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ABSTRACT

The transportation division is a solid factor as far as monetary and local adjusted advancement,
Jjust as likewise impacting national joining to the world financial market. India has a rich history
of exchange crosswise over oceans. Ports comprise an important monetary movement in beach
front zones. The higher the throughput of merchandise and traveler's year-on-year, the more
frameworks, arrangements and related administrations are required. These will carry changing
degrees of advantages to the economy and to the country. Ports are likewise important for the
support of monetary exercises in the hinterland since they go about as an essential association

among ocean and land transport.

-As a provider of employments, ports don't just serve a financial yet additionally a social
capacity. As far as burden conveyed, seaway transportation is the least expensive and best
transportation framework contrasted with different frameworks. Businesses require protected
and modest methods for exporting completed products and importing crude materials. Thus the
majority of businesses on the planet are situated in the waterfront belts, in the region of major

ports. These businesses thusly, impact the lives of the workers and aberrant promoters.

Effect of port foundation improvement and proficiency in port activities on export execution is
dissected econometrically utilizing port-wise information on India's exports of six major
classes of fabricated items. Information for major ports are utilized for the investigation, which
together record of around 84 percent of absolute cargo took care of by Indian ports. Four port
proficiency pointers are considered for the econometric examination, specifically pivot time,
berth inhabitance rate, pre-berthing holding up time, and level of inert time at berth to time at
working berth, with more noteworthy dependence put on and consideration paid to the initial
two.

The consequences of the econometric investigation demonstrate that proficiency in port
activities positively affects India's export execution in fabricated items. Another observational
discovering is that expansion to port limit adds to development in exports of made items in
India, yet the effect of port limit extension on export development is moderately little for a port

where the current degree of usage of offices is low.
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CHAPTER 1
INTRODUCTION

1.1 BACKGROUND OF THE STUDY

India has 12 significant ports and around 200 non-significant ports. Under the National
Perspective Plan for Sagarmala, six new major ports will be created in the nation. Traffic has
expanded 3.10 percent year-on-year to 712.08 million tons and up to June 2019 it arrived at
244.21 million tons. Freight traffic at non-significant ports was assessed at 295.0 million
tonnes. Limit at significant Indian ports arrived at 1,589 million tonnes. Limit at non-significant
ports is relied upon to arrive at 973 MMT in 2019 from 780 MMT in 2017.

The Government of India has finished ground breaking strategies for 144 limit development
projects worth Rs 93,544 crore as US$ 14.21 billion under the Sagarmala program. As of April
2019, projects worth Rs 1.94 lakh crore as US$ 29.80 billion had been granted under Sagarmala
program. Roughly 15,000 employments were made through projects started under Sagarmala

during the most recent three years.

The Government of India has permitted remote direct venture of up to 100 percent under the
programmed course for projects identified with the development and upkeep of ports and
harbours. Ports segment in India has gotten a total of US$ 2.24 billion between March 2010
and March 2019,

1.2 PROBLEM STATEMENT

Going before couple of years have been testing a long time for India's Port Sector as it was
slammed by three exogenous stuns growth in world yield has floundered it tumbled from a
yearly normal growth rate during 2000-2010 turned negative in 2010. Global growth in the
wake of recouping has decelerated from 2015 of every 2016 and in 2018 and is relied upon to
recuperate in 2018. Essentially, yearly normal growth in volume of world exchange
merchandise crumbled from during 2000-2010.

The following problem looking in volume growth in exchange not recouped however has
decelerated from 2016 and 2018 individually. Volume growth in global exchange is anticipated
in 2017 India's yield growth as far as gross worth included at essential costs decelerated from

2015-16. Log jam in growth assembling and mining segments was very articulated while
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growth in assembling eased back from 2017-18. Growth in mining part was considerably
progressively articulated when it decelerated from in 2017-2018 arrangement of legal
intercessions prompting limitations on iron mineral exports upset iron metal exports from the
West shoreline of India.

1.3 NEED OF THE STUDY

India’s long coastline is along the terrain and around the islands. There are 13 significant and
around 200 minor ports. Ports in India are named major or minor based on proprietorship. The
Government of India entirely claims the 13 significant ports. While the Major Port oversees 12
of the significant ports, the thirteenth port, in particular Ennore, is the main corporate port that
is regulated by aﬁangements. Significant ports of India along Indian coastline with the

worldwide codes of the 13 significant ports of India together are the significant Study region.

The major study based on the in the western shore of India, there are six significant ocean ports.
Among them Kandla in the State of Gujarat is a tidal port and the main seaport serving western
India. Mumbai port is a characteristic profound water harbour and is the busiest and greatest
port of India. Jawaharlal Nehru Port, otherwise called Nhava Sheva, is the biggest compartment
port in India and it is the quickest developing port among the 13 significant ports. Both the
ports of Mumbai and J.L. Nehru are situated in the province of Maharashtra. Port Mormugao
is in Goa. New Mangalore port is situated in territory of Karnataka.

1.4 OBJECTIVES OF THE STUDY

¢ To find out the lack of facility in handling non-major ports

¢ To realize the draft solution increase global trade for India

* To overcome handling the large volume by analyzing the ports in India

* Tostudy the ports handling the facilities with IT systems and overcome major problems

in India
1.5 INDIAN PORTS ANALYSIS

India has 13 major ports and around 200 non-major ports. Most cargo sends that sail between
East Asia and America, Europe and Africa go through Indian regional waters. Cargo traffic in
2013 was 933.7 million metric tons (MMT) and is required to arrive at 1,758 MMT by 2017.
India's absolute outside exchange is assessed to have developed to US$ 765 billion in FY 14,
suggesting a compound yearly development rate (CAGR) of 14.9 percent since FY06. Ports
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handle just about 95 percent of exchange volumes; hence, rising exchange has contributed

altogether to cargo traffic.

The Government of India has permitted remote direct speculation (FDI) of up to 100 percent
under the programmed course for ventures identified with the development and upkeep of ports
and harbors. A 10-year charge occasion is stretched out to undertakings occupied with the
matter of creating, keeping up, and working ports, inland conduits, and inland ports. The
government has additionally started National Maritime Development Program (NMDP), an
activity to build up the oceanic division with an arranged expense of US$ 11.8 billion. Given
the inspirational viewpoint for cargo traffic, and the subsequent increment in the quantity of
vessels visiting ports, interest for dispatch fix administrations will go up. This will give

opportunities to manufacture new evaporate docks and set subordinate fix offices.

Expanding exchange exercises and private interest port foundation set to support port
framework action. In FY'17, cargo limit in India is assessed to have expanded to 2,493.1 MMT
from 1,806.8 MMT in FY15. The Maritime Agenda 2010-20 has a 2020 objective of 3,130 MT
of port limit. India has 12 major ports. By FY17, cargo limit at major ports developed to 1,065
MMT in FY17, from 965.36 in FY16 inferring a CAGR of 10.32 percent. As of December
2017, major ports had a limit of 1,359 MMT. The normal turnaround time of major ports
improved to 3.44 days in FY17 from 4.01 days in FY15 In FY17, 12 major ports in India dealt
with 647.43 (Million Tons) of cargo, indicating a CAGR of 2.5 percent during FY08-17. In
FY18*, major ports in India have taken care of 499.41 MMT of cargo traffic.

India's 200 non-major ports are deliberately situated on the world's transportation courses.
During FY17 major and non-major ports dealt with all out throughput of around 1,133.09
Million Tons (MT), an expansion of 5.7 percent from FY16. Exchange to help interest for
holders, In FY18* compartment traffic in India (for major ports) expanded 7.14 percent year-
on-year to 6,770 TEUs. Infrastructural improvement to build interest for iron and steel, In
FY18* iron metal traffic at major ports expanded 1.36 percent yearon-year to 33.47 million

tons.

As per the Ministry of Shipping, around 95% of India's exchanging by volume and 70% by
esteem is done through sea transport. India has 12 major and 200 informed minor and middie
of the road ports. Under the National Perspective Plan for Sagarmala, six new super ports will
be created in the country. The Indian ports and delivering industry assumes an essential job in

supporting development in the country's exchange and trade. India is the sixteenth biggest sea
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country on the planet, with a coastline of around 7,517 km. The Indian Government assumes

an important job in supporting the ports division.

It has permitted Foreign Direct Investment (FDI) of up to 100 percent under the programmed
course for port and harbor development and upkeep ventures. It has likewise encouraged a 10-
year charge occasion to endeavors that create, keep up and work ports, inland conduits and

inland ports.

The business goes about as essential methods for universal transport of any fundamental
product. The worldwide transportation industry can be comprehensively characterized into wet
mass (like unrefined and oil based commodities), dry mass (like iron metal and coal) and liners
(like compartments and others). Further, there are different benchmarks that decide cargo rates
for these fragments. The conspicuous among them are Baltic Freight Index, Baltic Dry Index
(for dry mass fragment) and Baltic Clean and Dirty Tanker Index (for tankers).

Cargo rates and profit of the delivery organizations arc fundamentally a component of interest
and supply in the business sectors. Request drivers are an element of exchange development
and land parity of exchange (which decides the length of take required). Then again, the
inventory drivers are an element of new ship building orders just as rejecting of existing

tonnage.

The business is directed by the principles and guidelines of International Maritime
Organization (IMO), arrangement society, and the necessities of the banner state. Aside from
these, there are likewise the principles and guidelines of different nations where the vessel

works.

As respects India, the ports and sending industry assumes a major job in supporting
development in the country's exchange and business. According to the Ministry of Shipping,
around 95% of India's exchanging by volume and 70% by esteem is traveled through oceanic
transport.

1.6 RESEARCH ON SHIPPING SECTOR
Supply

Supply is dictated by the expansion to transportation limit. Additionally, factors, for example,
requesting and rejecting impact the supply in this industry. On the requesting side, for instance,

the quantity of vessels that a shipyard can manufacture and the time taken to assemble a vessel
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assumes an important job in deciding the development in tonnage supply. On the rejecting part,

decay/delay in rejecting movement would prompt oversupply of vessels.
Demand

Demand in the transportation business is generally decided and is firmly identified with the

development in world exchange.
Barriers to entry

High capital ventures and the prerequisite of sufficient incomes go about as major barriers to
entry in this space. In addition, basic factors, for example, aptitude and specialized expertise is

a portion of the pre-essentials that point of confinement the entry in this industry.
Dealing intensity of providers

Is lessening on the back of slow increment in armada supply and extreme worldwide

competition

Dealing intensity of customers

High dealing force as competition is high in the business.
Competition

Competition is cost based. In any case, organizations with more youthful armada order a
premium. Organizations working in this space face competition from the household players as

well as from worldwide transportation organizations.
Financial Year '18

During FY18, cargo traffic at major ports in the country was reported at 679.36 million tons
(MT). In April-August 2018, traffic at major ports expanded 5.13% year-on-year to 288.38
million tons. The major ports had a limit of 1,452 million tons by FY 18 end. The Maritime
Agenda 2010-20 has a 2020 objective of 3,130 MT of port limit.

Net benefit at major ports has expanded from Rs 1,150 crore (US$ 178.4 million) in FY13 to
Rs 3,413 crore (US$ 529.6 million) in FY 18 while working edge expanded from 23% to 44%.
In May 2018, Ministry of Shipping permitted outside hailed boats to convey compartments for
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transshipment. In March 2018, a modified Model Concession Agreement (MCA) was affirmed
to make port activities more investor-accommodating and make venture atmosphere in the

sector progressively appealing.

Task UNNATI has been begun by Government of India to distinguish the opportunity zones
for development in the activities of major ports. Under the task, 116 activities were recognized

out of which 89 activities have been executed as of August 2018.

Government of India is focusing to make the country the first on the planet to work every one
of the 12 major household government ports on sustainable power source. The government
intends to introduce very nearly 200 MW wind and sun based power age limit by 2019 at the
ports. The vitality limit could be increase to 500 MW in future years.

The Government of India wants to assemble 14 Coastal Economic Zones (CEZs) in the country
to help assembling and employments. In November 2017, the first mega CEZ at the Jawaharlal
Nehru Port in Maharashtra was cleared. With rising demand for port framework because of
developing imports (rough, coal) and containerization, open ports (major ports) will miss the

mark regarding satisfying need.

The government has started NMDP, an activity to build up the oceanic sector; the arranged
expense is US$ 11.8 billion. Plans to make port limit of around 3,200 MMT to deal with the
normal traffic of around 2,500 MMT by 2020.

1.7 INDIA’S PRIVATE PORTS ON PUBLIC RIVALS

The pace of development in cargo development by means of India's minor exclusive ports,
outfitted with progressively present day framework and unregulated levies, has been on the rise

as of late, after indications of an easing back pattern in the previous year.

As indicated by a JOC.com examination, cargo tonnage at minor ports flooded 10.1 percent
year over year in monetary year 2018-2019, which finished March 31, far outpacing the 2.9
percent development at major govermﬁent—possessed competitors in a similar year time frame.
By volume, throughput at private ports totaled 578.5 million metric tons (637.7 million tons)
in financial 2018-2019, contrasted and 699 million metric tons at state-run ports.

14



That development upsurge empowered private operators to make further advances into the
Indian cargo showcase, pushing a lot of the country's total exchange to 45.3 percent from 43.6
percent in financial 2017-2018. Accordingly, major ports' picce of the overall industry slid
from 56.4 percent to 54.7 percent, subsequent to having revamped their joined cut of the pie to

an unfaltering 57 percent in the past three monetary years.

Despite the fact that it isn't strange for development rates for the two port groupings to veer,
the hole has extended strongly. Minor ports' cargo development in monetary 2017-2018 was

assessed at 8.3 percent, though major ports saw total volume rise 4.9 percent in that year.

Gujarat state, which has the country's busiest non-government ports of Mundra and Pipavav,
represented 68.6 percent of total volume took care of by minor ports in the last monetary year,
trailed by Andhra Pradesh, at 18.3 percent, and Maharashtra, at 7.7 percent. Aggregately, these
three states spoke to around 95 percent of the total minor port throughput, as indicated by the

investigation,

India has 12 openly claimed ports and around 200 minor ports dabbing its 4,600 miles of
coastline. In contrast to terminals at major open ports, secretly manufactured autonomous ports

are free from convoluted bureaucratic controls related with evaluating and speculation.

A great part of the minor ports' development has originated from Adani Group-possessed cargo
terminals at Mundra, Hazira, Dahej, Kandla, Dhamra, Mormugao, Visakhapatnam, and
Kattupalli, which together reportedly represent about 25 percent of the country’s total port limit.
Another important player in this unregulated market is the Navayuga Container Terminal

(NCT), some time ago Krishnapatnam port, situated around 112 miles north of Chennai.
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Additionally adding to the general development in port volume is an ongoing cabotage change
that enables outside ship operators to take an interest in beach front exchange. Touted as a
“distinct advantage" for the developing business sector economy's cargo transportation
industry, India's changed cabotage program has brought about huge cargo gains at private ports.
Mundra, for instance, saw local transshipment volume flood 21.4 percent year over year to
715,320 TEU in monetary 2018-2019, as indicated by information gathered.

So also, NCT logged strong development in a progressively favorable market condition, with
transshipment representing 230,682 TEU of the port's total record throughput of 506,000 TEU
in financial 2018-2019.

In the midst of regularly mounting difficulties from minor private ports and advancing
exchange demands, the Indian government has left on a "counter makeover program" for major
ports — enveloping development of new berths, last-mile rail framework, digging, gear
overhauls, and computerized arrangements under its mammoth Sagar Mala coordinations

advancement program.

As per an ongoing government survey, a total of 599 undertakings, including an expected
consolidated speculation of Rs. 876,304 crore (about $125 billion), have up to this point been
endorsed for execution under the Sagar Mala program since its dispatch in 2015. Of these, 115
activities with a venture of Rs. 24,104 crore have been finished.

Those endeavors mean extra limit and proficiency gains at major ports in the years ahead,
however an enlarging development differential proposes state-possessed heavyweights could

risk missing government focuses on limit usage.
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CHAPTER 2

INDUSTRY PROFILE

2.1 COMPREHENSIVE ANALYSIS OF PORTS IN INDIA
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Ports in India-A preview: There are 13 major ports in the country; 6 on the Eastern coast and

6 on the Western coast. Further there are around 200 non-major ports.

The 12 major ports in the country have a consolidated total capacity of 1,065 million metric
tons (MMT), while the capacity at non-major ports is generally 700MMT.

Ports' Performance

Capacity: Capacity at major ports developed to 1,065 MMT in FY17, suggesting a CAGR of
7.75 percent since FYQ7

Cargo Capacity: In FY17, cargo capacity in India is assessed to have expanded to 2,493.1 MMT
from 1,806.8 MMT in FY 15.

Cargo Traffic: In FY18, major ports in India took care of 679.36 MMT of cargo traffic,
indicating a CAGR of 2.73 percent during FY08-18.

Turnaround Time: The normal turnaround time of major ports improved to 3.44 days in FY17
from 4.01 days in FY15 (Turnaround time is the total time spent by a ship from entry into port
till takeoft)

During FY17 major and non-major ports took care of total throughput of around 1,133.09
Million Tons (MT), an expansion of 5.7 percent from FY 16.

For the year 2016-17, the total merchandize exchange volume terms was 1,132.2 million tons,

5.5% development more than 2015-16.Regulatory Scenario of ports in India

Every single Indian port are controlled under the Indian Ports Act, 1908. This Act characterizes
the locale of focal and state governments over ports, and sets down general guidelines for

wellbeing of transportation and protection of port offices.
Major Ports:

Major ports are under the locale of the Government of India and are represented by the Major
Port Trusts Act 1963, with the exception of Ennore port, which is managed under the
Companies Act 1956. The ports go about as semi-autonomous bodies under the authoritative
wing of the Ministry of Shipping. Minor Ports: Non-major ports go under the locale of the

separate express Governments' Maritime Boards (GMB).

2.2 KEY POLICY DEVELOPMENTS
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The Major Ports Authorities Bill, 2016: The Act tries to give more noteworthy autonomy and
adaptability to major ports. It nullifies the Major Port Trusts Act, 1963. The key highlights of
the Bill include:

Under the 1963 Act, every major port are overseen by the separate Board of Port Trusts that
have individuals selected by the focal government. The Bill accommodates the production of
a Board of Major Port Authority for each major port. The major elements of the Board of Major
Port authority include: The Board can utilize its property, resources and assets as regarded fit
for the improvement of the major port. Under the Bill, the Board or panels designated by the
Board will decide rates for resources and administrations accessible at the port. Under the 1963
Act, it was finished by the Tariff Authority for Major Trusts Under the 1963 Act, the Board
needs to look for earlier assent of the focal government to raise any credit. Under the Bill, to
meet its capital and working consumption necessities, the Board may raise advances from any
(I) Indian planned bank or money related establishment, or (i) any budgetary organization
outside India that is consistent with every one of the laws. The Bill accommodates the focal

government to make an

Adjudicatory Board. Capacities include: certain capacities being done by the Tariff Authority
for Major Ports mediating on debates or claims identified with rights and commitments of
major ports and PPP concessionaires investigating focused on PPP ventures, investigating

protests got from port clients in regards to port administrations.

Sagarmala Project:

The program means to modernize India's ports with the goal that port-drove advancement can
be expanded and coastlines can be created to contribute in India's development. Major parts of

the undertaking include:

Port Modernization and New Port Development Port Connectivity Enhancement Port-

connected Industrialization Coastal Community Development

Venture Unnati: It has been begun by Government of India to distinguish the opportunity
territories for development in the activities of major ports. Under the task, 116 activities were
recognized out of which 86 activities have been executed (as of March 2018) National

Maritime Agenda, 2010-2020: The major targets include:
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Expanding capacity: To make a port capacity of around 3,200 MT to deal with the normal
traffic of around 2,500 MT by 2020World-class Infrastructure: To actualize full motorization
of cargo taking care of and development at ports, subsequently expediting Indian ports standard
with the best worldwide ports as far as execution and capacity Strategically constructing Ports:
To create 2 major ports (1 each on East and West coast) to advance exchange just as 2 center
point ports (1 each on the West coast and the East coast) - Mumbai (JNPT), Kochi, Chennai
and Visakhapatnam Port Regulator: To set up a port regulator for all ports so as to set, monitor
and direct assistance levels, specialized and execution benchmarks Enhancing Participation of
Private Sector: Implement Landlord port' idea to restrict the job of ports to support of channels
and fundamental foundation while leaving the improvement, activity, the executives, of

terminal and cargo taking care of offices to the private sector
2.3 ISSUES AND CHALLENGES WITH INDIAN PORTS
High turnaround times

Ports in India experience the ill effects of high turnaround times for ships. For instance, in
Singapore, normal ship turnaround time is not exactly a day. In any case, in India, it is more
than two days. (Monetary Times)Port clog: Port blockage due, holder volume, deficiency of
dealing with hardware and wasteful activities is a major concern. Model: In Nhava Sheva port
Sub-ideal Transport Modal Mix: Lack of imperative foundation for clearing from major and
non-major ports prompts imperfect transport modular blend Limited Hinterland Linkages:
There is wastefulness because of poor hinterland network through rail, street, interstates,
seaside transportation and inland conduits. This thusly builds the expense of transportation and
cargo development Lengthy examination and investigation: Though customs activities in India
are quickly going paperless and changing over to advanced, reviews and investigation keep on

being extensive for cargo and other delivery tasks.
Deficient foundation and Technology Issues

Absence of satisfactory berthing office, number of berths, and adequate length for legitimate
berthing of the vessels at the Non-Major Ports is another issue. Most Non-Major Ports don't
have appropriate material taking care of hardware set up which could encourage a snappy
turnaround Draft is additionally a major impediment in India as terminals and ports can't take
into account vessels past Panamax (Draft more than 13 meters) size that are progressively

commanding worldwide exchange Most Indian ports absence of gear for dealing with huge
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volume Further numerous ports likewise need satisfactory navigational guides, offices and IT

frameworks

Issues with Regulations: The major issue with guideline is that major and non-major ports fall

under various purviews. Further, the regulatory system is unbending.

Cabotage laws in India kept on staying prohibitive. Outside hailed vessels are not permitted to
send cargo starting with one Indian port then onto the next as that remaining parts an ensured
turf for household shippers. Land procurement and ecological clearances are some particular

difficulties for non-major ports.

Issues with PPP Model: Most port PPPs force exacting points of confinement on what private
operators are permitted to do, as a rule as far as the sorts of cargo they are permitted to deal
with.

As of not long ago, different issues were identified with tax guideline and nonappearance of

question goals mechanism Discriminatory arrangements for Indian vessels:

Remote vessels are absolved from obligation on dugout fuel while Indian vessels need to pay

this obligation

Sailors on board Indian banner vessels are dependent upon Indian annual duty while those

working on board remote vessels are not dependent upon this assessment.

Ecological effect: During the activity of ports, spillage or spillages from the stacking and
emptying of cargo and contamination from oil slicks are regular because of poor adherence to

natural laws and norms.

The water released during the cleaning of a ship and the release of balance water is a risk to

marine biological systems

Digging causes ecological issues (expanded sedimentation) influencing neighborhood

profitability of the nearby waters and its fisheries.

Social effects of Port Development: Most port tasks and improvement brings about uprooting,

(for example, Gangavaram Port in Andhra and Mundra in Gujarat).
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Other than dislodging, the other important concern communicated by angling networks is the

confinement of access to angling grounds around a port.

Labor and Labor Issues: Lack of sufficient preparing, falling labor quality, restriction to change

are major issues

Unfortunate Competition: Analysis’s have referred to the worries over advancement of
numerous ports in close region taking care of comparative cargo as it may prompt ports going

after similar cargo appearances.

Vijay Kelkar Commiitee on PPP: conceming ports, the advisory group suggested survey of job
and need of Tariff Authority for Major Ports (TAMP), audit of MCA, speedier clearances,
legitimized rents and stamp obligations Niti Aayog in its Three Year Acton Agenda (2017-
2018), prescribed the accompanying: Increase competition through facilitating cabotage
Increase the capacity of and kill discriminatory arrangements for Indian vessels Explore
making profound water ports or freight ships for ports with low drafts Facilitate minor/non-

major port availability to hinterland territories Way Forward:

Ecological clearances, Tariff standards, land securing and so forth should be institutionalized
and actualized for the port sector in order to help remote speculations It is important to give
rail and street availability to major and minor ports so as to guarantee consistent multimodal
transport and improve effectiveness Priority ought to be given on extending capacity and
improving operational proficiency. Accentuation ought to be put on introducing propelled
cargo taking care of procedures, versatility in procedures and motorization of port activities.
Advances like enormous information and propelled GPS route frameworks ought to be ideally

utilized for better working of ports

The regulatory system should be made less perplexing and less inflexible. Further, there ought
to be vertical joining all things considered (for instance: condition, rail/street transport and so
forth.) for comprehensive improvement of ports in India Port modemization and new port
advancement, port network upgrade, port-connected industrialization and beach front network
advancement under the Sagarmala venture has a monstrous degree for decrease in

transportation and coordination’s costs and boosting export intensity.

2.4 TRAFFIC ANALYSIS
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The initial a half year (April-September) of the current monctary year (2018-19) has been
somewhat useful for the port sector. Major ports took care of 343.26 million tons (mt) of cargo

traffic during April-September 2018, enrolling a development of 5.12 percent.

This development was an aftereffect of an expansion in all key cargo classifications with the
exception of iron metal and manures. Coal, holder, and oil, oil and greases (POL) traffic
enrolled an expansion of 18.52 percent, 9.1 percent and 3.15 percent separately. The sector

profited by the new strategies and activities presented by the focal government.

The activities taken to address the issues related without hardly lifting a finger of working
together at Indian ports incorporate the end of Form Nos. 11 and 13 required to be submitted
for taking trucks and cargo inside the port region, setting up of laboratories in the port territory,
the sending of direct port conveyance frameworks, the establishment of compartment scanners
and the making of a coordination’s information bank. As a feature of its endeavors for
advancing simplicity of working together through computerized change and building world-
class port foundation in the country, the Indian Ports Association (IPA) has named Tech
Mahindra as the oversaw specialist organization for five major ports — Mumbai, Kolkata,
Chennai, Deendayal and Paradip. The TPA has likewise designated EY as an expert to help
with conceptualizing a port-venture business framework (EBS) and supporting the TPA and
port trusts in venture execution. The proposed EBS will comprise of three center arrangement
parts port activities arrangements, standard venture asset arranging arrangements and helper
arrangements. The framework will be driven by straightforward, basic and blunder free

business forms, which can be effectively estimated by unmistakably characterized key
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execution indicators. It will utilize the most recent innovation to accomplish vital business

goals and incorporate consistently with common frameworks and gadgets.

As far as capacity expansion, the major ports set a precedent with the expansion of more than
385.36 mt in 2017-18. With this, the total capacity arrived at 1,451.19 million tons for each
annum toward the finish of financial year 2017-18, Under Project Unnati, major ports have
been benchmarked to global principles to improve their operational effectiveness and benefit.
To this end, a total of 116 activities planned for improving productivity have been distinguished

by the government. As of August 2018, 89 activities have just been executed.
2.5 PORT-WISE ANALYSIS

As before, Deendayal port (the recent Kandla port) took care of the most elevated traffic
volume. It dealt with 110.1 mt in 2017-18, enrolling a development of 4.42 percent. The port
has held its main situation among the major ports since 2007-08. During the initial a half year
(April-September) of the current monetary year, Deendayal port dealt with the most extreme
traffic of 58.63 mt. Contrasted with the 53.29 mt of traffic dealt with in the relating a half year
of 2017-18, the port enrolled an expansion of 10.03 percent.

Paradip port too has progressed significantly as far as volume of traffic dealt with. From being
positioned fifth in 2012-13, the port has held second position for as far back as five years (2013-
14 to 2017-18). In 2017-18, the port took care of 102.01 mt of cargo, enlisting an expansion of
14.68 percent fundamentally because of an increment in POL and coal traffic, which expanded
by 21.95 percent and 16.39 percent individually. During April-September 2018, the port dealt

with 52.9 mt of cargo, an expansion of 11.12 percent over the comparing time of 2017-18.

As far as year-on-year development, the exhibition of Kamarajar port has been considerably
increasingly great. Tt recorded a development pace of around 20 percent in traffic volumes
during April-September 2018-19. This can be credited to an expansion in coal and POL traffic,
which expanded by 18.54 percent and 14.67 percent individually.

During the half year time frame viable, Cochin port additionally enrolled twofold digit
development. Traffic volumes at the port expanded by 11.5] percent, from 14.26 mt to 15.91
mt, between April 2018 and September 2018. In the mean time, three major ports saw negative

development. These are Mormugao (- 27.09 percent), Mumbai (- 5.9 percent) and V.O.
Chidambaranar (- 2.94 percent).
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2.6 COMMODITY-WISE ANALYSIS

The traffic volume at major ports during the initial a half year of 2018-19 was overwhelmed
by POL at 114.54 mt (33.37 percent), trailed by coal (warm and coking) at 77.91 mt (22.7
percent) and holder cargo at 72.03 mt (20.99 percent). Regarding an item shrewd offer in total

traffic, no huge changes were found in the period viable.

The development in traffic at major ports can be ascribed to an expansion in coal shipments
and compartment traffic. Coal shipments (warm, steam and coking coal) saw the most extreme
increment of more than 18 percent, expanding from 65.74 mt during April-September 2017 to
77.91 mt during April-September 2018. The key purposes for the twofold digit development in
coal shipments are more appeal for warm coal and lower-than-required development in
household coal generation. Despite the fact that Coal India Limited has increased its generation

significantly, the demand for control is probably going to keep coal imports up.

Coal was trailed by compartment traffic which expanded from 66.03 mt during April-
September 2017 to 72.03 mt during April-September 2018, an expansion of 9.1 percent. This

expansion could be credited to the government's reestablished push on containerizing cargo.

Iron metal shipments enrolled a decrease of 10.65 percent during April-September 2018 over
the comparing time of 2017, denoting the single greatest fall by any item during the period
viable. In 2017-18, major ports took care of 41.05 mt of iron metal, a 3.5 percent decay
contrasted with 2016-17 (42.54 mt). In perspective on the absence of satisfactory demand for
lower-grade fines, 148.66 mt of iron metal was collected at the mine pitheads in 2016-17. The
figure has been evaluated to be in excess of 150 mt for 2017-18. Iron mineral stock generally

contains poor quality fines for which there is no local demand.

Taking all things together, the examination for the port sector appears to be encouraging with
the government wanting to advance a monetary model of port-drove improvement to use the
country's long coastline. The dispatch of the Sagarmala program has carried confidence to the
sector. The program, fixated on port modernisation and foundation advancement, is planned
for expanding the aggressiveness of the Indian sea sector. Somewhere in the range of 2015 and
2035, in excess of 500 undertakings including a speculation of about Rs 8 trillion have been
recognized over the four mainstays of the program — port modernisation, new port
advancement, port availability upgrade, port-connected industrialisation and seaside network

improvement,
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"Sagarmala ventures have seen huge footing, with ventures worth Rs 113 billion having been
finished and Rs 23.72 billion worth of activitics under usage. Additionally, a few different
activities are at the offering and undertaking report planning stages. On the port network front,
bottlenecks are being tended to with a few tasks under path in the railroad, street and
multimodal coordinations park sections,” says K. Ravichandran, senior VP and gathering head,

Corporate Ratings, [CRA Limited.

In any case, the Indian sea sector still faces a few issues, which have prompted rehashed
disappointments in meeting development focuses for different ports. Key among these are
deficient framework (particularly committed berths), low port capacity, low draft levels,
absence of hinterland network, land procurement issues, regulatory bottlenecks, and so on. "In
spite of a few approach quantifies, the portion of cargo traffic through seaside delivery and
inland conduits stays little, with last-mile network issues making the change costly for
customers. Also, increasingly budgetary support will be required to start the rest of the tasks
under Sagarmala as the private sector might not have the hazard hunger to take up these
dangerous endeavors. While new bills, (for example, the Major Port Authorities Bill, 2016 and
the Indian Port Bills, 2018) have been acquainted all together with patch up the working of the
port sector, there have been delays in passing the bills, which calls for earnest consideration,"
includes Ravichandran. Going ahead, the redressal of these issucs is fundamental if the

objectives are to be met.

2.7 INDIAN PORT PRODUCTIVITY GAINS ACCELERATE
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Ships calling at Indian ports are pivoting quicker and profiting by higher berth profitability
because of a reestablished government center around port foundation advancement and

simplicity of-working together measures.

Major, or open, ports' profitability measurements gathered by JOC.com from legitimate sources
show vessel turnaround times have significantly improved as of late — averaging 64 hours in
financial 2017-2018, contrasted and 82 hours in 2016-2017 and 87 hours in the prior year. For
holder send calls, that normal level was 40 hours a year ago, down from 43 hours in the prior

year and 45 hours the year prior to that.

The information investigation likewise shows major, open ports' normal yield per dispatch
berth day another key exhibition metric has consistently expanded and hit 15,333 tons (16,902
tons) in 2017-2018, up from 14,576 tons the earlier year and 13,156 tons two years back.

Floated by that progress, specialists accept they can cut down the general normal turnaround
time for vessels to 60 hours and to 34 hours for compartment transporters in the current
monetary year, though they expect the normal yield per deliver berth day to go as much as
15,750 tons this year.

Specialists contend that those focused on turn time levels for compartment ships contrast well
and worldwide gauges, referring to turn times of 36 hours at Antwerp, Belgium; Colombo, Sri
Lanka; and Singapore, just as close to a day at a portion of the top worldwide entertainers, for
example, Shanghai, China; Jebe!l Ali, United Arab Emirates; and Rotterdam, the Netherlands.

As the economy extends at a sound pace, the Indian government has recently indicated a
quicker enthusiasm for disentangling customs techniques and dispensing with bureaucratic
barriers so as to productively deal with rising exchange volume. Those endeavors are reflected
in a 30-spot hop India had in the World Bank's 2018 simplicity of-working together worldwide
report. Aside from far reaching digitization, customs' changes to bring down cargo abide times,
for example, direct port conveyance and direct port entry administrations assumed a key job in

that redesign.

Be that as it may, India's situation in the "exchanging crosswise over fringes" file keeps on
being appallingly low at 146 out of 190 countries, subsequent to slipping three places in the

most recent examination.
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To improve its standing, the government is making a port biological system equipped for
handling cargo at a quicker pace and with lower costs with the objective of diminishing
"outskirt consistence times" to 72 hours, from the current 83.71 hours for exports and to 30
hours, from 50.82 hours at present, for imports, authorities expressed at an ongoing port survey

session.

Most importantly, the pace of innovative advances in the Indian cargo industry is quickening
and is required to acquire energy in the months ahead, as the government needs all ports and
terminals in the country to join the radio-recurrence recognizable proof (RFID) innovation
empowered compartment following project before the finish of September. Specialists at
Jawaharlal Nehru Port Trust (JNPT), which was the first to receive the RFID innovation two
years back, are reportedly during the time spent including middle person players in the supply
chain, for example, holder cargo stations and inland compartment terminals to the
computerized system to change RFID tasks into a comprehensive ongoing perceivability

arrangement.
Driving ports make profitability gains

The marine terminals at JNPT and Chennai together handle as much as 70 percent of Indian

containerized cargo passing by means of major ports and keep on making efficiency gains.

The normal compartment send turn time in June at JNPT was 2 days, down from the 2.3 days
around the same time a year ago, while normal crane efficiency expanded to 34.2 TEU moves
every hours from 32.6. The upgrades drove down vessel inert time at berth from a normal of
8.7 percent to 10.4 percent. Ship turn times at Chennai tumbled to 38.9 hours from 40.7 hours
in June 2017.

2.8 GROWTH OF INDIAN SHIPPING

Dredging plays an important role in facing the challenges of increased vesse! sizes and handling
port operations. Total volume of capital and maintenance dredging for all ports during the 11th
Plan was projected at of 675.25 million cubic meters (mcm) and 429 mem respectively. Against
these targets, only 278.93 mcm (41.31 per cent) and 291.63 mcm (67.82 per cent) were
achieved. In Major Ports, the actual capital dredging was only 32 per cent of target. The
shortfall was mainly due to delay or failure in implementing port development projects,
financial and environmental constraints, paucity of engineering studies to assess the quantum

and type of dredging to be performed, and poor response from bidders to undertake the work.
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Overall, the ports had done better in achieving the targets relating to maintenance dredging as
opposed to capital dredging.

Inadequate draft at Indian ports entails extra time and costs as cargo originating from and bound
to India is routed through transshipment ports like Colombo and Singapore. As vessels keep
getting bigger, Indian ports need much deeper drafts, which calls for increased investments on
capital dredging.

Rail/ Road Connectivity

Ports are nodes for interchange amongst various modes of transport and a vital element in the
global logistics chain. It is thus critical to provide connectivity and other infrastructure for
enabling quick evacuation within the ports as well as to the external hinterland, and to also
enable the commodity to reach the consumer from the source of production in the shortest

possible time and in the most cost-effective way.

Connectivity to a port can be through all three modes rail, road and inland waterways. To a
limited extent, inland waterway connectivity exists in Kolkata, Mormugao and Kochi. As far
as rail and road connectivity are concerned, a Committee of Secretaries (CoS) under the
chairmanship of Member Secretary (Planning Commission) recommended that each Major
Port should have minimum four-lane road and double-line rail connectivity within a fixed

timeframe.

Four-lane road connectivity has already been achieved or is in an advanced stage of completion
at JNPT, Paradip, Tuticorin, Kochi, New Mangalore, Kandla and Haldia. At Mumbai,
Vishakapatnam, Chennai and Ennore, four-laning is in progress. At Mormugao, certain
sections of the planned stretch remain to be four-laned, but work has been stuck since 2004,
Kolkata is the only port where four-lane connectivity has not been provided. Overall, all Major
Ports have reasonable road connectivity linking various highways. But special focus is needed
on the reorganisation/overhauling of approach roads of Mumbai and Kolkata ports and their
linkage with the national highway network.

The JNPT, Vishakapatnam, Tuticorin, Haldia, Chennai and Paradip are connected to double-
line rail tracks, whereas at Kandla and Cochin, the connectivity work is on. Although Mumbai,
Ennore and Kolkata ports are linked by double-line rail tracks, the lines require doubling. New
Mangalore and Mormugao are connected only to single-line rail tracks. A serious effort is

needed to improve hinterland connectivity, especially by rail.
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2.9 NON-MAJOR PORTS

The 200 Non-Major Ports are situated in the sea conditions of Gujarat, Maharashtra, Goa,
Karnataka, Kerala, Tamil Nadu, Andhra Pradesh, Odisha, West Bengal and association
territories of Puducherry, Daman and Diu and Lakshadweep. Out of these, lone a couple of
ports are well-created and give all-climate berthing offices. In 2011-12, just 61 ports—
including ports at the Andaman and Nicobar Islands were reported to have dealt with cargo
traffic.

Traffic Trends

Non-Major Ports in India by and large took care of 354 million tons of traffic in 2011-12; up
from 96 million tons in 2001-02. The CAGR in traffic during the decade was 14 percent;
twofold that for Major Ports.

The Non-Major a lot of the total cargo traffic took care of by all ports expanded from 25 percent
in 2001-02 to 39 percent in 2011-12. This has to a great extent been because of lower levels of
regulatory and budgetary control contrasted and Major Ports. Non-Major Ports have been
increasingly effective in drawing in higher private speculation, since they are seen to be more
business-arranged, customer-accommodating, less expensive and as a rule, progressively

proficient.

POL and its items (44 percent) was the single biggest ware took care of at Non-Major Ports in
2011-12 and its offer has gone up to 55 percent (in 2001-02). Over the most recent 10 years,

the general portions of items in the cargo bushel have not demonstrated any articulated move.
Drafts

Non-Major Ports accomplished just 47 percent of their capital digging focuses during the
eleventh Plan; 177 mem against 377 mem. This was anyway far superior to that of the Major
Ports (32 percent).

Rail/Road Connectivity

Of the 200 Non-Major Ports, 61 handle export-import cargo and the others are for the most
part angling harbors. Indeed, even out of these 61, just six appreciate rail availability up to the

port. Another eight to 10 need last mile network. There is a dire need to improve rail network.
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Indeed, even street availability is a genuine bottleneck. This is bit one delineation of the need

for coordinated arranging of port area alongside rail and street ventures.

The current undertakings and those in the pipeline will give sensible street availability to ports
like Mundra, Hazira, Machilipatnam, Dighi and Jaygad. The others may have just skeletal
kachcha (unpaved) street systems; they are not associated through twolane expressway quality
streets to the closest national interstate. With respect to rail network, a couple of activities have
been propelled and are in the pipeline for Dehaj, Gangavaram, Dhamra, Mundra,

Krishanapatnam, Rewas, Dighi and Jaygad.
2.10 CURRENT REGULATORY SCENARIO

Every single Indian port is directed under the Indian Ports Act, 1908. This Act characterizes
the locale of focal and state governments over ports, and sets down general guidelines for
security of transportation and protection of port offices. It controls matters relating to the

organization of port contribution, pilotage expenses and different charges.
Beach front Shipping

In spite of a 7,517-km-long coastline, waterfront shipping is still in its outset in India, with 804
ships representing a little more than 10 percent of the total Indian tonnage. The normal age of
the beach front armada is a lot higher than that of the abroad armada. Beach front cargo was
around 159 million tons or about one fifth of the export-import cargo in 2011-12 gives a review

of the tonnage and organization of seaside vessels.

Berthing: Lack of satisfactory berthing office, number of berths, and adequate length for
legitimate berthing of the vessels at the Non-Major Ports is another issue, which powers
approaching vessels to continue standing by inertly. Further, Major Ports ordinarily give need
to remote going vesscls, as they work in an aggressive situation and would need to extend a
superior income and cargo execution. In this manner, waterfront vessels end up with step-

nurturing treatment.

Cargo dealing with hardware: Most Non-Major Ports don't have legitimate material taking care
of gear set up which could encourage a snappy turnaround. This disheartens beach front

vessels.

Space for framework advancement: Availability of room for foundation improvement is a

colossal worry all things considered Non-Major Port areas pronounced as NWs in 2008, the
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Planning Commission couldn't apportion any assets; so improvement deals with these conduits

couldn't initiate.
Other Important Waterways

Other than NWs, different conduits widely utilized for IWT incorporates Goa Waterways for

transportation of iron metal for export, and Mumbai Waterways for coal, steel, etc.

Goa Waterways: These include 50 km extends every one of stream Mandovi and Zuari, and a
20 Km stretch of the Cambatjua channel. These conduits give availability to Mormugao Port
and Panaji Port and convey 50 MMT of iron mineral for exports. The cargo development on
Goa Waterways expanded from 36 MMT in 2005-06 to 43 MMT in FY 2011-12, a general
development of around 19 percent. Cargo development has expanded from 1.8 btkm in 2005-
06 t0 2.2 btkm in 2011-12.
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CHAPTER 3

LITERATURE REVIEW

3.1 INDIAN PORTS

Seas have consistently been an outsider domain for people. Old people challenged not cruise
too far into the sea inspired by a paranoid fear of tumbling off the edge of the world. As science
advanced, people understood increasingly about this obscure world. Old human advancements
had exchange relations between the waterfront urban areas. The well-established conviction
was broken when the planet was demonstrated not to have edges as indicated by Castro et al.
(1970).

The broad exchange systems of the Ancient Maya contributed to a great extent to the
achievement of their human advancement spreading over three centuries. Reasonably long
separation exchange of outside items from the Caribbean and Gulf Coasts furnished the bigger
inland Maya urban communities with the assets they expected to support settled populace levels
in the few thousands according to Foster (2002). Because of the activity of wind and waves,
the ocean surface is rarely still. The marvel of tides likewise adds to this. The wobbling of
vessels because of these reasons makes stacking and emptying of cargo and travelers testing.

Consequently normally shielded territories were utilized for docking the pontoons and ships.

According to Lorenzi (2013), the most established harbor to have been found is 4500 years of
age. This port was found at Wadi aljarf in Egypt. A harbor is where ships can look for cover.
In the idea of "cover" must be incorporated safe havens, landing places on sea shores and ports
with structures like, get to channels, barriers, piers, landing stages, quays, distribution centers
for storage of products and hardware, send sheds and slipways for ships. Ports assumed a
colossal job in exchange, trade and governmental issues in any event, during the dim ages.
Domains got more extravagant by profession and more grounded by victory. Rome and its 4
ports (Portus Tiberinus, Portus Claudius, Portus Trajanus and Ostia). Athens and its 4 ports at
the Piraeus (Kantharos, Munychia, Zea) and Phaleron. Alexandria and its 2 sea ports (Portus
Magnus, and Eunostos) according to De Graauw (2014).

A port is an area on a drift or shore containing at least one harbors where ships can dock and

move individuals or cargo to or from land. Port areas are chosen to upgrade access to arrive
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and traversable water, for business demand, and for cover from wind and waves. Harbors can
be common or fake. A counterfeit harbor has intentionally built embankments, ocean dividers,
or breakwaters, or else, they could have been developed by digging, and these require upkeep
by further occasional digging. Interestingly, a characteristic harbor is encompassed on a few
sides by prominences of land. Before the disclosure of the storm twists by Hippalus in AD 45—
47, the sailors of the east bank“of India knew about the rainstorm wind and flows and utilized
them for sea exchange. The oceanic exchange from India to Southeast Asia was an occasional

wonder as per Tripati (2011).

Indian sea history starts during the third thousand years BCE when occupants of the Indus
Valley started sea exchanging contact with Mesopotamia according to Chaudhuri (1985).
When of Augustus up to 120 ships were heading out each year from Myos Hormos to India.
As exchange among India and the Greco-Roman world expanded flavors turned into the
fundamental import from India to the Western world as per Ball (2000). The dock at Lothal set
up the nautical capacities of the Harappans according to Rao (1992) and (1965) in spite of the
fact that this isn't broadly acclaimed as it doesn't meet every one of the necessities of a dock
according to Leshnik (1968).

Ports are one of the essential segments of the general transportation sector and are these days
connected to the extending scene economy. Ports are essentially a methods for combination
into the worldwide financial framework. The sea sector envelops a wide scope of

administrations, the transportation of merchandise and travelers being the essential one.

Other related administrations remembered for this sector are different port administrations, (for
example, pilotage, towing and pull help, crisis fixes, harbor berth and berthing administrations,
and so on.) and assistant or supporting administrations, (for example, storage and warehousing,
sea cargo taking care of administrations, customs freedom administrations, and so on.). While
numerous nations have opened up some assistant administrations, for example, storage and
warchousing administrations to remote specialist co-ops, custom freedom administrations are
generally managed by government arrangements. Inside the port region, an incredible assorted
variety of exercises are performed: framework administrations, for the most part gave by port
specialists, cargo dealing with administrations, in many ports gave by private firms, and
different administrations, for example, securing, towage, and so on. Every one of these

exercises shows welldifferentiated highlights and their own technology.

3.2 MERCHANT SHIPPING FLEET
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According to Mukherjee (2001), India has the biggest trader shipping armada among the
creating nations and positions seventeenth on the planet as far as gross enlisted tonnage (grt)
and fifteenth as far as deadweight tons (dwt). It has been evaluated that around 90 percent of
the world's merchandize and product exchange is transported by ships. This rate has remained
genuinely steady throughout the only remaining century, yet the volumes have expanded
immensely over the most recent two decades. This ascent in worldwide transportation volumes
came about because of the crumbling of creation and the combination of world cxchang;: as

indicated by Feenstra (1998). According to Berkdz, (1999), ports have 2 primary focal points.

As a matter of first importance they perform jobs as important connections of hinterlands to

focuses abroad. Then again, nations likewise require inward linkages, for example, connections

to different ports, and airport and railroad associations in the event that they are to play out

their job productively. Furthermore, ocean movement is the least expensive method for
transportation when considered as far as fuel utilization and speculation. When contrasted with
other transportation frameworks, railroad transportation requires twice as a lot of vitality
utilization, while street transportation requires tenfold the amount of as ocean movement.
During the previous scarcely any decades the world has gotten progressively ecologically
cognizant and, with its lower vitality utilization, marine transportation is clearly more earth

benevolent than different methods.

More prominent transport costs lead to bring down degrees of outside venture, a lower
investment funds proportion, decreased exports of administrations, diminished access to
technology and information, and a decrease in business. It is assessed that a multiplying of
transport costs prompts a drop in the pace of monetary development of the greater part a rate
point. This effect may show up low; however it ought to be noticed that lower development
over the long haul brings about sizeable variety in per capita pay. From the examination
directed by Sanchez et al. (2002), it was discovered that progressively proficient seaports are
plainly related lower cargo costs in the wake of controlling for separation, kind of item, liner

administrations accessibility, and protection costs, among others.
3.3 INDIAN PORT EFFICIENCY

Port efficiency factors, as explanatory factors, mirror a lot of segments effectively perceptible
in any port terminal. Factors considered incorporate the compartment hourly stacking rate, the
yearly normal of holders stacked per vessel, holding up times, and a few others. As indicated

by Sanchez et al. (2002), a 25% improvement of one efficiency factor infers a decrease of
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around 2% altogether oceanic transport cost. According to Ferrari (2011), there is a positive
impact of port throughput on neighborhood improvement that impact is powerless (flexibility
is under 0.05) and flimsier than that of other transport frameworks (for example airports). The
work sway is certain and higher on tertiary exercises than modern ones. The investigation led
by Kowalczyk (2012) concurs that the ongoing scene propensities in cargo transport are going
towards arrangement of huge and quick compartment ships and decreasing the quantity of ports
of call. Because of diminished number of calls, the total expenses of cargo dealing with in the
ocean ports can be considerably diminished and the total time required for port tasks can be

abbreviated.

As universal barriers to exchange have viably been lified by the WTO-understandings since
the 1980s, worldwide makers have vertically crumbled their Fordist generation frameworks
into geologically scattered and deftly sorted out supply chain frameworks. The worldwide
exchange system enabled makers to re-find their creation and gathering plants to more cost-
proficient areas in creating economies, thus producing another spatial division of work

according to Massey, (1984).

Ports are a key part of the coordinations chain and, hence, their activity directly affects
applicable financial factors, for example, export aggressiveness and last import costs, in this

way influencing monetary advancement as indicated by Tovar et al.

A dry port gives administrations to the taking care of and brief storage of compartments,
general as well as mass cargoes that enters or leaves the dry port by any method of transport,
for example, street, railroads, inland conduits or airports A dry port of global importance will
allude to a protected inland area for taking care of impermanent storage, assessment and
customs freedom of cargo moving in universal exchange. According to the jobs of dry ports in
monetary passageways gave by the transport division, UNESCAP, they have numerous reasons
like: Help carry financial advancement from beach front region to hinterland (especially for
LLCDs), Dry ports can develop to SEZs

The issue of organic intrusions is known as one of the major dangers to oceanic situations on
the planet, and the contribution of transportation as a vector for outsider animal categories and
pathogenic specialists has been universally recommended at different gatherings and perceived

by the arrangements of settlements. Balance water has been recognized as the primary vector
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for the presentation of outsider and unsafe life forms into waterfront zone waters, from which
can start biological, social and financial effects. Oliveira (2008) advances that the governments
are compelled to spend huge adds up to alleviate the destructive impacts brought about by the
outsider species brought into the marine situations through the balance water. This is a

degenerative part of ports on the advancement of a country.

For holder ports and their terminals to stay aggressive and to deal with the foreseen
development there are tremendous difficulties to expand their profitability, to lessen the spatial
weight and blockage and to improve their hinterland availability. New port ideas in which the
‘port entry' is moved to an inland area, joined by a development of a wide range of activities,
as buffering, stripping and stuffing and warehousing, add to taking care of the port issues, for

example, clog and absence of room.
3.4 ECONOMIC IMPACTS

Basic methods for estimating financial effects are the amount of employments, deals, and duty
receipts related with an action. These measurements are frequently reported as proof that the
welfare of a network will be (or is being) improved by an approach choice. Regular proportions
of monetary effects are business, wages, yield or income, and duty incomes. While the
procedures that are utilized to appraise these effects shift broadly in modernity and detail, the
measurements that are reported will in general be steady. This is on the grounds that financial
effect ponders in the oceanic domain frequently utilizing input-yield (I/0) models got from I/O
financial matters. These models are most usually fit to giving clients a nearby and local

investigation of port effects.

As much as 600,000 tons of merchandise (imports and exports) stream yearly through Port of
Beirut (POB). Henceforth, an occurrence at the port (Natural or artificial) that outcomes in its
clog or blockage will have upsetting results not exclusively to the Lebanese people group, yet

in addition to the local exchange and economy.

Using relapse investigation, the job of ports on a country's advancement as a piece of
transportation administrations is analyzed in Berkoz (1999). In the relapse examination, Gross
National Income is taken as the reliant variable and port length, total traffic figures, imports
and exports send visits, number of laborers and storage/warehousing are viewed as the free

factors. Exchange being done at ports and by methods for seaway transportation is one of the
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principal components directly affect the large scale economy of any country and are one of the
factors influencing that country's financial improvement. Inside the relapse investigation, it
was resolved that total weight exports and imports and ship visits are profoundly associated
with the gross national livelihoods of the urban communities. Then again, the presumption that

port size, number of laborers and stock capacity are connected with net national pay has fizzled.

In the 2005-06 monetary year (April to March), Chennai PT dealt with 0.73 Million Twenty
Foot Equivalent Units (Mteu) of compartment volume. It is normal that the port will deal with
anyplace between 0.85 Mteu to 1.0 Mteu in the year 2006-07. Directly, the most extreme
quantities of ships visiting Chennai PT have package size between 700 to 1500 teu. From April
2006 to December 2006, Chennai PT took care of roughly 39.00 Million Tons (MT) of inbound
and outbound cargo. Of this traffic, containerized cargo added up to around 10.35 Mt for
example 0.65 Mteu at a normal of 16 tons for every teu according to the Business plan for

Chennai port trust: last report (2006).

In 2010 the Port of Hamburg supported 133,000 employments in the Free and Hanseatic City
of Hamburg and 155,000 occupations in the whole metropolitan area. This is proportionate to
11.8% of the work power. Roughly every eighth occupation in Hamburg is created by monetary
exercises that are here and there identified with the Port of Hamburg. Occupations supported
by the Port of Hamburg utilize around 261,000 individuals in the entirety of Germany. In 2010
the port created, straightforwardly and in a roundabout way, a total national output of € 12.6
billion which generally approaches 14% of by and large gross worth creation in Hamburg
according to the port advancement plan to 2025 by the Hamburg port position.

According to the University of Texas (2008), the nearby and provincial monetary effects of a
few Texas seaports are assessed through overviews, interviews and the utilization of a
displaying tool called IMPLAN, which is broadly used to appraise local and neighborhood

financial effects.

Wisconsin's port offices fill in as center points of differing financial movement connecting
waterborne business vessels with a broad system of parkways, railways and airports according
to Wisconsin Department of Transportation Bureau of Planning and Economic Development,
(2014) . Every year, more than 30 million tons of merchandise worth over $2.4 billion go

through Wisconsin's business ports, including fundamental items, for example, coal for control
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plants, iron mineral for industry and salt for the wellbeing of streets. Total gross monetary
effect of business ports in Wisconsin (excluding U.S. Coast Guard consumptions): 9,550
employments, $1,625,085,310 in yield and $461,987,535 in close to home salary from wages

and compensations.

In the Pearl River Delta (PRD) district of Guangdong Province in China, port frameworks have
been intensely strengthened in the ongoing decades. According to Guogiang et al. (2005), GDP
of Guangdong territory expanded from 573.4 billion Yuan in the underlying change year 1979
to 1362.6 billion Yuan in 2003; and in a similar period yearly development pace of GDP per
capita arrived at 11.4%.Container coordination’s frameworks in these territories have been

incredibly changed in ongoing decade according to Wang, (1998).

The Latvian ports handle all things considered 60 million tons for each year. The transportation
and storage represent around 13% of the Latvian GDP, and the total incomes from travel
cargoes represent roughly 4.4% of the GDP and are equivalent to 27.7% of the total volume of
the export of administrations agreeing by Rijkure and Sare (2013).

In 2011, the ports sector legitimately utilized 117,200 individuals. This was 0.4% of total work
in the UK, or 1 in each 270 employments. Of these, the majority (44%) were utilized in either
transport or transport-related exercises. According to Maritime UK (2013), the ports sector
made a worth added commitment to UK GDP of £7.9 billion, proportionate to 0.5% of UK
financial yield. This was a bigger commitment than made by the aviation and lodging

convenience sectors.
3.5 DEVELOPMENT OF PORT INFRASTRUCTURE

Development of port framework and efficiency in port tasks are relied upon to assume an
important job in upgrading export execution of creating nations. This is so on the grounds that
better port framework and improved efficiency in port activities will have a well effect on their
export intensity and along these lines adds to exports. While this relationship is perceived, to
the information on the creators of this research, there has been next to no econometric research
on the effect of port capacity enlargement and upgrades in efficiency of port activities on India's
export execution (additionally, it shows up, there have been not many econometric
examinations on this issue, assuming any, for other developing economies). The present

research makes an endeavor toward this path.
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The investigation is kept to six general gatherings of made items: (I) Chemicals and compound
iterns, (ii) Basic metals and metal items, (iii) Machinery, (iv) Transport gear, (v) Food items
and drinks, and (vi) Textiles including readymade picces of clothing. The yearly exports of
these things through 11 important ports in India are considered for the investigation. The ports
considered are: Kolkata, Paradip, Vishakhapatnam, Chennai, Tuticorin, Cochin, New
Managalore, Mormugao, Jawaharlal Nehru (Nhava Sheva), Mumbai and Kandla. The timespan
secured for the investigation is 2001-02 to 2014-15.

Taken together, the 11 ports chose for the examination represent about 84% of the total traffic
taking care of capacity of Indian ports. The items considered for the investigation represent a

genuinely huge portion of India's exports of fabricated items.

3.6 TREND ANALYSIS

The patterns in port capacity and traffic dealt with in the ports in India around the period 2001-
02 to 2014-15 are introducing patterns at the total level covering every single Indian port). It is
obvious that there has been an unfaltering increment in port capacity. The pattern development
rate in port capacity during 2001-02 to 2014-15 was about 7.3 percent per annum. Between
2001-02 and 2007-08, the increments in traffic dealt with overall coordinated the increments
in port capacity. In any case, in resulting years, while the port capacity has consistently
expanded, the expansion in traffic took care of has been fairly unassuming, prompting a
noteworthy fall in capacity usage. Between 2001-02 and 2014-15, capacity use (proportion of
traffic took care of to port capacity) fell by around 17 rate focuses, from about 84% in 2001-
02 to about 67% in 2015-16. It ought to be brought up that capacity use improved between
2001-02 and 2007-08. Tt arrived at 98% in 2007-08, and the fall in ensuing years, 2007-08 to
2014-15, was thusly very sharp.

The log jam in the development rate in traffic dealt with through ocean ports in the period after
2007 appears to have a great deal to do with the recessionary conditions winning in India post-
2007 which is established in the worldwide monetary emergency. Differences traffic took care
of in Indian ports with the volume record of India's exports and imports5 for the period 2001-
02 to 2014-15. 1t is fascinating to take note of that the volume list of exports has kept up an
upward pattern at pretty much at a similar pace after 2007-08, however the volume file of
imports declined particularly after 2010-11. Clearly, it is the decrease in import traffic took
care of at ports that have made the general traffic at ports stagnate afler 2010-11.
Notwithstanding the stagnation in the volume of import traffic took care of at ports, the pace
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of port capacity development has proceeded after 2010-11 with the outcome that the pace of

capacity usage has descended.

Port-wise subtleties as to development in capacity, development in traffic took care of, progress
in capacity usage and development in flattened estimation of produced exports are given in
Table 1 in regard of the 11 ports canvassed in the examination. The table draws out that,
between 2001-02 and 2014-15, there was a huge fall in capacity use in 9 out of the 11 ports
considered for this investigation, reliable. A generally greater fall in capacity usage took place

in Mormugao, Cochin, Vishakhapatanam, New Managalore and Chennai ports.

The pattern development rate in capacity during 2001-02 to 2014-15 was moderately high in
the accompanying ports: Kandla, Cochin, New Mangalore, Paradip, Tuticorin and Jawaharlal
Nehru. Among these, the pattern development rate in traffic took care of was near the pattern
development rate in capacity in Kandla, Paradip, Tuticorin and Jawaharlal Nehru. In this
manner, in two cases, Cochin and New Mangalore, a generally high development rate in
capacity was not joined by a moderately high development rate in traffic took care of.
Subsequently, capacity usage fell altogether in these two ports. In Mumbai port, on the other
hand, there was very little increment in port capacity though traffic dealt with continued

developing which brought about a noteworthy increment in capacity use.

The pattern development rate in emptied estimation of fabricated exports (covering just six
major item bunches remembered for the examination) in various ports. Relatively quick
development in made merchandise exports took place in New Mangalore, Mormugao, Paradip

and Visakhapatanam.

The distinctions in the development paces of flattened estimation of fabricated exports
crosswise over ports don't bear a high positive connection with the development rate in port
capacity among the ports considered. The most elevated development rate in produced exports
is watched for New Mangalore port at around 20 percent for every annum. This port
accomplished generous increment in capacity between 2001-02 and 2014-15, at the pace of
around 10 percent for every annum. On the other hand, capacity and traffic dealt with at Kandla
port developed separately at 8.9 and 8.0 percent every year, except the genuine estimation of

exports of made items diminished at the pace of about 10.5 percent every year.

3.7 OPERATIONAL EFFICIENCY OF PORTS
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To break down patterns in operational efficiency of Indian ports, four port efficiency indicators
have been decided for the research. These indicators mirror the efficiency with which the port

framework is being worked.

3

Of the different indicators accessible, the accompanying two get more noteworthy
consideration in the examination: pivot time (TRT) and berth inhabitance rate (BOR). TRT is
the time spent by a vessel at the port from its landing in the reporting station to its takeoff from
the reporting station. The normal TRT for all vessels served at the port during a year (estimated
in number of days) is utilized for the examination. The subsequent indicator, for example BOR,
is estimated as a proportion of time a berth is involved by a vessel to the total time accessible
during a period. This is a proportion of the level of usage of port offices. A high berth
inhabitance rate is an indication of port blockage, while a low berth inhabitance rate implies

low usage of the offices accessible.

Other than the two previously mentioned indicators of port efficiency, two different indicators
utilized for the investigation are pre-berthing holding up time or detainment (PBD) and level
of inert time (PIT).9 PBD is a piece of TRT and is estimated as the quantity of long periods of
confinement/delay before berthing of vessels, by and large during the year. Obviously that a
higher PBD or TRT means more prominent inefficiency. PIT is the level of inert time at berth
to time at working berth.

For the pattern examination introduced in this area of the paper, another indicator of efficiency
is considered. This is the working excess. Working surplus is standardized via cargo dealt with.
In this way, the variable considered for the investigation is working surplus per ton of cargo

took care of (PTOS) (in Rs) with modification made for swelling.

Changes in port efficiency/execution indicators after some time It is clear from that there was
an upward pattern thusly around time during 2601-02 to 2010-11, which was trailed by a
descending pattern during 2011-12 to 2014-15.11 In working surplus per ton of cargo took care
of, there was an upward pattern during 2001-02 to 2006-07, and a descending pattern from
there on. By and large, there is a negative connection between's the time arrangement on pivot
time and that on working surplus per ton. The relationship coefficient is (- ) per-berthing
postpone which is a segment of pivot time is unequivecally emphatically associated with pivot
time (connection coefficient = 0.93). The developments in these two indicators after some time
have been very comparative. Inside the period under examination, 2001-12 to 2014-15, the two

indicators topped (for example indicated most noticeably awful execution) in 2010-11.
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Uncovers that in Mormugao, Mumbai and Chennai ports the normal berth inhabitance rate
during the period 2012-13 to 2014-15 was lower than that during 2001-02 to 2003-04 For
Mormugao and Chennai, this matches the patterns saw in capacity usage (see Table 1). Be that
as it may, it is fascinating to take note of that normal capacity use rate in Mumbai port was
fundamentally higher during 2012-13 to 2014-15 than that during 2001-02 to 2003-04, yet there

was a decrease in berth inhabitance rate between these two periods.

It might be included here that between the triennium finishing 2003-04 and that consummation
2014-15, there was an expansion in berth inhabitance rate in Paradip, New Mangalore, Kolkata
and Tuticorin ports. Curiously, there was a critical fall in capacity use in New Mangalore port
yet an ascent in berth inhabitance rate. The example watched for the New Mangalore port is
inverse to that watched for Mumbai port. Unmistakably, there is a jumble between fleeting
developments in capacity use and berth inhabitance rate for Mumbai port and New Mangalore
port. Simultaneously, it ought to be noticed that if the other nine ports are considered
overlooking Mumbai and New Mangalore ports, the port-wise changes in capacity use rate are
seen as firmly emphatically corresponded with those in berth inhabitance rate. The relationship
coefficient is about 0.85. Along these lines, the general example watched is that expansion in

berth inhabitance rate is related with better capacity use.

Patterns in capacity use and berth inhabitance rate after some time taking the normal incentive
for the 11 ports considered for the examination. Some comparatively in developments is
watched. The connection coefficient is 0.32. Between 2001-02 and 2007-08, there was an
expansion in both capacity usage and berth inhabitance rate. In the consequent period, the
patterns are to some degree unique. While there was an unmistakable descending pattern in
normal capacity usage rate crosswise over ports between 2007-08 and 2014-15, the fall in

normal berth inhabitance rate has been humble.

The patterns in berth inhabitance rate and level of inactive time taking normal incentive for the
11 ports considered for the investigation. The developments in the two indicators after some
time are all around the other way. The connection coefficient is (- )0.47. In the period 2001-02
to 2007-08, there was an expansion in normal berth inhabitance rate and a descending pattern
in port-wise normal of inactive time (level of inert time at berth to time at working berth).
Between 2007-08 and 2014-15, normal berth inhabitance rate fell and the port-wise normal of

level of inert time went up marginally.
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3.8 ECONOMETRIC ANALYSIS
Data Sources

The research utilizes a dataset on port-wise exports of various classifications of items, which
has been gotten from the DGCIS (Directorate General of Commercial Intelligence and
Statistics, Government of India). The dataset gives disaggregated item level (two-digit HS
[Harmonized System]) information on exports for various ports. The information for six major
made items bunches referenced in the introductory area of the paper above are utilized for the
investigation. This is maybe the principal econometric examination on made exports utilizing

disaggregated port-wise export information for India.

An econometric model has been assessed to clarify port-and item insightful variety in the
degree of produced exports after some time. The estimation of exports of the six item bunches
has been collapsed to modify for between fleeting changes in export costs and determine a
proportion of export amount (or volume). For this reason, the unit esteem list for the important

item class has been utilized.

The explanatory factors considered for the econometric model are: World exports of the
pertinent item classification in US dollars (source: UNCTAD detail), Domestic creation of the
important item class in the state in which the port is found and in neighboring states (source:
Annual Survey of Industries (ASI), Central Statistics Office, Government of India). The
information on estimation of residential generation has been emptied by the relating discount
value record. Since the ASI information have been utilized for developing this variable, it
catches the generation in the sorted out sector portion of the pertinent business. This is in the

future alluded to as emptied local creation of the item classification.

Genuine powerful conversion scale. It is processed by the Reserve Bank of India based on
export-based reciprocal trade rates for 36 nations. Port operational efficiency indicators. Four
indicators are utilized, to be specific pivot time (TRT), berth inhabitance rate (BOR), pre-
berthing holding up time or detainment (PBD) and level of inert time (PIT). The information
on these factors has been drawn from Indiastat.com which incorporates these information from

legitimate sources.
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Another econometric model that has been evaluated for extra investigation targets clarifying
port-and item savvy variety in the development rate in exports after some time. In this model,
the development rate in port capacity is presented as an explanatory variable alongside
development rates or paces of progress in territorial generation, worldwide demand (caught by
worldwide exports of the pertinent item class), genuine compelling swapping scale and port

efficiency indictors.
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CHAPTER 4

RESEARCH METHODOLOGY
4.1 RESEARCH METHOD

Due to the on-going commercialisation of port specialists and the expanding weight of partners
on new port execution markers are created. Such new pointers don't just fulfill the port
position's requirement for understanding in port execution, but on the other hand are significant
for partners with financial interests in a port. We have built up another idea of composite
execution list in this exploration to show generally speaking execution proficiency of ports.
Furthermore, we have adjusted and after that used execution pointers to assess inner

consistency and lead between port analyses.

The qualitative analysis operational proficiency of Indian significant ports is resolved
essentially by the accompanying productivity parameters AO per send compartment day, TRT,
PBD time and IT, which are found. AO per dispatch compartment day is the AO for stacking

and emptying of a ship at a billet for each day. It is estimated in huge amounts of payload.

The quantitative analysis dependent on the normal time spent in days by a ship since its
entrance into the port till its flight and used to assess the ship productivity in a port and is for
the most part affected by the payload volume Since by the volume of the load, to show signs
of improvement marker of proficiency, one ought to consider as for the yield of the port in

tonnes.
4.2. SOURCE OF THE STUDY

The significant source with guideline is that major and non-significant ports fall under various
wards. Further, the administrative system is inflexible laws in India kept on staying prohibitive.
Outside hailed vessels are not permitted to transport payload starting with one Indian port then
onto the next as that remaining parts a secured turf for local shippers. Land procurement and
natural clearances are some particular difficulties for non-significant ports and research taken

dependent on by primary data and secondary data collection.

The primary data collected dependent on the activity of ports, spillage or spillages from the
stacking and emptying of payload and contamination from oil slicks, adherence to ecological

laws and principles water released and cleaning of a ship and the release of weight water is a
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risk to marine biological systems Dredging causes natural issue expanded sedimentation

influencing nearby profitability of the neighborhoods waters and its fisheries.

The secondary data collected dependent on the port undertakings and improvement brings
about uprooting. Other than relocation, the other significant concern communicated by angling
networks is the confinement of access to angling grounds around a port with Lack of sufficient
preparing, falling labor quality, restriction to change are significant issues. Analyses directed
dependent on the worries over improvement of different ports close dealing with comparable

freight to ports for a similar payload appearances.
4.3. SAMPLING

This is an impression of the inborn issues and challenges confronting the area, which have
hauled down in general operational efficiencies and expanded expenses of exchanging through
seaports given the significance of the India's worldwide exchange for improvingAits worldwide
intensity and opening future chances. The system for recognizing issues and challenges
contains two wide level approaches, the first through survey of exporters, merchants, with open
finished questionnaire and second approach being dialog with chosen partners, industry
chambers, affiliations, associations speaking to exchange and part of port biological system.
For portrayal purposes, the recognized issues and challenges have been isolated survey through

partners meeting,

The accompanying significant issues and challenges confronted presents the outline recognized
during the survey of exporters, merchants, and cargo forwarders with open finished
questionnaires. The challenges that have been distinguished as the most well-known issues
looked by the clients crosswise over ports are Port clog, Customs and Customs clearances,
Shipping line issues and charges, Documentation and desk work, Scanning and testing offices,
computerized foundation, Physical framework and Regulatory freedom. These alongside the
other consuming issues recognized during Indian ports connections have been analysed in this

research.

CHAPTER 5
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DATA ANALYSIS AND INTERPERTEATION

Table 5.1: Port capacity and traffic handled in Indian ports

b
Year Port capacity Traffic handled
(million tonnes) (million tonnes)
2009-10 510 530
2010-11 520 540
2011-12 550 600
2012-13 570 620
2013-14 590 640
2014-15 570 700
2015-16 620 745
2016-17 650 800
2017-18 680 860
Chart 5.1: Port capacity and traffic handled in Indian ports
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It is interperted that from 2009-10 to 2017-18 the port capacity and traffic handled in Indian
ports that the capacity utilization were increased with 22 percentage points to 85% its traffic
handling in ports
Table 5.2: Traffic handled in Indian ports
p
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Year Volume index of imports | Volume index of | Traffic handled
exports
2009-10 300 320 480 v
2010-11 320 380 510
2011-12 420 430 520
2012-13 410 420 530
2013-14 470 480 538
2014-15 380 510 540
2015-16 400 550 550
2016-17 385 570 580
2017-18 390 590 610
Chart 5.2: Traffic handled in Indian ports
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Itis interperted that traffic handled in Indian ports with the volume index of imports and exports

from the 2009-10 to 2017-18 that the growth in capacity handling with traffic handled changes

in capacity utilization
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Table 5.3: Growth in capacity by ports

Ports Trend Trend Change in{ Trend growth rate in
growth rate | growth rate | capacity deflated value of
in Capacity | in  Traffic | utilization exports of
(% p.a.) handled (% | (percentage | manufactured

p-a.) points) products (% p.a.)

Visakhapatnam | 5.2 24 -35.4 6.7

Kandla 8.7 8.1 -8.7 -11.4

Cochin 10.7 4.7 -41.5 1.8

Mormugao 53 -29 -78.3 9.6

Mumbai 1.7 6.7 64.3 -6.4

New 10.1 43 -335 214

Mangalore

Paradip 10.6 9.4 -5.6 7.2

Kolkata 6.3 438 -8.7 3.2

Chennai 7.4 1.5 -28.5 33

Tuticorin 9.1 7.5 -12.4 1.6

Jawaharlal 83 8.3 22 55

Nehru

INTERPERTATION

The values of manufacturing exports in different ports relatively having fast growth take place
in new Mangalore, Mormugao, Paradip and Visakhapatnam. The difference in growth rates
and the value of exports and the capacity of ports considered and observed that the New
Mangalore ports handled its capacity of 20 percent annum but traffic handled in Kandla port
grew upto 8.1 to 8.7 percentage per year but the value of exports is 11.6 percentage decreased

in a rate per year.

50



Table 5.4: Operation efficiency of ports

Year Operational efficiency Turn-around time
2009-10 4.9 5.8
2010-11 43 4.3
2011-12 3.3 4.1
2012-13 3,1 5.3
2013-14 2.8 5.5
2014-15 3.1 4.8
2015-16 1.9 4.1
2016-17 1.8 3.8
2017-18 2.8 3.9

Chart 5.4: Operation efficiency of ports

B Operational efficiency

W Turn-around time

It is interperted that the cargo handled by the ports in operation efficiency with upward trend

having negative trend in turn-around time and the coefficient with the operational surplus per

tonne.
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Table 5.5: Berth occupation rate in Indian ports

Ports 2009-10 average 2017-18 average
J.L. Nehru 58% 61%
Tuticorin 61% 78%
Chennai 63% 57%
Kolkata 41% 61%
Paradip 50% 73%
N. Mangalore 35% 42%
Mumbai 58% 44%
Mormugao 73% 39%
Cochin 61% 61%
Kandla 1% 73%
Visakhapatnam 64% 65%

Chart 5.5: Berth occupation rate in Indian ports

Visakhapatnam
Kandla

Cochin
Mormugao
Mumbai

N. Mangalore
Paradip

Kolkata
Chennai
Tuticorin

1.L. Nehru

W 2017-18 average
W 2009-10 average

20%

It is interperted that the Mormugao, Mumbai and Chennai ports have the average berth capacity

utilization between these periods and significant capacity utilization in New Mangalore port

40% 60% 80% 100%

but having a high rise in berth occupation rate in it.
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Figure 5.6: five force framework analysis

Threat of Substitutes

-,

* Low -Withrising demand for port
infrastructura due to growing imports
(crude, coal) and contalnerisation. the
threat of substitute products to ramaln

weak
Bargaining Power of Suppiiers () Campetitive Rivalry i Bargaining Power of Buyars &
= Medium - Considerable capacities to = Low = Increasing trade activities = Medium - Imports to continue to
be added going forward. However, brought by rising imports of remaln strong led by strong demand.
demand to continue to remain strong commedities like coal and crude to Howsver conslderablz port capacities
generate higher business and limit to bs added going fonvard
overall competition as most ports
handle specific geographies
Threat of New Entrants @

= Medium - 100 per cent FDI under

. automatic route and inceme tax

® Posiive lompars exemption (10 years) is attracting
© Heutral Impact foreign players. Howaver, higher
@ Negallve Impact capital expenditure acts as a barrier

It is interperted that five force framework analyses that threat of substituted and competitive
rivalry have the positive impact analysis, bargaining power of supplicrs, bargaining power of <
buyers and threat of new entrants have neutral impact of analysis and no force have the negative

impact of framework analysis in the framework analysis
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Table 5.7: Port handling capacity

Options Percentage
¥ Container 86.5%

Liquid 11.7%

Others 1.8%

Total 100%

'r)

Chart 5.7: Port handling capacity

@ Container
@ Liquid
71 Others

It is interperted that major ports handling capacity with 86.5% container, 11.7% liquid and

1.8% handling others in the ports are the handling capacity found in the Indian ports
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Table 5.8: benefits of Indian ports

Benefits

Robust demand

Traffic at major and non-major ports expanded 5.7 percent
year-on-year.

12 major ports in India took care of 647.76 Million Tons of
cargo, indicating a development of 6.8 percent in contrast

with a similar time during earlier year.

Attractive opportunities

Total interest in Indian ports by 2020 is required to reach
USS$ 43.03 billion.
Non-major ports are set to profit by solid development in

India's outer exchange

Policy support

The government has startcd NMDP, an activity to build up
the sea sector; the arranged cost is US$ 11.8 billion

FDI of 100 percent under the automatic course and a
multiyear charge occasion for undertakings occupied with
ports

Competitive advantage

India has a coastline which is in excess of 7,517 km since
quite a while ago, sprinkled with in excess of 200 ports
Most cargo ships that sail between East Asia and America,
Europe and Africa go through Indian territorial waters

India is the biggest importer of warm coal on the planet
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Table 5.9: Cargo at major ports in India

Options Share (%)
Iron ore 16.5%
Coal 47.93%
Fertilizer 5.66%
Other cargo 29.91%
Total 100%

Chart 5.9: Cargo at major ports in India

Hlron ore
M Coal
[ Fertilizer

M Other cargo

It is interperted that the cargo at major ports in India can handle 47.93% coal, 29.91% other

cargos, 16.50% iron ore and 5.66% fertilizer are the shares handled in major ports
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Table 5.10: The lack of facility in handling non-major ports

Options Percentage
Requisite infrastructure 43%
Adequate berthing facility 31%
Equipment handling large volume 15%
Navigational aids, facilities and IT systems 11%

Total 100%

Chart 5.10: The lack of facility in handling non-major ports

Requisite infrastructure 43%

Adequate berthing facility | £ : | el | 31%

Equipment handling large volume - 15%

Navigational aids, facilities and IT systems 11%

Itis interperted that 43% is the lack of requisite infrastructure, 31% Adequate berthing facility,

15% equipment handling large volume and 11% navi gational aids, facilities and IT systems are

the lack of facility in non-major ports in India
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Table 5.11: The draft solution increase global trade for India

Options Percentage

> System of Preferences 29%

Imports from beneficiary countries | 30%

Drafting trade agreements 41%

Total 100%

Chart 5.11: The draft solution increase global trade for India

m System of Preferences

@ Imports from beneficiary
cauntries

! Drafting trade agreements

[t is interperted that 41% drafting trade agreements, 30% imports from beneficiary countries

and 29% system of preferences are the draft solution increase global trade from India
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Table 5.12: Overcome handling the large volume

Options Percentage
Indian ports handling 95%
Indian external trade 70%

Chart 5.12: Overcome handling the large volume

Indian external trade

Indian ports handling

[tis interperted that India had overcome handling the large volume as we analyzed that 95%

Indian port handling and 70% Indian external trade are the process that Indian ports overcome

handling the trade business
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Table 5.13: Ports handling the facilities with IT systems

Options b percentage
Container tracking 37%
Management system 28%
Vessel traffic management system 25%
Electronic Data Interchange 10%

Total 100%

Chart 5.13: Ports handling the facilities with IT systems

® Container tracking
@ Management system
 Vessel traffic management

system

m Electronic Data Interchange

It is interperted that 37% container tracking, 28% management system, 25% vessel traffic
management system and 10% electronic data interchange are the ports handling the facilities

with IT systems to overcome the problems in Indian ports
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CHAPTER 6
CONCLUSION
6.1 Conclusion

A far reaching study for the timeframe (2010 to 2018) has been led for operational efficiency
indicators for the 13 major ports in India. The essential inspiration of this work is that in the
present situation of fast monetary development, Indian ports face a moving circumstance to
improve their exhibitions and need benchmarks to achieve that. It is important for ports to

accomplish benchmarks in execution for constant improvement.

Gathering as per the general indicator dependent on effectively mirror the impact of operational
parameters. Major ports of India dealt with in overabundance of capacity, because of which is
exceptionally high and efficiency are low in contrast with different ports of world. Indian ports
are likewise not retrofitted to deal with new kinds of cargo. This sort of appraisal will empower
ports to assess their efficiency and fuse techniques to improve their lacks to at any rate meet
inner benchmarks. This is an important initial step for creating approach measures to empower
Indian ports to turn out to be all around focused and endeavor towards achievement of global

benchmarks.

6.2: Suggestions

® On the off chance that port frameworks are not constantly refreshed, they face the
danger of getting out of date and in the long run too wasteful to run.

¢ Subsequently, port proprietors need to continually hold assets for overhauls and upkeep
costs.

¢ Because of the over the top idea of these activities, open private partnerships are
frequently sought after.

o Tragically, huge foundation extends regularly face delays and surprising cost
increments, bringing about the powerlessness to convey finish by the first cutoff time
or inside spending requirements.

o Expanded research into best practices in these undertakings would profit the
organization significantly, and is an astute speculation for ports and governments the

same.
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