















































































































































These tables indicate that tiff 1991-92, with less than 1000 population
only 1.55 lakh villages (less than 25%) were covered under rural road'
programme. In the category of villages having 1000-1500, the number of
villages covered was better with 41,966 out of 58,229 villages, and as many'
as 64,333 number of villages having 1500 and. above out of 71,623 have
been covered. However, this leaves a balance of 2,82,240 villages (having
less than 1000 population), 16,263 villages (population with 100@1500) and
another 7,290 villages (having more than 1500 population) have yet to be

covered with roads.

Thus, the rural roads tell a story of neglect. The information relating
to their development is incomplete and there is also lack of coordination
between different agencies involved in the task. In addition to the need for

providing substantial funds for their development.

Roads are one of the most important and cruciai infrastructure facility
which accelerates-alf round development. In a developing country like India
where 74.3% of the population still fives in rural areas and 59% of the
labour force depends on agriculture (1991 census), the role of rural roads is

significant. Better and well connected rural roads integrate different social,
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cuttural and ethnic groups; provides accessibility between villages a’hd
markets and processing centres, cities and towns; ensuras better farmgate
prices for the agricultural produce; paves way for adopting scientific
agricutural practices with timely availability of modem agricuttural inputs,
such as high yieldingfimproved variety saeds, fertifizers, pesticides, craedit
facilities and accessibility to agricultural extension services and modern
farm technology; contributes to better education and heafth: with afl round
development of rural areas migration in search of jobs to urban areas will

be reduced significantly.

The construction, maintenance‘ and repair of rural roads are the
responsibility of the State Govemments though the Central Government
provides financial assistance to the States for implementing various central
and centrally sponsored schemes, a component of which is spent on rural
roads. In spite of best efforts made by the Centre and State Governments
as on 31.3.1997 still 50.6% of the villages remain unconnected with all
weather roads. The details are given in Table No.2.6. It can aiso be
noticed that at afl India level only 45.7% of the total road length in the
country is surfaced and 54.26% of the road length is unsurfaced; out of

which 16.78% of the total road length is non-motorable. This means that
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more than 67% of the rural masses have to depend on bullock—c‘:‘ans,
oycles, head load and other non-mechanised means of transport. The
roads constructed and maintained by PWD constitute 85.36% of surfaced
road length. The roads under National Highways are surfaced to the exlenf
of 99.48%. Only 41.08% of the roads constructed and maintained by

Panchyati Raj institutions are surfaced which are mainly rural roads.



PERCENTAGE DISTRIBUTION OF ROAD LENGTH BY TYPE OF

TABLE NO.2.6

SURFACE TO TOTAL ROAD LENGTH OF EACH CATEGORY IN INDIA
AS ON 31.3.1985

(Roads in Kms)

SURFACED UNSURFACED
Category Total W8, 8.rT. C.C. Total Motorab  Non-
(3+4+ M. (748} e Motorad
5) te
{1) 2) 3) {9 {8) (6) {7) (8}
All india 4574 2029 2513 032 5426 3748 16.78
A. PWD Roads 8636 1334 7185 007 1464 1133 3.31
i) National Highways 99.48 005 9940 0.03 0.52 0.36 0.16
i) State Highways $8.08 444 38338 0.25 1.82 1.54 0.38
iy Other PWD Roads 81.07 1656 6448 0.03 18983 1463 4.30
B. Panchayat Roats 41.08 27.03 1386 0.03 5892 18.17 38,76
f) Zille Parishad Roads 5488 38.63 18.01 004 4532 2085 24 57
i) Vilage Panchayat 29.70 1744 1225 0.01 7030 1734 52.96
Roads
i} CD/Panchayat 3498 2670 7.86 042 6502 20.00 45.02
Samitt Roads
C. Rural Roads Cons- 2000 2000 - - 80.00 80.00 -
) tructed under JRY

D. Urban Roads 7273 19.02 49.86 385 27.27 1107 10.20
E. Profect Roads 1781 1073 7.1 0.17 8208 69.08 12.46

Source:
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2.5. TYPES OF RURAL TRANSPORT IN INDIA

importance of the Buliock Cart

India which is predominantly a country of villagés and where
agriculture is the main occupation of the people, has still primitive
conditions of rural transport. The bullock-cart is still the major means of
transporting goods between the villages, between village and market centre
or town. It also serves as passenger transport in rural areas. As the
bullock-cart has become an integral part of Indian rural economy, it cannot
be easily brushed away as an out-moded vehicle in any consideration of

road transport development.

Bicycles: A bicycle is a two wheeled non-motorised road vehicle in India.
Bicycles have become equally important in rural transport as that of urban

transport. Bicycles are mainly for individual passenger transport.

Trucks: Motor Trucks have gained an importance in longer hauls,
particularly in the field of large quantities of agriculture produce to transport

from villages to mandis and to other parts of the country.

Motor Bus: In India, the motor bus has not reached the interior of the

vilages. The development of motor transport is linked up with the rural
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road development. Motor transport is very littie in the countryside, mairify

because of poor condition of rural roads.

Other Modes of Transport: Horse carriages, camel carts are also used in
rural transport. But they are less in number and in most of the villages they
are being replaced by rickshaws and tempos for long route traffic. The
importance of horse carriages is deteriorating in India, as the cost of
maintaining of horse becomes expensive. Camel carts aré popular in

Rajasthan and Western Uttar Pradesh.

2.6. TYPES OF ROAD SYSTEM

According to the Nagpur Plan of 1943, the roads in the country could
be classified as:

(1}  National Highways

(2) State Highways

(3) Major District Roads

(4)  Other Districts Roads

(5 Village Roads

Of these five, the first three classes, viz., National Highways, State

Highways and Major District Roads constitute main roads. The intention of
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such a classification is to facilitate the datermination of priorities in plannii;;g

as well as sharing of responsibilities of construction and maintenance.
The National Highways

The National Highways, by definition, connect the Metropalitan cities,
State capitals, ports and other centres of major activity. They constitute
the main arteries of communication in the counfry. They also include
highways for strategic movements of troops and defense equipment.
National Highways are maintained by the State Public Waorks Department
out of the Central Govemment funds. These roads are generally fully
bridged and metalled and in recent years almost all of tham have been

black-topped.
State Highways

State Highways are defined as all other main trunk or arterial roads
connecting National Highways, district headquarters and important towns
within the State z;nd serving as the main arteries of traffic to and from
district roads. These roads are maintained by the State Govemnments.
They are generally bridged and metalled. They are generally motorable

throughout the year.
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Major District Roads

Thesa roads connect important Marketing Centres with the raitways,
State Highways and the National Highways. They constitute the main link

between the District Headquarters towns.
Other District Roads

These roads are subject to more frequent interruptions in traffic
during the monsoon and most of them were unmetalled till recently. They

connect important market places.

Village Roads

Village roads are generally approach roads from the main roads to

the villages and have generally unmetalled surfaces.

As a successor to the Nagpur Plan, the Chief Engineers of five
states with the Consulting Engineer (Road Development) to the
Govemment of India as convenor, met at Hyderabad in 1859 and evolved a

road development plan for a 20 years period. The new road development

plan aimed at increasing the total road length from 3,79,000 miles (at the
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end of 1960-61) to 6,657,000 miles by the end of 1980-81. Nearly 40 per '

cent of this target would be surfaced roads. The main objectives of the

planis,

(a)

(b)

(c)

(d)

(e)
(f)

No village in a developed and agricultural area should remain more.
than 4 miles from a metalled road.

No village of the above type should be more than 1.5 miles from any
type of road.

Account should be taken of the special requirements of under
developed.

Rural roads should be improved to fair weather standard.

Missing bridges are to be provided.

Quality of metalled roads are to be improved to make them suitable

for heavy traffic.

2.7. ROLE OF ROAD AND ROAD TRANSPORT IN AGRICULTURAL

DEVELOPMENT

One of the major obstacles to progressive agriculture In India has

been the lack of alkweather village to market roads. A large number of

villages still lack road links with market towns and with one another. Road

improvement would contribute to a decline in both average and marginal
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costs of production by encouraging the use of more productive inputs and i
farming techniques as well as by reducing the costs of holding inventory of
inputs and of procuring inputs from the market. Improved communication
and inability provided by all weather roads would expose farmers to modem .
agricultural practices. All-weather motorable roads would also reduce the
input costs to the farmers by permitting them to substitute low-cost motor
truck transport for high-cost bullock cart transport in the procurement of

farm inputs from the markat.

in the marketing of farm products as well it is recognised that the
“rural road improvements would contribute to cost reductions by lowaring
the costs of transporting them to market and by reducing their spoilage
while in transit.® As in the haulage of farm Inputs, improved roads would
permit a shift to truck transport in the marketing of farm products and would
thus reduce the marketing costs.

Some research studies showed that while the cost reductlons
permitted by improved rural transport would create incentives for expanding

production for the market, there is no likelihood of a sharp decline in the

° Dr. R.K. Varma, “Rural Development in India”, 1994, R.P. (Pvt.}, New
Delhi, p.216.
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prices of farm products to completely offset these incentives®. The Studies
also found that the market demand for agricuftural commaodities in India is
potentially very high due to population growth, increasing urbanization,
progress in industrialization and rising income. As such, in spite of a large.
expansion in agricuftural output, the agricultural price level would tend to

remain relatively stable.

2.8. ECONOMIC IMPORTANCE OF ROADS

As indicated earlier, the development of roads affects agriculture
directly by enlarging the areas under cultivation. There is a two-fold relation
between road development and increased agricultural products. Easy
transport of manures, good seeds and better agricultural equipment,
pesticides is made possibie in time due to easy road transport. Better
roads neutralise locational disadvantages in farming. Road development
also prompts a change in the pattern of agricultural production by diversion
of cuttivation from tood crops to commercial crops. Paucity of good roads
in rural areas compels the cultivator to dispose of his produce to the village
money lender at cheap prices. Good roads would open up the urban

markets to the cultivator which would facilitate marketing of his product at
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higher prices. Moreover, bad roads are responsible for higher cost by

transportation which increase the cost of marketing.

A good road system also aids agriculture indirectly by breaking up
the isolation of villages, spreading education and creating a general sense
of awakening. The rural industries like dairy farming, bee-keeping, poultry
farming, sericulture, etc., can be developed as subsidiary industries to
supplement their income in their spare time. |

Development of small scale and cottage industries becomes
possible in rural areas due to the close road contact with their urban
markets and the availability of raw materials at cheap prices.

The important role played by the roads is very much felt during the
days of famines. It has been observed regarding some of the Indian
famines that the food scarcity in an area was not due to total deficiency, but
owing to the isolation from the surplus area. Further, road development
would facilitate flow of food from surplus to deficit areas and also equalise

the prices in different markets.

For relieving unemployment and promoting economic activity, road

construction is an important item of the State Governments to be taken up
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56 to 70 per cent of the road cost of the road construction is spent as .

wages.'

RURAL ROADS AND CHANGE IN AGRICULTURAL PRODUCTION
All-weather roads would promote the production of alt agricultural
commodities. Its impact is likely to be relatively greater in the production of
soft and highly perishable farm products such as milk, eggs, poultry, fresh
fruits, fresh vegetables, etc. Those would lend themselves to year-round
production and, therefore, require almost daily use of the road for their
marketing. These products are also easily susceptible to spoilage on
account of rough and slow haulage. Because of these characteristics, the
lack of al-weather village-to-market roads act as a great deterrent to the

expansion of their production for the market.

Rural road network and Transport bring about desirable
communication related to agriculture and farm practices and breaks
isolation of villages by evoking awakening in the rural farmers. Rural goods
transport services which could facilitate the free 'ﬂow of the ﬁatural produce
to consumer centres and agricultural inputs to rural areas are warranted to

facilitate proper distribution of avaitable food and to speed up the rural

10

Bhatnagar K.P_, op. cit., p.339.
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development in India. It helps the farmers and other rural artisans alike in '.
supplementing their slender eamings and in protecting from the ill-favoured

and squeezing brokers and middiemen.
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CHAPTER M

ECONOMIC IMPORTANCE OF RURAL ROAD IN KARNATAKA

3.1. ROADS IN RURAL DEVELOPMENT: KARNATAKA STATE

Ancient Karnataka had a considerably good foad network and trade
could flourish in the state mainly only because of its existence. The
flourishing ports of ancient Kamataka were connected with the interland.
Military and administrative needs of the rulers forced them to have road
constructed and properly maintained. Transport of goods was by head
load or by carmying a hasibe (a kind of bag put on shoulder), Kavadi or by
pack animals like bullocks, asses or he-buffaloes carts were uséd wherever

there were roads.

Old Mysore Area: Roads in old Mysore were narrow, tortuous village
tracks, partly passing through dense forests and mountainous parts of the
Wastern Ghats. The means of conveyance than adopted'were crude
country carts drawn by animals bearing little roads to suit ihe small local

requirements of the ryots.
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In June 1858, the Department of Public Works was constituted in the
old Mysore state and maintenance of roads were completely handed over
to this new department. By 1873, the Public Works Department was

divided into two distinct branches: one for construction of roads and

building and the other for irrigation.’

During the administration of Sir Mark Cubbon (1834-81), roads were

classified as imperial, provincial and village roads.?

The general situation of roads was in a state of decay when Col. J.P.
Grant attempted to survey the area in 1872. During the period between
1831 to 1856 the famous Ghat road opening out of the hilly tracts of
Mainad were formed. Al district headquarters came to be connected by

roads with Bangalore by 1856 by roads.

Bombay-Karnataka Area: in the Bombay-Kamataka area the state of
road communication was not satisfactory and even as late as in 1844 there

were hardly any roads suitable for bullock carts for all seasons. |

National Council of Applied Economics Research, New Delhi, 1970.

Kamataka State Gazetter, 1982, p.344, Government of Karnataka.
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Hyderabad-Kamnataka Area: In view of lack of documentary evidences it
is not possible to give an exact account of the condition of road
communications in Hyderabad-Kamataka region prior to tha reorganisation

of States in 1957.

Kodagu Area: The earliest road construction work in Kodagu was in 1935,
Before 1834, roads in Kodagu were in a primitive state, wholly unfit for

wheeled carriages and difficult even for bullocks.?

Madras Area: The two dislricts which have been added from the oid
Madras province were Dakshina Kannada and Bellary. Communications
were indeed a problem in Dakshina Kannada, because of thé rugged and
mountain ridden nature of portions of the district. Bellary District had a few
tanks or irrigation channels at that time, and the formation or improvement

of road was the only relief work.*

Development of Roads After Rearganisation of States (1956)

The total road length existed in the various districts of the State was

43,182 lan., out of which the road length in the old Mysore area (including

Karnataka State Gazetter, 1982, p.398, Government of Karnataka.

Regional Transport Survey of Mysore State, 1970, NCAER, New
Delhi.
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Bellary distriot) was 26,423 km. and that of the Bombay-Kamataka was
11,260 km. and Hyderabad-Karnataka 2,478 Km. While the road length

existed in Dakshina Kannada was 2,109 Km. and Kodagu 912 km.

Survey of 1970-71

The Government of Kamataka, through the Public Works
Department, conducted a survey in 1970-71 to ascertain, (a) the total
number of villages connected by allweather roads, (b) the total number of
vilage connected by fair weather and Kachcha roads, and (c) the total
number of villages not connected by any road. It was found that out of
26,286 inhabited villages, 10,299 villages accounted to about 39 per cent of
the total inhabited villages were connected by metalled and al-weather
roads and 9,865 villages forming about 37 per cent of the total inhabited
villages were considered to have been connected by unmetalled and partly
motorable and partly non-motorable roads and the rest were found not

connected by any road.



3.2. MASTER PLAN FOR RURAL ROADS IN KARNATAKA, 1979°

In 1979, Govemnment of Kamataka prepared a Master Plan for Rural
Road Development. A number of changes have taken in rural road networi

after preparing the Master Plan. It gives the details of village wise road

works, along with a priority list.

{mportant rural road improvement programmes implementéd through

Zila Panchayats are detailed below:

1. Integrated Comprehensive Rural Communication Programme
(ICRC): During the year 1972-73, this programme was sténed to take
up new construction as well as to improve the existing rural roads in
three phases.

2. Minimum Needs Programme: This programme was started in the
year 1974-75, to provide all weather road connectivity to willages
having population ot 1000 and above.

3. Approach Roads to Harljanwadas: The programme which was
started in the year 1983-84, under special component plan to provide

approach roads to Harijanwadas.

Master Plan for Rural Roads in Kamataka, 1996, PWD, Govermment
of Kamataka.
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Halli Heddari: This popular programme was started in the yea;r
1984-85 1o provide allweather approach roads to roadless villages
having population of 1000 and below.

Sethubandhana:  During the year 1984-85 this well known
programme was commenced to providé essential cross drains
villages having population of 1000 and great help to famming
community.

Tribal Sub Plan: Again this programme which was started in the
year 1985-86, aims at constructing approach roads to Tribal
Colonies.

Asphaiting of Roads in Village Limits: Due to increase in traffic on
rural roads, villages situated on the roads were facing dust nuisance.
To prevent this dust nuisance this programime was started during the
year 1986-87 for asphalting the road lengths in the village fimits.
Acknowledgeable achievement has been made under this
programme through asphalting about 1000 Kms.

Constru-cﬂon of Roads with People’s Participation. This
programme was also started during the year 1986-87, through which
road construction is taken up where local people come forward and

participate in the earth work component.
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The Directorate of Agricuttural Marketing and the Karnataka State
Agricutural Marketing Board jointly formulated a scheme to develop
approach roads for smoothening the transport of agricutural product. The
salient features of the scheme are:® |
® Development of 50 Km roads in each Assembly constituency;,

(i)  Envisages Rs.30 crore to be spent in this scheme by March 1996;

(i)  Rs.45 crore to be earmarked each year by the APMC;.s in the State
for furtherance of the scheme: and

(v) 10,000 Km of all-season approach roads to be developed in the

next four years.

Such schemes go a long way in developing a better rural
transportation system in the State in particular and in the country in éeneral.
3.3, IMPORTANCE OF RURAL ROAD NETWORK IN KARNATAKA

Kamataka State, being predominantly with agriculture based
economy, rural roads play a prime role in providing inputs for agricutture,
marketing of ‘agn‘cu(tural produce and products, helps for crop
diversification and provide good employment to rural mass. Improved rural

connectivity provide access to villages and open up the area and pave the

®  The Hindu (1996}, Bangalore, Feb.3.
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way for further socio-economic development. They helps in the mobility of
rural population and rural produce, helps in improving the rural economy,
fiving standards of rural population and increase in their per capita income.

Transport is a vital infrastructure for rapid economic growth.

Road transport is preferred mode of transport because of its inherent
advantages such as, door to door services, flexibility, refiability, timely
deliveries, etc. So, it is rightly said that goéd roads are an a;;set and bad
roads a debt for the nation. About 70% of the passenger traffic and 60%
of the freight are carried by the road net work. A rail dominated economy
has now become a road dominated economy. The road transport has to
bear a major share of transport burden in view of rural development
oriented plan programmes implemented since the first five year plan, there
is enormous growth in agricufture, rural industries, and other socio-
economic facifities in rural areas. Good number of rural roads are

attracting heavy traffic and are in dire need improvement.
Road Network in Karnataka

Kamataka has a total road net work of 1,22,383 kms. (as on

31.3.1995) spread over an area of 1,91,781 sq. kms. Average road length



per 100 sq. km. of area comes to 64 km., and 272 km. road length per one
fakh population, both of which are above the national average of 61.3 km.

and 238.80 km. respectively. The details of road length are fumished in the

Table No.3.1.
TABLE NO 3.1
ROAD LENGTH IN KARNATAKA AS ON 1995
(length in Kms.)
sl Category Suriaced Unsurfaced Total
No of Road CC.| BT. | ViBM | Total | Motor- Non- Total | (6)& %)
able Motorable
1 2 3 4 5 8 7 8 2 10
1 { Natlonal 8 | 1938 - 18497 - - -1 1497
Highways
2 | State Highviays 182 | 11080 113 11385 10 - 10] 11385
3 | Major District 13 | 18852 { 8548 27518 473 292 7651 28284
Roads
4 | Other District 2| 1248 §22 2010 20 - 201 2040
Roads
5 | Vilage Roads S| 7928 | 21431 28368 5182 2430 76121 36881
Takk - 205 | 6732 53837 2631 14069 23700} 28637
Development
8 | Board Roads
T | hrigation Dept. 3 648 | 478t 5440 1471 2508 38TT] 8417
Roads
8 | Forest Dept. - 15 490 505 854 1123 201 | 2582
Reads
Total 233 | 42061 | 41623 24222 17741 20420 33161 | 122333

Source: Master Plan for Rural Roads in Karnataka, 1996, Govemment of Karnataka,
Public Works Department.

Nots: (1) C.C = Camant Concrats, (2) B.T = Block Topped, (3) W.B.M = Water Bound
Muceadem.
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The road length which was 43,182 Km. in 1956 has increased to
1,22,383 Km. by 1995, with an over all increase of 79,201 Km. or 183.4

percentage increase.

In the same manner, there is an enormous improvement as well as
increase in the surface of the total road net work since 1956 in the state.

The details are in the Table No.3.2.
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TABLENO3.2

ROAD DEVELOPMENT SINCE 1856-95

(in Kms.)
Total Surface details
Road
Length
Year cC BT WBM Motorable Non-
Motorable
1 2 3 4 5 6 Y 4

1956 43182 426 3432 18059 5540 15725
1961 45669 556 7406 19354 6669 11685
1966 55369 565 13888 19800 10274 142
1974 79947 420 2338 22500 15068 18621
1979 85363 421 26051 29266 17527 22098
19856 112610 360 30436 37308 20837 23668
1990 117138 298 34561 41767 18638 21874
1895 122383 233 42061 41928 17741 20420

Source: PWD at Glance, 1996, A Report, Government of Kamataka.

Rural Scenario and Road Development in Kamataka
Rural Roads are the nearest to the vast majority of rural population.
As already noted, out of total geographical area of 1,91,791 sq. km. of the

State, rural area comprised of 1,87,520 sq.km. accounting to 97.8 per cent.
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In the same manner, of the total population of 4,47,77,201 rural population
is 3,10,69,413 accounting to 69 per cent. Similarly, total length of rural road
(ODRSs, Vrs & TDBRs) (Other District Roads, Village Roads, and Taluk
Development Roads) is 68,708 km. out of State‘ Total of 1,22,383 km

which accounts to 56.1 per cent. The details are given in the Table No.3.3.

TABLE NO.33
(in Kms)
item State Rural Per cent
1 2 3 4
Area : 1,91,73 1,87,520 g7.8
Population 4,49,77,201 3,10,69,413 69.0
Road Length 1,22,383 68,708 56.1

Source: Kamnataka at a Glance, 1995-96, DES, Govemment of
Karnataka
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TABLE NO.3 .4

DIVISION WISE ROAD LENGTH

(NH,SH,MDR,ODR)

Road length (Kms.) (as on 31.3.85)

Sh District National  State  Major District Other District
No. Hig(l;w;ay Highway Roads Roads
1 Bangalore 111 224 392 6
2 Bangalore (R) 124 476 1069 60
3 Chitradurga 177 534 1335 45
4 Kolar 121 433 1694 53
S Shimoga - 740 1680 301
6 Tumkur 106 562 1904 170
{. Bangalore Division 638 3019 7974 640
(31.9) (26.49) (27.83) (30.62)
7 Belgaum 201 732 2331 183
8 Bijapur 187 872 2254 233
8 Dharwad 160 695 2004 97
10 Uttara Kannada 167 831 801 31
Il. Belgaum Division 715 3130 7380 544
(35.80) (27.46) {26.12) (26.02)
11 Bellary a0 471 1260 194
12 Bidar 75 276 763 63
13 Guibarga - 797 1610 63
14 Raichur 73 819 1175 40
.  Gulbarga Division 238 2363 4708 360
(11.91) (2073} (16.64) (17.22)
15 Chikmagalur - 439 1251 213
16 Dakshina Kannada 242 696 1480 8
17  Hassan 135 512 1666 10
18 Kodagu - 31 804 -
19 Mandya 29 288 1340 120
20 Mysore - 837 1671 195
V. Mysare Division 406 2883 8212 546
(20.33) (25.30) (29.03) (26.12)
STATE 1997 11395 28284 2090
(100.0) (100.0} (100.0)
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The Table No.3.4 indicates the total length of the State roads in Kms.
out of the total, 1997 Kms. are National Highway, and State Highway
covers 11,395 Kms. which is being maintained by the State. 28,284 and

2,090 Kms. belongs to districts and other district roads respectively.
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TABLE NO.3.5
DIVISION WISE ROAD LENGTH (as on 31.3.95) (V.R., T.0.B, F.R, 1.D, M.R)

Road length (Kms.) {(as on 31.3.85)

St District Vilag TDB Forest Irigation  Municipal
No. e Road Roads = Dept. Roads
Roads s Roads '

1 Bangalore g78 040 18 10 1535

2 Bangalore (R} 1408 1473 - 140

3 Chitradurga 1942 1520 14 846 498

4 Kolar 2210 1535 24 72 356

5 Shimoga 1686 1993 203 1474 281

6 Tumkur 2050 2084 79 509 289

|. Bangalore 10174 G545 338 3051 2059
Division (27.51) (32.06) (13.09) (32.39) (36.73)

7 Belgaum 1113 1767 30 602 550

8 Bijapur 1813 1597 - 415 321

9 Dharwad 2763 3007 45 599 746

10 Uttara Kannada 2176 1433 521 68 204

i

Belgaum Division 78685 7804 506 1684 1821
(21.26) (26.33)  (23.08) (17.88) (22.60)

11 Bellary 1030 948 15 463 415
12 Bidar 671 907 4 51 o4
13 Guibarga 1848 1454 5 930 - 57
14 Raichur 1786 348 - 966 281
itt. Gulbarga 5335 4158 24 2410 817
Division (1442 (14.02) (0.92) (25.59) (10.14)
16 Chikmagalur 1253 2141 232 196 113
16 Dakshina 1722 635 243 5 752
Kannada :
17 Hassan 2040 2018 47 399 417
18 Kodagu ' 990 622 278 29 60
19 Mandya A543 1108 - 569 166
20 Mysore 3053 1605 824 1074 951

V. Mysae Division 13607 8130 1624 2212 2459
(36.78) (2743) (6289 (2412 (30.52)

STATE 36981 29637 2582 9417 ~ 8056
(100.0) (100.0) (100.0) {100.0) {100.0)

Source: Masier Plan for Rural Roads in Kamataka, 1995 PWD, Govemment of
Kamaiaka.
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Table No.3.5 gives road length by village, taluk development board,
forest imigation department and municipalities roads of Kamataka. They
are 36,981, 29,637, 2,582, 9,417 and 8,056 of length in Kms. respectlvely.
Out of four divisions, Mysore division stands first (36.8%), the second
place goes to Bangalore division (27.5%). The remaining two divisions,

Belgaum and Gulbarga occupy third and fourth places respectively in length

of village roads.
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TABLE NO.3.6

ROAD LENGTH IN KARNATAKA FOR THE PERIOD 1970-71 TO 1995-96
(as on 31.3.98) (Roads In Kms.)

Year N.H. SH. M.D.R O.D.R Muncipal Other All Roads
_ Roads Roads Col.2to7
() 2) {3) (4) {5) (8) (7) 8
1970-71 1268 6724 14220 8622 4492 47522 83748
(1.51) (8.02) (16.97) (11.26) (5.36) (56.74) (100.0)
1871-72 1568 6005 14213 8573 4552 48103 84414
1872-73 1968 6005 14229 9652 4740 50789 87383
1973-74 1968 6086 15222 9183 4858 58725 87053
1874-75 1968 6080 14258 9213 5197 54199 90925
197576 1968 7554 12680 89138 6622 62602 85864
(1.79) (7.56) (12.9) (8.15) (5.62) (62.38)
1978-77 1968 7615  12021% 8145 5786 636864 101089
1977-78 1968 7652 12921 9145 5941 65602 103228
1978-78 1968 7802 12885 8048 5848 68137 105848
1979-80 1568 7802 12012 2048 6196 70268 108194
1980-81 1968 7813 12801 8040 5253 71567 108551
(1.79) (7.43) (M1.77) (8.26) (4.79) (65.32)
1981-82 1068 7813 12801 8048 6267 74238 112337
1982-83 1868 7912 12001 7049 6307 75494 113631
1983-84 1568 7812 15872 7085 6307 75446 114700
1984-85 1968 7912 15981 7082 6828 85336 125106
1985-86 1968 78912 15809 7072 6828 85640 125418
(1.56) (6.30) (12.75) (5.63) (5.44) (68.28)
1986-87 1968 7912 16016 7082 6828 86080 125886
1987-88 1968 11198 18012 3167 7036 84431 125818
1988-88 1468 11255 17255 3189 7036 85171 126611
1989-90 1568 11260 17897 3188 7222 87247 128882
1890-81 1887 11282 18036 3178 7368 80061 130822
(1.53) (8.61) (13.77) (2.42) (5.62) (68.02)
1891-82 1887 11288 18063 3179 8056 81404 133887
1992-83 1997 11288 28168 2155 8056 82027 134592
1992-84 1997 11385 28113 2117 8056 83128 124832
1994-95 1997 11395 28214 2090 8056 83282 135104
1095-96 1887 11385 28284 2080 8366 85361 137620
(145) (8.28)  (2056) (1.51) (6.08) (62.7)
Note: Reduction in Road Length under some categories is due to

upgradation of Roads to Higher categaries.

Source: PWD, A Glance, 1995-96, Government of Kamataka.
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The table 3.6 gives the status of various roads in Kamataka since
1970-77 to 1995-96. The State had 83,749 Kms. of road during early 70s.
During the year 1995-88, it could get enhanced status in having more Kms.

of roads thal accounts to 1,37,5620.
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TABLE NO.3.7
ACCESSIBILITY OF VILLAGES BY ROADS IN KARNATAKA DURING
THE PERIOD FROM 1980-81 TO 1995-96
No. of Villages = 26871
Year All Weather  Fair Weather Katchaand  Villages not

Roads Roads Non- conhected by
Motorable Roads

; 5 3 Ro:ds =
1980-81 7448 5332 11451 2040
1981-82 7721 6044 11500 . 1606
1982-83 8124 6257 11538 1109
1983-84 8477 6614 11414 523
1984-85 10013 6745 9909 361
1985-86 10685 6850 8206 287
1986-87 10392 6841 8932 263
1987-88 11741 6782 6281 224
1988-89 12415 6761 7637 215
1989-90 12518 6814 7488 208
1990-91 12592 6775 7461 200
1991-92 12649 6747 7433 - 199
1992-93 13138 6555 7164 171
1993-94 - 13666 6455 6749 158
1994-95 13858 6481 6538 151
1995-96 18237 8026 - 103

Source: Road Development in Kamataka State, Government of
Karnataka, Ministry of Public Works and lrrigation, 1996, p.157.
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The overwhelming improvements in connectivity of villages with

approach roads were due to the implementation of number of Rural

Development Qriented Programmes implemented by the Government as

follows:

i)

Xiii)

Xiv}

Xv)

integrated Comprehensive

Rural Communication Programme.

Crash Programme for Fisheries Link Roads.
National Rural Employment Programmes.

Rural Landless Employment Guarantee Programme.
Integrated Rural Development Programme.
Minimum Needs Programme.

Approach Road to Harijanwadas.

Halli - Heddari.

Sethubbandhana.

Tribal Sub-plan.

Asphatting Roads in Village Limits.

Co-nstruction of Roads with Peoples’ participation.
Asphalting of Roads to connect villages, commemorating 50th
year of Independence.

NABARD Assisted Programme.
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3.4. PROGRESS IN ROAD DEVELOPMENT’

A number of changes have taken place in rural road network after the
publishing of Master Plans in 1979. There is enommous improvement in the
surface of rural roads, a good number of villages having no road
connectivity have been provided with approach roads, there is also
increase in the road length. After the introduction of Panchayath Raj
System during the year 1987-88, road length Development Roads have
been transferred from Public Works Department to Zilla Panchayaths for
improvement and maintenance. A number of programmes have been
started for strengthening and improvements of rural roads. Again, dufing
1992-83 a road length of 10,000.00 Kms. was transferred from Zilla
Panchayaths to Public Works Department for upgradation of this length as

Major District Roads.

A statement showing the changes took place in rural network since

1979 is given below in the Table No.3.8.

! Source: Yojana, 1998, ‘Roads and Prosperity’, p.67-88, Dr. JB.
Lakshmi.
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TABLE NO.38

RURAL ROAD LENGTH AS ON 31.3.1979 AND AS ON 31.3.1995

(in Kms)

Category Rosad length as on 31.3.1979 Road length a5 on 31.3.199%
CC BT WBM US Total| CC BT WBM US Total

1 2 3 ¢ 5 ) 7 8 8 10 11

Other District Roads | 5 36802 4845 488 043 | 2 1M48 822 20 2000

Vitage Roads 10 2451 15352 14349 32882 © 7828 21431 7812 36831
1.0.8 Roads =100 3253 20044 233871 - 0 205  §732 20700 20837
TOTAL 15 6153 23550 35388 65107 | 11 9330 27885 31332 68708

Source: Master Plan for Rural Roads in Karpataka, 1996, PWD,
Govemment of Kamataka.

The road length under BT which was 6153 Kms. has increased 9330
Kms. i.e., 52.5 per cent increase, road length under WBM has increased
from 23550 Kms. to 27985 Kms. with percentage increase of 18.8 during
the period from 1979 to 1995, Similarly, 35389 Kms. of unsurfaced road
length has been reduced to 31332 Kms. (13.0%). And there is 5.5
percentage increase in the total rural road length from 65107 Kms. to

68708 Kms. during the same period.

There is a huge improvement and increase in the connectivity of

villages from 1979 to 1995. This can be seen in Table N0.3.9.
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TABLE NQ.3.9

CONNECTIVITY OF VILLAGES AS ON 31.3.1979 AND AS ON

31.3.1995
(Roads in Kms.)
No. of Villages No. of Villages
Ason 31.3. 1379 Ason 31.3. 1835
Al Fair | Katcha | No.of | Tolal A} Fair Katcha | No.of | Total
weather | weather | roads | roads wegther | weather | roads roads
roads rogds roads roads

2185 | 2310 | 7043 | 1580 | 13118 | 3539 3057 | 4557 136 | 11289

1871 | 1798 | 3017 | 320 | 7007 | 3633 2132 | 1570 8 7343

1167 918 839 87 | 2999 | 2503 707 245 6 3481

2111 | 1021 | 555 60 | 3747 | 4183 585 166 1 4335

7324 | 6046 | 11454 | 2047 | 26871 | 13858 6481 6538 151 | 27028

Source: Roed Development in Kamateke, Public Works Department, Government of
Karnataka (1885).

From the above Table No.3.9, it can be seen that number of villages
having all- weather roads has almost doubled during the period from 1979 to
1995. Number of villages which had Katcha roads (11454)-in the year

1979, this number has come down to 151 villages by 1995.

Physical and Financial Parformance during 1978-79 to 1996-97
Prior to the formation of Zilla Panchayats, all the five category of

roads were maintained by the Public Works Depariment, after the Zilla
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Panchayats started functioning from the year 1987-88 onwards, other
District Roads, Village Roads and Taluk Development Roads have been
transferred to Zilla Panchayats from Public Works Department.

TABLE NO.3.10

SHOW THE PHYSICAL AND FINANCIAL PERFOQRMANCE

(Rs. in lakhs)
Year Total Expenditure on Expenditure on Rural
Roads Roads
1978-78 1048.57 -
1973-80 1565.56 -
1980-85 10405.87 -
1985-90 14188.60 11056.44
{26.66)
1890-91 3862.08 2878.81
(6.92)
1991-92 4804 .63 3808.01
(8.18)
1892-83 6246.36 4941 27
(11.91)
1983-84 £988.26 5213.68
(12.57)
1894-85 8803.26 4972 11
{11.89)
1965-96 8595.84 4188.27
. (10.10)
1986-57 8849.33 440833
(10.63)
TOTAL 63544.56 41467.92
(53.2%)
Source: 8th Five Year Plan document, 1997, Government of Karnataka,

Department of Planning.
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The Table 3.10 shows the Financial achievements. During the 1985-
80 (ViI Plan) Rs.11056.44 lakhs were spent on rural roads. From 1990-81
and onwards, total expenditure incurred is on the increase from year 1o,

year. From 1985-86 to 1996-97 Rs.41467.92 (53.2%) crores have been

spent on rural roads under different programmes i.e., 53.2%.



TABLE NO.3.11

PHYSICAL ACHIEVEMENT - DISTRICT SECTOR ON ROADS DURING
THE PERIOD 1985-86 TO 1995-96

Period Formation Asphal MNP  Approach Others CD  Bridge

and ting Roads road {o (Km.) Works $
improve- (Km.) (Km.) Harijan- _ (No.)  (No.)
ments wadas
(Km.) (Km.)
1985-30 960 642 1814 1066 366 1073 332
Vil Plan
1350-91 327 289 727 367 133 280 67
1991-92 399 310 952 387 145 356 119
Annual
Plans
1952-93 700 533 1233 688 288 795 207
Viil Plans
1993-94 574 558 1260 625 354 586 211
-do-
$1884-.95 489 530 1160 602 473 587 211
-do-
1995-96 343 460 666 572 214 454 313
-do-
Total 3792 3322 7842 4297 1978 4131 1460

Source: 8th Five Year Plan Document, 1995-96, Government of
Karnataka, Department of Planning.

During the period 1985-96, asphaling of 3322 Kms. was done
providing 4297 Km. approach roads to Harijanwadas, imprbvement of
7842 Km. road length under MNP, providing of 4131 CD works and
construction of 1460 bridges on rural roads were the physical

achievements.
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CHAPTER IV

PROFILE OF THE STUDY AREA AND ANALYSIS OF SAMPLE STUDY |

In this Chapter, the investigator used different techniques to get into
reality about the status, use pattern and benefits of road connection to rural
people, particularty farmers. The information coliected by the investigator
include a setl of questionnaire (individual schedules), group discussions held
'&ith village elders, youths, business people, arlisans, women, and
represontalives of village panchayats, and personal observaﬁons made

during village visits.

Accordingly these information are classified into three parts. In the
first part the collected primary data is analysed. The information is
summariased in two way classification tables. The outcome of the group

discussion held with the village people has been explained in appropriate

places.
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The last part is observations made by the investigator on socio-
economic changes and impact of road on the overall system in rural areas

is also recorded and presented wherever required.

in the following section, a profile of the study area is briefly

presented followed by analysis of field survey resufts.
4.1, PROFILE OF THE STUDY AREA: KARNATAKA

Kamataka State has an area of 1,91,791 sq. km. and accounts for
5.8 per cent of the total geographical area of the country. The poputation
of the State, according to 1991 census was 44,997,201 with 22,951 917
males and 22,025,284 females. Out of the total paopulation in the state,
70% of the people are in rural areas. As on 1991 census, the literacy rate
of the state was 5§6.1 per cent. Qut of the total, 67.3 and 43.3 per cent

represent male and female poputation literacy rate respectively.

The main occupation of the people in the rural area is égn'culture.
Out of the total land, 23,24,548 hectares of land is irrigated with various
source of water. The share of forest area is around 19 per cent of the total

land of the state.
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More than 80 per cent of the agriculture crops are grown in rainfed
areas. Cauvery, Krishna, Godavari, Gattaprabha and Malaprabha are the

main rivers flow in the state.

Ragi, Paddy, Wheat, Bajra, Jower are the main agriculture crops of
the state, and Mango, Coconut, Grapes are the main Horticultural crops.
Coffee, Tea, Tobacco and some varieties of spices are intemnational
commercial crops grown in the state. In addition, sericuttﬁre activity is
important from the employment generation and economic development
point of view in the rural parts of Kamataka. In addition to these said
activities in the rural Karnataka, the urban cenlres have big industries like

HMT, HAL, ITH, etc.

The total length of the road network in Karnataka is 1,22,383 km, of
which a length of 36,981 Km. is village roads. As part of transportation,

raif, buses and other motors are being used by villagers.

According to 1991 Census, there are 20 districts, 175 talukas, 5,655

Grampanchayats and 745 hobalies.
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4.2, PROFILE OF BANGALORE RURAL DISTRICT

Bangalore Rural District came into being on the 15th August, 1986,

with the division of Bangalore District into Bangalore Rural and Bangalare

{Urban).

it has eight Talukas, namely, Channapatna, Devanahall,
Doddaballapura, Hosakote, Kanakapura, Magadi, Nelamangala and
Ramanagaram. There are 1,707 inhabited and 177 uninhabited villages
with total population of 16,73,200. Out of the total, 8,60,200 and 8,13,000
represents male and female respectively, as per 1991 census. The
Bangalore Rural District has an area of 5,814 sq.km, and it forms about 3

per cent of the state. The density of the population is 288 per sq. km.

Majarity of the people belong to Hindu religion, which occupies 80%

of population, rest of the religions are Muslims, Chastians.

The Arkavathi, the Kanva and the Dakshina Pinakini are the tnbutary
rivers which flow through the district in the direction from North to South.
Cultivable lands are mainly rainfed. Dry farming is a characteristic feature
of the district. Ragi is the main crop which occupies about more than half

of the net area sown in the district. The contribution of horticulture to the
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economy of the district is quite substantial. A high degree of urbanisation
of Bangalore city has enhanced the economic importance of dairying,
poultry keeping, fruit crops, commercial flowers, vegetables, which provide

ivelihood to a very large section.

The Bangalore Rural District also occupies an important position in
Sericulture production in the State. According to available information, “the
Bangalore Rural District has a length of 124 Kms. of National Highway; 476
Kms. of State Highway, 1,069 Kms. of District Roads and 70 Kms. of
Municipal roads. In addition, above 1,408 Km. length of village roads are in

Bangalore Rural District”.
4.3. THE TALUK PROFILE: RAMANAGARAM

Bangalore Rural District has 8 taluks. Out of 8 taluks, Ramanagaram
is the fourth biggest taluk in the district with a geographical area of 62,930

hectares. Qut of this, 11,954 hectares of land is under forest.

There are-201 revenue villages in the taluk of which habitated villages
are only 135 divided into 4 hoblis headquarters and 24 Gramapanchayats.
As per the 1991 census, the total population of the taluk is 2,60,000, of

which, 1,65,000 are male and rest are women. The rural population
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constituted more in the taluk, i.e., 1.5 lakh. The density of population of the
taluk is 326 persons per sq. km. and also it stands in the fourth place in

density of population among 8 talukas.

The main river Arkavathi flows across the taluk, which feeds the

water to agricultural activities on the surrounding places.

The main occupation of the people is agriculture. The agricultural

operation is mainly rainfed. The main crops are Ragi, Paddy, Groundnut

and other pulses.

Nearty 17 per cent of the area is under horticultural crops like Mango
and Coconut. But the horticultural products are not much, and they are for
domestic uses. Ragi, Groundnut and other pulses are grown on dry lands
or in rainfed areas. The irrigated land of the taluks just 8,982 hectares. The

irrigated area is being used only to grow sugarcane, paddy and sericulture.

According to available information, Marginal farmers with the land
holding of below 1 hectares are more in number. They constitute 45 per

cent of all farmers in the taluk.

The Sericulture activity has become an important factor and the main

source of income on commercial point of view to the farming families in the

87



taluk. Among the 8 taluks, Ramanagaram stands in the fourth important

position in production of Cocoon.

Ramangaram taluk is well connected by road and rail. The taluk
headquarters is Ramanagaram town, located on the main road between
Bangalore and Mysore Highway (State Highway). As on 1997, the total
fength of roads, 66, 107, 10 and 201 Km., are constructed, maintained and
used under the status of State Highway, major district roads, rﬁunicipality
roads and village roads, respectively. The railway connection has helped to
commercial transaction with various places. The town headquarters has
got a big and well infrastructure cocoon market, which is stated to be one

among the biggest markets in Asian continent.

Surrounded villagers of Ramangaram, celebrates annual festivals fike
ugadi, Sankranthi, Mahanavami, etc. In addition to these festivals, local

festivals are also being celebrated as part of their cutural life.
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4.4, PROFILE OF SELECTED VILLAGES

1. Melehalli

The village Melehalli (A)(50)(S)' located in Kutagal hobali, is located
in hilly area. The village comes under Lakshmipura grama panchayat,
having the population 536 in total, 290 and 246 represent male and female

population of the village respectively.

There are 105 families living in the village of which, 86 families
belongs to Vokkaliga community. Second important community in the
village is Scheduled Caste, having 10 families and rest are lingayaths and
other backward class families. The majority of the people are illiterate.
They constitute more than 53 per cent of the village. Female folk are

predominated by illiteracy.
2. Harisandra

The second case study village is Harisandra (BX60)S),? which
comes under Kasaba hobali surrounded by locally welkknown hill called

"Ramagiri Hil' and on the bank of Arkavathi river. There are 150

chediles
chedules

S
2 3

89



households consisting of 85 Vokkaligas, 40 Schedule Caste, 20 fingayaths
and 5 other backward class families. Total population of the village is 863,
of which 446 are male, 417 female population. Since it is little bit close to
town headquarters and with the infrastructures like scﬁools, anganawadi, the

considerable number of fiterate are there among male and female folk.

Soclo-Economic Features of two case study villages

A) QOccupation: Agricufture and alfied activities are the main occupation of
the two villages. Rainfed agricufture is in practice. In addition to these,
considerable number of families have brought there land under irrigation
farming with various sources of water like river, borwell, village tank, etc.
As part of agriculture, peaple grow Ragi, Paddy, Vegetables, Coconut and

Horticuftural crops like Mango, Banana, Jack fruits, etc.

B) Sericulture; Sericulture is an important employment generating activity
among the two villages. It is the subsidiary occupation from the
commercial and income point of view. As it is already stated earlier,
Ramangaram is not lesser than any other taluks of the district in
contribution of Sericutture production. More than 50 per cent of the families

are involved in Sericuture activities.
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C) Socio-Cultural Aspects: As found in these two villages, people are
arthodox in refigious practices. They celebrate common as well as local
festivals. Animal husbandry is also an important area which gives

considerable rate of income and employment to the villagers.

D} Infrastructural Facilities: The commonly available facilities in both the
villages are: bus station, milk producer co-operative societies, school for
children, electricity, drinking water facilities, Govemment fair-price shop,

partial drainage and sanitation, youth associations are also existing in these

two villages.

These community infrastructure facilities were provided between
1980 to 1986, except a primary school in Harisandra village was started in
the year 1976. The facilities like Panchayath Hall, Community Hall and

High School are available only at Harisandra village.

To have essential facilities fike hospital, veterinary facilities, hostels,
college education, professional training centre, library, Banks and other
needs, the people will have to go to taluk head quarter or Bangalore city

only. The said facilities are available in average distance of 13 to 18 Km.

from the villages.
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E) The Road: The village Harisandra and Melehalli were away from the
roads for several years. There use to be walking path/hullock cart roads
uptil 1980°s. During the early 80's, both the villages could get mud road
constructed by the concerned department. It is the first stage where exactly
the out world linked communication started to these interior villages. After
the inception of local self government, with the responsibilities of these
organisationfinstitutions these village roads were converted into metal
roads. Now these roads are being used by the villagers. These roads are
nearer to people and all-weather roads. Due to the present good status of
the road, the agricultural practices and cropping pattern are in transitional
stage. With the help of allweather road, the standard of living and socio-

economic change are comparatively taking place.
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4.5. ANALYSIS OF FIELD SURVEY RESULTS

TABLE No.4.1

LANDHOLDING STATUS OF RESPONDENTS

RESPONDENTS
Landholding No. Per cent
MF 39 366
SF 51 46 4
SM 17 15.4
Me F 3 27
Total 110 100.0

Note: MF - Marginal Farmer (<2.5 acres)

SF - Small Farmers (2.5 to 5 acres)

SM - Semi-Medium Farmers (5 to 10 acres)

MeF- Medium Farmers (10 to 25 acres)

Table 4.1 indicates that out of the total number of sample
respondents, 46.4 per cent are Small Farmers (agriculture land size

between 2.5 to 5 acres) and 35.5 per cent represented by Marginal Farmers

(below 2.5 acres of land). Semi Marginal Farmers are 15.4 per cent.
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Medium Farmers with an average land between 10 to 15 acres are only 2.7

per cent. It shows that Small Farmers are more in the study area.

TABLE 4.2

CASTEWISE DISTRIBUTION OF LANDHOLDING

CASTES
Landholding Vokkrliga Lingavat SCs/STs Others Total

No. % Ro. % No. % No. % No.

MF 18 46.15 9 23.87 5 12.82 7 17.94 39
SF 30 58.82 9 17.64 3 5.88 9 17.64 51
SM 11 64.73 3 17.64 3 17.64 17
Me F ] 1 33.33 2 66.66 3
Total . 59 21 9 21 112
53.63 19.09 8.18 19.99 109.0

Table 4.2 shows the landholding status of respondents by castes.
Vokkaligas are dominant people in all size of landholdings represent 53.63
per cent in total. The next caste groups are Lingayats and other backward

caste groups.

94



There are 9 families (8.18 per cent) belonging to Scheduled Caste

and Scheduled Tribes.

It is very much clear that there are no families belonging to medium
land holding among Vokkaligas and Lingayats. Whereas Scheduled Castes

and backward castes are represented in medium landholding group.

TABLE 4.3
TYPE OF FAMILIES

TYPE OF FAMILIES

Landholding Nuclear Joint Total
No. % No. % No;

MF 37 94.387 2 5.12 39

SF. 32 62.74 19 37.25 51

SH 38 47 .95 9 52.94 17

Me F 2 66 .66 1 33.33 3

Total 79 31 | 110

71.81 28.18

Table shows types of families among the selected caste study

families. Out of the total, 71.8 per cent are nuclear and rest (28.18 per

cent) of them are joint families.
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Out of the total small farmers, (51) 62.74 and 37.25 per cent of

nuclear and joint families respectively.

Thus, the nuclear families are more even in farming community.

TABLE 4.4
TYPES OF HOUSE

Landholding Brick and RCC Mudwall Mudwall Total

Tiles SC Tiles
MF 26 9 2 2 39
SF 46 4 1 %] 51
SM 13 3 1 2 17
MeF 2 1 /] 2 23
Total 87 17 4 2 119
79.9 15.45 3.63 1.81 100 .2

Table 4.4 shows the type of housss of respondents. Out of the total
houses, 79 per cent of them are constructed with bricks and tiles.‘ 15.45 per
cont of the houses are with RCC and the rest of the houses are with

rmudwalt and mudroof.
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TABLE 4.5

PARTICULARS OF DOMESTIC ANIMALS

Domaestic animals

Landholding  Milk Cows Buffaloes Sgi?zs& Pigs

MF 51 35.66 10 1220 340 57.92 78 41.26
SF 52 3636 28 3415 187 318 256  13.22
SM 28 1968 36  43.90 60 1022 32 16.93
Me.F 12 8.38 8 9.76 0 000 54 2857
Total 143 100.00 82 100.00 587 100.00 189 100.00

Table 4.5 provides the particulars of domestic animals owned by the

respondents. Among the domestic animals the unit of sheeps and goals

are more in numbers. Out of the total numbers, 57.92 per cent of these

animals belongs to the houses of marginal farmers. Second and third place

goes to small and semi-medium farmers. It is necessary to nole that

medium farmers do not have these animals. Among milch cows, small

farmers are having more numbers which accounts to 36.36 per cent. The
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next place is acquired by marginal farmers with 35.66 per cent. Semi-
medium and medium farmers are having 19.58 and 8.39 per cent
respectively. Qut of total number of Buffaloes first, second, third and fourth |
places goes to semi-medium, small, marginal and medium farmers

respectively. The rearing of pigs among the farmers show their keen

interest in this activity.

TABLE 4.6

CROPPING PATTERN OF THE RESPONDENTS BEFORE
CONSTRUCTION OF VILLAGE ROAD

Land Sericul- Horticuk  Vege/ Ground-  Ragi/ Total

holding ture ture flowers nut Paddy
MF 12 2 . 4 21 - 39
SF 13 3 2 9 24 51
SM 3 1 1 2 10 17
Me.F 2 - - - 1 03
TOTAL 30 6 3 15 56 110
% 27.27 5.45 2.72 1363 5090  100%

Table 4.6 namates the cropping pattern of the farmmers before
construction of village road. They used to grow mainly food crops like ragi

and paddy (50.90 per cant). Second important crop grown was sericufture
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accounting for 27.27 per cent of the respondents. The farmers used to

grow groundnut (13.63), horticufture (5.45), and vegetable and flowers (2.72

per cent).

The table gives clear picture that 50 per cent of the farmers used to

sow ragi and paddy before construction of road to the village.

TABLE 4.7

CROPPING PATTERN OF THE RESPONDENTS AFTER
CONSTRUCTION OF VILLAGE ROADS

Land Sericuk- Horticuk  Vege/  Ground- Ragif Total

holding ture ture flowers nut Paddy
MF 26 - 6 - 7 39
(37.68) (35.29) (38.88)
SF 32 1 8 2 8 51
(46.37) (33.33) (47.05) (b6.66) (44.44)
S/M 9 2 3 1 2 17
(13.04) (6666) (17.64) (33.33) (11.11)
Me. F 2 - - - 1 3
(2.89) (5.55)
TOTAL 69 3 17 03 18 110
% 62.72 272 15.45 272 16.26 100

Table 4.7. gives the cropping pattem of the respondents after
cénstruction of village road. Out of the total respondents, 62.72 per cent
are engaged in sericufture activities which has become a major commercial
crop of the area. The table indicates that gradually sericulture is becoming

the mainstay of small and marginal landholding farmers as compared to
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earlier period. At the same time, horticutture and floriculture crops have

also increased substantialfy.

It is important to note that when compared to before construction of
village road, the cropping pattem shifted towards commercial crops, after

construction of the road, particularty the adoption of sericultural,

horticuturat and floriculture activities.

Before construction of village road, there was 50 per cent of the
farmers growing major food crops like ragi and paddy. After construction
of village road, its share reducedto 16.36 per cent. It shows that within the
period of 6-7 years a drastic reduction appeared in farming pattemn. 1t is
important to point out that these commercial crops require almost everyday
transportation with good road and transport network. To that extent, the
impact of road connection is significant on the changing pattern of crops,

particularly among small and medium farmers.
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TABLE 4.8
RESPONDENTS FREQUENT VISITS TO MARKET/CITY

Landholding Main Purpose of Visit
Sericulture Vegetables/ . Dairy Total

Flower growers

ME 26 6 7 38
SF 32 3 11 51
SM 9 3 5 17
Me F 22 2 1 23
Total 89 17 24 110
62.72 15.45 21.81 100 .9

Table 4.8 mainly focuses on the frequency of visits by respondents
to market and centres towns for the purpose of selling agricultural
commodities and to buy their requirements both for domestic and farming

activities.

Out of the total respondents, the farmers who are aclively involved in
sericultural activities their frequency of movement is found more with
(62.72%). The second important group (21.81%) is dairy based farmers.

The next groups is vegetable and flower growers, their percentage is 15.41.
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TABLE 4.9

FREQUENCY OF PERIOD COMMENCEMENT TO CARRY OUT AGRICULTURAL PRODUCTS

Land- Frequency of Carrying the Agriculture Products
holding

Since No. of Years

Jyears Per 3tod Per 5Sto7 Per 7010 Per 10t Per  Total Per

cent cent cent vyears <cent more cent cent
MF 12 32.43 13 3714 7 35.00 1 20.00 6 46.15 39 35.45
SF 23 62.16 12 3429 7 35.00 2 40.00 7 53.84 51 46.40
SM 2 5.41 8 22.86 5 25.00 2 40.00 0 0.00 17 15.40
MeF 0 0.00 2 5.71 1 5.00 0 0.00 0 0.00 03 270

TOTAL 37 10000 36 10000 20 10000 5 10000 13 10000 110 100.00
% 33.63 31.81 18.18 45 11.81




Table 4.9 gives the number of years using the road for various
purposes, mainly carrying the agro-products. 33 per cent of the
respondents have reported that they are carrying their goods since 3 years.
31.81 per cent people are using the facility for the lést 3to 5years. 18.18
per cent carrying their goods for the past 5-7 years. Only 4.5 per cent of the
people are carrying their products for 7 to 10 years and 11.81 per cent of

them are carrying their products even before 10 years.

Thus, more than 70 per cent of the respondents have started carrying
their products with the help of approachable road which is constructed

recentty between 6-7 years back.

One can clearly understand that only after construction of

approachable road, the overall transition started actively.
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TABLE 4.10

CHANGING PATTERN IN MODE OF TRANSPORTATION BEFORE
AND AFTER FORMATION OF VILLAGE ROAD

Change of Mode of
Transport
Land- Walkto Bicycle B.Cat Multiple Walkto  Total
holding Bus toBus toBus two
wheelers

MF 14 7 12 6 - 39
SF 21 11 10 6 3 51
S/M 4 3 1 7 2 17
MeF 1 - 1 0 1 3
TOTAL 40 21 24 18 6 110
% 36.3 19.08 218 17.3 55 100

Table 4.10 brings out the changing pattem of mode of transportation

used before and after construction of village road.

Qut of the total respondent, 36.3 per cent have changed their mode
of traveling from walk to bus. In the case ‘buflock dart to bus' the
percentage is 21.8. 19.9 per cent of the respondents were using bicycle
earlier are now using bus as transport. The multiple mode of transport is
used by 17.3 per cent. Only 5.5 per cent of respondents have shifted from

walk to two wheelers. The change has occurred mainly due to the village link

road.
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In recent days, it is brought to the notice of the researcher that

majority of the farmers using bus as mode of transportation due to the

increased frequency of buses.

CHANGING FREQUENCY OF VISITS BY THE RESPONDENTS TO

TABLE 4.11

MARKET/CITY IN A MONTH

Landholding 2-5to 510to 12-156to0 15-20to infre- Total
57 10-12 15-22 15-25 guent
1 2 4 5 6
MF 12 9 3 3 12 39
SF 6 21 12 4 8 51
SM 0 3 5 3 6 17
MeF 0 0 0 2 1 3
TOTAL 18 33 20 12 27 110
% 16.36 30 18.18 10.90 24 .50 100

Table 4.11 gives changes in frequency of visits to city and market

place by the farmers ina period of one month, after construction of village

link road. These visits contain the multiple purpose. Countless visits in a

month is reported by nearly one forth of the respondents after the

construction of the road. A large proportion of respondents (30.0%) have

reported that their frequency has doubled per month after construction of



village road. By and large in almost all cases of respondents, there are
increased visits to market or city after formation of the road. The frequency
of visits to various places is due to the village link road as well as the more
frequencies of buses to the vilage. The convenient road also helped in

movement of vehicles like tempo, tractor, trucks and motor vehicles in

these villages.

TABLE 4.12

METHOD OF SELLING AGRO-COMMODITIES BEFORE
CONSTRUCTION OF ROAD

Landholding Local Agent Middlemen City Mualti Total
Places
MF 6 20 7 8 39
(37.5) (492) (21.2) (54.54)
SF 8 26 14 3 51
{5 (52) (42.42) (27.27)
SM 2 4 9 2 S
(12.5) (8) (27.27) (18.18)
MeF - - 3 - 23
{(9.0&)
Total 16 58 33 i1 119
14.54 45.45 30 10 102.0
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Tables 4.12 and 4.13 provide the methods of selling agro-products
before and after construction of the road. Different praclices were existing
in the village before the road construction. Some of the commodities used
to be sold at the village itself. Such locally sefling items are less in quantity.
In addition to the said practice at village level sometime the local agents

also buy some of the items. In the sample study, nearly half of the

respondents were selfing their produce local agent.

Before the road construction, the role of middlemen is found high in
the study area. As many as 45.45 per cent of respondents used to depend
upon the middiemen (middle men means the man who is coming to village
for the purpose of buying some of the agricultural commodities, during the
harvest season). Among four group of farmers, majority of small and
marginal farmers were selling their products to middlemen. Before
construction of connected road only 30 per cent of the farmers were

depended on the markets situated in cities.

While this was the situation before road construction, immediately
after construction of village road a drastic change occurred that can be

- seenin Table 4.13.
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TABLE 4.13

METHOD OF SELLING AGRO-COMMODITIES AFTER
CONSTRUCTION OF ROAD

Landholding Local Agent Middlemen City Multi Total

Places
MF - 3 28 8 39
(38 (31.1) (88.8)
SF - 7 43 1 51
(768 (47.7) {(11.1)
SM 1 - 16 - : 17
(17. 1)
MeF - - 3 - 23
(3.3)
Total 1 19 90 1} 110
(2.9) (9.99) (81.8) (8.18) (190.9)

FromATable 4 13, it is evident that selling the agricuftural produce to
local agent or middiemen by the farmers have drastically reduced and at the
same time, taking the produce to the city (or market) by themselves has
increased. This is mainly due to the facility created by the village road and

frequency of motor vehicles.
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TABLE 4.14
VIEWS ON UTILITY OF ROAD AFTER LINKED

Land Profit- Useful Encouragement Useful No Total
holding able to grow more to all Change
MF 4 10 10 7 8 39
SF 3 12 14 18 4 51
SM 5 3 2 4 3 17
MeF 3 - - - D - 3
Total 15 25 26 29 15 110
(13.6) (22.72) {23.63) (26.36)(13.63)(100.)

The overall views of respondents on the degree of benefits due to

the road construction is presented in Table 4.14.

The types of views expressed by the respondents indicated that the
people inspired a lot to grow more and more Ccrops, specially the
commercial crops, which also give more profit to fhem. In general, almost
all the respondents agree in different degrees of satisfaction that the road

has given various benefits to various sections of the village people.
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TABLE 4.16

THE PERFORMANCE OF GOVERNMENT OFFICIALS AFTER

CONSTRUCTION OF THE ROAD
Performance No. of Respondents Percentage
Better 60 54.54
Equal 26 23.63
Poor 24 21.83
Total 110 - 100.0

Another important and significant observations reported by the
respondents is the performance of government officials in discharging their
duties in villages (in termsof visits). As compared to earlier period (before

road construction).

The rural people were generally not aware of the schemes and
programms of the government which are meant for the development of
village and economically weaker sections of rural community. These
schemes and programmes are normally communicated through village level

officials, who are actual agents for rural development and change. The role
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of government officials is very important in getting the work done
particularly the common facilities like water, drainage, power, fare-price
shops, health and other family and individual economic development
oriented programmes. Hence, they have to physicaﬁy visit the rural areas
and communicate the programmes as well as implement them successfully.
Improvement in communication network fike roads to remote villages
facilitate better success of such programmes. In this study, it is noticed
that 515 per cent of respondents have identified that the visits of
government officials have increased substantially. But, nearly 24 per cent
of the respondents do not see any change and the remaining 21 per cent
expressed their dissatisfaction, perhaps they are not happy with the visits

of officials or their programmes.

Group Discusslon

The following are the main highlights of the group discussion held

with the villagers.

i) People are not showing any interest in either construction or
maintenance of their village link roads. They feet that the construction and

maintenance of road to their village is the duty of the government.
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i) Some of the farmers who are economically developed have shown
a moral interest for repairing the road, particularty during rainy season»
voluntarily if the concemned village Panchayath and its members cooperate

properly.

iii} Generally, the group expressed that they have benefited in many

respects, but more so in getting education to their children.

iv) People are expecting all weather road, more frequencies of buses
and other motor vehicles to get movement of their products and also for

their movements.

v) Youth and women have shown very keen interest with voluntary
participétion for tree plantation by the side of the road along with proper

nurture.

vi) Though the village Panchayath members are interested in this
work and is one of the compulsory functions of Gram Panchayaths, they
are not in a position to take up any responsibility regarding roads are

concerned in view of financial constraints.

The rural roads programme may also be implemented by different

departments and agencies. There is no uniformity in planning, designing
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and implementation of rural roads development programme. Without proper
coordination among different agencies involved in rural roads, development

programme, the funds may not be utilised efficiently.
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CHAPTER V

SUMMARY
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CHAPTER V

SUMMARY

The development of road system sbou!d not be considered only froﬁ\
the view point of construction of new roads, but also there should be
adequate provision for the maintenance and improvement of existing
roads. More or less, everybody uses roads in one way or the other. Great
emphasis was faid on the rural road development of the country by the
National Planners, who realised whal was necessary to build new village
roads, before other economic plans could be put bn wheels and at least
those villages which lie within 2 few miles on either side of the existing

roads should be linked up first.

The community projects and National extension service
administration included this issue in their programmes and concentrated on

village road construction by enlisting public cooperation. The experience of
working of the community projects has shown that construction of roads
evoked perhaps the biggest response among the rural people than any

other aspect of community programme in india.
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 Awell developed road network is vita! for the growth of the economy.
Roads are very nearer to the people because of their inherent advantages
such as door to door service, flexibiblity, reliability and timelyy deliveries.
Roads constitute one of the most important modes of communication to-
day, and roads are the only means of the communications which can
remove the rural isolation and reach every village in the country. It has
been recognised that one of the essential requirements for the proper
development of rural economy is to connect villages by all weather roads.
A large number of villages are not connected by all weather roads nor with
any urban centres. Most of the existing rural roads are fair weather Katcha

roads which are non-usable during the rainy season.

Major Findings

The following are the major findings of the Study.:

It is very much found in the study area that marginal and small
farmers are predominent, holding the land status betwen 1 to § acres.
None of the farmers belongs to large holding found in the study area. it
shows that small and marginal farmers are more and their main crop

preferencingly food and commercially, first, second preferably
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Since this area dominated by Vokkaliga community people, other

communit, are also in considerable numbar.

Though it is general assumption that the rural families existing with
joint family system, but, this study proved that under the changihg

phenomina considerable number of nuclear famities are in force.

'The housing condition of the people is improved as economic
activities and pattem of agricuftural crops changes, the dwelling houses of

farmers are in good condition with minimum infrastructure facilities.

As part of agricultural activities, the economic returns from animals
also an important, which gives additional source of income to the farming
families. As it is found that, milch cows, goals and sheeps are important

domestic animals, which have helped to such families in the study area.

As parnt of changing aspects dua to village approachable road, the
cropping pattem sniffed from stapled food crops to the commercial crops.
The hortticultural erops have succeeded in occupying good number of acres

of agricultural land. It is because improved infrastructure accessable

marketing facifities such change occurred in this area.
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Due to enhanced agricultural commodities and other required
infrastructure mobility among farming community and the communication
between city centres and vilages is more often found as part of the active

changes when compared to previous pattem of all sonts of exchange inthe .

day to day life.

The traditional mode of transport of farming people used to be
bullock carts, cycles etc. The same practice is not there in those villages. ;
it is because, availability of buses and other mottor vehicles and their
movements frequently they have helped not only to improve their living
standard, but also in acquiring the knowlefdge about on-going day to day

happenings of the surroundings.

it is a common opinion among the experts of the rural development
that, the middle ;men, local agents, cheating to the farming community while
buying the agriuftural commodities and village leve! itself. Due to this type of

people, the farmers never used to get the actual price or atleast nearest

prices.

L ack of information about the market village people depend upon
middiementvillage level merchants. It is shown in the study that, if there is

proper infrastructure and communication the people have proved that the
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middlemn’s are not necessary to sell their products (Table 12 indicated that
the drastic change with decline of the role of middiemen in selling the
agricultural products). It proves that in place of middlemen, the

City/markets succeeded providing appropriate retums.

When we looked at the performance of Government officials in

performing their diuties at village level, it is common opinion of the villagers
to :

that the official visiting}he village is improved a lo!, and satisfactory state

of affair is expressed by the farming community about the construction of

village link road and improved transport system to the nearby villages.

The total response ~~  relating to their enhance status of family
income, the positive reaction is expressed. Particularly among the farmers
who have improved in sericuftural activities and horticulture have accepted
that the income of the family when compared to the previous method of
family and marketing the present system helped in getiting more profits. it

is the common view point of the respondents.

According to the common opinion of the respondents from both the
villages, that, the village link road and transportation which is in practice at
present has helped a lot in obtaining the higher education to their children.

This system particutarly, helpful for women education.
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it is found from the study, the main occupation of the respondents is
agricuture, as part of their subsidiary occupation, dairyuing, sheep rearing
and rearing of other domestic animals are the important subsidiary

occupations

An important observation made at the field, that hundred per cent
houses were electrified. It shows that one among the important needs like

electricity for equity of life.

Palicy Recommendations:-

1. Network approach should be applied for rural road planning.
Districtwise master plans for rural road should be prepared in all the

districts.

2. Rural road programmes should be integrated with Rural

Development Programme.

3. Supplementary sources of finance should be mobilised in addition

to state plan resources.

4. A Rural Road Commission should be set up at the centre for
coordinating various tural road programmes at the National level; use of

labour-intensive technologies, assessment of sacio-economic impact of
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rural roads in quantitative terms, development of national maintenance
criteria, use of locally available materials, single agency for planning and

execution of rural roads programme.

5. There is absence of uniform criteria for selection of road works,

fixation of alignments, specifications etc.

6. Construction of rural roads by multiple agencies should be stoped,
the work should be handled by a unified and technically competent
Engineering Organisation under PWD;

7. Top priority should be given to the maintenance of rural roads

already built. This is a neglected area at present.

8. At the district level a coordination committee with Deputy
Commissioner as Chairman and Executive Engineer, PWD, dealing with
rural roads as Convenor be formed to facilitate pooling of funds. The
presidents of taluk and gram Panchayaths should be the members of such

boards within the district.

8. The primary formation of roads must be entrusted to the village

panchayats under decentralised development agencias like taluk and zilla

panchayats.
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10. The concept of people participation must be implemented by
gross root level while forming the village commutable road and at the initial

mudroad formation stage.

11. In view of maintaining propér frequency of vehicle movements
and to help carrying the agricultural products, the luggage cairier must be
permitted which should be linked between the interior villages in the taluk

and to city centres.

12. Second stage of formation of metal and all weather viltage roads

must be constructed and maintained by taluk level organisation with skilled

professionals.

13. The monitoring of the rural roads works and village connectivity

should be strengthened.
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NOTES & REFERENCES
1. ANSISS - A N Sinha Institute of Social Studies.

2. One man Committee under Mr H P 'Sinha, former Director-General of
Road Development, 1969, January. The Committee assessment showed
that only 10 per cent and 20 per cent of the targets for village roads and

other isolation of villages, to construct new roads will be required.

3. Repon of the Chief Engineers in Road Development for india (1961-

81) 1958.

4.  For a full-fledged description of the technique refer to the Economic
Analysis of Rural Road Projects, World Bank Staff Working Paper, No.241,

Annexure 3.

5.  Government of India - Report of the Committee on Rural Roads,

1968, p 4.

6. Regional Transport Survey of Mysore State - National Council of

Applied Economic Research, New Dehi, 1970.

7 The 'National Highways’ are the main highways that are designated

as such. They are predominantly national, as distinct from state purposes.



They run through the length and breadth of India together forming a system
connecting the major parts, the foreign highways and the capital of states

and they included the highways needs for the strategic defence of India.

8. The "State Highways" and the “District Roads" are linked with the
national highways and along with them constitute an integrated road

system. The programmes of construction of these roads are determined

by the states themselves.

9. The "Village Roads” are mostly unmetalled roads and are broadly
intended to connect the more important villages with marketing centres and

taluk headquarters.

10. Rural Communication. During the second plan period, the
programme of village communications was launched. The term “Rural
Communications” would broadly cover inter-village roads. These are mud
roads, unmetalied and with no causewaays or culverts and though their
construction is by the Public Works Department, their maintenance is left to

the village community.

11. Final report of the Committee on Transport Policy and Coordination,

Government of India, 1966, p.312.



12, Jaykar Committee, 1927: The need for providing connectivity to far
flung villages as well as for the ovérall development of rural areas was fef
even before India attained independence. Government of India appointed
a Road Development Committee in 1927 popularly known as Jayakar
Committee. The Committee assessed the inadequacy in the Indian Road
System and urged that further development of the system was desirable for
the general welfare of the country, for the better marketing of agricuftural

produce, social and political progress of the rural poputation.



