1368 684 2355 15833
Parbhani 379 9 5483 27 57 12454 1506 1202 1223 4088 26428
Bid 267 3 2740 33 90 8004 1193 528 2274 2529 17661
Nanded 252 67 5479 30 413 17295 1664 1788 1785 4663 33436
Osmanabad 513 1 2760 8 81 6561 1088 584 896 2512 15004
Latur 125 6 4760 25 122 12094 1471 1084 1345 3334 24366
Buldana 117 16 4563 1 371 12444 798 1587 1110 3770 24777
Akola 954 27 9033 21 1031 23509 1086 4294 2670 7519 50144
Amravati 724 17 9572 18 558 24443 1772 5137 2777 7600 52618
Y avatmal 384 16 5497 35 674 13819 1271 1612 1725 4229 29262
Wardha 55 15 3809 13 124 9734 637 1004 847 2779 19017
Nagpur 1743 91 29116 79 3480 64918 5930 16640 8465 20027 150489
Bhandara 821 40 5427 25 618 9810 1206 1513 1308 2751 23519
Chandrapur 205 12 4599 0 290 13837 989 1399 1743 3712 26786
Gadchiroli 44 1 1019 19 152 3336 337 280 240 861 6289

Grand Total 24128 1713 431968 1642 29007 960798 85979 175442 125192 285706 2121575
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3. Percentage Risein Urban Enter prises 1998 to 2005:
District Primary Mining  Manu- EGW  Constru- Trade Hotels TSC Finance Socia Tota
facture ction
@ @] (©) Q) ® (6) U] ® 9 (10) (11) (12)

Mumbai -28.31 61154 42.59 296.64 3151 041 -31.03 6181 2846 6043 18.49
Thane -64.79 824.14 21.69 98.82 26.49 56.95 76.12 61.74 8276  74.28 49.21
Raigarh -38.63  600.00 17.80 114.29 33.70 64.11 16.23 17.76 7494  86.24 47.28
Ratnagiri -31.32 -3214 22.73 -41.67 -60.15 21.23 18.89 1.68 1525 2464 15.50
Sindhudurg -55.70  60.00 5.46 54.33 16.78 245 13.23 3478  39.29 14.74
Nashik 19.08 187.18 23.90 218.18 36.75 43.84 30.97 21.43 4756  67.35 39.91
Dhule -37.83 1400.00 -19.94 41250 -29.17 9.81 -26.98 -6.64 47.92 28.82 2.79
Jalgaon -7.58 1133.33 7.83 37.50 23.28 35.33 -4.70 46.69 58.00 34.09 28.50
Ahmadnagar  7.99 233.33 5.58 150.00 -3.93 42.48 14.51 66.29 48.79  58.62 33.40
Pune -18.65 838.46 48.91 54.74 73.69 59.58 91.89 48.83 6293 8158 60.33
Satara 34.68  350.00 41.92 733.33 -2.26 45,91 56.94 12253 -2625 4011 36.69
Sangli 7.06 350.00 -21.03 147.83  -21.82 2342 -3331 -1536 5949 3828 10.74
Solapur -1391 -66.67 -52.88  412.50 7.79 4.37 0.43 8.63 13.94 12.71 -16.87
Kolhapur 38.18 238.46 30.27 506.67  381.92 59.39 4925 14858 7436 6794 55.65
Aurangabad  -41.94  380.00 62.74 466.67 57.82 102.52 80.44 29542 7251 94.49 101.37
Jalna -31.31  60.00 6.65 1100.00 -56.06 46.79 19.13 3931 12649 73.80 36.60
Parbhani 37.32 0.00 43.87 -82.99 25.47 3153 -21.49 8.04 75.75 28.97
Bid 56.14  -93.02 -0.72 3200.00 -43.04 -3.29 1460 -1592 14243 2129 9.69
Nanded 11.50 157.69 13.39 23333 112.89 43.96 2.09 137.14 10756  55.80 42.05
Osmanabad  230.97 -50.00 46.11 60.00 -19.00 48.98 56.55 150.64 53.69 4794 53.67
Latur 86.57 -25.00 63.91 525.00 -18.67 3171 39.04 14692 7536 56.01 45.76
Buldana -57.91 0.00 2.79 -94.74  174.81 17.37  -33.44 3.46 7.66 21.69 10.85
Akola -35.76  145.45 21.94 600.00 44.40 2288 -36.34 7128 4866  79.92 28.77
Amravati -51.60 1600.00 -5.28 350.00 33.17 20.36 -6.83 72.44 3313 3275 16.86
Y avatmal -19.16  -64.44 32.23 400.00 63.99 10.90 9.95 -5.23 5884  51.63 20.48
Wardha -90.95 21.81  1200.00 5.08 45.13 14.98 11.31 53.72 15.22 26.95
Nagpur -491  550.00 20.39 -45.14  130.01 42.28 42,99 4414 54.27 41.28 38.49
Bhandara 6.90 700.00 -6.74 78.57 226.98 43.59 3460 169.22 49.49 13.07 27.87
Chandrapur ~ -74.63  -25.00 10.87  -100.00 -24.87 2786 -1717 57.90 14549 20.09 21.40
Gadchiroli -94.23 -5.21 1800.00  78.82 52.61 8.01 6.87 27.66 -0.23 9.66
Grand Total  -16.34 237.87 2141 144.71 42.85 27.61 11.29 55.02 45.37 55.99 31.06
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4. Urban Enterprise Workers 1998:

District Primary Mining  Manu- EGW  Constru- Trade Hotels TSC Finance Socia Tota

facture ction
@ @] (©) Q) ® (6) U] ® 9 (10) (11) (12)
Mumbai 6877 182 547260 7620 16002 585412 162321 263504 363655 663201 2616034
Thane 9251 1670 385380 1487 9026 153702 32123 36421 29805 126439 785304
Raigarh 2378 19 29884 635 1471 17994 5398 5984 4635 20538 88936
Ratnagiri 1825 139 3697 1074 988 9697 2288 2704 2299 15158 39869
Sindhudurg 1072 10 3331 255 5854 1070 918 953 4000 17463
Nashik 863 249 128084 451 2714 66375 11699 11658 13583 72414 308090
Dhule 1778 4 21062 92 1347 29923 4514 4652 5203 28470 97045
Jalgaon 1107 8 31079 1566 1031 33837 5375 4615 5217 58000 141835
Ahmadnagar 4613 5 24283 43 1090 30449 7881 3179 7253 39243 118039
Pune 2999 175 176364 916 11022 131513 25477 30197 47059 152073 577795
Satara 1506 4 10938 7 2256 20930 4817 2604 8762 30618 82442
Sangli 6083 8 27482 577 2442 27812 4417 6103 7415 37857 120196
Solapur 2289 119 81175 249 992 46672 7723 5961 9662 38865 193707
Kolhapur 4418 83 64828 337 833 36163 7064 8189 12598 34194 168707
Aurangabad 701 75 21814 10 1393 34230 7066 4353 7370 37516 114528
Jalna 453 16 11825 12 630 10402 2593 1771 1579 12110 41391
Parbhani 632 45 11897 772 20926 4358 4338 3706 24896 71570
Bid 342 110 7482 4 402 18571 3754 1573 2668 20176 55082
Nanded 562 78 11460 106 449 24160 5425 1717 3396 26265 73618
Osmanabad 316 24 4995 72 401 8618 2381 1412 1861 12328 32408
Latur 119 28 11823 95 308 25536 3454 1196 2719 18831 64109
Buldana 574 42 9264 81 375 19767 3911 3143 4542 27113 68812
Akola 2957 60 17889 6 2148 31773 4152 4258 6182 26227 95652
Amravati 3089 42 28139 38 825 34702 5210 6466 6245 51342 136098
Y avatmal 942 2720 12440 47 1251 25409 3579 2798 3450 23739 76375
Wardha 1008 11250 5 193 11387 1405 1525 2083 19248 48104
Nagpur 3271 178 81109 6399 4592 82641 13772 35024 25666 97867 350519
Bhandara 1381 1767 14669 114 559 11955 2058 1978 2949 22122 59552
Chandrapur 1082 14273 12538 7 894 19066 3031 1692 2828 30500 85911
Gadchiroli 1001 2128 2 194 3606 730 573 716 8069 17019

Grand Total 65489 22133 1805569 22052 66855 1579082 349046 460506 596059 1779419 6746210
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5. Urban Enterprise Worker s 2005:
District Primary Mining  Manu- EGW  Constru- Trade Hotels TSC Finance Socia Tota
facture ction
@ @] (©) Q) ® (6) U] ® 9 (10) (11) (12)
Mumbai 2846 7815 558539 11002 19268 598119 108032 205359 289954 447339 2248273
Thane 3861 2567 291454 1959 9162 260776 46193 55935 60495 154944 887346
Raigarh 1367 120 21349 420 1723 34356 5773 9633 5262 28878 108881
Ratnagiri 1421 42 6431 56 399 13678 2804 3435 2311 13768 44345
Sindhudurg 200 23 2958 17 293 5729 1151 2340 1265 4884 18860
Nashik 1355 307 84504 2883 2385 78750 13015 15368 14776 69344 282687
Dhule 1021 66 14099 354 501 28570 2963 4761 6084 30978 89397
Jalgaon 519 81 19441 1744 917 43692 4595 5874 7319 30743 114925
Ahmadnagar 5154 27 55900 3184 945 45819 9431 6376 9470 41349 177655
Pune 2777 1068 171197 1502 13608 222323 42683 51134 88217 165071 759580
Satara 1981 16 13543 200 1068 25808 5616 4257 8713 23536 84738
Sangli 4998 56 15648 1279 1221 32355 3193 5484 10492 30126 104852
Solapur 2312 56 57906 710 909 52950 7528 7744 9437 52485 192037
Kolhapur 6575 101 71012 883 3395 52637 7810 9246 15153 31260 198072
Aurangabad 361 117 26186 346 1382 51903 9459 13583 7976 45323 156636
Jalna 236 20 17968 785 408 18451 3077 4354 2573 15419 63291
Parbhani 630 9 11825 141 114 23386 5079 4116 3722 24316 73338
Bid 618 5 5664 185 275 16596 3506 1419 6523 18990 53781
Nanded 471 199 11387 120 915 32138 4734 5682 5017 29197 89860
Osmanabad 894 2 5435 29 158 13086 3159 1466 2712 15634 42575
Latur 236 15 15604 81 238 24955 4695 3471 3786 19937 73018
Buldana 171 34 9186 11 561 22254 2227 2616 4131 24721 65912
Akola 1409 99 18537 266 1944 41161 3548 8455 7754 38867 122040
Amravati 1375 20 19871 209 1025 41253 5184 8026 7568 41637 126168
Y avatmal 775 38 11526 349 1373 24684 3360 3812 4750 22728 73395
Wardha 86 51 12696 404 254 20379 1700 2643 2380 14666 55259
Nagpur 3044 1315 80630 1365 7551 131714 18684 30534 28869 109736 413442
Bhandara 1963 91 15118 267 1651 21241 3206 3605 4007 16445 67594
Chandrapur 3421 15 8605 0 1895 24605 3162 2052 5710 29520 78985
Gadchiroli 68 2 1931 250 262 5680 791 1013 681 6848 17526
Grand Total 52145 14377 1656150 31001 75800 2009048 336358 483793 627107 1598689 6884468
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6. Percentage Risein Urban Enterprise Workers 1998 to 2005:

District Primary Mining  Manu- EGW  Constru- Trade Hotels TSC Finance Socia Tota

facture ction

@ @] (©) Q) ® (6) U] ® 9 (10) (11) (12)
Mumbai -58.62 4193.96 2.06 44.38 2041 217 -3345 -22.07 -20.27 -3255 @ -14.06
Thane -58.26  53.71 -24.37 3174 151 69.66 4380 5358 10297 2254 12.99
Raigarh -4251 53158 -28.56 -33.86 17.13 90.93 6.95 60.98 1353 4061 2243
Ratnagiri -22.14  -69.78 73.95 -94.79 -59.62 4105 2255  27.03 0.52 -9.17 11.23
Sindhudurg  -81.34 130.00 -11.20 14.90 -2.14 757 15490 3274 2210 8.00
Nashik 5701 2329 -34.02 539.25 -12.12 1864 1125 31.82 8.78 -4.24 -8.25
Dhule -42.58 1550.00 -33.06 284.78 -62.81 -452  -34.36 2.34 16.93 8.81 -7.88
Jalgaon -53.12 91250 -37.45 11.37 -11.06 2912 -1451 2728 4029 -4699  -18.97

Ahmadnagar 11.73  440.00 130.20 7304.65 -13.30 50.48 19.67 100.57 30.57 5.37 50.51

Pune -740 510.29 -2.93 63.97 23.46 69.05 6754 6933 8746 8.55 31.46
Satara 31.54  300.00 23.82 2757.14  -52.66 2331 1659 6348 -056 -23.13 2.78

Sangli -17.84  600.00  -43.06 121.66 -50.00 1633 -27.71 -1014 4150 -20.42 @ -12.77
Solapur 1.00 -5294  -28.67 185.14 -8.37 1345 -252 2991 -2.33 35.04 -0.86

Kolhapur 48.82  21.69 9.54 162.02 307.56 4555 1056 1291 2028  -8.58 17.41
Aurangabad  -48.50  56.00 20.04 3360.00 -0.79 51.63 3387 21204 822 20.81 36.77

Jalna -47.90  25.00 51.95 6441.67  -35.24 7738 1867 14585 6295 27.32 5291
Parbhani -0.32  -80.00 -0.61 -85.23 11.76 1654  -512 0.43 -2.33 247
Bid 80.70 -9545 -2430 452500 -31.59 -10.63 -6.61 -9.79 14449 -588 -2.36
Nanded -16.19 155.13 -0.64 13.21 103.79 3302 -1274 23093 4773 1116 22.06
Osmanabad 18291 -91.67 8.81 -59.72 -60.60 51.84  32.68 3.82 4573  26.82 31.37
Latur 98.32 -46.43 31.98 -14.74 -22.73 -228 3593 19022 39.24 5.87 13.90
Buldana -70.21  -19.05 -0.84 -86.42 49.60 1258 -4306 -16.77 -9.05 -8.82 -4.21
Akola -52.35 65.00 3.62 4333.33 -9.50 2955 -1455 9857 2543 4819 27.59
Amravati -5549 -5238  -29.38 450.00 24.24 1888 -050 2413 2118 -18.90 -7.30
Y avatmal -17.73  -98.60 -7.35 642.55 9.75 -2.85 -6.12 3624 3768 -4.26 -3.90
Wardha -91.47 12.85 7980.00 31.61 7897 21.00 7331 1426 -2381 14.87
Nagpur -6.94 638.76 -0.59 -78.67 64.44 5938 3567 -1282 1248 1213 17.95

Bhandara 4214 -94.85 3.06 134.21 195.35 7767 5578 8225 3588 -25.66 13.50
Chandrapur  216.17 -99.89  -31.37 -100.00  111.97 29.05 4.32 2128 10191 -321 -8.06
Gadchiroli -93.21 -9.26 12400.00  35.05 57.52 8.36 7679  -489 -15.13 2.98
Grand Total  -20.38  -35.04 -8.28 40.58 13.38 2723 -364 5.06 521 -10.16 2.05
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7. Urban Enterprise Hired Workers 1998:
District Primary Mining  Manu- EGW  Constru- Trade Hotels TSC Finance Socia Tota
facture ction
@ @] (©) Q) ® (6) U] ® 9 (10) (11) (12)

Mumbai 5106 151 434159 7545 10457 271861 130831 228495 330540 617942 2037087
Thane 4271 1603 329020 1474 5996 63956 22603 22051 22545 106209 579728
Raigarh 868 11 24159 634 1049 5526 3815 3492 3968 18329 61851
Ratnagiri 1330 103 1852 1073 677 4091 1562 1561 1983 13976 28208
Sindhudurg 670 3 1650 7 2176 545 341 709 3410 9581
Nashik 293 142 106967 419 1751 23549 7340 5276 10707 64141 220585
Dhule 440 2 9161 91 776 7283 2219 2491 3745 24883 51091
Jalgaon 456 4 20895 1563 575 9974 2858 2656 3861 52720 95562
Ahmadnagar 265 2 13985 34 553 10251 4640 1618 5603 35088 72039
Pune 1067 139 142478 876 8044 54702 18620 16230 37732 134924 414812
Satara 156 1 4950 3 1615 7432 3280 1586 5579 26752 51354
Sangli 859 2 17570 569 1516 8601 2469 4026 5931 34118 75661
Solapur 396 5 49211 247 498 16173 4646 2919 7260 33311 114666
Kolhapur 280 66 42846 335 429 14199 4518 5768 10500 29499 108440
Aurangabad 192 61 13124 8 822 11963 4342 2018 5460 32789 70779
Jalna 87 10 7798 11 171 2805 1480 570 1262 10785 24979
Parbhani 169 31 6395 265 7571 2670 2384 2469 22573 44527
Bid 72 33 3384 3 221 7148 2285 857 1639 18087 33729
Nanded 7 2 4523 103 201 8738 3029 896 2506 23474 43549
Osmanabad 75 23 2202 68 253 2439 1182 1165 1212 10736 19355
Latur 37 12 7909 92 116 14360 1996 672 1815 16861 43870
Buldana 197 16 3491 76 204 6007 2213 1351 3477 24058 41090
Akola 455 37 8146 4 1258 8111 1832 1591 4173 21640 47247
Amravati 731 40 14218 38 326 9006 2691 3334 3846 46112 80342
Y avatmal 242 2634 6723 40 723 9522 2036 955 2272 21180 46327
Wardha 119 7231 5 50 3242 682 593 1574 17211 30707
Nagpur 372 162 48562 6377 2899 25931 8360 23437 19918 84442 220460
Bhandara 45 1754 6601 99 319 3336 916 1383 2121 20225 36799
Chandrapur 31 14263 7024 4 398 5315 1424 708 1996 27903 59066
Gadchiroli 10 615 2 102 726 358 308 547 7510 10178
Grand Total 19368 21312 1346849 21793 42341 625994 247442 340732 506950 1600888 4773669
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8. Urban Enterprise Hired Workers 2005:

District Primary Mining  Manu- EGW  Constru- Trade Hotels TSC Finance Socia Tota

facture ction
@ @] (©) Q) ® (6) U] ® 9 (10) (11) (12)
Mumbai 1762 7626 423134 10652 13248 333828 89641 155402 254049 382796 1672138
Thane 2125 1998 230935 1838 5689 134745 31692 34375 48381 121026 612804
Raigarh 776 60 15900 394 1237 16240 4169 6991 3991 24828 74586
Ratnagiri 1088 23 4506 55 295 7463 2082 2378 1954 12141 31985
Sindhudurg 80 16 1581 16 84 2083 739 1807 1046 4205 11657
Nashik 733 175 62429 2853 1268 28485 8382 8060 10742 56503 179630
Dhule 409 26 6776 326 217 8929 1719 2917 4205 26807 52331
Jalgaon 79 40 9569 1732 404 14619 2356 3023 5221 23705 60748

Ahmadnagar 652 16 45923 3179 489 17567 5807 3803 6983 34178 118597

Pune 1559 794 123111 1418 8645 104585 30076 29524 73780 134163 507655
Satara 72 4 6463 187 507 8926 3709 2393 6734 19070 48065
Sangli 784 30 8734 1252 508 11931 2103 4015 8217 25458 63032
Solapur 1038 28 44226 695 483 23184 4749 4581 6848 46604 132436
Kolhapur 1092 46 42424 825 1609 19670 4299 4532 11472 23475 109444
Aurangabad 117 68 15549 316 600 16543 5780 5143 5134 37050 86300
Jalna 67 13 14447 776 195 8902 2107 2825 1819 13067 44218
Parbhani 278 0 5409 117 37 9227 2905 2910 2357 20274 43514
Bid 283 3 2541 161 161 7681 2078 885 4058 16821 34672
Nanded 187 120 5298 104 492 13032 2716 3908 3232 25286 54375
Osmanabad 367 1 2365 24 7 6036 1942 925 1866 13601 27204
Latur 92 9 10574 61 116 12669 3169 2465 2578 17257 48990
Buldana 14 15 3997 11 166 8510 1289 1086 3151 21740 39979
Akola 257 69 8742 256 880 15782 2262 4162 5164 32300 69874
Amravati 472 2 8827 205 436 13540 3036 2811 4712 34781 68822
Y avatmal 307 20 5293 328 675 9482 1840 2195 3067 18895 42102
Wardha 24 31 8211 403 111 8983 910 1554 1448 12186 33861
Nagpur 1043 1223 47962 1337 3836 58594 11786 13755 20360 91807 251703
Bhandara 275 47 7977 263 932 8759 1538 1926 2624 13969 38310
Chandrapur 3188 3 3285 0 1577 9036 1920 533 3603 25951 49096
Gadchiroli 22 1 730 248 109 1642 407 741 433 6264 10597

Grand Total 19242 12507 1176918 30032 45083 940673 237208 311625 509229 1336208 4618725
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9. Percentage Risein Urban Enterprise Hired Workers 1998 to 2005:
District Primary Mining  Manu- EGW Constru- Trade Hotels TSC Finance Socia Tota
facture ction
(€ @) (€) (@) ©) (6) (7 (C) (9 (10 (11) (12
Mumbai -65.49 495033 -2.54 41.18 26.69 2279 -3148 -31.99 -2314 -38.05 -17.92
Thane -50.25 24.64 -29.81 24.69 -512 11068 4021 5589 11460 13.95 571
Raigarh -10.60 44545  -34.19 -37.85 1792 19383 928 10020 0.58 35.46 20.59
Ratnagiri -18.20 -77.67 14330 -9487 -5643 8242 3329 5234 -146 -13.13 13.39
Sindhudurg -88.06 433.33 -4.18 9.09 -4.27 3560 42991 4753 2331 21.67
Nashik 150.17 23.24 -41.64 58091 -27.58 2096 1420 52.77 0.33 -11.91 -18.57
Dhule -7.05 1200.00 -26.03 25824 -72.04 2260 -2253 1710 12.28 7.73 243
Jalgaon -82.68 900.00 -54.20 10.81 -29.74 4657 -1756 1382 3522 -55.04 -36.43
Ahmadnagar 146.04 700.00 22837 9250.00 -11.57 7137 2515 13504 24.63 -2.59 64.63
Pune 46.11 47122  -13.59 61.87 7.47 9119 6153 8191 9554 -0.56 22.38
Satara -53.85 300.00 3057 613333 -68.61 2010 13.08 50.88 20.70 -28.72 -6.40
Sangli -8.73 1400.00 -50.29 120.04 -66.49 38.72 -1482 -027 3854 -2538 -16.69
Solapur 162.12 460.00 -10.13 181.38 -3.01 43.35 2.22 56.94  -5.67 39.91 15.50
Kolhapur 290.00 -30.30 -0.98 146.27 275.06 38.53 -4.85 -2143 926 -20.42 0.93
Aurangabad -39.06 11.48 1848 3850.00 -27.01 3828 3312 15486 -5.97 13.00 21.93
Jalna -22.99 30.00 8527 695455 14.04 21736 4236 39561 4414 2116 77.02
Parbhani 64.50 -100.00 -15.42 -86.04 2187 8.80 2206 -454 -10.18 -2.28
Bid 293.06 -90.91 -2491 5266.67 -27.15 7.46 -9.06 327 14759 -7.00 2.80
Nanded 142.86  5900.00 17.13 0.97 14478 49.14 -10.33 336.16 2897 7.72 24.86
Osmanabad 389.33 -95.65 7.40 -64.71 -69.57 14748 6430 -20.60 5396 26.69 40.55
Latur 148.65 -25.00 33.70 -33.70 0.00 -11.78 5877 266.82 4204 2.35 11.67
Buldana -92.89 -6.25 14.49 -856.53 -1863 4167 -41.75 -19.62 -9.38 -9.64 -2.70
Akola -43.52 86.49 7.32 6300.00 -30.05 9458 2347 16160 2375 49.26 47.89
Amravati -35.43 -95.00 -37.92 43947 3374 5034 1282 -1569 2252 -2457 -14.34
Yavatmal 26.86 -99.24  -21.27 72000 -6.64 -0.42 -9.63 12984 3499 -10.79 -9.12
Wardha -79.83 1355 7960.00 122.00 177.08 3343 162.06 -8.01 -29.20 10.27
Nagpur 180.38 654.94 -1.24 -79.03 3232 12596 4098 -4131 222 8.72 14.17
Bhandara 511.11 -97.32 20.85 165.66 192.16 16256 6790 39.26 23.72 -30.93 411
Chandrapur 10183.87 -99.98 -53.23 -100.00 296.23 70.01 3483 -2472 80.51 -7.00 -16.88
Gadchiroli 120.00 18.70 12300.00 6.86 126.17 13.69 14058 -20.84 -16.59 4.12
Grand Total -0.65 -41.31 -12.62 37.81 6.48 50.27 -4.14 -8.54 0.45 -16.53 -3.25
available for them and could be included in Table 3. There
NOTES were no such missing data pointsin the 2005 census data.

1. Table 3 shows a decline in hired workers for urban
Maharashtra as 3.4%. This small discrepancy is arising due
to the fact that in the 1998 data obtained from the Central
Statistical Organisation, 1904 enterprises (out of a total of
1,620,670) carried no sectoral marking and therefore, had to
be left out of Table 6. However, al other information was

2. For ready reference see district map of Maharashtrain
Appendix |.

3. Detailed tabulation for number of enterprises, total
workersand hiredworkers by broad ten sectorsfor al districts
isgivenin Appendix I1.






URBANISATION IN MAHARASHTRA 1961-2001

Abhay Tilak

National level urbanisation patternsalongwiththeir peculiaritieshavebeen extensively studied
over theyearsin India. However, an in-depth enquiry into the dynamics of urban spread at the state
level seems to have become necessary - especially to undertake implementation of local and state
level, action oriented civic and administrative policies. An attempt has been made in this note to
analyse the evolution of urbanisation in the state of Maharashtra which has been the leading state
in terms of urbanisation since its formation in 1960.

1. INTRODUCTION

It has been well recogni sed that the process of
urbanisation amongst developing countries has
been characterised by aninteresting phenomenon
wherein, although the rate of urbanisation is not
very high, the rate of growth of urban population
is significantly high. The statistics compiled by
theUnited Nationsin oneof itsmonitoring reports
[UN: 1983] highlights this contrast vividly.
During the three time periods of 1970-75,
1975-80 and 1980-85, the rate of growth of
urbanisation, (i.e., the rate at which the average
level of urbanisation changes) in developing
countriesstood at 1.43, 1.58 and 1.56 per cent per
annum respectively. However, during the same
period, theannual averagerate of growth of urban
popul ation among devel oping countrieswas 3.9,
3.7 and 3.6 per cent, respectively. Though the
projected growth rates for the period 2010-25
indicate a tendency towards tapering off, the
vertical gap between the two hasnot shown signs
of similar reduction. The same report has also
projected that though the rate of growth of urba-
nisation among developing countries would be
1.32 per cent per annum during the period of
2010-25, the urban population would grow at an
averageannual rateof 2.5 per centduringthesame
period.

Thereis an additional dimension to the above
phenomenon. The incidence of urbanisation
among developing countries is uneven. Further,
it has also been observed that the process of
urbanisation is skewed or polarised since growth
continues to concentrate in few urban centres of

acertain size. According to the aforementioned
report, "Urbanisation of world population has
continued at a very rapid pace, with an increas-
ingly marked trend in the developing countries
towardsconcentrationinvery largemetropolises’
(p. 1). Such a pattern of progress of urbanisation
poses severe challenges for urban administrators
and policy makers as far as managing growth of
metro-citiesis concerned. Whilefocusing on this
issue, the report states, "Even a moderate rate of
urbanisation can, nevertheless, have negative
conseguencesforindividual citiesif urbangrowth
isconcentrated in oneor inafew urban places. In
fact, many devel oping countriesare characterised
by a strong concentration of urban population
growth in a primate city, which is usualy sub-
stantially larger than the next smaller cities. Such
a concentration of the urban population not only
produces enormous problemsfor the primate city
but tends to perpetuate the regional disparitiesin
social and economic opportunities of which it is
areflection, and it is widely viewed as a major
obstacle to development” (p. 181). It is against
thisbackdrop that we felt astudy of the spread of
urbanisation in our country would prove to be a
useful exercise.

A very preliminary analysis of data pertaining
to incidence of urbanisation in India indicates
that, the process as well as the progress of urba-
nisation in our country isin conformity with the
peculiar characteristic features of the processin
other developing countries. Theimbalancein the
incidence of urbanisation isvisible at two levels,
namely, at the national level aswell asat thelevel
of urban areas of different sizes. At the national
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level, wise six large states of Andhra Pradesh,
Gujarat, Maharashtra, Karnataka, Tamil Nadu
and West Bengal continue to account for more
than half of the total urban population of the
country. As per the Census data pertaining to the
year 1981, these six states accounted for 42.52
per cent of the total population of the country.
However, 54.67 per cent of the total urban pop-
ulation of the country in the same year was
concentrated in these six states. The trend has
persisted in the same direction even in the later
period. According to the Census statistics for the
year 2001, these six states accounted for 40.71
per cent of the total population of the country.
However, the urban popul ation of these six states
accounted for 51.89 per cent of the total urban
population of the country in 2001.

Further, as far as the average level of urbani-
sation is concerned, these six states have been
consistently above the national average.
Y ear-wise statistics presented in the following
Table 1 would revedl this:

Table 1. Level of Urbanisation in Six States of India (%)

1981 1991 2001
@ @ ©) 4)

Andhra Pradesh 23.32 26.89 27.08
Gujarat 3110 34.49 37.35
Karnataka 28.89 30.92 33.98
Maharashtra 35.03 38.69 42.40
Tamil Nadu 32.95 34.15 43.86
West Bengal 26.46 27.48 28.03
INDIA 23.70 2571 27.78

Source: 1. Report of the National Commission on Urbanisa-
tion, Vol. 2: P. 9.

2. Urban Growth in India: 1951 - 1981; A Statistical
Analysis, Census Monograph No. 1. P. 38.

3. Oxford Handbook of Urbanisation in India, Second
Edition, 2007, p. 5.

Over this period, only Andhra Pradesh has
remained closed to the national average level of
urbani sation.
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Relevant statistics also further indicate that
among areas designated as "urban”, the phe-
nomena of urban population growth is concen-
trated in urban areas of certain size only. Among
the six size classes of the urban areas specified by
the Census authorities, Class | urban areaswith a
population of 1, 00,000 and above (which are
designated as "cities') account for the largest
share of thetotal urban population. Thistendency
can be observed at the national as well as at the
state level. The data presented in the following
Table 2 support this impression:

Table 2. Urban population in Class| urban areas (%)

1981 1991 2001
@ @ ©) 4)

Andhra Pradesh 53.69 66.88 75.31
Gujarat 57.92 66.43 76.50
Karnataka 58.60 64.60 67.20
Maharashtra 75.24 77.85 79.70
Tamil Nadu 62.19 65.96 56.35
West Bengal 76.84 8171 83.54
INDIA 60.32 64.89 68.67

Source: Oxford Handbook of Urbanisation in India, Second
Edition, pp. 65-68.

This tendency of the urban population to
concentratein the Class | size urban areasisalso
seen among larger states having relatively low
incidence of overall urbanisation. The following
data (Table 3) revealsthis trend:

Table 3. Urban population in Class| urban areas (%)

1981 1991 2001
@ @ &) 4)
Bihar 54.12 52.62 59.31
Maghya Pradesh 46.84 50.38 55.77
Orissa 41.63 44.43 48.41
Rajasthan 46.52 50.09 57.23
Utar Pradesh 51.49 55.99 62.16
INDIA 60.32 64.89 68.67

Source: Oxford Handbook of Urbanisation in India, Second
Edition, pp. 65-68.
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It must be noted that the economies of the
above mentioned (five) states are primarily
agrarian in nature. The average level of urbani-
sationinall thesefive stateshas been consistently
lower thanthe national average over the past three
decades.

National level urbani sation patternsalongwith
their peculiarities have been extensively studied
over the years in India. However, an in-depth
enquiry into the dynamics of urban spread at the
state level seems to have become necessary -
especialy to undertake implementation of local
and state level, action oriented civic and admin-
istrative policies. Such a study could raise the
following questions:

* How does the pattern of process and
progress of urbanisation depicted at the
national level conform to the incidence of
urbani sationin someof themore urbani sed
states of the country?

*  What are the state specific characteristic
features of urban spread and growth?

* Do national level imbalances in the inci-
dence of urbanisation manifest across
different states/ sub-state levels?

An attempt has been made in this note to
analyse the evolution of urbanisation in the state
of Maharashtra which has been the leading state
in terms of urbanisation since its formation in
1960. More specifically, it makes a modest
attempt to study the primary features of the
process and progress of urbanisation in the State
of Maharashtra during the period 1961-2001.1n
terms of the evolution of urban Maharashtra,
statisticsascompiled and publishedin the Census
of India documents for the census years 1961,
1971, 1981, 1991 and 2001 have been used. It
needs to be admitted that this exercise is purely
exploratory and has the limited objective of
understanding the broad patterns and trends
prevaent in the urban mosaic of the state of
Maharashtra.

URBANIZATION IN MAHARASHTRA 1961-2001
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2. URBANISATION IN MAHARASHTRA:
AN OVERVIEW

The state of Maharashtra came into existence
as a separate state entity on 1st May 1960. The
then newly created State consisted of 26 Districts
and 229 Tehsilswhich were organised under four
Revenue Divisions namely, Konkan, Pune,
Aurangabad and Nagpur. Subsequently, the four
districts of Sindhudurg, Jalna, Latur and Gad-
chiroli werecarved out of Ratnagiri, Aurangabad,
Osmanabad and Chandrapur respectively at the
beginning of 1980s. Furtheron, fivemoredistricts
werecreated in the decade of 1990s. The Mumbai
suburban district was separated from the erst-
while Mumbai district, while the remaining four
districts of Nandurbar, Hingoli, Washim and
Gondiya were formed by reorganising the dis-
tricts of Dhule, Parbhani, Akola and Bhandara
With this, the number of districts in the State
increased to 35. The number of tehsils increased
to 353 by the Censusyear 2001. Thetotal number
of Revenue Divisions in the State also increased
from four to six with the creation of two new

divisions, namely, Nashik and Amravati.

With reorganisation of the Revenue Divisions
and Districts within the State of such an order,
any kind of spatial-temporal comparison of the
growth and spread of urbanisation becomes dif-
ficult and un-meaningful. For the purpose of this
study, therefore, al the districts and their
population statistics have been reorganised, for
all Census years, in accordance with the District
and Revenue Division compositions as reported
in the Census publications for the year 2001.

Since its inception, Maharashtra has been at
the fore front in terms of growth of urbanisation
inIndia. Thelevel of urbanisation in Maharashtra
has been consistently and considerably higher
than the national average throughout the period
between 1961 and 2001. At the national level, the
average percentage of total populationresidingin
urban areas stood at 17.97 in the year 1961. The
percentage for the same for Maharashtra was



28.22. As per the Census statistics for the year
2001, the average level of urbanisation for the
nation as a whole was 27.98, while for Maha-
rashtrait stood at 42.43.

The population of Maharashtra accounted for
about nine per cent of the Country’s population
in the year 1961, while the urban population of
Maharashtra accounted for about 14 per cent of
the total urban population of the Country in the
sameyear. The Census figures for the year 2001
put Maharashtra' s share in the total as well as
urban population of thecountry marginally higher
at the levels of 9.43 per cent and 14.40 per cent,
respectively. Maharashtra has managed to
maintain its primacy in this respect during the
entire period between 1961 and 2001. Even asfar
as the absolute size of the urban population is
concerned, Maharashtra continues to occupy the
top most rank during the period of 1961 to 2001.
The total urban population of the country regis-
tered an increase of about 263 per cent between
1961 and 2001. Urban population of Maharashtra
registered arise of 268 per cent during the same
period. Duringtheperiod between 1961 and 2001,
thedecadal growth rate of urban population of the
state has been higher than the national average
with the lone exception of the decade of
1971-1981. While the urban population of the
country registered a decadal growth of 46.14 per
cent; the urban population of the state grew by
39.99 per cent. It isinteresting to note that, the
urban population of the state as per the 2011
census (4, 11, 00, 980) was higher than the total
population of the statein 1961 (3, 95, 53,718).

Inview of thefact that Mumbai happensto be
both the political and financial capital of the state
and the country, respectively, it would be
worthwhile to ascertain the primacy of Mumbai
in the overall urban landscape of Maharashtra as
well as that of India As has been mentioned
earlier, the average level of urbanisation of
Maharashtra has been consistently higher than
that of the national average all these years. The
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picture does not change when we compare both
theaveragesby excluding Mumbai. However, the
vertical distance between the average level of
urbanisation at the national and at state level
contracts noticeably as soon as one excludes
Mumbai for purpose of calculation. While, the
averagelevel of urbanisation at the national level
stood at 17.97 per cent inclusive of Mumbai, in
the year 1961, the average for Maharashtra then
was28.22 per cent. Excluding Mumbai, whilethe
national average works out to be 17.19 per cent,
the revised average level of urbanisation for
Maharashtra slips to the level of 19.80 per cent.
Asper the Census statistics for the year 2001, the
average level of urbanisation, inclusive of
Mumbai, stood at 27.78 per cent and 42.43 per
cent at the national level and at the state level,
respectively. Excluding Mumbai, the two per-
centages work out to be 26.93 and 34.30,
respectively.

The process of urbanisation in the state indi-
cates a tendency, though slowly, to decentralise
and spread to other parts of Maharashtra. Mumbai
accounted for about 37 per cent of thetotal urban
population of the state in the year 1961. By the
year 2001, this share had come down to about 29
per cent. The decadal growth rate of urban pop-
ulation of Maharashtra, inclusive of Mumbai, for
the four decades of 1961-71, 1971-81, 1981-91
and 1991-2001 works out to be 40.75 per cent,
39.99 per cent, 38.87 per cent and 34.57 per cent
respectively. Yet on excluding Mumbai, the
decadal growthratesstand at 38.94 per cent, 41.16
per cent, 49.93 per cent and 41.26 per cent
respectively. This could primarily because
decadal growth rate of population of Mumbai has
decelerated markedly over the period. The pop-
ulation of Mumbai registered a growth of 43.80
per cent during thedecade of 1961 and 1971. Data
for subsequent decades show the decadal growth
rates of 1971-81, 1981-91 and 1991-2001 to be
38.07 per cent, 20.41 per cent and 20.68 per cent,
respectively.
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In regards to the level of urbanisation, Maha-
rashtra continued to maintain its first position in
the country during the period between 1961 and
1991. It was displaced for the first time in 2001
[Census, 2001] by the state of Tamil Nadu with
itslevel of urbanisation becoming 44.04 per cent,
marginally higher than the average level of
urbanisation of 42.43 per cent for Maharashtra
that year. However, it appears that Tamil Nadu
could attain this marginal edge on account of a
technical discretion exercised by its concerned
authorities. As explained by Sivaramakrishnan
"In Tamil Nadu, asmany as 399 towns have been
added in 2001 to the urban list of the state. This
action has been significant in determining the
urbangrowth rate of the state between 1991-2001
and level of urbanisation in 199. Thisgrowth rate
has, in fact, doubled up from 1991. Percentage of
urban population among the major states is also
highest. However, theinclusion of alargenumber
of towns by a statutory notification has been
entirely a matter of state discretion. Tamil Nadu
could have notified these towns in the previous
census of 1991 itself, which would have reduced
the striking differences of urban growth and level
of urbanisation between 1991 and 2001. It appears
the state government decided on the inclusion of
thesetowns only because of the 74th Amendment
and the state government’s perception that all
these settlements should be regarded as urban”
(Pp. 18-19). It has been further observed that, "A
large number of town panchayats have been
brought into the urban list of 2001 as statutory
towns, making application of demographic cri-
teriairrelevant. Further, most of the village pan-
chayats, considered statutory townsin 1991, have
also been giventown panchayat status, qualifying
these as statutory towns. Thisisevident from the
fact that the number of statutory towns has gone
up while that of census towns has gone down in
2001, asmentioned before. Thisis attributable to
thefact that Tamil Nadu has simply followed the
definition of statutory towns, as stipulated by the
Registrar General,inidentifyingtheurban centres
in 2001" [Sivaramkrishnan, et.al., 2005, p. 21].
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That the urbani sation processin Maharashtra has
a much stronger foundation is borne out by the
fact that the absolute size of the urban population
of Maharashtrawas around 50 per cent morethan
that of the urban population of Tamil Nadu in
2001. Hence, as far as the numerica size of the
urban population is concerned, Maharashtra has
retained its primacy in the country between 1961
and 2001. Further, the decadal growth rate of
urban population of Maharashtra during the two
decades of 1971-81 and 1981-91 was markedly
higher than that of Tamil Nadu. During the
aforesaid decades, the decadal growth rate of
urban population of Maharashtra stood at 39.99
per cent and 38.87 per cent, respectively. In
contrast, the decadal growth rate of the urban
population of Tamil Nadu during the corre-
sponding decadesworked out to be 27.98 per cent
and 19.28 per cent, respectively.

3. URBANISATION AND
ECONOMIC DEVELOPMENT

Thereappearsto exist abiological relationship
between urbanisation and the process of overall
economic development of any region. In away,
spread of urbanisation is an outcome as well as
anarchitect of theforward march of devel opment.
The process of economic development brings
about certain structural changes in the fabric of
economic activity of theregionwhich providethe
initial impetus for the emergence and evolution
of aqualitatively different and complex form of
spatio - economic - social unit called a"Town".
Geographically the larger, more populated and
socio-economicaly highly diversified town is
termed as a "City". Urbanisation, hence, is
described to be a process which is characterised
by the emergence and enlargement of towns and
cities of varying sizes and complexities.

Evolution of urbanisationin thedifferent parts
of the world over a period of a few centuries,
depicts, a somewhat uniform sequence and pat-
tern. Invariably, theinitial impetusto emergence
of towns and citiesistriggered by advancements
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in agriculture. Increasing agricultural productiv-
ity and the concomitant rise in the per capita
earnings of the people engaged in farming pave
the way for new enterprises engaging in the task
of manufacturing a variety of non-food items
required by the public. While, rising farm pro-
duction facilitates greater supply of agricultural
raw materials for the newly born non-farm
activities, increased supply of food articles sus-
tainsenlarging population. This, in turn, leadsto
the next round of rising demand for a variety of
non-farm goods and services. Improvements in
farm practices coupled with application of
advanced science and technology in production
processes enhances agricultural productivity
freeing a large section of population to work in
other (non-farm) activities. The "surplus’ man-
power no longer dependant on agriculture
embarks on a multitude of experiments in other
walksof life and thence on the gamut of non-farm
activities begins to multiply. Unlike agriculture,
non-agricultural activities are not land intensive
and hence not wedded to a particular location.
These activities tend to gravitate around certain
locations on number of countslike availability of
threshold size of market, proximity to assured
sources of raw material, presence of pool of
skilled personndl .... Development of non-farm
enterprises at such locations begin attracting
manpower, artisans, traders, transporters, bankers
and other vocations. This results in swelling of
the local population. Interdependence of multi-
tude of economic activities warrants their coex-
istence in close proximity thereby leading to the
increasein the density of population of that area.
The confluence of such plentiful non-agricultural
enterprises at such alocation naturally aters the
employment pattern of the local area. A highly
integrated interplay of all such factors resultsin
the emergence of a totally modified socio-
economic-politico-spatial unit called a "Town".
The term "City" has been defined in a very
specific manner by the Census authorities in our
system. Thisis so because, although, concentra-
tion of population has been the essential sine qua
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non of any urban area, concentrations beyond
certain size are designated as cities. This has
happened everywhere throughout the long jour-
ney of urbanisation.

The process of economic development is
marked by the emergence and growth of non-
agricultural sectors. Development occurs and
proceedsviasuch structural changes. Emergence
and growth of towns and cities of different sizes
is an outcome of this very same process of
structural changes which give rise to expansion
of non-farm activities. Concentrations of such
non-farm activities at certain places alter the
socio-economic as well as demographic charac-
teristic features of that location. The definition of
URBAN as adopted in the Indian context
incorporates the demographic as well as the
economic features that such a locality acquires
oncethetransformation of thesamefromRURAL
TO URBAN is concluded.

4. URBANISATION IN MAHARASHTRA:
GROWTH OF TOWNS

The absolute urban popul ation of Maharashtra
stood at 1, 11, 62,561 in 1961. This total urban
population was spread over 268 urban centres.
The absolute urban population of Maharashtra
increased to 4,11,00,928 in 2001. The total
number of urban centres in the state had also
increasedto 378 by theyear 2001. It must benoted
that, while the urban population of the state
registered a substantial rise of 268 per cent
between 1961 and 2001, there was an absolute
addition of only 110 urban centres during the
intervening period. Number of urban centres in
the state, thus, registered an increase of mere 41
per cent during the sameperiod. Thisimpliesthat,
most of the accretion to the urban population of
the state has been due to an increase in the size of
the population of already existing urban centres.
Urbanisation progresses on two counts, namely,
increase in the size of urban population one, and
two due to emergence of newer urban centres.
Divergence in the advancement of these two
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parameters depicts a strong tendency towards
concentration of population in existing urban
centres.

The Census volumes provide basic demo-
graphic statistics for Rural and Urban areas sep-
arately. "Village" formsthe unit of classification
for rural areas and "Town" the unit of
classification for urban areas. Further, since the
Census of 1961, Census of India has adopted a
twofold classification mechanism for (i) identi-
fication of a Town and (ii) categorisation of the
identifiedtowns, inthecountry. Thesetwo classes
of towns are termed as (i) Statutory Towns and
(ii) Census Towns. Accordingly, " All statutory
places with a municipality, corporation, can-
tonment board or notified town area com-
mittee” are termed and classified as
" Statutory Towns'.While," A placesatisfying
thethreecriteria simultaneously, namely (i) a
minimum population of 5,000 (ii) at least 75
per cent of male working population engaged
innon-agricultural pursuits; and (iii) adensity
of population of at least 400 persons per sg.
km. (1000 per sq. mile)* aretermed and clas-
sified as " Census Towns'. According to these
definitions, there were 228 Statutory Towns and
40 Census Towns in Maharashtra in 1961. The
number of Statutory Towns had gone up by 23
and reached afigure of 251 by 2001. The number
of Census Towns, on the other hand, had
increased considerably to 127 during the same
period.

Although, the absolute rise in the number of
Census Towns during 1961 and 2001 appears
impressive when compared to the increasein the
number of Statutory Towns, the relative share of
urban population accommodated in the Census
Towns has been tiny right from the beginning.
The population of the Census Towns accounted
for amere 2.87 per cent of the urban population
of Maharashtrain 1961. The same had registered
a small growth and reached a level of 4.17 per
cent by the year 2001.
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Regional distribution of the townsin the State
and the dynamics therein exhibits noteworthy
changes. Of the 268 townsthat existedinthe State
in 1961, the highest numbers of towns, viz., 60
were located in Pune division. Aurangabad
division occupied the second position with 53
towns. Nagpur division was at the bottom with
only 28 towns. However, by the year 2001,
Konkan division had occupied the first rank with
79 of the 378 towns in the State. Pune division
was relegated to the second position with 76
towns. Nagpur, which was at the sixth positionin
1961 had moved up to the third rank with 60
towns. Aurangabad, which had held the second
position in thisrespect in 1961 was pushed to the
fifth rank with 57 towns. Amravati division
assumed thelowest positioninthishierarchy with
47 towns in 2001. It must be noted here, that,
amongthe six Revenue Divisions of the State, the
two divisons of Aurangabad and Amravati
exhibited the lowest absolute rise in the number
of towns between the period 1961 and 2001.
Aurangabad division had 53 townsin 1961. This
number increased to 57 by 2001. As far as
Amravati isconcerned, thenumber of townswent
up from 39 in 1961 to 47 in 2001. This implies
that, of the accretion to urban popul ation of these
twodivisionsthat occurred during theintervening
period, a large part was primarily by way of
addition to the population of the existing towns
of these regions.

Based on the type of statutory local body,
Statutory Towns in the State could further be
classified in to three categories, namely, Munic-
ipal Corporations, Municipal Councils and Can-
tonment Boards. Accordingly, there were three
Municipal Corporations, 220 Municipal Councils
and five Cantonment Boardsin the Statein 1961.
By 2001, the number of Municipal Corporations
in the State had gone up to 15, the number of
Municipal Councils had increased to 229 and the
number of Cantonment Boards had increased to
seven. Between the two types of civic bodies,
namely, Municipa Corporations and the
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Municipal Councils, as the Census data reveals,
the highest absolute increasein the number, (i.e.,
12) has occurred in the case of Municipal Cor-
porations between 1961 and 2001. The number
of Municipal Councilswent upby nineduringthe
same period.

It needs to be noted further that alarge part of
accrual to total number of Municipa Corpora-
tions in the State occurred during the recent two
decades of 1981-91 and 1991-2001. Between
1961 and 1981, the number of Municipal Cor-
porationsin the State had increased from three to
five. However, during the decade of 1981 and
1991, six more Municipal Corporationscameinto
existenceand thetally of Municipal Corporations
rose to 11 by Census of 1991. During the subse-
guent decade, four more Municipal Corporations
came into being and the total number increased
to 15 by 2001. This means, 10 out of the 15
Municipal Corporations that existed in the State
at thetime of Census 2001, have comeinto being
in during the period 1981 to 2001.

The absolute rise in the number of Municipal
Councils in the State, too, depicts a somewhat
parallel phenomenon. Between 1961 and 1981,
there was an addition of only one Municipal
Council to thetotal of 220 Municipa Councilsin
the State at the time of Census 1961. During the
decade of 1981 and 1991, seven more Municipal
Councils came into existence. Again, in the
subsequent decade of 1991 and 2001, there was
an addition of just one Municipal Council.

The number of Cantonment Boards increased
merely by two between 1961 and 2001. Forma-
tion as well as administration of Cantonment
Boards is governed by an altogether separate
authority structure. Further, their absolute num-
ber isnot only small (plus stagnated); therelative
share of urban population in the State that resides
in Cantonment areas also has been quite insig-
nificant right from the beginning. The five Can-
tonment Boardsthose existed in the Statein 1961
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accounted for about 1.59 per cent of thethen total
urban population of the State. Although, the
number of Cantonment Boards increased from
five to seven during 1961 and 2001, their pop-
ul ation sharedepicted adeclinefrom 1.59 per cent
t00.80 per cent. Hence, wemay afford to exclude
this category of urban towns from further analy-
Sis.

Thedynamicsof growth inthe number aswell
astype of urban civic townsin the State appears
very interesting. As the statistics indicates the,
total number of towns in the State increased by
110 (from 268 to 378) during 1961 and 2001. 90
per cent of this growth in the number was con-
tributed by Municipal Corporations (whose
number increased from three to 15) and Census
Towns (which increased from 40 to 127). A
Municipal Corporation is the highest form of an
urban area while a Census Town is the lowest
formof anurban areain every respect. It therefore
becomesclear that only the highest and the lowest
urban forms have been primarily contributing to
the absolute increase in the number of urban
centresin the State.

Further, thereisamarked regional variationin
this growth dynamics of the number of towns of
different types. Intheyear 1961, therewerethree
Municipal Corporations of Mumbai, Pune and
Nagpur, that is one in each Revenue Divisions of
Konkan, Pune and Nagpur. The total number of
Municipal Corporationsinthe Statehadincreased
to 15 by 2001. Of theincreased 12 new Municipal
Corporations, 8 werelocated injust two Revenue
Divisionsof Konkan and Pune, Withthis, Konkan
and Pune Divisions accounted for 10 out of 15
Municipal Corporations that existed in the year
2001. However, it must be noted that, seven out
of the eight new Municipal Corporations that
sprang up in the two Revenue Divisions of
Konkan and Pune came into existence via an
up-gradation of their civicstatus-fromMunicipal
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Council to Municipal Corporation. The Munici-
pal Corporation of Navi Mumbai in Thanedistrict
of Konkandivisionwastheloneexceptiontothis.

Asfar asthe number of Municipal Councilsin
the State goes, at the aggregate level, the number
went up by nine (from 220 to 229) between 1961
and 2001. Out of the six Revenue Divisions, only
Nagpur Division witnessed the creation of five
new Municipal Councils in the intervening
period. Two Divisions of Pune and Aurangabad
witnessed an actua reduction in the number of
Municipal Councils (five in Pune and one in
Aurangabad) due to their up-gradation into
Municipal Corporations. No new Municipal
Councils were formed in these two afore men-
tioned Divisions during 1961 and 2001. On the
other hand, the two Divisions of Konkan and
Nashik were characterised by up-gradation of
some of the Municipal Councilsinto Municipal
Corporations along with creation of new
Municipal Councils. There was a net addition of
10 Municipal Councils in these two Divisions
(five in each) between 1961 and 2001. Asfar as
Amravati Division is concerned, although three
new Municipal Corporations came into being
during 1961 and 2001, two Municipal Councils
got converted into aMunicipal Corporationwhile
the remaining one was merged with another
Municipal Council. With this reorganisation, the
total number of Municipal Councils in the Divi-
sion remained unchanged between 1961 and
2001.

The emergence and growth of Census Towns
across six Revenue Divisions of the State reveal
interesting patterns and trends. Asfar asthe type
and hierarchy of urban areas that exists in our
systemis concerned, Census Towns are the most
primary form of an urban settlement and hence
lie at the bottom of the organisational structure.
The transition of an erstwhile "rural” settlement
into an "urban" form brings with it structural
transformation in the economic fabric of the
region. It transforms the economic base of the
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region and eventually lends a completely modi-
fied appearance to that location. One may safely
state that the, seeds of subsequent urban sprawl
are sown through the germination of Census
Towns.

With this background, now, it would be
interesting to take an overview of the pattern of
growth and spread of Census Towns in the state
of Maharashtra. There were 40 Census Townsin
the State in 1961 with 32 of them (80 per cent of
the total) being located in the two Revenue
Divisionsof Konkan and Pune. The two Revenue
Divisions of Aurangabad and Amravati did not
have a single Census Town then. The entire
Nagpur Division had just one Census Town. By
the year 2001, although, there was an addition of
87 Census Towns (with thetotal number rising to
127), ailmost 59 per cent of thisincrease occurred
in the two Revenue Divisions of Konkan and
Nagpur alone. With this, the three divisions of
Konkan, Nagpur and Pune accounted for closeto
80 per cent of total Census Towns in the State.
The two Revenue Divisions of Aurangabad and
Amravati together had only 10 Census Townsin
2001. Further, 8 out of these 10 Census Towns
havecomeinto existenceduring thesingledecade
of 1991 to 2001. This suggests that only 10
locations in these two Divisions (three in
Aurangabad and seven in Amravati) which
comprise of in all 13 Districts (eight in Auran-
gabad and five in Amravati), acquired the nec-
essary demographic as well as economic
characteristic features during the period of four
decades between 1961 and 2001, that lend them
to qualify as"Census Towns".

It has been seen that, in many instances in
several states, thedemographic criterialaid down
by the Census authorities for identification and
the subsequent demarcation of a location as
"Census Town" is not adhered to rigorously.
While commenting on the practical difficulties
associated with the process of identification and
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demarcation of Census Towns, K. C. Sva
rammkrishnan, et al., state that, "the information
on population, number of workers, and workers
outsideagriculture, for thecensusyear (necessary
for applying the demographic criteria) becomes
available only through the census operation.
Urban and rural settlements, however, need to be
identified well in advancein order to conduct the
census. There is, thus, no option but to identify
the census towns on the basis of information
available in the office of Registrar General and
directoratesof censusoperationsmuch beforethe
censusdate. Understandably, theidentification of
towns is based on the population and its growth
rate, reported in the previous census and a few
other factors likely to affect the demographic
growth and workforce structure. Thisimpliesthat
discretion exercised by the state directorates or
evenofficialsat thedistrict level cannot betotally
ruled out, no matter how rigorously we may like
to implement the demographic criteria" (p. 17).
Notwithstanding this, the fact that barely 10
locations in 13 districts of Maharashtra qualify
for the necessary demographic as well as eco-
nomic characteristic features over along period
of four decades speaks volumes about the extent
and intensity of economic stagnancy prevalent
acrosstheregion. Doesthis stagnancy suggest the
absence of forces which trigger the process of
overall economic development? Does it imply
that the basic impetus required for kick starting
theprocessof structural transformation hasfailed
to muster the necessary support and strength?

Census of India classifies al the townsin the
country (both, Statutory as well as Census) into
six population size categories. Towns with pop-
ulation of onelakh and above are called as Class
| andaretermed " Cities' . Townswith population
between 50,000 and 99,999 are denoted as Class
[ towns. Urban centres with population between
20,000 and 49,999 are called asClass 111 towns.
Towns with population between 10,000 and
19,999 are termed as Class 1V towns. Urban
centreswith population between 5,000 and 9,999
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are caled Class V towns. Finaly, all urban
centreswith population below 5,000 are referred
to as Class VI towns. The urbanisation process
and its progressin India could be described to be
"top heavy" in the sense that, Class | towns
account for the largest share of the total urban
popul ation of the Country. Of thethen total urban
population of the Country, Class | cities
accounted for about 51 per cent of the urban
population in 1961. By the year 2001, this con-
centration of theurban populationin Class| cities
had increased to the level of amost 69 per cent.

Maharashtra, whichhasalwaysbeen at thefore
as far as process and progress of urbanisation in
the Country is concerned, has not been an
exception. In fact, the tendency for the urban
population of the State to concentrate in Class |
cities is much more pronounced as compared to
the trend observed at the national level. As the
statistics for the Census year 2001 indicates,
79.70 per cent of thetotal urban population of the
State resided in Class | cities. The same per-
centagestoodat 65.771n1961. It can beseen from
this set of data, that as far as Maharashtra is
concerned, the tendency for the urban population
to concentrate in Class | cities has been much
sharper when comparedtothe sameat thenational
level since the formation of the State.

Population size class-wise distribution of the
total urban townsin the State has also undergone
amarked change between 1961 and 2001. Towns
with population above 20,000, (i.e., town cate-
gories I, Il and I1l) accounted for about 27 per
cent of thetotal towns (73 out of 268) in the year
1961. By 2001, the relative share of these towns
had increased to about 58 per cent (219 of 378
towns). As noted earlier, total number of towns
in the State increased by 110 (from 268 to 378)
between 1961 and 2001. There was an addition
of 156 towns in the town categories of I, 11, 111
and V. However, town Classes V and VI expe-
rienced reduction in their absolute number by 46
towns during 1961 and 2001. Thisis how; there
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was a net addition of 110 towns between 1961
and 2001. It isvery interesting to note that, more
than 90 per cent of the increase (146 out of 156)
was contributed by three size class categories
namely I, Il and 111. Between 1961 and 2001, the
number of Class | townsincreased from 12 to 40,
Class |l townsfrom 15 to 44 and Class |11 towns
from 46to 135. Therewas an addition of only ten
towns (91 to 101) in Class IV category towns
during the same period. This shows that, during
the period of 1961 and 2001, distribution of towns
among different population size classes has
shifted in favour of larger size towns.

5. URBANISATION IN MAHARASHTRA:
DISTRICT LEVEL TRENDS
Growth and spread of urbanisation depicts
considerable amount of variation at the District
level too. With its level of urbanisation being at
100 per cent, Greater Mumbai has been the sole
district in the State which is completely "urban®.
It has remained so all along. The district of
Gadchiroli was exactly at the opposite end in
1961. Thedistrict wastotally "rural” withitslevel
of urbanisation being at zero per cent.

Asfar asthelevel of urbanisationisconcerned,
only four districts of Greater Mumbai, Thane,
Pune and Nagpur have been consistently above
the State average through-out the period between
1961 and 2001. Nagpur and Pune retained their
respective second and the third ranksin the State
in respect of level of urbanisation between 1961
and 1981. However, by the Census year 1991,
Thanedistrict, moved from the fourth position to
the second rank displacing Nagpur and Pune to
thethird and thefourth positionrespectively. This
pattern prevailedin 2001 too. Between the period
of 1981 and 1991, the average level of urbani-
sation for the district of Thane went up by 20
percentage points from 44.34 per cent (1981) to
64.64 per cent (1991). All these years, the
remaining districts in the State have been below
the State average, in this respect. Among these
four districtswhich have been consistently above
the State level as far as level of urbanisation is

URBANIZATION IN MAHARASHTRA 1961-2001

51

concerned, the district of Pune remained &t the
second position (next to Greater Mumbai) in
respect of the absolute size of urban population,
between 1961 and 1981. In 1991, Thane district
assumed second position in respect of absolute
sizeof urban population and rel egated Puneto the
third position. It retained this position in 2001
also.

The five districts of Washim, Bhandara, Rat-
nagiri, Sindhudurg and Gadchiroli were at the
bottom in the State as far as the level of
urbanisation in 1961 was concerned. Their
respective levels of urbanisation stood at 9.56,
8.85, 8.13, 8.07 and zero per cent. It is quite
interesting to note that, three of the above five
districts, namely, Ratnagiri, Sindhudurg and
Gadchiroli continued to occupy the bottom most
position in 2001. The levels of urbanisation in
respect of thesethree districts, respectively, were
11.33, 9.47 and 6.93 per cent. Satara (14.17 per
cent) and Gondiya (11.95 per cent) replaced
Washim and Bhandara in this list of bottom five
in 2001. All the five lower most districts in the
State belonged to the Konkan and Vidarbha
regions in 1961; four of the five lower most
districts continued to belong to the same two
regions (Gondiya and Gadchiroli in Vidarbha,
while, Ratnagiri, and Sindhudurg in Konkan), in
2001.

The six districts of Dhule, Jalna, Parbhani,
Osmanabad, L atur and Gondiyadid not show any
additionto the number of townsduring the period
1961 and 2001. Right from the beginning, these
six districts have been characterised by lower
levels of urbanisation and less number of towns.
Another four districts of Sindhudurg, Hingoli,
Akolaand Wardhahad stagnant number of towns
till 1991 and showed an addition of one or two
only in the decade of 1991 and 2001. Except
Akola, the remaining three districts have lower
levels of urbanisation through-out the period of
1961 and 2001. It must be noted that, five of the
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aforesaid 10 districts (Jalna, Parbhani, Osmana-
bad, L atur and Hingoli) bel ongto the Aurangabad
Division of the State. This Division consists of
eight districts. The fact that, entire Aurangabad
Division registered an absolute increase of just
four towns (53 to 57) during the intervening
period of 1961 and 2001, hence, should not come
asasurprise.

Thane, Raigarh, Ahmednagar, Kolhapur,
Nagpur and Chandrapur districts are noteworthy
for the increase in the number of their towns
between 1961 and 2001. Except Thane and
Nagpur, the remaining four districts had fairly
lower level of urbanisationin 1961. During 1961
and 2001, the levels of urbanisation of two dis-
trictsof Thane and Nagpur rose substantially and
even surpassed the State average in 2001. What
is more interesting about Thane is the marked
increase in the number of Class | cities that this
district threw up between 1961 and 2001. Thane
had two Class | cities in 1961. This number
increased to 10 by 2001.In the case of the other
four districts, although their level of urbanisation
did register anincrease, it isquite below the State
averagein 2001.

As has been discussed earlier, urbanisation is
acause as well as an effect of process of overall
economicdevelopment. The processof economic
advancement is accompanied by structura
changesin the region’ s economy which result in
the rise and expansion of the non-agricultural
sectorsof theregion’ seconomy. Thisboost to the
enlargement of the non-agricultural sectors
emerges out of advancement of the agricultural
activity of theregion. Riseinthe productivity and
production of the agricultural sector leads to the
increase in the average level of earnings of the
farming community which thereby providesboth
demand as well as supply impetus to the emer-
gence of the secondary and the tertiary sectors of
thelocal region. The boost to the devel opment of
the secondary as well as tertiary sectors of the
region could also come from some exogenous
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factors such as government’s policy to develop
an industrial areain the vicinity. What is impor-
tant here is that an "Urban" areais essentially a
centre of development of non-agricultural
activities and occupations. Spatial spread of the
incidence of urbanisation as reflected in the
increaseinthenumber of urban centresinaregion
is, therefore, an indication of the changing
occupational pattern of the area.

An attempt has been made here to look at the
occupational composition of the workersin each
of the districts and the changes therein between
1961 and 2001 in order to get some cluesinto the
pattern of urban growth experienced by the
respective district. Census of India publishes
statistics pertaining to the occupational catego-
risation of workers for each of the location.
Workers engaged in agricultural pursuits as
"Cultivators' and "Agricultural Labourers' have
been deducted from the total number of workers
in each of the districtsto arrive at an estimate of
the workers engaged in non-agricultural occu-
pations. With this, one can compute the propor-
tion of the workers involved in non-agricultural
occupations. We have juxtaposed these three
variables, namely, (i) level of urbanisation (ii)
number of towns and (iii) proportion of workers
engaged in non-agricultural occupationsfor each
of the districts for each of the Census years
between 1961 and 2001.

The proportion of workers engaged in non-
agricultural occupations as per cent of total
workers stood at 30 per cent for the State as a
whole in the year 1961. The average level of
urbanisation for the State stood at 28.22 per cent
inthesameyear. By theyear 2001, the proportion
of workers in non-agricultural pursuits had
increased to 45 per cent for the State, while, the
averagelevel of urbanisation, too, had gone up to
42.43 per cent.
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Konkan division had about 59 per cent of its
total workers occupied in non-agricultural pur-
suitsin the year 1961. Thiswas not only highest
among the six Divisions but was much above the
then State average. With Greater Mumbai being
a part of Konkan Division this was not unex-
pected. The average level of urbanisation for the
Division (56.45 per cent), too, was the highest
amongtherest and was much abovethethen State
average of 28.22 per cent. Nagpur and Pune
Divisions followed Konkan with their shares of
non-agricultural workers in the total workers
being at 29.61 per cent and 27.45 per cent,
respectively. Their levels of urbanisation in the
sameyear, too, stood at 25.14 per cent and 24.68
per cent, respectively. Amravati Division was
fourth in the hierarchy with its level of urbani-
sation at 19.63 per cent and the proportion of
workers engaged in occupations other than
agriculture being at 17.41 per cent. Although,
Nashik Division had an average level of urbani-
sation of 18.90 per cent which was only mar-
ginaly lower than that of the Amravati Division,
the proportion of workers in non-agricultural
activitiesin thisregion (21.40 per cent) was more
than the Amravati Division. Aurangabad Divi-
sion with the lowest level of urbanisation (12.61
per cent) in the State also had an equally lower
proportion of itstotal workers (18.08 per cent) in
non-agricultural occupations. Almost anidentical
pattern was repeated in 2001 as far as the asso-
ciation between the Division-wise average level
of urbanisation and the proportion of
Division-wise workers engaged in non-
agricultural occupations are concerned. Konkan
Division with its highest level of urbanisation of
75.11 per cent had close to 80 per cent of itstotal
workers engaged in occupations other than agri-
culture. Therelative positions of other Divisions
of the State, too, remained similar to that of 1961.

The nature of association between the three
variables of (i) average level of urbanisation (ii)
proportion of total workers engaged in non-
agricultural occupations and (iii) increase in the
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number of townsaswell asthedirection of change
therein over the period between 1961 and 2001
as visible at the District level provides us with
three broad patterns of urban growth. Greater
Mumbai (along with the newly created district of
Mumbai Suburban), Thane, Nashik, Pune and
Nagpur could beclassifiedto betraditionally well
endowed districts as far as urban growth is con-
cerned.

Greater Mumbai continues to remain the
powerhouse of self sustaining and at the same
time highly magnetic urban concentration in
Konkan Division. Next in the hierarchy are the
four districtsof Thane, Nashik, Puneand Nagpur.
Proximity to Mumbai has been a vastly
influencing factor asfar as urban explosionin the
district of Thane is concerned. The average level
of urbanisation of Thane registered a mammoth
rise from about 30 per cent in 1961 to around 72
per cent by 2001. The proportion of workers
engaged in non-agricultural occupations in this
district, too, increased from about 35 per cent in
1961 to close to 78 per cent in 2001. Thane had
the highest number of urban centres(37) of all the
typesin the State in 2001. Pune and Nagpur too
have registered an impressive urban growth
momentum with respect to both the parameters of
urban growth namely, level of urbanisation and
multiplication of urban centres. Theproportion of
workers engaged in non-agricultural activitiesin
these two districts al'so has gone up from 38 per
cent to 60 per cent and from 46 per cent to 61 per
cent respectively between 1961 and 2001. The
growth potential accumulated in these districtsin
the form of agglomeration economies make the
processof urbanisationtherein self- perpetuating.
Nashik, although it exhibits signs of stagnancy,
continues to be quite an urbanised district with
average level of urbanisation of 38.80 per cent
and 18 urban centres. Further, physical proximity
to Mumbai is also an important factor in shaping
the overall urban growth in the three districts of
Thane, Pune and Nashik.



Districts such as Raigarh, Ahmednagar, Kol-
hapur and Chandrapur could betermed asfreshly
emerging districts on the map of urban
Maharashtrawith apotential for expansive urban
growth. Here again, Raigarh and Ahmednagar
couldbeclassifiedinto aseparate sub-group. Both
these districts had poor levels of urbanisation in
1961. Although the average level of urbanisation
of these two districts does not seem to have
increased to a noticeably higher level, the occu-
pational pattern of these two districts has under-
goneamarked change. The proportion of workers
involved in non-agricultural activitiesin Raigarh
hasincreased from 22.63 per centin 1961 to about
51 per cent in 2001. In Ahmednagar, this pro-
portion has risen from 10.55 per cent in 1961 to
30 per cent in 2001. Significant in case of both of
these districts is the rise in number of towns
between 1961 and 2001. The number of townsin
Raigarh increased from 12 to 26, while,
Ahmednagar witnessed arisefrom 5t0 18. Urban
growth in Raigarh could have been shaped by the
urban spill-over effect of both the districts of
Greater Mumbai and Thane. Since Ahmednagar
is located mid way between Pune-Aurangabad,
its urban growth might have been influenced by
the said cities. Further, urban growth of
Ahmednagar has received an impetus from
prosperous, sugarcane dominated agricultureand
well developed base of Co-operative sugar
industry that it supports. The two districts of
Kolhapur and Chandrapur could be clubbed into
another sub-group. In the case of these two
districts too, athough the level of urbanisation
has gone up between 1961 and 2001, it continued
to remain below the State average. Nevertheless,
both the districts registered a marked change in
the occupational pattern of workers and the
number of towns. The proportion of workers
engaged in pursuits other than agriculture
doubled from about 21 per cent in 1961 to 42 per
centin 2001 in the case of Kolhapur. The number
of towns in Kolhapur, too, increased from 11 to
18 in the interim period. While the number of
townsin Chandrapur increased from 5 to 14, the
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proportion of workers involved in non-
agricultural activitieswent up from 20 per cent to
35 per cent. Prosperous agriculture, growth of
Co-operative sugar industry, a well developed
dairy sector and proliferation of small and
medium engineering units could be responsible
for the progress of urban growth in Kolhapur.
Growth of mining and establishment of power
plantsin recent yearsislikely to be instrumental
in spearheading the process of urbanisation in
Chandrapur.

Districtsof Aurangabad, Akola, Amravati and
Wardha could be representing a scenario of
restricted urban growth. The process of urbani-
sation in these districts seems to have remained
restricted to afew, handful urban locationswhich
have grown in size between 1961 and 2001
primarily on account of addition to their pop-
ulation. Although the level of urbanisation of
these districts has reached a fairly respectable
level by 2001, the proportion of their total workers
dependent on agriculture continues to hover
around 70 per cent. Further, the number of urban
towns in these districts has remained almost
stagnant between 1961 and 2001.

Barring these 14 districts, the process and
progress of urbanisation in the remaining 21
districts of the State present a picture of near
stagnancy. Notably each of the six Revenue
Divisions depicts coexistence of progressive and
stagnant districtsinitsincidenceof urban growth.
Yet Aurangabad Division makes a mark as it
stands out in this respect vividly with seven out
of its eight districts lagging significantly. This
Division hasretained its bottom position asfar as
thevariables of level of urbanisation and number
of urban towns is concerned. Further, the occu-
pational pattern of these districts continues to be
overwhelmingly agricultural in nature. As if to
aggravate matters, the ultimate irrigation poten-
tial of the Division is low and much below the



VOL. 25 NOS 1-4

State average. Lack of agricultural vitality could
thus be a limiting factor for urban expansion in
this Division.
6. URBANISATION IN MAHARASHTRA:
REVENUE DIVISION LEVEL TRENDS

Oneobservesagreat deal of regional variation
asfar asincidenceof urbangrowthwithinthestate
of Maharashtra is concerned. Among the six
revenue divisions, Konkan division is the most
urbanised one. This should not comeasasurprise
considering the fact that Mumbai, the political
capital of the State and thefinancial capital of the
Country, islocated in this division. The average
level of urbanisation in this division has been
consistently and overwhelmingly above the state
level between 1961 and 2001. The level of
urbanisation of Konkan division stood at 56.45
per cent when the average level of urbanisation
forthestate asawholewas 28.22 per centin 1961.
By the year 2001, while the average level of
urbanisation for Maharashtra increased to 42.43
per cent, the same for Konkan division had
reached 75.11 per cent.

Pune and Nagpur are the next two revenue
divisions in the hierarchy in this respect with
almost equal levels of urbanisation of 37.54 per
cent and 37.35 per cent respectively in the year
2001. Average level of urbanisation for Pune
division (24.68 per cent) was sightly higher than
that of Nagpur division (25.14 per cent) in 1961.
Theprogress of the other two divisionsof Nashik
and Amravati, in this respect has been almost
parallel to each other. Average level of urbani-
sation of Nashik division stood at 18.90 per cent
in 1961, while, Amravati division had average
level of urbanisation of 19.63 per centinthesame
year. The levels of urbanisation for Nashik and
Amravati divisions had respectively increased to
28.23 per cent and 26.50 per cent in 2001
Aurangabad division have been consistently at
the bottom of the hierarchy throughout the period
1961 to 2001. Average level of urbanisation for
Aurangabad division was 12.61 per cent in 1961
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anditwasthenthelowest amongthesix divisions.
This level, athough, risen to 24.53 per cent
continued to be the lowest in 2001.

Itisvery interesting to note that almost 74 per
cent of the total urban population of the state is
concentrated in the three revenue divisions of
Konkan, Pune and Nashik. This tendency has
remained unchanged between 1961 and 2001.
Urban population of these three divisions
accounted for 74.36 per cent of the total urban
population of the statein 1961. By theyear 2001,
this share had increased marginally to 74.55 per
cent. Further, it must be noted that, the relative
share of the urban population of Konkan division
inthetotal urban population of the state hasgone
up marginaly from 43.95 per cent in 1961 to
45.47 per cent in 2001. While, the relative shares
of the two divisions of Pune and Nashik have
dropped marginally during the same period from
18.98 per cent to 18.27 per cent and from 11.43
per cent to 10.81 per cent respectively. Equally
noteworthy is the fact that, the relative share of
urban population of the Amravati and Nagpur
divisionsin thetotal urban population of the state
has also declined between 1961 and 2001. The
relative share of Amravati division decreased
from 8.05 per cent in 1961 to 6.41 per cent in
2001. The share of Nagpur division recorded a
fall from 10.48 per cent in 1961 to 9.71 per cent
in 2001. BesidesKonkan, the only other division
in the state whose relative share of urban pop-
ulation in the total urban population of the state
has registered an increase during 1961 and 2001
is Aurangabad. Its shareimproved from 7.11 per
cent in 1961 to 9.33 per cent in the year 2001.

7. CONCLUDING REMARKS

The pace, direction and composition of the
progress of urbanisation in the State over the
period of four decades subsequent toitsformation
brings to the certain issues which need more
detailed examination such as:
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Tendency for the urban growth process to
concentratein the three Revenue Divisions
of Konkan, Nashik and Pune seems to be
irresistible. Unabated concentration of
population in the cities and towns of these
regions exert tremendous pressure on the
prevailing civic amenities of the existing
urban centres. In view of this, what mea-
sures need to be adopted to enhance the
overall administrative as well as financia
abilities of the institutions of local self-
government of these regions so asto equip
them to manage this onslaught of urban
growth?

What should be the broad direction of
policies of industrial and urban develop-
ment to foster broad-based urban growth
(acrossregions aswell astowns of varying
sizes) in the State?

Why have the policies of decentralised
industrialisation adopted by the Statein the
seventiesand eightiesnot led to the process
of decentralised urbanisation?
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What should bethe focus of developmental
initiatives for regions wherein the neces-
sary impetus for urban growth does not
emerge from the growth of the agricultural
sector? Further, what should be the focus
for policy of agricultural advancement for
regions constrained by poor irrigation
potential ?

Is the present pattern of urbanisation that
hasevolvedinthestate of Maharashtraover
the past fifty yearsaresult of an absence of
any well- defined urban development pol-
icy of the government?
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A) All statutory places with amunicipality, corporation, cantonment board or notified town area committee, etc.

URBANIZATION IN MAHARASHTRA 1961-2001

Preliminaries - Defining
URBAN AREA

B) A place satisfying the following THREE criteria simultaneously:

i) aminimum population of 5,000

ii) at least 75 per cent of male working population engaged in non-agricultural pursuits; and

iii) adensity of population of at least 400 persons per sq km (1000 per sq mile)

Composition of Maharashtra
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Sr. No. 1961 1971 1981 1991 2001
1 Revenue Divisions 4 4 4 6 6
Districts 26 26 26 30 35
Tehsils 229 232 232 299 353
Division-wise Distribution of Districts
Sr. No. 1961 1971 1981 1991 2001
1 Konkan 7 7 7 5 6
2 Nashik 4 5
3 Pune 6 6 6 5 5
4 Aurangabad 5 7 8
5 Amravati 4 5
6 Nagpur 8 8 5 6
Total 26 26 26 30 35
Overview of Urbanisation: India & Maharashtra
Sr. No. 1961 1971 1981 1991 2001
A Level of Urbanisa-
tion
India 17.97 19.91 23.34 26.66 27.78
Maharashtra 28.22 3117 35.03 38.69 42.43
B Decadal GR of
Urban pop.
India 38.23 46.14 36.47 31.13
Maharashtra 40.75 39.99 38.87 34.57
C Maharashtra
(i) pop as % of India
Pop. 9.01 9.02 9.19 9.67 9.43
(it) Urban pop as % of
India Urban pop. 14.14 14.40 13.79 14.03 14.40
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Picture of Urban Maharashtra
1961 1971 1981 1991 2001
A Urbanisation
(i) Including Mumbai 28.22 31.17 35.03 38.69 42.43
(i) Excluding Mumbai 19.80 21.92 25.21 29.87 34.30
B Decadal GR of Urban Pop.
(i) Including Mumbai - 40.75 39.99 38.87 34.57
(i) Excluding Mumbai - 38.94 41.16 49.63 41.26
Cc Districts above state average
(i) Including Mumbai 4 4 4 4 4
(i) Excluding Mumbai 9 9 7 7 7
Division-wise Level of Urbanisation (%)
Sr. No. 1961 1971 1981 1991 2001
1 Konkan 56.45 61.86 66.56 71.47 75.11
2 Nashik 18.90 20.42 2252 25.46 28.23
3 Pune 24.68 26.99 30.57 3254 3754
4 Aurangabad 12.61 14.71 18.31 21.88 24,53
5 Amravati 19.63 20.84 2221 25.03 26.50
6 Nagpur 25.14 26.80 29.74 34.98 37.35
Maharashtra 28.22 31.17 35.03 38.69 42.43
Division-wise Decadal Growth Rates of Urban Population (%)
Sr. No. 1961-71 1971-81 1981-91 1991-2001
1 Konkan 45.07 42.06 36.98 34.96
2 Nashik 34.85 35.94 41.02 34.74
3 Pune 36.93 38.60 32.87 40.55
4 Aurangabad 49.29 50.23 57.27 36.86
5 Amravati 32.79 29.02 36.13 25.73
6 Nagpur 36.28 38.22 43.23 26.45
Maharashtra 40.75 39.99 38.87 34.57
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Division-wise Distribution of Urban Centres
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Sr. No. 1961 1971 1981 1991 2001
1 Konkan 46 54 64 55 79
2 Nashik 42 48 49 55 59
3 Pune 60 64 67 80 76
4 Aurangabad 53 53 54 56 57
5 Amravati 39 39 38 42 47
6 Nagpur 28 31 37 53 60
Maharashtra 268 289 309 341 378
Division-wise Distribution of Total Urban Population
Sr. No. 1961 1971 1981 1991 2001
1 Konkan 43.95 45.30 45.97 45.34 45.47
2 Nashik 11.43 10.95 10.63 10.80 10.81
3 Pune 18.98 18.46 18.28 17.49 18.27
4 Aurangabad 7.11 7.55 8.10 9.17 9.33
5 Amravati 8.05 7.60 7.00 6.87 6.41
6 Nagpur 10.48 10.15 10.02 10.33 9.71
Maharashtra 100.00 100.00 100.00 100.00 100.00
Y ear-wise Growth of Towns
Sr. No. 1961 1971 1981 1991 2001
1 Statutory Towns 228 232 233 246 251
2 Census Towns 40 57 76 95 127
Total 268 289 309 341 378
Distribution of Total Urban Population Across Town Types (%)
Sr. No. 1961 1971 1981 1991 2001
1 Statutory Towns 97.13 96.82 95.61 95.15 95.83
2 Census Towns 2.87 3.18 4.39 4.85 4.17
Total 100 100 100 100 100
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Statutory Status-wise Growth of Towns
Sr. No. 1961 1971 1981 1991 2001
1 Municipa Corpora- 3 4 5 11 15
tion
2 Municipa Councils 220 221 221 228 229
3 Cantt. Boards 5 7 7 7 7
Sub-Total 228 232 233 246 251
4 Census Towns 40 57 76 95 127
Total 268 289 309 341 378
Statutory Status-wise Decadal Growth Rates (%)
Sr. No. 1961-1971 1971-1981 1981-1991 1991-2001
1 Municipal Corporation 50.02 42.35 57.27 43.25
2 Municipa Councils 30.25 33.74 15.75 23.35
3 Cantt. Boards 43.38 28.81 (-)3.07 2.97
4 Census Towns 55.98 93.07 53.31 15.81
Total 40.75 39.99 38.87 34.57
Statutory Status-wise Distribution of Total Urban Population (%)
Sr. No. Type 1961 1971 1981 1991 2001
1 Municipal Corporation 48.32 51.50 52.37 59.31 63.13
2 Municipa Councils 47.22 43.70 41.75 34.80 31.90
3 Cantt. Boards 1.59 1.62 1.49 1.04 0.80
Sub-Total 97.13 96.82 95.61 95.15 95.83
4 Census Towns 2.87 3.18 4.39 4.85 4.17
Total 100 100 100 100 100
Y ear-wise Growth of Towns
Sr. No. Type 1961 1971 1981 1991 2001
1 Class1 12 17 29 33 40
2 Class 2 15 25 25 30 44
3 Class 3 46 65 89 116 135
4 Class4 91 98 101 101 101
5 Class5 89 70 48 48 50
6 Class 6 15 14 17 13 8
All 268 289 309 341 378
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Districts Abovethe State Average L evel of Urbanisation

Y ear Including Mumbai Excluding Mumbai
1961 Mumbai, Thane, Pune, Nagpur Thane, Nashik, Jalgaon, Pune, Solapur, Akola,
Amravati, Wardha, Nagpur
1971 Mumbai, Thane, Pune, Nagpur Thane, Nashik, Jalgaon, Pune, Solapur, Akola,
Amravati, Wardha, Nagpur
1981 Mumbai, Thane, Pune, Nagpur Thane, Nashik, Pune, Solapur, Akola, Amravati,
Nagpur
1991 Mumbai, Thane, Pune, Nagpur Thane, Nashik, Pune, Nagpur, Aurangabad, Akola,
Amravati
2001 Mumbai, Thane, Pune, Nagpur Thane, Nashik, Pune, Nagpur, Aurangabad, Akola,
Amravati
Progressing and Lagging Districtsin Maharashtra
Division Progressing Lagging
Konkan Mumbai, Thane, Raigad Ratnagiri, Sindhudurg
Nashik Nashik, Ahmednagar Dhule, Nadurbar, Jalgaon
Pune Pune, Kolhapur Satara, Sangli, Solapur
Aurangabad Aurangabad Jalna, Parbhani, Hingoli, Beed, Nanded, Latur,
Osmanabad
Amravati Akola, Amravati Buldhana, Washim, Y avatmal
Nagpur Nagpur, Chandrapur Wardha, Bhandara, Gondiya, Gadchiroli
District Profile- Thane
Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 30.21 36.23 44.34 64.64 72.58
2 No. of Towns 20 24 34 23 37
3 % of Workersin non-agri. pur- 35.53 58.85 78.13
suits
4 No. of Class 1 Towns 2 2 5 6 10
District Profile - Raigad
Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 10.08 12.08 14.12 18.01 24.22
2 No. of Towns 12 14 16 19 26
3 % of Workersin non-agri. pur- 22.63 33.82 51.09
suits
4 No. of Class 1 Towns 1
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District Profile - Nashik
Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 25.60 28.64 31.02 35.55 38.80
2 No. of Towns 16 20 19 17 18
3 % of Workersin non-agri. pur- 26.46 31.22 37.60
suits
4 No. of Class 1 Towns 2 2 2 2 2
District Profile - Ahmednagar
Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 10.55 11.08 12.97 15.82 19.89
2 No. of Towns 5 6 8 13 18
3 % of Workersin non-agri. pur- 19.30 24.24 30.30
suits
4 No. of Class 1 Towns 1 1 1 1 1
District Profile - Pune
Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 38.10 41.84 47.33 50.74 58.08
2 No. of Towns 23 22 26 34 25
3 % of Workersin non-agri. pur- 37.77 52.30 60.46
suits
4 No. of Class 1 Towns 1 1 2 2 2
District Profile - Kolhapur
Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 19.28 21.50 24.82 26.33 29.81
2 No. of Towns 11 11 12 12 18
3 % of Workersin non-agri. pur- 21.35 3241 41.99
suits
4 No. of Class 1 Towns 1 1 2 2 2
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District Profile- Aurangabad
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Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 14.67 17.97 24.93 32.76 37.53
2 No. of Towns 7 7 8 8 9
3 % of Workersin non-agri. pur- 17.84 26.17 37.89
suits
4 No. of Class 1 Towns 1 1 1 1
District Profile - Amravati
Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 26.14 27.56 29.25 32.60 34.50
2 No. of Towns 13 13 12 11 11
3 % of Workersin non-agri. pur- 20.76 22.97 29.58
suits
4 No. of Class 1 Towns 1 1 1 1 2
District Profile - Akola
Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 28.06 30.29 31.82 36.34 38.49
2 No. of Towns 6 6 6 6 8
3 % of Workersin non-agri. pur- 22,57 24.78 32.67
suits
4 No. of Class 1 Towns 1 1 1 1 1
District Profile - Nagpur
Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 52.07 54.32 56.75 61.78 64.26
2 No. of Towns 12 13 16 23 29
3 % of Workersin non-agri. pur- 46.26 52.95 61.35
suits
4 No. of Class 1 Towns 1 1 1 1 1
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District Profile - Chandrapur
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Sr. No. 1961 1971 1981 1991 2001
1 Urbanisation Level (%) 11.24 13.89 17.36 28.04 32.11
2 No. of Towns 5 6 7 12 14
3 % of Workersin non-agri. pur- 20.25 27.46 35.03
suits
4 No. of Class 1 Towns 1 1 1
Division & District Profile (Urban Level): Aurangabad
Sr. No. 1961 1971 1981 1991 2001
1 Aurangabad 14.67 17.97 24.93 32.76 37.53
2 Jalna 12.32 13.40 15.37 16.91 19.09
3 Parbhani 16.99 20.64 24.80 28.40 31.76
4 Hingoli 10.89 11.66 12.58 13.47 15.60
5 Beed 9.85 11.61 15.46 17.94 17.91
6 Nanded 14.44 16.33 18.74 21.72 23.96
7 Osmanabad 9.79 10.81 12.88 15.19 15.69
8 Latur 11.30 14.05 17.47 20.39 23.57
9 Aurangabad - Div. 12.61 14.71 18.31 21.88 24.53
10 Maharashtra 28.22 3117 35.03 38.69 42.43
Division & District Profile (% of Non-Ag Workers): Aurangabad
Sr. No. 1961 1981 2001
1 Aurangabad 17.84 26.17 37.89
2 Jalna 16.61 17.11 22.29
3 Parbhani 21.81 24.11 25.18
4 Hingoli 18.70 16.13 17.11
5 Beed 17.11 21.12 22.40
6 Nanded 20.01 22.94 26.13
7 Osmanabad 15.54 17.58 21.33
8 Latur 17.37 21.56 26.89
9 Aurangabad - Div. 18.08 21.42 26.17
10 Maharashtra 30.09 38.25 45.05
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Division & District Profile (No. of Towns): Aurangabad
Sr. No. 1961 1971 1981 1991 2001
1 Aurangabad 7 7 8 8 9
2 Jalna 4 4 4 4 4
3 Parbhani 8 8 8 8 8
4 Hingoli 3 3 3 3 4
5 Beed 7 7 7 7 6
6 Nanded 11 11 11 13 13
7 Osmanabad 8 8 8 8 8
8 Latur 5 5 5 5 5
9 Aurangabad - Div. 53 53 54 56 57
10 Maharashtra 268 289 309 341 378
Division & District Profile (Urban Level): Amravati
Sr. No. 1961 1971 1981 1991 2001
1 Buldhana 16.56 17.56 18.49 20.59 21.20
2 Akola 28.06 30.29 31.82 36.34 38.49
3 Washim 9.56 9.53 9.95 16.59 17.49
4 Amravati 26.14 27.56 29.25 32.60 34.50
5 Yavatmal 12.61 13.62 15.09 17.18 18.60
Amravati - Div. 19.63 20.84 22.21 25.03 26.50
Maharashtra 28.22 31.17 35.03 38.69 42.43
Division & District Profile (% of Non-Ag Workers): Amravati
Sr. No. 1961 1981 2001
1 Buldana 15.46 16.21 19.41
2 Akola 22.57 24.78 32.67
3 Washim 11.69 12.49 16.22
4 Amravati 20.76 22.97 29.58
5 Yavatmal 14.70 16.26 22.74
Amravati - Div 17.41 18.98 29.47
Maharashtra 30.09 38.25 45.05
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Division & District Profile (No. of Towns): Amravati

Sr. No. 1961 1971 1981 1991 2001

1 Buldhana 9 9 9 11 11
2 Akola 6 6 6 6 8
3 Washim 3 3 3 4 4

4 Amravati 13 13 12 11 11

5 Yavatmal 8 8 8 10 13
Amravati - Div. 39 39 38 42 47

Maharashtra 268 289 309 341 378




AN APPROACH TO A NATIONAL URBAN TRANSPORT POLICY
FRAMEWORK FOR INDIA

S. Sriraman

Over the last two decades, rapid population growth and spatial expansion hasled to a sharp
increase in demand for urban transport facilities and servicesin many citiesin India especially the
metropolitan ones which have attracted significant investmentsin high-technology industries thanks
toacompetitiveand highly qualified workfor ce. Giventhissituation, itiswell recognised that efficient
and reliable urban transport systemsare crucial for India to sustain a high growth rate. But several
factors mostly inadeguate and faulty policy initiatives have hindered the adequate and timely pro-
vision of services. In thispaper, an attempt is made to propose an appropriate policy framework that
needsto bein placeto initiate and encourage useful solutions to tackle the urban transport problem

in the Indian context.

1. INTRODUCTION

Whiletransport hasamajor roleininfluencing
the location of cities, it has had an even more
significant role in defining city shapes and sizes.
The concentration of population, employment
and activitiesin urban areas is, in fact, to a great
extent very much due to transportation. Accord-
ingly, movement of men and material became a
significant feature. However, over the years,
movement has been made increasingly difficult
due to factors within and outside the system.
Paradoxically, the cities have outgrown them-
selves and reached a stage when the transport
systemis hindered in its effective functioning.

Most of the cities in India have been facing
urban transport problems for the last many
decades, affecting the mobility of people and
material and thereby the economic growth of
urban areas. These problems are due to the pre-
vailing imbalance in modal split; inadequate
transport infrastructure but at the same time its
sub-optimal use; no proper integration between
land use and transport planning; and no
improvement or little improvement (or in most
cases a worsening) in city bus services, all of
which encourage a shift to personalised modes.
Consequently, many cities in the country are
facing serious problems, including significant
levels of traffic congestion, air pollution from
transport sources, high rates of traffic accidents
and even inadequate access to basic transport
facilitiesby poor and vulnerablegroupsincluding

people with disabilities. The deteriorating urban
environment threatens the livability and produc-
tivity of many cities. In many of the metropolitan
cities such as Mumbai, Chennai, Kolkata and
New Delhi, the situation is so severe that the
efficiency of their urban economies is being
adversely affected so being the case with the
health and welfare of the people living in them.

It isagainst this background that an attempt is
made, in this paper, to propose an appropriate
policy framework that needs to be in place to
initiate and encourage useful solutions to tackle
the urban transport problem in the I ndian context.
We begin with a brief examination of the urba-
nisation process in India and then look at the
impact of urbanisation on mobility requirements
which takes us further to spell out issues related
to emerging challenges on the urban mobility
front. Thisisfollowed by a critical review of the
current policy framework and interventions
therefrom which provides us a basis for sug-
gestions of some significant elements of a new
urban transport policy framework for urban areas
in the country.

2. THE URBANISATION PROCESSAND THE
TRANSPORTATION SCENARIO IN INDIA

The urbanisation process has been quite rapid
in developing countries like India with resulting
problems of inadequate housing and other
infrastructural facilities like transport, water

S. Sriraman isWal chand Hirachand Professor of Transport Economics, Department of Economics, University of Mumbai.
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supply, etc. The important characteristics of
current problems are the scale and intensity of
such problems and inadequacy of resources.

While there are differences amongst various
cities due to a variety of factors, the general
pattern of urbanisation has been characterised by
high population growth, the dominant emerging
problembeing the excessivegrowth of largecities
especialy metropolitan ones. This pattern is
expected to prevail in the future as the basic
economic and social forces, which encourage the
growth of these cities, continue to dominate.
Severa times in the past, there has arisen an
argument for policies to contain urbanisation
(especially excessivegrowth) and thereby thesize
of cities. More specifically, the relevant question
that has been (and continuesto be) raised is: Isit
not possible to restrict growth of cities to an
optimum size? The concept of an optimal city is
based on comparison of costs and benefits asso-
ciated with city size (population measured on the
horizontal axis). Adopting the common
assumption of an S-shaped benefit curve and a
U-shaped cost curve, it is expected that net
benefits would become zero at some finite city
size. Hence, this could indicate the optimal city
size.

However, it is not easy as that since a bewil-
dering set of optimacan beidentified. Moreover,
the meaning of benefits and curves is rather
obscure. The economic and social benefits of
large relative to small cities appear stronger in
developing than in developed economies. Fur-
thermore, the social costs probably remain lower
in developing countries despite increase in
pollution, congestion, etc. Thus, there has been a
basi sfor arguing that the hypothetical critical city
sizethat provides maximum net benefits, if these
could be measured, would be greater in devel-
oping countries. (Richardson, 1977). The ques-
tion that arises then would be: how much more
greater?

JAN-DEC. 2013

It must be recognised that the urbanisation
process is very often accompanied by rapid
growth in income and employment and that it
might not be in the interest of the concerned
countries to stop economic growth of cities like,
for example, Mumbai. Further, it isincreasingly
being realisedthat itisimpossibleto stop or arrest
migration into cities even though it may be
desirable to do so. It is more likely that it is
possible to influence the growth pattern of urban
areasin adesirable manner by areorientation of
land-usepoliciesin such away that thecity grows
into an organic and vital agglomeration node.

Historically, land-use planning has been an
important component of the urban planning pro-
cess. However, in the traditional framework of
policy making (based on standard economic
theory), there are assumptions which no longer
hold. Firstly, it is assumed that there is absence
of adequate space asaresult of which households,
firms and governments choose only one location
with the result the role of land-use panning has
often been underplayed if not overlooked com-
pletely. But itiswell recognised that spaceis not
only an input in production but it is also an
important element for locational planning of
economic agents and also an important source of
local authorities to finance city development.
Land - use decisions invariably introduce strong
convexities in consumer preferences and pro-
duction technologies. Secondly, the essence of
urban aress is that there is an agglomeration of
many people and firms in close quarters. This
introduces an element of non-price competition
which complicates operation of the free market
process. Further, high densities of population,
traffic congestion, provision of public services
involve externalities. Besides, existence of space
between |ocations means that producers of local
goods (both public and private sectors) can be
monopolies. All these problems suggest that
urbanisation issues are complex and that an
approach different from the past needs to be
adoptedto provide meaningful solutions. Wenow
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look at the trends in urbanisation in the Indian
context and examine their implications on trans-
port related issues.

2.1 Urbanisation Process- Emerging Trends
in India

In India out of the total population of 1210
million, in 2011, about 377 million personslived
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in urban areas. The proportion of urban popula-
tion has increased from 19.9% in the year 1971
t027.8% intheyear 2011. Thedecadal growth of
urban populationwas31.8%in 1991-2001. At the
country level, natural increase has been principal
source of urban population growth. The contri-
bution of rural-urban migration ranges between
19 to 21 percent of the net increase in urban
population (Table 1).

Table 1. Composition of Urban Population Growth in India, 1961-2011

1961-71 1971-81 1981-91 1991-2001 2001-2011
(1) (2 (3 (4 (5 (6)
Urban population increase 30.18 49.45 56.45 67.81 90.98
(Million) Out of which
Natural Increase (Million) 19.68 25.56 35.37 40.17 53.95*
(65.2) (51.3) (61.3) (59.4) (59.30)
Net R-U Migration (Million) 5.91 9.83 12.76 14.32 18.18*
(18.7) (19.6) (20.7) (20.9) (19.98)
Residual Component (Million) 4.59 14.06 8.32 13.32 18.85*
(16.1) (29.1) (18.0) (19.7) (20.72)

1. Source: Census of India, 1961 to 2011.
2. Figuresin parenthesis are in per cent.

2.2 Projected Urban Populations

The Register General of India has projected
the total and urban population in India and the
states. It isinteresting to know that 67% of total
population growth in India in next 25 years is
expected to take place in urban areas. Urban
population is expected to increase from 286
million in 2001 to 534 million in 2026 (38%)

(Table 2). Of the total population increase in
population, 50% during the period is likely to
occur in seven lessdevel oped states, namely, UP,
MP, Rgjasthan, Bihar, Chhattisgarh, and Jhark-
hand. But urban growth is going to take place in
the states of U.P., Maharashtra, Tamil Nadu, and
Gujarat and these will contribute over 45% of
urban growth over the coming 25 years.

Table 2. Projected Urban and Total Population in India - 2011, 2021 and 2026

Item 2001 2011 2021 2026

@ @ ©) ) ®
Total Population (million) 1028.61 1210.19 1339.74 1399.83
Urban Population (million) 286.12 377.10 432.61 534.80
Urban (%) 27.82 31.16 32.29 38.21
Total AEGR (%) 1.63 1.35 1.23 1.16
Urban AEGR (%) 224 2.30 2.50 1.89

Source: Population Projections for India, 2021-26, Registrar General of India, 2006

AEGR- Annual Exponential Growth Rate
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Table 3. States Grouped According to Level of Urbanisation in 2026

States/UTs

% Urban_2026

% Share of Total Urban Pop_2026

@

(3] ©)

Highly Urban States/Union Territories

Andhra Pradesh

Delhi

Guijarat

Haryana

Karnataka

Madhya Pradesh
Maharashtra

Punjab

Tamil Nadu

West Bengal

Chandigarh, Goa and Pondicherry
Highly Urban States/UTs

Average Urban StatesUTs

Chhattisgarh

Jammu & Kashmir

Jharkhand

Rajasthan

Uttar Pradesh

Uttaranchal

Subtotal for Average Urban States/UTs

Low Urban StatesUTs

Bihar

Himachal Pradesh

Orissa

North Eastern States

Other UTs

Subtotal for Low Urban StatesUT’s

34.02 5.98
98.80 517
53.04 6.87
46.31 2.69
49.29 6.17
34.80 571
61.01 1521
52.50 3.08
74.78 10.05
35.13 6.60
85.78 113
50.91 68.66
30.77 1.65
34.49 0.87
28.81 201
29.06 4.43
27.17 12.64
37.29 0.82
28.59 24.52
11.61 247
13.62 0.19
21.24 1.80
22.72 2.19
53.81 0.17
15.46 6.83

Source: Sameas Table2. Notes: (i) North Eastern States constitutes of the 8 States of Assam, Arunachal Pradesh, Manipur,
Meghalaya, Mizoram, Nagaland, Sikkim and Tripura. (ii) Other UTscomprise of Andaman & Nicobar |slands, Dadra& Nagar

Haveli, Daman & Diu and L akshadweep.

To understand stress or influence of urbani-
sation in various states, the states have been
grouped on the basis of percentage of urban
popul ation and share of urban population in 2026
(Table 3). First group identified as highly urban
states consists of A.P., Delhi, Gujarat, Haryana,
Karnataka, M .P. Maharashtra, Punjab, T.N., West
Bengal and four other Union Territories (UTS).
In this group, by 2026, about 51% of total pop-
ulationwill be urban and it will account for about

69% of total urban population. The second group
is identified as average urban and the states
consists of Chhattisgarh, J&K, Jharkhand, Ker-
ala, Rajasthan, and U.P. and Uttaranchal. In this
group, 29% of total population will be urban and
it will account for 24% of projected total urban
population. The third group is termed as low
urban and cover states like Bihar, H.P., Orissa,
and North-East states. It will have 15% of pop-
ulation living in urban areas and accounting for
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only 7% of projected total population. Tables 4 selected cities in India and projected population

and 5 give the demographic details of some figuresfor the mega cities, respectively.

Table 4. Demographic Details of Some Cities*

Sl.No. Study City Area Decadal Growth  Population Density
(sq.Kms)* Population in Lakhs Rate (%) (Pop/sg km)

1991 2001 2011 (1991-  (2001-  (1991-  (2001-
2001) 2011) 2001) 2011)

@@ @ ©) ) ® (6) ) ® C) (10)
1 Gangtok 77 0.78 0.92 281 18 15 1195 2950
2 Panaji 23 0.72 0.97 8.18 35 8 4217 4710
3 Shimla 100 1.30 173 8.13 33 13 1730 1590
4 Pondicherry 290 3.99 5.08 9.47 27 29 1752 3231
5 Bikaner 270 4.96 6.40 23.68 29 24 2370 7800
6 Raipur 188 491 7.19 40.62 46 35 3824 3100
7 Bhubaneswar 233 6.43 8.44 26.19 31 12 3622 6660
8 Chandigarh 264 7.16 10.60 10.55 48 17 4015 9252
9 Hubli Dharward 150 6.42 9.66 18.47 50 15 6440 4260
10  Guwahati 200 7.28 9.68 26.18 33 12 4840 1309
11 Amritsar 150 7.09 10.85 24.91 53 15 7233 9320
12 Trivandrum 310 10.35 11.22 33.07 8 2 3619 1509
13 Madurai 732 9.41 11.85 30.41 26 18 1619 8230
14 Agra 200 10.28 13.69 43.81 33 21 6845 1084
15 Bhopal 320 10.62 14.58 23.68 37 28 4556 8540
16 Kochi 730 16.60 18.18 6.02 10 -12 2490 6340
17 Patna 235 12.86 18.36 57.73 43 22 7813 1803
18  Varanas 250 15.31 18.95 36.82 24 17 7580 2399
19 Nagpur 270 16.21 21.13 46.53 30 14 7826 4700
20  Jaipur 544 18.00 26.80 66.64 49 27 4926 5980
21 Kanpur 597 19.74 27.16 45.73 38 10 4549 1449
22 Surat 680 17.17 30.90 60.79 80 42 4544 1376
23 Pune 700 30.66 42.00 94.27 37 30 6000 6030
24 Ahmedabad 1330 43.46 59.34 72.08 37 22 4462 8900
25 Hyderabad 900 46.70 63.83 40.10 37 7092 1848
26 Chennai 1189 58.18 70.14 46.81 21 8 5899 2690
27 Bangalore 1279 63.30 86.25 95.89 36 47 6744 3910
28 Delhi 1758 9420 13850 167.53 47 21 7878 1129
29 Kolkata 1851 12640 14738  44.87 17 -2 7962 2425
30 Mumbai 4355 14530 177.02 12478 22 -6 4065 2003

Source: Same as Table 1.

Note: * Includes Municipal area aswell as the surrounding planning.
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Table 5. Projection of Population in Mega Citiesin 2026 (in million)

City/UA 2001 2011 2025 Region
@ @ ©) ) ®

Mumbai 16.36 12.48 26.38 West
Ahmedabad 451 7.21 7.73 West
Pune 3.75 9.43 6.79 West
Surat 281 6.08 5.70 West
Chennai 6.42 4.68 10.12 South
Bangalore 5.68 9.5 99.71 South
Hyderabad 553 4.0 19.09 South
Delhi 12.79 16.75 22.49 North
Kanpur 2.69 457 4.60 North
Jaipur 2.32 6.66 4.29 North
Kolkata 13.21 4.49 20.56 East
Total 76.07 85.95 127.49

Source: Census of India, 2011 and World Cities, UN-Habitat, 2008-09
Note: Megacity is defined as Cities with population above 4.0 million.

Urban Indiawill continue to concentrate in 1
million and above cities. Moreover, as per UN-
Habitat (2008), eleven cities, namely, Ahmeda-
bad, Bangalore, Kolkata, Chennai, Hyderabad,
Mumbai, Pune, Surat, Jaipur and Kanpur will
have population over 4.0 million in 2025 and
theseMegacitieswill havetotal population of 127
million (over 24% of total urban population)
(Tabled). Itispertinent tonotethat intheWestern
Region, there will be four Mega cities and the
corresponding number in Northern and Southern
Regions will be three each. But in the Eastern
Region, Kolkatawill continuetobetheonly Mega
city. In terms of urban population distribution,
Indiawill be mainly dominated by the 11 states
identified asfirst group and 11 Megacities. This
feature has important implications for future
urban related policies in the country.

2.3 Significance of the Urban Transport
Problem in India

Although circumstances are different across
citiesin India, certain basic trends which deter-
mine transport demand (such as substantial

increasein urban population, householdincomes,
industrial and commercial activities) are the
same. These changes have exacerbated the
demand for transport - ademand that most Indian
cities have been unableto meet. The main reason
for this is the present imbalance in modal split
besidesinadequatetransportinfrastructureandits
sub-optimal use.

Over the last two decades, rapid population
growth and spatial expansion has led to a sharp
increase in demand for urban transport facilities
and servicesin many citiesin India. Many Indian
cities especialy the metropolitan ones have
atracted significant investments in high-
technology industriesthanksto acompetitiveand
highly qualified workforce. Given this situation,
it is well recognised that efficient and reliable
urban transport systems are crucia for India to
sustain a high growth rate. But several factors
have hindered the adequate and timely provision
of servicesto match the ever-increasing demand.
In many cities, densification and spatial expan-
sion have occurred with little or no development
planning, while in some cases the failure of the
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instruments of governance has resulted in a sig-
nificant wastage of resources or substandard
quality of infrastructure. Furthermore, the huge
capital costs and time required to develop high
capacity transit systems have prevented the
timely implementation of such systemsinrapidly
growing urban areas. Asaresult, many citieshave
relied on road-based systems, which have serious
capacity constraints, negative environmental
conseguences and other limitations. A worrying
factor isthat car ownershipin Indian citiesis till
low (compared to developed economies). The
rising incomes especially in our urban areas
provideattraction and an opportunity to the urban
dweller to own avehicle especially when public
transport has failed miserably in its attempt to
meet the demand in most cities.

The impacts of transport on the quality of
urban life go further than that. As India experi-
encesa period of economic and urban growth, air
pollution in its major cities has become a cause
of national concern and generated worldwide
attention. The levels of airborne suspended par-
ticulate matter recorded inlargest metro-citiesfar
exceeded the ambient air quality standards
adopted by India and many other countries
[NEERI, 2004]. As manufacturing and power
sectors are progressively cleaned up, the relative
importance of the urban transport sector to air
pollution increases. There is much current dis-
cussion about the development of Mumbai as a
"world class city" rivaling Shanghai. For the
Indian cities to retain their attractiveness to
international capital, and to compete with other
international centers, they must be livable. The
environment isimportant to the economic health
of the cities as well as the medical hedth
[W.Bank, 2005]. Along with the growth related
impacts of urban transport are the direct impacts
of urban transport on the life of the poor. The
worst off in urban transport may be the pedes-
trians, whose mobility and safety are hindered by
non-existent, broken-down, and/ or obstructed
sidewalks, difficult street crossings; and flooding
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in monsoon seasons. The bicycle riders, once a
major urbantransport modeinIndia, aregradually
being pushed off busy roads by motor vehicles.
These two groups account for half of al traffic
fatalities. Secondary and tertiary road networks
have received almost no attention or funding,
especialy in low-income aress.

3. TRANSPORT CHARACTERISTICSIN
SELECT INDIAN CITIES

We present below some of the significant
results of the study and related surveys under-
taken by Wilbur Smith Associatesin 2008 for the
Ministry of Urban Development, Government of
India. (Since no such comprehensive study has
been undertaken recently and the situation
remains the same in our cities, we refer to this
study most extensively with additional inputs
from other sources).

3.1 Selection of Study Citiesand their catego-
risation

Out of the 87 citiesthat qualified for the study,
which includes all State capital cities and with
population above 0.5million, 30 cities were
selected as study cities, based on certain criteria
such as size and shape, geological location,
importance, etc. To generalise the existing and
forecasted urban transport parameters to all the
eighty seven cities, the cities have been classified
into 7 categories based on population with the
Category 1 havinglessthan 5 1akh population and
Category 7 city having a popul ation of more than
80 lakh.

3.2 Vehicle Population Growth

AsshowninTable6 and Figure 1 bel ow, about
22 million vehicles were plying on Indian roads
in 2008. The annual growth rate of the vehicular
populationin Indiahasbeen around 12 during the
past decade or so. What is alarming isthat nearly
32 per cent of the vehicles are plying in the
metropolitan cities. The trends of automobile
growth in afew metros are shownin Table 7 and
Figure 2.
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Table 6. Growth Trend in Vehicle Population (in Thousands)
City Name 1995 1996 1997 1998 1999 2000 2009 Annual
Growth
Rate (1995-
2009) (%)
@ @ ©) ) ® C) ) ® C)
Ahmedabad 510 572 631 686 739 799 1691 89
Bangalore 796 900 972 1130 1332 1550 3016 10.0
Chennai 768 812 890 975 1056 1150 2919 10.0
Delhi 2432 2630 2848 3033 3277 3423 6302 7.0
Hyderabad 557 764 769 887 951 991 2682 119
Jai pur 368 405 449 492 542 598 1387 9.9
Kolkata 561 588 588 664 702 799 581 0.3
Mumbai 667 724 797 860 911 970 1674 6.8
Nagpur 198 213 239 270 298 331 1009 12.3
Pune 358 412 468 527 568 593 1153 8.7

Source: Motor Transport Statistics, Ministry of Road Transport and Highways, Government of India& RTOs, various State

Governments.
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Table 7. Growth of Vehiclesin Four Metros (in Thousands)
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Years Chennai Delhi Kolkata Mumbai
(1) (2 (3 4 (5
1995 768 2432 561 667
1996 812 2630 588 724
1997 890 2848 588 797
1998 975 3033 664 860
1999 1056 3277 702 911
2000 1150 3423 799 970
2001 1257 3635 799 1030
2002 1356 3699 801 1069
2003 1895 3971 842 1124
2004 2015 4237 875 1199
2005 2167 4186 911 1295
2006 2338 4487 948 1394
2007 2518 5492 987 1503
2008 2701 5899 573 1605
2009 2919 6302 581 1674
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3.3 Urban Public Transport Table 9. Availability of Bus Transport

Sl.No. Cit Total No. of Cit;
3.3.1 Bus Transport Y Buses-2007 (Govz +
Private)*
The bus mode is a significant mode in most @ @ ®3
cities with some of the larger ones having other 1 Gangtok Nil
public transport modes such as suburban or metro 2 Panaji 8
rail services. At the same time, it is to be noted 3 Shimla 164
that many cities, including a significant number 4 Pondicherry 49
- .. 5 Bikaner Nil
of million plus cities, do not have a proper bus 6 i i
.. aipur i
system. In some of the cities, State Road Trans-
) 7 Bhubaneswar 32
port Undertakings (SRTUs) have taken the 8 Chandigarh 209
responsibility of operating city buses. Some well 9 Hubli Dharwad 170
know SRTUsarelisted in Table 8. In several big 10 Guwahati 62
cities where there is no significant conventional 11 Amritsar Nil
bus system, some private bus operators are per- 12 Trivandrum 242
mitted to provide bus services. Availability of 13 Madurai 609
public bus transport facilitiesin selected citiesis 14 Agra 20
presented in Table 9. The city bus fleet size 15 Bhopd 240
. . 16 Kochi 350
growth for selected SRTUsisshown in Table 10. 1 Pt i
3 A A na |
Gangtok_, Bikaner, Raipur, Amritsar, Patr?a, Agra, 18 Varana Nil
Varanasi do not have standard bus services and 19 Nagpur onl
public transport needs are met by mini-busesand 20 Jaipur 327
other modes. 21 Kanpur 176
o ' 22 Surat 106
Table 8. Citieswith STU Run Bus Services 23 Pune 804
. 24 Ahmedabad 886
Sl.No. City STU
25 Hyderabad 2546
@ G ® 26 Chennai 2816
1 Mumbai BEST 27 Bangalore 4185
2 Delhi bTC 28 Delhi 6906
3 Chennal cHiA 29 Kolkata 4256
4 Kolkata CSsTC .
5 Ahmedabad AMTS 0 Mumbai 3430
6 Pune PMT
7 Chandigarh DCHNTU Source: Various STUs and private operators-2007,

* - includes only standard buses,
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Table 10. Growth of SRTU Bus Fleet

City STU Y ear Annual Average
Growth

2000 2001 2002 2003 2004 2005 2006 2007  (%)-(2000-2007)

(1) (2 (3 (4 (5 (6) (7 (8) (9 (10) (11)

Mumbai BEST 3269 3155 3075 3075 3074 3069 3075 3081 -0.80%
Delhi DTC 4916 4330 4466 2496 2905 3010 3143 2814 -7.70%
Chennai CHI-I 2353 2314 2211 2270 2251 2187 2176 2087 -1.70%
Kolkata CSTC 814 821 856 800 769 707 659 635 -3.50%
Ahmedabad AMTS 752 729 630 410 382 371 545 727 -0.50%
Pune PMT 657 664 647 662 697 764 784 752 1.90%
Chandigarh DCHNTU 393 395 404 - - - 405 404 0.40%
Bangalore BMTC 2110 2250 2446 2656 3062 3533 3802 3967 9.40%

Source: Various SRTUs

3.3.2 Intermediate Public Transport/ Para
Transit

Intermediate Public Transport (IPT/ Para
transit mode which is an intermediary facility
fallingin between traditional publictransport and
personalised automobile. This type of travel is
more synonymouswith "auto rickshaw travel” in
our cities. Other IPT modes such as taxis, Six-

seater vehicles are also available in smaller pro-
portions. The auto rickshaw population in
selected cities is given in Table 11 Pune has the
highest number of auto rickshaws / 1akh popula-
tion. Mgjor cities generally have higher number
of these vehicles compared to smaller cities. But
it is also observed that cities without adequate/
proper/ no public bus/ rail transport have higher
number of IPT vehicles.

Table 11. Number of Auto Rickshawsin the Selected Cities

Sl.No. City Number of IPT Vehicles (2005) No. of IPT Vehicles/Lakh Population
€] 2 3 (4
1 Gangtok Nil 0
2 Pangji 293 302
3 Shimla Nil 0
4 Pondicherry 2017 397
5 Bikaner 4125 645
6 Raipur 7478 1040
7 Bhubaneswar 3421 405
8 Chandigarh 7256 751
9 Hubli Dharwad 8407 868
10 Guwahati 5567 525
11 Amritsar 9903 913
12 Trivandrum 7152 637
13 Madurai 6361 537
14 Agra 4884 357
15 Bhopal 11620 797
16 Kochi 12742 701
17 Patna 16302 888
18 Varanasi 12221 645
19 Nagpur 10666 505
20 Jaipur 12513 467
21 Kanpur 5252 193
22 Surat 19512 631
23 Pune 44590 1062
24 Ahmedabad 43865 739
25 Hyderabad 48898 766
26 Chennai 45016 642
27 Bangalore 77375 897
28 Delhi 104747 756
29 Kolkata 41946 285
30 Mumbai 156261 883

Source: Vehicle Registration Data from Various RTOs, 2005
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3.3 Some Primary Survey Results
3.3.1 Average Peak Hour Vehicle Composition

The shares of fast moving slow moving traffic
observed at various count locations and category
wisecity detailsaregivenin Table 12. Citiessuch
as Patna, Raipur, Varanasi, Amritsar, Agra, etc.
have a higher share of slow moving vehicles. It
is observed that generally thereis areduction in
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observed for cities without public transport con-
stitute educational/ company/tourist buses., (iv)
share of auto rickshaws is high in cities without
public transport. Table 13 gives the vehicle
composition during the peak hours by city cate-
gories.

Table 12. Peak Hour Volume Composition
at Locationswithin City

the share of slow moving trafficinthe peak hour ~ City Category ~ Average Shareof ~ Average Share of
as city size increases. It is clearly observed that Fast Traffic (%) ~ Slow Traffic (%)
for category 6 cities, the share is found to be D ) 3
minimal with only around 4% constituting
slow-moving traffic. It was aso found from  C3e5y-1@ 83 1
surveysthat (i) personal vehicles are high across ~ ©3e90y-1(b) 100 0
all cities compared with other vehicle types — C3€90Y-2 84 16
ranging from 40 % to 60%, (ii) Gangtok hasthe =~ Caedory-3 86 14
highest share of personalised vehicles (80%) — Cedoy-4 87 13
whichisexplained by theabsenceof bustransport ~ ©a€90y-5 % !
and slow moving vehicles, (iii) bus traffic =~ C390Y-6 %
Table 13. Average Peak Hour Vehicle Composition at L ocationswithin City (%)
City Category StdBus  Mini Bus Cars/Jeep/ Two Auto Commercial SMVs Tota
Van Wheelers  Rickshaws ~ Vehicles
@ @ (©) ©) ® (6) U] 8 C)

Category-1(a) 9 4 17 30 14 9 17 100
Category-1(b) 6 15 40 34 0 5 0 100
Category-2 7 2 17 32 20 6 16 100
Category-3 6 4 18 3 20 5 14 100
Category-4 6 2 23 36 16 4 13 100
Category-5 9 2 20 37 21 4 7 100
Category-6 12 3 31 23 23 3 5 100

Note: * Including tourist and educational buses also.

3.3.2 Origin- Destination Flows of Commercial
Vehicles

Commercial vehicle O-D data at the cordon
pointsprovided theexternal-external and external

and external truck movements. Category wise
detailsare also givenin Tables 14 and 15. On an
average, at least 40% of commercial vehicles
crossing the cordon points have no businessin the
city.
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Table 14. Share of External-Exter nal and Inter nal-External Commer cial Traffic through Cordon

Pointsfor Various City Categories
City External-External Internal-External Tota (%)
Categories (%) (8 Hrs) (%) (8 hrs)

(1) (2 (3 (4
Category-1(a) 41 59 100
Category-1(b) 37 63 100
Category-2 40 60 100
Category-3 39 61 100
Category-4 36 64 100
Category-5 38 62 100
Category-6 37 63 100

Table 15. Share of Internal - External Commercial Vehicles
City Categories Tota Vehicle Nos. Int-Ext & ext-Int
Total Commercial Vehicles Ext-Ext Commercial Commercia
Nos. % of Total Nos. % of Total Nos. % of Total
Veh. Veh. Veh.

(1) (2 (3 (4 (5 (6) (7 (8)
Category-1(a) 37905 3650 10 1497 4 2154 6
Category-1(b) 26347 2443 9 935 3 1508 6
Category-2 58567 9833 17 3866 7 5967 10
Category-3 62512 11657 18 4526 7 7131 11
Category-4 76070 19139 26 6837 9 12302 17
Category-5 122847 26368 23 9756 8 16612 15
Category-6 193229 41907 22 15385 8 26521 14

Note: Survey duration is 8 hrs during day time.

Table 16. Distribution of Major Roads by L anes*

City Category 2 Lane (%) 4 Lane (%) 6 Lane and

above (%)
) 2 ) 4
Category-1(a) 59 41 0
Category-1(b) 88 12 0
Category-2 62 36 1
Category-3 64 34 2
Category-4 58 37 6
Category-5 57 37 6
Category-6 27 64 8
Average 59 37 3

Note* -excluding single lane roads

3.3.3 Distribution of Major Roads by Lanes

The lane configuration of various types of
roadsis presented in Table 16. Among the small

roads. Asthe city size increases, the % of roads
with less number of lanes decreases and roads
with higher number of lanes increases.

3.3.4 Average Journey Speed on Major Corridors
in Peak Hours

The objective was to estimate the journey
speeds and running speeds on major roads in the
city. The survey was conducted using the moving
car observer method. It is observed that the
average speed on major corridors of larger cities
islower than the speedsobserved in smaller sized
cities. Itisalso observedthat withinaspecificcity
category, journey speed is low in cities having
more slow moving traffic. The average speed for
various categories of citiesis presented in Table

and medium sized cities, Chandigarh has wide 17. Smaller cities have higher network speeds.
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Table 17. Average Journey Speed for
Various Categories of Cities

Category of Cities

Average journey speed on

major corridors during peak
hour (KMPH)

) @
Category-1(a) 28
Category-1(b) 25
Category-2 24
Category-3 24
Category-4 22
Category-5 21
Category-6 17

3.3.5 Share of Major Roads for Parking

Theroad length used for on street parking on
major road of the network in each city has been
estimated and presented in Figure 3. Category

JAN-DEC. 2013

wise details are given in Table 18. Larger cities
have lesser on-street parking on major roads
compared to others. This may be due to better
enforcement. It is also found that within smaller
cities, on-street parking is high in tourist cities.

Table 18. Share of Major Roads Used for Parking

Category of Cities % of Major roads used for on-

street parking

@ @
Category-1(a) 411
Category-1(b) 40
Category-2 36
Category-3 51
Category-4 57
Category-5 42
Category-6 17

Figure 3. Share of Major Roads Utilised for On-Street Parking for Study Cities
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Table 19. Average Pedestrian Facility Rank
for Various Categories of Cities

3.3.6 Pedestrian Opinion Surveys

81

A low rank indicates inadequate and sub- City Category Average Rank
standard facilities. Chandigarh scored the highest _ @ - 22;
ot - .

rank while citieslike Raipur, Surat, Kanpur have cm£8¥§.1§€)) 1.2
. . Category-2 19
low ranks. In general, higher the city category, Category-3 23
. . X . Category-4 2.8
the better is the rank. The figures are given in Category-5 31
. Category-6 37

Table 19 and Figure 4.

Note: Rank 1 - Poor and 5-Best.

Figure 4. Pedestrian Facility Ranking for Selected Cities
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3.4 Household Interview Surveys

nation by asingle mode. Thefiguresaregivenin

Table 20 and 21 and Figure 5. It is observed that

3.4.1 Per capita Trip Rate

triprateincreaseincreaseswith city size. Mumbai

A per Cap|tatr|p rate is defined asaone_way has the h|ghe§ tl‘lp rate while Pana_“ has the

trip made by a person from an origin to a desti- lowest.
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Table 20. Per Capita Trip Rate Observed for Various Cities (All Modes)
Sl. No. City Trip Rate Sl.No. City Trip Rate

@ @ ©) ) ® (6

1 Gangtok 0.87 16 Kochi 121

2 Pangji 0.76 17 Patna 125

3 Shimla 0.78 18 Varanasi 1.13

4 Pondicherry 0.96 19 Nagpur 129

5 Bikaner 0.81 20 Jaipur 126

6 Raipur 0.94 21 Kanpur 120

7 Bhubaneswar 0.96 22 Surat 1.28

8 Chandigarh 118 23 Pune 1.30

9 Hubli Dharwad 0.92 24 Ahmedabad 141
10 Guwahati 0.98 25 Hyderabad 145
11 Amritsar 1.08 26 Chennai 1.50
12 Trivandrum 1.03 27 Bangalore 141
13 Madurai 114 28 Delhi 1.56
14 Agra 1.06 29 Kolkata 155
15 Bhopa 114 30 Mumbai 167

Figure5. Average Per Capita Trip Rate Observed for Study
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Table21. Category -Wise Trip Rate Observed (All M odes)
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Category Trip Rate
@ @
Category-1(a) 0.76
Category-1(b) 0.83
Category-2 0.96
Category-3 111
Category-4 1.26
Category-5 141
Category-6 1.55

3.4.2 Category Wise Modal Share

The modal sharesisgivenin Tables 22, 23 and in Figure 6.

Table 22. Mode Sharefor Selected Study Cities (%)

3. No. City Walk Cycle Two Public Car IPT Tota
Wheeler Transport

1 @) (€) 4 5) (6) (7 (C) (9)
1 Gangtok 56 0 4 0 40 0 100
2 Pangji 34 3 26 5 27 5 100
3 Shimla 58 1 8 16 17 0 100
4 Pondicherry 40 15 30 7 4 4 100
5 Bikaner 46 19 22 0 8 5 100
6 Raipur 35 28 24 0 9 4 100
7 Bhubaneswar 28 21 30 4 12 5 100
8 Chandigarh 23 18 10 18 28 3 100
9 Hubli Dharwad 23 19 25 22 10 1 100
10 Guwahati 21 21 20 8 18 12 100
11 Amritsar 27 25 30 0 14 4 100
12 Trivandrum 26 19 14 21 10 10 100
13 Madurai 34 18 15 16 8 9 100
14 Agra 27 21 31 2 16 3 100
15 Bhopal 26 17 30 15 9 3 100
16 Kochi 16 5 14 50 9 6 100
17 Patna 26 31 20 1 12 10 100
18 Varanas 24 17 34 0 10 15 100
19 Nagpur 21 28 35 11 3 2 100
20 Jaipur 26 13 26 22 9 4 100
21 Kanpur 29 19 21 9 15 7 100
22 Surat 27 16 34 0 16 7 100
23 Pune 22 11 35 12 13 7 100
24 Ahmedabad 22 14 25 16 17 6 100
25 Hyderabad 22 9 19 35 8 7 100
26 Chennai 22 9 20 31 10 8 100
27 Bangalore 26 7 17 35 8 7 100
28 Delhi 21 12 5 43 13 6 100
29 Kolkata 19 11 4 54 8 4 100
30 Mumbai 27 6 7 45 8 7 100
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Figure 6: Mode Share Observed for Study Cities (%)
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Table 23. Category-Wise Mode Share Observed (in %)

Category Walk Cycle Two Wheeler Public Transport Car IPT

) @ G Q) ® (6) Q)
Category-1(a) 34 3 26 5 27 5
Category-1(b) 57 1 6 8 28 0
Category-2 32 20 24 9 12 3
Category-3 24 19 24 13 12 8
Category-4 25 18 29 10 12 6
Category-5 25 11 26 21 10 7
Category-6 22 8 9 44 10 7

3.4.3 Average Trip length by category

passenger kilometersto thetotal number of trips.

Triplengthisdirectly relatedtotripsize. Asacity
Trip length is the average distance travelled size increases, trip length increases. The figures

during atrip. Thisisestimated astheratio of total are given in Tables 24, 25 and in Figure 7.
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Table 24. Average Trip Length for Various Study Cities
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Sl. No. City Trip Length(km) Sl.No. City Trip Length(km)
@ @ ©) ) ® (6
1 Gangtok 2.10 16 Kochi 5.50
2 Pangji 240 17 Patna 4.50
3 Shimla 3.00 18 Varanas 4.90
4 Pondicherry 3.00 19 Nagpur 5.00
5 Bikaner 2.60 20 Jaipur 6.00
6 Raipur 3.00 21 Kanpur 5.60
7 Bhubaneswar 3.90 22 Surat 6.00
8 Chandigarh 4.50 23 Pune 6.10
9 Hubli Dharwad 3.90 24 Ahmedabad 6.20
10 Guwahati 4.10 25 Hyderabad 7.90
11 Amritsar 4.50 26 Chennai 8.60
12 Trivandrum 4.70 27 Bangalore 9.60
13 Madurai 5.20 28 Delhi 10.00
14 Agra 4.40 29 Kolkata 10.20
15 Bhopa 4.40 30 Mumbai 11.90

Figure 7. Average Trip Length Observed for Study Cities
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Table 25. Average Trip Length (in KMs)
by City Category

Category
@

Average Trip Length (Km)
@

Category-1(a) 24
Category-1(b) 25
Category-2 35
Category-3 4.7
Category-4 5.7
Category-5 72
Category-6 10.4

3.5. Some Useful Transportation Indices

Performance of the transportation system if
measured at a city level can help in efficient
resource allocation on transport investment.
Severa indices have been developed fro each
selected city to evaluate this performance. They
are:

* Accessibility

* Congestion

* Walkability

* City Bus Transport Supply

* Safety

* Para Transit/ Slow Moving Vehicles
* On street Parking interference

Separate indicators were developed for indi-
vidual categories of vehicles and user groups.
Someindicatorssuch aBus Transport index were
formulated only with secondary data while some
indices used primary data. Most of theindicators
were developed for the city level urban transport
systems. Threshold figures can be developed for
each index that can be used to compare city level
performance.

JAN-DEC. 2013

3.5.1 Accessibility index

Traditional approaches often assume that
transportation motor vehicle traffic, is measured
in terms of per capita ownership and vehicle
kilometers, average speed, roadway features,
level of service, etc. From this perspective,
projectsthat increasetraffic speed and volumeare
considered desirable and projects that reduce
traffic speed andvolumesare considered harmful.
The most comprehensive approach evaluates
transport performance in terms of accessibility -
the ability to reach desired goods, services and
activities. It recognises the value of more acces-
sibleland use patternsand mobility substitutes as
ways to improve transportation while reducing
physical travel. Twotypesof accessibility indices
have been devel oped, namely,

(i)  PublicTransport Accessibility Index which
isformulated as the inverse of the average
distance (in km.) to the nearest bus
stop/railway station. Higher the index, the
better is the public transport accessibility,
and,

Service Accessibility Index. Which is
computed as the percentage of work trips
accessible within 15 minutes time and 30
minutetimefor each city. Higher theindex,
the better is the service accessibility.
These two indices have been derived from
household data

(i)

Public Transport Accessibility indices are
presented in Figure 8 Service Accessibility
indices are given in Figure 9.



87

AN APPROACH TO A NATIONAL URBAN TRANSPORT POLICY FRAMEWORK

VOL. 25 NOS. 1-4

Figure 8: Public Transport Accessibility Index
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Figure 9: Service Accessibility Index
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3.5.2 Congestion Index

Congestion levels are assessed by using the
prevailing measurable average journey speed
observed on major corridors. Journey speeds are
easily understood by the general public and are
applicable from both user and a roadway per-
spective.

JOURNAL OF INDIAN SCHOOL OF POLITICAL ECONOMY

JAN-DEC. 2013

Thecongestionindex isformulated asfollows:

Congestionindex= 1 - (A/M)
Where
M: isthe desirable average journey speed on

major road corridors during the peak hour,
which isassumed at 30 kilometre per hour
and

average journey speed observed on major
corridors during the peak hours.
Theindices are presented in Figure 10.

A:

Figure 10. Congestion Index Developed for the Study Cities
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3.5.3 Walkability index

Significant number of tripsin Indian citiesare
made by foot but pedestrian infrastructure, ame-
nities, etc. are neglected. A walkability index
takes into account Availability of footpaths and
overall facility rating by pedestrians.

Walkability index = [(W1* Availability)
+ (W2* Facility rating)]

where W1 and W2 are weights (50% for both).
And

Availability: Footpath Length/ Length of major
roads

Facility Rating: Score based on opinion
available pedestrian facility. Walkability indices
arepresented infigure Averageindex isfoundto
be 0.52. These are given in Figure 11.
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Figure 11. Walkability Index for Study Cities
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3.5.4 City Bus Supply Index

City bus fleet (public + private) for 1, 00,000 population.

A city’s bus index is formulated as follows:

City Bus supply index

Theindex is presented in Figure 12.

Figure 12. City Bus Supply Index Developed for the Study Cities
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3.5.5 Safety Index
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The most widely used accident index, Accident
Fatality index has been adopted for developing the
Raod Safety Index. Accident Fatality index is

JAN-DEC. 2013

defined as the number of road accident deaths per
lakh of population.

Road Safety Index = 1/ AFI

Safety indices are given in Figure 13.

Figure 13. Safety Index Developed for the Study Cities
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3.5.6 Para Transit Index

Para Transit Index = No. of Para Transit Vehicles for 20000 population

Para Transit Indices are given in Figure 14.

Figure 14. Para Transit Index Developed for the Study Cities
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Slow Moving Vehicles (SMV) Index: Factors bicycle lanes and percentage of SMV. These
considered for this index are: availability of indexesgiven below infigure 15.

Figure 15. SMV Index Developed for the Study Cities
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3.5.7 On Street Parking Interference Index in the last column in Table 27. Transport Per-
formanceindicesof theselect citiesarealsogiven
Thisindex formulated as follows: inFigure 17.
Parking interferenceindex = 1/ (w1 x % of major T able 26 Weidhtages diven for Various
road length used for on-street parking + w2 X T ranspor tation | ndices
on-street parking demand on major roads)
Theindices are provided in Figure 16. SI.No. Transportation Index Weightage
3.5.8 Transport Performance Index < @ ©
= P 1 PT Accessibility Index 1.0
o ] 2 Service Accessibility Index 1.0
All the selected indices were converted into to 3 Congestion Index 20
. . 4 Walkability Index 20
asc_aleof 100, thevalu%correﬂoondmgtov_arlous 5 City Bus Transport Supply 20
indices for a city are summuped to obtain the g gafetywllnd@( Vehidelnd %(5)
: H H : : ow Moving ICle Inaex 5
index for that city. Theweightsaregivenin Table 8  On-Street Paking Interference 10

26 and Transport performance Indices are given Index
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Figure 16. Parking I nterference Index Developed for Study Cities
Study cities
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Figure 17. Transport Performance | ndex Developed for the Study Cities
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Table 27. Combined Table: Indices Computed for the Selected 30 Cities

Cities Public Service Congess Waka  CityBus  Safety Para Slow On-Street  Transport

Transport Accessibility tionIndex  bility  Transport  Index Transit Moving ParkingIn Perfor-

Accessi-  Index (% of Index Supply Index Vehicle terference mance

bility Work trips Index (SMV) Index Index
Index accessible < Index
15 min. time)

@ @) (©) Q) ® (6) U] ® ) (10) (11)
Gangtok 0.00 94.12 021 0.30 0.00 0.04 0.00 0.002 0.59 202
Pangji 0.88 73.47 0.07 0.32 7.64 0.02 30.20 0.02 0.47 255
Shimla 0.70 76.84 0.13 0.22 8.66 0.06 0.00 0.00 0.54 237
Pondicherry 2.10 85.68 0.20 0.37 8.62 0.04 39.70 0.07 1.80 391
Bikaner 0.00 77.00 0.20 0.43 0.00 0.04 64.50 0.08 0.75 273
Raipur 0.00 93.27 0.30 041 0.00 0.02 104.00 0.10 0.67 281
Bhubaneswar 127 31.72 0.33 0.28 293 0.05 40.50 0.10 114 265
Chandigarh 164 83.13 0.00 091 17.54 0.08 75.10 0.08 0.66 695
Hubali Dhar- 0.97 43.68 0.23 0.39 15.15 0.04 86.85 0.09 0.63 315
wad 122 56.00 0.33 0.39 555 0.03 52.50 0.09 1.37 312
Guwahati 0.00 68.85 0.20 0.31 0.00 0.06 91.30 0.09 124 271
Amritsar 1.72 54.00 0.23 0.34 20.03 0.06 63.70 0.09 0.74 373
Trivandrum 213 69.50 0.10 0.40 42.77 0.11 53.70 0.08 0.69 527
Madurai 0.00 57.30 0.07 0.38 0.00 0.14 35.70 0.10 242 366
Agra 0.95 45.00 0.20 0.47 12.82 0.08 79.70 0.08 1.09 352
Bhopal 147 57.30 0.17 0.57 16.07 0.09 70.10 0.03 1.00 377
Kochi 0.00 48.00 0.23 0.65 0.00 0.19 88.80 0.14 121 401
Patna 0.00 46.00 041 0.33 0.00 0.16 64.49 0.08 0.98 270
Varanasi 1.06 34.45 0.30 0.66 10.21 0.10 50.50 0.11 113 399
Nagpur 1.38 51.00 0.30 0.64 11.11 0.06 46.70 0.05 1.33 375
Jaipur 0.71 42.86 0.33 0.59 5.64 0.05 19.30 0.09 114 326
Kanpur 0.00 53.95 0.31 0.62 2.87 0.15 63.15 0.07 131 348
Surat 315 54.35 0.20 0.81 16.43 0.22 106.20 0.04 0.98 537
Pune 2.49 21.54 0.30 0.85 12.99 0.14 73.90 0.06 2.03 490
Ahmedabad 1.62 6.08 0.37 0.68 31.88 0.06 76.60 0.03 124 405
Hyderabad 1.38 12.00 0.37 0.77 33.39 0.07 64.18 0.04 1.26 443
Chennai 1.01 13.00 0.40 0.63 39.22 0.11 89.70 0.02 1.28 436
Bangalore 1.09 16.36 0.47 0.87 43.86 0.32 75.60 0.04 2.82 656
Delhi 112 14.00 0.40 0.81 26.20 0.08 28.50 0.03 3.00 474
Kolkata 134 17.00 0.47 0.85 16.66 0.25 88.30 0.03 2.80 512
Mumbai

Note: Cities without PT assumed with zero Index Value
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4. URBAN MOBILITY CHALLENGES

Ascities grow exponentially, an effectiveand
sustai nable urban transport system for peopleand
goodsmovementisapre-requisitefor sustainable
economic growth. However, urban transport
systems in most cities of the developing world
like India are underdevel oped and their transport
capacity hasbeen found to be grossly inadequate.
Thus residents are unable to fully exploit eco-
nomic opportunitiesand lack the mobility needed
to support economic growth.

Urban transport systems in most cities suffer
from major constraints as insufficient financia
resources, inefficient regulatory frameworks,
poor allocation of road space, inadequate traffic
management systems, institutional weaknesses
and undeveloped public transport systems. Cur-
rently, these systems also rarely integrate social
concerns and the specific needs of vulnerable
groups, thereby rendering such systems ineffec-
tive in relation to poverty reduction. Drastic
increase in the number of vehicles have strained
our urban road networks, resulting in congestion
for most of the day. Most of these factors dis-
proportionately affect the urban poor in terms of
limited accessibility to affordable transport
services, ill-health from pollution and road safety
concerns.

In most cities, road networks, developedinan
unplanned ad hoc fashion and without proper
adherence to quality standards, are severely
deficient in meeting developmental demand.
Residential areas have few and inadequate ter-
tiary or access roads and limited provisions for
pedestrians, cyclists, etc. In addition, road
networks have missing links, forcing the overuse
of existing road sections and lack of circumfer-
ential roads resulting in congestion from through
traffic. Meanwhile, increases in the number and
uses of vehicles surpass the capacity of road
space, adding to congestion and air pollution. As
a result, transport conditions in cities are char-
acterised by severe congestion and aggravated by
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the poor discipline among drivers, incoherent
enforcement of traffic laws and an eclectic mix
of vehicles. A failureto respond promptly to rapid
motorisation and the resultant congestion along
with weak enforcement of vehicle emission
standards, results in degradation of the environ-
ment and stunts cities' growth potential.

Rapid urbanisation has also increased the
number of urban poor. Efficient systems do
contribute to urban economic growth thereby
raising incomes and decreasing urban poverty.
However, current urban transport systems, which
do not fully integrate the specific needs of the
poor, have worsened the perverse distributional
effects of urbanisation. Overstrained public
transport systems restrict urban residents, par-
ticularly the urban poor from actively partici-
pating in economic activities. The socia
exclusion engendered by urban transport makes
it more difficult for the disabled to access jobs
and services. As aresult, the poor find it hard to
break out of poverty. In addition, the poor are
disproportionately exposed to the risks of
polluted air. Moreover, the risks they face when
they travel are higher than those of the non-poor
because of the few safety provisions for pedes-
trians and cyclists at street crossings and slack
enforcement of pedestrian crossing facilities.
Thereis adefinite need for urban transport poli-
cies and programs to take the needs of the poor
into account.

Poor traffic management, one of the biggest
issues in many cities, is a combination of many
factors: lack of coordination and overlapping
responsibilities among various agencies, insuf-
ficient traffic police and traffic signals, flawsin
traffic marking, and ineffective enforcement of
traffic rules and regulations. Accidents are com-
mon due to poor traffic management, on the one
hand, and undisciplined use of the road by many
types of vehicles using the roads, on the other.
Ineffective traffic management is also the result
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of encroachment by parked vehicles and com-
mercial activity on roads thereby reducing road
capacity and causing inadequate public transport
services. Good traffic management can not only
improve the flow of traffic but can reduce the
negative environmental impact. The need for
efficient traffic management systemsistherefore
acute. Such systemswill require (i) anappropriate
transport policy framework under which gov-
ernments can manage travel demand; and (ii)
strategic plans that cover junction operations,
enforcement, road use, driver re-education, pub-
lic transport, parking, traffic signals, vehicle
restrictions and circulation plan, pavement
markings, vehicle condition and equitable allo-
cation of road space.

While alarge portion of the urban population
relies heavily on public transport for its daily
activities, public transport systemsin most cities
are not adequately developed and investments
have been severely limited. Bus and para transit
services, the predominant public transport ser-
vices, are often exclusively operated by the pri-
vate sector. The unregulated operation of private
buses, particularly with regard to the allocation
of routes and schedules, has spawned excessive
competition, and as a result, the financia per-
formance of public transport and the quality of
service have deteriorated, negating the benefits
derived in road construction. Improving the
efficiency of public transport should not only
lower costs but result in a flexible framework
which makes public transport more accessible to
the poor. To this end, solid institutional and
regulatory structures are required that will help
createefficient publictransport systemsthat poor
users can afford and that gives incentives for
proper maintenance, investment and service
expansion.

Governments weak capacities lead to low
institutional coordination and an inefficient
institutional framework. Government agencies
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have overlapping or poorly delineated responsi-
bilities, planning and programming are chroni-
caly fragmented and largely ad hoc, and
institutional arrangements  for policy
implementation are usually incoherent. Rapidly
increasing urban populationsrequire efficient use
of limited land resources to support economic
growth; however, planning for land-use, urban
development and transport management loosely
integrated, thereby constraining cities growth
potential, competitiveness and efficiency.

Private sector involvement in urban transport
is generally limited to the provision of public
transport services, including buses and taxis,
autorickshaws, etc. Despite growing recognition
of the burden that investmentsin major roads, etc
place on municipal budgets, private sector par-
ticipation in maintenance and construction is
limited. Public mass transit systems require
substantial investment and careful commercial
management to ensuretheir financial viability for
which private sector participation is crucia par-
ticularly in big cities. Planning and regulatory
arrangements for private participation in urban
transport must therefore be established.

Experience indicates that piecemeal
approaches to sustainable urban transport devel-
opment are likely to fail and that capital invest-
ments needed to be supported by policy, legal,
regulatory and institutional reforms. More policy
attention must be focused on building capacity in
urban transport administration, on enhancing the
roleand quality of affordable public transport, on
financing mechanisms, and on needs of pedes-
trians and users of non-motorised transport.

5. CURRENT POLICIESAND INTERVENTIONS

The Government of India attempted to com-
prehensively address urban transport issuesin the
country by formulating a National Urban
Transport Policy (NUTP) framework [GOlI,
2006]. While recognising the problem of
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increasing urban road congestion and its asso-
ciated air pollution, the strategy puts primary
emphasis on the need to increase the efficiency
of use of road space by favoring public transport
and by the use of traffic management instruments
toimprovetraffic performanceand by restraining
the growth of private vehicular traffic. Comple-
menting this was a strategy to reduce vehicle
emissions by technological improvements in
vehicles and fuels. The Government of India's
proposed strategy wasin many respectsalong the
lines of international thinking on the approach to
the urban transport problem. For example, the
World Bank completed an Urban Transport
Strategy review "Cities on The Move" [W Bank,
2002], after consultation with major stakeholders
in client countries, including governments,
transport operators, and nongovernmental orga-
nisations, aswell aswith representatives of other
international institutions. That review linked
urban devel opment and transport sector strategies
with a strong poverty focus. It noted that
sprawling cities are making the journey to work
excessively long and costly and that throughout
the per capitamotor vehicle ownership continues
to grow with adverse impacts on traffic conges-
tion and air pollution. Public transport was being
dtifled by this congestion and its relative
performance tended to decline in comparison
with the private modes. So the vicious circle of
congestion and the decline of public transport
were perpetuated. The safety and security of
urban travelers were also major emerging con-
cernsworldwide.

The document begins with a basic contention
that the mobility problem in our citiesis a very
formidable one and that it was not just hampering
better growth possibilitiesbut al so threatening the
basis for a reasonable standard of living.
Accordingly, it was envisaged in the vision
statement that livability of our cities would be
highlighted and emphasised with the basic
objective of this policy being to ensure safe,
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affordable, quick, comfortable, reliable and sus-
tainable access for the growing number of city
residents to jobs, education, recreation and such
other needs within our cities. With the States as
themainfacilitatorsin the process, therole of the
Central Government, it was felt, would be to
hasten it with the necessary financial support and
technical expertise. We now look at the specifics.

Theissue of integrating land-use and transport
planning was taken up first. The connection
between transportation and land use is a funda-
mental concept in transportation. Transportation
and land use are inexorably connected.
Everything that happens to land use has trans-
portation implications and every transportation
actionaffectsland use. Policy makersarerequired
tohelp shapeland use by providing infrastructure
to improve accessibility and mobility. Accessi-
bility can be measured by the number of travel
opportunities or destinations within a particular
travel radius, measured in terms of either travel
time or distance. On the other hand, mobility isa
measureof theability to moveefficiently between
origins and destinations. Thus, mobility is
directly influenced by the layout of the trans-
portationnetwork andthelevel of serviceit offers.
Land development generates travel, and travel
generates the need for new facilities which, in
turn, increases accessibility and attracts further
development. The question of whether transpor-
tation influences development or whether land
use dictates transportation has been a matter of
ongoing concern among transportation profes-
sionals. Transportation’s most significant impact
on land development occurs when access is
provided to land. Increased accessto land raises
its potential for development, and more devel-
opment generates additional travel. Once access
has been provided, land patterns begin to change
over aperiod of time. In recent decades, concerns
about urban sprawl have arisen. Several factors
can be identified as contributing to sprawl,
including the movement of jobsto suburbs, lower
transportation costs versus lower housing costs,
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preference of many peopleto liveinremote areas
away fromthe problemsof thecity, andthedesire
for larger lots. The concern about sprawl and
transportation has led to a new debate about the
relationship between transportation and urban
sprawl.

The policy document recognises that a
combination of transportation and land use
measures is needed to address the transport
problem. Both need to be developed together in
amanner that servesthe entire population and yet
minimises travel needs. From a sector perspec-
tive, "transport plans should, therefore, enable a
city to take an urban form that best suits the
geographical constraints of its location and also
onethat best supportsthekey social and economic
activities of its residents. Unfortunately, how-
ever, transport planning has not received the
extent of attention it should have in drawing up
strategic development and land use plans® [GOl,
2006, p. 5]. To avercomethisproblem, it isstated
that the Central Government would provideupto
50 per cent of the cost for the preparations of such
integrated plans provided the local authorities
demonstratetheir willingnessto act in accordance
with these plans. The issue is: how and to what
extent has this element been taken forward?

The second significant element of the policy
framework is the need to encourage public
transport in a much bigger way. In fact, the
emphasis is on ‘priority’ to such a system.
Beginning with the issue of current position of
inequitable allocation of road space in our cities,
thekey phraseis‘ movement of peoplerather than
vehicles'. The importance of public transport to
pollution and congestion reduction, poverty
alleviation and economic empowerment can not
be overstated. In metropolitan areas where the
distribution of land and social amenities mirrors
highlevelsof incomeinequality, placing the poor
furthest from economic opportunity and critical
services, effective public transport provisionis a
critical element of development policy. Here,
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decades of persistent underinvestment in public
transport, accompanied by sustained infrastruc-
ture spending in support of private car use, have
resulted in a profoundly dualistic land passenger
transport system which contributes significantly
to the continuing economic and social exclusion
of many. People whose mobility is constrained
cannot exercise the other widely accepted human
rights. Lack of mobility in low income house-
holdsisoften amajor factor intheir economicand
social exclusion. It can prevent the acceptance of
employment, lead to failure in securing health
appointments; and severely reduce the ability to
participate in daily activities. Most people who
require these services are often the ones who are
situated furthest from such services, and are in
most casesthe oneswholack the necessary means
to get to them. Over the past decade, driven by
ongoing migration to cities, a period of strong
economic growth, and the fact that the majority
of new housing development programmes have
beenlocatedinthesuburbs, demandfor passenger
transport in metropolitan areas has increased
sharply. As the standard and capacity of state-
sponsored public transport systems has remained
largely unchanged (in many middleor lower order
cities they hardly exist), increased demand has
been met predominantly by taxisand private cars.
At the urban leve, it is well recognised that
responding to the inequality between core areas
and periphery areas is difficult, but not impossi-
ble. The key isto bring back to lifethe vitality of
struggling neighborhoodsand reestablish them as
complementsto the city. It takes knowledgeable
foresight by city officialsaswell asactionthrough
the entire community to accomplish this. Each
situation may require adifferent course of action
whetheritisaradical change (by introducing new
public transport systems) or only aslight nudge
in the right direction (reforming the existing
ones). The emphasis on public transport cannot
be made any clearer than what has been incor-
porated into the policy document. The question
is: has this been taken seriously enough in the
efforts that have been undertaken subsequently
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especialy in the past three or four years? More
specifically, weneed toreview theextent towhich
measures outlined have been encouraged such as
more allocation of road space for bus transport or
more generally, the priority given to public
transport.

Equally important would be the aspect related
to pricing. In this context, a very basic issue is
whether there is an attempt by the policy docu-
ment to encourage tariff reforms at al. While
some indication relating to tariff fixation based
on price discrimination is given, the basic ques-
tion that remains refers to the sustainability of
such pricing systems in the absence of an
emphasis on norms of efficiency which serve as
the basis for an understanding of effective pro-
vision of services.

The promotion of public-private partnerships
(PPPs) hasbeen an underlying objective of policy
statements related to the transport sector that the
Central and State Governmentsin Indiahavebeen
putting forward sincethe 1990sfromtimetotime.
However, in recent years vigorous efforts have
been made to promote the concept in the context
of bustransport as part of the implementation of
theNational Urban Transport Policy [GOI, 2006]
while incorporating it as part of the Central
Government funded Jawaharlal Nehru National
Urban Mission (JNNURM) that has prescribed
model guidelines to the State Governments and
local Governments. Theemphasishasbeen onthe
need to promote public transport systems with a
more directed initiative to promote the bus mode
in the different cities for which funds for bus
procurement are being liberally given within the
framework of PPPs. IJNNURM proposed to
provide50% of thefundsrequiredto buy thebuses
for city transport to 63 citiesif they adheretothose
guidelines. Asfor the balance fund required, the
State Government would have to put in 20 % of
theamount and bal ance 30 % of theamount would
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havetobecomefrom City municipal corporations
or City transport corporations or a private party
by way of a PPP.

An overriding feature of the policy document
appears to be the emphasis on the ‘ green’ aspect
of development of the urban transport system in
terms of cleaner and more efficient technology
and a more significant role for non-motorised
movement. Aimed at protecting theenvironment,
these elements are today a necessary part of the
policy framework world wide with the EU
countries leading the way in incorporating them
inavery systematic way.

Theneed for capacity buildingto handle urban
transport related issues is also prominently put
across not only in terms of institutional capabil-
itiesbut also individual ones. The latter becomes
significant in the face of efforts being attempted
to promote public-private partnerships in which
anindividual or afew individuals are expected to
play crucial roles in the developing the concept
of such a partnership and taking it forward to its
logical end. However, the basic underlying issue
in this regard is the proper understanding of the
distinct rolesof the public and private sectorsand
perspective of the general public regarding these
roles.

Above all, the emphasis on a Unified Metro-
politan Transit/ Transport Authority (UMTA) is
significant. However, the details of such an
authority especially initsrole of aregulator have
still not been spelt out explicitly. As a result,
though some UM TAs have been formed, they are
dtill to be activated to perform their proper role.
We now turn to an approach to new urban
transport policy framework which begins with a
critigue of some of the important above-
mentioned elements of the current policy docu-
ment.
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6. SOME ELEMENTS OF A NEW URBAN TRANS-
PORT POLICY FRAMEWORK

6.1 A Critique of Existing Policies

On the issue of integration of land-use and
transport policies, a good deal has already been
said on thelack of such anintegration or even an
attempt towards this today especially in the
context of developing countries. Fundamentally,
it is well recognised that this move towards
integration isvery difficult since any economy is
inadynamic state all thetime. Thetroubleisthat
it has not been possible to construct a compre-
hensivetheory whichfully reflectsall thelinkages
in this interaction. The basic problem is that
transport and land-use changes are on-going
modification to the spatial economy. "There are
continual cycles of cause and effect, and it is
impossible to decide upon a point where it is
sensible to break into this continuum of change.
Consequently, from a pragmatic standpoint, one
hasto make arather careful judgment whether to
treat land-use as influenced by transport or
vice-versa' [Button, 1993, p. 19]. Historically,
the practicewasto accept agivenland-usepattern
and attempt to provide least cost methods of
providing transport services within this limita-
tion. For example, Kain [1964] adopted this
approach to travel decisionstaken in a sequential
type of framework which when considered
closely involve assumptions which are very
analogous to the ceteris paribus assumptions of
conventional partial equilibrium microeconom-
ics. While it is recognised that this approach
suffersfrom thesamelimitations, they do provide
a reasonable framework within which useful
analysis can be conducted. However, over a
period of time, thissimplistic way of emphasising
the causal link from land-use to transport, i.e.,
whereland-useispre-determined wasfoundto be
no longer useful in the presence of severa
dynamic elements relating to the economy.
Accordingly, feedbacks from transport to land-
use began to be incorporated explicitly in models
sothat amorerealistic pictureemerged. However,
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it was found that the data requirements were
enormous as a result of which a number of
assumptions regarding parameters were made.
Moreover, calibration of such models was com-
plicated. The situation has not improved very
much despite the use of information technology
because data limitations continue to haunt plan-
ners and policy makers even in developed econ-
omies. Today, efforts at incorporating feedback
effects are minimal with the sequentia type of
framework continuing to be used quite exten-
sively. These can be effectively incorporated by
developing limited realistic scenarios and
planning accordingly.

The policy document touches only the gener-
alitiesassociated with integration of land-use and
transport planning in our urban areas. Transport
and patterns of urban land-use are so intercon-
nected that all cities must make sureto plan their
transport in harmony with the realities of their
city’s actual form. New land-use trends asso-
ciated with motorisation have begun to threaten
the accessible and travel-minimising features of
some Asian cities. Real estate developers
increasingly build new developments with seg-
regated land uses and in locations that are
accessible only by private vehicle, even if this
leaves them inaccessible by public transport and
non-motorised transport. New high-speed, high
capacity roads in some places have encouraged
haphasard development in long corridors,
resultinginlonger trip distancesfor residents. No
doubt, thereisvery littleto say asfar astransport
planning practicesgo in most of our cities. Onthe
other hand, the new trend in the West is to
encourage more mixing together of different
activities because it encourages more walking,
cycling and convenience for residents and
workers. The indication that central government
support would be available to broad base current
effortsisawel comestatement. It may beadequate
for an urban areato prepare along-term plan and
also plan its transport facilities. Such plans are
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being made out in the bigger urban agglomera-
tions. But even today appropriate accessibility
and mobility objectives are not well considered
and defined in land development with the result
that the current development themes tend to
lengthen trips and lead to increased congestion.
Further, there are no serious attempts to follow
them. This weakness has been the single most
limiting factor in our objective towards better
transport facilities. Violations of zone laws is
more often the rul e than an exception which often
results in a different land-use pattern emerging
and having an impact nowhere near the one that
was expected as an outcome. Even with special-
ised agencies to deal with these issues, we have
failed miserably on this count due to irrelevant
considerations. A far more enlightened national
and state level leadership is needed to help city
governmentsintegrate accessibility and mobility
objectivesand thereby |and-useand transport into
urban devel opment. The document issilent about
theways by which the central government aswell
as the state governments can play this role more
effectively. Moreover, therole of the user in the
planning processisalmost non-existent. Inclusive
"bottom-up" participatory approaches that
incorporate community consultation and wide
participation by al socia groups including
women and other disadvantaged groups can
greatly enhance sustainable urban transport
development. They are also more likely to win
public support, especially when questions of
difficult policy choices and public actions arise,
for exampleinthecase of urban transport demand
management. It hasbeen observed that integrated
approaches are based on methodologies that
develop a broad-based consensus on an achiev-
ablevision of thefuture and clearly articulate the
means by which the visions can be realised. A
fundamental institutional change in the planning
process is required to incorporate participatory
approaches in decision-making and to seek
inter-disciplinary solutions to urban transporta-
tion problems. While the ways in which the
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involvement of all social groupsisorganised may
be open to debate, its justification cannot be
undermined.

The emphasis on the role of public transport
has many dimensions. High-density cities are
unsuited to high rates of private car use. It is
physically impossible for a dense city to have a
high level of road capacity per person. Carstake
up a huge amount of space when in motion and
for parking. In dense cities, space is a valuable
commodity. Congestion and parking problems
can therefore become very seriousin dense cities
evenwhen only afew percent of peopleown cars.
However, the failings of public transportation
have become one of the major challenges faced
by many cities. Dissatisfaction with the level and
quality of public transportation services leads
those people who can afford it to turn to private
modes of transport. Another common problemin
many cities is that women, people with disabili-
ties and other disadvantaged groups have poor
access to public transport services and that it is
found difficult to meet their basic mobility needs.
Historically, state transport undertakings (bus
companies) have been the prime providers of
public transport services in most Indian cities.
Fares have traditionally been kept low by state
authorities to permit travel by low-income citi-
zens, especially those covering long distances.
The chronic uncertainty regarding subsidisation
of concessions by the state interacting with
inefficiencies on the supply side stemming from
the nature of public monopolies have resulted in
publictransport servicesbeing characterised by a
low level of service necessarily operating at a
low-priced equilibrium. A traditional and irra-
tional focus on production rather than service,
rigiditiesregarding staff levelsand remuneration,
and low financial capacity to expand services
have created amost an insurmountable barrier to
change. While this approach is acceptable while
agreat majority of passengers are captive riders,
interested mainly in low fares, it is no longer the
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case any more especially with an increased
affordability of motorised vehicles resulted in a
largeloss of public transport passengers.

The solution to the complex urban transport
problem thus lies in the development of an effi-
cient and affordable public transport system. This
has long been recognised by policy makers and
transport planners, and emphasised in every
transport policy statement. But real actions have
beenfar from adequate. Intheearly 1990s, public
transport generally benefited from bus enterprise
reform, increased investment in fleet capacity,
and implementation of some bus priority
schemes, aswell as urban population growth that
helps maintain strong demand. Many cities have
witnessed gains in both ridership and operating
efficiency during the second half of the 1990s.
These gains have disappeared due to the rapidly
growing road congestion and the continuing shift
to private cars. Most cities have failed to guide
transit-oriented land use  development.
Peripheral-urban land development has not been
planned in away that could create a market for
public transport. The road network —instead of
the public transport network— is commonly used
in urban master plans as an instrument to shape
the urban land use structure. Bus operations and
the future guided mass transit systems are given
little consideration in road design. There are
serious concerns regarding availability of road
space especially for bus transport for smooth
movement. Only oneor two seriousattemptshave
been madeto providemorecapacity road capacity
for bus systemsinthe Indian context. Othershave
been lackadaisical intheir approach asaresult of
which such systems collapsed even before they
had taken off properly due to lack of discipline
on the part of road users. The policy suggests
certain provisions in the Motor Vehicles Act to
facilitate enforce such discipline. It is common
knowledge that provisions in the absence of an
effective implementation do not serve the pur-
pose. Public transport, walking and cycling are
very much more space efficient than private
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vehicles, especially cars. The most successful
urbantransport systemsin Asiaarethosethat have
encouraged walking and cycling. The policy
guideline assures support for such non-motorised
movement with an emphasis on the need to
consider seriously the larger public perception
regarding design and use of facilities for such
movement. Thereisneed for percolation of these
ideasto the city level not only to merely gain the
financial support being offered as incentive but
also to convince the masses on the point that
public transportation along with non-motorised
movement is most sustainable on economic,
financial, social and environmental grounds.

Thefareissueisyet to betackled asastrategic
matter in any urban area. Proposals to increase
fares of public transport systems have aways
been made but never seriously taken let alone
implemented. Moreover, these arguments for
doing so were limited to the finances of public
transport operators. A far more seasoned and
mature argument would necessarily haveto alow
afull range of options to be considered, not just
inthefareand service quality dimension, but also
regarding the regulatory framework and the
approach to provision of explicit subsidies. The
policy framework attempts to sideline this issue
by considering only implicit subsidies which the
operators themselves would have to provide.
Also, in a world that is moving towards cash
transfers, direct financial assistance to poor
travelersmay beabetter optionthan keeping fares
low. No doubt, it would be difficult to pursuethis
line of action since demand-related data are so
inadequate and the relevant technical skillsarein
short supply in the state and local institutions
[World Bank, 2005].

Anessential remaining questionisthis: canthe
current regulatory arrangement, a public-sector
monopoly, with an outsourcing complement,
produce the cost efficiency and service levelsto
make this mode competitive with individually
owned motor vehicles? A clear and promising
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option is to move toward a market-based
arrangement, by separating regulatory and ser-
vice planning functions from the provision of
operations, organising the latter through the
medium of competitively awarded service con-
tracts.

6.2 Some Underlying | ssues

Few cities havetaken concrete stepsto reform
the sector structure asabasisfor the devel opment
of even aviable mass transit industry. Consider
for example, the initiatives taken to promote bus
transport under the INNURM (A brief account of
some experience is given in the next section).
While incentives are being provided, very little
attempt has been made to insist on tariff reforms
which are badly required as far as many bus
systems are concerned especialy in the public
sector. Mere insistence on recovery of costs
through a process of implicit subsidies (price
discrimination) is inadequate. This approach
needs to be supplemented by effective bench-
marking normsfor provision of explicit subsidies
- aneed that arisesinthecase of most urbantransit
systems. According to Sivaramakrishnan [2010],
itisquitelikely that the bus purchase component
of the INNURM will not have the desired impact
on the metropolitan cities. Hopefully as
JNNURM assisted buses come on the streets, the
contestationfor allocation of road spacefor public
transport will becomemore pressing. Theissueis
whether city and state governments would then
be forced to intervene to resolve the conflict
whichthey haveavoidedfor long. Thisisdoubtful
sincethenew busesareby andlargeareplacement
of the existing fleet and may not signify a
meaningful addition to public transport capacity.
Further, it ispointed out that one of the objectives
of central government funding under the scheme
was to enable some leveraging of funds by states
and local bodies. It is now recognised that liberal
provision of central funds can lead to crowding
out of other sourceswhich are normally expected
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to make up for the balance of the funds require-
ments. L ocal governmentsal so havefaced serious
legal and capacity constraints on forming
partnershipswith the private sector. According to
the policy document, "the Central Government
would encourage the State Governments to
involve the private sector in providing public
transport services, but under well structured
procurement contracts' [GOI, 2006, p. 19]. The
initiative taken under the INNURM have been
half-hearted with the government considering the
venture as something beyond its monitoring and
control (except for the start-up process) and the
larger public considering it as purely private
activity.

A common problem is fragmented responsi-
bility for transportation between many agencies.
Reflecting the state/local split, no city has vested
the prime responsibility for all aspects of
urban/metropolitan transport in one institution.
Pieces of decision authority, control over
resources and accountability are spread widely
between state governments, local governments,
and state and national parastatals. It is readily
acknowledged that some fragmentation is both
necessary and unavoidable. But, at any given
level of fragmentation, there should be stable
umbrella arrangements to coordinate various
institutions. This tends to encourage a sectoral
approach to planning. Plans are prepared with
different financing and implementation arrange-
ments and lack effective institutional mecha-
nisms to examine their mutual compatibility or
interrelationships. Because of this unarticulated
approach, urban transport development in many
cities confronts serious difficulties, including
delays in project implementation, wasteful
investment, and soon, and inmany casestransport
interventions do not produce the desired effect.
The presence of an UMTA could solve many of
these issues. But progress has been tardy and in
casesthe authority has been set up such asDelhi,
Bangal ore, Mumbai, it has been established by an
executive order except in Hyderabad whereit has



VOL. 25 NOS 1-4

been constituted under a special enactment. All
UMTA'’s are essentially recommendatory and
coordination bodies- not implementing agencies.
But they are expected to be excellent platforms
for coordinated thinking and planning.

The presence and growth of the spillover
effects from the urban economies justifies a
reconsideration of the present role of the central
government in urban transport which is still
confined to afew dimensions. At thelocal level,
most large cities are able to make decisions and
implement them. But they may not have the right
incentivesto make strategic decisions that do not
compromise the long-term interests of the cities
and the nation. Moreover, there need to be ade-
guate checks and balances that would make sure
a good strategic plan gets implemented. The
responsibilities of the central government even
under the NUTP are limited to the support of
preparation of urban master plansand large urban
transport investment projects, setting technical
standards, giving some policy guidance, provid-
ing some financial incentives and maybe pro-
moting knowledge exchange and facilitating
capacity  building. But under current
decentralised arrangements, the state and
municipal governments take primary responsi-
bilities—both functional and fiscal—for urban
infrastructure, including urban transport. Central
monitoring and supervisionislimited at thelocal
level where planning and policy implementation
iscarried out. To agreat extent, thissituation has
created an institutional gap in addressing the
spillover effects of urban transport problems
which is also reflected in the slow transfer of
powers and resources from states to local gov-
ernments. Further, the political constituencies of
state and local ingtitutions being different, the
continuing dominance by the state produces
transport policies and investments are not pro-
perly aligned with local interests. Equally sig-
nificantistheproblem of proliferation of stateand
local institutions and parastatals which has been
unusually high, resulting indiluted regul atory and
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funding authority, and accountability for urban
transport matters. Cities have not developed
capacity for public transport regulation. The
policy framework must provide specific guide-
lines on the institutional mechanism that is
required for regulatory purposes especially when
the paradigm of development of infrastructure
and servicesis no longer the same asin the past.

Traditionally, the approach has been supply-
oriented, and traffic growth-biased and continues
to be so. The resulting policy orientations and
decisions on how to spend available funds have
left large economic and spatial segments poorly
served, and have not been as effective as they
could have to make these cities competitive. In
the short term it neglects the mobility of low-
income and poor travelers, especialy the non-
motorised ones. It does not involve any use of
traffic restraint tools and hence leaves
street-based public transport services (the work
horse of the transport system) to the mercy of
unrestrained competition from individual motor
vehicles. Moreover, it favors the most capital-
intensive public transport modes (metros and
other urbanrailways) whichmay not bewarranted
by either traffic density/ passengers ability to
pay, or their budget capacity to pay subsidiesin
perpetuity. In the longer term the emphasis on
increasing road capacity encourages car-based
urban devel opment patterns. The actual policies,
as opposed to the statements in principle, thus
appear to be both socially regressive, and finan-
cialy unsustainable. There is a conflict with the
guidelines enunciated in the urban transport
policy statement inanumber of ways. Intheshort
term it neglects the mobility of low-income and
poor travel ers, especial ly the non-motorised ones.
It doesnotinvolveany useof trafficrestrainttools
and hence leaves street-based public transport
servicesto themercy of unrestrained competition
from individual motor vehicles. Moreover, it
favorsthe most capital-intensive public transport
modes (metros and other urban railways) which
may not be warranted by either thetraffic density
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or passengers ability to pay, or their budget
capacity to pay subsidies in perpetuity. In the
longer term the emphasis on increasing road
capacity encourages car-based urban develop-
ment patterns. The actual policies, as opposed to
the statementsin principle, thus appear to be both
socially regressive, andfinancially unsustainabl e.

Another aspect that is missing in the policy
document, onewhichisacharacteristic feature of
urban transport systems relates to a dedicated
fund that needs to be made available for the
purpose. According to World Bank [2005], the
problem of under funding is an inherent one due
toistoreducethe overlong agency chain between
what is paid by local road users (a growth sector
intwo well-off cities) and the funds brought back
to bear on the local transport system. There are
several ways to do this. The most common way
is to escape budget funding and create a closed
loop from road user fees via dedicated funds to
cities. A less common way, highly successful
where it has been implemented, is to introduce
local road charging systems, aiming for both
revenue generation as well as demand manage-
ment. Either way, the challenge is to create not
merely urban road funds, but urban transport
funds. Private sector funding hasapotential to be
a complement, but the prime source of funds
should be public which should enableacrowding
in of capital local.

7. EXPERIENCESWITH ELEMENTSUNDER THE
CURRENT POLICY FRAMEWORK: JNNURM &
PUBLIC PRIVATE PARTNERSHIPS

7.1 The Vadodara (Baroda) Experience:

Vadodara Municipal Corporation (VMSS)
took up the initiative of organising a city bus
service on the basis of public private partnership.
Asthe lead implementing agency, it defined the
bus routes, bus stops and fare structure and also
the quality of service in terms of frequency. It
had to follow guidelines for city bus services as
per urban development and urban housing
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development department, was responsible to get
NOC (No Objection Certificate) from GSRTCfor
stoppage of current services with the RTA being
responsiblefor sanction of stage carriage permits
under Motor Vehicles Act. The bus stops were
made by VMSS on a BOT basis. In lieu of the
rights given to the operators for collecting fare,
VMSS got a premium on ayearly basis from the
operators. On the other hand the private partner
procured, owned and maintai ned buses: took care
of expenditure on rolling stock and operation and
maintenance (including cost of driver and con-
ductor, supervision, fuel). It also provided uni-
formsto drivers and conductors. Another private
party built an operated 124 pickup standsto give
support to the bus services on basis of adver-
tisements.

To begin with, 41 routes were operated with
100 buses. VMSS income increased from bus
operations as also from bus stands. This income
wasto be used for the infrastructure devel opment
of the city. The success of this venture was due
to:

1)  quick approvalsfrom state government

2) quick decisions regarding tariffs, routes,
frequency

3) overal monitoring by VMSS

4)  transparent selections of the operator

5) continuous consultation with stake
holders-public, police, etc.

6) provisionof plotsfor setting up workshop,
fuel station. Parking, cleaning, etc., on a
token payment of Re. 1 per square metre.

VMSS has encountered several challengesin
terms of the phenomenal growth of 3 wheelers
and personalised vehicles(two wheelersand cars)
which have created difficultiesin bus movement.
A move towards heavy occupancy vehicle lanes
and then towards bus rapid transit system could
pave the way for an improved system to emerge.
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7.2 The Jalgaon Experience:

The motivation behind the application of the
PPP model in Jalgaon was provided by the poor
services that the then existing public operator,
MSRTC, was providing. MSRTC sustained
continued|ossesfromthe businessand itsdemand
for compensation from the Jalgaon Municipal
Corporation did not receive any response. As a
result, operations were discontinued in August
2009. The Municipal Corporation wanted to
providebus servicesbut had neither theresources
nor therequisiteexpertiseto do so and hencethere
was no option but to go in for the PPP model.

A Specia Purpose Vehicle (SPV) - Jalgaon
Nagar Transport Undertaking (JNTU) was
formed for this purpose. The SPV floated the
tender for bus services which then received one
response from Prasanna Bus Links (PBL) whose
"ECOBUS" services thus began operations with
a fleet of buses fitted with EURO IlI diesel
engines with rates being Rs. 3 for the first two
kilometers and Rs. 0.60 per km. thereafter. This
system adopted E-enabled measured such as
GPRS fleet tracking system, electronic ticketing
system, LED and LCD displays in buses and
stops, and smart card passes. The frequency on
all routeswas 15minutes. Asaresult, thecarrying
capacity increased by 400 per cent while average
occupancy rose to 55 and a revenue increase of
500 per cent. All these were achieved due to
sustained marketing efforts, more revenue from
advertising, motivation of man power thereby
providing high-quality services and above all
achieving high level of operational efficiency.

However, a little more than a year later, the
services have been withdrawn due to anumber of
reasons significant among them being the lack of
infrastructure provision as provided in the
agreement between the public and private part-
ners. Non co-operation on the part of theMSRTC
did not permit use of aterminal that hasbeenlying
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unused ever since MSRTC stopped city opera-
tions. The absence of a bus terminus and depot
space resulted in significant  additional
expenditureondiesel for busturnaround on every
trip and empty movement at the start and close of
theday. Whilethetendering processhad specified
15 routes to be bid for only 5 were offered and
the remaining not being offered at the instance of
the MSRTC. Itis our understanding that even the
routes that were proposed were never planned
which meant there is need for rationalisation of
routesbased on acomprehensive study that needs
to be undertaken to examine Origin-Destination
movementsand al soto categoriseroutesastrunks
and feeder routes. Thisisavital part of the urban
planning and development department (or town
and country) which is currently not being given
any particular attention. Further, it is being real-
ised that in the absence of model concession
agreement prepared by thecentral government for
use specifically for bus operationsin urban areas
(aswas done for roads, ports, airports), there are
no clear signals to the operators on what is
expected from them. Addressing these issues of
institutional weakness and the capacity building
constraints of urban local governments needs
much more serious attention from national
policy-makersthan what has been outlined in the
policy framework.

8. CONCLUDING REMARKS

The central government has, no doubt,
attempted to strengthen itsrolein urban transport
under the NUTP to provide useful policy direc-
tionsand reward good practices. However, since
these attempts are advisory by nature, it is
essential to re-align the incentives of municipal
governments in afar more strategic way so that
thelong-term objectivesinterests of thecitiesand
the nation are appropriately considered and
incorporated into the local decision making pro-
cess.. In relation to the incentives created by the
centra government, an wurban transport
performance benchmarking and evaluation sys-
tem should be developed to monitor how cities
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are performing in city development including
urban transport. It iswell known that the absence
of such benchmarking efforts has resulted in a
decline of bus transport services in our cities
especialy those of public sector transport
undertakings almost all of which reflected most
inefficient practices [Sriraman, 2009]. In recent
years, the Ministry of Urban Development,
Government of India has attempted to provides
comprehensive guidelines on service bench-
marks. The crucial issue is: whether such would
ever be used in practice?
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The purpose of thissection isto make availableto the
readers official documents such as reports of commit-
tees, commissions, working groups, task forces, etc.,
appointed by various ministries, departments, agencies
of central and state governments and international
organisations, which are not readily accessible either
becausethey areold, or because of theusua problems
of acquiring governmental publications, or becausethey
were printed but not published, or because they were not
printed and remained in mimeographed form. We also
present in this section, official documents compiled
from scattered electronic and/or other sources for ready
reference of thereaders. It will bedifficult and probably
not worthwhile to publish the documents entirely. We
shall publish only such parts of them as we think will
interest our readers. The readers are requested to send
their suggestions regarding official documents or parts
thereof for inclusion in this section.

We are aso keen to publish Papers, Notes or Com-
ments based onthe material included inthissection. We
invite the readers to contribute the same to our journal,
which we shall consider for publication in subsequent
issues of the journal, after the usual refereeing process.

In the present section, we publish:

Report of the National Commission on Urbanisation August
1988, (Chairman C.M. Correa), Volumel and I1, Government
of India, New Delhi.
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Preface

FUTURE historians may well decide that the
crucia phenomenon of our times is the massive
urbanisation that is engulfing the Third World.
Within the span of the last two decades, towns
andcitiesall over Asia, Africaand Latin America
have been doubling and tripling in size. India,
which has the second largest population in the
World, is central to this phenomenon.

Itisindeed encouraging that, for thefirst time,
the Government of Indiahasappointed aNational
Commission to look into theissues. Our Interim

Report was submitted to Government in January
1987. Sincethen, we have continued to deliberate
on the broad range of policy interventions nec-
essary to bring about more humane and efficient
urban settlements, keeping in mind the urgency
of generating rapid economic growth with equity
and social justice.

In this task, we have had the opportunity of
interacting with alarge number of specialists of
eminence who have been engaged in preparing
Working Group reports and research studies for
the Commission. During our visits to the States
and Union Territories, we obtained valuable
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insights into the problems of urbanisation at the
grassroots, sub-state and state levels, through
fieldvisitsand detail ed discussionswith the Chief
Ministers, concerned Ministers, officials and
citizens. We haveal so had the benefit of meetings
with the Prime Minister, initially, when the
Commission was dtill formulating its basic
approaches, and later, at a stage when our ideas
were taking concrete shape.

Today, our nation is gradually beginning to
realise that the process of urbanisation is much
more than just the breakdown of Calcutta, or the
overcrowding of Kanpur, or the traffic problems
of Bombay — it is a phenomenon of unique
scope and dimension, one which is going to
change fundamentally the nature of our lives.
From it will emerge the central, political, human
and moral issues of our times, precipitated by the
rising expectations of the millions upon millions
of our people who want to find a better future.

We hope that our recommendations will not
only receive attention from Government, plan-
ners and administrators, but will also form the
basis of wideranging public debate and
discussion, so that abroad concensus emergeson
the developmental and planning issues it raises.
We are pleased to submit this Report in the hope
that it will generate this national debate, and in
the process clarify for Government the decisions
it must take.

C.M. Correa M. N. Buch
Chairman Vice-Chairman
Ashish Bose Nilay Chauduri Xerxes Desai
Member Member Member
B.G. Fernandes Cyrus Guzder V.K. Phatak
Member Member Member
Amit Jyoti Sen Kirtee Shah Naresh Narad
Member Member Member-Secretary
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1. Issues and Strategies

Over the past four decades, the number of
peoplelivinginlndiahasmorethan doubled-from
350 million in 1947 to nearly 800 million today.
During the same period, our urban population has
been growing almost twice asfast, and hasin fact
quadrupled from 50 million in 1947 to over 200
million in 1988. In just thirteen years, i.e., by
2001, it is expected to reach 350 million.
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Because of the magnitude of these numbers,
our attitude to these urban centres has been
confused and equivocal. On the one hand we see
them as heroic engines of growth, not only cre-
ating skills and wealth for the nation, but also
generating employment for migrants from rural
areas From such a viewpoint, one can perceive
India to be truly fortunate in the extraordinary
range and diversity of her urban settlementsfrom
town to city to metropolis. Like our farmlands,
rivers and other natural resources, they are a
crucia part of our national wealth.

On the other hand, these urban centres have
alsogenerated the most brutal andinhuman living
conditions, with large sections of the citizens
(amost half in Bombay and Delhi) living in
squatter settlements. The overcrowding in the
slums and the desperate lack of water and sani-
tation leads not only to severe health problems
but to the abject degradation of humanlife. Inthis
as well, India unhappily is in the forefront-one
would have to travel far and wide to find condi-
tions as reprehensible as those existing in our
cities. In the decades to come, who knows how
much political tension and physical violence will
be triggered off by the flagrant display of wealth
which coexists with the rising expectations of the
poor and with the appalling conditions of con-
gestion and pollution which form their environ-
ment?

The degradation of our urban environment
must indeed cause aarm, but it is not, of course,
the sum total of urbanisation. Urbanisation can
also be perceived as a process by which the
surplus population of workersin rural areas can
resettle in centres where non-agricultural job
opportunities are available. If the job opportuni-
ties are productive and lead to gainful employ-
ment, urbanisation becomes a catalyst for
economic  development. If, however,
urbanisation is merely a process of transfer of
rural poverty to an urban environment, it only
results in a concentration of misery. Depending
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on whether urbanisation is viewed and encour-
aged as a positive developmental process or not,
it can beused either to alleviate rural poverty, and
thus create a sound basis for national prosperity
or it can be seen asaprocess of human decay. To
emphasiseitspositiveaspectsisto seek, in at least
four major areas, hard answers to some very
difficult questions indeed:

(1) In1981 therewere 160 million peopleliving
in urban areas; by 2001 these will increase
to 350 million. Where will these people go?
How will they earn aliving? How will they
be housed? Can we really afford the infra-
structure to service such large conglomera-
tions of people?

Our urban areas, particularly the metropol-
itan cities, are in severe crisis. Our planning
processes have proved to be intrinsically
defective, the cities are overcrowded, urban
land has become extremely scarce, services
arebreaking down, city management isoften
ineffectual and human misery has increased
beyond belief. How can wefedl that we have
progressed as a nation when, in just twenty
years, amost every one of our major cities
has been reduced to avirtual slum?

Just as the physica infrastructure and
administrative systems have collapsed, so
also havethe processesfor raising resources.
For whatever reason, resource allocation in
the urban field seems to follow a problem
rather than anticipateit. The compulsions of
a situation determine its alocation. This
again is evidence of a system which isin
Severecrisis.

The inefficiency of our cities and towns is
being perpetuated by obsolete, rigid and
irrational laws, regulatory provisions and
norms. The urban centres, with their con-
centration of diverse activities, should be
generators of wealth; instead, they have
degenerated into parasites looking else-
wherefor support. Thisisaperversion of the
economic system, because logically it isthe

@
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urban markets which should trigger off
prosperity in the rural areas. Instead, the
cities claim that they cannot even pay for
their own upkeep, and constantly hanker for
subsidies. Thisdistorts profoundly the basic
relationship which should exist between the
rural and the urban sectors of our economy.

The task of tackling these issues is one of
extraordinary complexity, the difficulty of which
is further compounded by the inadequacy of the
available data-base, and the extent of its scatter.
There isno data, for instance, on the annual rate
of delivery of new urban land to the urban land
market, nor isthere aregular flow of information
on housing stocks, housing availability and
prices. Reliable data on the costs of urbanisation
are hard to get. Vacant land data are notoriously
unreliable. Urban land records are often in
hopeless disarray. The censes of 1981 collected
less information on urban issues than did the
census of 1971.

Should we then indefinitely postpone
addressing the issues we have posed, and which
are so crucia to our survival, until we have
collected the great masses of datawhich wethink
we might need? On the other hand, obviously the
urban situation in Indiais one of deep crisis, and
calls for measures anal ogous to those used when
ahouseisonfire, or thereisacitywide epidemic.
The need to act becomes an overriding impera-
tive. And this action must be taken on the basis
of a prima facie case, derived from the existing
facts, past experience and human insight.

Onceweforgethewill to act, the situation does
not seem so discouraging. Far from it. In fact,
having examined the crucial issues (from
resource mobilisation and land supply policiesto
water and shelter for the poor), this Commission
has identified in almost every case, viable pro-
grammes that merit our most urgent consider-
ation. What government needs to change above
all is the lethargy that is gradualy, and fatally,
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taking over. Instead, we must acknowledge the
positive aspects of cities and the opportunities
which they represent. Urbanisation isanecessary
concomitant of the development path we have
chosen. Townsand cities, despitetheir problems,
are for millions and millions of our people, the
road to a better future.

THE URBAN — RURAL NEXUS

Urbanisation involves two closely related
factors. Thefirst is the people-work relationship
in rural areas, in which land is the essential
medium-and which is right now so critically
balanced that any addition to the popul ation must
inevitably push people out of agriculture into
non-agricultural occupations. The second is the
fact that only urban settlements can offer sub-
stantial non-agricultural employment, and absorb
the migrants who are moving out of an
agricultural economy.

Though the process of urbanisation has been
accelerated by distressmigrationfromrural aress,
it has been accompanied by economic changesas
well. In 1950-51, the contribution of urban India
tonet domestic product was29 per cent. Thisgrew
to 37 per cent by 1970-71. Given the present
economictrends, itislikely toincreaseto over 60
percent by 2001. Thus about 35 per cent of the
population will contribute over 60 per cent of the
NDP. And the process is not an economic one
alone. There are strong fall-outs, e.g. the devel-
opment of skillsand the diffusion of innovations,
which are fostered by an urban milieu.

Thisisnot to suggest, even for an instant, that
programmes for family planning and for agri-
cultural development should not be given the
highest priority. On the contrary, for rura India
to prosper, a number of key development pro-
grammes and reforms focusing on agricultural
and population issueswill havetobefirst put into
operation. However, even if we could find the
political will to make these programmes and
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reforms operative right away, there would inev-
itably be gestation period beforethey wouldyield
results, and if during this period the villages are
to berelieved of their surplus population, it must
be the urban settlements with viable economies
towhich they will havetoturn. Viewed fromthis
angle, urbanisation is a heathy and positive
phenomenon, since unless urban India is ade-
quately developed, the rural economy will col-
lapse under sheer weight of numbers.

In fact, in States where irrigation and the
extension of appropriate technology to agricul-
ture has led to massive surpluses in production,
the wurban-rural nexus has actualy been
strengthened, largely because of the operation of
market forces. Thus, while migration from rural
tourban areasisaprocess which seemingly holds
out the greatest danger to our urban settlements,
it is in fact one of vital importance for the
development of the rural areas, and thus for the
nation asawhole. It isfrom this perspective that
the Commission has examined the crucial issues
and conceptualised the strategic thrusts needed
for the next few decades-without, in any way,
guestioning or pre-empting the development and
reformwhich must becarried outwiththegreatest
urgency within rural India itself.

EXISTING PATTERNSAND POLICIES

There are 3301 urban settlements in India,
ranging in size from small towns to giant
metropoliseswith 9 million and more. During the
decade 1971-1981, these centres grew at an
averagerate of 46.2 per cent (with growththrough
migration and growth through natural increase
almost equally balanced). Significantly, the big
metropolitan citieshaveaslower growth ratethan
the medium sized towns. For instance, the twelve
metropolitan cities (with a combined population
of 42 million) grew by only 29.6 per cent during
the same decade.
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Estimates vary, but by 2001 India’s urban
population will be in the vicinity of 350 million.
By that year, the number of cities with a pop-
ulation of more than one million each (whichin
1981 numbered 12) will have gone up to about
40. Hitherto urban India has been dealt with as a
residual issue, an adjunct to rural India. Now, in
demographic projections made for just over a
decade hence, urban India will have become a
reality of staggering magnitude-with the number
of urban citizens equal to those in the USA and
USSR combined! Thisnationcannolonger afford
to regard cities and towns with a sort of benign
neglect; they need our full attention.

Whilst the rate of growth of very large cities
may have declined, the annual addition to their
population in absolute numbers has been very
substantial. Metropolitan cities such as Bombay,
Delhi and Bangalore grow each year by over
300,000 people, i.e., the equivalent of what has
been classified in this Report as an independent
C 1 city (see box on page 23.) Thus, while one
might draw some slight comfort from the decline
in their rate of growth, the addition of such
colossal numbers to these cities nevertheless
exerts enormous pressure on their already over-
strained physical and social infrastructure - not to
mention their capacity to generate additional
employment. Theresult : these citieshave neither
been able to upgrade their infrastructure, nor to
add adequately to employment capability in order
to cope with the additional population.

So far, at the national level, the problems of
thesecitieshavebeen treatedin an ad hoc manner.
Programmes such as IUDP (Integrated Urban
Development Programme) and IDSMT (Inte-
grated Development of Small and Medium
Towns) have emerged from time to time and,
without being allowed to run their course, have
been abandoned at the end of a particular Plan
period. The fallacious premise that urbanisation
issynonymouswith industrialisation hasresulted
in attemptsto create towns around new industries
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in wilderness areas, where neither the infra-
structure nor the available natural resources per-
mit sustained growth. The Commission therefore
is of the opinion that ad hoc policies relating to
urbanisation and urban development need to be
replaced by a consistent, logical, systematic
policy which can be sustained over a period of
time.

INTERVENTIONS

In the Commission’s view, a programme of
explicit state interventions is necessary to direct
and modify the course of urbanisation in future.
Thebroad guidelinesfor such aprogramme, both
at the central and state level, should be a mix of
positive development and preventive control. A
large number of medium and small towns will
haveto be given the necessary impetus by way of
investment, particularly investment in infra-
structure, so that they develop in a desirable
manner. Control of land-use is not enough; a
whole range of policy instruments such as the
supply of electricity, water, transport, etc., have
to be considered, including pricing policies for
these services.

There isindeed a wide spectrum of urbanisa
tion conditions in the 422 districts of this nation,
ranging from those which are 100 per cent urban
to which are 100 per cent rural. Choosing 30 per
cent urban as the cut-off point (as compared to
the national average of 23.7 per cent), we have
identified 58 districtswhere the urban popul ation
has already crossed this level. The Commission
strongly recommends that the necessary back-up
begiventothesedistrictsin order toincreasetheir
rate of urbanisation and thus generate more
employment and economic growth.

At the other extreme, we have the rura dis-
tricts, i.e., the 109 districts where the rural pop-
ulationisover 90 per cent of thetotal population.
Most of thesedistricts are poor and backward and
these are precisely the districts which have the
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highest potential for migration to the urban areas.
Since the recommended policy is to reduce the
flow of migrants to the bigger cities, viable
strategies must be conceptualised for these rural
districts to develop. Appropriate investments
have to be made to generate employment and
economic growth not only in agriculture but also
in trade and commerce, administration, the ter-
tiary sector (particularly in health and education),
and of course, to the extent possible, in the
development of small industries. To minimiseany
element of ad hocism and arbitrariness, we have
recommended the development of the head-
quarters of such rura districts in this manner.
These of course are broad guidelines, and while
working out concrete programmes for urban
development, deviations may have to be madein
some cases from this general rule of supporting
headquarters. However, the Commission wishes
to emphasise that these strategies for develop-
ment of therural districtsaretotally different from
the present policy of encouraging industry to
locate in " backward’ areas, and that propping up
backward no-industry districts by giving incen-
tivesto entrepreneurswill not by itself help either
the process of viable industrialisation or of rural
development.

It will be seen that the intervention strategies
proposed rangefrom giving the necessary backup
to districts which have already reached a rela
tively advanced stage of industrialisation and
urbanisation, to providing input in districtswhere
urbanisation is low and migration is high. These
urbani sation strategies thus become direct inputs
for rural development and for poverty alleviation
at the district level-They have their genesisin a
philosophy of using urbanisation asapositiveand
beneficial force based on the premise that cities
andtowns should beengines of economic growth.
During the British rule, only afew metropolitan
cities were ‘theatres of capital accumulation’;
what we need today is the diffusion of economic
activity in amanner that will generate economic
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growth with equity, constantly keeping in view
the larger objective of balanced national devel-
opment.

In the historic process of urbanisation
throughout history, the development of admin-
istrative nerve-centres have always played a
crucia role. But it is not enough to develop and
sustain New Delhi as the capital of India: all the
State capitals deserve equal attention. Our urba-
nisation strategy must reflect the concern for all
such cities and towns (regardless of population
size) and the Five Year Plans should provide
adequate support for this. Similarly, infrastruc-
tural support should be given to large industrial
cities (old and new), port cities and other
industry-specific cities, so that their economic
bases are consolidated, strengthened and
expanded.

Keeping these guidelines in mind, and using
various statistical criteria, we have made a pre-
liminary list of about 600 cities and towns. Bar-
ring some of the headquarters of rural districts,
most of these cities recorded high rates of
population growth and expanding economic
activity. These GEMs (Generators of Economic
Momentum) werefurther screened fromthe point
of view of physical location, availability of water,
energy and transportation, and afinal list of 329
GEMswas prepared. Based on this configuration
of GEMs, 49 priority urbanisation regions
throughout the country were delineated, taking
into account the 15 Agro-climatic Regions
recently defined by the Planning Commissionand
the 80 natural regions used by the National
Sample Survey Organisation. These 49 SPURs
(Spatial Priority Urbanisation Regions) are of
varying sizes and shapes, and cut across state
boundaries. For urbanisation to play amajor role
in the development process, the Planning Com-
mission and the State Governments should view
urbanisation in the total developmental context
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andallocateresourceswhichwill ensureoptimum
utilisation of the natura and human resources
within each of these SPURSs.

For decades now, therate of urban growth has
followed the pattern of investment, particularly
so in the Third World. It is precisely because we
will notinvestinacity such asGwalior that Delhi
till continues to grow; it is because Warangal is
left undevel oped that Hyderabadisbursting at the
seams; it is because Katihar and Champaran are
allowed to decay that people from Bihar will
migrate to Calcutta or Bombay rather than stay
nearer home. The Commission, therefore, has
recommended that any future strategy for urba-
nisationin Indiamust ensure adeguateinvestment
inthe selected growth centresand regions so that,
over a period of time, they develop to a level
capable of self-sustaining economic growth and
offer avenues of employment and earning to the
surplus population of not only the surrounding
villages but also the nearby towns which are
stagnating. Somewhere between Rs. 3,000 and
3,500 crores will need to be invested per year in
infrastructure in order to achieve such growth
momentum. A great deal of initial financing
would have to be provided, but as economic
activities develop and towns grow, they will be
expected to repay the invested amounts. When
compared with the ad hoc expenditure now
incurred just to keep the older large cities alive,
investment of thisrelatively small amount in our
urban future would be more than justified. The
crucia difference in applying resources in the
manner proposed isthat they would anticipatethe
future rather than merely follow atrail of disaster
resulting from passive neglect.

In achieving these objectives, power avail-
ability could be used as an instrument for esta-
blishing preferred patterns of growth. Business
activity is attracted to places where power
availability is reasonably certain - which is why
anindustry would rather locate, evenillegally, in
Delhi where it has power for 24 hours of the day,
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rather than at Sonepat or Panipat where it would
befortunateif there was power for even 12 hours
aday. One of the reasons for the rapid growth of
Bangalore was the easy power supply position,
which attracted many large-scale industries to
that metropolis. If two decades ago, power had
been made available by the Karnataka Govern-
ment at places other than Bangalore, the urban
picturewould have been altered decisively in that
State. This point is emphasised because it is not
as if leverages are not available to Government
for influencing the locational decisions of
industry, including the private sector. Whilst
cautioning against the irrational use of govern-
ment leverage to force development into areas
which have no growth potential, the Commission
feels that, once the centres have been rationally
identified, access to energy should certainly be
oneof theinstrumentsused to direct devel opment
to these locations.

TheCommissionisconfident that, if sufficient
investment is made in the GEMs and SPURs
identified, then, by the end of the Ninth Plan, the
urban settlement pattern in India would have
substantially changed and the imbalances of the
present metro-dominated urban system would be
greatly reduced. However, thisdoesnot meanthat
our larger cities and towns, which contribute so
much to national wealth, should be neglected.
Today we have a stop-go approach to these
centres, with a holding back of development
inputs till such time as a crisis forces makeshift
decisions on us. The slums of Bombay and the
major breakdowns of Calcutta's physical infra-
structure require more than ad hoc decisions to
make Rs 100 crores available to one city and Rs
150 crores to another. What precisely is wrong
with our large cities and towns? What has caused
their decay? Why is there inadequate access to
land for housing? Why are the civic bodies
virtually insolvent? Why is poverty so patently
visible in urban centres which have such a vast
potential for generating wealth?1n theanswersto
thesequestionsliestheir future. The Commission
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has approached these problems from many
angles, including organisational structure, poli-
ciesrelated to urbanform and planning, industrial
location, land, access to funds, housing,
infrastructure, conservation, and the regulatory
provisions of laws and rules.

THE HUMAN FACE OF CITIES

We have spoken much of urban patterns and
spatial planning; it is time we turn our attention
to the people who inhabit our towns and cities.
And here, without any doubt, that which is most
clearly apparent (and which causes the greatest
anguish) is the starkly visible poverty we see
around us. It is, arguably, the worst pollution of
all-manifest in the slums which dominate the
townscape, and in the mass of beggars, petty
hawkersand casual workers struggling to eke out
aliving. The cities have wealth, but the poor who
live in them do not sharein it. They service the
city, they clean the houses of the rich and cook
for them, they provide labour for factories and
shops, they arethemain carriersof goods, and yet
they continue to be poor. The transference of
poverty from arural environment, whereitiswell
spread out over space, to a city where it is
concentrated, presents perhaps the most horrify-
ing images of independent India.

Little is being done for the urban poor. They
do not have access to land for housing at a cost
whichthey can afford, nor arethey providedwith
any civic amenities. They are not helped to
acquire work-sites to establish their small busi-
nesses. They are accepted in the city only as a
necessary evil without which the city would not
function. The planning system has no place for
them because the master plansaim at the creation
of regulated and zoned settlements of an unaf-
fordable nature. For the poor, there is really
nothing. From timetotime, political solutionsare
attempted, such as granting pattas to people who
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have already helped themselvesto land and who,
even without the pattas, would manageto survive
onit.

The Commission recognises that the Indian
city of today and for sometimeto come, will have
almost a third of its population living below the
poverty line. For them, the State must organise
both land for housing and work-sites. Their
employment obviously cannot be only in the
organised secondary, (i.e., manufacturing) sector.
M oreand more manufacturing is now being done
in highly capital-intensive industries, and the
tertiary sector isso heavily dominated by informal
activities that it is not directly dependent on
forma manufacture. In fact, much business in
urban India tends to be in the informal sector,
which provides about 45 per cent of the total
employment.

Therefore, if the problem of urban poverty is
to be tackled, there will have to be a nexus
between investment and employment. This does
not mean that such employment should be
unproductive, asisoften the casein relief works.
The informal sector is productive and what it
needs to become more viable is administrative,
financial and marketing support. Thereistruthin
the tautological statement that the poor are poor
because they do not earn enough. The Commis-
sionisof the opinion that, with the proper type of
support, informal, small-scale business can
flourish and help the poor to earn more. This
support can be in the form of training, organisa
tion for the purpose of marketing, administrative
support by provision of work-sites, some basic
infrastructure and financial support by loans
which canhelp asmall businessto establishitself.
For this purpose, the Commission has recom-
mended the setting up of an Urban Small Busi-
nesses Development Bank. The Commission
understands, of course, the danger of such aid
programmes (which are analogous of those
already available to the rural poor) becoming
incentivesfor increasing migrationinto our towns
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andcities. The Commissionisawarethat any such
programme could result in accelerating the
migration of the poor to big cities, and thus,
become counter-productive. On the other hand, if
nothing is done to tackle the present dismal
situation in these cities, there will be a virtual
collapse of the urban system. Therefore, a judi-
cious policy of selective programmes of provid-
ing relief to the poor should be deployed in a
manner which encourages the growth of smaller
urban settlements.

If the preponderance of the poor istaken asthe
concern on which urban planning should focus,
the physical planning of our cities must change
dramatically. The poor cannot afford the time or
the money to travel long distancesto reach their
places of work. Therefore, work and residential
areas must develop in close proximity to each
other. This would change the shape of cities
becausetheneedtocommutewouldbedrastically
reduced. People could just walk or cycletowork,
which would alter the road pattern and reduce
dependenceon publictransport. Because the poor
cannot afford expensive structures for housing,
they would naturally construct low-risebuildings.
If this becomes the basis of urban form, then we
could move towards a low-rise, high-density
configuration of our cities - which would
encourage self-help, incremental housing and
reduce the high energy requirement endemic in
high-rise buildings. What is more, because |ow-
riseconstructionislabour-intensive, by designing
citiesin which the poor are equal partners, these
citieswould not only be pleasant to livein and far
more economical to service, but would also have
a built-form which would generate much more
employment just where it is most needed, viz.,
among the semi-skilled and unskilled migrants
who are moving to the urban centres.

If this low-rise, high-density pattern takes the
forms recommended in the chapter on Urban
Form, then it would havethe crucial advantage of
congtituting the first giant step towards urban
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EQUITY. Thisis an issue which is increasingly
going to move to centre-stage as the next two
decades unfold. The grotesque disparity which
now prevails in our cities (‘ Tell me how much
urban spaceyou command and | will tell youwho
you are') cannot continue to prevail. For many
migrants, cities represent not only economic
opportunitiesunavailablein the villages, but new
psychological and physical freedomsaswell. The
Indian city isamelting pot. For land-less labour,
harijans and adivasis these cities provide the
opportunities which are enshrined in our Con-
gtitution, but which our villages so brazenly, and
so viciously, deny them. For these millions upon
millions, our urban centres will continue to be
havensof hope, wherethey canforgeanew future.

EMPLOYMENT

Thestructural changesintheeconomy arevery
slowly being reflected in the composition of the
work-force. Theprimary sector’ sshareinthetotal
work-force was 72.6 per cent in 1951, and this
share declined only marginally to about 69 per
cent by 1981. Even by 2001, this proportion will
gtill be as high as 65 per cent. This is clearly
indicative of the tendency of the secondary and
tertiary sectors not to absorb labour commensu-
rate with their rising outputs, particularly in the
formal sector-whichis partly on account of rising
labour productivity in a context of rapid techno-
logical change.

The inability of the primary sector to sustain
any further burden of increasing labour, the
unwillingness of the secondary and tertiary sec-
tors to absorb additional labour in the formal
sector, and the distinctly higher incomes of
nonagricultural pursuitsinurban areashavegiven
riseto rural-urban migration and the phenomenon
of growing informal sector employment in urban
areas. The proportion of informa sector
employment in some of the cities has been esti-
mated to be over 50 per cent. Given the dimen-
sionsof economic change and population growth
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anticipated over the next decade and a half,
generating employment in urban areas assumes
critical importance. In 1981, 28 per cent of the
urban work-force was in manufacturing activity,
18.7 per cent was in trade, 7.8 per cent was in
transport, communication and storage, and 25.2
per cent wasin other activities. Itisestimated that
these proportions, in the absence of meaningful
interventions, are unlikely to change in the next
fifteen years.

In the interest of more equitable distribution
of income, it is necessary to pursue policies that
induce a higher degree of labour participation in
the formal sector and remove unwarranted
restrictions on the growth of this sector. The
Commission therefore recommends the follow-
ing:

(a) ThecurrentIndustrial LocationPolicy should
be expanded to provideincentives for labour
absorption.

(b) The zoning and town planning regulations
currently adopted encourage multi-storey
and high-rise buildings which use a tech-
nology that has a relatively low labour
component. Low-rise, high-density urban
form would entail a construction technology
which provides employment to significantly
larger number of persons.

(c) The zoning and land-use restrictions which
come in the way of informal and household
economic activities should be suitably
modified to facilitate a broader economic
base for urban areas.

(d) Training for and financing of self-
employment (referred to in the Poverty.
Alleviation programme) should be stepped

up.
LAND SUPPLY

Possibly themost disastrousfeature of the past
four decades of urbanisation in Indiahasbeen our
tragic failure to anticipate the rising demand for
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urbanland, and thus beableto ensurean adequate
supply at affordable prices. In this the worst
sufferers have, of course, been the urban poor.

By urbanised land we mean land which has
been developed for urban application by, firstly,
having access to jobs (crucial to the survival of
the poor) and secondly, by the provision of
infrastructural facilities such as roads, water,
sewerage, power, transportation and other
municipal services. A sufficient supply of such
land, on a scale commensurate with demand, is
essential. And yet in our cities and towns there
has been no systematic and established method
either for its creation or for its delivery to those
who need it. The growth rate of India’s urban
population has never been matched by appropri-
ateinterventionsto ensurethe production of urban
land at the right time, place and price.

The results have been catastrophic. Land has
become an extremely scarce and expensive
commodity, with afatal mismatch between peo-
ple’s incomes and land prices. Households sav-
ings have had to be diverted from other critical
uses to meet the most modest shelter needs.
Within the urban sector itself, household funds
which could have flowed into paying for arange
of urban services, such aswater and sewerageand
transportation, have been pre-empted by grossly
over-priced land. As a result, the provision of
these services has itself greatly suffered.

Thiscrippling shortage of land forced many of
our citizens, both sellers and buyers, into a dis-
respect for thelaw. Black money has proliferated,
corruption hasbecomerifeand moral valueshave
been severely eroded. The country is paying a
very heavy price indeed for urban land.

Inevitably, the poor have been affected most
of al. Withlegal, ingtitutionalised and simplified
access to urban land at affordable prices effec-
tively denied to them, they have had to take
recourse to the only option available - illega
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occupation of land. These sguatter colonies are
an organised response necessitated by an other-
wise impossible situation (and perhaps are less
reprehensible than the illegal floor space
violations by the economically more fortunate).
The typical response to such occupation is, of
course, to deny access to basic municipal ser-
vikes. The result is that the brutal mismatch )
between income and land priceisfollowed by the
most brutish abuses of human dignity.

How are we to respond to this situation? How
are shortages to he overcome and urban land
prices brought dramatically down? The Corn-
mission wishes to recommend, with al the
emphasisat itscommand, arealistic and clear-cut
land policy, asfollows:

1. Theannual demand for additional urbanised
land in each town and city must be realisti-
caly estimated for different uses and at
different locations. Without such data it is
difficult to conceive even the first move.

2. Positive intervention must be initiated to
generate new urbanised land on a sufficient
scale by extending municipal services and
(most importantly) providing access to jobs
inthesenew areas. Thislastiscrucial for two
decisive reasons. Firstly, the poor are not
coming to cities for housing - but for work.
And secondly, the deployment of work
places in these new areas helps initiate the
cash flow that is needed to cover the cost of
the infrastructure. In this, the role of gov-
ernment ispivotal. Asthe prime actor on the
scene, it must conceptualise the new
directions of growth and, by its own partic-
ipation, take responsibility for initiating the
process. By deploying some of its functions
(both governmental departments as well as
certain  semi-governmental agencies) to
open up a new area, it compels others (in-
dustry, offices, small businesses, etc.) to
follow-thus generating the increased land
values that can be used to subsidise the
development costs.
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3. Furthermore, since every government job
moved hasamultiplier of about 5 other jobs,
transferring 20,000 government employees
from Bombay to, say, New Bombay would
deploy atotal of 120,000 jobs (which, with
families, would mean over half a million
people) in the new growth centre. Thus, at
one stroke, not only would acritical massbe
achieved in New Bombay, but a great deal
of pressure would also be taken off the old
city. The decisive importance of govern-
mental action- and responsibility-in this
process cannot be emphasised enough.

4. Thehoarding of vacant|and must bestrongly
discouraged and land forced into the market
through fiscal mechanisms. Vacant and
under-utilised land must be taxed. In fact,
there is a case for taxing such land as if it
were fully developed, or perhaps at an even
higher rate, as a penaty for non-
development of an asset valuableto society.

5. Legidlative devices can be used to compel
the development of vacant lands for desig-
nated purposes such as housing for the low
and middle income groups. The mandatory
development of vacant lands for specified
purposes within clearly defined time limits
should be applicable not only to private
ownershbut also to government owned lands.

6. Land which has fallen into disuse (or inef-
ficient use) through the passageof time, must
not be so locked up but should be recycled
for other, more efficient uses, responding to
changing times. For instance, significant
parts of our cities are occupied by industries
which for years have been in a state of
decline, some terminaly so. We need to
accept that factories-like human beings - are
mortal. They too have life spans. There
comes a time when technology will render
anindustry redundant or obsolete. When that
happens, preferably beforethe consequences
arefelt, land must be allowed to be recycled
to meet other more current needs.
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7. Unauthorised and illegal occupation of land
needed for city growth and the provision of
infrastructural servicesmust be dealt within
the larger public interest (though with
humanity and understanding).

8. The laws and regulations pertaining to
property development, sale and mortgage
need to be modified to remove cumbersome
and dilatory procedures, simplify transac-
tions and encourage an active land market.

9. Lastly, the data base on urban and urbanis-
able land needs to be greatly improved,
including the adoption of modern
cartographic methods, maintenance of
well-documented and  well-demarcated
records of ownership rights, and the creation
of suitable machinery for generating and
maintaining land records.

Above all, there must be the realisation that
urbanised land isavital resource that needsto be
generated in sufficient quantities for appropriate
uses. Only thus can we ensure the viability of our
cities. The present imbalance between incomes
and land prices cannot be allowed to continue
because of the damage it is causing to the urba-
nisation of India, to thewelfareof itscitizens, and
to the moral standards of this nation.

FINANCING URBANISATION

At the centre of the problem of urbanisationis
the paucity of the funds needed for the creation
and management of our cities and towns. Almost
without exception, our urban settlements are
characterised by highly restricted accessto capital
funding, and municipal incomes are inadequate
for coping with the expenditure levels required
for an acceptable urban environment. It cannot be
denied that, if we are unable to mobilise greater
resources for urban development, we cannot
expect a significant change in our cities.
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The citizens of our cities and towns, however,
need to realise that if they want a better urban
environment they must be prepared to pay for it.
Thefundsfor urban devel opment must comefrom
industry, trade and commerce, from all the
institutions which derive economic benefit
through their location in urban settlements, and
from the people who live in them. Cities must
pavetheir way to abetter urban environment. Tax
collection needs to be mace vastly more efficient
and evasion severely penalised. Property taxes
have to be brought in line with existing realities
and made simple enough to levy and adjusted
periodically. Governments and their agencies
should pay theproperty taxesfromwhichthey are
exempted today-such exemptions belong to a
bygone, colonial era. If and when octroi is
replaced, it should be by atax or taxeswhich are
controlled by the local body. Professional taxes
could become a major source of municipa rev-
enue, fo, which purpose Article 276 (2) of the
Congtitution would need to be amended.
Betterment taxes should be resorted to for raising
revenues for the beneficiaries of developmental
programmes.

Vacant or underdeveloped land must be
brought within the tax net. Charges for services
such as water, power, sewerage and transport
should be based on full-cost recovery and with a
dab system, wherever possible, which puts a
heavier burden on the bigger consumers. Thereis
scopeforintroducing ahierarchy of such services,
qualitatively differentiated and therefore differ-
ently priced, the pricing mechanism providing for
an element of cross subsidy from the rich to the
poor.

State Governments too have been remiss in
ploughing back into urban settlementsafair share
of the revenues which they derive from them.
While Articles 280 and 281 of the Constitution
providefor the creation of Finance Commissions
to determine the sharing of revenues between the
Central and State Governments, there is no such
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provision governing the relations between State
and City governments. It is recommended that
Finance Commission be appointed by each State
to decide on the allocation among city govern-
mentsof revenuesderived by the Statefrom urban
settlements, and that the Constitution be amended
for this purpose. Municipal plans also need to be
incorporated in the state and National Planning
processes and form an integral part of the coun-
try’sFive Year Plans.

The Centra Government has been equally
remiss. Substantial amounts are collected from
cities and towns by way of direct and indirect
taxes and some of this money must flow back.
The Seventh Plan allocation for urban housing,
water supply, sewerage, etc., is4 per cent of which
the Central Government’ s share is 0.25 per cent.
These figures are woefully low. It is recom-
mended that plan all ocations for the urban sector
should be at least 8 per cent and at |east one half
of this amount should be contributed by the
Central Government. The Central Government
also needs to show great restraint in taxing ele-
ments of the urban infrastructure, particularly
housing and transportation, whether it be by way
of excisedutieson goods, capital gainsandwealth
taxes, or taxation of incomesfrom houseproperty.
Equally, State Governments need to show
restraint in the imposition of sales taxes which
would increase the costs of urban living, espe-
cidly in the areas of housing materials and
transportation.

Specialised finance institutions need to be
created for the funding of the urban sector. This
is necessary not only in order to create reliable
channelsfor funding but also to ensure that funds
areequitably allocated amongthetownsand cities
of India, that the money iswisely and prudently
spent and that the borrowers make financially
satisfactory arrangements for the repayment of
loans, payment of interest, depreciation of assets
and for meeting operating expenses. The three
main banking institutions recommended to be set

REPORT OF THE NATIONAL COMMISS ON ON URBANISATION

121

up during the Eighth Plan are the National Met-
ropolitan Development Bank and the National
Urban Infrastructure Development Bank, each
with an equity base of Rs 250 crores, and the
Urban Small Businesses Devel opment Bank with
an equity of Rs 100 crores. At the sametime, the
equity of the National Housing Bank should be
raised from the proposed Rs 50 crores to As 200
crores. The Central Government, State Govern-
ments and the Banking Sector should share the
equity in the ratio 50:30:20. These apex banks
would be involved largely in the refinancing of
funding by affiliated institutions at State, District
and City levels, establishing these bodies, setting
organisational objectives and performance stan-
dards, and, generally, in playing a coordinating,
developmental and catalytic role.

One of the most important functions of these
institutionswould betoforcelocal bodiestomove
away from a situation of dependence on exche-
quer funding for capital expenditure and to pre-
pare viable, feasible projects of urban
development which the financial institutions
could fund. Built into each proposal would be a
scheme for improving the resource base of the
local body concerned so that the debt could be
adequately serviced. Since the loan would be
specifically project-tied and would be monitored
by a hard-headed financial institution, the local
body would be obliged to spend themoney wisely
and within the prescribed time limit. A major
advantage of this would be that, if the charges,
fees, ratesor taxesdirectly linked with the service
areraised, therewoul d belessresi stancethan now
because improved service would be available to
the citizens. Today, every proposal to raise rates
is resisted because it is not linked with any
improvement in the services. To the extent that
the financial institutions bring discipline to the
municipal scene, there would be improvement in
municipa administration. Undoubtedly the less-
efficient local bodies would not benefit from this
source of funding, but these could be singled out
and hel pedtoimprovetheir management systems.
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The urban sector has been grossly neglected
so far and the alocations to it have been far from
rationally determined. Furthermore, it isatragic
mistake to look upon investmentsin the creation
of cities and their maintenance as welfare mea-
sures. Cities are complex economic and work
entities, macro-organisms that produce a variety
of goods and skills and services. Investments in
the urban infrastructure are not welfare acts: they
arecrucial investmentsin the basic infrastructure
requiredfor economic growth. Theseinvestments
pay back dividendsto society. Citiesmust beseen
askey elementsin the economicinfrastructure of
thiscountry andwewill haveto makeinvestments
in them in accordance with these perceptions.

MANAGING OUR TOWNSAND CITIES

The present organisational structure of our
towns and cities is based on municipa systems
which originated in the British days (as a substi-
tute for democracy at national and state levels).
They were best suited to the administration of
compact, homogeneoustowns. The paceof urban
growth was then leisurely and predictable and,
therefore, a municipality could manage a town
fairly competently. However, Independence
brought in a new dynamics to development in
these urban centres. The influx of refugees after
Partition caused many cities to increase expo-
nentially in size and popul ation.

Then again, the development thrust in the
economy, with a greater emphasis on nonagri-
cultural, especially industrial, activities also
brought about remarkable changes on the urban
scene. All thesefactorshaveresulted inmunicipal
administration becoming increasingly incapable
of coping with new demands. Instead of
strengthening the municipalities, State govern-
ments have often reacted by creating new agen-
cies and authorities, such as Special Planning
Bodies and Development Authorities, to
undertake urban government functions outside
the scope of the municipalities. Many assets
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which could haveyielded revenueto local bodies
(especially 1and). stood transferred to these new
authorities. Being nominated, many of them have
functioned without taking into consideration the
aspirations of the local people and, by and large,
have lapsed into an ad hoc style of operating.
Whilst there is no evidence that the existence of
these specialised agencies has brought about any
improvement of the cities and towns, there has
certainly been rapid deterioration in the capacity
of the local bodies to manage them.

Without organisation and an efficient man-
agement system, acity cannot run. Therefore, the
Commission has made a series of crucia
recommendations about restructuring the city
administration. Settlements have been divided
into two categories, those which can be run by a
single unit of administration, to be called towns,
andthosewhicharesolargethat they requiremore
than one level of administration, to be termed
cities. A population of 5 lakhs is the suggested
cut-off point (i.e. class C-2 and above). While
towns would have a single level of municipal
administration, for cities it has been recom-
mended that there should be a division of func-
tionsbetween thosewhich are city-wiseand those
which are local to acommunity or area.

The Commission recommends that cities
should have local councils for tackling defined
local issues. Election to these local councils
would be direct, and each council would send a
prescribed number of representatives (perhaps
two per council) tothecity Corporation. Thebasic
concept isthat those servicesand functionswhich
affect the whole city (and which cannot be dis-
aggregated and which must be professionally
managed) should be handled at a level of
governance which can take an overview of the
whole city. On the other hand, those functions
which are of purely local importance and conse-
guenceshould bekept at alevel of administration
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with which the average citizen can interact
personally, and which is directly accountable to
him.

In order to professionalise the administration
inboth town and city, the Commission hasfurther
recommended a clear-cut codification of powers
and functions between the deliberative wing
(which will frame policy and generally oversee
implementation to ensure that it conforms to the
policy guidelines) and the executive wing (which
will enjoy full autonomy and powers within the
policy frame). The present conflict between
Commissioner and Standing Committee, for
exampl e, issought to bedoneaway with by taking
purely administrative and executive i ssues out of
the purview of Standing Committees. Once the
urban administrationisreorganised ontheselines,
it would not be necessary to retain functional
agencies and development authorities, which
could be merged into local governments, thus
eliminating the present scopefor conflict between
them and local bodies. The only exception would
be regional planning authorities which might
cover regions which contain severa towns and
cities. But there also, by giving equal represen-
tation to every loca body in the regional
authority, an effort would be made to ensure
operation through consensus rather than imposi-
tion of authority by a superior body.

Indeed we need to evolve new approaches to
the development and management of our towns
and cities, and to strengthen the institutions
responsible for them. Today most State govern-
ments and municipal administrations are saddled
with obsolete procedures and attitudes, totally
incapable of addressing the rapid urbanisation
they face. The highest priority must be given to
increasing their skills through new policies of
recruitment and training. We need innovative
responses at al levels: nationa, state, city and
neighbourhood. Every human settlement is, in a
sense, aunique entity, with its own problems-and
its own solutions. The increasing centralised
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decision-making power in this country tends to
pre-empt initiative, and formulates generalised
responses - as opposed to local and indigenous
ones. Which bringsusto what is possibly India's
greatest national asset: her human resources. In
fact, in contrast to the inertia of the political and
administrative systems, it is encouraging to
record the proliferation over the last decade of
citizens associations action-oriented groups
addressing awidevariety of urbanissues, ranging
from the pollution of our environment and the
rights of squatter colonies to the preservation of
our built heritage. These movements should be
encouraged. They represent the beginnings of a
new relationship between citizens and govern-
ment.

URBAN FORM

What will these towns and cities of the future
look like? Will they be amorphous blobs on the
landscape, characterless, insanitary and uncom-
fortable? Or will they have shape, form and
character? Will they have human scale? These
guestions are extremely relevant, for although
citiesareboth the outcome of economic andfiscal
policies, as well as the direct expression of the
socio-political forcesat work in society, they also
very clearly, are material entities, existing - like
any other piece of hardware - in aphysical world.

This Report has carefully examined this
physical aspect of our urban environment - for the
Commission firmly believes that within the
socio-economic-political parameters existing in
India, our towns and cities could function con-
siderably better than they do now. In other words,
given our levels of per capitaincome, prevailing
technology, physical and financial resources, our
urban centres- aspiecesof hardware- could work
better. They could correspond more precisely to
our needs.
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Today, thereisa brutal mismatch between the
form of our cities and theway we use them. How
could they be fashioned to better suit our pur-
poses? This question is of particular importance
to usin India because of the rapid urbanisation
whichliesahead. Asdiscussed earlier, the urban
environment we see today - both in terms of
physical sizeaswell asnumber of inhabitants- is
only about half of what will exist at the end of the
next two decades. Thuswe have an extraordinary
opportunity (and obligation) to consider new
growth options concerning not only the devel-
opment of urban settlements across the nation,
(i.e., GEMs and SPURs), but also the physical
form and characteristics within each urban centre
- fromthelargest metropolisto the smallest town.

In order to identify the most appropriate
built-form, the Commission has started by 1ook-
ing at the income profile of urban India, and
identifying the affordable capital for each
economic group. This is then related to con-
struction costs and densities in three different
contexts: the building site, the neighbourhood,
and the city asawhole. In each case the varying
cost of land, as well as service infrastructure
(roads, water, electric supply, sanitation, etc.),
and transport is taken into account, and also key
benefits, such as open-to-sky space, (e.g., court-
yards and terraces which, in the warm climates
prevailing in India, have a high usability
coefficient). The trade-off between al these
variables clearly establishes the appropriateness
of low-rise, high-density built-form as the pri-
mary typology for our cities. In addition to its
economy, this pattern also has a host of decisive
advantages, viz., it is incremental, it provides
variety and identity to the inhabitants, it is more
adaptabletothepluralisticlife-stylesand cultures
that constitute our nation, it makes for speedier
construction, eases maintenance, and increases
employment - since it is much less capital-
intensive than high-rise constructions.

JOURNAL OF INDIAN SCHOOL OF POLITICAL ECONOMY

JAN-DEC. 2013

But thereisone other advantageinthispattern,
perhaps the most crucial of 'all, and that is
EQUITY. Low-rise, high-density built-form
based on arange of plot sizesbetween 25 sgmto
100 sq m (with some plots perhaps up to 200 sq
m) can satisfy the needs of over 95 per cent of the
urban population. It is a typology which is far
more economical than apartments(since no space
iswasted on public circulation and lifts) and one
which liberatesthe public from devel opers(since
the units can be constructed individualy and
unilaterally). In order to operationalise the pro-
cess, the Commission recommends that the
development authorities first decide on the
allocation of individual houseplotsandthenlease
the land to cooperative societies of up to 100
members, retaining the occupancy rights of the
individual allottees. Should the member of a
cooperative society decide to pool their land and
build group housing or apartmentsthey should be
free to do so, provided that the total number of
members - and hence of dwelling units - remains
the same. This maintains the principle of land
equity and, at the same time, allows the con-
struction of apartment buildings at perhaps even
higher FARs at nodal points in the city (as and
when determined necessary by the planners). The
Report then examines the density thresholds
implicit in these typologies and establishes how
thesmall fraction of existingland-usein our cities
that crosses these thresholds could be modified
by adjusting land-use allocations in the city - an
objective easily achievable during the process of
massive growth that lies ahead.

The Commission has also examined the
spectrum of public spaces so crucial to urban
form, including chowks and plazas, parks and
maidens, and of course streetscapes. In Indian
history, from Harappaand M ohenjodaro, through
the Vijayanagar town of Hampi, right up to
Jaisingh’s Jaipur, the street as an architectonic
environment has been superbly understood.
Buildingsare not allowed to be placed at random
points on the site, but are organised to form
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continuous facades, thus defining the public
right-of-way - asfor instance in Jai pur where the
facadesof thebuildingsrelateto the public spaces
theway wallsrelatetothe roomsthey contain. On
the other hand, the cantonments built by the
British followed a different pattern. There the
structureswere free-standing, set in the middle of
large compounds. This pattern was largely an
outcome of the need for security (since the large
compound, like the maidan, served to keep the
natives at a distance); but they were adso a
hand-me-down version of the 18th century taste
of the English country squire, whose abhorrence
of the urbanity of city life had filtered down to the
colonia administrators. ( Thus India, and spe-
cialy her ruling classes, inherited the idea of an
eliteliving in large anti-urban bungalowsright in
the heart of huge crowded cities - aswitness New
Delhi (or, on asmaller scale, Chandigarh).

This lack of coherent streetscape - amost
endemicto Indian citiesover thelast few decades
- has had a letha impact on urban form. A
grotesque example will soon be seen in the
nation’s capital where, in a very recent edict, a
high FAR (2.5) has been combined with a max-
imum plinth area of 25 per cent of the site. This
forcesthe owner to construct a high-rise building
(at least 10 storeys high, plus about 4 parking
floors). Furthermore, the savage set-backs on al
sidesmakes certain that these towerswill have no
relationship whatsoever to their neighbours, nor
tothestreet. The Commissionfirmly believesthat
these confused and ineffectual approaches must
end. Coherent urban form demands a controlled
streetscape, one in which mandatory building
lines are clearly specified.

This Report aso notes the massive number of
pedestrians moving around our city centres, and
the urgent need to establish their right-of-way -
especialy in respect of motorised traffic. It also
emphasi sesthe advantages of creating pedestrian
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precincts, including zones for licenced hawkers,
and the appropriate street furniture (otlas, etc.),
which would bring this about.

The relationship of urban form to transport
networksisal so examined, asalso question of city
size-which can be meaningfully addressed only
if welook at city structuresaswell. For structure
determines the holding capacity of acity, asalso
the amount of urban land generated, the pressure
points, and so forth. Given the growth that lies
ahead, most of our cities would probably gain
immeasurably by being restructured to form
polycentric systems which:

(1) alow citizens to enjoy the better quality of
life obtainablein asmaller centre, aswell as
the economies of scaleinherent in being part
of larger system; and

(2) offer more growth options for future gener-
ations.

As the city grows, the intelligent placing of
important civic and religious buildings, at nodal
points in the city structure, is of primary impor-
tance in the generation of coherent urban form.
This was done with spectacular success in the
great cities of the past (aswitness Fatehpur Sikri),
aswell asin this century, (e.g., Lutyen’s Delhi).
These monumental buildings become urban
‘events’, not only giving character and meaning
to the environment that surrounds them, but also
acting as coordinates on the city-scale, providing
asense of orientation and direction to passers-by.
Inthefinal analysis, such images can becomethe
symbols for the entire city, as has been the case
of the Charminar in Hyderabad, and the Gateway
of Indiain Bombay. Given the scale of urbani-
sation that lies ahead, it is important that we
in-build an understandable structure of such
urban eventsinto thefabric of thecity asit grows.
These nodal points (and the images they create)
serveto articulate entire neighbourhoods, giving
each of them adistinctiveidentity. They generate
agreater senseof civiclife, thusallowing the city
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to expand not asan’ amorphous, undifferentiated
mass of built-form, but with coherent and rhyth-
mic syntax.

HOUSING

Housing hasbeenrecogni sed asthebasic need,
ranked next only to food and clothing. But
resourcesallocated and policies pursued have not
yielded the expected results. Forty million people
(about 25 per cent of India’s total urban popula-
tion) live in slums and under conditions of mul-
tiple deprivation-illegal land tenure, deficient
environment and kutcha shelter. In addition, a
significant number live in inner-city neighbour-
hoods with decaying buildings and deficient
services. The supply of new shelter units is not
adequate to meet incremental needs-leave aside
the backlog. Thismay lead to adoubling of Slum
population-75 million by 2001. Nearly sixty per
cent of households cannot afford a conventional
puccahouse and thelowest 10-15 per cent cannot
even afford a serviced site. Furthermore, given
the resource constraints, it is not possible to
provide new pucca houses for al in the near
future. The emphasis of housing policy therefore
hasto be on increasing shelter supply, improving
and upgrading slums and conserving the existing
housing stock.

There are four factors which are essentia for
achieving a substantial increase in the supply of
housing: land, finance, building materials and a
simplification of building regulations. We have
already dealt with land and finance in earlier
paragraphs. But, even at the cost of repetition, it
needsto beemphasi sed that thesearethetwo most
important essentials for changing the housing
situation. Land prices have to be brought down
from their present absurdly high scarcity values
topricesclosetoactual production costs. Housing
in itself has to be made affordable. In fact, this
must be the essential purpose of injecting more
finance into the housing sector. Thereisno point
in making funds available for the purchase of
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unaffordable homes. The beneficiaries then can
only bethedevel opers. Finance must thereforebe
linked to a supply of reasonably priced accom-
modation and must itself be affordable. This
involves provision of housing finance at lower
than commercial interest rates with 20 or 30 year
repayment periods and progressively rising
repayment instalments which keep pace with
rising incomes and increasing ability to pay.

For amajor housing devel opment programme
to succeed, it is essentia that the supply of
standard, orthodox, conventional building mate-
rialsis reliable in terms of quantity and quality
and that a spurt in demand does not lead to price
rise. While some good work has been done in
non-conventional building materials, there is no
doubt inour mindsthat the vast majority of Indian
homes will have to continue to rely on conven-
tional materials. The concept of developing
materials banks, therefore, acquires a new
importance and new initiatives need to be taken
to improve availability and quality and to bring
down costs. In this connection, special attention
should be given to mud, that timeless material
which over the centuries has been the basic
building block of most of India’s villages, and
which, with inexpensive additives easily avail-
able with today’s technology, can be further
strengthened and stabilised.

The regulatory provisions governing housing
development also need to be substantially modi-
fied. Existing regulations are often of a nature
which effectively preclude affordable housing
and belong essentially to an era when there was
less of a mismatch between incomes and con-
struction costs. Housing for the urban poor and,
in particular, sites and services schemes, cannot
becreatedif theexisting regulatory provisionsare
made obligatory.

Inthis context, it isnecessary to ook upon the
sites and services programmes not as a way of
helping the poor alone but asaway of increasing
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the supply of serviced land to the entire cross-
section of the society. The existing programmes
need to be enlarged and their scope extended to
cover employment generation, provision of home
expansion|oans, provision of off-site community
infrastructurefacilities, involvement of voluntary
agencies, and encouraging sites and services
types of development in the joint sector through
various land assembly techniques.

In situ slum upgrading, including grant of
secure land tenure, provision of basic environ-
mental services, and granting homeimprovement
loans, has generally been accepted in principle.
But the scope of such programmes needs to be
enlarged and the speed of implementation
accelerated. This could be achieved by effective
beneficiary participation through voluntary
agencies.

Thepolicy of granting land tenureto squatters
doesnot however imply that grabbing open lands
should be allowed to become an accepted way of
securing access to land. Increasing supply of
serviced land on an adequate scale has therefore
to be an essential concomitant of the tenure

policy.

Inner city neighbourhoods which are experi-
encing widespread obsol escence and dil apidation
also require urgent action to arrest further
degradation. This existing housing stock also
needsrehabilitation and conservation. The newly
created Housing Bank should make institutional
finance available not only for new construction
but also for repairs and rehabilitation of the
existing stock.

There are always some households which are
either not interested in owning a house or just
cannot afford to own one. For such households
rental housing is the only option. In 1981, 56.80
per cent of urban householdswerelivinginrented
premises. Themain factors, inhibiting investment
inrental housing and in the maintenance of rental
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stock are the various rent control laws. The
Commission had made extensive recommenda-
tionsconcerningreformingrent lawsinitsinterim
Report, which have been reiterated here.

The existing rent acts have had a most dele-
terious effect on the housing situation: poor
maintenance and premature decline of housing
stock due to unredistically low rental incomes;
the consequential insecurity of those who livein
such dilapidated buildings; the decline in the
guantity of housing constructed for rental whether
by the state or by privateindividuas; the holding
back fromtherental market of unoccupied houses
for fear of losing control; demands for up-front
and illega payments, and the stagnation of
municipal revenueswhere these arelinked to old
rents.

In the case of commercial premises, aswell as
luxury apartments, it is clear that both landlord
and tenant are often equally privileged. There-
fore, bearing in mind theimportance of protecting
the economically weaker sections from the
unleashing of market forces, the Commission has
the following recommendations to make:

a. All existing tenancies should continue to
enjoy tenure protections but rents should be
adjusted upward such that thereis a 100 per
cent neutralisation of increases in the con-
sumer price index from 1974 onwards for
non-residential premises; 50 per cent
neutralisation up to, say, January 1, 1989,
and 100 per cent thereafter for residential
premises of 80 sq m and more; and 100 per
cent neutralisation only after January 1,
1989, for residential premisesunder 80 sgm.

b. Inthe case of premises rented after January
1, 1989, none of the provisions of the rent
acts should apply, not even tenancy protec-
tion, for non-residential premises and resi-
dential premises of 80 sg m and more.
However, in the case of residential premises
below 80 sq m tenancy protection would be
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available but rent should be linked to a 100
per cent neutralisation of the consumer price
index.

c. Litigation should be brought out of the pur-
view of civil courtsandinstead placed within
the jurisdiction of quasi-judicial tribunals
which should adopt summary procedures,
though the writ jurisdictions of the High
Courts and the Supreme Court would con-
tinue.

WATER AND SANITATION

Regardless of whether we are looking at the
new growth centres of the future, the existing
urban settlements which make a substantial
contribution to national wealth, or the cities and
towns which are stagnating, one common strain
isthe total inadequacy of water supply, drainage,
sewerage and housing. Under Article 47 of the
Constitution, it isthe duty of the Stateto improve
the standard of living of the people and, in
particular, to improve public health standards.
Water, sewerage and housing are three critical
elements for life, without which there can be
neither health nor comfort.

The Commission has noted with deep regret
that these three most critical areas relating to
urban development, have been given, respec-
tively, 1 per cent, 1.36 per cent and 1.6 per cent
of the outlay for the Seventh Five Year Plan.
Taking the share of the central sector in all three
activities combined, it comes to 0.25 per cent of
the Plan, with no central assistance for urban
water supply and sanitation. Thismeansthat even
the meagre amount available under the Plan is
largely notional because, without the spur of
matching central contributions, the state gov-
ernments treat the urban sector as one of low
priority and do not adhere to the provisions made
in the Plan. The Commission feels very strongly
that, if abeginning isto be made in providing at
least the basic services to all our urban settle-
ments, the share of urban development, housing
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and urban water supply and sanitation must go up
to at least 8 per cent of the Plan, with half of this
coming from the central government. Then and
then alone will it be possible to extend at least
some basic services to our towns and cities.

A magjor feature of our urban scene is the
misery and serious health hazards caused by lack
of water supply and sanitation. Almost al our
urban centres, even those which at one time had
reasonably adequate water supply, are now suf-
fering from crippling shortages. It is a matter of
national disgrace that, in 1988, there were
prolonged periods when Hyderabad and Madras
received piped water supply for only about 20
minutesaday-with many localitiesdoing without
water for days on end. Delhi, too, has had to face
severe problems in the summer of 1988.

On the one hand, there is no long-term plan-
ning for urban water needs; on the other, there is
aconstant paucity of funds. TheMinistry of Water
Resources Development has gradually evolved
basin devel opment plans for our major riversfor
the purpose of irrigation and hydro-power
development, but urban water supply is looked
upon as atotaly residual item. It does not seem
to be adequately realised that if water isan input
into agriculture, it is equally an input into non-
agricultural productive activity. It iserroneousto
assume that water for urban useislessimportant
than water for a field of sugarcane. Both are
equally critical.

The Commission recommends that unified
plans should be drawn up for all water resources
and their utilisation, both for agriculture and for
urban use. The allocation of water resources
should be done in an integrated manner, which
meansthat the funding of water development and
utilisation schemes should treat al uses on -an
equal footing. The Seventh Plan allocates a total
of Rs16,97.9 croresfor irrigation, command area
development and flood control. The Commission
feels that the alocation would have been much
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more meaningful if it had taken into account the
requirements of water for non-agricultural pur-
poses also. It is hoped that the Eighth Plan will
look at water resources and their use in totality,
rather than for agriculture alone.

The Commission has looked into the waysin
which our urban centres utilise their water. Var-
ious studies on the subject indicate that as much
asone-third of thetreated water iswasted because
of leakages in the distribution system. Even
before we think of augmenting water supply we
should ensure that line |osses are decreased sub-
stantially. If the major part of the water which is
lost in transit in fact becomes available for
distribution, many cities would have adequate
water for at |east the next decade. Investing in the
repair of an existing system is obviously much
less costly than augmenting the system through
new works. If Vadodara, for example, instead of
spendingRs60 croresfor additional water supply,
were to invest Rs 2.5 crores on improving the
system, the city could carry on till the end of the
century with the present system. Studies should
be undertaken immediately of the water supply
system in urban centres throughout India and
measures suggested to improve their efficiency.
Money must befound on ahigh-priority basisfor
improvingthe existing systems. At thesametime,
the Commission al so recommendsthat normative
standards of supply should be reviewed and the
new standards applied to different categories of
towns and cities.

Inthematter of water supply, the Commission
also feels that various options should be looked
at and that technical staff be reoriented to view
water-supply schemes, not solely as piped water
supplied through amains system. There hasto be
acceptance of such alternatives as localised sup-
ply from underground and surface sourceswhich
serveonly one or two localities, househol d-based
supply from individually owned sources, or a
combination of some or all of these. There is
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nothing new about thisidea because, even today,
most newly developed colonies have their own
water supply systems.

Regarding sewerage, since, in the foreseeable
future, weareunlikely to achievealevel of water
supply which would permit a universal water-
borne system of sewerage, the Commission rec-
ommends that, where the water supply is
inadequate, there should be no mains sewerage
system, because it obviously will not work.
Therefore, in planning waste disposal there
should be adisaggregated approach analogousto
that suggested for water supply. This does not
mean that no mains sewerage project will be
undertaken, but that there should be ready
acceptance of aternative systems which may be
cheaper and more appropriate to Indian condi-
tions (where adequate water is often not avail-
able). If the systems are properly designed, it
should be possible to generate by-products,
including gasand manure, aswell astreated water
which could be used for irrigation and gardening.

It is estimated that, by the year 2001, the city
of Delhi will generate approximately 4,100 mil-
lion litres of sewage per day, out of atotal water
supply of approximately 5,100 million litres per
day. The non-domestic requirement of water in
Delhi isaquarter of thetotal water supply, which
will be approximately 1,300 million litres a day
by the year 2001. To the extent that sewage can
berecycled, the need to impound, pump and treat
raw water is reduced. If one-third of the sewage
generated by Delhi ismadeavailable (after proper
treatment) for industrial use, fire-fighting and
garden purposes, Delhi would need, by 2001,
about 4,000 millionlitres of treated water per day
instead of 5,100 million litres.

The treatment of sewage, including up to the
tertiary stage, would be very much cheaper than
the impounding, transport and subsequent treat-
ment of raw water for distribution. The Com-
mission strongly recommendsthat, as a means of
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reducing the water requirement of cities, every
major centre which generates a substantial
guantity of sewage should install adequate
recycling facilities so that the treated effluent is
utilised for non-domestic purposes. This should
be a high-priority requirement and the Central
Government should provide adeguate assistance
for this purpose. Plan priorities must be altered
accordingly. Similarly, there should be both
recycling of solid waste and its utilisation for
manufacturing gas, etc. At present, most large
cities dump solid waste as landfill, which only
serves to spread insanitation.

TRANSPORTATION

All our major cities are plagued with traffic
congestion. The obvious factors responsible are
the concentration of too many people and acti-
vities in too small a space, and the inefficient
relationships of work-places and residences. In
the past two decades, the situation has deterio-
rated significantly. The total number of trips per
person per day, the average trip length and trip
cost have all increased. In the absence of an
integrated policy and coordinated approach,
intracity transportation has grown in ahaphazard
manner, without any long-term perspective,
causing congestion and severe crisesinour cities.

An urban transportation system can be
developed optimally only when transport and
land-use planning are examined together.
Transport is not a separate entity in itself, but is
part of anintricate feed-back involving locational
decisionsin the city. Too often, traffic engineers
are given a brief wherein the existing land-use
patterns-and hence the desire lines across the
city-are unquestionable ‘givens’; then they are
asked to postulate traffic ‘solutions' . This then
takes the form of exorbitantly expensive hard-
ware (flyovers, freeways, underground railways,
etc.), which we cannot afford to implement. In
any case, the efficiency of such palliatives is
short-lived, since ease of movement encourages
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more journeys, thus clogging the traffic arteries
once again. It must be realised that land-use and
traffic are but two sides of a single complex. Far
from taking existing desire lines as immutable
'givens', we should examine alternative patterns
of land-use which would optimise our traffic
systems by altering these desire lines. Thisis a
crucia option not available to traffic plannersin
the West (where urban population have already
stabilised-oftenin rather inefficient patterns), but
isperfectly viableinIndian contexts, where urban
centres double in size within two decades.

Another important change we need to bring
about is in the present bias-especialy evident
among our urban elite-towards personalised
transport. The same person who would happily
wait for abusin London would never be seenin
asimilar gueuein Bombay or Delhi. There seems
to be an extraordinary social/psychological bar-
rier operating, inherited fromthe’ sahib’ life-style
(which, as discussed under Urban Form, also
makes our power elite want to live in large
anti-urban bungalows right in the heart of what
are some of the most crowded cities in world).
How do we break down this barrier, this taboo?
Asafirst step, the Commission hasrecommended
the introduction of mini-bus services, which can
be signalled to a stop anywhere along the street
(thusavoidingthetraumaof standinginaqueue!).
The tariff could be about three times that of the
regular bus service and about one-third that of a
taxi ride. The advantages would be considerabl e:
firstly, amost every passenger in the mini-bus
would represent one less car on the road. Sec-
ondly, once the social/psychological barrier
(really the class barrier) is broken, these
decision-makers and their families would prob-
ably start using the regular bus services-which,
given the nature of our society, would then
improve by leaps and bounds.

Though public sector bus transport undertak-
ings enjoy unlimited protection from Central and
State Governments, their performance has been
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far from satisfactory, with ever-mounting losses
and low levelsof performance. In order to ensure
better service, it is essential to bring about a
judicious balance between public and private
sector operation. There are very strong economic
and performance indicators in support of such a
rational e for breaking the monopoly of the public
sector. The privatisation of a selected number of
routes should, therefore, be seriously considered.
The modalities of operation should be based on
performance criteria and productivity.

ENERGY

The Commission is of the view that
electricity-supply planning and pricing should be
employed as important policy tools to promote
the urbanisation patterns recommended in this
Report. Electricity isthe primemover for industry
anddrawsindustriestolocateinthoseareaswhere
there is relatively continuous power supply.
Delhi, for example, isattracting industry because
of the more assured supply there as compared to
the adjoining smaller towns.

Pricing can also be employed effectively to
influence the pattern of urban growth. Presently,
most electricity boards have tariff structures
which are differentiated only by sector and not
spatially. All industries in a state pay the same
ratefor electricity, irrespective of wherethey are
located. Tariff differentials should beworked out
such that there is a definite encouragement for
industry to locate in preferred areas.

Another issue that needs to be considered is
that of the role of the private sector in the
generation of electricity. With increased urbani-
sation, the power requirements will no doubt
grow substantially. It isunlikely that investments
inelectricity generation by the public sector alone
will be sufficient to meet the increasing demand.
TheCommission, therefore, feel sthat, the private
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sector should not be excluded from the area of
power generation and distribution but should, in
fact, be encouraged to enter it.

Transportation within and between urban
settlements accounts for a major share of urban
energy requirements. Various modes of transport
have different characteristics in terms of energy
consumption. Moreover, the spatial pattern of
urban development and the mix of urban func-
tions can strongly influence the number and
length of passenger trips. Inplanning thestructure
of urban settlements, due regard should be paid
to the amount and energy efficiency of transport
required.

At present, urban development plans do not
give adequate consideration to mass public
transport. In preparing development and traffic
plans, specific measures should be built in to
facilitate the efficient operation of a public
transport system. The plans should also provide
for bicycle paths and pedestrian walks, in order
to facilitate non-motorised movement.

We should aso establish laws regulating
energy use in buildings, defined in terms of
energy per square metre of floor area. This will
encourage innovation in design and construction
in order to find economical and acceptable ways
of meeting the required standard. Building reg-
ulations should take this factor into account.

The use of solar energy should be made
compulsory incommercial buildings, particularly
hotels, hospital s, restaurants, officecanteens, etc.,
and encouraged in other types of built-form,
including housing, where densitieswould need to
be low enough to permit adequately sized solar
energy collection. The use of bio-gas on a city
scale should also be examined.

The Commission feels that energy planners
have not fully appreciated the impact of urbani-
sation on the quantity and type of fuelsthat would
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be demanded by households for cooking and
heating. Weneed aperspectiveplanfor household
energy, keeping in view the urbanisation process
spelt out in this Report. In particular, it is
important to pay attention to firewood use in
urban areas because;
- itisamajor fuel used for basic needsby the
poor,
- currently, about one third of the total fuel-
wood isused in urban areas, and
- urban consumption of fuel-wood contrib-
utes to deforestation.

Ananalysis of dataon expenditure shows that
the urban poor spend a substantial share (12to 16
per cent) of their income on purchasing fuels for
meeting their cooking and heating needs. In
contrast, the urban rich only spend 6 to 7 per cent
of their incomes on household fuels. To make
matters worse, the urban poor are forced to
consume fuels which are high in cost, low in
efficiency and, being smoky, cause health haz-
ards. It isimperative that an integrated policy of
energy prices and supplies, covering al fuels
(including electricity) is evolved which would
meet the twin objectives of equity and efficiency.

CONSERVATION

India s architectural heritage is truly extraor-
dinary. Our towns and cities, especially the his-
toric quarters in the older urban centres, present
a number of unique characteristics worthy of
preserving. Apart from the most outstanding
buildings, this must also cover the relationship
between groups of buildings and the spaces
around them, certain focal pointsor landmarksin
the city-scape, and that part of the architectural
fabric which expresses special vernacular styles.

For urban conservation is no longer confined
to ‘preservating’ isolated buildings of outstand-
ing architectural importance, but must involve a
much broader approach, one which aims at
identifying and retaining those parts of the
built-environment whose character isvital to our
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natural andreal heritage. It, therefore, fol lowsthat
any new development, or redevel opment, should
be in sympathy with, and contribute to, the
character of that area.

Recycling buildings for adaptive reuse opens
up enormous possibilities (seen so far only on a
small scale in the hotel sector and in some
government-occupied buildings). Some of the
country’s most outstanding buildings in urban
areas requiring special attention and care are
under the direct control of a number of govern-
ment agencies and the Commission has offered
many suggestions on how this can be provided.

A package of incentives and fiscal reliefs to
encourage better mai ntenance and upgradation of
the usable housing stock on the one hand, and
somelegidlative provisionsto protect that part of
theheritagewhichisdeemedtobeof lasting value
on the other, will be needed for creating an
awareness of economic and socia benefits of the
proposed conservation policy.

RENEWING THE CITY

All matter, whether organic or inorganic, has
alife cycle. Decay is built into the very process
of creation. A city structure too has a similar
dynamic. Where market forces operate, a
decaying area falls in price and there is an inc-
entive to buy over cheap properties. These are
redeveloped and, being renewed, command a
greater price. The city core thus passesthrough a
cycle of high value with new developments, low
value as passage of time causes decay, and then,
once again high value through redevel opment.

In urban India, rent laws and industrial
development policy inhibit the phasing out of
uneconomic land-use its replacement by new
development. Whether it bethe old city in Delhi,
the mill area of Parel in Bombay, or the Khatals
of Calcutta, al the older parts of our major cities
havebeen allowed to degenerateinto slums. Thus
good available land getslocked into a use which
neither yields revenue, nor supports gainful
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employment. Furthermore, it is not available for
housing or for any form of socia infrastructure
which benefits the community. Finally, the low
values of these properties deny the city resources
which would flow out of municipal taxes based
on a realistic evaluation of rentals and property
values. More than anything else, the stagnating
cores of our large cities have contributed to the
decline of what were once the thriving nerve
centres of this nation.

The Commission is acutely aware of the fact
that the major urban settlements need agreat deal
of support if they are to recover their health. The
answer, however, doesnot liein merely pumping
in ad hoc funds from time to time. While it can
be argued that Cal cutta would have been amuch
worse city if support had not been extended, and
that the services of Delhi work’ have been even
poorer if massive Plan aid had not been made
available, thiskind of ‘help’ has also resulted in
these cities refusing to take a good, hard look at
their own tax-base in order to raise resources
internally.

In this connection, it isintriguing to note that
the higher the real estate prices climb in our
metropolises the more viable become the strate-
gies for recycling urban land, (e.g., replacing
underused and outmoded industry or port
facilities either by housing or by new, state-of-
the-artindustry). Thusthedistorted scarcity value
of existing buildingsin the city of Bombay could
make viable the cost of a railway bridge to the
mainland (through the levy of a betterment cess
on building construction at the other end). In
short, the worse conditions in our cities become,
the more amenabl e they could be to solution; for
the prices climb, the greater the incentive created
by the difference between the scarcity value of
that accommodation and its replacement cost in
a new location. All our major cities abound in
examples of industries seeking permission to
remove their factories from the heart of the city
to locations outside, with the land so released
being 