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CHAPTER 1 

INTRODUCTION 

The Commission was constituted by the Government of India 
Resolution No. 19-PG(101)/67 dated 14th February.l968 by the then 
Ministry of Transport and Shipping, New Delhi with the followiJ).g 
terms of reference:--

(i) to examine the methods of working of Major Ports with a 
view to improve their operational efficiency; 

(ii) to consider broadly their development programmes in the 
context of present and future national needs with special 
reference to the changing shipping and port technology; 

(iii) to examine specifically the following aspects o~ port 
working; 
(a) management; 
(b) financing; and 
(c) personnel; 

(iv) to consider in the light of the above, the capacity of the 
ports to enhance the current rate of ex gratia.. payment; 
and 

(v) to review the arrangements that exist for co-ordination 
among the differel}t ports; and 

(vi) to make recommendations on the· above and other ancillary 
matters. 

1.2. The original composition of the Commission underwent the 
following changes: (1) Dr. (Shrimati) Maitreyee Bose, Sarvashri 
Indrajit Gupta, Vasant J. Sheth and P. A. Narielwala were 
subsequently appointed by the Government of India Resolution No. 
19-PG(101)/67 dated 21 September 1963; (ii) Sarvashri N. Dandekar 
and S. R. Kulkarni resigned from the Commission in October 1968; 
(iii) Sarvashri M. V. Bhadram, Makhan Chatterjee and L. M. Nadkarni 
were appointed and Shri S. R. Kulkarni was re-appointed on the 
Commission vide Resolution No. 15-PG(1)/69 dated 17 April 19.69: 
(iv) Shri Indrajit Gupta, however, did not attend any meeting of 
the Commission and finally ceased to be a member of the Commis­
sion from April 1969 with the appointment of Shri M. V. Bhadram 
in his place vide Resolution No. 15-PG(1)/69 dated 24 April 1969. 
The Resolution of the Government of India referred to above. setting 
out the terms of reference and the composition of the Commission 
are reproduced at Appendix I. The composition of the Commission 
at the time of signing the report is given in Appendix n. 
Earlier Committees 

1.3. It was for the first time in the century-old history of Major 
Ports that a comprehensive study was required to be undertaken 
by the Commission. There have been occasional inquiries which 
related· either to specific ports or to selected issues. Examples of the 
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fotmet category are the reports of Sir Godirey Armstrong, West 
Coast Port Development Committee, Desai Committee on service 
conditions of marine services at the ports, initially for Bombay and 
then for the remaining ports. The reports (Jbl.ly 1968) of the Inter­
national Association of Ports and Harbours (l.AP.H.) Study Team 
as also the Ports and Shipping Statistics Committee (1955) fall under 
the latter category. There have also been a few inquiries into the 
wage structure, categorization of labour, etc. at the ports undertaken 
by such Committees as P. C. Chaudhuri Committee (1957) and the 
Central Wage Board for Port and Dock Workers (1969). The Com­
mission had, therefore, to undertake the task of examining all 
aspects of integrated working and development of Major Ports. 

Time Schedule 

1.4. The Commission was initially required to submit its report 
within a period of six months. Considering the volume of work 
involved in such a comprehensive enquiry the time schedule pres­
cribed proved to be inadequate. Moreover the work of the Commis­
sion could not be started in full swing for the first six months 
because of delay in the appointment of the Secretary and staff and 
a number o£ factors. 

1.5. A copy of the terms of reference was circulated to the 
shippers, shipowners, exporters, associations of Port and Dock 
Workers, Dock Labour Boards, academic institutions, maritime State 
Governments, user Ministries, Public &ctor Undertakings, etc. in 
March 1968. Out of 632 Organizations/ Associations addressed 127 
submitted memoranda. A list of the organizations which submitted 
memoranda is given at Appendix III. There was some delay in the 
submission of the memoranda by these organizations and experts. 

1.6. The work of the Commission was further complicated in 
the absence of codified data on a uniform pattern with the various 
Major Port Authorities. It took considerable time to cull out on a 
comparable basis the detailed information pertaining to port 
accounting, finances, operations and investment, etc. from the 
annual reports of the ports and also to obtain them from the ports 
wherever not available in the published port accounts. In view of 
the diveTgent practices followed by the ports, particularly as 
regards-financial and accounting procedures, the Commission has had 
to embark on a process of reconstructing the accounts on a uniform 
basis: to come to meaningful conclusions. 

1.7. The Commission also req~ested the port authorities to 
submit comprehensive papers on the various aspects of port working 
as detailed below :-

(i) the working of the port at present, the traffic handled, 
special problems and the manner in which they are being 
tackled; 

(ii) traffic projections for next ten years with detailed projec­
tions for the next five years; 

{iii) the structure of port management distinguishing features, 
if any, with their ·advantages and disadvantages, any 
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studies undertaken in relation to the management and 
suggestions for the future; 

(iv) port charges, the criteria for fixing them, the sensitivity 
of export-import trade through the port to increase in 
port charges. 

(v) the existing labour organizations, current rates of wages, 
ex gratia payments, allowances, welfare amenities, incen­
tive schemes, machinery for tackling labour disputes, etc; 

(vi) relationship between the Major and Minor Ports, the role 
that Minor Ports can play in relieving congestion at Major 
Ports; and 

(vii) impact of technological changes in shipping and cargo 
handling, measures already taken to cater to these 
changing requirements and further measures necessary. 

1.8. Valuable information regarding the recent technological 
developments in the spheres of shipping and ports were also 
gathered through our Missions abroad. 

1.9. Tbe Chairman of the Commission, during his visits abroad 
in 1969 on other assignment, utilized the opportunity to visit the 
ports of New York and London to study various facets of .J20rt work­
ing such as port management, port finances and port development 
programmes etc.,,and circulated a report on his visit to the Commis­
sion for its consideration. He also visited the ports of Tokyo )3ay in 
Japan and Honk Kong in May 1970 and circulated his tour notes. 

1.10. In the course of its enquiry the Commission visited all the 
Major Ports including the Major Ports of Mangalore and Tuticorin 
under construction and heard the evidence of the parties interested 
such as shipowners, Export Associations, Labour, Chambers of Com­
merce, etc. A list of the various organisations which tendered 
evidence before the Commission is given at Appendix IV. The Com­
mission interviewed the user Ministries and Organisations such as 
Ministries of Food and Agriculture, Petroleum and Chemicals, 
Minerals and Metals Trading Corporation, State Trading Corpora­
tion, the Railway Board, etc. 

1.11. The Commission discussed with the Ministry of Finance 
the financial policies relating to ports including more specifically the 
terms of Government lending to ports. 

1.12. To facilitate the study in depth of various aspects of port 
working, the Commission constituted the following three Study 
groups:-

(a) Study-group on utilization of existillg port facilities head­
ed by Shri B. B. Ghosh, then Chairman of Calcutta Port 
Commissioners and a member of the Commission; 

(b) Study-group on port finances headed by Sltri D. A. 
Screwvala, Chief Accountant, Bombay Port Trust; and 

(c) Prof. V. V. Ramanadham, a member of the Commission 
was asked to undertake a detailed study of port rating 
policy. 



4 

The reports of these Study-groups have been of considerable 
help to the Commission and we have had occasions to refer to their 
recommendations in the appropriate chapters. As these reports 
contain valuable data, many of them not made available earlier, we 
are publishing these reports in full &.eparately as companion 
volumes. We are also publishing a monograph on history and deve­
lopment of Major Ports. 

1.13. The Commission secretariat prepared working papers on 
the various aspects covered by the terms of reference which were 
considered at the meetings of the Commission and decisions taken 
thereon. The Commission held twenty sittings and signed the Report 
at the twenty-first sitting!. 

1.14. The Commission acknowledges with thanks the immense 
assistance rendered by the very many organizations like Chambers 
of Commerce, shipowners, trade unions, Port Trusts and State 
Governments who took considerable trouble to provide the Commis­
sion with all the information it sought. Without their unfailing 
courtesy and cooperation it would have been impossible to gain an 
.insight into the comple~ities of the subject. 

1~15. The Commission is particularly grateful to Saryashri 
B. B. Ghosh, D. A. Screwvala and V. V. Ramanadham and the 
memberrs of the Study-groups for their detailed and analytical 
reports which enabl€d the Commission to reach appropriate conclu­
sions on such highly technical matters as port facilities, port finances 
and port rating policy. 

1.16. Finally, the Commission wishes to place on record its 
warmest appreciation and thanks for the work of the Secretary. of 
the Major Ports Commission, Shri D. Sridharan, I.A.S. and the 
members of his staff. The preparation of the Report involved 
enormous amount of detailed study, analysis, checking ana cross­
checking of statistics necessitating long and tedious hours of work. 
During all this period, the Secretary and his staff showed unflagging 
enthusiasm and unfailing interrest. We wish to ref€r to the useful 
contribution made by our Consultant, Prof. L. A Natesan. The 
Commission could hardly have been served better. 



CHAPTER 2 

HISTORlr OF THE MAJOR PORTS 

Before proceeding to the principal terms of reference, we wo\lld 
like to give a brief account of the history and! development of the 
Major Ports in India. The Major Ports have come into 'existence' ·at 
various points of time and have been subjected to influences· and 
characteristics of the regions and of the economic developments.· of 
the times It is necessary to appreciate these in order to understand 
the nature of the development of the ports, their growth and the 
type of the traffic that has developed and the facilities they have 
had to be equipped with. The Major Ports ~ealt with here are:-

(a) Calcutta, Bombay and Madras, the· older ports; 
(b) Cochin and Visakhapatnam, which were developed during 

inter-War period; and 
{c) Kandla, Mormugao and Paradip which came in· since 

Independence. 

We shall first consider the history of these Major Ports upto· the 
year 1950-51 when the programmes_ of development of the ports· 
were integrated in the national Plans. 

Calcutta 

2.2. Au.nougn tne ongms of the Port of Calcutta 'could be tr:fced' 
to the British Settlement and the East India Company's settlement:' 
its location and geo~raphy influenced considerably the~ sub~~civen.t·, 
growth of the Port.l The approaches to the port which· is about 
198 km. from the Sandheads are difficult to navigate on. account of 
the task of maintaining adequate depths, the length of the ·navigable. 
channel amounting to 203 km. from the set-mark limit, the existence 
of 14 bars and a number of shprp bends on the rivert necessitating 
restrictions on the size of the vessels. Almost from the very begin­
ning a regular Pilot Service was provided ·to reduce the hazards , of 
navigation on the Hoogly. 

2.3.CThe trade of the port steadily increased over tne . years/ 
Originally this was due to the facilities and advantages for trade 
given to the English merchants by- the then Government of Behga1,' 
and a further expansion came with the abolition of custom duties. 
The emergence of Calcutta as a modern port came about. in the 
second half of the last century, with a tremendous. impetus to its 
traffic brought about by the 'introduction of the Railways which 
served a vast expansion of the hinterland, and the opening of the 
Suez Canal in 1863 which promoted the commercial relations between 
the U.K. and India. ) 

2.4. The increase in the volume of traffic reacted on the capa'city -
to handle it at the port. Government considered that tlie time was' 
ripe to entrust the task of systematically improving the facilities to 

5 
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a proper responsible body. Accordingly, a Calcutta Port Commission 
was established with nine Trustees under the Act V of 1870 which 
came into effect on 17 October 1870. The number was incre'ased to 
twelve la~er when th~ ~ndian mercantile community ·also got 
representation. From this time onwards ·the requirements of the 
Port received proper attention. The number of jetties was increased 
to six, the construction of. th~ Howrah Bridge was taken up in 1875, 
and the Port Trust bu1ldmgs were completed in 1877. The first 
!itretch of the Port Trust Railways connected Bagh Bazar and 
Meerbhur Ghat. Other important developments about this period 
were the introductiQn ·of night working, the opening of the Budge 
Budge Petroleum Wharf, and the Tea Warehouse. A dock system, 
complete with a lock entrance, turning basin, dry docks, transit 
sheds, etc., was completed and opened to traffic in 1892. In the 
succeeding years, there were further improvements, namely, exten­
sions to the Port Commissions' Railways, opening of the ferry service, 
lighting of the {jver, and enlargement of storage and warehousing 
accommodation. 'J ·-

2.5. The next important event was the outbreak of World War 
I which dislocated and adversely affected the normal trade of the 
Port. There was also in addition a change in the direction of trade 
and imports shifted from the belligerent countries to the U.S.A. and 
Japan. 

2.6. The Constitutional changes after the war transferred the 
ports to the control of the Governor General in Council and ·the 
Indian Legislature, and the Ports of Calcutta, Bombay and Madras 
were declared Major Ports. Although the control was vested in tne 
Central Government, the Government of Bengal continued to 
exercise all the statutory powers as before under the local Acts and 
the Indian Ports Act, 1908. 

2.7. In the immediate post-War years, Calcutta recovered its 
traffic, and in anticipation of its long-term needs. the Commissioners 
decided on a large-scale expansion of the facilities. Besides four 
additional berths, three large docks were connected to the Kidder­
pore Docks system. A new dock, called "King George's Dock", one 
of the most modern at the time, was opened in 1929. The exnansion 
programme was almost immediately thereafter interrupted by the 
world. wide depression which led to a, gteat decline in the traffic, 
and consequently a large portion of capacity was left unutilized. 
The revival was slow. 

2.8. The onset· of World War II had a severe imnact en the 
port and its traffic, and with Japan's entry into the War and the 
closure of the Bay of Bengal to traffic. the Port was for a time 
almost closed The Port also lost considerable equipment which had 
been commandeered for war work. The Japanese bombing also led 
to ~erious shortag-e of labour. Conditions became easier by the end 
of 1943 and there was a perceptible imDrovement thereafter as a 
result of better co-ordination of the activities of all interests till 
the end of the War. 

( 2.9. The post-War reh~bilitation programme had to hE: revised 
almost immediately as the Partition of the country depnved the 
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Port of a large part of its hinterl~nd. The restoration of the Port t6 
a state of satisfactory working required a considerable amount of 
investment and the rehabilitation programme of the Port was integ­
rated into the First Five Year Plan which started at the end of 1950-
51. The deterioration of the Port had already begun to_ make its 
influence felt and this called for dredging operations. As the river 
conditions precluded vessels drawing a draft of 8.5 to 8,8 metres 
leaving the Port, special measures appeared to be called for to 
correct the deterioration. 

Bomb3Y 

2.10. The development of Bombay as a Port started when; on 
27 March 1668, it was transferred from the Crown to the East India 
Company. The construction of a customs house, a warehouse and a 
mole station capable of berthing small ships). was put in hand im­
mediately by the East India Company .. Sir Gerald Aungier, 
President of the Surat Council and the Governor of Bombay des­
cribed the Port as "certainly the fairest, largest and securest in all . 
these ports of India where a hundred sail or tall ships may rise all. 
the year safe with good anchorage." He carried out measures to 
develop the tP-de of Bombay which became the Headquarters of 
the Company.\,.Bombay's first dry dock was constructed in 1748 on· 
the site of the present Government Dockyard. Its success led to. 
two more dry docks being laid down and completed by 1750. 

2.11. Bombay developed regular trade with· the . principal ·sea 
ports of India, the Persian Gulf and East Africa. Apart from being 
the chief emporium of Westerrl·i:ndia, Bombay had a larger share 
of the trade with England than either Calcutta or Madras. The Port 
afforded facilities for repairs of ships of. different sizes. There were 
also ship-building at;!ivities undertaken at Bombay by the_ middle 
of the 18th century .• 

2.12. With the abolition in 1813 of the monopoly of the East 
India Company, the commerce of India was. thrown open to t?e 
merchants of other ports and further expansion of trade set ln. 
Within another decade, steam navigation had started and the fir~t _ 
steam vessel "Enterprise" sailed from Falmouth to Calcutta vta.' 
Cape of Good Hope. The "Hugh Lindsay" of 4tl tonnes, built in 
Bombay and launched in October, 1829, was the steamship tQ operate 
from Bombay to Suez and Alaxandria was thereafter established, 
the duration of the voyage being brought down to 43 -to 46 days. 
The voyage time was later reduced to 30 days by 1845. a fortnightly 
mail service was also introduced via Suez and via Colombo. 

2.13. The port had serious disabilities and owing to lack of 
transport facilities, the traffic of _the hinter~and could. ~ot be ex­
ploited; This raired the cost of transportation and l~ted cons­
iderably the import and export trade of the port. QtThe break­
through came with the introduction of railways in 1953 and their 
rapid extension into the interior. The opening of the Suez Canal in 
1869 was the next major development which cut down the voyage 
time between Bombay and England from 100 days to 25 days and, 
later with faster vessels, to even less than three weeks. These 
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changes- led to a striking increase in the volume of the trade of 
the port. In order ·to safeguard the interests of trade which might 
be seriously affected by private companies holding monopoly of 
the land and shipping facilities of the Port,CGovernment set up a 
Board of Trustees for the administration of the affairs of the Port 
of Bombay under the Bombay Port Trust Act, 1873. ) The Board 
consisted of not less than nine and not more than twelve in 
number, with a Chairman appointed by the Government of India. 
The Board was given powers to levy dues at rates approved by 
the Government of India on all goods passing over their wharves, 
to exercise control of the pilots and to look after the conservancy 
and lighting of the Harbour. Not less than three Trustees were to 
be Indians residing in Bombay. 

2.14 .. Under the management of the Board, new facilities 
were .added. to the Port. The Princess Dock was opened on 1 
January, 1880. Improved finances in the following years led to 
considerable reductions in the wharfage charges, and appropriation 
of large amounts from the revenue to meet capital expenditure. 
The Victoria Dock was opened in 1888 and the Mere-Wether Dry 
Dock in 1891. Prior to World War I, the Alexandra Dock was com­
pleted in 1914 and the accommodation for berthing ships was 
practically doubled. During World War I, there was a lar~ in­
. crease in Govern.rnent traffic, and the Port was able to deal with 
lt satisfactorily. 

· 2.15. The cumbersome and expensive·· method of handling cargo 
betwee:p the ships and rail terminal by bullock carts was replaced 
by thelPort Trust Railway· on 1 January 1915, affording direct 
connection with the two railways serving Bombay, namely, the G.I.P. 
Railway·; (now· part of the Central Railway) and the B.B.C.I. Rail­
way· (now part of the Western Railway). The Port was, thereafter, 
able to handle the rail-barrie goods with greater speed and effi­
ciency. 

2.16. With the end of the War, there was a sharp decline in 
the traffic bu~ after the initial decrease, the value of imports and 
exports picked up rapidly, exceeding even the pre-War levels. 
During ·the 'twenties, the volume of imports well exceeded three 
million tonnes a year, but exports tended to be lower. The traffic 
of the Port was adversely affected ,Puring the depression of the 
'thirties.· 

2.17. With the gradual gearing up of defence effort and the 
revival: of industrial. activity the volume of the traffic picked up 
during World War II. The Bay ·of Bengal was virtually closed to 
shipping' owing to the threat of Japanese hostilities and the sea­
borne trade of the country was diverted to Bombay and Cochin 
on the West Coast, which caused acute congestion and serious 
delays to shipping. A number of improvements were carried out 
in 1943::.44, as recommended by the Anglo-American Mission, and 
more would have been done but for the major disaster from the 
two explosions in the ammunition ship berthed in the Victoria 
Dock in 1944, resulting in heavy loss of life and severe damage to 
Port installations and its property. 



~.1~. Relief from the severe strain came with the termination 
oi the War in May 1945Un anticipation of post--War requirements, 
several schemes were prepared for the rehabilitation and develop­
ment of the port, the more important among these being tne 
mcdernization of the Princess and Victoria Docks, reconstruction 
of transit sheds and warehouses and housing for port labour When 
on the Partition of the country in 1947. Ka.rachi went to Pakistan 
part of the trade of India formerly handled at Karachi was diverted 
to Bombay necessitating a total reassessment of th)- Port's schemes 
fer rehabilitation, expansion and modernization. t The long-term 
schemes for these were integrated with the First and subsequent 
Five Year Plans starting from 1951-52. 

2.19. The Bombay Port was also handling a large volume of 
passenger traffic )in view of its long and old connection with pas· 
senger service with Britain and the continent of Europe, with 
Australia, Japan and East and, South East Asia as well as East 
Africa and . the Persian Gulf. Bombay ha~ been on the World's 
ma1n routes of passenger shipping. It is also the main centre for the 
Haj pilgrim traffic between India and_ the Hedjaz. (The Port also 
han~les a f~ir vo_lume of coastal passenger se7vices} The development 
of air service w1th the advantages of speed1er travel has in recent 
years, severely cut down the passenger traffic. 

l\ladras 

2.20. The first Madras Harbour was Fort St. George founded by 
Francis Day in 1639 on a san<;J bank as the mouth of the Cooum 
River to afford a safe haven 'for the ships of the East India Com­
pany. The site. was only a very small beach.} In fine weather the 
ships lay at anchor outside the surf, and goods and passengers were 
landed by. masu"Lah boats on the strip of beach in front of fort. 
Goods were piled up in the open as there was no sheltered place 
to store them till they could be carried through sea Customs and 
stored in the· Company's warehouses. During the monsoon ships 
avoided the Port and there was no trade. 

2.21. The trade of the Port steadily increased in the succeeding 
two centuries. In the first half of t.Q_e last century, the value . of 
exports far exceeded that of imports:vUntil the harbour was built, 
ships were at the mercy of the vagaries of weathe~ and the traders 
sul:·cred extortion at the hands of the boatmen. (A plan of the 
lL: cbour was adopte~ by the then Government of Madras, as drawn 
up by l\1r. Williams Parkes, a harbour engineer, for the construc­
tion of a pier of break-waters about 914 metres apart, stretching 
out eastward parallel- to one another to a length of a6out .914 
metres and curving towards each\other, leaving an opening of 168 
metres between the pier heads. ~ The work started in 1876 was 
'Vrecked by a storm in 1881, and it was not resumed till the turn 
of the Century. Till then, the beach continued to be littered with 
all types of cargo in confusion, there was no place for small craft 
to lay in shelter, and lighters alongside broke loose and got lost 
during the monsoon. 
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2.22. It was only after Sir _FJ:ancis Sp_r!M became Chairman of 
the___!?ort that a serious effort was made to give Madras fi:irthe 
flrst time iii 1910 calm waters insjde the harbour witb-a.Jine of 
quays replaci.Jlg _the _jetty. Other impr9vements-were a boat ·basin 
orr-the-south side, a timber pond and slipway, -railwaylinespro­
vision of- cranes _and -other facilities_ ~!lich ~nabled speedy lo'acting 
and discharge-_o_f cargo, warehouses and thn::e-hectar~s of first class 
s4~d space. Facilities for third class steamer passengers were also 
proVfcle_d. By the, end of 1916, the Port- Trust took over the opera­
tion of the railway within the pJrt limits, the linking of which 
with the adjoinipg railyvay systems was a great convenience to 
the users of the Port. 

2~23. The traffic which was a little over half million tonnes 
in 1903-04 increased steadily. 'Despite a fall in the Port's trade 
during World War I, traffic picked up and by 1924-25 it exceeded 
a million tonnes. 

2.24. The depression of the 'thirties afiected the trade of the 
Port which dropped by 1932-33 to less than half of the earlier peak 
figures. It was only during the Second World War that the volume 
of traffic began to increase. The influx of war material for main­
taining the eastern theatre of the wharf taxed the Port beyond 
its capacity. In 1944-45, the traffic touched the two million-tonne 
mark. 

2.25. On the eve of Independence, the Ports (Technical) Com­
mittee, 1946, stated that th; Port's access to the sea, though 
exposed to rough and cydoni~ weathe;r, was excell,ent and that 
its level of traffic would be doubled. It also found that the Port 
could take ships of any length up to 183 metres or even more and 
of 9.1 metres draft. It was fortunate that the problems of the Port 
had been subject to a close study and a fair appreciation- of its basic 
requirements was rea-dily -available when the development pro­
gramme under~:n:e-First Five Year Plan was fon:llulated. -

Co chin 
2.26. The ports on the Malabar coast had been frequented 

from very early times by merchant ships from the West and the 
East in search of spices and valuable products of the country. The 
emergence of Cochin as a port dates back to 1341 A.D. The port 
was built on the southern side of the entrance of the Periyar river. 
The merchant community who had from time immemoiial-been in 
Cranganore (Muziris) now shifted to Cochin. The natural advan­
tages of Cochin consist of the unique network of backwaters and 
lagoons, fringed with palms and coconut trees, permitting easy 
access to its hinterland region. The calm waters of the port ai'ford 
shelter to ships throughout the year. Till 1795, the trade and acti­
vities of the port were controlled by the Portuguese and the Dt:tch. 
With the decline of Dutch power, Cochin passed into the hands of 
the English in 1795. 

2.27. The trading interest at Cochin, largoely British, mooted 
in 1858 the idea of improving the Port. Steamt:rs used to lay in 
anchor in the open sea about 5 kilometres away from the harbour 
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mouth. It was only at the close of World War I that the idea of 
siting an all-weather harbour at Cochin was revived. The develop­
ment of the port was dependent on the goodwill and consent of 
the Cochin State to which it belonged. Negotiations were carried 
on, and in 1925, the Governments of the two States of Cochin and 
Travancore, the South Indian Railway and the Government of 
~adras reached an agreement to develop Cochin as a Major Port. 
\~thad already the advantage of the South Indian Railway system 

and of the exce1tent-inland· waterways which connected the. port 
to the hinterland of the States of Cochin and Travancore.1 The 
construction work was entrusted to a harbour engineer of remark­
able vision, ability and initiative, Sir Robert Bristow, and under 
his direction the work of the dry dock, the creation of the man 
made Willingdon Island, covering an area of about 321 hectares, was 
completed. The new Port has thus a fine natural harbour affording 
access to about 325 square kilometres of. navigable waterways. 
Even in the worst of monsoon weather, vessels could lie comfort­
ably in the harbour and carry on their loading and unloading 
operations without any interruptions. The broad gauge railway 
extended to the Willingdon Island, where adequate space was pro­
vided for warehouses. A metre gauge connection was later provided 
connecting the Port to the mainlanCl and Trivandrum, further 
south. The Port has a low wharf as well as lighterage jetties for 
handling the rail-borne traffic;{When Cochin was declared a Major 
Port, the Harbour Administration was· taken over from the Govern· 
ment of Madras by the Government of India in 1936, and Sir Robert 
Bristow wa~ appointed the first Administrative Officer of the 
Port in 19401 As compared with 1935-36, the traffic in 1950 had in­
creased five-fold under impopfs and almost six-fold under exports. 

Visali:hapatnam 

2.28. The need for a Major Port on the east coast between 
Madras and Calcutta had long been felt and the choice fell on 
Visakhapatnam. The Bengal Nagpur Railway Company (now part 
of the South Eastern Railway) was also interested in the develop­
ment of what was a roadstead here into a Minor Port by the 
Madras Government. Construction started in 1925 and the com­
paratively unimportant calling port of Visakhapatnam was con­
verted into a Major Harbour with quay, berths, sheds and port 
facilities. The port was connected by rail to the Bengal Nagpur Rail­
way and declared open to ocean-going vessels .in 1933. 

2.29. The Port serves an extensive hinterland comprising the 
neighbouring States which are rich in agricultural produce and 
mineral ores, like manganese and iron. In 1926, the Port's {Technical) 
Committee strongly recommended that Visakhapatnam should be 
developed as a sheltered deep sea port, capable of accommodating 
ships up to 198 metres in length and draft up to 9.1 metres. After 
Independence, as a result of the policy of rapid industrialization, an 
all round growth in traffic was expected. 

2.30. The post-Independence developments were mainly the 
transfer of the day-to-day control of the Port to the Port Trust and 
a phenomenal increase in the volume of iron ore exports. 

L/P(D)BOMofS&T-3 



Kandla 

2.31. Kandla is the first Major Port built after Indian Indepen­
dence. _Before it became a M~jor Port, it was a small port of the 
erstwh1le State of Kutch, bmlt largely for handling solar salt for 
export to Calcutta and the markets served by it. With the loss of 
Karachi to Pakistan after the Partition, (the Government felt 
the need for a Major Port to serve the growing requirements of 
North India. t:'he Government of India sanctioned the construction 
of the Port of Kandla and work on the construction started in 1952. 
By 1957, four deep water berths together with ancillary structures, 
like transit sheds and double-storeyed warehouses were completed. 
By 1959, the Port had been equipped with the requisite facilities 
and connected with a metre gauge railway which enabled the trans­
portation of cargo right up to Delhi, Punjab, Kashmir, Uttar Pra­
desh and Bihar as well as to other parts covered by the metregauge 
network. 

Monnugao 

2.32. The port of Mormugao became one of th~- Major Ports of 
the . country when Goa was liberated from Portuguese control by 
the Government of India in Decem6er 19')f.'1Cwas declared a Major 
Port on: 22 December 1963. \Goa -rs--fndowed with a magnificent 
natural harbour and a beautiful coast line permitting access to the 
navigable waters of two rivers, namely, the Mandovi and the Zuari. 
Panaji, the capital of Goa, is situated on tl1e Mandovi river. It was 
already a flourishing trading centre even before the Portuguese 
came to India. The two rivers are navigable for a distance of 60 kilo­
metres and five other rivers of the Gt:a river system are navigable 
for small lengths of 3 to 35 kilometres. More than 90 per cent of 
export of ore in recent years was brought over the river system in 
self-propelled barges. The Port provided an cutlet for a hinterlanj 
beyond the original Portuguese territory. 

2.33. The Port and its connected railways started operation in 
1888 and since 1902 were worked as part of the Indian Railway 
system till the end of 1955. They were managed since 1 April 1961 
by an autonomous "Junta Autonoma dos Portose Caminhos de 
Ferro" ~ut in 1963 the line was transferred to the India Railway 
system. The Port has its own marshalling yard, permanent way, 
harbour wagons, locomotives, workshops and staff for operation. As 
from July 1964, the provisions of the Major Port Trusts Act 1963 
were made applicable to it and a Board of Trustees was constituted. 
~ ~~~-;t·::.~;.._ .... ~~&~~~~-:::"'~-:s~·:..··-~:::;·::s:,:·,.-~"""~""''"""'~-·_:;--.!::':~- ~~~ .-.t..AU<A.... .-l.~ __ , -~ Jis._~ 

2.34. The principal traffic of the Port in recent years is the ex­
port of iron ore. A special feature of the Port's operations is that 
the major portion of the traffic is handled in the stream, and the 
available shore facilities deal with only a very limited volume of 
the total traffic. As to iron ore, only about 24 per cent is mechani­
cally handled and the rest in stream. With an extensive harbour 
which can accommodate 50 or more working ships and serving a 
hinterland of growing importance, Mormugao has great poten­
tialities. 
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Paradip 
2.35. Until the Port of Paradip. was constructed, there was no 

port of consequence on the ··long East Coast between Calcutta and 
Visakhapatnam over a length of coast of about 840 kilometres.' The 
need for an outlet for the vast mineral resources of Orissa was felt 
by Government of Orissa which took: the initiative" to: develop a 
port. Construction started in November 1962 fot' a deep draftlport 
with a designed depth of 12.8 metres and .11.9 metres· draft; al'ld the 
port was commissioned in 1966. A mechanized iron: ore beTth was 
built first for the export of iron ore. The ore berth> and the installa­
tion of the ore handling plant were completed in 1966. Th'e plant 
has a designed capacity to handle 2,500 tonnes ·Of iron ore peri hlb'ur 
with two bucket-wheel reclaimers to feed. the· 'Ore from stacks into 
the belt conveyor and shiploader to load ·the· ore into· the hatches 
of ships. There are besides, a mooring berth.for handling the.general 
cargo, a wooden jetty for dealing; with small cargoes. 

2.36. Even while the construction was ·in progress, the Govern­
ment of India took over the Port at the· request of the r Orissa 
Government in the middle of 1965 and agreed' to its development 
as a Major Port. ) 

2.37. The post-War port rehabilitation programmes, their integ­
ration into the Five Year Plans and the progress of the- Major Ports 
during 1951-52 to 1968-69 are dealt with irt the succeeding cha.ptett:: 

LJP(D)SOMofS&T -3( a) 



CHAPTER 3 

DEVELOPMENT OF MAJOR PORTS UNDER THE PLANS 

At the time of Partition of the country, the Major Ports were 
in a war-worn and dilapidated condition as a result of the intensive 
use, lack of proper maintenance and inadequate replacement of the 
assets during the period of World War II. The loss of the Port of 
Karachi, which was serving the needs of the areas now covered by 
the Punjab, Haryana, Jammu and Kashmir, Rajasthan Uttar 
Pradesh, Madhya Pradesh and Gujarat further aggravated the situa­
tion: The remaining Major Ports of Calcutta, Bombay, Madras, 
Cochin and Visakhapatnam were not in a state to cope with the 
then existing traffic volumes. 

3.2. At the commencement of the first Five Year Plan in 1951-
52, there were five Major Ports, namely, Calcutta, Bombay, Madras, 
Cochin and Visakhapatnam. A new Major Port at Kandla was deve­
loped duriilg the First and the Second Plan periods. The Port of 
Mormugao became the country's seventh Major Port when Goa was 
liberated from Portuguese control in December 1961. Paradip was 
developed as the eighth Major Port and commissioned in November 
1966. In addition to these, two Major Port Projects-one at Manga­
lore and another at Tuticorin-are under cc nstruction. 

3.3. With the rapid industrial development generated during the 
successive Five Year· Plans, there has been a steady growth of tra.~c 
at the various Major Ports in the country. The traffic at Major Ports 
which was 19.2 million tonnes at the beginning of the First Plan 
increased to 55.1 million tonnes by 1968-69 as will be observed from 
Table 1. 

TABLE 1 

Traffic at Major Ports 

Port 19ii0-51 1955-56 

Calcutta 7·6 8·0 
Bombay 7·0 9·-1 

Madru 2·2 2·3 
Cochin 1·4, 1·6 
Visakhapatnam 1·0 1·3 
Kandla 
Mormugao 

Par~p 

Total 19·2 22·8 

Souru-
(1) India Ports and Shipping Statistics-1969. 
(2) Port Authorities for 1968-69 data. 

14, 

(In million tonne~) 

1960-61 191\5-66 1968-69 

~-4 9·7 8·0 
14·3 17·9 16·4, 
3·0 4,·9 5·4 
2·0 2·9 5·2 
2·8 4·4 8·1 
1·6 2·5 2·0 
6·4 7·9 8·8 

1·2 

39·5 50·2 55·1 
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3.4. A study of the changing composition of the traffic at various 
Major Ports is revealed from Table 2. 

TABLE 2 

Composit'ion of traffic at Major Ports 

(In million tounes) 

Commodity 1950-51 1955-56 !960-81 19!15-86 1988-61l-

Mineral Oil 3·1 6•2 12 0 15·7 18·0 

Iron ore 0·3 "8:7 U·O 15·1 

Coal 2·7 2·5 2·! ~-o 1·0 

Fertilizer frock p·,osphate, 
•ulp1tur 0·3 0·, o·• 1·8 3•7 

Fonrigrain8 3·4 0·8 5·2 7·2 ,.g 

Other cargo 9 7 12·' 12·8 12·5 12·, 

--------------------
Total 19·2 22·6 39·5 50·2 55 1 

Source-

(I) India Port~ and Shipping Statistics-1969. 

(2) Port Authorities for 1968-69 data. 

It will be observed from the foregoing table that there have been 
significant changes in the composition of the traffic during the 18 
years of planning. Of the 35.9 million tonnes of increase in traffic in 
1968-69 over 1950 ... 51, about 33.4 million tonnes is accounted for by 
three main commodities only, namely, iron ore P.O.L. and ferti­
lizers. The traffic in foodgrains also increased slightly from 3.4 
million tonnes in 1950-51 to 4.9 million tonnes in 1968-69. On· the 
other hand, there was a decline in the traffic in coal from 2.7 million 
tonnes to 1.0 million tonnes in the same period. The compounded 
growth rate of other cargo traffic (which covers all commodities 
other than those specifically mentioned above), which increased 
from 9.7 million tonnes in 1950-51 to 12.4 million tonnes in 1968-69, 
works out to less than 1.5 per cent. In other words, the share of the 
group 'other cargo' which formed about 50.5 per cent of the total 
traffic in 1950-51 came down to 22.5 per cent in 1968-69. 
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3.5. Table 3 gives the distribution of the traffic by commodities 
between different ports in 1950-51 and 1968-69 : 

TABLE 3 

Distribution of traffic by commodities between the Major Ports 
(In million tonnes) 

Mineral Iron ore C<>al Fertili- Food Ot.her 
Port & Year oils zer/ grains C&Tj{O Total 

rock 
phosphate/ 

sulphur 

1 2 3 • 5 (l 7 ~ 

1. Calcutta 

1950-51 0-7 2·1 0·1 0·6 4·1 7·1\ 

1968-69 1·2 0·5 09 0·5 1·1 3·8 8·0 

2. Bombay 

1950-51 1·6 0·1 0·1 H~ 3·4 7·0 

1968-69 9.0 1·2 1·4 4·R 16·4 

3. Madrar. 

1950-51 0·5 0·4 0·1 0·5 0·7 2·2 
1968-69 0·8 2·0 0·1 0·8 1·0 0·7 ,}·4 

4. Oochin 

1950-51 0·3 0·1 0·5 0·5 I· 4 

1968-69 3·7 N 0·2 0·5 0·8 5·2 

5. r iaalrhapaJ11am 

1950-51 1·0 1·0 

1968-69 2·· 3·4 0·5 0·4 1·4 8·1 

6. Kandla 

1968-69 0·7 0·4 0·6 0·3 2·0 

7. Mormugao 

1968-69 0·2 !\·0 0·2 N 0·4 S·8 

·8 .. Pruadip 

1968-69 1·2 N X 1·2 

·Taat 

1950-51 3·1 2·7 0·3 3·4 9·7 19·2 
1968-69 18·0 15·1 1·0 3·7 4·9 12·4 55·] 

(NOTE-N =Negligibl~>) 
(slight variations in totald for 1968-69 are due to rounding erroro.) 

Sovrce-

(1) india Ports and Shipping St.atistie&-1969. 
(2) Pert Anthoritiell for 1968-69 data. 
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A detailed study of the growth of traffic at various Major Ports 
reveals that the traffic at the Calcutta Port, which was the premier 
Port of the Country in· terms of quantum of traffic handled in 1950-
51, has been more or less static, even registering a decline in the 
case of certain commodities. The Bombay Port, on the other hand, 
has emerged as the premier Port of the country. in terms of quan­
tum of traffic handled, which increased from 7 million tonnes in 
1950-51 to 16.4 million tonnes in 1968-69. There has also been a sub­
stantial growth of traffic at the Ports of Madras, Cochin and Visakha.:. 
patnam from 2.2 to 5.4 million tonnes, 1.4 to 5.2 million tonnes and 
1.0 to 8.1 million tonnes respectively. The traffic handled by the re­
maining three Ports of Kandla, Mormugao and Paradip was of the 
order of 2.0, 8.8 and 1.2 million tonnes in 1968-69 respectively. 

3.6. In the first three Five Year Plans, no systematic approach 
of estimating the growth of traffic at various Major Ports on an al14 

India basis and correlating the investments with traffic estimates 
appears to have been made. It is only towar"ds the end of 1963 that 
a beginning was made for the first time to give a rational basis to 
the schemes of development to be included in the Fourth Plan by 
constituting a Working Group on Major Ports with representativei 
from the Port Authorities, the Planning Commission, the uset 
Ministries, etc. The Group reviewed the growth of traffic in different 
commodities in the past years and formulated a development 
programme for inclusion in the Fourth Plan period based on port­
wise, commodity-wise traffic estimates up to the year 1970-71. It 
also drew up a picture of perspective growth traffic up to the year 
1975-76. Since the Fourth Fiv;e Year Plan, which was originally to 
commence from April 1966, was postponed to April 1969, the annual 
programmes for the inter-Plan period were approved by the Plan­
ning Commission on the basis of the Working Group's proposals. 
A comparative statement showing port-wise investment proposed in 
the various Plans (including annual Plans) and the actual expendi­
ture incurred is given in Appendix I. 

3.7. The principal objective of the development programmes for 
Major Ports in the First Five Year Plan was to rehabilitate and 
modernize facilities at the existing Major Ports, especially those 
which had suffered heavy wear and tear during the war; and to 
provide a Major Port at Kandla to handle the traffic which· was 
previously catered to by Karachi and also a modeTn Marine Oil 
Terminal with three berths at Butcher Island in Bombay to cater 
to the needs of two oil refineries at Trombay. Due, however, to the 
delays in finalizing ·the development programmes of the vari~us 
ports, the progress during the First Plan was rather slow: Tfie .maJor 
works completed during the First Plan were the comm1sswmng of 
two berths of the Marine Oil Terminal at Bombay in February and 
July 1955 respectively. The third berth was commissioned in the 
first year of the Second Plan. 

3.8. In the Second Five Year Plan, the projects which; ~ad. 
remained unfinished in the First Plan we~= taken up. In add1t1on, 
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new investments were provided for modernizing, equipping and 
providing additional berthing facilities at the docks of Calcutta 
Madras, Cochin and Visakhapatnam. In the first two years of th~ 
Plan, there was severe congestion at the ports on account of large 
scale imports of heavy cargo. Several measures were taken up to 
increase the capacity at the Major Ports and to enable them to 
handle the increased traffic. Due to deteriorating draft conditions in 
the River Hooghly, special programmes were taken up at the 
Calcutta Port providing for extensive river training works and 
dredging of the difficult bars. Besides these, the Major works under­
taken .during the Second Plan period were the construction of the 
Jawahar (Wet) Docks consisting of six berths at Madras and the 
construction of four additional general cargo berths in the Erna­
kulam Channel at Cochin. The progress in the Second Five Year 
Plan, however, was far from satisfactory as may be seen from the 
port-wise allocation and actual expenditure shown in Appendix I. 
As against the approved investment of Rs. 64.3 crores and Rs. 98.0 
crores during the First and Second Plans, the actual expenditure 
was only Rs. 26.3 crores and Rs. 45.5 crores respectively. 

3.9. Apart from the completion of the projects which were 
carried forward from the earlier two Plans, the programmes for the 
Third Plan included the modernization and expansion of the docks 
at Bombay and a start on the construction of the Haldia Dock 
System at Calcutta. Development of Paradip, Mangalore and Tuti­
corin was also projected during that Plan period. 

3.10. The important projects undertaken during the three 
Annual Plans related to Haldia Dock Scheme, Dock Expansion and 
Ballard Pier extension and dredging of main harbour channel of the 
Bombay Port, oil-cum-ore dock at Madras, improvement and modifica­
tion to the iron ore handling plant at Visakhapatnam Port. 
construction of an open berth and execution of additional dredging 
to tackle siltation problem at Cochin Port, intensive dredging work 
at Paradip Port and the development of two new Major Ports of 
Mangalore and Tuticorin. As will be observed from Appendix I. 
the actual expenditure incurred during the years 1966-67, 1967-68 and 
1968-69 was Rs. 23.66, Rs. 25.49 and Rs. 39.67 crores as against a Plan 
provision of Rs. 37.38, Rs. 43.48 and Rs. 42.72 crores respectively. 
The main reasons for the shortfall in exrenditure in 1966-67 and 
1967-68 were the slow progress in respect of important projects, such 
as the Haldia Dock Scheme at Calcutta, the dock expansion and the 
Ballard Pier Extension Scheme at Bombay and the Outer Harbour 
Project at Madras; the delay in the ordering of new dredgers for the 
Cochin Port; and the erection of the ore handling plant at Visakha­
patnam. Port as also the change in the construction plan of railway 
lines in the reception-cum-despatch yard at that Port. 

3.11. The Ministry of Shipping and Transport has assessed thE> 
capacity of the Major P0rts to handle traffic at the commencement 
and the end of the Third Five Year Plan (1961-62 and 1965-66) and 
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at the commencement of the Fourth Plan (1969-70) as indicated in 
the following table : 

TABLE 4 

Traffic Handling Capacity of Major Ports 
(In million tonnes) 

Port 
Beginning End of Bt'ginning of 
of Third Third Plan Fourth Plan 

Plan (1965-66} (1969-70) 
(1961-62) 

1 2 3 4 

I. Calcutta 12·16 12·20 12·50 

2. Bombay 14·50 15·00 15·60 

3. l\11\dru 3·20 5·00 7·00 

4. Cochin 3·25 4·20 5•70 

5. Visakhapatnam 3·60 8·00 10•30 

6. Kandla 1·06 1•80 2·10 

~. Mormugao 8·00 S•60 

8. Paradip 2·00 

Total 37·77 54·20 63·80 

The capacity of the port during 1965-66 was placed at 54.2 million 
tonnes as against 50.2 million tonnes of traffic handled by the Major 
Ports. 

3.12. In April 1968, a Planning Sub Group on Ports was 
constituted with representatives of the Planning Commission and 
of the Ministries of Transport and Shipping, Finance, Commerce, 
Railways, Defence, Food and Agricdture, Petroleum and Chemicals, 
Steel. Mines and Fuel and the Cha:rman of the Calcutta, Bombay 
and Madras Ports, to formulate afresh pro_pQsals for the Fourth 
Five Year Plan for the Major Ports on a more rational basis and 
with due regard to economy in costs. 

3.13. The Planning Sub Group on Ports worked out the traffic 
projections at various Major Ports up to the year 1973-74 and also 
made its recommendation::; for inclusion of various port development 
programmes in the Fourth Five Year Plan. These were further 
scrutinized by th'? Working Group on Transport and the Planning 
Commission. In the s~1bsequent chapters, traffic projections at the 
various Major ports and also the development programmes of these 
Ports are discussed in detail. 



CHAPTER 4 

TRAFFIC PROJECTIONS 

The capital intensive character, the long period of construction 
and the comparative durability of port facilities call for a realistic 
assessment of growth of traffic in different commodities at various 
ports in India, at least in the next 15 to 20 years. This is all the 
more important, particularly in a developing economy on a rational 
basis where the limited resources have to be allocated among 
different sectors of the economy. 

4.2. For planning ahead the provision of the right type of 
~acilities at the various Major Ports, it is necessary to have as firm 
a forecast of commoditywise composition of traffic at these ports as 
possible. For this purpose, the Commission has relied on the 
estimates of traffic offerings at various Major Ports worked out by 
different agencies like the Working Group on Transport and the 
Blanning Commission, and the user Ministries/organizations such 
as the Ministries of Food and Agriculture and Petroleum and 
Chemicals and the Minerals and Metals Trading Corporation. 

· 4.3. In Chapter 3, an attempt has been made to trace the growth 
and composition of traffic at various Major Ports since 195().-51. It 
was· observed in that Chapter that the share of general cargo has 
been declining steadily and that it formed only 22 per cent of the 
total traffic handled at various Major Ports in 1968-69 as against 43 
per cent in the year 1950-51. Two tables giving the projected growth 
of traffic at the various Major Ports in 1973-74 over the actual traffc 
iri 1968-69, the commoditywise gains in traffic handled by various 
Major Ports and the distribution of increased traffic at these ports, 
based on the Planning Commission's estimates dated 31 March 1970 
are given in subsequent pages. 

TABLE 1 

Actual Traffic for 1968-69 and Projected Traffic for 1973-74 at the 
Various Major Ports 

'I ear 

1973-74 

196ll-69 

Tonn"g" ga.ip 

.. 

CaJ. 
cutt& 

14·64 

7·95 

6·69 

'Bom· :Maa. Co. \ i.ak. 
ba.y rar chifl !•apat. 

nam 

17·11 8·55 5·65 10·35 

16·40 5·38 5·19 8·12 

0·71 3·17 0·-46 2·23 

'lorc&-\la.jor Porh/Plo.nning Commi1 oi< ,., 

20 

I<•n· Mor­
dl" mn· 

s,:ao 

2·65 10·58 

2·04 ::i·i8 

0·61 l·SO 

an million tnnnP<d 

Para- Mall- Tuti­
dip ga• cor;n 

J,,T,. 

4·20 1·35 1·50 

1·24 

2·96 1·35 1·60 

Tutu! 

76·68 

55·H 

21 .. ~~ 
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TABLE 2 

Commoditywise traffic for 1968-69 and projected traffic for 1973-74 
and their distribution of projected tonnage gain among the 
Major Ports. 

Year 

1 

1973-74 

1968-69 

Tonn&g" $llia 

Gain brJT""'• 

Calcutta 

Bombay 

Maarat 

Ccchin 
Vishakhapatnam 

Kanril• 
Mormugan 

Par&dip 
lllan1,~>lore 

Tutie.~:rin 

.. 

.. 

Petrfl-
lenm 

proonch 

2 

23·67 
(30·9) 

17·95 
(32·6) 

5•72 

3·05 
(-)0·68 

2·50 

0·35 
(-)0·57 

0·73 
0·34 

Iron ore 

3 

25·50 
i33·2) 
15·08 
(27·3) 

10·42 

2·54 

(-)0·05 

1·01 

2·60 

1·53 
2•79 

1-· 

Figure a \\it.hin brackets indicate the percentages. 

S?urce- Major ·Ports;'Pl,.nning Commis•ion. 

Coal 

4, 

1·80 
(2-3) 

1·00 
(1-8) 

0•80 

0·59 

0·02 

0·09 

.. 

.. 

0·10 

(In million tonnea) 

.Fertili- Fooct- • Other&· Toto! 
zen in· grain a 
rlurlirg 

raw 
material 

11·71 
(8·8) 

8 

1·00 
(1-3) 

3·73 4·95 
(ll-8) (9·00) 
2:98 (-l 3·95 

0·93 (-)0·73 

1·87 (-} 1·311 

(-) o-18 (-)0·66 

0·11 (-J0·45 
(-)0·06 (-)O·U 

0·39 (-)0·56 

(-)0·08 (-)0·04 

.. (-) 0·01 

7 8 

18·00 76·68 
(23·5} (100·0) 

12·39 55·10 
(2?.·5) (100·0) 

5·61 21•68 

0·31 8·89 
0·1!3 0·71 
0·48 3·17 
0·36 0·46 
0·40 2·~3 

0·05 0·61 

0·05 1·80 

0·18 2·96 

1·35 1·35 

1·50 1·110 

4.4. It will be observed from Table 2, that out of the · 21.58 
million tonnes of increase in traffic1 the bulk cargo comprising 
P.O.L., iron ore, coal and fertilizers (including raw materials) 
amounts to 19.92 million tonnes. There is a reduction of about 3.95 
million tonnes in traffic in foodgrains while the increase in traffic 
of "Other cargo" is 5.61 million tonnes. The Group "Other cargo" 
also includes commodities like salt, manganese ore, oil cakes, etc., 
which, with their bcrease in the tonnage, require specialized bulk­
handling facilities. The share of 'general cargo' in the total traffic 
will, therefore, be even smaller in the years to come. The broad 
conclusions that emerge are:-:-

(i) the predominance of the bulk cargo traffic in India's over­
seas trade necessitating the provision of specialized 
facilities in the ports; 

(ii) the emergence of iron ore as the largest single commodity 
in the India's overseas trade constituting about 33 per cent 
of the estimated total traffic and 48 per cent of total dry 
cargo traffic to . be handled by the various Major Ports, 
the continued importance of P.O.L. traffic in absolute 
terms which would increase from the existing level of 
about 18 million tonnes tc 23.7 million tonnes and the 
growth of traffic in fertilizers and fertilizer raw materials 



to the level of 6.7 million tonnes constituting about 9 per 
cent of the total traffic in 1973-74; and 

(iii) the relative decline in "the proportion of the general cargo 
traffic in the years to come. 

4.5. The Perspective Planning Division of the Planning Commis­
sion has projected India's overall foreign trade up to the year 1981. 
The detailed volume of foreign trade of India for each of the Major 
Ports has, however, not been worked out. Moreover, for a number of 
commodities, the Plannnig Commission has indicated the value of 
the trade without specifying the quantities. In some other cases the 
imports/exports have been given in terms of units, namely, metres 
(of cloth), pair (of shoes), etc. Nevertheless, they have indicated the 
anticipated dimension of traffic in certain major commodities such 
as 47 million tonnes of iron ore, 204 million tonnes of oil cakes, 1.5 
ruillion tonnes of manganese ore, 0.9 million tonnes of jute manu­
factures, 0.5 million tonnes of foodgrains, 0.6 million tonnes of sugar, 
which are anticipated to be exported in 1980-81. The imports, among 
other things, will comprise 37.5 million tonnes of crude oil, 1008 
million tonnes of fertilizers and fertilizer raw materials, 1.1 million 
tonnes of iron and steel and non-ferrous metals and metalliferrous 
ores and scraps. A brief summary of the principal imports and 
exports envisaged in 1980-81 in terms of value is shown below:-
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I 

2 

3 

4 
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TABLE 3* 

Group of commodit.ies 

1m porta 

Metal~ including metalliferrous ores and scrap 

Machinery and tran~port equipment and mt-tal products 

C'rude oil and petroleum products . 
Fertilizers and fertilizt>r raw materials 

Others 
Tot~tl non foo<l import8 
Food grah.s 
Total Imports 

Agri~ultur6 and allied products 
(1) Tea. o • 

(ii) Marine products 
(iii) All other products 

Minerals . 
(i) Iron Ore 
(ii) Other minerals 

Ex porte 

Manufacturers . . . o • 

(i) Cotton textile!C and jute manufactures 
(ii) Engineering !fOOds including metala 
(iii) All other manufactures 

Other exports tmspecifitid 

Total Exports 

* The deta.ile!I tablt>s are :shown in Appendices I and II. 
Souru-l<'ourth Five Yt>lt.r Plan-1969°7'1. 

(Ra. Cron-sl 

I 080 81 

4o~O 

1,080 
330 

430 

660 

2.950 

2,950 

958 
190 
116 
6.'\2 

316 
252 
64 

1,639 
380 
400 
859 

107 
3,020 



4.6. It will be noticed that trc: tditional items like jute manufac­
tures, tea, cotton textiles, and unmanufactured tobacco, have 
continued to dominate the export .list. However, the year 1968-69 was 
significant because of the breakth1 :ough achieved in our export effort 
and also for the diversification of the commodities exported. Non­
traditional items, such as iron ore , engineering goods, iron and steel, 
chemicals and allied products ha• re come to occupy prominent posi­
tions in the list of export comma dities. The total exports registered 
an increase of 13.5 peT cent in the year 1968-69 over the 1967-68 level. 
The pace of growth and change in the structure of Indian exports 
may be seen from the following table giving the composition of our 
exports in the years 1967-68 and 1068-69: 

I. 

2. 

3. 

4. 

.'i. 

fl. 

7. 

H. 

9. 

10. 

II. 

12. 

13. 

14. 

TAEILE 4 

Compositio1 1. of Exports 

Jute tt>xtill'll 

Tt-a 

Cotton text.ale.-; 

Iron ore 

Leather & Lf'athor manufactures 

Iron & Rteel 

Oil <'skf"' 

t:ngiueerin~ goorls 

('ashe\\' kl'rnels 

Tol,acco 

Fish & fiRh prl'parntions 

Cotl'ee 

ChemicalR & allied products 

Others 

Total 

SC1Nrce-Economill Surve.v-1969-70. 

1967:118 
,----""--·-. 

Value Percen-
tllge 

234·1 19·53 

180·2 15·03 

71·2 6·52 

74·8 6·24 

53·5 4·46 

51·9 4·33 

45·5 3·80 

32·6 2·72 

4~·0 3·.59 

35·6 2·97 

18·4 1·54 

18·2 1·52 

11·9 0·99 

320·8 26·76 

1,198·7 100·00 

(Ra . in crorea) 

196~-119 
r---""--....., 
Value Per!len-

tage · 

218·0 11:1·03 

156·5 11·51 

8!·3 6·20 

R8·4 6·50 

72·7 5·34 

74·5 5·411 

49·5 3·64 

67·4 4·95 

60·9 4·48 

33·8 2·49 

22·7 1·67 

18·0 1·32 

17·5 1·29 

395·8 29·10 

1,360·0 100·00 

4.7. In order to sustain the growth of our exports, particularly 
of the non-traditional commodities, it is necessary to minimize the 
overall cost of transportation . by. providing . the right type of 
facilities at each port. For example, &port of fish and fish prepara­
tion need cold storage facilities, mob~le cold storage containers, 
trawlers, mechanized boats, landing strips, etc., at the port of exit. 
In order to develop export markets of high grade salt, the costs of 
export have to be kept down by providing fast mechanical loading 
and other facilities at Tuticorin and Kandla. 



4.8. The future trend under imports is linked up with 
programmes of further import substitution and industrial expan­
sion. Import substitution has already been successfully implemented 
in a number of industrial sectors and efforts in this direction will be 
intf!nsified in other fields. Ther€ are certain priority sectors like 
fertilizers, non-ferrous metals, oil and sophisticated equipment where 
imports will need to continue. Currently, we import nearly 51.2 per 
cent (1.19 million tonnes) of finished fertilizers, 63.9 per cent (10.73 
million tonnes) crude oil, 65 per cent (0.36 million tonnes) mild steel, 
73.6 per cent (0.04 million tonnes) copper and 29.5 per cent (valued 
at Rs. 516 crores) of machinery and equipment of our total require­
ments. Imports of th€se commodities are likely to persist during tte 
next decade. 

4.9. The Director of Transport Research in the Ministry of 
Shipping and Transport has, in an exercise on the ''Perspective 
g.rowth of tra?fi.c at Major Indian Ports up to 1985-86'', estimated 
commoditywise traffic offering at various existing and future Major 
Ports for the years 1975-76 and 1985-86. These estimates have been 
worked out with the help of modern techniques of economic an2.lysis. 
including input-output analysis, programming models and electronic 
computers. A sketch of Indian economy i.."l 1975-76 and 1985-86 has 
been attempted, including its location pattern. A summary table 
indicating th€ changes in traffic expected to take place by 1985-86 is· 
presented below:-

TABLE 5 

Expected changes in traffic through Major Ports by 1985-86 
(In million tonm·•) 

19i5-i6 19is5-86 

Cru1\e oil 18·80 42·fl0 
P.O.L. products 5·81 16·i5 

Foodgrain! 
Fertilizer rock phosphate, Sulphur and potash 12·89 :\6·93 

Phosphoric acid & liquid ammonia 1·44 1·« 

Oil cak~s 2·89 5·45 

Vegetable oils (Imports & export::.) 1·47 3·99 

Sugar 1·16 1·81 

Salt 8·17 13·31 

Cementfclink<lr 6·90 11·84 

C()al 7·00 22·00 

Iron ore 31·00 45·00 

11!1mgMese ore 2·14 3-14 

Iron & ateel 2·00 4·50 

Machinery 1·63 2·21 

Other general cargo - 10·39 12·98 

Total 113·69 223·35 

A statement giving portwise allocation of the aboYe traffic may be seen at Appendix 
III. 



4.10. It is not strictly possible to make a comparative analysis 
of the growth of traffic at the various Major Ports based on the 
estimates of traffic offering worked out by different authorities, 
because of differences in the assumptions. There is, however, a 
definite trend towards predominance of bulk commodities like iron 
ore, P.O.L. fertilizers, manganese ore, salt, oil cakes, etc., in the 
total traffic to be handled by Major Ports which would require 
specialized facilities for handling. The mechanical handling facilities 
for General Cargo traffic are no less important as helping to mini-­
mize the total cost of transport. The degree of specialization to be 
provided at the various Major Ports will depend on the rational 
ai.location of projected traffic to the various ports, the technological 
d:::velopment taking place in the world shipping and ship building 
and their impact on costs, such as in reducing the overall costs of 
transportation from the place of loading to the place of destinatiom 
The impact of the current technological developments in the spheres 
of ports and shipping are discussed in the subsequent Chapters. 



CHAPTER 5 

UTI!..IZATION OF PORT F~CILITIES 

The high _capital cost of providing new port facilities and equip­
ment render It necessary to ensure that the existing facilities at the 
ports are utilized to the bes~ advantage. The Commissicn set up a 
Study-Group under the chairmanship of Shri B. B. Ghosh, then 
Chairman, Calcutta Port Commissioners and a member of our Com­
mission, to make a detailed study of the facilities available at the 
ports and the extent of their utilization; to suggest measures for 
their better utilization wit?. a view to i~~reasing the capacity of the 
ports to handle the anticipated additional volume and changed 
pattern of traffics; and to make recommendations for improving the 
cargo handling capacity at the ports. 

5.2. We wish to point out that the data furnished by the Port 
Authorities in many cases are neither complete nor compiled on a 
uniform basis. 

Berth Capacity 

5.3. The capacity of a general cargo berth is dependent on ;1 

wide range of factors, such as the length of the berth, the draft 
available, the rate of occupancy, the workers out-put, the area of the 
shed adjoining . the berth, the rate of s!1ed clearance, the nature of 
the cargo and its packing and the cargo handling equipment employ­
ed. The capacity of bulk or mono-commodity berths (for example, 
iron ore, P.O.L. fertilizer raw materials, etc.), on the other hand, can 
be determined more readily by the availability of mechanical 
handling equipment and the speed at which it operates. 

5.4. In the Continental ports of Europe, on a broad rule of thumb, 
two tests are applied for assessing the performance of geneTal cargo 
berths.( The first is the length of the quay; the second is the area 
of the shed and its layout. According to the first, a figure be-tween 
590 and 656 tonnes per annum per metre of quay is considered a 
good performance. An average genETal cargo berth of 150 metres 
length could, on this basis, be expected to take care of 90 to 100 
thousand tonnes of general cargo per annum. This method of asses­
sing the capacity of a berth is, however, not always reliable as the 
length of a quay is only one of the determinants of the capacity of 
the berth. 

5.5. According to the second rule, the area of the transit shed 
along with proper layout and proper operating methods determine 
the capacity of the berth. Under this formula one square metre of 
shed area is equated to 1,076 tonnes per annum on an average for 
general cargo per berth. If, therefore, the area of a transit shed 
is 8,360 square metres, the capacity of the berth would be about 
90 thousand tonnes per annum. At Bombay, for example, the shed 
areas are about 6,688 square metres per berth and the berth capacity 
would be assessed under this formula at 72,000 tcnnes per annum. 

26 



5.6. The Study Group, after considering all the factors for _deter­
mining the capacity of the general cargo berths, came to the con­
clusion that an average output of 150,000 tonnes with 75 per cent 
occupancy rate would be a suitable norm for the Indian ports. Inci­
dentally, it may be mentioned that the International Association on 
Ports and Harbours (I.A.P.H.) Study Team had assumed in· its 
Report that "depending on local conditions each berth can handle 
approximately 250,000 tonnes of general cargo annually." 

Berth Utilization 
5.7. In Japan, the' berth utilization rate is very high and the 

annual throughput of a. berth 150 metres long worked out to over 
300,000 tonnes per annum based on metre/tonnage ratio of 2,200 and 
2,040 tonnes achieved at the ports of Yokohoma and ·Kobe respec­
tively in 1966. In contrast, the throughput of a berth at New York 
has been taken at only 75 thousand tonl'les. A comparative table 
indicating the performance of general cargo berths at ·some of the 
major Indian Ports with ·these of the leading ports of the U.S.A. 
and Europe is given in Table 1. 

TABLE 1 

C01mtry! Port No. o£ Tot&] annual Averag 
g~neral traffic of tra.ffic per 
eargo general oargo berth 
berths in 

1966-67 

('000 tonnes) 
U.K. 

London 
l .·'· 

217 6.261 *Shore aide· 49\.. 71 4,908 
U.8.A. 

%2f 

1. Baltimore 69 4,500 65 
2. Chicago (Navy Pier) 6 223 37 
3. Delware River Ports llO 4,829 44 
4. Long Bt-llch . 44 3,872 88 
5. Los Angeles • . 70 5,394 77 
6. New York Port Authority 253 15,1i36 61 

W-..ot (hrmaii!J 

H"mburg 150 12,200 81 

lndi'l 
). 

2. 
3. 

Bomba_vf 27 4,532 168t 
Calcutta 30 4,491 150t 
Madras . .. 1,615 231: I 

Nons-
(i) •Includes 872,000 tonnes bulk grains discharged by elevators and 446,000 tonnes 

meat discharged by conveyors . . 
(ii) There are 550 quay cranes and 709 fork-hf~. tractors a!ld trailers at London. 

(iii) There are 900 quay cranes and 1,000 fork. hfts and trailers at Hamb~rg. 
(iv) There are 19~ quay cranes and 178 mobile cranes, tractors, fork bfts and 

platforms trucks at Bombay. . _ . 
tExcluding hulk cargoes such as foodgrams, sulphur, fertilizers, P.O.L. and 
vegetable oils (~. 179,552 tonnes) and the berths allotted to them. 
tl967-68 data. . 

Source-A study of cargo operations and port management m Bombay Port by 
p, S. Rangnokar, Assistant Manager, Docks, .Rombay Port Trust and Study 
Group on utilization of port facilities. 

L;I'(D)80;\[, •fS&T ~4 
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Taking into account the conditions prevailing at the ports and the 
absence of cushion in the port capacity, we think that this estimate 
is somewhat on the high side. Nevertheless, we feel that the ports 
should endeavour to· handle about 200,000 tonnes of general cargo 
annually, once the port facilities are created f.or that purpose which 
are dealt with later in this chapter. 

5.8. The optimal berth occupancy of the general cargo berths in 
various U.S.A. and European ports lies between 40 per cent and 70 
per cent depending upon the average tonnage worked by the vessels. 
In India, on the other hand, the berth occupancy in some cases is as 
high as 95 per cent to 97 per cent which creates numerous problems. 
"The high rate of occupancy has resulted in considerable waiting for 
the ships in th~ stream, neglect of maintenance dredging at the berths 
delays in the sheds. The high turn-round time of ships in 1967-68 at 
the various ports in India is set out in the Table below:-

TABLE 2 

Turn-round time of ships carrying general cargo at the Major Ports 
in 1967-68 

Port 

( i) Calcutta 

(ii) Bombay 

(iii) Madras 

(iv) Cochin • 

(v) Visakhapatnam . 

(vi) Kandla 

.-

Source-Study Group on utilization of port fllcilities. 

.· 

No. of 
days 

l.'l-9 

4·5 

tl·n 

5·0 

Imports 11- o4 

E1ports 6 · 33 

5.9. It would be seen that the longest turn-round time of the 
ships was in Calcutta where it was as high as about 16 days. For liner 
ships where costs depend upon the speed with which a ship is cleared 
from the docks, the deleterious effect of a slow turn-round only adds 
to the cost of shipping and raises the freight rates to and from the 
Indian ports. It was reported that in 1961, 20 per cent of the number 
of ships calling at the six representative ports of Japan were kept at 
anchor for more than 4 days; this was characterized as an abnormally 
high rate fo'I' any leading port of the advanced countries. Even 
though the throughput at our berths is lower as compared with 
Japan, the detention to ships is more acute than the Japanese figure 
quoted above. In contrast, in Bombay, during 1966-67, nearly 500 of 
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the general cargo vessels :representing over 30 per cent of the 
number of vessels that called at the port were detained on an average 
for 6.6 days on account of the non-availability of berths. In 1967-68 
the number of ship-days lost thereby amounted to 3,951 at Calcutta 
and 5.977 at Bombay. Noting that the standing charges for the vari­
ous sizes of .vessels range from Rs. 10,000 to Rs. 18,800 per day, it will 
be realized how expensive it is for a ship to be detained at our ports 
and how much the detention charges go towards increasing the 
freights of our foreign trades. 

5.10. Another factor which is to be borne in mind, as it is likely 
to affect the existing capacity of the berths at our Major Ports, is the 
growing_size of ships. Although! this trend is more marked in relation 
to oulk carnerswnich require specialized berths, even' general .cargo 
ships are ~ing longer. General cargo shlps with lengths-of 160/170 
metres are oecoming more common as compared with the length of 
140 I 150 metres of the older ships. Since the E;!Xisting general cargo 
berths were designed for the smaller ships, th~ gradual introduction 
of the bigger and more modern shdps might well reduced the number 
of available berths and also affect the quay space. The consequent 
reduction in berthing capacity needs to be off-set by improvements 
in the cargo handling methods. 

5.11. The difficulties arising from the prevailing systems of cargo 
handling work at some of the ports and the other limitations at the 
ports have been analysed by the Study Group and were considered 
by it under the follo'wing heads-

(i) bulk cargo handling f~ilities; 
. . 

(ii) cargo handling rates and methods; and 

(iii) clearance of import and export cargo. 

Bulk cargo handling facilities 

5.12. An analysis of the traffic figures shows that in 1967-68 and 
1968-69, bulk cargo formed approximately 78 per cent oftl:!e _total 
traffic handled at the Major Ports and its shafe1sexpeded to remain 
constant in the future.~Smce-adequate facilities wer~!').oLcreated for 
the loading and unloading of increasing quantities __ oLJ>u~ cargo, 
commensurate with the size of the ships, the ports used the general 
cargo berths for handling imported bulk cargo like foodgrains and 
fertilizers. Even though· bulk discharge equipment has been used in 
certain ports it can only be termed as temporary expedients. The 
maximum quantity of foodgrains handled in any year was about 3 
million tonnes at Bombay and about 2.5 million tonnes at Calcutta. 
This would have been within the capacity of only one or two mecha­
nized bulk cargo berths in the absence of which ·as many as three 
to six general cargo berths and ·at times even eight were used at 
Bombay while at Calcutta 12 to 14 such berths were used. This result­
ed in reduced availability of berths for other cargo and led to an 
L!P(D)ROMofST-4(a) 
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abnormal detention of the ships at these ports as shown in Table 2 
earlier. 

5.13. To avoid such detentions in future there 1s an urgent need 
to put m specialized bulk cargo handlmg fac1llt1es at all the ports 
where traffic forecasts indicate the need for them. lt must also be 
ensured that the speed of loading/unloading cargo· through mecham­
cal equipment is adequate and comparable to those in use m the more 
advanced countries. It may be Ip.entioned that specialized deep water 
berths are under construction in various ports and they should be 
completed as early as possible so that the cargo handling capacity is 
substantially improved. 

5.14. Special mention may also be made here of the coastal bulk 
cargo, such as salt, coal and oil. The size of ships for such cargo is 
likely to increase in future as the older coastal ships are replaced by 
more modern ones which would be more pronounced in the years to 
come. It should be ensured that both the loading and unloading po1 ts 
have the necessary and matching facilities. As an interim measure, 
we recommend that all ships which are acquired for the coastal coalJ 
salt traffic are equipped with shipborne cranes and grabs rather than 
derricks. 

General cargo handling rates and methods 
5.15. In the western countries the average rate of general cargo 

loading/unloading is 800/900 tonnes per ship per day which is achiev­
ed by working generally in one shi1t and occasionally in two shifts. 
As against this, the overall per day loading/unloading rate at the 
Bombay Port, which is the highest in India, is only about 700 tonnes; 
at Calcutta the per day average is below 500 tonnes per day. Even 
the Bombay Port's labour output for general cargo, which is the 
highest in the country, compares unfavourably with the average per­
formance in the Western Countries. The absence of proper piece-rate 
schemes for the stevedore labour is said to be one of the main reasons 
for this lower handling rate at Calcutta. There is, no doubt, consider­
able scope for improvement on these rates and it is essential that 
suitable piece-rate schemes should be introduced for cargo handling 
workers at all the ports wherever they do not exist at present. We 
have dealt with the need for an extensive coverage of the incentive 
schemes and the changes necessary in the existing schemes in another 
chapter. We, however, recognize that the introduction of incentive 
system of payment alone will not bring about the improvement in 
handling rates. The present largely manual methods of handling 
break-bulk general cargo also affect the rate of throughput. It is also 
essential that the ports should be equipped with suitable mechanical 
equipment to aid the workers as indicated below-

(i) the la·rge use of forklift trucks in conjunction with suitable 
pallets for cased and bagged cargo; 

(ii) to use high capacity short cranes and portable or mobile 
cranes for slinging and unitizing items like steel in order 
to increase the per-hook load; 

(iii) to bring into use suitable machli.nes like pneumatic equir­
ment front-end loq_der (Pay loader) with a bucket f.;: 
handling parcel loads and bulk cargoes. 
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. A st~tement in~icating the portwise requirements of cargo hand­
lmg equipment durmg the Fourth Plan will be found in Appendix I. 

Clearance of import and export cargoes 
5.16. There appears _to be a general complaint that importers do 

not. promptly clear their cargo from the docks. This is particularly 
so m Calcutta· and Bombay. The large income derived from demur­
rage by some of the Major Ports indicates that their transit sheds 
are often used as warehouses by the importers. This practice affects 
adversely the discharge rate of a ship and leads to a delay in the 
turn-round of the ship. 

5.17. On the other hand, the importers have complained to us 
that the clearance of cargo is often impeded by the procedural delays 
at the ports. One method of improving the rate of clea·rance may be 
to extend t~~ hours of delivery. The rigid Custqms and Import Con· 
trol formalities have also been stated to be one of the main reasons 
for the delay in the clearance of cargo. The. Study Team on the 
Customs Department in their Report, Part I-Clear~mce of Cargo. 
April 1967, has made recommendations for speedy clearance of the 
cargo. The Commission recommends that the Team's recommenda· 
tions should be actively pursued. · 

5.18. In view of the considerable increase in road deliveries from 
the ports it becomes necessary to rearrange the yards, roads; and 
railway tracks within the dock area to quicken the clearance .of the 
~toods from the docks. It may be even possible to dismantle some of 
the redundant railway tracks and utilize the land made available 
thereby for wideninJ! the existing roads and building new ones. The 
improvement of road facilities by widening the existing roads and 
nrovidin~t new roads and suitable parkincr areas for the trucks should 
be examined by thP Port Authorities in the interest of a quicker 
clearance of the car~to ac; also of imoroved arrivals in the docks of 
the goods meant for export. · · 

5.19. In the case of export cargo, it is necessary that it should bP 
brought to the transit sheds in the dorks in a· planned manner and 
co-ordinated with the arrival of shins. Unplanned arrivals of exoort 
can!'o only cause confusion and orolong thie detention of the ship!=: 
in the ports. It is recommendPd th~t definite dates should be fixed 
for every ship for opening and closing of export~ taking 'int? c~~si­
deration the nature of the cargo, the frequency of the availability 
0f chipc; and shipping ~pace, etc. Where an exporter is. habitually 
late in bringing his goods for shipment, .he ~hould be re~mred to P~Y 
a stiff rE'nt for the days the cargo remams m the transit sheds wait­
ing for the next ship to arrive and take it away. Very often, the 
countrv has also lost valuable export orders because cargo was ~ot 
available for loading in the port: and where the frequency of ship­
Pin~ to distant ports of the world is limited, there .is a needle~s lo~s 
of export and the valuable foreign excha~g_e w:hiCh g?es With ·It. 
There is also an undesirable practice. prevailing m the Jute exports 
from Calcutta. of making shipment of gunnies only to~ard~ the en.d 
of a month. This leads to a temporary congestion m the transit 
sheds, a scramble for shipping space and loss of exports by the 
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shutting out of cargo. This practice is also responsible for the price 
fluctuations in the gunny trade. The jute industry is long establish­
ed and should be able to organize its shipments on a more regulated 
basis all through the month and not only in the last week of each 
month. We invite the attention of the Jute Commissioner, the indus­
try and the Ministry of Foreign Trade to the present method of ship­
ment and recommend that all these parties sit together and modify 
the pattern of shipment in the interest of jute exports which have 
been declining in recent years. Every impediment to our export trade 
should be removed as early as possible in the interest of ensuring 
quicker turn-round of ships and promoting larger exports. 

Transit sheds 

5.20. The existing transit sheds in the ports were built in most 
cases many years ago. Because of technical changes in shipping and 
in cargo handling methods, it is necessary that wherever possible 
these sheds should be modified and redesigned so as to have a 
minimum number of -columns and proper floor space to enable free 

_movement of forklifts. The doors should be large enough to permit 
of an easy access and ingress of cargo. It is also desirable to provide 
specific lorry-loading bays with loading platforms which are on level 
with the bed of the trucks. The width of the quay should be between 
22.86 and 45.72 metres and should have a back-up area between 4.57 
and 6.10 metres across for each! berth,. for quick discharge from a 
ship and quicker disp~rsal of the cargo from the port and the docks. 

Warehouses 
5.21. At all Major Ports, open as well as covered accommodation 

is available for the storage of cargo pending shipment or delivery. 
There are also proposals for construction of new warehouses under 
the Fourth Plan at most of the Major Ports. It is important that these 
facilities which have been or are being provided at considerable 
capital cost should be made full use of and economic rents charged. 

Utilization of cargo handling equipment 

5.22. This may be divided broadly into three groups, namely, (i) 
derricks and winches on ships; (ii) mobile and fixed cranes on the 
wharf; and (iii) mobile equipment -like forklifts, slings, tractors. 
trucks .and wagons. 

5~23. Modern ships are being increasingly equipped with winches 
and derricks for the_ lifting of cargo from the ships, holds. particu­
larly heavy cargo. Light cargo on the other hand is hauled out by 
forklifts which can move inside the holds with ease and operate 
conveniently for lifting utilized and palletized cargo. With tbese 
facilities cargoe& are discharged much quicker than by using manual 
methods. 

5.24. The cargo berths at our Major Ports are provided with quay 
cranes .. Several of these are fixed on the wharf, while a few are 
mobile and can be shifted along the wharf for lifting heavy cargoes. 
There is no uniformity in the number and capacity of the cranes in 
use, but at general cargo berths the number varies from three to 
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five, and of capacity from three to six tonnes. The practice of using 
quay cranes is no longer in vogue in more than half of the Major 
Ports of the world. In several ports of America,- Japan and the 
European Countries, quay cranes are no longer employed. The'ir 
place is being taken to an increasing extent by forklifts and ship's 
derricks. This has led to a quickening of the ship-handling rates 
which are generally faster than what they are in countries wlrere 
the docks bristle with quay cranes. In view of the high cost of instal­
ling and operating quay cranes, we recommended that . our ports 
should also get away from the practice of using cranes and go over to 
using more mobile equipment. With derricks on ships of 21 tonnes 
and above, shore cranes serve a very limited purpose. However, for 
high loads per hook and for handling unitized loads of bigger weights 
which cannot be lifted by derricks or carried by forklifts, shore 
cranes would still be useful, but their number should be strictly 
limited. On an average two or at the most· three cranes are all that . 
would be required in the future at a berth. These cranes should also 
be on common tracks so that they could be shifted whenever requir­
ed for use from one birth to another. Also the capacities of the shore 
cranes should be of the order of 10 tonnes and have an outreach 
capable of serving large ships. In many ports, particularly where 
heavy engineering goods are handled in large quantities, it would be 
advisable to equip a selected number of berths with a few cranes of 
capacities between 15 and 20 tonnes. 

5.25. If the recommendation made above is implemented by the 
ports it will render about 250 cranes surplus in all the Major Ports 
taken together. Most of the .existing hydraulic cranes in Ca~cutta 
and Bombay are not only obsolete but have served their useful life. 
Their number is as much as 155. If the number of quay cranes is 
reduced as suggested, it will not be necessary to replace the hydrau­
lic cranes; instead a few shore cranes of high capacity coulkl be 
acquired with profit and would prove useful. There will also be a· 
surplus of electric cranes but they could be utilized to the extent 
necessary at the new berths that are under construction at the ports 
or could be shifted with advantage to the new ports under construc­
tion. 

5.26. For the methods of handling that are now being employed, 
the mobile equipment available may be .on the whole sufficient but 
to change over to the more mechaniz~d methods indicated, every 
port will require a ·substantial investment in cargo handling machin~ 
ery. This question has been examined by the Study Group and a 
general indication has been given in its report of the additional 
equipment that would be needed at the. ports during the Fourth 
Plan period. The Commission trusts that the ports will implement 
the recommendation of the Study Group in this respect to the fullest 
extent possible. It was reported to us that owing to the time taken 
on repairs and maintenance of the mechanized equipment at the 
ports, the percentage of available equipment works-out on an ave­
rage to about 66i per cent. This calls for a· detailed probe by the port 
authorities as keeping expensive equipment idle for long periods of 
time is wasteful and unremunerative. In fact, if, a system of pre-· 
maintenance check was- established at all the ports, a good de~l of 



the equipment could be kept in good condition and breakdowns 
1avoided. 

Dredgers 

5.27. The dock& and harbours at all our Major Ports require to be 
dredged regularly and the navigable approaches to the ports have to 
be maintained to the required depths. The extent of dredging varies 
from port to port, and irl a port like Calcutta with a 203 km. channel 
and 14 bars, maintenance dredging is a difficult problem indeed. 
Before World War II the draft requirements at the ports were 
generally within the available depths but with the sizes of ships 
being progressively increased, particularly since World War II. the 
drafts in the port have to be deepened to enable the bigger size ships 
to enter the ports. 

5.28. There are five different types of dredgers available at our 
ports, namely, drag suction hopper, cutter suction, bucket, grab and 
dipper dredgers. The last two, namely, grab and dipper dredgers are 
primarily employed in dredging alongside the wharves and berths. 
and· restricted to the space around the docks; their utilization is, 
however, severely conditioned by the state of congestion at the ports. 
The drag and cutter suction dredgers are heavy capacity dredgers 
primarily employed for: dredging in places where there are no cons­
traints on the move111ents of the dredger itself. The size of the 
dredging fleet that we should possess will have to take into view the 
c:;iltat!on characteristics of our coastline, the number of ports to be 
served by the dredgers, the age of the existing fleet and the period 
of their utilization. A comparative statement giving the age\\ise 
composition of the dredgers at the ports is given in Appendix II. It 
will _be observed that out of 29 dredgers, six have outlived their 
normal life of 30 years and require to be scrapped. 

5.29. The I.A.P.H. Study Team has criticized the poor utilization 
of existing dredging fleet by the Ports and pointed out, for example. 
how dredgers have been tied up because of lack of sufficient crew. 
This has resulted in the dredgers working for only eight hours per 
day where even round-the-clock operations would hardly be suffi­
cient to meet the dredging problems at the ports. The Study Team 
also pointed out that the dredgers were taken out of service for 
maintenance- on other than 'a normal day off, a practice which was 
detrimental and unwarranted. There is no uniformity in regard to 
the working hours of the dredgers and only in a few cases round-the­
clock-work is carried on. Costly equipment like dredgers should not 
be kept idle for two days in a week. It would be more aooronriatf> 
to engage additional crew for longer utilization of the dredgers and 
also for maintenance during the running of the dredger. 

5.30. ·The optimal utilization of dredgers should be assessed both 
in terms of days worked and the quantity dred!:!ed. Taking into 
account the In_dian conditions . and the time normally needed for 
maintenance and overhaul. the Commission's Studv Group hac; con<d­
dered that a dredger should normally . be available for work for 
about 220 days in a year. The Group took into account a total period 
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not exceeding 90 days in a year, for laying up the dredger for over~ 
haul and repairs including also the holidays. Out of 29 dredgers the 
annual availability of 21 dredgers was over 90 per cent whil~ foli 
three dredgers the annual availability was less t~ 60 per cent. In 
quite a few ports it is the practice not to work the dredgers on two 
days in a week to enable maintenance and for the weekly holiday to 
the dredger crew. 

5.31. Even more than the number of days a dredger is operated, 
the output as adjudged by the quantity of material dredged, is a 
better index of the efficiency of dredging of operations. It was point­
ed out that it was not always possible to opera:te a dredger fully. 
owing to various difficulties, like narrowness of channel which limits 
hours of operation, time taken in putting special navigational dredg­
ing markers, time lost owing to distance between dredging areas and 
the base area, and the dumping grqund. Even taking all these factors 
into consideration, thie performance of quite a few dredgers is far 
from satisfactory even though the number of days utilized may 
appear to be reasonable. For example, although the annual avail­
ability of a dredger at Kandla in the year 1967-68 was 90 per cent, 
its average daily output was only 25 per cent. Similarly in the case 
of dredger 'Visakha' at Visakhapatnam, the a:nnual availability of 
which was 93 per cent but its average output was hardly 30 per· cent. 
As many as six dredgers with the Calcutta Port Commissioners were 
found to have given an output of. less than 501 per cent. Since 
dredgers are very costly equipment and are expensive to oper.ate, it 
should be ensured that a maximvm output is obtained from thiem. It 
is necessary, therefore, to adopt' such techniques as would yield the 
best results. It is equally important to maintain detailed information 
of the dredging work done to enable a comparative study to be made 
of the previous performances. At some of the ports, the recording and 
analysis of dredging data do not appear to have received the consi­
deration they deserve. We recommend that it is necessary to use the 
dredging fleet on a round-the-clock basis or at least on a two-shift 
basis, which would have the effect of raising the output of the 
dredgers and also bring down the unit cost of dredging. 

5.32. There is also no uniformity at our ports in regard to the 
manning scale of the dredgers nor of the training facilities for dredg­
ing officers. Generally, more men are employed on our dredgers than · 
in foreign countries or even by foreign dredging contractors operat- · 
ing in our waters. Apart from the higher operating cost, more men 
on a dredqer reQuire increased accommodation which in turn neces­
sitates building larger vessels. The Study Group, after going into this 
auestion and taking into account the various reauirements under 
Indian conditions. has drawn up schedules of staff which are indi­
cated in Appendix III. We recommend that this schedule be adopted 
bv all the ports with as little delay as possible. 

5.33. The optimum utilization of dredgers is also handicapped by 
the non-avaHability of snare parts. The Commission, therefore, 
recommends that the delav in orocuring the spa·re parts should be 
a\·oided by forward planning. -
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5.34. It seems also desirable to overhaul the system of training so 
that officers with adequate knowledge and experience of modern 
methods of dredging and of different types of dredgers are employed 
on the dredgers. It is suggested that a refresher course in intensive 
training, for a period of at least three months, be organized for all 
the existing dredging officers. Since the Port of Calcutta has a long 
and varied experience of dredging, and has also a permanent dredg­
ing section, it would be well suited to organize the training courses 
for dredging officers. The training course should also include a period 
of study of the proper methods of collecting the dredging data and 
their analysis. Hydrographic survey is a necessary concomitant of 
dredging. Unfortunately, the frequency with which hydrographic 
surveys are carried out at some of the ports does not provide suffi­
cient guide-lines or data to the dredging operators. The suggested 
training course should cover this aspect as well. 

Tugs 

5.35. The tugs, unlike the dredgers, are not required to work 
continuously; consequently, wear and tear on the machinery is com­
paratively _low. The requirement of tugs also varies from port to 
port. This would depend not only on the shipping movements but 
also~on local conditions. For instance, in a tidal port ships can enter 
or leave only during high tides and therefore the maximum number 
of .ships has to be attended to during sucli restricted times. The 
Study Group's estimate of lay-up periods for overhaul and repairs 
has been taken as a total period of 60 days annually. Tugs should. 
therefore. be available for work for 305 days in a year on the basis 
of a 100 per cent availability. In some ports, tugs are kept idle one 
day every week to permit the granting of a weekly holiday to the 
crew. This practice should be discontinued by en!!::~ging rPlieving 
crews so that the tugs could be utilized throughout the week. 



CHAPTER 6 

PORTS MODERNIZATION AND EXPANSION PROGRAMMES 
AND CONTAINERIZATION 

( i) Ports modernization and expansion programmes 

In Chapter 4, we discussed the future trends of traffic which the 
ports would be called upon to handle in the next decade or so. In 
planning the port facilities, it would be essential to take note of the 
latest technological developments in the sphere of shipping and their 
impact in reducing generally the overall cost of transporta_tion. 

6.2. The enormous changes tliat ha~e taken place in the bulk 
cargo shipping during the last 15 years, especially during the last 
decade, amount to a varitable 'revolution' ·in shipping. Larger and 
larger sizes of ships in the bulk cargo trades (both oil as well as dry 
cargo) made possible by the progress in the shipbuilding techniques 
and necessitated by the requirements of world trade and in turn 
stimulating the flow of trade, have progressively lowered the cost of 
carriage per unit of cargo carried. The giant tankers and mammoth 
bulk carfiers, due to economies of scale, have lesser capital costs per 
tonne and reduced operating costs per tonne. There has. therefore, 
been a progressive reduction in the cost of transport of bulk com­
modities carried in large-sized bulk carriers and tankers; In an 
aggressively competitive world, it would be essential to minimize 
overall cost of production arid transportation so as to survive in the 
international markets. Here right type of port facilities will go a 
long way in drastically reducing our ocean· freight rates and these 
are discussed in the subsequent p~ragraphs. 

6.3. For purpose of studying the impact of recent changes in ship­
pin~ on port facilities and techniques. we have divided the commo­
dities into following three broad categories. namely-

1. bulk mineral oil; 
~. dry bulk cargo; and 
3. general cargo. 

Bulk minerai oils 
6.4. We observed in Chapter 4 that the traffic in P.O.L. will in­

crease from 17.95 million tonnes in 1968-69 to 23 67 million tonnes in 
1973-74 and the import of crude oil mav be of the order of 37.5 mil-
h.,n tonnes by 1980-81. · 

6.5. The sizes of the tankers carrying mineral oil and mineral oil 
Products to Indian ports at present can be assessed from the follow­
ing available oarticula:s about the average size of those cargoes at 
the various norts. To some extent. the average size of cargoes is 
slightly lowered in these figures because these include coastal ship­
ments of refined mineral oil products which are bound to be carried_ 
in smaller tankers. This slight distortion does not. however. detract 
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from the conclusion that mineral oil is imported into India by tan­
kers of less than 50,000 d.w.t. each. The turn-round time at various 
Major Ports is also given below-

TABLE 1 

Average size of tanker cargoe~ and average turn-round time of 
tankers at various Major Ports in 1967-68 

Calcutta 

Bombay 

Madraa 

Port 

Cochin 

Visakhapatnam 

Kandla 

Averllge !ize or cargo Average turn-round 
per sh1p time p~r ehip 

(tonnes) (days) 

6.035 5·2 

21,032 3 to 4 days 

8,369 5·2 

22.654 2·7 

17,832 2·0 

8,660 3·3 

Souru-Report of the Study Group on 'C'tilization of Port Facilitie~. 

6.6. There has been a continuous trend towards higher sizes of 
the tankers on order. The average size of tanker on order in 1961 was 
H,845 d.w.t. which increased to· 149,39C1 d.w.t. in 1969. In regard to 
oil tankers economies of scale have assumed still greater importance 
since the closure of the Suez Canal and the adoption of the Cape 
route from the Persian Gulf to ports of destination in Europe. The 
cost of transport of crude oil from Mena-a-1-Ahmadi to Rotterdam 
falls from 60 shillings per tonne of oil carried in a 25.000 d.w.t. 
tanker via Suez Canal both ways to slightly more than 20 shillings 
per tonne in a 150,000 d.w.t. tanker reaching the port of destination 
with loaded cargo via the Cape and the return voyage in ballast via 
the Suez Canal. For a 300,000 d.w.t. tanker using the Cape route both 
ways (involving far greater voyaging distance), the cost is under 20 
shillings per tonne.~ The Commission, therefore, recommends that 
right type of port facilities for handling mineral oil traffic should be 
provided at various Major Ports taking into consideration their cost 
and also the investments required in other infra-structure such as 
storage facilities, internal transportation facilities etc. 

Dry bulk cargo 

6.7 .. We observed in Chapter 4 that the traffic in dry bulk cargo 
mainly comprising iron ore, coal, fertilizers (including raw materials) 
and foodgrains is expected to increase from 24.76 million tonnes in 
1968-69 to 34.01 million tonnes in 1973-74. It would, therefore, be 
essential to review the latest trends in the sphere of ship building in 
the world. 

1 "Review of Maritime Transport 1968" Report by the United Nation Confert-nce on Trade 
and Dovelopment. p. 14. 
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6.8. There has been a tremendous growth both in bulk carrier 
sizes and tonnage in the world. From a mere 6.6 million tonnes 
d.w.t. in the beginning of 1960, the fleet of bulk carriers has increas­
ed ten tillies that size by the beginning of 1970 and there has also 
been a gradual trend towards a<!quisition of higher and higher capa­
city bulk carriers. The average size of bulk carriers on order has 
also increased from 21,373 d.w.t. in 1961 to 59,100 d.w.t. in 1970. 

6.9. As far as the economies of scale are concerned, it is gathered 
that a four-fold increase in the bulk carriers from 10,000 d.w.t. to 
40,000 d.w.t. or equally from 15,000 d.w.t. to 60,000 d.w.t. brings about 
a fall of approximately 40 per cent in the capital cost per d.w.t. In 
addition, operating cost of bulk carriers also falls as larger ships are 
used. 

6.10. The largest single commodity in India's sea-borne trade. is 
iron ore. Total iron ore exports from India i,ncrea$ed from 0.3 million 
tonnes in 1955-56 to 15.1 million tonnes in 1~68-69. In terms of value, 
iron ore exports in 1968-69 valued at Rs. 88 crores ranked thir<:l 
among India's exports after jute and tea. It has been planned to 
increase the iron ore exports to about 25.5 million tonnes per annum 
in the year 1973-74. Increase in iron ore exports during the next Jive 
years is expected to constitute over 48 peT cent of the contemplated 
increase in traffic at the Major Ports during the same period. In view 
of the great importance of iron ore exports, it must be .ensured that 
we are not priced out of our export markets by our competitors. 
Lowering of transportation costs by the use of large-sized. ships can 
play a significant role in ensuring the competitive character of 
Indian iron ore. 

6.11. The sizes of the ships carrying iron ore from the Major 
Ports in India can be assessed from Table 2 giving the. average size 
of iron ore cargoes per ship and average turn-round time at various 
Major Ports in 1967-68-

TABLE 2 

Average size of iron ore cargoes per ship and average turn-round 
time at various Major Ports in 1967-68 

Port 

Calcutta 
Madras 

ViAakhapatnam (at mt>chanical berth) 
Mormngao 

(i) at mPcbanical ore berth 
(ii) at other alongside bertha 
( ili) in 11tream • 

Paradip 

(~. A. : Not available\ 

Average size of cargo Avera~re turn-round 
per ship time 

(Tonnee) (Days) 
f5,598 7;2 

10,2(9 9·3 

28,973 ~~5 

18,018 8·Q 

7,610 9·6 
17,808 11.3 

N.A. N.A. 

Sonrc»-Repor-t of the ~tudy Group on Utilization of Port Faci!iti~. 
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As against this, the share of bulk carriers over 18,000 d.w.t. each in 
the total world shipments of iron ore rose from about 30 per cent in 
terms of weight and about 37 per cent in terms of tonne-kilometres 
in 1960 to about 80 per cent in terms of weight and 84 per cent in 
terms of tonne-kilometres in 1968 as will be observed from the 
following table-

TABLE 3 

World sea-borne shipments of 'iron ore and their carriage by bulk 
carriers of over 18,000 d.w.t. 1960-68 

1960 1961 1962 1!)63 1964 19fl5 1Htiti 1967 Hl6~ 

Toial.ohipmt'nts in millio~ tonnes 101 98 102 107 134 152 15:3 UH 188 

Shipments carried by bulk carri_ers 
ovP.r 18,000 d.w.t. in million 
tonncs 31 . 38 47 5! 811 98 107 127 l.'\l 

Total shiprn.,nt~ in thousand'mi-
llion tonne-kilometres 425 479 505 560 734 848 9:?.) 1.047 1.241 

Shipments caiTied by bulk carri-
ers over 18,000 d. w. t. in thou-
Band-million tonne-kilometres 158 198 240 296 447 573 6!l2 !:<27 l,O;:>l) 

.s'ource-•Tranes of Worlcl Bulk Carriers in 1968' by Fearnl•·y & Eger~ C'hart<·rir.g Co. Ltd. 

6.12. It is necessary to erxamine the composition of world sea­
borne trade in iron ore on the basis of the importing and exporting 
countries and area. A statement giving the sea-borne iron ore trade 
in 1968 is at Appendix I. 

6.13. A careful study of the sea-borne trade in the worid indicates 
that Japan is the single largest buyer and that 80 per cent of our 
export is to Japan. 

6.14. Australia is our main competitor in regard to iron ore 
exports to Japan. Total iron ore exports of Australia in the year 
1966 were about 2.1 million tonnes. In two years these increased to 
about 16 million tonnes. Although Australia came in the field later, 

· her exports to Japan in 1968 at 13.8 million tonnes exceeded those 
of India to Japan which totalled 12.8 million tonnes. Australia, by 
the employment of very large-sized ships for carriage of iron ore, 
has managed to secure the freight advantage over India. The freight 

. for transportation of one tonne of iron ore from Australia to Japan 
is U.S. $2.25 whereas the freight from India to Japan is U.S. $4 per 
tonne. It is, therefore, recommended that immediate steps should be 
taken to lower the1 freight of India's iron ore exports to enable it to 
compete effectively in overseas market by providing deep drafted 
ports, 

6.\5. A statement giving the percentage distribution of iron ore 
shipments from exporting areas on the basis of the carriage of these 
shipments by the different sizes of the ships is given in Appendix II. 
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6.16. During 1968, 76 per ·cent of Japan's iron ore imports were 
carried by bulk carriers of over 25,000 d.w.t. each. About 60 per cent 
of Japan's total iron ore imports were carried in bulk carriers of 
over 40,000 d.w.t. Bulk carriers of over 60,000 d.w.t. carried 24 per 
cent or almost one-fourth of the Japan's total imports. On the 
contrary, India's iron ore exports to the extent of 51 per cent were 
carried in ships of less than 25,000 d.w.t., 40 per cent in the range 
of 25,000 d.w.t. to 40,000 d.w.t. apd only 9 pa- cent in ships of 45,000 
d.w.t. It follows that unless we use very large-size bulk carriers 
which require deeper drafts at loading ports and we equip the ports 
with mechanized loading facilities we cannot achieve the projected 
expansion in our ore exports. 

6.17. The figures relating to turn-round of bulk carriers in some 
of the principal, ore ports of the world are set out in Appendix III. 
It may be observed from it that average days per call spent by bul~ 
carriers at Indian ports of Mormugao, Madras and Visakhapatnam 
in 1967 were 10.4, 4.9 and 2.5 respectively. At· ~he Australian ports 
of Port Hedland and Dampier, larger quantities. of iron. ore were 
loaded in bulk carriers which were larger than bulk carriers loading 
at Indian ports and the average time per call was only 2.4 days in 
Port Hedland and 1.1 days in Port Dampier. 

6.18. How the employment of larger ships would bring out a 
reduction in the freight costs oii carriage of iron ore from Visakha­
patnam to Japa.nese ports has been worked out as under-

TAJJLE 4 

Ocean Freights to Japan-U.S. Dollars per Ton 

Average ship sizes 
r-------------------------~ 

30,000 45,000 60,000 80,000 
d. w. t. d. w. t. rl. w. t.. d. w. t .. 

6 million tons exportafyee.r 3·25 2·74 

8 million tons eJ:portRfyee.r 3·81 3·26 2·"16 2·39 

Stage 11 

10 million ton& e-xportsfyea.r 3·78 3·20 2·60 

12 million tons exportafyee.r 3·80 3·22 2·50 

Source-Vi1'8khapatnam Port Tl"Wit-Addl. Ore Export Facilitlee-Feasibility Study 
April 1968 by HIPL Oonsultin!l Engineerli. 
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Average Turn-round Time-Visakhapatnam Outer Harbour 

Hated Loal1in!! 
Capa('ity 
TonfHour 

6000 TPH 

9000 TPH 

Annual 
OrP. Export" ,-

:\Iillionil of 
tone .. 

30,000 

G 21·9 
8 27·4 

10 36·7 
12 55·6 
14 106·0 

6 16·5 
s 19·4 

10 23·6 

Turi1-rouml tim<> in hourij 
..A.. 

Av<>r•l)!t' ship sizes--d. w. t. 
....... 

4.'5,000 60,000 80,000 100,000 

26·9 32·4 I -II HI 4i·6 
32·4 I 31\·1 46·4 54·9 

I 40·4 46·4 .).'\·3 64·6 
;)3·8 58·9 tiS·4 18·8 
811·0 80·!1 1\9·4 1011·6 

19·9 2!l·6 28·8 33· I 
22·7 26·4 31·9 3i·2 
26·4 30·1 35·6 : --:u:--6 

12 30·3 31·4 3;j·0 1-4~ 4i·O 
14 42·4 I :l8·9 41·7 47·4 5!l·O 

12000 TPH 6 14·1 16·8 19·7 23·7 27·7 
8 16·3 18·7 21·7 2.')·8 30·1 

10 19·2 21·2 24·1 28·4 32•8 
12 23·3 24·4 27·1 31·5 :_l6·l 

14 29·8 28·6 31·0 3iHl 4')·2 

Lines indicate the maximum acceptable time for the quoted freights. 

Source-Visakhapatnam Port-Adrll. Ore Export Facilities---Feasihilitv l!ltudy-Apri), 
1968 by HIPL Consulting Engineers. · 

Appendix IV gives the present and anticipated port conditions at 
some of the important iron ore loading ports in the world and gives 
comparative data on the drafts, maximum size of ships that can be 
berthed and average loading rate per day. 

Fertilizers (including raw materials) 

6.19. Traffic in fertilizers (including raw-materials), which was 
of the order of 3.7 million tonnes in 1968-69, is expected to incrEase 
to 6.7 million tonnes in 1973-74 constituting about 8.8 per cent of the 
traffic which the Major Ports will be called upon to handle. 
Specialised · facilities for handling . fertilizers and fertilizer raw­
materials at various ports will have to be provided. In this connec­
tion, it will be worthwhile to draw attention to an agreement signed 
by the Coromandel Fertilizers LimitE'd with the Visakhapatnam 
Port Trust in December 1964 for the construction of a deep drafted 
berth for discharging imported fertilizer raw-materials such as rock 
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similar receptacles. In recent years, a beginning has been made in 
agreement the firm has assured the port and guaranteed minimum 
import of raw-materials of 2.1 lakh tonnes a year which is expected 
to go up to 3.14 lakh tonnes when the plant operates at full capacity. 
The port is required to construct the berth and ancillary works for 
berthing-large vessels and bulk carriers drawing ten metres at all 
states of tide. The port has to dredge and maintain the wharf as 
well as the approach channels. The Coromandel Fertilizers Limited 
is to erect on the wharf its own ship unloading equipment. We re­
commend that such agreements should be encouraged as they assure 
adequate return . on cap~tal invested by the Port Trust and also 
ensure uninterrupted handling facilities to users. During the course 
of evidence at various Major Ports, the idea of reserving berths for 
specific users was put by the Commission ~ut, in the absence of 
users forthcoming with an assured traffic, the Port Trusts are finding 
it difficult to provide such facilities. The State· Trading Corporation, 
Minerals and Metals Trading Corporation, Food Corporation of 
India etc., should particularly take steps to enter into similar 
arrangements for some of the commodities highly suited for handl­
ing at earmarked berths. Import of sulphur and rock phosphate, 
export of salt from Kandla and Tuticorin are instances in this 
regard. · 

6.20. The type of facilities to be provided for bulk handling at 
various Major Ports has to be related not only with the technologi­
cal developments taking place elsewhere but also the quantum of 
traffic in that commodity. The cost of providing the port facilities 
and other infra-structure such , szs storage facilities, internal trans­
portation facilities etc., should also be taken into account. For 
example, for an annual import of about three million tonnes of crude 
for Madras Refinery, it may not prove worthwhile to provide deep 
drafted facilities fer handling tankers of two lakh tonnes or so 
because this would escalate the cost of providing the deep drafted 
berth and corresponding storage and transportation facilities from 
the port to refinery site. 

6.21. General cargo is more difficult to handle mechanically than 
bulk cargo because of the considerable variety in the nature of.. the 
commodities covered by the term, as also in the nature of the 
packaging used and the dimensions of the packages. The term "gene­
ral cargo" mainly comprises cargo packaged in cases, cartons, bags, 
drums, bales and also certain commodities which are not packaged. 
such as iron and steel, structurals and heavy consignments lik­
locomotives, railway wagons, boilerrs, earth-moving appliances, etc. 
At present 'g1eneral cargo' is handled from ship to shore, and vice 
versa by manual labour in conjunction with wharf side and floating 
cranes or ships derricks with the use of net slings, pans, trays and 
similar receptacles. In recent year~, a be.ginn~g ha.s been n;ade in 
some ports in employing pallets m conJUI~ctwn With forklifts for 
loading and unloading operations on. a hm1ted scale. vye note that 
the handling rates of general cargo m our ports are still far bel?w 
those in the developed countries. Even our best overall handling 
rate of about 17 tonnes per gang hour for general cargo at Bombay 
compares very unfavourably with the .average performances in the 
LfP(D)SOMofS&T-5 
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ports using modern methods in the developed countries today, which 
are:-

TABLE 6 

HandDing Rates of General Cargo in Developed Countries 

Cabed cargo . 

Baggecl cargo 

Steel 

Bales 

22/25 tonnes 

4Df45 tonnes 

70/1 5 tonnes 

35/45 tonnes 

----~~~--~~~~~~~~----------~ 
Source-'-lnd~n· POI'ts vM-a-vwib~ in the United Statet~, Canada ancl other European conn• 

tnes by· R. Roy (numeogra.ph paper). 

As a resu~t of low handling rates, our shipping turn-round is slow. 
The standmg cost would naturally be reflected in the freight rates. 
Break-bulk loading at the port of origin necessitates break-bulk un­
loading at the port of destination, and this fact together with high 
labour and stevedoring costs in the developed 'countries, on whose 
markets our exports predominantly depend, makes for high freight 
rates:·This underlines the necessity of improving the handling rates 
of general cargo in the Indian ports, particularly at ports where a 
considerable volume of general cargo is handled. The handling 
rates of general cargo in the· Indian ports should be improved. It is 
only by mechanization that any statisfactory measure of improve­
ment can be attained. We recommend that steps in that direction 
should be taken urgently in view of the considerable increase in 
general cargo traffic anticipated in the next five to ten years. 

6.22. Having regard to ~he investment required in mechanization 
and the impact of mechanization on labour, it would seem that 
palletization and pre-slinging, which can be described as 'inter­
mediate technology', would be the most suitable for adoption at the 
Indian ports. Palletization consists of strapping together standard­
sized loads on a wooden pallet of a size which can be conveniently 
handled by a forklift, and lifting and stowing the entire_ unit load 
in a single movement. Palletization improves the stowage rate in 
the ship's hold by permitting block stowage; it also permits dunnage 
work being done while .stowing is in progress. As an illustration of 
the improvement in handling rate that can be ach~eved by palletiza­
tion, it may-be mentioned .that a recent experiment in loading tea 
chests at the Calcutta Port by palletization showed that the loading 
rate of 600 chests per. hook shift by manual handling can be raised 
to 2,500 chests by. palletizingl the cargo and using one forklift on the 
shore and one ~n' the hold. The investment required in palletization 
and also the displacement of labour are far smaller than those 
involved .in other forms of sophisticated methods of mechanization 
such as containerization. or. 'roll-on and roll-off' etc. Palletization is 
eminently suitable for commodities which can be packaged in stand­
ard units, such as cases, cartons, boxes, drums, tins, etc. The general 
cargo handled at the ports of Calcutta, Bombay, Madras and Cochin 
is substantial and most of it is suitable for palletization. However, 
palletization has not so far been introduced in these ports, except 



on a limited and experimental scale at Madras. The main reasons 
for slow pro~ess of .I?~lletiz~tion at II?-dian ports appear to be the 
lack of matchm~ facihtl~. w1th the R;a1lways. For making palletiza­
tion an econom1c. propos1t1on, the railways must provide wagons 
with sufficient Wide boards to cater to the originating/destination 
traffic. 

6.23. In Madras, at present pallets are used mainly as substitutes 
for net slings for purposes of loading - and unloading . and do not 
travel with the ship as should be the case in palletization in the 
full sense of the term. Moreover, forklifts are used mainly on the 
shore and occasionally in the ship's hold. The number of forklifts 
available in the various ports in India is meagre (150), the break-up 
being 35 in Calcutta, 36 in Bombay, 64 in Madras, 6 in Cochin 2 in 
Visakhapatnam, 3 in Kandla and 4 in Mormugao. The forklifts are 
now mainly used for transporting cargo w~thin the port premises. 
It has been estimated that for the introduction of palletization at 
the ports of Calcutta, Bombay, Madras and C9chin, the additional 
requirement of forklifts in the next five years would be 18, 18, 12 and 
12 respectively, the investment involved being Rs: 13.5 lakhs each 
in the ports of Calcutta and Bombay and Rs. 9 lakhs each in the 
ports of Madras and- Cochin. It has been further estimated that with 
the total investment of Rs. 45 lakhs the cargo handling capacity of 
ten general cargo berths in these ports would be more than doubled, 
apart from permitting a much more effective use of the space in 
the transit sheds. We, therefore, recommend that ·the above men­
tioned ports acquire the additional forklifts necessary to introduce 
palletization as soon as possible. Forklifts are now being manufac­
tured in India and this substan~ially reduces the problem of finding 
foreign exchange. At the other· ports, the traffic in general cargo is 
small and the forklifts already possessed by the Port Authorities 
are not fully used. These ports may consider the introduction of 
palletization at a future date, if the volume and nature of the cargo 
lend themselves to such handling. 

6.24. A simpler method of unitization is pre-slinging. Com­
modities suitable for pre-slinging are those packed in bales such ·as 
cotton, wool, jute, etc .. and those packed in bundles, such as iron 
and steel bars, rods, angles, rails etc"" It is reported that although 
pre-slinging does not result in any marked advantage at the port of 
loading, it significantly increases the rate of dischargte and thus 
reduces the overall transportation. cost, We, accordingly, recommend 
the pre-slinging of suitable commodities. 

6.25. The Fourth Five Year Plan for Major Ports provide~ for 
an outlay of about Rs. 280 crores with a foreign exchange component 
of Rs. 53.55 crores. Some of the major works and facilities that will 
be provided during this period are as under :-

(i) creation of a satellite port at Haldia which will cater to 
bulk cargo traffic and eliminate the~ shortcomings of the 
present port . of Calcutta .in respect of permissible drafts 
of ships etc. The port of Calcutta cannot cater to vessels 
of more than 7.9 metres draft and 172 metres in length, 
whereas the Haldia port will be able to cater to vessels 
of 10.7 metres draft to start with. With ·training works 

LfP(D)SOMofS&T-5(a) 
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and dredging in river Hooghly, it is hoped that vessels of 
12.8 to 13.4 metres draft can be taken into the docks at 
Haldia at a later stage; 

(ii) an outer' harbour at Visakhapatnam capable of receiving 
and loading bulk carriers of 10o;ooo to 150,000 d.w.t. for 
the export of 10 to 12 million tonnes of iron ore per 
annum. The harbour will be capable of being improved 
to receive 200,000 d.w.t. vessels at a later date. The present 
inner harbour can take vessels not more than 193.5 metres 
in length and a draft of 10 metres at mid-tides; 

(iii) an outE:T harbour at Madras capable of catering to large 
sized vessels of 70,000 d.w.t. in the first stage for the 
import of crude for Madras Refinery and the export of 
iron ore, and ultimately to be developed for 100,000 d.w.t. 
vessels. The outer harbour as being constructed can take 
initially vessels upto 12.8 metres draft and can be deepened 
subsequently to cater to 100,000 d.w.t. vessels which have 
a draft of about 14.9 metres. The existing harbour can 
take vessels upto 10.7 metres draft in the Jawahar Dock 
but the beam of the vessel that can enter the dock is 
restricted by the width of 33.5 metres; 

(iv) creation of a major harbour for 9.1 metres draft vessels 
with four alongside berths at Tuticorin; 

(v) the creation of major harbour initially for 9.1 metres 
draft vessels at Mangalore capable of being expanded later 
to take ip bulk carriers of 100,000 d.w.t. with a draft of 
about 14.9 metres for export of iron ore; 

Jvi) modernization of ore handling facilities at the port of 
Mormugao by installation of a high-rated loading plant 
and facilities for receiving deep draft vessels of 60,000 
d.w.t. in the initial stage and 100,000 d.w.t. in the future. 
The draft of the vessels which can be taken in at the 
moment at the port is only 7.9/9.1 metres whereas the 
developments contemplate vessels drawing 12.2 metres 
of water initially and upto about 14.9 metres later on; 

(vii) completion of the dock schemes at Bombay and the crea­
tion of additional port facilities on the eastern side at 
Nhava-Sheva for berthing ships of 80,000 d.w.t. with a 
draft of 13.7 metres; and 

(viii) formation of a central dredging pool with large-size 
dredgers to take up the. capital dredging work under the 
development projects. 

6.26. As the cost of providing new facilities has become heavy, 
it is very essential that before providing new facilities, a detailed 
cost-benefit study is undertaken covering the following points:-

(i) the cost of· providing the new facilities; 
(ii) the cost of obsolescence of existing facilities; 

(iii) additional cost of internal transportation in order to 
divert the traffic from the existing ports to the port where 
specialized facilities are being provided; 
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(iv) additional cost to be incurred in inventories, storage 
facilities etc.; 

(v) estimates of the growth of traffic for which specialized 
facilities are being created; and 

(vi) the benefits resulting from the economies of bulk carriers 
and the quicker turn-round time of ships reflected -in the 
lower freight rates etc. 

(ii) Containerization 

6.27. Transportation of general cargo has been revolutionized by 
various methods of unitization of cargo developed in recent times 
such as placing the cargo in a container, fastening it on a platform 
or pallet, and by pre-slinging, so that, while. discharging, the sling 
can be directly put on to the hook. Essentially, containerization 
exploits the ultimate principles of the UI?ltized-load system to 
provide faster, safer, more economical door-to-door delivery. Cargo 
loaded into boxes or vans at the manufacturer's plant, is shipped to 
its destination as a single unit. It is a system of moving goods by 
first consolidating them into boxes or containers made of steel, wood, 
plastic, aluminium or combinations of these and transporting them 
as a single unit. The main advantages flowing from containerization 
are rational cargo handling, easy storage, minimization of pilferage 
and damage to the cargo and ultimate reduction of the over-all cost 
of transportation. 

6.28. Even though containeri~ation in international field has been 
applied only in the last three· or four years, its economics and 
advantages have already been provep for more than a decade in the 
captive trade> of Mainland United States with Puerto-Rico on the 
one side and Hawaii Islands on the other and later between Australia 
and Tasmania. The marked rise in container potential can be gauged 
from the estimates of the port of New York which suggest that as 
much as 80 per cent of traffic between New York and Central Euro­
pean ports is expected to go in containers by 1975. Even the percent­
age of movement to other ports in Europe and to Far East is not 
below 60. Similarly the London Port Authority .estimates that the 
containerized general cargo trade may go upto 55 per cent b~ 1975 
and nearly 70 per cent by 1980. It is time India noted these signifi­
cant developments the world over and provided matching facilities 
at our ports lest we should be excluded from the mainstream of 
world trade in general cargo. 

6.29. However, in providing the container facilities at Indian 
Ports, it would be essential to have a fair estimate of traffic ~t 
various Major Ports which could be containerized. It is understood 
that the Working Group of the Ministry of Shipping and Transpo:t 
has estabUshed, by adopting universally accepted met~odology m 
classifying all the genE'ral iJJlport and export cargoe1s passmg through 
the four main general cargo ports of India, namely, Calcutta, 
Bombay, Cochin and Madras, that a subs~ant~al portion of tpeir 
general cargo would lend itself for contamenzati.on. Based on 
present commodity break-up, traffic forecasts earned out by the 
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Director, Transport Research of the Ministry of Shipping and Trans­
port show that out of the total volu:rpe of general cargo that would 
pass through those ports, the volume that could be containerzied 
would be as shown below:-

TABLE 1 
(in lakh tonncs) 

1975-76 1985-86 
Port ,-------A-.-

Import Export Total Import :Export Total 

1 2 3 4 5 6 7 

1. Calcutta 5·38 15·94 21·32 8·40 24·89 33·29 
2. Bombay 6·23 3·07 9·30 9·30 5·65 14·95 
3. Cochin 2·96 3·78 6·74 3·91 5·89 9·80 
4. Madra<1 1·93 1·58 3·51 2·07 1·74 3·81 

Total 16·50 24·37 40·87 23·68 38·17 61·85 

6.30. The statement above deals with the expected traffic in 1975-
76 and 1985-86 but even today we have a lot of containerizable cargo. 
The studies that; .were carried out for the Container Seminar at 
Bombay held in December 1968 showed that even in 1964-6.5, 
containerizable cargo available in India was well over 3.5 million 
tonnes. 

Economics of Containerization 
6.31. The annual throughput capacity of a modern full-fledged 

container berth is estimated at 1 to 1.5 million tonnes as against the 
conventional berth capacity of 1.5 to 2 lakh tonnes per annum. The 
cost of construction of a container berth will be higher by about 25 
per cent over that of a conventional general cargo berth. Although, 
considerable additional investment will be called for in container 
ships, internal transport facilities between the port and destination 
point and point of origin of the container, on a balance, the reduc­
tion in the loading and unloading cost for general cargo, quicker 
turn-round of ships and low ratio of per tonne investment in con­
tainer berth will more than off-set the additional investments 
referred ~o above. A table giving the comparison of loading and un­
loading cost for normal (break-bulk), palletized and containeTized 
general cargo is given at Appendix V. 

6.32. The Operations Research Group of Baroda in its Report on 
'Survey of Overseas Transport & · Freight Structure in India's 
Export Trade' (June 1969) has estimated the c"sts and revenues in 
the container trades from India to USA/Canada and U.K./Continent 
based on 1967 trade data for the ports of Calcutta and Bombay, 
which are set out in Appendix VI. In making this exercise, the 
Operations Research Group has excluded the excess cost of construc­
tion of the container berths as compared to the cost of the conven­
tional berths. This is because the excess cost is expected to be more 
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than compensated by thE!" higher ·throughput possible at the con­
tainer berths. Similarly the Operations R~search Group has not 
reckoned the cost of obsolescence of conventional ships which is 
expected to be higher with the passage of time when these will be 
increasingly ~eplaced by container vessels . 

./ 6.33. The quantum of containerizable . cargo even in 1964-65 was 
such as to justify investment on full-fledged container facilities in 
Calcutta (Haldia) and Bombay (Nhava-Sheva). 

6.34. Apart from the economics of such 1 operations, it would be 
very essential to provide container facilities at least on one port 
each on the east and west coasts of India so as to be in consonance 
with the world trend. The Commission, therefore, recommends• that 
Haldia . on the east coast and Bombay (Nhava-Sheya) on the west 
coast should be developed immediately as full-fledged container 
ports with all modem facilities. The Commission notes that the 
Haldia Dock Project, which is expected to .be completed by 1971, 
provides for a container berth. Similarly the master plan· for the 
development of Nhava-Sheva also contains a ·provision for container 
berth. The Commission wishes to stress the urgency .of completing 
these projects. 

6.35. We have noticed a tendency on the part of almost all the 
Major Port authorities to ask for full-fledged container facilities at 
their ports. The handling of occasional containers does not call for 
any significant increase in investment nor any change in the method 
of cargo handling. But the provision of full-fledged facilities at ports 
other than Calcutta and Bombay should be undertaken only after 
a detailed cost benefit analysis/is made and the investment justified 
on merit. 

~ 6.36. As regards the development of internal transport to cope 
with container traffic, it may be mentioned that the Indian Railways 
are and will continue to be the predominant transportation system 
in the country. The fact that the I.S.O. standard 6X2.435x2.435 
cubic metres (20'x8'x8') and 12X2.435x2.435 cubic metres 
( 40' x 8' x 8') containers are almost the same size as the Indian Rail­
way's 4-wheeler and 8-wheeler stock would in itself point to the 
immense capability of our Railway system to cope with this kind 
of traffic. The Indian Railway trucks and bogies which are . in 
everyday use to-day may be able to carry I.S.O. standard containers 
to almost any part of the country and certainly to all the main 
trade centres of the country. The six metres container can also be 
carried by road in fairly large numbers to the main trade centres 
of the country. 

6.37. The introduction of containers has its impact on the 
employment levels at the ports. The extent would, howev:er, vary 
with the phase of containe:riz~ handling. ~roadly spe~kmg, .we 
could divide into three categones, namely, (I) odd contamer ships, 
(ii) part container ships; and (iii) fully c9nt~inerized ships. ~e fir~t 
two phases would not necessitate any significant change either m 
the pattern of deployment of labour or in the manning scales. How­
ever, when· fully containerized ships are. handled at our ports, the 
unit demand for labour for cargo· handlmg per se would go down 
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significantly. But then, the redundant i.abour could be expected to 
be absorbed in stuffing and unstuffing the containers in the port 
premises itself which is the practice in respect of a substantial 
portion of the· containers handled at the foreign ports. 

6.38. Moreover, the projected growth in general cargo particu­
larly at the ports of Calcutta and Bombay would be of such 
dimensions that the existing levels of employment would hardly 
be affected. The general cargo traffic of 3.79 and 4.82 million tonnes 
at Calcutta and Bombay, respectively, in 1968-69 is expected to go 
up to 13.22 and 14.83 million tonnes in 1985-86. From these projec­
tions it will be seen that even providing for the handling of 
containerized traffic, · the balance of general cargo that will be 
continued to be handled as break-bulk would create additional job 
opportunities at the ports. Further the skilled jobs like drivers for 
straddle carriers, loaders, gantry cranes etc., would be created in a 
large number providing for higher earnings by the workers. We 
are sure. that our labour would also extend utmost co-operation in 
the provision of full-fledged container facilities and that labour and 
management would be willing to resolve the social problems that 
may arise consequent on the introduction of containerization. The 
general principles we have laid down for the close involvement of 
labour in the introduction of new te·chnological steps, the sharing 
of the gains of productivity, schemes for voluntary retirement etc., 
would apply to this sphere also. 



CHAPTER 7 

PORT FINANCES AND ACCOUNTS 

. . ~he ex~nation ~f the financial results of working of the 
mdividual MaJor Ports -1s fraught with several difficulties. Having 
gro:vn up under the control of quasi-independent Port Trusts and 
subJect, m s.ome cases, .to sepa~ate ~egislation, the Major Ports dis­
closed considerable divergencies m regard to their financial and 
accounting procedures and practices. 

7.2. We propose to deal in this chapter with the following-

(!) Financial results of working of the· Major Ports from the 
year 1950-51; 

(2) Sources of finance; 

(3) Reserves; 

(4) Policy for providing depreciation; 

(5) Accounting changes found necessary and introduced 
recently. 

( 1) The financial results of working of the Major Ports from 1950-51 
to 1968-69 

7.3. The accounts of the ports have been maintained in accordance 
with the respective legislation governing them. Though these enact­
ments provide for a degree of control by the Central Government 
yet the ports' accounts disclose a wide variety of practices in their 
financial and accounting procedures. The actual procedures followed 
have tended to be influenced rather by the exigencies of each port's 
individual needs at the time than by strict adherence to accounting 
practices with the result that accounts figures have meant different 
things to different ports. This has rendered the task of comparison 
of financial results of one port. to the other particularly difficult. 

7.4. The accounts of the ports till 1968-69 were maintained on 
the "cash" basis instead of on the "accrual" basis, the amounts due 
to and by the ports during the year wer-e not taken into the 
ac~ounts. The Revenue Account presented on one side the "Receipts" 
obtained by the different departments of the ~r~, name~y, wet and 
dry docks, wharves and jetties, lands and bUildmgs, railways,· etc. 
The "Expenditure" on the oth.e~ ~ide, classified. the expens~s under 
different departments and actiVIties corresponding to the Items on 
the "Receipts'' side. In addition a separate section was created to deal 

Fil 
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with General Charges. Further, as the classification of income and 
expenditure was not drawn up function-wise, the revenue and cost 
information relating to each principal activity and sub-activity of 
th~ ports was not readily available. However, although the Revenue 
Accounts provided for a very detailed analysis of expenditure, both 
on capital and revenue account, the information not being classified 
on a functional basis, rendered it difficult to ascertain the actual 
costs of providing the different services of the ports. 

7.5. Similarly, the Balance Sheet, based on the double account 
system, set out the information under Capital Account and General 
Account but it did not present an accurate picture of the actual 
financial position as just explained. There were also other differences 
from port to port with regard to the procedure followed for the 
allocation of expenditure between Capital and Revenue, which 
resulted in identical items being charged to capital by some ports 
and to revenue by others. 

7.6. Modern methods of managerial control require adequate 
financial information for an effective operation of the organization. 
The revenue accounts being compiled on a departmental basis under 
different sections did not readily make available information 
relating to the cost of managerial services rendered by the different 
departments. The management at different levels could not deal 
satisfactorily with the planning and expenditure or controlling the 
costs as the forms of accounts were unsuited for such purposes. 
From 1969-70, however, as referred to later in this chapter, all the 
Major Ports have been required to change over their methods of 
accounting to a uniform system. This should help to remove many 
of the present difficulties in the task of assessment and comparison 
of the financial performance of the ports. 

7.7. The Revenue and Expenditure of the Major Ports as present­
ed in the annual reports of the Ministry of Shipping and Transport 
to Parliament each year are not in such detail as to permit any 
analysis of the expenditure from the gross revenues. The figures of 
expenditure, as set out, comprise not merely working expenditure, 
depreciation and interest but also loan repayments, transfers to 
reserve funds and other capital transactions. The Commission has 
not. therefore, been able to make much use of these data. The other 
source of information available to the Commission was the annual 
Administration Reports of the ports. Even here, owing to lack of 
uniformity in the financial procedures and accounting practices. the 
figures contained in the reports of individual ports are not compar­
able either as between themselves or, even in some cases, for the 
same ports, from one year to another. There is, however, a measure 
of comparability in regard to certain accounting statistics which are 
used in the analysis given below. The details of the financial results 
of the working of the different ports shown in the published accounts 
are presented in Appendix I-A to H. 

7 .8. As the statistics of gross revenues and working expenses 
(excluding depreciation) are largely free from the inconsistencies 
mentioned earlier. we may examine the trends of these in terms of 
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percentage ratios of the working. expenditure (excluding deprecia­
tion) to gross revenues for 1950-51, 1955-56 and 1960-61 to 1968-69 as 
shown in Table 1 below:-

TABLE 1 

Percentage Ratios of Expenditure (excluding Depreciation) to Gross 
Revenue-Major Ports 1950;_51, 1955-56 and from 1960-61 tc; 
1968-69. 

Year Calcutta. Bombay Ma.dra.B Cochin Visa.kha.· Ka.ndla. Mormu- Pa.ra.dip 
pa.tna.m · ga.o 

1950-51 .. 88·72 77·01 60·75 61·40 97·63 
1955-56 .. 80·68 ; ·98 56 84· 57·50 68;31 
1960-61 .. 83·14 5; :.o 55·19 57·63 47·.81 67·22 
1961-62 .. 80 36 59·01 60·95 58·81 61· 8"1 62·30 37·65 
1962-63 .. 81·63 75·37 52·59 76·56 67·64 58·92 51·II 
1963-64 .. 76·87 63· 21 52·87 59·66 56·82 54·73 36·35 
1964-65 .. 81·48 65·74 66·52 58·90 59·01 68·09 50·71 
1965-56 .. 88·63 60·31 66·52 63·30 65·28 58·22 41·97 
1966-67 .. 88·66 69·19 59·83 64·44. 50·23 59·31 43·59 176·35 
1967-68 .. 80·74 70•98 66·39 52·79 51·06 73·56 49·64 81·62 
1968-69 .. 88·79 73·87 67·08 62·38 55·80 59·02 54·19 55·10 

Source-Based on data. from the Annual Accounts of ports. 

7.9. A glance at the above 'ft'gures indicates that the port of Cal­
cutta has had the highest ratios exceeding 80, except for the year 
1963-64 when it came .down to a little under 77. The ratio for Cochin 
Port rose to 77 during 1962-63 but it came down in later years. Mor­
mugao Port has the lowest ratios of all. The operating ratios of the 
other ports show varying levels between these extremes. 

7.10. In considering the differences in the percentage ratios of 
working expenditure (excluding depreciation) to the gross revenues 
of individual ports, it is necessary to take into account the volume 
of traffic handled, the amount of earnings and expenditure, and any 
other special feature peculiar to a port. Calcutta ·Port, for instance, 
has special features in its working, namely, the dredging of the river 
_and the performance of certain services which are not undertaken at 
the other ports. Mormugao Port depends mainly on the traffic of a 
single commodity, namely, exports of ores for the handling of which 
the port has had so far little need to make any large scale investment. 
on facilities The bulk of its traffic is dealt with in stream and the 
balance by the mechanical handling equipment owned and operated 
by a private concern. The operating cost of the port is, therefore, 
much lower than those of the other ports and this is reflected in 
lower expenditure ratio. 

7.11. The diversity of practices in regard to the allocati~n. of ex­
penditure between capital and revenue, the methods of prov1dmg for 
depreciation, etc .. has rendered it difficult to arrive at the figures of 
net revenues and to indicate the financial strength and· soundness of 
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the ports. In so high a capital-intensive undertaking as the ports, the 
policy followed in making the annual provision for depreciation had 
hardly any uniformity; nor was the procedure systemat4!. The provi­
sion was made on an ad hoc basis and took little account of the 
capital costs, and the useful life of the various categories of assets. 
The financial statements for these reasons did not reflect the true 
state of affairs of the ports. 

7.12. It used to be the practice to work out, at the end of each 
year, the surplus or deficit in the Revenue Account, after charging 
to it also (i) the capital expenditure; (ii) the repayment of borrow­
ings and (iii)l ad hoc amounts to various funds and reserves. More­
over the ports used to adopt different yardsticks in regard to both 
the life of the assets and the limit of expenditure for allocation bet­
ween capital and revenue. All this resulted in presenting an un­
realistic picture of the finances of the ports. 

7.13. Including the new Major Ports which have come in during 
recent years, the increase in Capital Base as shown in the balance 
sheets of the Major Ports for the years 1960-61 and 1968-69 is compar­
ed in Table 2 below: -

TABLE 2 

Capital base in Major Ports during 1960-61 and 1968-69 
(In lakhs. of rupees) 

1960-61 1968-69 
Port 

Calcutta 7,903·93 14,764·77 
Bombay 8,141·27 12,607 ·33 
Madras 2,273-89 4,884·38 
Cochin 1,015·37 1,853·81 
Visakhapa.tnam 1,169·95 2,473·58 
Kandla. 598·93 2,229· 27 
Mormuga.o (1961-62) .. 384·33 1,169·94 
Pa.radip 2,851·31 

Total 21;487·67 42,834·41 

7.14. In view of the difficulty of obtaining correct statistics on a 
uniform basis, the Commission has not been able to compare the pro­
ductivity of port investment over the years. Of the two indices of 
productivity, namely, the ratio of the net revenue1 to the total invest­
ment and the ratio of the surplus1 to the total investment we have 
been able to assess the financial results only on the basis of the first 
of the indices. In Appendix II is shown a summary of adjusted finan­
cial results of the Major Ports on the above basis for the year 1967~68. 
The percentage ratios of the net revenues to the value of the Cap1tal 

I Net revenue equals gross revenue mimn (working expenses pf.u.9 depreciation). 

•surplus equals net revenue minus fixed charges (interest). 
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B_ase in th~t ye_ar afford an overall basis for indicating the producti­
vity of capital m the ports as shown in Table 3 below:-

Port 

Calcutta 

Dombay 

Madras 

C'ochin 

Visakh ap a tnam 

Kandla 

liormugao .. 

Paradip 

(2) Sources of Finance 

TABLE 3 

Percentage of 
net revenues to 
tota) Capital 

Base 

1·8 

5·0 

4·9 

9•9 

9·3 

1·0 

8·5 

0·9 

. 7.15. The funds for investments in the ports have, broadly speak-
mg, been drawn from the following four principal sources-

(i) Loans advanced by q.overnment; 
(ii) Exter.nalloans; 
(iii) Debentures; and 
(iv) Self-financing (including miscellaneous). 

7.16. The extent to which the ports have resorted to these differ'­
ent sources shows great variations. Debentures ha~ provided some 
of the funds for Bombay and Calcutta ports. Madras Port also had 
debenture loans but they were fully discharged in 1953. Loans from 
the Government of India now form the principal source of funds for 
capital expenditure at the ports. Self:financing has also been a large 
source for the ports. The figures of the Capital Base for the different 
ports from 1950-51 to 1968-69 are summarized in Tables A to H in 
Appendix III. They also· indicate the different sources from which 
the funds have been obtained. The figures of the Capital Base have 
been compiled from the annual balance sheets of the ports. 

7.17. From a review of the compbnents of the Capital Base, the 
period prior to the Five Year PlanSJ does not afford much of a 
guidance. Port development projects were comparatively few in 
number then and the older ports depended mostly on their ow~ in­
ternal resources and market borrowings. The ports which came 
later into existence did not hold the same attractions to the capital 
market and were necessarily dependent on Govern~ent for funds 
for development. With the commencement of the F1ve Year- Plans, 
the traffic developed. Both the pace of development and of the 
increase in traffic were accelerated from Plan to Plan. By far the 
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most important source during thi~ period has been the internal 
resources of the ports themselves. Next in magnitude comes the 
loans from the Government of India. Taking the period 1950-51 to 
1968-69 for the five ports of Calcutta, Bompay, Madras, Cochin and 
Visakhapatnam, their total Capital Base has increased from Rs. 107.51 
crores to Rs. 365.84 crores or by -about Rs. 258 crores. Of these 
Government loans have increased from Rs. 8.59 crores to Rs. 75.51 
crores and self-financing from Rs. 61.34 crores to Rs. 219.41 crores. 
External loans totalling Rs. 35.34 crores are a new feature and 
started only from 1961. The volume of debentures has, however, 
slightly declined from Rs, 37.58 crores to Rs. 35.58 crores during this 
period. The detailed figures are summarised in Table 4 below:-

TABLE 4 

Components of the Capital Base for the Ports of Calcutta, Bombay, 
Madras, Cochin and Visakhapatnam 

.(i) Government Loans 
(ii) External Loans 

(iii) Debentures· 
(iv) Selffinancing 

Total 

1951 1969 

,.--A--'"""' r---..A-'"""' 
As on 31 March As on 31 

March 
(Rs. crores) 

8·59 75·51 

35·34 
37·58 35·58 
61·34 219·41 

107·51 365·84 

7.18. The amount of the total Capital Base, taking all the Major 
Ports together as they existed in 1950-51 and 1968-69 compared as 
follows:-

TABLE 5 

Components of Capital Base of Major Ports 

(i) Government Loans 
(ii) External Loans .. 
(iii) Debentures 
(iv) Self-financing 

Total 

19511 19693 

r-----'--'"""' ,.---..____., 
As on 31 March As on 31 March 

(Rs. crores) 
8·59 123·18 

36•10 
37·58 . 35-58 
61·34 233·48 

107·51 428·34 

lRefers to the then existing Major Ports of Calcutta, Bombay, Madras, Cochin and Visakha• 
patnam. 

9Refers to all the Major Ports. 

Souree-Compiled from the Annual Acoounts of the ports. 
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7.19. The terms on which ports have obtained loans from the 
Government of India have varied from time to time. The rate of 
interest has steadily gone up from 4! per cent per annum in the 
early fifties to 6 per cent in 1969. The currency of the loans has also 
shown a certain degree of stiffening from about 30 years with an 
interest-free period of 7 years and 23 equated annuar instalments to 
25 years with interest being paid on the loans drawn from their very 
first anniversary and principal being repaid in 20 equal annual instal­
ments from the sixth year onwards. 

7.20. A general increase in interest rates was of course inescap­
able in view of the upward trend in the rates of borrowing but the 
terms of repayment of the loans, in a period -of 20 years, are in sharp 
contrast to the terms on· which the Port o~ Calcutta was granted a 
small loan of Rs. 50 lakhs in 1946-47. The latter was interest free for 
the first 12 years, its repayment extending to a period of sixty years 
with half-yearly instalments. 

7.21. More recently a further stipulation has been introduced by 
which the loans carry interest at 8! per cent per annum, but if the 
instalments of principal and interest are paid punctually· on the due 
dates, the rate of interest would be reduced to 5! -per cent ·per 
annum. 

7.22. The principal details 'of the external Joans, their rates of 
interest and the schedules of repayment are given in Appendix IV. 

7 .23. In the past, Cakutta' and Bombay ports used to obtain a 
limited amount of their funds from the market in the form of. deben­
ture loans. The Calcutta Port Commissioners resorted to the market 
for funds since 1914. Generally speaking, the period of currency for 
these loans varied from 10 to 60 years. The interest rates fluctuated 
between 2! per cent and 6 per cent according· to the conditions in 
the market. There were also two.Sterling loans of one million .ea~h, 
obtained in 1923 and 1924. 

7.24. The earliest date of borrowing by the Bombay Port was in 
1903 with periods of currency varying from 23! _years to· 60 years. 
The Bombay Port had also· obtained Sterling loans in 1909 and 1910 
of half a million each and 1.6 million in 1922 .. These amounts have 
been paid off. The Bombay Port discontinued borrowing on deben­
ture loans since 1941. The Madras Port, as stated earlier, paid off its 
Sterling debt and has not gone for. debenture loans since. 

7.25. The ports have practically given up·market borrowings for 
development and have relied increasingly · on Government loans. 
Government has also undertaken 'this responsibility for providing 
adequate funds in view of the very heavy inV€stments involved in 
modernisation and improving port facilities. As a matter .of fact, the 
Fourth Plan provides for a Central loan assistance of Rs. 184 c:o~es, 
out of a total financial programme of Rs. 284 crores. The CommiSSion 
considers that future development of ports should normally be 
financed to a large extent by their internal resources and market 
borrowings. In this connection, the Commission endorses the views 
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of the Committee on Transport Policy and Co-ordination. The Com­
mittee h;;td observed in its final Report (1966) as follows-

"We are of the view that the Central Government should 
insist on Port Trusts specially in the larger ports finding 
all the internal resources they can for developme~t. They 
should also be encouraged to seek loans directly from the 
market and to this end they should receive the necessary 
support from the Reserve Bank of India and the Govern­
ment of India. Loans from the Government of India 
should not constitute in the future as large a proportion 
of the total Port finances as may have been necessary 
during the period of accelerated development under 
the Five Year Plans when substantial new capacities had 
to be established over a short period. Indeed as a matter 
of policy, Port Trusts should be expected ;o to manage 
their operations as to be able to draw at least part of their 
capital from the market."" 

( 3) Reserve Funds 

7.26. The balances in the reserves of the Major Ports have play­
ed in the past an important part in the financing of capital expendi­
ture. The setting up of a reserve fund or funds is provided by the 
Major Port Trusts Act, 1963. Section 90(1) of the Act authorizes the 
Port Trust Board to set apart such sums out of its surplus income, as 
it thinks fit, for the purpose of expanding the existing facilities or 
creating new facilities in the port or for the purpose of providing 
against a temporary decrease of revenue or increase of expenditure 
from transient causes or for meeting expenditure arising from the 
loss or damage from fire, cyclones, ship-wreck or other accidents or 
for any other emergency arising in the ordinary conduct of its work 
under this Act. It is also provided that the sums so set apart annually 
in respect of, and the aggregate at any time of, the reserve fund or 
funds are not to exceed such amounts as may, from time to time, be 
fixed in their behalf by the Central Government. The reserve funds 
are to be appropriated from the revenue surplus, if any. 

7.27. The balances to the credit of the reserve funds of the Major 
Ports as on 31 March, 1969 are set out in Appendix V. 

7.28. The Commission has noticed that the Major Ports have not 
followed any uniform policy in regard to their reserve funds. Bom­
bay Port has considerable balances in its General Reserve Fund 
which is used for financing capital expenditure and which is fed by 
an ad hoc contribution of about Rs. 2 crores per annum as well as by 
the transfer of whatever surplus is available in the revenue earn­
ings, after meeting the obligatory expenses. The balances of the 
General Revenue Reserve Funds maintained at other ports are rela­
tively meagre and are intended mainly to meet unforeseen revenue 
deficits. A few ports have also Insurance or Accident Reserve Funds. 
None of the ports governed by the 1963 Act has any Fund earmarked 
specially for financing development programmes as required by the 
Act. The contributions made from year to year to the funds indicate 

8Page 136. 
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that the reserve funds are maintained by ad hoc contributions. This 
applies also to the Renewals and Replacements Fund for which at 
least a more systematic procedure would have been expected to be 
followed. 

7.29. The utilization of the balances in the Funds also raises 
certain important questions of principle. The balances in the Reve­
nue Reserve l<.,und of the Cochdn Port, for instance, are almost wholly 
in the form of a fixed deposits with the State Bank of India. The 
investment composition. also varies as between fixed deposits and 
Government and other securities. In the case of Mormugao Port 
the total amount standing to the credit of the Funds at the end of 
the year is more than twice the capital debt outstanding. These 
considerations stress the need for evolving an uniform and systema­
tic policy with regard to the contributions. to and the utilization of 
tb~ balances in the reserve funds. · 

7.30. The foregoing analysis leads to· one issue, namely, the 
extent to which a port should accumulate any reserves. The Bombay 
Port Trust, for example, has invested Rs. 23.36 crores in Government 
securities and other outside investments. The investment of such 
large sums outside the Port without utilizing them for mechaniza­
tion and modernization of port facilities has not been in the best 
interest of the Port and its users. The Commission, therefore, consi­
ders that a ceiling should be imposed on· the investment of a port's 
reserves in activities other than port operation: The Commission, 
therefore, recommends that investment of reserves outside the port 
should not exceed 25 per cent,. of its capital employed at any given 
time and that the surplus, if any, should be utilized for port develop­
ment, relief to port users and welfare amenities to the labour etc. 

'(1) Provision for Depreciation 

7.31. Reference was made earlier to the different practices fol­
lowed by the Major Ports for providing depreciation. The system 
prevailing up to 1968-69. was to provide for depreciation of wasting 
assets by annual contributions from revenue to two accounts, one 
to the General Account and the other to the Pilotage Account. 

7.32. In Bombay Port, the annual contributions made up to 
1967-68 to the Renewals and Replacements Fund amounted to ~s. 1.61 
crores calculated at 4 per cent of the total capital expenditure on 
wasting assets as on 31 March 1963; this excluded the Marine Oil 
Terminal Assets for which depreciation was provided on the straight­
line method based on the estimated life of the. relative assets.· The 
contribution to the Pilotage Depreciation Fund was made according 
to the Sinking Fund method and it amounted to Rs. 57,000 only. 

7.33. At Calcutta, the assets owned by the Port were shown in 
the balance sheet in two parts: one exhibiting ·receipts and expendi­
ture on caoital account and the other at their original acquired value 
until written off to extinction. No debit was raised in the revenue 
account for depreciation as such, but sums were set apart out of 
revenue every year into a Sinking Fund for the repayment of the 
loans taken from time to time. for the acquisition of assets. Where 
the loans were short-dated and their currency was less than the life 
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of the assets, the old loans were replaced by fresh ones, on succes­
sion, to correspond to the life of the assets. The Calcutta Port Com­
missioners claimed that the sums transferred every year from Reve­
nue into the Sinking Fund ensured a full pr.ovision for depreciation. 
This is, however, not borne out by our examination of the accounts 
of· the Calcutta Port as we have noticed that (i) where assets were 
created with their internal resources no provision for depreciation 
appears to have been made and (ii) over the years till 1967-68 there 
has been an underprovision for depreciation as compared with the 
accumulated depreciation at historical cost amounting to Rs. 53.29 
lakhs. Further, another practice adopted b:r the Port was to write 
off from revenue the assets with a life expectancy of less than lQi 
years. In respect of Government and World Bank loans which are 
to be repaid in equated annual instalments of both the principal 
and interest in periods shorter than the useful life of the assets, the 
contribution from the Sinking Fund ha:; been higher than would 
have been the case had the Port followed the commercial system of 
accounting. 

7 .34. The Madras Port Trust also followed the -Sinking Fund 
method on the basis of the estimated life and further annual contri­
butiQn to the Renewals and Replacement Fund to meet the replace­
ment cost of the floating assets. At the port of Visak.lJ.apatnam lump­
sum contributions were made every year to their Renewals and Re­
placement Funds on an ad hoc basis. It should be noted that the 
block accounts of Madras and Visakhapatnam reflect the original 
cost on first acquisition of the assets as they followed the procedure 
of not altering the block account when the assets were replaced from 
time to time. At the time of replacement of an existing; asset, the 
cost of the new asset was fully charged off to the Depreciation 
Reserve Fund. The block accounts of Madras and Visakhapatnam 
ports, therefore, tend to understate the value of their various assets. 

7.35. At the port of Cochin also ad hoc lumpsum contributiom 
were made every year to its Renewals and Replacement Funds. In 
re!!ard to the oort of Kandla the contributions were made according 
to the Sinking- Fund method, the rate of interest adopted being 3.75 
per cent per annum of the estimated life of the historical cost of the 
assets less the estimated scrap value. Mormugao Port mf!de its 
annual contribution to the Depreciation Fund on the straight-line 
method and on the basis of the historical costs of the assets. 

7.36. The Study Group on Port Finances set up by the Commis­
sion also reached the conclusion that "to the extent the amounts set 
aside each year were not calculated "'ith reference to the costs and 
lives of the capital assets. the adequacy of the amounts pro"\ided 
could not be assessed and the balance s~eet did not reflect the correct 
position of the diminished values of the assets Wherever lum'Jsum 
ad hoc contributions were made it was also not !'ossible to allocate 
the total annual provision to individual assets or ·group of assets." 

7.37.- The need for revising the method of providing deoreciation 
on historical cost arises from the effe('t of inflation and +he conse­
quent abnormal rise in the cost of replacement of as:oets. The d<:>nre­
ciation provision based on the original or historical cost would in 
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such a case fall short of the actual needs. In view of this situation 
it came to be felt that something more than what would be normally 
provided for depreciation on the original or historical cost of the 
asset should be set aside annually under depreciation. The Com­
mittee of Inquiry into the Major Ports of Great Britain (Rochdale 
Committee) 1962, examined this question and after considering the 
tmplications of different methods of providing depreciation recom­
mended that the ports should aim at providing out of revenue depre­
ciation of assets on a replacement cost basis. 

7.38. The implications of the replacement basis of charging 
depreciation are very complex in actual application. Even on the 
basis of current replacement cost, it may not always be possible to 
calculate precisely the amount due by way of depreciation on a year 
to year basis. Further, even this method would not cover the defi­
ciency occurring in respect of the previous years, in a period of 
continuous price rise. Another factor to be taken into account is the 
element of obsolescence which, in the context of advancing techno­
logy, would necessitate a premature replacement and thereby make 
for an even larger demand on the resources of the ports. 

7.39. The commercial practices as also the statutes like the Com­
panies Act, the Income-tax Act, etc., recognize provision for depre­
ciation on historical costs as a charge on revenue. Besides, the provi­
swn of depreciation on replacement cost would impose an additional 
burden on the revenues of the ports. ·In view of these reasons,. the 
Commission is of the opinion that depreciation of the ports' assets 
should be provided for on the .h_istorica'l cost basis on straight-line 
method. · 

(5) The New Accounting System 
7.40. During 1965-66 the Calcutta Port Commissioners and the 

Bombay Port Trust, engaged the services of Messrs. Price Water­
house, Peat & Co. of Calcutta as Consulting Accountants, to under­
take a comprehensive inquiry into the system of accounting at the 
ports. The principal objectives of the inquiry were (i) to determine 
what changes, if any, were required in the system so that it reflect_ed 
the true financial results and (ii) to assist the management to modify 
or supplement the accounting system, more particularly the Reve­
nue and Expenditure Account in consonance with the generally 
accepted commercial principles so that the costs of providing the 
principal services and operations could be more readily and quickly 
determined. 

7.41. On the basis of the detailed recommendations made by the 
Consulting Accountants the forms of the budget were revised and 
the accounting procedures reorganized. The revised system was 
brought into force for Calcutta and Bombay ports from the account­
in~ year 1968-69 and at the remaining Major Ports with effect from 
the financial year 1969-70. 

7.42. The more important changes carried out in the accounting 
procedure are-

(i) a new classification in the presentation of accounts t<;> make 
them uniform for all the ports .. The changeover to Income 
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and expenditure by types, such as wages, salaries and 
sto~es, permits the identification of the items to the autho­
rity responsible for incurring the expenditure and also 
ensures the control of specific items of expenditure on the 
activities/services in the port. 

(ii) all expenditure to be separately classified under three 
different heads, namely, (a) operational, (b) maintenance 
and (c) general, with a view to getting the cost of princi­
pal services reflected under these categories. In addition 
a system of codification of all the items of income and 
expenditure to permit an eventual mechanization of the 
accounts; 

(iii) the derivation of cost data by the principal services or 
sub services and a breakdown of the "General Charges" 
pertaining to each principal service and of the "residual" 
Administration and General Expenses; 

(iv) the charging off to the Revenue Account, irrespective of 
the availability of revenue surpluses, depreciation on an 
fixed assets on a straight-line method worked out en their 
historical costs and in accordance with their estimated 
life; 

(v) the classification and compilation of capital expenditure on 
a uniform basis; all capital expenditure having a life of 
five years or more and of the value of. or exceeding 
Rs. 15,000 in respect of each item, alone bein~ treated gs 
capital expenditure: 

(vi) a review of the progressive expenditure on Janie Capital 
Works at quarterly intervals, long-term forecasts of ore­
rating results and preparation of Capital Expendjture by 
the ports each year for a quinquennial period to facilitate 
long-term planning; 

(vii) the revised forms of Balance Sheet and Revenue Account, 
to be drawn up in conformity with the commercial system 
of accounting; 

(viii) separate Balance Sheets and Revenue Accounts for Pilo­
tage have now been done away with: Pilotage is nov: 
treated as a sub-service within the principal service 0f the 
Port and Dock facilities. 

7.43. The Commission considers that with the intrrduct:on of 
the revised system of accounting by all Major Ports the m.:m2ge­
ment of each will be able to exercise an effective financial contrnl 
on the port's working. The new accounting system shodd al!':o hP1n 
to achieve a far greater degree of comparability of th~ P.nancial 
ligures and statistics as between the different oorts th~!'l ha~ b~e~ 
hitherto possible. -



CHAPTER 8 

FINANCIAL OBJECTIVES FOR MAJOR PORTS 

We have stated earlier that the ports should so operate as to 
meet all the financial obligations such as working expenses, deprecia­
tion, interest, etc. Thet earlier Port Trust Acts have not, however, 
spelt out this obligation clearly. The Bombay Port Trust Act 1879, 
for instance, casts an obligation on the Port to make ample annual 
provision either by readjustment of expenditure or by increase of 
rates for the due fulfilment of all the liabilities. The port has been 
enjoined that in the event of any deficiency in the income of the 
Board they should forthwith take such measqres for preventing such 
deficiencies. But no obligation to earn a standard rate of return on 
the port investment has been prescribed in t:re various Port Acts. 
This is probably the reason why many of the ports have attempted 
only a sort of balancing of budgets equating revenues with their 
expenditure and taking an ad hoc view in respect . of future 
liabilities. 

8.2. With the commencement of planning on a national scale 
massive outlays have been made on the development of the Major 
Ports. Major Ports have been called upon to raise considerable 
internal resources both for development and replacement of port 
facilities. The steep increases in the cost of construction and in the 
mechanical equipment had also thrown up in the Post War years 
additional burdens of finding resources for the replacement needs of 
the ports. 

8.3. The Major Ports had in the past sought to maintain financial 
solvency taking total income and expenditure. Beyond matching 
revenues with expenditure, their management disclosed few other 
financial objectives. A question of considerable importance as to both 
policy and practice affecting the Major Ports is whether the ports 
should continue to run on a 'no-profit no-loss' basis as in the past 
or should attempt to raise surpluses to finance at least a part of their 
development programmes. The Commission elicited the views of 
various interests who ·had appeared before it on the role to be 
assigned to the ports. One view was that the ports should run on a 
'no-profit no-loss' basis recovering only the cost of services rendered. 
In contrast, another view was that they should function as viable 
commercial organisations and that they should also generate 
surpluses to take care at least of a part of the development needs. 
The Commission finds that there is considerable validity in both the 
points of view and that no single principle should be accepted to 
the exclusion of the other. The trend, however, even in countries 
where ports are treated as service organisations is towards making 
them increasingly financially viable. T~e Commission, after careful 
consideration has reached the conclusion that the ports should 
necessarily ~im at raising sufficient surpluses to finance a part of 
their development programmes while keeping in view the public 
intETest. In the absence of a clear enunciation of the financial objec-
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tive, the port managements have not been 'forward looking' and had 
not provided facilities in anticipation of the traffic developing at 
their ports. In their anxiety to keep the level of port charges low, 
the emphasis on creating adequate~ faciliti~s to expedite the turn­
round of yessel~, . t?e improved lo~ding and unloading of cargo and 
other shore fac1hbes were not giVen adequate attention. It is for 
this reason that we emphasize the need for a conscious effort at 
creating surplus through a properly devised rating policy, financing 
development to a measure from internal resources, and the creation 
of a cushion in port capacity to take care of peak requirements. All 
these would not be possible unless the ports aim at providing not 
merely for the ordinary revenue obligations emphasized in the older 
Port Acts but even more towards the need for finding resources for 
development without detriment to public interest. It is necessary to 
lay down on ports the obligation to earn a proper return which will 
co~er depreciation, ~urrent costs of replacement of assets, payment 
of mterest and contmgencies. 

8.4. The rate of return_may be prescribed as a per~entage either 
of the gross block or of the capital employed. Since capital employed 
represents the residu~l value of the assets after deducting the accrued 
value of depreciation, it reflects the net value of the investment in 
business. Besides, working funds and reserves ploughed into the 
business itself form part of the capital employed and qualify for the 
same rate of return as fixed assets. Outside investments such as in 
Government securities cannot be called capital productivity employ­
ed in the undertaking and are. therefore, to be excluded from the 
purview of the capital employed. The sources of investment finance 
arei not material but what is of significance is the net value of the 
assets and the quantum of working capital. The Commission has, 
therefore, come to the conclusion that the rate of return should be 
linked to the capital emplO)'"ed. · 

8.5. The Fourth Five Year Plan (1969-74) has laid down that 
"efforts could be directed to raise the rate of return on capital 
employed to 15 per cent by industrial and commercial undertakings 
other than public utilities." The document has not spelt out the: rates 
applicable for various types of public utility undertakings. Ho~v­
ever, it has referred with approval to Ure recommendations of the 
Committee on the working of State Electricity Board (October 1964) 
which has recommended that the rate of return in electricity under­
takings should be raised to 11 per cent per annum on a phased 
programme. This recommendation has already been accepted in 
principle by the Government. 

[8.6. In many ways the working of ports and the social obj~ctives 
underlying their operation bear a close resemblance with those of 
the electricity boards. Both have a vital promotional role in the 
economic development of the country. In both cases, the social 
objectives have to be combined with the commercial concept of 
adequate rate of return on the capital employed. However, one 
major difference between the financial pattern of the electricity 
boards and the Major Ports should be taken note of. While the ports 
are required to generate sufficient cash resources for the repayment 
of loans taken by them, the electricity boards do not have this 
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obligation in respect of loans advanced by the State Governments 
and have only the obligation for the payment of interest. Further in 
the components of 11 per ce~nt rate of return -for the electricity 
boards, 1.5 per cent relates to electricity duty which is levied by the 
State Governments and in respect of which the electricity boards 
undertake only the agency function of collection and remittance. 
If we take away the electricity duty of 1.5 per cent, the net rate of 
return envisaged on the Capital Base in the State electricity under­
takings is 9.5 per cent. Taking into account the need for a provision 
for the repayment of loan we believe that a mh:~.imum of 12 per cent 
rate of return on the capital employed as a financial objective for our 
ports would be appropriate. 

8.7. The ports carry a considerable burden of loans totalling for 
all Major Ports at Rs. 159.3 crores as on 31st. March 1969. As repay­
ment of loans is a liability to be taken into account in the ordering 
of the finances of the ports, some provision· has to be included in 
the total rate of return that the Commission visualize·s should be 
produced by the ports. A provision of 3 per cent towards develop­
ment, repayment of loans and the contingencies has been included 
in the minimum standard rate of return we have laid down. A net 
provision of 1 petr cent towards contingencies is widely adopted by 
the price fixing authorities such as the Tariff Commission and the 
Cost Accounts Branch of the Ministry of Finance. The repayment 
obligations naturally differ from port to port, but taking into account 
the availability of depreciation as part of cash resources for this 
purpose the provision of 3 per cent, we believe, should be adequate 
to meet the need for reserve · ft>r development, repayment of loans 
and contingencies. 

8.8. Replacement of the assets of ports has brought about an 
increasing degree of burden on port finances in view of the·. impact 
of inflationary costs. With the provision of depreciation on the 
historical cost basis ports would be in a position to meet the original 
cost of acquisition but the diffe~rence between the present day cost 
of replacement and the historical cost is so large that special provi­
sion to meet this demand is called for. The magnitude of the require­
ments of ports in respect of replacement may be judged from the 
calculations made by the Consulting Accountants· Messers. Price, 
Waterhouse, Peat & Co., in regard to the additional provision 
required on this account. For example, in the case of Bombay Port 
it has been noticed from the details worked · out by the firrn of 
Consulting Accountants that the provision calculated on the current 
replacement costs as on 31 March 1966 would be Rs. 176 lakhs . as 
against Rs. 107 lakhs en the historical costs. The increased require­
ment to make up deficiency in the annual provision on the historical 
cost will amount to 1.77 per cent of the capital employed. Although 
a similar exercise has not been done for the other ports the fact that 
the calculations of the Consulting Accountants run back to the 
examination of data starting from 1900 and comprise all the types 
of depreciable assets in use in Bombay Port, affords a fair measure 
of the differential to be covered in other ports as well. There are 
other equally important factors to be c?ns~dered namely the require­
ments of rehabilitation and of modermzatlon of the ports. 
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8.9. It is also necessary to take into account the imp~ct of ttl~ 
present-day dynamic changes affecting profoundly several sectors of 
the working of the ports. Taking into account the need for making an 
additional provision for the replacement costs as well as for the 
rehabilitation and modernization of the ports, we believe, that 
providing 3 per cent on the capital employed should appear to be 
adequate. We, therefore, recommend a rate of return of not less than 
12 per cent on the capital employed for the Major Ports with the 
following break-up:-

6 per cent towards int<>rest charge~; 

3 pPr cent towards replacement, reha.hilita tion and modemiza tion of the capita I 
a.ss<>ts; and 

3 per cent towards reserve for development, repayment. of loans and coutingPncics. 

Tota I 12 per cent 

8.10. In the United · Kingdvm certain financial objectives have 
been laid down for the nationalised undertakings. These are contain­
ed in their statutes and vary with the types of nationalised under­
takings. By and large, the objectives lay down that over a period 
of five years the financial results should be such that over and above 
working expenses, interest and depreciation on the historical cost 
basis, an amount necessary to cover the excess of depreciation 
calculated on replacement cost basis over the historical cost deprecia­
tion should be generated besides adequate allocation to general 
reserve for a contribution towards capital development and as a 
safeguard against premature obsolescence and contingencies. The 
Committee of Inquiry on Major Ports of Great Britain 1962 (Rochdale 
Committee) broadly endorsed this pattern and stated that the ports 
should aim at providing out of revenue for the following:-

(a) working expenses; 

(b) interest on loans; 

(c) depreciation of assetSJ on a replacement cost basis; 

(d} taxation; and 

(e) some margin for reserve and to finance minor improve­
ments. 

We have already stated the reasoning which made us recommend 
that the revenue account should bet charged only with the historical 
cost depreciation and that the rate of return of a minimum of 12 
per cent on the capital employed should take care, inter alia, of the 
extra provision towards replacement needs. In our view, a specific 
rate as laid down by us would help focus the objective before the 
norts. 
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8.11. We have elsewhere· in this report (Chapter 10) recommended 
the extension of an outright grant by the Government to the extent 
of 20 per cent of thet capital relating to civil works aDd other items. 
lf the ports have to follow a rating policy by which the full return 
of 12 per cent is to be attained on the entire capital employed includ­
ing the grant portion, there would be no relief to the users and would 
defeat the very objective for which the grant is recommended. Since 
the ports will not be obliged to repay either the grant portion or 
interest thereon, it is not necessary to provide for a 6 per cent 
interest and about 1 per cent for repayment of loans. The Commis­
sion therefore recommends that th'e ports should endeavour to earn 
5 per cent on the grant portion of the advance while conformingj to 
the principles already enunciated for the balance of capital emgloyed-

8.12. From the survey of the financial results of the working of 
the Major Ports in an earlier chapter it would be clear that all the 
ports cannot be expected to attain the financi<'!.l objective in an uni­
form time-schedule. The; phasing of achieving the objective will have 
to take into account the present levels of return, the traffic forecasts 
in the Fourth Plan period (1969-74), the pattern and composition of 
traffic, the dimensions of investment, the debt servicing obligations, 
etc. During the year 1967-68, four ports, namely, Cochin, Visakha­
patnam, Mormugao and Madras have already achieved the objective 
of a minimum 12 per cent return as indicated below-

Cochin Port 16.0 per cent 

Visakhapatnam Port 14.3 per cent 

Mormugao· Port · 

Madras Port 

12.6 per cent 

12.2 per cent 

This position is, however, likely to change with the implementation 
of the Wage Board's recommendations. The Commission hopes that 
necessary adjustments in the rate structure will be made with a 
view to maintain the financial results already achieved. 

8.13. We are setting out in Appendix I the further leeway to be 
made by the various ports on the existing levels of traffic and rates 
and charges to reach the financial objective and the further income 
to be generated.,l3ombay Port has reached, in 1967-68, a return of 
11.5 per cent on the capital employed and we recommend that every 
effort should be made by it to achieve the minimum rate of 12 per 
cent by 1970-71. In respect of Calcutta Port, with the favourable 
re'lmlts expected on account of Farakka barrage, commissioning of 
the Haldia dock system and relief given by the Central Government 
in the form of subsidy of 50 per cent of dredging cost based on the 
recommendation of Shri P. C. Bhattacharyya, it is hoped that 
Calcutta Port will attain the objective of not less than 12 per cent 
return on capital employed in five years from the commissioning of 
Haldia dock system. 

8.14. In the case of ports of Kandla and Paradip and the new 
Major Ports of Mangalore and Tuticorin which are under construc­
tion, we have taken into account the growth prospects of traffic, their 
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financial picture, etc. and recommend three stages for the attain­
ment of the objective of not less than 12 per cent on capital employ­
ed as given in the table be'low :-

""TABLE 1 

Phasing for the objective of 12 per cent return on Capital Employ­
ed-Kandla, Paradip, Mangalore and Tuticorin Ports 

Stage 

I 

II 

III 

Minimum 
return on 

capital 
employed 

6% 
9% 

12% 

Kandla/ 
Para dip 

Objectives to be achieved by 

Mangalore/Tuticorin 

1973.74 Five years.from the commissioning of the project. 

1976-77 A further three years. 

1978-79 A further two years. 



CHAPTER 9 

PORT RATES AND CHARGES 

.Port rates and charges constitute one of the most important 
sources of income of the ports. On the effectiveness of the system of 
rates and charges to produce a level of earnings adequate to meet 
the working expenses, depreciation and fixed charges depends the 
viability of the· ports. 

9.2. Ports levy charges on a variety of services rendered by them, 
such as the handling of goods and passengers, ships, transhipment, 
warehousing, stacking, etc. There are certai~ further services in the 
case of a riverine port like Calcutta, which have also to be paid for 
by the user. 

9.3. An idea of the amount of income derived by the Major Ports 
from the several sources may be briefly indicated. For the year 
1967-68, the income from wharfage accounted for 31 per cent of the 
total for Calcutta, 27 per cent for Bombay, 35 per cent for Madras, 
63 per cent for Cochin, 66 per cent for Visakhapatnam, 46 per cent 
for Kandla and 47 per cent for Mormugao. The percentages of port 
and dock dues have varied between 1.67 at Bombay and 7.24 for 
Mormugao. The revenue for land and building has ranged from four 
per cent for Mormugao to about 14 per cent at Bombay. The detailed 
figures are contained in Appendix I. 

9.4. In view of the multiplicity of commodities, the individual 
rates differentiated according to the classification and variations in 
the costs of handling and the services to vessels, it is not possible 
to attempt a proper inter-port comparison. A broad indication, how­
ever, is afforded by· the average of the total earnings per tonne of 
goods dealt with at each port. The average here is affected by the 
individual characteristics of the traffic of the different ports. But it 
sums up the effects on influences operating on the traffic and of rates 
and charges prevailing at each port. The average earnings per tonne 
of traffic are shown in Appendix II. The extent of increase since 
1950-51 has been considerable. It has gone up about three times at 
Calcutta, about twice at Madras, a.bout 80• per cent at Bombay and 
about 60 per cent at Cochin and Visakhapatnam. 

9.5. There are wide variations in the charges levied by. the 
different ports on the commodities imported or exported. For exam­
ple, under imports, the charges for cement per .tonne vary from 
Rs 2.75 at Bombay to Rs. 7 at Madras. On sulphur Kandla charges 
Rs. 3 per tonne while at Calcutta the rate is Rs. 9. On instruments 
and electrical goods, the range is much wider from Rs. 5.20 at 
Visakhapatnam to Rs. 100 at Bombay per tonne during 1968.-69. 
Turning to exports, hardware is charged Rs. 3.95 at Kandla as agam~t 
Rs. 11 per tonne at Madras. On iron and steel. the tonnage rate 1s 
Rs. 3 at Calcutta against Rs. 9 at Madras. The lowest rate for 
machi.Jlery and boilers is at Visakhapatnam, namely, Rs. 3.60/Rs. 7.20 
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as compared with Rs. 12/Rs. 20 per tonne at Calcutta. In examining 
the revenue produced in the rates system on individual ports, it is 
necessary to pay attention to these aspects. 

9.6 The use of different terminology by; the ports in regard to 
wharfage rates is apt to be confusing. What is described as wharfage 
at Bombay and Kandla is, we undertsand, referred to variously as 
'shipping/ landing charges' at Calcutta, 'harbour dues' at Madras 
'quay dues' at Cochin, 'shipping/landing fees' at Visakhapatnam and 
'wharfage dues' at Mormugao. Uniformity of terms is essential to 
facilitate quick understanding of the significance of these expressions 
and for inter-port comparisons. We, therefore, recommend that uni­
form terminology should be introduced on all ports with the least 
possible delay. 

9.7. Major Ports derive their authority to levy dues and charges 
from the respective legislation governing them under which prior 
approval or sanction is necessary from the Government of India. The 
Government of India may require modification or cancellation of the 
rates or the conditions. 

9.8. The Commission has received a number of representations 
from users against the comparatively higher charges levied by the 
Calcutta Port and in consequence the diversion of traffic from Cal­
cutta to other ports. The late Shri P. C. Bhattacharya who went into 
this matter has confirmed that the port charges in Calcutta were 
comparatively high. On the basis of the recommendations made by 
Shri Bhattacharya, the Government of India has agreed to afford 
relief to the port of Calcutta by bearing 50 per cent of the cost of 
dredging operations en the river Hooghly. In view of the rise in the 
cost of materials and rates of wages, Major Ports have revised their 
tariffs and charges several times between 1947-48 and 1966-67 \Vith 
frequent recourse to the imposition of surcharges. The details of 
these increases are summarized in Appendix III. The Commission 
finds that such revisions have been more or less on an ad hoc basis 
and not on the basis of any definite principles. In the light of its 
earlier decision that the ports should earn a minimum return of 12 
per cent . on their capital employed without detriment to public 
interest, the Commission wishes to lar down the principles to be 
observed by the Major Ports in regard to their rating policy. 

9.9. At the out set we may consider whether it would be possible 
or desirable to formulate a uniform rating system for all commodi­
ties handled at all the Major Ports. The idea is attractive though 
specious. Since each port has in respect of traffic an individuality of 
Lts own and relies on certain commodities from which the bulk oF 
its revenue is derived, such as tea and gunnies at Calcutta. iron ore 
at Visakhapatnam and Mormugao, there will be practical difficulties 
in a uniform rate for all ports. P.O.L. traffic, for instance, yields 
comparatively much larger revenues, relative to th~. investment, on 
the facilities provided by the port or the expenditure incurred in 
handling this traffic and helps to keep down rates on other commo­
dities in certain ports. These considerations militate against the 
principle of uniform rate even for major commodities at the various 
ports. 
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9.10. We have used the expression 'costs' in this report under 
three categories. They are--

(1) the direct cost which means the actual cost of handling the 
traffic without any provision for depreciation or over­
heads; 

(2) the cost of service (which means actual cost plus 6 per 
cent interest); and 

(3) the full cost which includes depreciation, overheads and a 
minimum return on the capital employed. 

3.11. The traffic passing through a port consists of many commo­
dities. The ability to bear the port charges may vary considerably 
with individual commodities. Some commodities may not stand the 
full costs. Coal and salt, for instance, will move only when the 
charges are sufficiently low. In such cases t:Pe ports should recover 
at least the bare costs of moving such traffic. These, also called the 
direct costs, ~onstitute·the floor charges in the rating system. Com­
modities of higher value and comparatively smaller bulk can stand 
higher rates which may be fixed on the principle of ports charging 
'what the traffic can bear'. 

9.12. The Commission considers that the actual rates on commo­
dities should range between these two limits of direct costs and the 
ability of the traffic to bear. These should be so applied in actual 
practice that the revenue realized will be adequate to cover the tota 1 
cost of the port and yield a B'l"oper return. In the actual fixation of 
the rates, attention has to be paid to the nature of the commodities 
and the factors influencing the traffic. 

9.13. It may be observed that ports have not been altogether 
insensitive to these considerations in the past, but because of their 
resort to ad hoc changes their influence has not been pronounced. 
The Commission recommends that the results of cost analysis of th~ 
services concerned have to be taken into account in deciding upon 
the rates and charges. With the setting up of a Costing Cell as recom­
mendPd by the Commission, the port will have the opportunity of 
making a continuous review of the cost of the services which might 
disclose gaps that require to be bridged by suitable adjustments in 
rates and charges. 

9.14. Further. differential rates are imnlicit in the value, volume 
and direction of trade. Public interest may also necessitate preferen­
tial tariffs for certain kinds of commodities and for certain period3. 
All these factors will have to be taken into account in formulating 
a rating policy for the ports. 

9.15. The advisability of permitting cross subsidization of~,7-~es ~s 
sometimes questioned. Cross subsidization is a nP.cessary ~ntomi­
tant of the application of the twin principles of direct costs on low 
rated commodities on the one hand and "char!?.'ing what the traffic 
can bear" on the other. This will ensure the fu1ler utilization of. the 
port facilities by taking in both the low-rated bulk commoditie~; ~nd 
hi!fh value· camo. The Costin£! Cell recommended by the Commu~;wn 
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for each of the ports should afford the proper analysis and advice to 
the management on these matters. We also recommend that there 
should be a quinquennial review of the rate structure in the light of 
technological developments. 

9.16. In certain Major Ports, the export rates are lower than the 
rates levied on imports. At Calcutta, it is found that the disparity 
between the export and import rates ~s quite considerable. In some 
cases it was observed that the rates charged were even lower than 
the direct costs of the services. If, in the national interest, it becomes 
necessary to give such a concession, we feel that such assistance to 
export _should be borne directly by the authority concerned rather 
than by the ports. Where either the imports or the exports are 
required to be handled at concessional rates, ports should be entitled 
to the reimbursement of the difference between the rate charged and 
the cost of service (including six per cent interest) from the Govern­
ment or the agency at whose instance the concession was granted. 

9.17. The Commission understands that there is no uniformity in 
the wharfage and demurrage charges prevailing in some of the 
Major Ports and that in some ports the charges leviable on coastal 
cargo are different from those realized on foreign trade. The whar­
fage leviable on coastal cargoes at Bombay is subject to a rebate of 
20 per cent. No such concession appears to be in force in the case of 
Calcutta and Madras Ports. There is also disparity in the "free time'' 
allowed by different ports in assessing demurrage charges. The 
Estimates Committee 1968-69, Fourth Lok Sabha, suggested that 
Government might examine the feasibility of introducing proper 
rates for wharfage and demurrage in consultation with the port 
authorities and consider the examination of the question of levying 
concessional port charges for vessels engaged in coastal traffic. The 
Commission has already expressed its opinion that the port rates and 
charges should have to conform to the two principles referred to 
earlier in para 9.11 and would reiterate that the same policy should 
be applied to coastal cargoes as well. 

9.18. The Commission's attention was drawn to the question of 
letting in diplomatic goods free of charge. The quantum of traffic 
involved is admittedly negligible and, this comes under diplomatic 
courtesies on a reciprocal basis. However, the case of goods proceed­
ing through the port of Calcutta to ~ep3.l stands on a different foot­
ing. The present practice places the port at a financial disadvantage. 
It is understood that the total rent charges waived and refunded in 
respect of Nepal cargo for the year 1967-68 and 1968-69 amounted 
approximately to Rs. 35 lakhs and Rs. 32 lakhs respectively. Since the 
port management incurs expenditure in handling such cargo. it i.:; 
entitled to the charges therefor. The port management cannot be 
expected to undertake this burden and distribute it over the other 
cargo handled in the port. Government of India may take this aspect 
into consideration and may reimburse the Calcutta Port the costs 
of such service. 

9.19. Though cargoes can be moved through any port without 
restriction, ports have in respect of traffic relating to an area of their 
hinterland a measure of monopoly power. It is in the public interest 
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that ports should be sensitive to a reasonable exercise of their power. 
The existence of an agency entrusted with the responsibility of en­
suring that the ports do not exceed the bounds dictated by public 
interest is an important safeguard. 

9.20. Where in certain cases a difference of opinion arises bet­
ween the Port Trust and the Chairman, or the Board including the 
Chairman and the Government, or where the user may have a grie­
vance that the charges are either discriminatory or exhorbitant, the 
Commission considers that it is necessary to have an appropriate 
machinery for the purpose to examine the cases involved and resolve 
the differences or the disputes. In the case of a similar authority like 
the Railways a provision exists for reference of disputes to the Rail­
way Rates Tribunal. It has been brought to our notice that the 
Chairman of the Port Trusts have not always. been able to carry an 
appropriate rating policy owing to the predominance of user interests 
in the Port Trusts and that it was necessary to acquiesce in a compro­
mise contrary to the best interests of the ports. The absence of a 
facility for recourse against unfair or discriminatory practices open 
to a railway user has also been brought to our notice and commented 
upon. It has also been observed that the delay by the Central .Gov­
ernment in approving the port rates and charges has led to a consi­
derable loss of revenue to the ports concerned. Scmetimes, pressures 
are also developed by the user Ministries and interests to reduce the 
port charges in respect of the commodities in which t~ey are interest­
ed and a measure of embarrassment develops. To obviate all these, 
the Commission considers that a Port Rates Authority should be 
constituted. The. Port Rates Authority should be composed of three 
members, one of whom should be an economist, another a person 
with administrative experience, and the third an expert in finance 
and accounts. The Port Rates Authority will be advisory in character 
and will have jurisdiction in the following cases-

(1) cases, where on the recommendations of the Costing Cell 
(Rates Cell), the changes proposed have not been accepted 
by the Board and the Chairman considers that. in the 
interest of the administration of the port, the proposed 
rates should be approved; · 

(2) cases of difference between the Port Trust and the Govern­
ment; 

(3) cases of complaints of the user of undue preference, undue 
or unreasonable prejudice or disadvantage in any respect 
whatever or unreasonable charges; and 

( 4) cases which the Government may refer to the Authority 
on any other matter. 

9.21. Some apprehension was expressed that the <:rea!ion of a 
Port Rates Authority will lead to a plethora of applications and. 
instea~ of expediting decisions, might have the contrary effect ~f 
further delaying decisions. The Commission has taken note of th1s 
objection, and, therefore, recommends that in the initial years a 
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reference to the Port Rates Authority should be made only through 
the Government. We expect that the authority will so function as to 
decide the issues .referred to it expeditiously. 

9.22. The rationalization of the system of rates and charges 
which the Commission has recommended should be carried out on 
systematic and comprehensive lines. At the same time we are aware 
that the anomalies which have grown in the past as a result of the 
individualistic and ad hoc action in raising rates and charges cannot 
6e removed all at once. Port rates and charges have an international 
impact and large-scale changes of this character have to be carried 
out after careful analysis and by stages. 



CHAPTER 10 

TERMS OF GOVERNMENT LENDING TO PORTS 

We have already dealt with the capital structure of the different 
ports, the lack of uniformity in the presentation of annual accounts, 
wide variations in the provision of depreciation, allocation of ex­
penditure between capital. and revenue, etc. While the older ports 
have financed developments largely from their internal resources and 
from market borrowings, the new ports developed after Independence 
have relied mainly on loGns provided by the Government of India. 
That such large borrowings have cast a heavy burden on the ports 
both as regards payment of interest and repayment of loans has been 
placed before the Commission. 

10.2. The capital structure of the Major Ports could be broadly 
divided into two parts, namely (i) self-financing and (ii) loans. 

10.3. Out of the total expenditure of Rs. 134 crores spent on ex­
pansion and development at the ports of Calcutta, Bombay, Madras, 
Cochin and Visakhapatnam, during the three Plan periods from 1951 
to 1936, as much as Rs. 60 crores or about 45 per cent were found 
from the ports' internal resources and the balance of Rs. 74 crores 
was found from loans and borrowings. Ad hoc policies were adopted 
for financing the capital development from internal resources and 
they were not backed by a growth oriented rating policy to sustain 
a constant flow of funds from th"ls source as could be seen from the 
details of the developm:::ntal expenditure incurred at the various 
ports and the sources of financing them in Appendix I. 

10.4. As regards loans, the bulk of them were advanc-ed to the 
ports by the Government of India. But some ports raised res:mrces 
by the issue of debentures or from foreign exchange loans obi.ained 
from international agencies, such as the World Bank and the Alge­
mene Bank, Netherland, N.V. 

10.5. It would be useful to refer to the composition of the Capital 
Base at the various ports and the significant changes that have come 
about under the aegis of pl::.nning. In an earlier chapter (No. 7-Port 
Finances and Accounts), we have given a detailed analysis in this 
regard, but we would refer here to some of the salient features. The 
Capital Base of all the ports, which stood at Rs. 107.51 crores in 
1950-51 increased to Rs. 428.34 crores in 1968-69. Government loans to 
the ports in the corresponding period rose from a mere Rs. 8.59 crores 
to Rs. 123.18 crores. 

10.6. Immediately prior to the commencement .of the. plan_ned . 
economy in 1951 Government loans to the ports constituted JUSt e1ght 
per cent of the ports' Capital Base; it rose to 17 per cent in 1955~56 
and further to 29 per cent in 1968-69. This change has been brought 
about because of the massive investments undertaken under the 
successive Plan periods and which could not have been provided en­
tirely by the ports themselves from their internal resources. 
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10.7. The extent of dependence on Government loans for these 
investments has not been uniform either. At the beginning of the 
first Five Year ~Ian, the three older ports of Calcutta, Bombay and 
Madras had relled on Government loans i-n a small way only and 
they constituted one per cent of the Capital Base of Calcutta four 
per cent for Bombay and a little over five per cent at Madra;. The 
position <. s it stood in 1968-69 was, however, 27 per cent for Calcutta 
Port, 2J fJer cent for Madras Port and; six per cent for Bombay Port. 

10.8. Cochin, Visakhapatnam and Mormugao ports stand in a' 
separate· category in as much as the percentage of Government loans 
to their Capital Base has declined since 1950-51. 'For instance, it was 
43 per cent at Cochin Port in 1950-51, but it has declined to 24 per 
cent in 1968-69. Similarly, in the corresponding period, there has been 
a decline in the case of Visakhapatnam Port from about 81 per cent 
to 51 per cent. At Mormugao Fort, the Government loans of Rs. 2.94 
crores in 1962 represented the capital debt of the Port at the time of 
its liberation and since then the Port has not taken any fresh Govern­
ment loans. 

10.9. The position of Kandla and Paradip ports was totally 
different. Being new ports of the post-Independence period their 
development and commissioning could only be done from loan funds 
provided by Government as no other methods of financing were 
available with the result that their capital structures are unbalanced. 

10.10. The capital advanced by Government to the Kandla Port 
has been treated under two distinct categories: (i) expenditure incur­
red upto 28 February 1964 when the Port Trust was formed and (ii) 
expenditure incurred subsequent to this period. At the end of the 
financial year 1968-69 the Government loans amounted to about 
Rs. 18 crores and constituted 80 per cent of the Port's capital struc~ 
ture. On the outlay of Rs. 18.78 crores, under the first category, an 
ad hoc annual payment of Rs. 15 lakhs only is being made by the 
Port to the Central Government towards interest charges but the 
arrears of interest alone upto 1968-69 amounted to a little over Rs. 7 
crores. Besides there were arrears of Rs. 90 lakhs to\vards the re­
payment of 'loan instalments. The details of these a1 e shown in Ap­
pendix II. Even though the Port Trust at Kandla was formed in 1964, 
we note that the terms of Government outlay on the Port, prior to 
that year, have still not been decided. It has, in consequence, -intro­
duced an element of serious uncertainty regarding the Port's finan­
cial administration. 

10.11. Paradip had a total Capital Base of Rs. 28.51 crores as on 
31 March 1969 of which the loans from the Governments of Orissa 
and India amounted to Rs. 26.97 crores and formed 94.6 per cent of 
the Base. The Orissa Government's investment was made up to 31 
May 1965 when the direct control of the Port was taken over by the 
Government of India. The Government of India's investment of 
Rs. 11.37 crores comprises two parts, namely, Rs. 8.12 crores from 
1 June 1965 to 31 October 1967 when the Port Trust was constituted 
and the balance of Rs. 3.25 crores in the period subsequent to the 
formation of the Port Trust. No interest appears to have been paid 
on these loans till date as the terms of investment prior to formation 
of the Port Trust in November 1967 have not yet been finalized. 
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10.12. As a result of tlie 'dependence of the ports on Government 
loans to a large extent, the payment of interest alone has strained 
the resources of some of the ports. Since the operating expenses are 
a known figure we have deducted them from the gross revenues to 
arrive at the gross surplus and correlated it to interest payment as 
shown in Appendix III. 

10.13. It ~ould be found from this Appendix that, barring Bom­
bay Port which, over the years has, by a careful husbanding of 
resources, reduced its dependence on Government loans and other 
borrowings, interest payments in some of the ports form a heavy 
enough burden. In Calcutta Port although interest charges have 
increased continuously from Rs. 107 lakhs in 1950-51 to 395 lakhs in 
1968-69, they have not been fully reflected due .to fluctuations in gross 
surpluses with the result that the percentage of interest to the gross 
surplus has not risen correspondingly and shows only an increase 
from 133.7 to 145.4. The interest payment in Madras Port 
accounted for only 7.0 per cent of the gross surplus in 1950-51 but it 
has risen to 27.7 per cent in 1968-69. 

10.14. In Cochin Port, interest which formed 31 per cent of the 
gross surplu> in 1950-51 has, however, come down to 15.6 per cent in 
1968-69. Similarly in Visakhapatnam the interest payment in 1950-51 
formed 76 per cent of the gross surplus but it has declined to 21.7 
per cent in 1968-69. Mormugao Port in 1961-62 had no interest pay­
ments but between the years 1965-66 and 1968-59 the percentage of 
interest payments to gross surp~us has increased marginally from 
3.9 to 4.5. 

10.15. As for Kandla, as stated earlier the Port has not been able 
to meet its interest obligation to the full whilst at Paradip Port ,..., ith 
the figures available for only two y~ars no meaningful assessment 
can be made of the interest burden. 

Position in the Fourth Plan 

10.16. The extent of reliance by the ports on Government loans, 
which is already heavy, would be further accentuated during the 
Fourth Five Yt:J.r Plan period. As against the Capital Base of 
Rs. 428.34 crores for all the Major Ports as at the end of 1968-69, 
further expenditure during the Fourth Plan is expected to be about 
Rs. 284 crores of which Central loans would amount to Rs. 184 crorcs 
or 65 per cent. We have made in Appendix IV an analysis of the 
anticipated ways and means position of the Major Ports during the 
Fourth Plan, based on the figures compiled by the Study Gr~mp on 
Port Finances constituted by us. For the purpose of the analysis, cash 
resources have been obtained by deducting inte~-est outgo from the 
gross surplus whilst depreciation is treated as part of the cash 
resources. We have also compiled a consolidated picture. of .the cash 
resources over the entire period of the Fourth Plan to mo.1cate the 
capital financing and compared th<>m in. Appendi~ V.,. wi.th those 
capital financing and compared them m Appen:hx v with those. 
assumed by the Government. 
I.jP(D)SOMofS&T -7(a) 
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10.17. It will be seen from Appendix IV that the ports of Bom­
bay, Madras, Visakhapatnam and Mormllgao would have surplus 
cash resources during the Plan period after meeting their debt obli­
gations, whilst Calcutta, Cochin, Kandla aHd Paradip ports would 
have deficits of varying magnitudes. As a result we apprehend that 
the internal resources at the latter set of ports are unlikely to mate­
rialize to any appreciable extent in contrast to the Government's 
expectation. This is further borne out by an examination of the 
balances available in the various funds of these ports. It follows that 
the Central Government's loan assistance to these ports would have 
to be stepped up. Even more disquieting is the trend that these ports 
might not be able to discharge even their obligations towards interest 
payments under the existing terms of lending. 

10.18. The problem of repayment of loans is accentuated by the 
fact that the service lives of certain assets like wharves, do::k walls, 
piers, jetties, capital dredging, etc., extend over long periods and in 
some cases as much as even 100 years. The period of repayment of 
the loans for the construction of these assets falls far short of the 
life of the assets. Since ports have to find cash resources for the re­
payment of the loans even before they are fully written off and 
depreciation amounting to the original cost set aside, the ports are 

. constantly under financial strains. The redemption period of the loans 
is 25 years and the repayment starts from the sixth year in 20 annual 
instalments. The loans carry firm obligation for the payment of 
interest from the first anniversary of the drawal of the amount and 
there is no free period for interest nor a provision for capitalizing it. 
There have, however, been rare' instances of the capitalization of the 
interest during the construction stage for the Haldia Project and an 
interest free period for seven years for the Marine Oil Terminal at 
Bombay. This practice of paying interest even during the period of 
construction or creation of new facilities at the ports long before they 
can be brought into service to yield a return puts a further strain 
on the resources of the ports. 

10.19. It may also be pointed out that the terms of Government's 
investment in ports differ from the practices applicable to public 
utility units. For instance, the State Electricity Boards are granted 
loans in perpetuity and in consequence they are not obliged to gene­
rate cash resources for their repayment. In the public sector com­
mercial undertakings, the ratio of equity to debt is normally 1:1. In 
the case of the ports there is no equity elelllen~ whatever· in the 
capital structure and the entire Government investment is treated as 
loan -finance. The Commission therefore, considers that the present 
lending policy of the Government of India is one of the major factors 
contributing to the difficult ways and means position of the Major 
Ports. 

10.20. Ports have a major role to play in the economic develop­
ment of the country. They facilitate foreign trade and help in earn­
ing the much needed foreign exchange. They provide a sizeable 
volume of employment both in the construction of the ports and in 
the handling of the cargo. Apart from the direct returns on invest­
ments in ports, there are social and other economic benefits to the 
comm\unity and country as a whole. 



10.21. Several suggestions have been put before the Commisssion 
for in;proving t~e economics of the ports. One of these was to give 
loans m perpetuity on the analogy of the practice of the State Electri­
ci!Y Boards. The Commission, however, does not view this proposal 
w1th favour as some ports have sound financial position and have the 
capacity for the repayment of loans and that the general exchequer 
should not be deprived of resources even from these ports. We also 
find that the Public Accounts Committee of the Parliament has not 
reacted favourably to the practice of extending loans in perpetuity 
to Government institutions. -

10.22. f'.nother suggestion placed before us was to provide a 
longer penod for the repayment of the loans extending to 40-45 
years as against the current practice of a 25 years term. The terms 
proposed were that 

(i) there should be no payment of interest during the cons­
truction period when the interest aecruing should be capi­
talized; 

(ii) for a period of ten years after the commissioning of the 
project, interest only shall be paid on the loan; and 

(iii) the repayment of the loans should start from the eleventh 
year of the commencement of the project and should be 
spread over a period of 25 to 30 years in equal annual 
instalments. 

10.23. The details of the financial picture for the various ports 
reflecting the effects of this pr.oposal are shown in Appendix VI. It 
would appear that even this scheme will not benefit the new ports, 
especially those which were constructed after the beginning of 
planning, namely, Kandla and Paradip ports. The investment made 
in Kandla Port was about Rs. 12 crores and this port was commis­
sioned in 1957-58, with four alongside berths. The investment in 
Paradip Port with a single berth, when the port was commissioned 
in the year 1966, was about Rs. 20 crores. The scheme would leave 
them with an enormous cumulative deficit amounting to Rs. 8.47 
crores for Kandla Port and Rs. 7.83 crores for Paradip even at the 
end of the Fourth Plan, 1973-74. 

10.24. Nor would this schem~ confer any benefit to the new 
ports in the making, namely, Mangalore and Tuticorin. The capital 
cost of creating new facilities at these ports will be even higher 
than for Kandla and Paradip ports and would cost anything between 
Rs. 25 to 30 crores each. It has also to be remembered that there wi11 
be a lone- gestation period between the commencement of the opera­
tions at these ports and their optimum. utilization with t~e r~sult that 
they will not be .in a position to servicf' their debt obligations. The 
;1.nnual interest burden alone would be of the order of Rs. 1.49 crores 
for Mane-alore between the years 1971-72 and 1975-76 and it will rise 
to Rs. 1.63 crores between the years 1976-77 and 1981-82. Even prior 
to the commencement of the repayment of the loan in 1981-82, there 
will be a cumulative deficit on the port operations of Rs. 1.72 crores 
for Mangalore and Rs. 3.50 crores for Tuti('orin. Table 1 below shows 
the financial position of these ports in 1973-74 and a decade later. 
that is, 1983-84. 
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TABLE 1 

Financial Position of the New Ports as Anticipated by the Commis­
sion 

Port 

Mangalore 

' 
Tuticorin 

Cumulative Deficit 
..----J'-----. 
1973-74 19S3-84 

(Rs.lakhs) 

'Z.1·72 

278·45 

373 ·16 

481·72 

10.25. It could be argued that the rate structure at these ports 
may be so adjusted as to ensure the generation of sufficient surplus 
to meet the working- expenses and depreciation as also to service the 
debt obligations. But the difficulties in such adjustments of the rate 
structure would be evident on a perusal of the quantum and com­
position of the traffic anticipated at the ports of Mangalore and 
Tutlcorin. According to the estimates of traffic in 1971-72 as dra¥.'11 
up by the Ministry of Shipping and Transport, the interest burden 
per .tonne of traffic at Mangalore would be Rs. 5.51 and at Tuticorin 
Rs. 7.45. At Tuticorin, coal and salt, both low rate commodities, are 
expected to form over 48 per cent of the totaL traffic followed by 
cement of about 20 per cent, fertilizer, rock phosphate and sulphur 
about 11 per cent and general cargo forming the balance of 19 per 
cent. In view of this pattern of traffic there is not much room for 
flexibility for the port management in the levy of the port charges. 
Besides the proportion of the coastal traffic at Mangalore and Tuti­
corin would be very high and higher tariffs will have the effect of 
diverting the coastal traffic to the other modes of transport. 

10.26. In view of the importance of ports to the national economy, 
several countries have provided substantial financial assistance to 
the Port Authorities. -In Japan, for example, the Government 
provides a subsidy at "50 per cent of the cost of construction for 
auxiliary, waterway. berth and mooring and portside facilities. while 
the local public bodies bear the cost of other facilities.'" In the 
United Kingdom, the Government extends cash grant to the tune of 
20 per cent for major caoital and development works. In quite a few 
other ports in the world, particularly in the European Continent. 
the practice of the local municipal authorities financing and 
subsidi:dne- the nort operations is a regular feature. In Rotterdam. 
we understand. Government assistance is provided to the port for 
exoandi.ng its harbour and dredging its river channels: the- cost of 
maintenanc~ and improvement at the Port is also shared bv the 
Gnvf'rnTUen+ bearing 2/3 of the cost and the Municipality the balan0e 
1/3. RPll'fium k reoorted to have gone further than Holland wherE>. 
in. ~rklitinn to thes~'> concessions. the Bel~ian Government ha~ 
formulatefl a n~e:ional development ooli~y under which incentiy:>~ 

1 "ThP Role oft hi> C:nvt'rnmrnt in T'ort 'J)I'vrlc•pmt'nt,'' hv nr. F~tiin·r "~th·. f'I\Prr f'N"·~·····rl 
~t T.A.T'.H. f'rnfrrl'nt'f', Tokyo, HHl7. Pflgr 4, 



8! 

are given to industry wishing to settle around the port of Antwerp. 
Hamburg and Bremen are municipal ports and their port budgets 
are indistmguishable from their State budgets; they draw their 
finances exclusively from state sources and get it free of interest. -

10.27. Considermg the relevance of ports to the development of 
our foreign trade, more particularly exports, we feel that a measure 
of relief should be given to the ports with regard to grants, rates of 
interest and repayment obligations. Since ports in India have varying 
financial capacities, we do not recommend a single uniform system 
of relief. For the comparatively weaker and newer ports of Kandla, 
Paradip, Mangalore and Tuticorin we recommend that the Govern­
ment of India should-

(i) provide an outright grant to the extent of 20 per cent of 
the capital cost of civil works, including berths, break­
waters, reclamation, Cppital dredging, etc., but exclusive 
of the expenditure on mechanical· handling plants and 
equipment; 

(ii) limit the obligation of these ports to the payment of 
interest and repayment of the principal to only 50 per 
cent of the capital, outlay after dedqcting the cash grant. 
These ports would be required to pay the appropriate rate 
of interest as applicable to all long term loans advanced 
by Government during that year; 

(iii) permit the interest to be capitalized during the construc-
tion stage of the project; · 

(iv) apply a repayment i.<!hedule for the loan durmg a period 
of 30 years. The first instalment of repayment to com­
mence from the eleventh year of the commissioning of the 
projects; 

(v) treat the balance of 50 per cent of the capital outlay after 
deducting the cash grant as "deferred redeemable" capital 
which will carry no obligation to th~ payment of interest 
nor have any regulated schedule of repayment. The ports, 
would, however, be required to pay Government the 
reasonable return if there is a surplus in the ports' 
financial working after meeting the obligations of the 
working expenses; depreciation, and a return of six per 
cent on the capital employed. The "deferred redeemable 
capital" would a.lso be eligible for redemption after the 
loan capital portion is repaid. We visualize th~ repayment 
period as 20 equal annual instalment~ but this ~ould .be 
subject to a review by Government m consultatwn With 
the Port Authorities; 

(vi) review the general financial and tra!fic sitLl:ation 'at th~se 
four ports at intervals of 10 years with a vJ.eW to makmg 
such - adiustments as may be n~cessary jn the circum-
stances then prevailing. 

!0.28. In our view. the foregoing formula imports considerable 
flexibility and an opportunity for I?orts to .g-enerate surpluses .. The 
Government is also assured of earrnng the mterest on the portion of 
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its investment treated as loan capital as well as the prospects of a 
share by way of a return on the "deferred redeemable" portion of 
the capital. 

10.29. We rec~mm~nd this for~ula to apply to the ports of 
Kandla and Parad1p with retrospective effect even for the initial 
block of capital, that is, the outlay made till the formation of their 
respective Port Trusts. As regards Mangalore and Tuticorin the 
formu~a would appl~ on the investments made at these ports tin the 
establishment of their Port Trusts under the Major Ports Trusts Act 
1963. , 

10.30. We have attempted to indicate the financial effect of our 
formula on the four ports in Appendix VII and summarized in Table 
2 below: 

TABLE 2 

Estimated effect of the formula based on liberalized terms of lend­
ing and 20 per cent cash grant for civil works 

Port 

Kandla 

Paradip .. 

Mangalore .. 

Tuticorin .. 

Total 

Capital 
Outlay 

1,878· 06 

2,376·05 

2,190·00 

2,440·00 

8,884·ll 

20 per cent 
cash grant 

300·79 

308·02 

243·66 

289·80 

1,142· 27 

(Rs. in lakhs) 

Annual relief 
-. 

Interest Loan 
repaymt"nt 

57·20 54·47 

77·16 67·10 

69·97 60·84 

78·48 68·2! 

282 81 250·63 

As will be seen these ports will obtain a considerable relief in their 
debt servicing obligations to the extent of Rs. 2.83 crores on interest 
and Rs. 2.51 crores on loan repayments. 

10.31. For the other ports we recommend the cash grant of 20 
per cent of the capital of civil works, including berths, breakwaters, 
r~clamation, capita,! dredging, etc., but exclusive of the expenditure 
on mechanical handling plants and equipment, for development 
works undertaken in future. Some ports have represented to us that 
during the Fourth Plan period, they are required to make massive 
investments as detailed in Appendix VIII considerably in excess of 
their present net fixed assets value, that their interest obligations 
would be heavy and that they should be afforded relief by the 
Government in the lending terms. We have considered this question 
and have come to the view that a distinction should be made 
between maior expansions and ordinary development programmes 
and that major expansions alone should be eligible for some relief. 
In view of the varying capital structure at the ports. we have 
preferred to identify major expansions ;:ts those schemes on which 
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an outlay amounting to 25 per cent or more of the net fixed assets 
of a port is provided for in a Plan period. For financing such major 
expansions, we recommend the grant of loans by Government on the 
following terms: -

(i) During the construction Interest accruing on the loan 
. period or five year 3 will be capitalized. 
whichever is longer. 

(ii) For the next five years Only interest will be paid and 
no repayment of principal will 
be made. 

(iii) For the next twenty 
years. 

Interest. will continue , tto . be 
paid and the principal repaid 
in 20 ·.equated annual instal-
ments .. 

In view of the above recommendations, we do not recommend any 
concessional rate of interest or any change in the categorization· of 
the ports for the purposes of borrowings from the Government of 
India. The advantages of this proposal compared to the present 
terms of lending are two-fold, namely, the longer pel iod of the.loan 
and the capitalization of interest during the period of construction. 



CHAPTEI't 11 

PORT MANAGEMENT 

. The Port ad~nistration is responsible for the efficiency of opera­
bon, proper mamtenance and upkeep of the physical property 
adequate financing of port improvements and allotment of tasks t~ 
be performed by labour. Port Management must ke·ep in view the 
technological and other developments in the world so ·as to keep 
abreast of the latest practices adopted in the modern ports. The 
agency that -shoulders all these responsibilities is the Port Trust 
Board/Port Commissioners. 

11.2. In most of the ports in the United States and Europe, the 
port authority's function is limited to coordination, planning and 
financing the shore installations. It is the private companies who 
arrange for loading and unloading of ships, operation of transit sheds 
and open storage areas, and provide cargo handling equipment as 
well as arrang'e for all the cargo handling labour required. The Port 
of Hong Kong represents an extreme case where even wharves are 
not only maintained but financed and owned by private firms. 

11.3. However, in India, largely due to historical reasons, several 
services like pilotage, towage, berthing facilities, transit sheds and 
supply of labour are undertaken by the port authorities themselves. 
These factors at once distinguish the working of our ports from the 
operation of the ports in the advanced countries and render difficult 
the application of several practices obtaining elsewhere in the 
world. 

11.4. There are a wide variety of practices with regard to the 
ownership and management of ports in the world. In the West Asian 
countries, like Syria, Kuwait and Iran, the ports are owned and 
operated by their respective Governments. In the United States, the 
ports are owned and operated variouslv by the Federal Government, 
the State Governments, the Local Port Authority, the Municipality_ 
Railroad Corporations and private companies. In the United Kingdo!I!, 
ports are owned by the Public Authorities, Municipalities or private: 
com!>anies. In Europe, the Municipalities own ports like Antwerp 
and Rotterdam, while in France most of the ports are under public 
ownership. We ha·ve indicated the varying practices in the world 
mainly to emphasise that there is no inherent superiority of one 
system over the other. 

ll.5. In India, ports have been cla:Ssified as Major Ports,· Inter­
mediate Ports and Minor Ports. There are at present eight Major 
Ports under operation and two under construction and 22 Inter· 
mediate Ports. Major Ports are administered in accordance with the 
respective statutes applicable to them and the Central Government 
bears the responsibilitv for their administration. The administration 
of the port is carried on by the _ Port Trust with the Chairm~n 
appointed by the Central Government and a Board of Comrms­
sioners or Trustees representing several interests nominated by the 

84 
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Government. Information relating to the number of Trustees on the 
Boards of the Major Ports is set out in Appendix I. The number of 
Trustees vades from port to port as, for example, from 12 in Paradip 
to 2.5 in Bombay. Th~ Trustees fall under two categories, namely, 
officials and non-officials. The official Trustees, representing their 
respective' departments, such as customs and railways, are ex-officio 
Trustees. The non-official Trustees are generally recommended by 
institutions, like the Chambers of Commerce and shipping interests. 
Representatives of port labour are nominated in consultation with 
the labour unions. The Trustees hold office for a period of two years. 

11.6. The principal functions of the Board of Trustees as 
enumerated in the Port Acts are as follows---:-

(1) to act as Conservator of the ports; 
(2) to provide services to shipping,·· such as pilotage, towage 

and berthing; 
(3) to provide docks and landing facilities for ships and 

passengers; 
( 4) to provide cranage and labour for the discharge and load­

ing of cargo from ship to shore and vice versa; 
(5) to provide transit sheds and warehouses for the storage of 

import and export cargo; 
(6) to take custody of cargo discharged from shi~s or brought 

into the docks for shipment and to act as bailee for the 
same sending delivery to the consignees; 

(7) to make regulations {or the conservancy and safety of the 
harbour and the do'ck basin, for the safe and convenient 
use of the docks, wharves, piers, etc., for landing, ship­
ment, reception and removal of goods brought within the 
Board's premises; etc. 

(8) to frame scales of charges for the landing, shipping and 
storage> of goods· and for the use of the Board's gear. works 
and other property; 

(9) to make adequate 'financial provision year after year for 
the due fulfilment of the Board's obligations; and 

(10) to carry out the purposes of the Port Trust Acts generally. 

11.7. According to the statutes governing the Major Ports, all 
questions relating to the Port Trusts shall be decided by a majority 
of votes of the Trustees present. On financial matters. however, the 
Port Trust Acts require that the approval of the Central Govern­
ment of the detailed estimates of receipts and exoenditures should 
be obtained before the commencement of each financial year. An 
Annual Administration Report is required to be submitted at the 
end of the year. The accounts of the Boa.rd are· subject to annual 
audit by the ComptrollET and Auditor General of India. 

11.8. Almost everyone of the witnesses who tendered e~dence 
before the Commission touched on the strength and composition of 
the Boards of Trustees. They agreed that the Boards as constituted 
today were unwieldy and that the size of t~e Bo~rds should be 
reduced to make them more effective and busmesslike. Naturally, 
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everyone pleaded for the reduction in numbers from the quota of 
interestS! other than the one represented by him. 

11.9. One suggestion urged before the Commission wanted the 
conversion of the present Boards of Trustees into a functional execu­
tive Board comprising four or five members including the Chairman, 
the Traffic Manager, the Chief Engineer, the Financial Adviser and 
the Deputy Conservator. While this executive authority will carry 
out all the functions of the port, it may be assisted by an Advisory 
Council consisting of representatives of the various interests, such 
as shipowners, industry and trade and labour; We are afraid that a 
complete recasting of the port administration with regard to the 
history and traditio~s that have grown over nearly a century will 
cre'ate more uncertainties and problems than it would solve. Ports 
in India have developed over the years in response to the needs and 
circumstances of this country and any refqrm that is attempted 
should accord the appropriate weight for this consideration. Nor are 
we convinced that the complete elimination of the user interests 
from participation in decision making would be in the best interest 
of the port administration. The suggestion is, therefore, not accept­
able to the Commission. 

11.10. Some others have sugg-ested the setting up of one central 
authority for the manag-ement of all the ports on the model of the 
Railway Board, with the Chairman of each of the ports working 
under that authoritv in the same manner as the General 1'.1:anagers 
of the Zonal Railways. -

11.11. The Indian Institute of Management and the Management 
Group of the Committee on Plan Proiects, in a report on Port 
Management based on thf' studv of Visakhapatnam Port, have 
reinforced this sug£!estion. They have recommended the constitution 
of a National Port Board at the national level. The specific functions 
of the National Port Board on the lines of the Railwav Board 
envisaged by them related to traffic ·forecasting and allocation, 
planning future development. formulation of desims and specifica­
tions. financial control,· framinJ! of personnel policies. research and 
development and comoilation of statistics. The I.A.P.H. Study Team 
has also made a similar recommendation. The Team has sU!t.Q'ested 
that a · National Port Council should be c0nstituted as a national 
body from whom individual Port Trusts will receive directions and 
approva·l for their schemes. The Rochriale CommitteE' (1962) h::lri 
suggested the setting uo of a National Port Authoritv for the U.K. 
Ports with well-defined responsibilitiPs but with a non-operational 
role. AccordinJt to the Committee. the Authority would supervise 
the planning of future port development. control caoital investment 
and charges. advise on amalgamation of oorts and function as a co­
ordinating body. The British Government. however, in a White

1 

paper. expressed the view that "a Council with purely advisory 
functions would not be sufficientlv effective or influential to ensure 
'that essential chan£!es are brought about". and that the Authority 
.must -have the' power to determine the nature and shape of the 
British Port industry. 

"Roor~"ni?:ation of the Port.s", presentt1<l to Parliamt1nt in January 1969 (Cmnd. 3903). 
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11.12. The Commission has been gre·atiy impressed with both 
the weight and volume of opinion in favour of a radical change in 
the structure and composition of the Major Ports. Nevertheless the 
Commission considers that the facts and circumstances peculi~r to 
our country should be given their utmost weight and consideration 
before reaching any conclusion on such a vital matter as this. It 
should be noted that the ports in India have grown and developed 
in accordance with the local cqnditions, patterns of trade, require­
ments of the hinterland and built up certain traditions over the 
years which exercise considerable influence on the working, of the 
respective ports. The size and distances and the magnitude of the 
country are such that over-centralization of functions and authorit 
will hardly be conducive to efficiency. The fact that no such attempt 
is made or thought of in a country like the U.S.A., with varied .local 
needs, pattern of traffic, hinterland problems, ·etc. affords an instruc­
tive parallel for our guidance. Nor are we convinced that the 
analogy of the Railway Board is at all applicaole to the ports while 
the Railways are operationally linked to each other, ports function 
in a disjuncted manner. 

11.13. Elsewhere in the Report we have recommended that the 
rates and charges levied at ports should not be below the direct cost 
of rendering such services. The direct cost of rendering service will 
vary from port to port and the ports should have a larger measure 

·of autonomy in fixing the rates and charges. While, historically, the 
development of regional railways has been controlled and directed 
by the Central Government, •..• the development of ports has been 
largely autonomous, each dealing individually with their problems. 
While the Commission is, therefore, unable to endorse this sugges­
tion for the creation of a central authority for the administration 
of all the Major Ports in the country, it does not, however, minimise 
the need for coordination in respect of planning, capital investment, 
regulation of traffic in specific commodities and in the compilation 
of statistics. 

11.14. A study of the composition of the Boards of the Port 
Trusts discloses that the Trust Boards are dominated by user 
interests. During the earlier period when the Port Trust Boards 
themselves found the finances for running the ports and when the 
demands of development were also few, the predominance of user 
interests could perhaps have been justified. But with the massive 
investments by the Central Government for the ports development 
during the Five Year Plans, the emphasis has changed. The need 
for balanced representation of all interests in the Trust J3oards to 
take care of the development programmes as well as the financial 
objective recommended in this report, has become urgent. Instances 
have been brought to notice where the user interests have resisted 
effectively the adoption of economic rates against the advice of the 
Chairman of the Trust Boards. Under these changed circumstances, 
we consider that the strength of the user interests in the Port Trust 
Boards should be brought down. We suggest that in the case of the 
bigger ports, the Boards may comprise not more- t~an 17 members 
including the Chairman of which eight will be official m~mbers and 
eight non-official. For smaller ports, the total membership need not 
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exceed 13, consisting of the Chairman, six officials and six non­
officials. A broad indication of the comp::::sition of 17 members of the 
Trust Boards is given below and we suggest its adoption with such 
variations and modifications as may be nec"essary to suit the local 
conditions: 

Official 

Ch-tirman 

Deputy Chairman 

Customs 

Railways 

Defence 

State Go·;ernment 

ii'Iunicipa.l Corporation 

M3rcantile Deptt. 

One nominee of the Central Government 

Non-official 

Labour . . 2 

Cham her of Commerce & other commercia I 
int~rests 2 

Coa.atal ~hipping/sailing vcssclsiilJ.ustry I 

Shipownl'rs 

Shippers' Association 

Expert in tlnancial economic matterd I 

11.15. It was brought to the notice of the Commission that under 
the Port Trust Acts, the employees of the Port Trusts cannot become 
Trustees of the Port Trust. The Com:nission is of the view that there 
should be no bar to an er:J.JJloyce representing the labour to be a 
Trustee on the Port Board. The Commission would recommend to 
the GoveTnment an amendmEnt o~ tr.e existing legislation to remove 
the present disability. 

11.16. There are wide variationc; in the powers of the Chairman 
and the Board of Trustees as incorporated in the various Acts c::r:< 
the regulations framed thereunder. To illustrate, the Chairman of 
three older Ports can sanction "works'' only upto Rs. 5,000, whereas 
a limit of Rs. 25,000 has been prescribed undET this head by the 
Central Government under the Act of 1963. The Trustees of the 
older ports of Calcutta, Bcmbay and Madras similarly have powers 
to sanction capital works only up toRs. 2 lakhs, while under the Act 
of ·1963 a limit of Rs. 15 lakhs has been prescribed. Indeed the 
charging of expenditure to capital, on any scale, in the older Acts 
requires the prior sanction of the ~entral Government, but this is 
not the case for the ports under the Act of 1963. The powers of the 
Chairmen and the Trust Boards of Calcutta, Bombay and Madras are 
very low and out of tune with the present day cost and the magnitude 
and the size of the development outlays. This necessitates frequent 
references to the Central Government and consequential delays in 
obtaining clearance. We are of the view that· greater financial powers 
should be bestowed on the Chairmen and the Port Trust Boards and 
for this purpose, we recommend that-

(1) for schemes included in the Annual Plans and for which 
administrative approval has been accorded by Government 
the Port Trusts should have the power to sanction 
individual items upto Rs. 25 lakhs as well as approve 
tenders for the same value; 
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(2) where there is escalation by over 10 per cent and where 
there is a material change in the scope of the project, such 
cases should go to the Government for approval; and 

(3) the revenue and capital budgets should continue to receive 
the approval of the Central Government. 

11.17. In administrative and establishment matters, the powers 
of the Chairman are limited and the Trust Boards function as 
Appellate Authority over the decisions of the Chairman in some 
disciplinary matters. A detailed statement showing the present posi­
tion of the powers of the Chairman and the Trust Boarc;!s in respect 
of appointment, promotion, disciplinary matters and appellate 
jurisdiction is set out in Appendix II. The time of the Trust Boards 
is unnecessarily spent on personnel matters, such as promotion, 
punishments, etc. In our view, the Trust Boards should devote their 
entire attention to the policies and programmes. of port development, 
port management, etc., rather than diffuse it en administrative 
details such as appointments, disciplinary proceedings, etc. In order 
to streamline the administration, we recomm2nd that the creation 
of all posts carrying and including pay scales upto Rs. 1,250 should 
vest in the Cha~rman; posts between the pay scales above Rs. 1,250 
and upto Rs. 2,000 with the Board of Trustees, including the Chair­
man; and posts above Rs. 2,000 with the Central Government. The 
appointments of the Chairman, Deputy Chairman and General 
Manager may be made by the Central Government; the Heads of 
Departments and incumbents of posts carrying a maximum salary 
of over Rs. 2,0CO by the Chairl.}\an with the prior approval of the 
Central Government and of all other persons by the Chairman of 
the Port. 

11.18. The existing disciplinary procedures call for a change.-The 
present system oi the Trust Boards · hearing appeals against the 
o"·cicrs of the Chairman is far from appropriate. Apart from the 
nno:ndy in the Chairman presiding over an ,appeal against his own 
orders. it bas been found difficult by the Chairman to maintain dis­
cipline within the organisation as the Chairman and the official 
members have been in a minority in quite a few Trust Boards. We 
therefore, recommend that appeals against the orders made by the 
Heads of Department should lie with the Chairman and appeals 
against the orders made by the Chairman should go to the Ministry 
of Shipping and Transport. 

11.19. A map of the hinterland of each of the ports, got prepared 
by the Commission, SQows that there is considerable, overlapping 
o.f a~eas, resulting in, or leading to, a measure of redundant facili­
ties m the ports. In our view, by proper coordination of the needs 
of various ports, unnecessary investments could be avoided and 
better dovetailing of facilities achieved. Besides, there are a num­
ber of matters of common interest to all ports which could . be 
discussed and guidelines laid down in respect of them. We, there­
fore, recommends the constitution of an advisory body, styled the 
Major Ports Council with the Minister for Shipping and Transport 
a3 the Chairman, a~d including representatives of the Ministry of 
Finance and the Planning Commission and the Chairmen of all 
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Major Ports. We understand that even now the Chairmen of the 
Major Ports meet at intervals to discuss and clear some of their 
common problems. The Secretary of the Ministry in charge of ports 
should be ex-officio Member-Secretary of the Council. The Major 
Ports Council will be able to provide a forum for the consideration 
of major issues of planning, investment, traffic, common adminis­
trative and financial problems among Major Ports and thus help to 
improve the effi.cier..cy of the port operations. 

11.20. We are aware that there is presently another organisation 
called the National Harbour Board with the Minister for Shipping 
and Transport as Chairman and representatives of trade, shipping, 
maritime State Governments, Chairmen of Major Ports, Ministry of 
Finance, etc. and that some of its functions overlap those of the 
proposed Major Po1 ts Council. The National Harbour Board consists 
of a large number of members and includes in its coverage aU the 
ports in· the country, the Minor, Intermediate and Major Ports. It is 
a delibeTative body dealing most:y with broad policies. On the other 
hand, the Major Ports Council, as contemplated by the Commission 
will be purely an official organisation, business like in character and 
will deal with vital problems of development such as coordination 
of traffic, invEstment. port facilities and the like. 



CHAPTER 12 

PORT RAILWAYS 

Adequate and cheap communications with the hinterland are 
of vital importance for the smooth flow of traffic to and from the 
ports. The growth of a port depends to a large . extent on the rail­
ways, roads and waterways systems, which provide the necessary 
connecting links. 

12.2. The Major Ports, except for Paradip, are fairly well served 
by railways and roads. Cochin and Mormugao are further served 
by backwaters and inland waterways. A project to provide rail 
connection to Paradip from Cuttack is underway and is expected 
to be completed by March 1972. The Major Port under construction 
at Tuticorin is already connected to the t;:lilway network. At 
Mangalore, both broad and metre-gauge railway facilities will be 
available by the time the Major Port is ready. 

12.3. Railways offer in most cases a cheap and efficient means of 
transport. The share of rail traffic comes down, however, substan­
tially where an adequate network of roads and water transportation 
is available or where liquid cargo is moved by pipeline. 

12.4. The trend in many ports of the world is for the road 
transport to handle an increasing share of the port traffic. But this 
may not be applicable to the Indian ports because of the predom:inat­
ing proportion of bulk cargo in the future traffic forecast for them. 
The railways are, therefore, boUnd to continue to handle a substan-· 
tial volume of the ports' traffic for many years to come. 

12.5. Owing to special conditions or historical reasons, there are 
considerable variations in regard to the relationship of the ports to 
the railways in the port area. The railways in the ports of Calcutta, 
Bombay, Madras, Visakhapatnam and Mormugao are owned arid 
worked by the respective Port Authorities. At Cochin, the port owns 
the railway but it is worked by the Southern Railway. at Kandla, 
the railway is owned and operated by the Western Railways. 

12.6. In view of this diversity of practice, the Commission has 
had to consider from the point of view of the efficient working of 
the port administration whether there should be uniformity in the 
control of the port railways and whether such control should b( 
vested in the Port Authorities or the Indian Railways. In examining 
the implications of the alternatives, we have had the benefit of the 
views of the Port Trusts, the Railway Board and the port users. We 
have also taken into consideration the observations of the I.A.P.H. 
Study Team. 

12.7. On behalf of the ports it was claimed that the operation 
of the railways within the port' area by the Authorities will have 
the following advantages-

(!) that the Port RaHway is completely self:-contained and 
meets the fluctuating requirements based on port opera­
tions; 
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(2) that the Port Railway is a part of a chain of operations 
for the rapid removal of the incvming and outgoing cargo 
at the docks; 

(3) that the ports will be able to determine the priorities of 
movement in a continuous and· integrated manner from 
ship to shore and vice versa; 

(4) that quicker turn round of ships would be facilitated by 
the. port control over the clearance of goods on their rail­
ways; and 

(5) that any dislocation of the existing age-long practice 
would have serious repercussions on port operations. 

12.8. The Port Authorities at Cochin and Kandla have exprEss­
ed themselves in favour of taking over the operational control of 
the railways in their respective ports. 

12.9. The Railway Board, on the other hand, has argued:-
(1) that the Port Railway is nothing more than a part of the 

Trunk Railway System; 
(2) that the carriage of cargo for loading or unloading is 

really part of "railway" work and not strictly port work; 
(3) that ther fluctuations of the ports' demands for wagons 

cause dislocations in the movement of normal traffic in 
the railway system; and 

( 4) that the wastage cf rail transport capacity can be avoided 
if the port Railways were under the Indian Railways. 

12.10. The I.A.P.H. Study Team which also considered the work­
ing of the Port Railway~ observed that ~'port railway operations 
throughout India might well be improved if the National Railways 
were made responsible for railway operations at all the ports", and 
recommended a major study into all relevant factors of national 
versus local control of railway opETations at the Major Ports. 
Pendin~ completion of the study the Team strongly advised against 
any effort to transfer responsibility for additional railway opera­
tions to the individual Port Trusts. 

12.11. The Te'am also felt that if the Port Railways were .:nerged 
with the Indian Railways system, there would be better maintenance 
of the rolling-stock at less ccst. Considering the limited resourcE'S 
of the country, the Team felt that "it is an unnecessary dissipation 
of such resources to have separate locomotive and wagon repair 
facilities at each port for the maintenance of a relatively small 
amount of equipment", while the Indian Railways have' "the modern 
and sophisticated equipment necessary to repair or even rebuild 
locomotives and rolling-stock.'' 

"' 12.12. The Commission's attenticn has been drawn to the un~ 
satisfactory physical condition of the rolling:-stock of the Port Rail­
ways which has adverse effects on their operational efficiencv. Some 
of the locomotives and wagons are more than 40 years old. The poor 
condition of the rolling-stock causes damage to the goods carried. 
delays the movement which, in turn, adversely affects the turn­
round of the ships and thereby increases costs all-round. 
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12.13. The Commission has· viewed with regret that the Port 
Railways at Calcutta and Bombay have been 'operating at very 
heavy losses for · the past · several years. The special efforts at 
Bomba:y- and Cal<:utta to improve the financial working of their 
respective Port Railways have not produced any tangible results. 
On the contrary, the losses have been increasing. The dimensions 
of these losses have made a setrious drain on the earnings of these 
two ports, as may be seen from the figures shown in Appendix I. 

12.14. The Commission would like to state in fairness to the 
ports that every proposal for a revision in the rates of the Port Rail­
ways requires the approval of the Railway Board and often these 
approvals have been given after considerable delays. The ·Estimates 
Committee (3rd Lok Sobha, 97th Report) had also drawn attention 
to this matter. Such delays have ari adverse effect on the earnings 
of the Port Railways and we recommend .that the Railway Board 
should take special steps to see that such delays are avoided. 

12.15. The Port Authorities have complained to us about the 
financial disadvantage in which they are placed at due to the present 
basis of payment to them of the terminal charges bv the Indian 
Railways. The terminal charges as such were abolished but absorbed 
into a consolidated fre'i~t rate with effe'Ct from 1 October 1958. 
The amount received by the Port Railways towards the cost of 
terminal operations has remained, by ~nd large, unchanged although 
the over-all freight rates have been enhanced from time to time 
by the Indian Railways. We think the Port Trusts have a legitimate 
grievance on this account as their receipts from the terminal 
charges do not reflect the progressive increases in the cost of 
terminal operations. The Es\imates Committee had also stressed 
the need for laying down agreed principles for determining the 
terminal chargeS! payable to the Port Railways. Thev had suggested 
a high level Committee' to evolve these principles. The Commission 
would, however, recommend that the Ministry of Railways should 
view the claim of the Port Railways more pragmatically and that 
revisions in the freight rates made by the Railways from time to 
time should ~imultaneously be followed bv a pro tanto adjustment 
in the terminal charges to be paid to the Port Railways. 

12.16. The Commission has given careful consideration to the 
question whether the Port Railways should be transferred to the 
Indian Railways or be retained by the Port Trusts. In our opinion, 
though there are some advantages such as economy in the operation 
of the Port Railways and better maintenance of the rolling1 stock, 
the dislocation that would be caused by effecting a transfer. of the 
Port Railways to the Trunk Railways system will far outweigh the 
advantages. Besides, the integration of the. workers. of the Port 
Railways with those ,of the Indian Railways will throw up 
innumerable problems. We, therefore, recommend that where the 
Port Railways are heinE!' operated by the Port Trusto;, namely. at 
Calcutta, Bombay, Madras, Visakhapatnam and Mo:r;nugao,. they 
should continue' to do so. In the case of Kandla, the Indian Railways 
own and operate the railways in the port.. while in the case .of 
Paradip rail connection has yet to .be proVIde~. T?e two .MaJOr 
Ports of Mangalore and Tuticorin will have their rail ccnnecbon by 
:I!'P(D)80:I!ofSJ,T-8(a) 



the time they go into operation. The Commission is of the opinion 
that in view of the heavy financial burdens involved and the time 
required for these ports to achieve financial viability, the ports need 
not be saddled with the operation of the Port Railway system and 
that the Indian Railways should own and .operate the railways of 
these ports. At Cochin, the Southern Railway is, at present, opera­
ting the Port Railway and we recommend the continuance of the 
present practice. As a result five ports will operate the Railway 
system while in the other five Major Ports the Indian Railways will 
operate the Railway system. This would enable a study of the rela­
tive conditions of the two systems on the basis of practical working 
experience. The Commission, therefore, recommends that the ques­
tion of the operation of. the Port Railways may be reviewed after 
a period of ten years from the date of our Report. 



CHAPTER 13 

PORT TRUSTS LIABILITY FOR CARGOES AND SECURITY 
ARRANGEMENTS ,IN PORTS 

Port Trusts liability for cargoes 

One of the responsibilities of the ports is to take charge of, and 
keep in custody, the incoming and outgoing cargoes. Thefts and 
pilferages are reported to be not uncommon during this period; 
some times the packages are misplaced and cannot be traced. Owing 
to the loss caused to the shippers or to the consignees, the trade 
interests are greatly concerned about the incidence of such occur­
t ences, particularly at Bombay and Calcutta .which handle a large 
quantity of general cargo. The loss to the trade is not merely the 
'monetary value of the goods lost but the loss of valuable compo­
nents for plant and equipment which hold up production and bring 
about a far greater national loss. 

13.2. Representations have been made to the Commission by 
trade interests, insurance companies and others suggesting that 
d!ective steps should be taken by the Port Authorities to deal with 
this recurring problem of loss at ports. During the evidence, port 
users have stressed that the Port Trust Acts are very lax in regard 
to the responsibility during their custody of goods and have urged 
that the Port Trusts should as.sume greater responsibility for the 
losses resulting from theft, pilferage, miscarriage, etc. 

13.3. One of the reasons for the pilferage is the congestion 
caused in the port sheds by the accumulation of a large volume of 
cargo. The Port Authorities have argued that the incidence of 
pilferage could be substantially reduced if the consignees were to 
remove their goods from the docks expeditiously. Any reduction in 
time during which the packages remain uncleared in the port area 
would automatically help reduce the pilferage. 

13.4. Normally, under the Indian Contract Act, the bailee of 
goods is bound to take as much care of the goods bailed to him as 
a man of ordinary prudence would, under similar circumstances, 
take of his own goods of the same bulk, quality and value as the 
goods bailed. The liability of the ports, however, is governed by 
their respective legislation. For example, the Major Port Trusts 
Act of 1963 p~ovides that the responsibility of any Board for the 
loss, destruction or deterioration of goods of which it has taken charge 
shall-

(i) in the case of goods received for carriage by railway, be 
governed by the provision of the Indian Railways Act, 
1890, and 

(ii) in other cases, be that of a bailee under Sections 151, 152 
and 161 of the Indian Contract Act, 1872, omitting the 
words "in the absence of any special contract" in Section 
152 of that Act. 
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13.5. The responsibilities of the port for safe custody relate only 
to packaged cargoes. The position in respect of bulk cargoes is 
different and ports assume no responSibility for such cargo as these 
are not placed in the port's custody either by weight or by measure­
ment. When, however, bulk cargo is bagged-whether on board or 
ashore-and handled by the Port Trusts' labour, Port Trusts assume 
responsibility as bailee to the limited extent of the number of bags 
without regard to the weight. 

13.6. The period of the ports' responsibility for the safe custody 
of goods entrusted to them varies from port to port. The Acts 
governing the ports of Calcutta, Bombay and Madras provide for 
a period of 5, 7 and .30 days respectively. The Major Port Trusts 
Act, 1963, does not specify any period but the regulations issued 
by the Ministry of Shipping and Transp0rt prescribed the time limit 
of 4 days for Cochin and Kandla and of 5 days for Mormugao, Para­
dip and Visakhapatnam. There are thus pronounced differences in 
respect of the time limits laid down between the ports. After the 
statutory period of responsibility is over, the ports absolve them­
selves of any further responsibility for the cargoes. It appears to 
the Commission that there is no valid reason why the ports' res­
ponsibility for the safe custody of goods should vary from t:<>rt 
to port. We believe that the introduction of uniformity in the sta­
tutory period for which the ports assume liability will remove the 
confusion which arises from varying paractices in the Major Ports. 
While the period of five days provided under the Calcutta Port 
Trust Act is inadequate, a period of 30 days provided by the Madras 
Port Trust Act is ·excessive. We, therefore, recommend that the 
statutory period for the custody of goods at all the Major Ports be 
fixed at seven days. 

13.7. The ports' responsibility being thus limited, the goods 
not removed within the stipulated period are at the sole risk and 
ext:ense of the consignees. However, if the goods are not removed 
within a reasonable period of time, the Port Trusts have the powers 
o;o dispose off the goods after expiry of the prescribed notice period 
given to the consignees in writing. 

13.8. When the delivery of the goods landeJ at the ports is not 
t!ffected either to the consignees or their agents at the port but 
passed on to the railways for onward delivery at destination. the 
railways carrying the goods assume responsibility as a carrier. Even 
~t those ports where the railways are owned and ot:erated by the 
ports themselves, the responsibility assumed by them within the 
limits of their railway systems is the same as that of the Trunk 
Railways. 

13.9. The Indian Railways Act, 1890, provides that the Railway 
Administration shall be responsible for the loss. destruction, da­
mages and non~delivery, in transit. of animals or goods delivered 
to the administration to be carried by railway arising from any 
cause except for reasons such as-

( i) act of God: 

(ii) act of war; 



(iii) act of public enemies; 

(iv) arrest, restraint or seizure under legal process; 

(v) orders or restrictions imposed by the Central Govern· 
ment or a State Government or. by an office or authority 
subordinate to the Central Government or State Govern­
ment authorised in this behalf~ 

I vi) a~t or omission or negligence of the consignor or the con. 
s1gn~e or the agent or servant of the consig~or or the 
consignee; 

l vii) natural deterioration or wastage in bulk or weight due 
to inherent defect, quality or vice of the goods; 

(viii) latent defects.: and 

(ix) fire, explosion or any unforeseen .risk. 

13.10. It has been further provided that even if such loss, des­
truction. damage, deterioration or non·delivery is proved to have 
ansen from any one or more of the aforesaid causes the Railway 
Administration shall not be relieved of the responsibility for the 
loss. destruction. damages or deterioration or non-delivery unless 
the Administration proves that it has used reasonable foresight and 
care in the carriage of the goods. 

13.11. The Indian Institute of Foreign Trade which conducted 
studies in June, 1968 on the S.hipowners' Problems in the Port of 
Bombay commented UJ:On the responsibility assumed by the port as 
a bailee in the matter of safe custody of goods. The Institute 
suggested that "considering the amount of wastage of goods in 
the port area, damage in handling and pilferage of cargoes, the. port 
authorities have to shoulder responsibilities in the over-all national 
mterest than what is demanded of them as mere bailees. After all 
the port is administered by the Trustees who act as real custodians 
of the goods and property under their charge by exercising all 
possible care expected from them not as bailees but as trust~s." 

13.12. The Central Cargo Loss Prevention Committee of the 
Insurance Association of India has criticised the Bombay Port Trust 
for refusing to accept responsibility for any loss as a bailee or for 
loss, destruction or deterioration of goods caused by the acts of 
its employees. It added that the question of liability for the safety 
of cargo in the docks at Bombay had also been the subject of pro­
longed negotiations between the Bombay Chamber of Commerce 
and Industry and the Bombay Port Trust without success. The 
Bombay Port Trust, on the other hand. has resisted the: enl~rgement 
of its responsibility for the cargo handled at ports. It 1s pomted out 
by them that while a contract of bailment is entered into voluntarily 
between two parties to the full knowled~e of their capacity to f~lfil 
their obligations, the Port Trusts are obliged by statute to take mto 
custody the entire cargo that is landed in the port, and not only 
the part of goods they could conveniently handle with due regard 
to s<:~fety of goods. 



98 

13.13. Our attention has also been invited to the stand taken by 
the ports in the United States and by the Port of London Authority. 
The J::Orts at New York, City of Portland, Oregon and the port of 
Houston in the United States do not accept any liability for loss or 
damage to any water-craft or to any merchandise or cargo result­
ing from any cause whatsoever where such cause is beyond its 
control and not due to its failure to use reasonable care. The port 
of Los Angles in the United States accepts responsibility to a limited 
extent absolutely imposed withih the o~eration of the law. Many 
American ports do not take custody of goods directly. The Port of 
London Authority, however, takes charge of goods entrusted to it 
on conditions comparable to those existing in India. The regulations 
provide that "the Port authority take all reasonable measures to 
protect goods landed, warehoused or deposited with them against 
loss or damage, arising otherwise than through their negligence", 
which is analogous to the Indian Port Trust Acts. 

13.14. We may now refer to a connected issue, namely, the 
protection extended under the various Port Trust Acts to the Port 
Trusts arising out of the actions of their employees. The justification 
for such a protection arises from the fact that under the ordinary 
law of contract, a bailee is liable for loss not only from his own 
negligence but also that of his employees. However, the ports. it 
is pointed out, cannot be expected to exercise a similar supervision 

·over the discharge of duties by their officers and servants in relation 
to the handling and safe custody of goods in their possession. The 
Commission, however, notes that the extent of protection in the 
various Port Trust Acts varies. 

13.15. The Bombay Port Act is extremely rigid in this matter. 
Section 87 of the Act totally absolves the Board of the responsibility 
for the loss caused by the mistakes, misdeeds or omissions on the 
part of the Port Trust employees. On the other hand, the Major 
Port Trusts Act, 1963, protects the Port Trusts against any action 
intended to be done in good- faith under the Act. 

13.16. We are of the opinion that the grant of an absolute exemp­
tion from liability even for any act or omission committed or done 
without any good faith is totally unjustified. While the protection 
afforded to an act done or intended to be done in good faith is 
accepted as a sound principle of jurisprudence, total negation of 
liability even for acts done in bad faith will not be considered 
reasonable. We, therefore, consider that the provision in this regard 
embodied in the Major Port Trusts Act, 1963, should be extended 
to all the ports. 

13.17. Shri M. P. Bhargava, formerly a Member of the Rajya 
Sabha, and also a member of this Commission, had introduced a 
Bill in Parliament providing, inter alia, that-

(i) the period for the issue of out-turn reports by the Port 
Trusts be limited to 30 days; and 

(ii) the period for filing suits against Port Trusts be increased 
from three months as at present at Calcutta and six 
months in all other ports to 12 months. 



13.18. The Commission has considered this matter and come 
to the conclusion that the statutory time limit for the issue of. 
outturn reports should be fixed at 45 days and every effort be made 
in the meantime by the ~ort authorities to trace the goods mis­
placed or shortland~d. 

13.19. On the question of limitation of period for filing suits 
against the Port Trusts, the Commission is of the view that this 
p:=riod should be fixed uniformly at 6 months for all the Major 
Ports. 

Security arrangements. in ports 

13.20. It has been brought to the notice of the Commission that 
though there are arrangements in all Major . Ports to keep watch 
on the cargo against loss by theft, there are still a number of short­
comings in this regard. 

13.21. While the State Governments provide the Port Authorities 
with their Police Force for maintenance of law and order and the 
ports meet a substantial part of the cost, the Watch and Ward staff 
are re.:ruited and maintained by the Port Trust itself. Experience 
has shown that as the Watch and Ward do not have the powers 
to arrest or apprehend a person about to commit a crime within the 
port area, their effectiveness in bringing down theft and pilferage 
has been negligible. Besides, sil(<;e the Watch and Ward staff come 
under the category of workmen ·entitled to become members of the 
trade unions in ports and often exercise their right to strike, they 
have not been very effective as a Port Protection Force. 

13.22. It has also been brought to our notice that the Police 
Force deputed to the Port Trusts are often at times withdrawn 
either at short notice (or without notice) to meet the exigencies of 
the City Administration. Considering all these aspects, the Estimates 
Committee' suggested that the question of having a separate Port 
Protection Force on the lines of the Railway Protection Force might 
be considered by the Government in consultation with the Port 
Authorities and the State Governments. 

13.23. Shri M. P. Bhargava, introduced the Port Protection Force 
Bill in the Rajya Sabha, in December, 1964, for the constitution and 
regulatrion of a force for the better protection and security of port 
property. This Bill was opposed by a number of State Governments 
on the ground that a parallel Police Force was unnecessary and 
might even be harmful. In. view of the position taken by the States 
and the legal difficulties inherent in the Central Government trying 
to constitute a Port Protection Force with police powers in the 
States, the Commission does not consider the establishment of a 
separate Port Protection Force feasible. 

1 The Esti 11at<.• Cnmmitt('e (l9'H-65), Rixt.y Sr,·enth Report (Third Lok Sabha) on Cal<>utta 
ancl Haldia Port p. 61. 
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13.24. The Commission, however, feels that the security arrange­
ments should be strengthened at the ports. The Central Industrial 
Security Force Act, 1968, provides for the constitution and mainte­
nance of a Force for the better protection ~nd security of industrial 
undertakings owned by the Government. The Minister of State in 
the Ministry of Home Affairs has stated in the Rajya Sabha on the 
24 December, 1969, that the Government of India had, after full 
examination, come to the conclusion that the Central Industrial 
Security Force Act is applicable to the Major Ports. We, therefore, 
recomm~nd that the security arrangements for the Major Ports 
may be reorganised and strengthened in accordance with the pro­
vision of this Act. 



CHAPTER 14 

LEGISLATION FOR THE MAJOR PORTS IN THE COUNTRY 

The. legislation relating to the Major Ports dates back to 1866. 
The statute passed in this year for the governance of the Port of 
Calcutta was replaced by Act V of 1870. This was consolidated and 
amended by the Calcutta Port Act of 1890 (Bengal Act No. III of 
1890) which provided for the •appointment of Commissioners for the 
port. 

14.2. The earliest Act relating to Bombay Port is dated 1873 
(Bombay Act I of 1873). This was replaced by the Act of 1879 which 
consolidated the immoveable and other property of the Port of 
Bombay and vested their control and Management in a body of 
Trustees. In 1885, the Madras Harbour Trust Act was passed and 
this was replaced in 1905 by the Madras Port Trust Act (Madras 
Act No. II of 1905) which provided for the ap:pointment of Board 
of Trustees for the management of the port. 

14.3. Whilst the three ports of Calcutta, Bombay and Madras 
are governed by their individual Acts, the other Major Ports, namely, 
Cochin, Visakhapatnam, Kandla, Mormugao and Paradip are ad­
ministered under the Major Port Trusts Act, enacted by Parliament 
in 1963 (Act No. 38 of 1963) Q.~re'inafter referred to as the Act of 
1963. 

14.4. In the course of its enquiry, the Commission observed 
wide differences in the P'rovisions contained in the Acts of the three 
older ports among themselves and those contained in the Major 
Port Trusts Act, 1963. The Commission considers that, in the context 
of the present day conditions the three older Acts have become out 
of date in respect of several provisions and that it is advisable to 
bring about a measure , of uniformity for the governance of all the 
Major Ports. The Act of 1963 being a recent legislation contains 
several flexible provisions and gives liberal powers to the Port 
Trusts in respect of financial matters. It confers on the Central 
Government power to frame regulations relating to the working 
of the ports, thus avoiding the need to make frequent amendments 
to the Act. 

14.5. In dealing with the powers of the Chairmen of the various 
Port Trusts, we have given examples of the wide diversity in the 
powers and the authority between the old<?r ports as governed by 
their individual Acts and the other ports governed by the Act of 
1963. The Port Trusts of Calcutta and Bombay desired that their 
old Acts should be so amended as to bring them on a par with the 
Act of 1963. The Chairmen of the Calcutta and Bombay Ports 
stressed that under their existing enactment they had certain special 
provisions such as the constitution of a police force ior the Port at 
Calcutta and a favourable rate of Municipal taxation in the case 
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of Calcutta an~ Bombay. They have also objected to the provision 
in the Act of 1963 which empowers the Central Government to issue 
directives to the port authorities. 

14.6. The Commission has carefully considered these arguments 
and has come to the conclusion that they are no longer valid. So 
long as the older ports used to find their own finances, they had 
enjoyed a measure of autonomy, but from the beginning of the 
planning era, decisions regarding investments, deployment of re­
sources, development projects, etc., are taken in accordance with 
the plan priorities by the Central Government, and the Port Trusts 
have largely become executing agenci~s. Though the power to issue 
directives exists in the Act of 1963, as in many other Acts govern­
ing undertakings in the public sector, like the Life Insurance Cor­
poration, State Electricity Boards and so on, yet no occasion has 
arisen in the past to exercise the power, in the case 9f Major Ports 
by Government under this Act. The Commission is also of the firm 
opinion that in the ultimate analysis, the Government should have 
the power to issue directions on questions of policy. It is on account 
of the absence of such a power that delay of nearly 11 years has 
occurred with regard to the 'Minimum Scheme' for the conversion 
of the Prince's and Alexandra Docks into a non-tidal system in 
Bombay. 

14.7. The Estimates Committee (Third Lok Sabha ninety sixth 
report) was critical of this delay and observed that "the Minimum 
Scheme had been turned into a prestige issue by the then Trustees 
which, the Commit.tee consider, to be a very unhealthy trend in 
the Port Trust." The Estimates Committee further added-

"The Committee are surprised at the apparent helplessness of 
Government to issue necessary directions to the Port 
Trust to proceed with the development scheme on the 
lines indicated by them. In this connection the Committee 
suggest that Government should review the position in 
the light of the experience and take suitable measures to 
ensure that there are adequate powers of issuing direc­
tions to the Bombay, Calcutta and Madras Port Trusts, 
which is in the overall interest of national economy as 
also in the interest of the development of the ports.'' 

14.8. The Commission has considered the views of the Calcutta 
and Bombay Port Trusts regarding the special provision in their 
respective port Acts relating to municipal taxation of port properties. 
This subject was considered extensively by the Local Finance En­
quiry Committee (1949) and the Taxation Enquiry Commission (1957). 
The Taxation Enquiry Commission pointed out that in Madras, the 
Port Trust properties were taxed in accordance with the provisions 
of the Madras City. Municipality Act, on the basis of their gross 
revenue and not on that of their value. The tax levied in any year 
on the port properties "shall not exceed 4 per cent of the gross 
earnings from the Port in that year." The Taxation Enquiry Com­
mission has also considered the representations of the Calcutta and 
Bombay Municipal Corporations against the limits laid down in 
their Acts for taxing the port properties. It had noted that the 
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methods of valuation of the properties of these two ports had given 
rise to disputes and it came to the conclusion that the basis of taxing 
the port properties as adopted at Madras was eminently fair and 
reasonable on account of its simplicity. It endorsed the recommenda­
tions of the Local Finance Enquiry Committee (1949) that the basis 
adopted in Madras should be followed in Calcutta and Bombay as 
well. However. to ensure that the rate of taxation was not frozen 
at 4 per cent, the Taxation Enquiry Commission suggested that while 
the basic percentage. might be retained at this level, a provision 
should be made for increasing or decreasing the rate by, say, one­
quarter per cent for every one per cent of the general increase or 
reduction effected in the rate of the tax in respect of other pro­
perties falling within the jurisdiction of the municipal corporation. 
In the light of the above recommendation we do not consider that 
the special provisions relating to municipal taxation of port pro­
perties as found in the Calcutta and Bomb(ly Port Acts need be 
retained in their present form. 

14.9. We understood that Section 59 of the Calcutta Port Act 
relating to the method of ascertaining the annual value of the port 
properties has already been amended by the Wesl: Bengal Govern­
ment in 1954, with the concurrence of the Central Government. This 
amendment provides for a different basis of assessment. to be arrived 
at by mutual agreement between the Commissioners of the Calcutta 
Port and the Calcutta Municipal Corporation and subject to the 
amendment to Section 128 of the Major Port Trusts Act, 1963. 

14.10. We, therefore, recommend that the Madras Municipal 
practice of taxing the Port Tru,zt prop2rties he adopted uniformly 
for all the Major Ports subject to the qualification suggested by 
Taxation Enquiry Commission. This would, however, require an 
amendment to Section 128 of the Major Port Trusts Act 1963. 

14.11. The Commission has considered the question of port 
legislation and has reached the conclusion that the balance of ad­
vantage lies clearly in applying a uniform legislation to all the 
Major Ports. It must be remembered that c~rtain provisions of the 
older port Acts were incorporated under completely different con­
ditions which no longer hold good in the altered c;rcumstances of 
today. Extensive and radical changes. which are neither practicable 
nor desirable, would have to be carried out to these older Acts if 
it is desired to retain their special features. On the other hand the 
Act of 1963, we believe, can serve as the basis for the purpose of 
uniform legislation. 

14.12. Under the Act of 1963, the Government can issue direc­
tions to the Trustees on "questions of policy." Since the Govern­
ment finances mostly the port develo::>ment and is responsible for 
the proper and efficient management of the port administration, the 
Government may consider the advisability of assuming powers for 
giving directions to the Port Trusts on all matters involving "public 
interest" instead of "policy." We believe that this power would 
enable the Government to give directiom with regard to the cons­
truction of berths. wharves and facilities which may not be possible 
under the term 'Policy'. 
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14.13. Whilst carrying out the amendments to the Act of 1963, 
we recommend that the existing provisions in the Calcutta Port 
Trust Act regarding certain special functions the Calcutta Port 
authority has been discharging which are peculiar to this port, such 
as the training of the river Hooghly, the provision of landing places 
and bathing ghats on the river and the regulations governing their 
usage be incorporated,. so that the port continues to exercise these 
functions. 



CHAPTER 15 

COORDINATION BETWEEN MAJOR AND MINOR PORTS 

Any examination of the functions of the Major Ports will be 
incomplete without a study of the facilities available in the Inter­
mediate and Minor Ports. The Commission, therefore, proceeds to 
examine the coordination between Major and Minor Ports in the 
light of the existing traffic and its future growth. · 

v-f5.2. There are 168 Minor Ports in India at present and they 
are spread over a coast line of about 4,800 kilometres. The more 
important of these are classified as "Intermediate Ports", now num­
bering 23. The "Intermediate Ports" so called are defined as those 
which handle not less than 100,000 tonnes of cargo a year. In this 
chapter both the categories are treated as M;inor Ports. The state­
wise location of the Minor Ports is shown in Appendix I to this 
chapter. 

15.3. In most cases, the Minor Ports are only roadsteads where 
the loading and unloading operations are carried on with the help 
of lighters. Despite this double handling, the Minor Ports offer 
certain advantages due to their proximity to the hinterland and 
lower port charges. The Minor Ports have also played an important 
role in relieving the congestion of traffic at the Major Ports. But the 
volume of traffic handled at the Minor Ports is relatively small as 
compared with that at the Major Ports as will be seen from Table 1. 
It will be observed that the MiJLor Ports handled about one seventh 
of the total traffic of the eOCistmg eight Major Ports. 

TABLE 1 

Export-Import Traffic handled at "Major" and "other parts" 1968-69 

Major Ports 

I. Imports 
Coastal 4,972 
Foreign .. 25,383 

Total 30,355 

2. Export~ 
Coastal 4,588 

Foreign 22,610 

Total 27,198 

GRAND ToTAL 57,553 

•India Ports and shipping Statistics 1970, Table V, Page 6. 
105 

Other ports Percentage of 
tr~ffic -at 

"other ports" 
to total 
traffic 

(000 tonnes) 

1,521 23·46 

1,394 5 21 

2,918 8•77 

2,1"08 31"·4S 

2,916 11·42 

5,024 15·59 

7,942 13·79 
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i5.4. The Estimates Committee of Parliament in its Fifty first 
Report, 1956-57, attached considerable importance to the improve­
ment and development of Minor Ports (including Intermediate 
Ports) and observed- . 

"Minor Ports can be made to play a much more· important role 
in the transport economy of the country than that which 
has so far been assigned to them." 

The Com,mittee also recommended that the Government of India 
should consider the feasibility of transferring the subject of Minor 
Ports from the Concurrent List to the Union List in the Seventh 
Schedule of the Constitution. 

15.5. Conditions have vastly changed since the Estimates Com­
mittee reported in 1956-57. One of the striking features of India's 
foreign trade is the emergence of bulk cargo as a dominant factor 
in our port operations. The pronounced incrE1'1se in the expot of Iron 
ore and in the import of fertilizers and their raw materials, petro­
leum products and foodgrains has brought about a radical trans­
formation in the composition of the port traffic. These commodities 
now account for an overwhelming proportion of the traffic handled 
at the ports as may be seen from Appendix ·u of this chapter. This 
development has had, and will continue to have, its impact on port 
dovelopment. 

15.6. Shippers all the world over, because of the distinct freight 
advantage arising from economies of scale, now favour the utili­
zation of larg!er capacity vessels. This trend has been accelerated 
by the closure of the Suez Canal and the higher cost of voyages 
round the Cape. Vessels of 20,000 D.W.T., which were considered 
large still some years ago, are now being replaced by much bigger 
vessels of 100,000 D.W.T. and above. These vessels, however, require 
deeper draft as well as sophisticated mechanical equipment for 
quicker . handling of the cargo; they also call for heavy capital 
investment which could be provided only at a few ports. 

15.7. As a result of these trends, the share of the Minor Ports 
in the total volume of trade has been either stationary or declining. 
Table 2 compares the volume of traffic handled by the Major and 
Minor Ports, during the years 1960-61 to 1968-69. 

TABLE 2 
Volume of trafjic handled b'll the Maior. and Minor Ports during 

1960-61 to 1968-69 
(:Uillion tonnes) 

Percentage share 
r- ...... 
~~""1\Iajor 1\linor Total Major Minor 
- Ports Ports Ports Ports 

1960-61 .. 39·5 6·6 46·1 8il·7 14·3 
1961-62 39·5 6·6 46·1 8.')·7 14<1 
1962-63 42·5 7·8 50·3 84·5 1i\·il 
1963-64 45·9 7·9 5:J·S 85·3 14·7 
1964-65 49·6 8·3 57·9 8.'\·7 14·3 
1965-66 50·2 7·7 47·9 86·7 13·3 
1966-67 53·2 7·6 60·8 87·5 12·5 
1967-68 55·0 8·2 63·2 87·0 13·0 
1968-69 57·6 7·9 65·5 87·9 12·1 

Sol~rce-India Ports and Shipping Statistics, 1970. 
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15.8. It will be seen that though the traffic at both the Major 
and Minor Ports has increased by 42 per cent over this period, the 
traffic of the Major Ports has increased from 39.5 million tonnes in 
1960-61 to 57.6 million tonnes in 1968-69 or by 46 per cent. In the 
case of Minor Ports, the growth was not so pronounced, the increase 
being 20 per cent from 6.6 to 7.9 million tonne'S. 

15.9. Out of the total traffic of 7.9 million tonnes handled by 
the Minor Ports in 1968-69, 5.9 million tonnes were handled by 16 
Minor Ports as indicate<L· below-

TABLE 3 

Traffic handled by sixteen minor ports 

(i) Bedi (Gujarat) .• 
(ii) Belekeri (Mysore) .. 

(iii) Bhavnagar (Gujarat) 
(iu) Calicut (Kerala) · .. 
(v) Cu,ldalore (Tamil Nadu) .. 

(vi) Elephanta. (Ma.harashtra) 
(vii) Mangalore (Mysore) .• 

("iii) Naga.pattinam (Tamil Na.du) 
(ix) Navlakhi {Gujarat) 
(x) Okha (Gujarat) .. 

(xi) Porbandar (Gujarat) 
(xii) Redi {Maharashtra) 

(.tiii) Salay& (Guja.rat) .. 
(xiv) Tutioorin (Tamil Nadu) 
(xv) Veraval {Guj&~at) 

(xui) Sikka (Gujarat) .• .. 

(000 tonnes) 

491 
211 
746 
265 
196 
177 
486 
155 
238 
816 
340 
204 
132 
919 
236 
262 

5,874 

15.10. The trends of traffic at the Minor Ports in the various 
States of India have also some points of interest as will be seen 
from the figures for 1962-63, 1965-66, 1967-68 and 1968-69, given in 
the Table 4. 

(i) Andaman & Nioobar 
islands .. 

(ii) Andhra Pradesh .. 
(iii) Gujarat .. 
(iv) Kerala .. 
(v) :\faharashtra 
(vi) Mvsore .. 
[t>ii) Tamil Narlu 
(l!iii) Ponclicherry 

1962-63 

25 
490 

3,028 
1522 
960 

1,242 
1,547 

3 

TABLE 4 

1965-68 

42 
370 

8,256 
426 
876 

1,106 
1,521 

152 

So~trce-InJia Porh &!ld Shipping Statistics 1970. 
r~'P(D)'inton~T-9 

1067-68 

N.A. 
478 

8,631 
480 
868 

1,139 
1,510 
N.A. 

{000 tonnes) 

Percentage 
increase ( +) 

1968-69 or decrease 
(-)in 1968-
69 over 
1962-63 

N.A. 
507 

3,698 
446 
865 

1,005 
1,335 

86 

N.A. 
(+)3·5 

(+)22·1 
(-)14·6 
(-}9·9 

(-)19·1 
(-)13·7 
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15.1.1.. It is further: observed from. Table 4 that the traffic at 
Minor Ports, except in. Andhra Pradesh and Gujarat, have declined 
between~ the years 1962-6:l and 1968-69. 

15.12. It may be of interestr to look at the types of cargo handled 
at the Minor Ports -so. a& to take a view on the role of the Minor 
Ports to handle the future traffic offerings. Table 5 gives the princi­
pal -commodities handled at the Major Ports and Minor Ports during 
1968.-69:; 

TABLE.5 

PrinCipal commodities handled by Major and Minor Ports during 
1968-69 

Major Port Minor Port 

1. Mineral Oil .. 18,436 471 
2. Iron Ore .. 

15,079 1,061 
3 .. Coal .. .. 999 366 
4. Fertilizer.'rock phosphate/ 

sulphur 4,325 980 
5. Foodgrains .. .. 6,843 417 
6. Iron & Steel and machinery 2,078 8 
7. Other cargo 9,794 4,640 
8. Total 57,554 . 7,943 

Total 

18,907 
16,140 
1,365 

5.:w8 
7,260 
2,086 

14,43-l 
63,4!)7 

(1)00 tonne~~ 

Percentage share 
r- -"'-------. 

::l!n jor Port :\lin or Port 

97·5 2·5 
93 4 6 6 
73 2 26 s 

Ill· 5 IS·5 
94·2 5·8 
9\.l 6 0·4 
67 8 .')2·2 
8i·:J I ·~. 1 

15.13. Having examined the traffic trends at the Minor Ports 
and their relative role in the handling of seaborne trade, the Com­
mission would: like to express its views on the future rcle of these 
ports in the country's economy. Before it does so, it should be point­
ed out that the- ports of ·Mangalore and Tutic<;>rin, included among 
the Minor Ports in Table 3 would emerge as Major Ports 
by the end of the Fourth Plan. The effect of this will be 
a corresponding decrease in the volume of traffic of the Minor 
Ports. There are also certain other factors the effect of which 
will, generally speaking, be to accentuate the decline. Firstly, 
the iron ore traffic at present handled by the Minor Ports 
is being diverted to the Major Ports with the provision of 
deep draft facilities and mechanical handling equipmen~ jor bulk 
cargoes. Secondly, the large traffic in imported foodgrail.LS.~has al­
ready come- down significantly and is likely to be reduced, further 
in the next few years. Thirdly, coastal shipping is facing iocrell.sing 
competition from other modes of transport in the country Fourthly 
the setting up of coastal refineries is also leading to a .reduction in 
the coastal movement of POL. Finally, because of the settjng up of 
fertilizer factories at the Major Ports, the import of fertilizers or 
their raw materials at Minor Ports is likely to decre<::'se. f 

. -~ ,, . 
15.14. In the light of these considerations. tftk. Commission 

comes to the conclusion that the future role of 1Hnor Ports will be 
progressively on the decline. · 



109 

15.15. The Commission, however,. does not rule· out- the . need 
for the development of selected Minor Ports where the factors statE:d 
above may not apply or have only a limited application, as for 
example, where Minor Ports are suited for the .location of harbours 
for deep water fishing to meet the increasing domestic demand. as 
':'eU as. of export .of. marir1:e products. Al~o certain' types of cargo, 
hke dned fish, ch1lhes, omons, roofing tiles, etc.. moving to the 
neighbouring countries and on the coast will continue to be carried 
by sailing vessels from the Minor Ports-. 

15.16. In view of the· trend towards the use of larger and-larger 
vessels for cargo as: well as for containerized vessels -for general' 
cargo, it is necessary that the country should develop adequate faci­
lities of the international standard to receive such vessels at least 
in one port on. the West Coast and one port on the East Coast. In 
the absence of such facilities, it is possible that these modern vessels 
may by-pass Indian ports and go to ports of neighbouring countries 
which offer these facilities. Taking into account the draft required, 
the back-up area necessary for containel's, cargo and equipm~nt; etc., 
and also ·taking into account· the -locational· aspect we 'recommend 
that the new satellite port of Nheva Sheva on the West Coast and the 
Haldia Dock system on the East Coast _may be fully developed to 
meet these mode'rn requirements. Once such large_ facilit~es are de­
veloped in these two areas, the need for additional Major Ports may 
not exist. 

15.17. During the three Plan periods, cons1aerable progress has 
been achieved both in the railwBJy and in the road development. The 
maritime States particularly are fairly well served by a road sys­
tem conn::cting the hinterland with the Major Ports. In view of 
these massive investments, both the value and importance of the 
Minor Ports have, as observed earlier, considerably declined. Besides, 
the Commission thinks that it is more advisable to concentrate 
investments in a few sele'Cted ports and improve their efficiency and 
operations rather than spread the investment thinly over a larger 
number of ports, none of which would be equipped adequately to 
meet the needs. The Commission, therefore, considers that further 
investments on Minor Ports should be made strictly on the basis of 
felt-need and proven viability. 

15.18. The existing Minor Ports have several probl~ms, s~c.h. as 
siltation and entrance barriers, absence of. better handling fac,hties, 
survevs ani adequate navigational aids. It would be uneconomic for 
the Minor Ports to attempt to deal with these problems at their 
cost. The Major Ports adjoining the ~inor Ports should be able to 
come to the aid of the Minor Ports in a planned manner. 

15.19. One of the recommendations of the U.N. experts regard­
ing the dredging of Minor Ports referred to t~e advisability of. d~aw­
in~ uoon such services available with the MaJor Ports. The Mm,stry 
of Shipping and Transport, however, has ~et up a Minor Ports 
Dred!:[in~ and Survey Organization for carrymg out annual .surveys 
of particular sites to be dredged. Unfortunately no dredgmg ha!" 
begun for lack of suitable equipment. 
L'P(D)8011tofS&T-9(a) 
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15.20. The Commission now understands that this organisation 
is being ma-ged into a new "Central Dredger and Survey Launch 
Pool" being set up. by the Ministry. It is understood that this orga­
nization will function as a part of the Ministry of Shipping & Trans­
port and will render technical advice and assistance including the 
carrying out of dredging operations at the Minor Ports. 

15.21. The Commission had had a map drawn of the hinterland 
of all the· Major Ports in the country which is included as Appendix 
ITI to this Chapter. The Commission has also examined the traffic 
projections made by the several ports of the cargo that will be pass­
ing through them. The Commission notes that with the existing eight 
Major Ports, and the two new under construction, there is a con­
siderable overlapping of the hinterland of these ports. For instance, 
the Barajamda iron ore is claimed as a cargo both by Paradip and 
Haldia. The cashew exports are claimed as general cargo by both 
Mangalore and Co_chin. In fact, instances can be multiplied if a 
detailed examination is undertaken of the traffic projections made 
by each of the ports. Elsewhere, while examining the financial viabi­
lity of the ports, the Commission had commented on the lack or 
absence of adequate traffic in the ports like Kandla, Paradip, Manga­
lore and Tuticorin to enable them to become financially viable with­
in a reasonable time. Considering these factors and the even distri­
bution of the Major Ports geographically in the country, tbe Com­
mission has reached the conclusion that there is no need for any 
new Major Ports in the fereseeable future. 



CHAPTER 16 

PORT LABOUR 

(i) Labour Productiviiy and Port Operations 

Labour has a vital role to play in the efficient operation of a 
port. In this Chapter, we propose to deal with the various factors 
affecting labour efficiency and output. These embrace a wide spec­
trum which includes a properly devised wage structure, security of 
employment, etc., which among other things, provide powerful moti­
vation to the workers. 

16.2. For improving labour productivity, the Major Ports have 
made considerable- progr€:'Ss during the l~t two decades both in 
regard to the decasualization of cargo handling labour and in evolv­
ing a progressive wage structure. The first step, taken in 1944, was 
the partial departmentalization of shore labour at Madras. The ports 
of Calcutta and Bombay departmentalized their shore labour in 1948 
and was followed by the introduction of incentive schemes for the 
cargo handling labour. In Calcutta, a "Tonnage Rate Scheme'' was 
introduced in that year whilst in Bombay, an "Incentive Bonus 
Scheme" on shipwise basis came into operation from 1 January 1949. 
The Bombay scheme prescribed datum lines for different types of 
cargo; it prescribed a daily wage as also a minimum fall back wage 
and provided substantial incentives for performances in excess of 
the datum lines. It covered all labour directly connected with the 
work of loading and unloading of cargo. This scheme was replaced 
by the piece-rate scheme as per the decision of the Labour Appel­
late Tribunal in 1956 which slightly varied the award of the earlier 
Meher Tribunal. 

16.3. In October 1956,' by a settlement between the workers and 
the port authorities, it was agreed that pie\!e-rate schemes similar 
to the scheme functioning in Bombay should be extended to the 
other Major Ports. In pursuance of this agreement a piece-rate 
scheme was worked out for the Calcutta Port by a bi-partite com­
mittee under the Chairmanship of Shri F. Jeejeebhoy. This scheme 
was, however not implemented as some. of its aspects were not 
acceptable to 'the workers. Subse-quently, the Government appointed 
Shri J eejeebhoy as one-man Committee but his scheme was also not 
implemented for various reasons. The shore workers at Calcutta 
continued to be governed under the piece-rate scheme introduced in 
1948 and modified in 1961 and in 1964. More recently, the Central 
Wage Board for Port and Dock Workers (November 1969) has 
recommended a piece-rate ~cheme for the stevedore work~rs. ~t has 
also modified the existing scheme for the shore workers Wlth hbera­
lized incentives for higher outputs. 

16.4. As regards Madras Port, a piece-rate scheme modelled 
essentially on the Bombay scheme but with slightly modified datum 

Jll 
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lines and manning scales was evolved by a bi-partite committee and 
introduced with effect from the 1 March 1958. This scheme is applied 
to both stevedore and shore labour. 

16.5. At the Cochin Port, a scheme for payment by results was 
introduced in 1959 for the shore labour under which payment \vas 
made to the workers on- a tonnage basis. When the Dock Labour 
Board (D.L.B.) was set up in 1962 for the stevedore workers. a da­
tum piece-rate .scheme .modelled on the scheme in force in Bombay 
and Madras was introduced at Cochin. The scheme for the shore Labour 
was superseded with effect from 1 October 1967 by a revised scheme 
which is morf:' or less modelled on the scheme in operation for the 
stevedore workers. 

16.6. An incentive scheme was introduced for the stevedore 
workers at the Visakhapatnam Port in 1961 and for the shore work­
.ers in 1964. These schemes are, however, different from the schemes 
in force in the other ports; they are also different for the ore hand­
ling workers .and for labour handling other cargo. The piece-rate 
scheme· for labour handling general cargo ofl the shore side provides 
for separate .datum lines for imports- at the quay and at the 
moorings. 

l6.7. At Mormugao, as far as the Port Trust workers are con­
,cerned,.there is no incentives scheme. The dock workers, however, 
have _a piece-rate scheme covering two categories of wor~:::ers. nameJy 
gangmen and winchmen bas.ed on tonnage loaded and unlcadsd 

16.8. Similarly, in Kandla, there is no incentive scheme for Port 
Trust workers.. However, listed foodgrain workers who also handle 
-fertilizers ,are covered. by a piece-rate scheme based on tonnage 
There _is no incentive, scheme _in force at Paradip. 

16.9. The incentive schemes can broadly be categorized into two 
types: -one based. on .datum line output as in Bombay, Madras a:1d 
Co.cbm, .and~ the ,other, the. piece.,rate type prevailing- in CaJc!J.tta, 
Visakhapatnam and Mormugao. Even in the piece-rate scheme there 
are a few .difli.2rences. For ·instance, in Calcutta, payments are made 
on a slab- basis at a progressively higher rate ·whereas in Visakha .. 
patna,m ·and Mormugao there is a uniform rate. 

16.10. The introduction of the scheme for payment by results 
has undoubtedly had a healthy influence on the efficiency and out­
put ·of labour. As an illustration, we give the statistics of output 

·supplied by the- Bombay Port auth.orities for three years, 1953-54 
to 1955-56, preceding the introduction of the incentive scheme and 
the output since the introduction of the scheme till 1967-68. Cor­
-relating the output to 100· per cent of the datum lines of output 
-provided in the incentive scheme, it is found that the output in the 
three years prior to the introduction of the incentive .scheme ~e11 
short of the datum lines by 30 to 36 per cent. After the mtroductron 
of the scheme. the output" exceeded the datum lines by 40 per cent 
to as inuch as 142 per cent. In Bombay Port, when the piece rate 
incentive scheme was introduced in 1956, the datums were evolved 
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based on the output in the two year period ·1 October· 1945 to. 30 
September 1947, after taking into account the provision of mecha­
nical aids, etc: in the intervening period: The. subsequent additions 
and modifications to mechanical aids, particularly by ·way of ··fork­
lifts, tractors, trailers, mobile 'Cranes, etc., have added new dimen­
sions to the handling of· cargo and more. particularly general cargo. 
The significant increas~ in the output';:by _the ,labour, in ·Bombay 
Port may thus be ascnbed both to .. the greater efforts put in by 
labour in response to the incentive schemes and to the intensification 
of me-chanical aids for cargo handlirig. · 

16.11. ·A similar exercise was attempted for the ·ports· of Cal­
cutta, Cochin . and Vishakhapatnam. Such Information 'Was· not 
available for the Madras Port. In Calcutta, there are· no· datum lines 
for shore workers who are covered by the piece-rate (incentive ton­
nage) scheme. Hence the cargo handling rate for. the years 1961 to 1969 
was compared with the average· per capita h~ndling rate for three 
years prior to the implementation of the tonnage rate incentive 
scheme in 1961. The analysis was restricted to the performance of 
labour at three docks, namely, Cargo Docks, Coal.Docks and Kanta­
pukar Docks. Although the performance in each of these docks 
fluctuated over the period under study, the overall performance was 
favourable as compared with the pre .. incentive phase of three years 
prior to 1961. 

16.12. In Cochin, the. exercise attempted to measure the effect 
of the introduction of the datum piece-rate scheme during' 1968-69 
in comparison. with the pre-pie~-rate performance 'during 1966-67. 
Here also the data furnished rev~led that _for. most of the commodity 
groups e.g., 'the general cargo exports and also sonie general cargo. 
imports, the output had. registered a significa~t increase, 

16.13. In Visakhapatanam,· only about five per cent of .the: cargo 
handled by the Port Trust .labour was covered by datum piece-rate 
scheme. The figures furnished for the years 1962 to 1969 indicated 
that in the post--departmentalization period ·commencing from 1964, 
the output had progressively increasedrover·the years .in -respect.of 
all the three commodity ·groups, namely, iron and steel, bags and 
bales and mineral ores ap.d pig iron. 

16.14. Many of the basic premises on ·which'the'inc~ntive schemes 
in Bombay were evolved have undergone a· substantial ehange'~in 
the last 14 years. Some of the norms had been fixed ·in relation :to 
the then pattern of India's trade with ·certain 'countries ·like 'the 
U.S.A., the U.K. and other European countries ·and 'the ·countries. ·of 
the West Asia and the Far East. Since then the direction ·of our ·trade 
has undergone a change with increase in trade with' Persian Gulf 
and East European countries, and a ·reduction ·in trade with some 
of the North Atlantic countries. 

16.15. There .have also been. pronounced changes in our. trade 
pattern in th~ last few years .. The location (or expansion) .bf .oil 
refineries in Bombay, Cochin and Visakhapatnam and, very recently, 
in Madras has altered the composition of the ·cargo handled at these 
parts. Similarly, the ports of Madras, Vis.akhapatnam, ~. Mormu­
gao have emerged as important ore handlmg ports. Agam, 1ron and 



steel items which used to be significant import commodities now 
figure prominently in the export list. There was also a big spurt in 
the import of foodgrains and fertilizers during the last six or seven 
years and grains which came by bulk carriers were largely handled 
with automatic equipment at certain poris. Similarly, the large im­
ports of heavy machinery could only be handled by heavy cranes 
rather than by manual labour. Likewise the pattern of the coastal 
traffic has also undergone a change. Further, the wage levels of the 
workers have also been revised from time to time. Despite the in­
crease in various components such as Basic Pay, Dearness and other 
Allowances, the processing element of the daily wage in the piece­
:rate scheme has remained unchanged. In spite of significant changes 
in various directions the incentive schemes have continued to re­
main essentially intact except for a few minor adjustments in in­
dividual datum lines. We, therefore, recommend that appropriate 
machinery be evolved to review comprehensively the incentive 
schemes in the ports. It will be necessary to associate labour in 
such a review. 

16.16. On the question whether the integrated incentive schemes 
with common datum lines for the dock and the shore workers as are 
prevailing in Bombay, Madras and Cochin should be extended to the 
other Major Ports as well, the Commission does not see any compell­
ing necessity to have identical schemes for these two categories of 
workers. What is important is that any incentive scheme designed 
to enhance the productivity of the various categories of workers en­

. gaged in cargo handling should be extended as widely as possible. 
Higher outputs cannot be achieved except by greater rey;ards and 
an element of progression should necessarily be embodied in any 
incentive scheme, be it of the datum type or the piece:.rate type. In 
Calcutta, for example, while the shore :workers have been cove'fed 
by the piece-rate incentive schemes, the dock workers till recently 
have been on the time-rate of wage. The Tripartite Expert Committee 
for Calcutta Docks, 1969, (Chatterjee Committee) has expressed the 
view that one of the major factors for the poor output of the dock 
workers in Calcutta is the absence of a proper incentive scheme. We 
understand that the Wage Board has rec~tly formulated an incen­
tive scheme for the dock workers in Calcutta and we recommend 
early action on the scheme. 

16.17. We have noted the suggestions made by the Study Group 
for Ports and Docks (January 1968) set up by the National Commis­
sion on Labour, emphasizing the need for extending the scope of 
incentive schemes to the port workshops. As the National Commis­
sion observed, "the inclusion of supervisory personnel as beneficiaries 
of inc€'Iltives can have a vital role in improving efficiency. together 
with the maintenance personnel they can make or mar the scheme'." 
Some · of the port authorities have mentioned the difficulties 
involved in evolving suitable schemes to cover the workshop and 
supervisory personnel. 

16.18. It was r~presented to the Commission by the spokesipen 
of labour that the supervisory staff in the transit sheds at the vanous 
ports are now left out of the purview of incentive schemes and that 

1 Report orthe National Commission on Labour, August 1969, p. 250. 
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they should bet governed by appropriate incentive schemes. The 
question of the extension of pie~e-ra:te to sh~d staff af the ports of 
Bombay and Madras w_as .exaiiDned by a. Committee appointed by 
the Government of Ind1a m May 1960, w1th Shri F. Jeejeebhoy as 
Chairman. The Committee was of the opinion that "while recogniz­
ing the value of rewards in recognition of work done with more 
than ordinary zeal and fidelity by persons like Shed Superinten­
dents, etc., this Committee recommends that this is a matter which 
calls for consideration by the Administration, but it is not a matter 
within the purview of this Committee's work.'" 

16.19. The existing coverage of transit shed staff by incentive 
schemes at the various ports is not uniform. At Bombay, tally clerks, 
sorters, cart and wagon unloaders, baroots and helping gangs, mo­
bile crane drivers including operators of t;rucks, forklifts and plat­
form trucks are covered by the incentive .schemes. At Cochin, in­
centive schemes. apply to the tally supervisors, shed clerks and 
labour _supervisors as also to markers, sorters and checkers. In 
Madras and Cochin there are schemes for the award of cash prizes 
for the best maintained units. The transit shed staff at- Calcutta and 
Visakhapatnam are not covered by any. iricentive schemes; The 
supervisory shed staff at most o~ the ports is left out of the purview 
of incentive schemes. 

16.20. In our view, any slackness on the part of the supervisory 
staff in the transit sheds would reduce the output and the clearance 
of the goods. As we feef that the co-operation of the supervisory 
staff is vital to the maximizatibn of the output in the chain of opera­
tions from the ship to the transit sheds or vice versa we recommend 
that they should also be covered by incentive schemes. 

16.21. In stJ,Idying the working of port operations the Commis­
sion noticed a considerable idle time with its adverse effects all­
round. It was represented that standing charges to ships ranged bet­
ween Rs. 10,000 and Rs. 15,000 per day at Major Ports. Such idle 
time, besides putting up the avoidable increase in standing charges 
also increases the- burden on the shippers. The throughput at the 
berths is reduced thereby, affecting adversely the operations of the 
port. Further, the labour earnings are' also ·eroded. From the. figures 
furnished by the Bombay Port Trust· we observ:e that· dunng the 
year 1968-69 the idle time in wet months constituted· 25 per cent 
and during dry months 14 per cent of the av~ilable time maki;tg 
an overall average of about 20 per cent. The other ports have m­
formed us that the complete data in respect of ~heir idl~ time were 
not available However it is understood that m certain ports, at 
times, idle ti~e has b~en as high as 50 per cent of the available 
times•. 

1 Report of the Committee to examine tho fca.~ihility of evolving n s7stem of payment 
by results to certain "at~~ories of employees un<ler the Bombay and 1u~dra.s Port Trusts 
an•i the Bombay Dock Labour Board 19GO-C2, p.!)." 

I Report to 'finiqtry of Labour, Employment a n•l Rr>ha bilita tion, Government of India, 
on Problems Relating tO Incentive Payment Schemf'~ Applicable to Port and ~ook Workers 
in Cargo Handling Operations and Certain Oth• r 1\la tter• Prep a rl'd by Ro.bert Gann. 
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16.22. In view of its all-pervasive effect it is essential that the 
proportion of idle time should be reduced to the minimum. While 
it is true that certain causes leading to idle time, such as the vaga­
ries of weather, opening of hatches, and rigging of derricks, can­
not wholly be eliminated, there are other types of delays like 
cargoes not being ready for loading, repairs to cranes, provision of 
special gear, etc., which can be minimized by proper planning. 

16.23. We now turn to the subject of job security which is of 
vital importance in enhancing the productivity in port operations. 
We consider that productivity cannot be maximized without giving 
a sense of job security to labour. As early as in 1931, the Royal 
Conimission on Labour had emphasized the desirability of decasua­
lization of dock workers, and a Draft Scheme was prepared for it 
in 1939, but no action was taken on it owing to the intervention of 
World War II. It wasonly in Madras that partial decasualization was 
introduced in 1944. In 1948 the shore labour in Calcutta and Bom­
bay was also decasualized and in other ports this was not done until 
1959. Prior to these years, the shore labour was employed through 
contractors and the ports had no control over their conditions of 
employment. 

16.24. When the labour was registered in Calcutta and Bom­
bay in 1948, the ports prepared two registers of shore workers: (i) 
the primary register or 'A' category of workmen who were given all 
the benefits, enjoyed by regular employees -of the ports and (ii) the 
secondary register or 'B' category of workmen who were employed 
after the strength in the 'A' category of workers was fully utilized. 
However, in practice, the deployment of rank casual labour was 
resorted to by the Port Trust in the subsequent years as the workers 
under 'A' and 'B' categories were not adequate to the requirements. 

16.25. Following the recommendations of the Report nf an En­
quiry into the Demands of the Labour by Shri P. C. Chaudhuri 
(Chaudhuri Committee) in 1957, to rationalize the employment 
structure of port workers, the ports adopted a uniform nomencla­
ture for the different categories of shore labour, namely, 'A', 'B'. 
and 'C'. The 'A' category workers were regarded as permanent 
employees, whereas the 'B' category workers were treated as 'Semi­
permanent'. The 'B' category workers were paid full wages for the 
days on which they were omployed and attendance money only for 
the days on which employment could not be provided. The 'C' cate­
gory workers were 'casuals' and were -entitled to wages only for the 
days for which they were given employment. 

. 16.26. A further step towards reorganization of shore workers 
was taken as ·a result of acce.ptance by the Government of India of 
the re·commendations. of the report of the Central Government 
Court of Enquiry, Bombay in 1967 (Salim Merchant Report). Accord­
ing to this, the strength of the 'C' category labour was fixed at 15 per 
cent of the combined strength of the 'A', 'B', and 'C' categories. 
Further, on completion of four years of continu:ms service in the 
'C' category. workers were to be automatically promoted to the 'B' 
category and receive all the service benefits of this category. The 
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'B' category workers were given certain additional benefits like 
holidays, leave v•ith pay, sick leave artd retirement benefits. ' 

16.27. As a result of the various progressive measures -referred 
to ea~lier, considerable progress has been mage in extending job 
secunty to the shore workers at our ports. The details of wage 
guarantees offered to the three categories of workers at the Major 
Ports are set out in Appendix I. In particular, the strength of the 'C' 
category which was substantial in some ports prior to Salim Mer­
chant Repcrt has now gone down considerably. At the time of sub­
nnsslon of the Salim Merchant Report, the percentages of ·the 'C' 
category workmen to. the total of the 'A', 'B' and 'C', categories 
were 18.37 in Bombay, 26.72 in Madras, 51.9 in Cochin and 24.11 ·in 
Visakhapatnam. Now the 'C' category workers are only a handful 
at Bombay and Cochin. There are none at Calcutta and Madras. In 
Visakhapatnam, however, the 'C' category workers numbering nearly 
300 still constitute 14.9 per cent of the combined strength of the 'A', 
'B' and 'C' categories. At Kandla, this is even more pronounced 
where the strength of the casual labour at 400 outnumbers the com­
bined total of the 'A' and 'B' categories at 74. We recommend that 
every effort should be made for the early absorption of the 'C' 
category workers into the 'B' category and also wish to emphasise 
the need for keeping the 'C' category workers to the barest mini­
mum. In this connection, we may point out the practice at Visakha­
patnam where a provision exists for registering the Port Trust it­
self as an employer indenting upon the D.L.B. for occasional require­
ments of labour. On the same analogy, endeavour should be made by 
ether ports to eliminate progressively the employment of contractors 
and contract labour on works which are of a regular and conti­
nuous nature. 

(ii) Impact of Ports' Modern'zation on Labour 

16.28. In the Chapter relating to the modernization of cargo 
handling facilities, we had dealt with in detail the need for mecha­
nization in the overall interest of the national economy in order to 
secure a sir!nificant reduction in the overseas freight and make our 
prc.auc1s COli1')etitive in the international markets. We now propose 
to consider the effects of. modernization on a number of factors 
rPl:'lting to labour eng-aged at the ports, namely. the dimensions of 
labour requirement, the deployment of surplus labour, if necessary 
after suitab)e training- in alternative employment, manpower plan­
ning, sh;ning of the ·gains of productivity, etc. 

16.29. Any scheme of modernization of our ports should take 
into account -the conditions peculiar to our country where -capital 
is relatively scare, wages are comparatively low and. unemploymel?-t 
and undf'r-employment . are wide-spread. In. these Circumsta~ces It 
would b~ more appropriate to concentrate m our. ports on Sli~pler 
typos of equipment involving less capital c_ost and fewer ~amte­
nance problems and which wnuld save physical effort and d1splace 
f 0 wcr workers rvrr. A. A. Evans in his book on "Technical and 
S0cial Changes jn tre World Ports" brouQht out by the International 
Labour Office in 1969 has observed that "where labour costs are 
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high and capital is relatively easy to secure", new methods of hand­
ling cargo would seem to be economically justified. But in most 
developing countries "the position is. d~erent and it may, therefore, 
be doubted whether all-out mechamzat10n of cargo handling is the 
most appropriate solution in the economic circumstances of these 
countries" .• 

16.30. In certain sectors of our port operations, however, a high 
degree of mechanization has become inevitable, particularly in bulk 
commodities like ores, fertilizers and fertilizer raw materials. Our 
exports of ore would become less and less competitive in inter­
national markets if we do not equip our ports with mechanized 
loading facilities. The National Commission on Labour has appre­
ciated that "technological change is a historical inevitability" and 
has recognized areas where "the tasks to be performed will not be 
performed and results to be obtained will not accrue unless the 
machin~ is pressed into service".5 While accepting the necessity and 
the inevitability 'of mechanization in certain sectors of port opera­
tions we recognize the fact that this problem should be approached 
with a sense of caution and with appropriate safeguards against the 
adverse effects on employment. 

16.31. The object of mechanization is not only to accelerate the 
handling of traffic but also to reduce the overall unit cost. This can 
be achieved by the optimum utilization of the mechanical appliances 
which calls for training of labour in new skills and the elimination 
of unproductive time. It is essential that the expenditure on the 
installation and maintenance of mechanical appliances should be 
rr~ore than offset by the savings in the expenditure on labour. Since 
most of the cargo handling work at the ports is now done in gangs, 
any successful introduction of mechanization will require a read­
justment of the gang strengths. Although the size of the gan~ at 
Major Ports has now become a matter of convention, whenever there 
are substantial additions or modifications to mechanical aids, the 
scope for adjustment in gang streng,'th should be looked into. 

16.32. As regards the mechanizatio~_ of general cargo handling 
in our ports, palletization has been attempted on a limited scale. 
The experience of developed countries in this regard can serve only 
as a guide and the determination of gang strengths will have to take 
into account the conditions prevailing at our ports. Factors like 
types of cargo handled, the mode of packing and the extent of 
mechanization should all be taken into account in fixing the gang 
strength. 

16.33. In most of the ports, the size of the gang is somewhat 
rigid. For example, in Calcutta it is 1 Sirdar plus 12 Mazdoors; in 
Bombay it is 1 Morpia plus 12 Mazdoors except for the manga:r;e~e 
ore for which the gang is 1 Morpia plus 18 Mazdoors. In Madras 1t IS 

1 Maistry plus 10 Mazdoors. At the ports of Cochin _and Visakha­
patnam, ·however, there is already flexibility in the strength of 

' Ibid, p. 30. 

i op. Cit, p. 25R. 
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shore gang depending upon the type of commodity handled, its pack­
ing and the equipment used. In Cochin, for instance, the gangs are 
as folows-

(a) for general cargo 

1 gang leader plus 7 workers (for crane hook) 
1 gang leader plus 9 workers (for derrick hook) 

(b) for baggged cargo 

1 gang leader plus 14 (crane) to 17 (derrick) workers for 
imports, and · 
1 gang leader plus 11 (crane) to 13 (derrick) workers for 
exports. 

(c) for gra•in· in bulk bagged on board !Jefore discharge 
l gang leader plus 12 (crane) to 15 (derrick) workers. 

(d) f•or hazardous cargo or "long carry" 

6 to 8 workers are added to the gang and there is a further 
provision for adjusting the size of the gang depending 
upon the circumstances. 

Similarly, in Visakhapatnam, .for handling imports in bags and 
bales there is 1 Maistry plus 20 Mazdoors in a gang as against 1 
Maistry plus 4 to 12 Mazdoors for general cargo depending upon 
the nature of the cargo. For handling bulk mineral ore the gang 

. consis.ts of 1 Maistry plus 17 Ma'zdoors. 

16.34. We are, therefore, of the view that there should be. con­
siderable flexibility in the fixation of gang strengths and there . is 
no need to have a uniform strength for all the commodities at a 
port. 

16.35. With a revision of manning scales a review of the wage 
structure of port labour should also be undertaken with · a view 
to giving labour a share in the increased productivity resulting 
from mechanization. The evolution of a formula acceptable to all 
the interests concerned is, however, a difficult matter. The National 
Commission on Labour has observed that "Labour should get its 
share in the form of increased remuneration, the commtinity by. 
way of price reduction and/or improvement in quality, and the em­
ployer through increased returns on investment. Due consideration 
has also to be given to the needs of development.''8 It has· further 
observed that a quantitative basis for sharing the gains of producti­
vity as suggested by the National.Productivity Council could be set­
tled by mutual agreement and on a pragmatic basis. 

16.36. The formula suggested by the National Productivity 
Council is as follows-

"After making a provision in the interest of the consumers 
which should not exceed 20 per cent wherever this is 
necessary, out of the balance of the gains of productivity, 

• op. cit p. 265. 



labour will receive half in those industries where their 
wages clearly correspond to a fair or living wage except 
that 

(a} Where the wages are at a level below either the fair 
wage or the need-based minimum wage, the share of 
labour will be larger to be decided by mutual agree­
ment, and 

(b) Where the industry has clearly built up a large free 
reserve, the share of l~bour will also be higher than the 
50 per cent m~ntioned above. Of the share thus avai­
lable for distribution after a provision for consumers 
and labour has been made, a portion will be reserved 
for the development of the industry and the rest will 
be available for remunerating capital. 

NoTE-Where no provision is actually made for consumer, the 
amount will be available for distribution -to labour and capital."' 

We recommend that the foregoing principles endorsed also by 
the National Commission on Labour may be accepted and imple­
mented in the case of port and deck industry, including the provi­
sion for consumer interests. 

16.37. The impact of mechanization on employment levels 
w<>uld not obviously be uniform at the various ports; it will dep€nd 
on the extent of mechanization as also the composition and quantvm 
of traffic. We proceed to indicate the dimensions of the impP.ct of 
mechanization at the various ports as could be forecast for the _next 
5 to 10 years. 

16.38. It would be useful to distinguish l:letween the mechani­
zation programmes for handling bulk cargo anJ those for the general 
cargo. In the bulk cargo, as already noticed in Chapter 4, traffic in­
crease in iron ore, P.O.L., coal and fertilizers will be of the order of 
19.92 million tonnes during the peri:.:·d 1968-69 to 1973-74. This would 
account for as much as 92.3 per cent of the anticipated increase of 
21.58 million tonnes; the increase in the iron ore traffic alo~e is 
anticipated at about 10.4 million tonne's. In connection with our 
iron ore exports, massive investments have been contemplated in the 
ports· of Madras, Visakhapatnam, Mormugao, Paradip and Haldia in 
the Fourth Plan. The facilities also include a faster rate of loading 
providing for 30,000 tonnes a day in Haldia and 48,000 tonnes at the 
ports of Madras, Visakhapatnam and Mormugao. Presently, the load­
ing pf iron ore in Mormugao in stream, and the loading 'vith the 
semi-meclianised facilities in Madras call for the employment of a 
considerable quantum of labour. A su):>stantial portion of ~he iron 
ore handling labour at the ports of Madras, Visakhapatnam and 
Mormugao comes under the Dock Labour Boards (D.L.B.) and the 
impact of mechanization of ports would, therefore, be felt by them. 

16.39. Imports of foodgrains, which reached the peak of 8.5 
million tonnes in 1966-67, began to decline from the following year. 
accounting for a traffic of only 4.9 million tonnes in "l!:GS-69. It 'vJ.s 

7 op. cit pp. 266-67. 
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further expected to taper off to 2.9 million tonnes in 1973-74 but 
this figure :was scaled down to one million tonnes. The details of 
these figures are set out in Ta,ble 1 below-

TABLE 1 

*1966-67. 
(Actuals) 

ti968-69 
(Actuals) 

Calcutta 
Bombay 

:\lallras 
Co<'hin 

Visakha~atnam 

Kandla 
:\Iorruu.sao 
l'aradip 

Total 

Snurce-• India Ports and Shipping Statistics. 
t Port Authorities. 

t Planning Commission. 

(In million tonnes) 

2·4 1·09 
2·1 1·36 
1·6 1·00 
0·7 
0'4 
1·2 
O· i. 
Nil 

8·5 

0·51 
0·38 
0·56 
0·04 
0·01 

4·95 

t1973-74 
(h:stimated) 

0·36 
Nil 

0·34 . 
0·06 
0·24 
Nil 
Nil 
Nil 

1·00 

16.40. In most of the ports, foodgrains are handled by _labour 
under the control of the Food Corporation of India (F.C.I.), either 
directly or through the listes} workers. of the D.L.Bs. Here again, 
due to a pronounced decline anticipated in foodgrain traffic, sur-

. pluses would arise in the foodgrain handling labour. 

16.41. In respe'Ct of general cargo, we have recommended in 
Chapter 6 on Ports' Modernization and Expansion Programmes, 
selective mechanization in the· handling· of our exports" including 
palletization at Calcutta, Bombay, Madras: and Cachin. While this" 
would no doubt lead to a reduced unit demand for labour, its overall 
impact is not likely to be appreciable because the growth in general. 
cargo traffic at these ports and the · consequent demand for- extra:. 
labour could be expected to offset the decline by the adoption of 
palletization and pre-slinging. The estimated figures of growth in 
general cargo traffic at these ports are indicated in Table 2-

C'alcutta 

Bombay 

l\Iaclr-as 

Cochin 

SMtrce-1 ~!aj:>r l'ortf. 
2 Pb.nnin~ Con1n1i~!:'ion. 

TABLE 2 

1968-691 

(In million tonnes 
3·79 4·10 

4·82 

0 72 

0·84 

5·75 

1•20 

1·20 
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16.42. We requested the Major Port authorities to make an assess­
ment of the labour required at their ports in the next five to ten 
years, taking into account the present methods of handling the 
various cargoes, the programme of mechanization visualized in the 
period and the details of man-power planning they have adopted. 
From the statistics furnished by the Port Trusts we find that, bar­
ring the Calcutta Port, there may not be any serious problem of 
surplus labour at the ports. The Calcutta Port Commissioners hav: 
estimated that they would have to face surplus labour of about 
3,900 consequent on the commissioning of mechanized cargo berths at 
Haldia. However, taking into account the anticipated rise in general 
cargo traffic at Calcutta, they have envisaged the absorption of 500 
workers by 1971-72 and, 1500 by 1974-75. The net surplus would thus 
be of the order of 3,400 in 1971-72 and 2,400 in 1974-75. 

16.43. As pointed out earlier· in this Chapter, in dealing with 
the handling of bulk cargo at the various ports and more particularly 
iron ore and foodgrains, considerable surplus of labour is forecast in 
respect of the work force within the purview of the D.L.Bs. The 
details of the anticipat·ed surpluses are as follows-

Calcutta. 

Bombay 

Madras 
Visa.khapatnam 

Mormugao 

11,275 
about 2,000 to 2,300 

2,500 
4,0u0 
2,258 

Even assuming that no new recruitment is made, and making 
allowance for the normal wastage by retirement, resignation and 
death, the problem of surplus labour would still remain. It is, there­
fore, necessary to take steps well in advance to minimise the adverse 
impact on labour. 

16.44. The representatives of labour have made a strong plea 
that there should be no retrenchment of personnel as a result of 
mechanization. The stand of the Labour members in the Study 
Group for Ports and Docks set up by the National Commission on 
Labour was that "the port and dock workers will not oppose mecha­
nization, such as palletization or containerization, in the ports pro­
vided the existing level of their employment was not adversely 
affected and their earnings were progressively improved as also the 
employment potential of the future was adequately safe-guarded 
keeping in view the overall unemployment and economic conditions 
of the working class generally in the country."• Their concern is 
understandable as the magnitude of surplus labour would be of such 
dimensions as to call for long term measures. Every effort should, 
therefore, be made, while introducing mechanization, to avoid hard­
ships to labour and the port authorities as well as the D.L.Bs. should 
endeavour to absorb in alternative jobs the labour displaced. Where­
ever possible, redundant labour should be absorbed in the new ports 
which are under construction. 

• Report of the Tripartite Expert Committee for· Calcutta Docks(August, 1969) Vol. II, 
Annexure XXVI. 

' op. cit. p. 53. 
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16.45. We believe that new employment opportunities will be 
created for the operation and maintenance of the additional mecha­
nical equipment, such as forklifts, straddle carriers, and trailer 
~rucks .. ~e port and dock authorities would have to provide train­
mg facilities for the redundant workers for absorption in view occu­
pations and picking up new skills. The advent of new methods of 
cargo handling will also for greater skills on the part of the dockers. 
They will have to acquire knowledge and understanding of new 
methods and skills necessitated by the introduction of mechanical 
appliances. The training of dockers has three distinct aspects, 
namely, pre-entry traillfng, on-the-job training and specialized or 
refresher courses for senior workers. Pre-entry training could _be 
imparted in the form of pre-vocational or apprentice training or as 
induction training for newly employed dockers. The former type' of 
training is given at the ports of Rotterdam and Antwerp and also 
in Poland while the latter type of training i!l imparted in the U.K., 
Australia, New Zealand and Israel. The trainipg of· our dockers will 
call for considerable organization, including .the establ·ishment of 
proper training schools. We recommend that appropriate schemes be 
evolved by the port authorities. 

16.46. Along with the measures suggested above for absorbing 
redundant labour in alternative jobs, serious consideration should 
be given to the formulation of attractive schemes of voluntary re:.. 
tirement for port labour. Barring the Visakhapatnam port, where 
voluntary retirement schemes exist for the dock and port W{)rkers 
as shown in Appendix II, the other ports have not evolved any such 
schemes. Even in Visakhapatliam we have been informed that only 
a few workeTs have opted fot.'voluntary retirement. At Cochin, a 
scheme for the workers of the D.L.B. was introduced for a two-year 
period from December 1967. We would urge that appropriate schemes 
for valuntary retirement should be drawn at all the ports in consulta­
tion with labour and they should be applicable over a longer period 
of time. 

16.47. The Government of India appointed in 1968 a Tripa~tite 
Expert Committee (Chatterjee Committee) for the CalGutta Docks to 
study, among other things, the future manpower requirements and 
to indicate the extent of surplus labour, if any, and suggest reme·_ 
dial measures to deal with it. The Committee has propos~d. an ela­
borate voluntary retirement scheme for the dock workers. It con­
templates adequate compensation for both the . registered and the 
listed . workers-

( a) for the loss of service up to the age of 60; and 

(b) for the past service rendered. 

The details of the scheme are set out in Appendix III and we 
understand that the Government of India has accepted the Scheme. 

16.48. We were surprised to find that t~e problems of man~'Yer 
planning have not received sufficient attenb?n of the port au~honbe!. 
This would enable! the ports to have ~ coo:~mated. appr?~ch m chalk­
ing employment programmes. Our mqmne$ have ehc1teq tha~ ~t 

L!P(D)SO:\fofS&T-10 
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present only a few ports have devoted some attention to this pro­
blem. At Calcutta, a few piecemeal studies have been carried out 
in regard to specific sections and services. In Madras, tt Committee 
headed by the Chairman of the Port Trust has been constituted in 
1969 to study the manpower requirements and the anticipated sur­
plus arising from the commissioning of the fully-mechanized ore 
handling plant. At Cochin, programmes of manpower planning are 
proposed to be organized and it is reported that the port is. consi­
dering efficiency studies of port operations by industrial consultants. 

16.49. In view of , the progressive resort to mechanized cargo 
handling techniques and the consequent surplus of labour, the spe­
.cialized skills required for operating sophisticated equipment, etc., 
w~ urge that all the Major Port authorities devote serious thought 
in the perspective of the 'seventies' to the preparation of manpower 
plants for -forecasting labour requirements and of appropriate train­
ing programmes. 

(iii) Co-ordination of the agencies employing labour at the Ports 
16.50. The primary function of the ports is to provide an im­

portant link in cargo transportation between the sea and the land. 
Cargo handling in a port comprises various operations such as dis­
charge .from the ship to the wharf, removal from the wharf to the 
storage points and the clearance therefrom. The output in one opera­
tion is conditioned by the pace of other operations. Indeed, no sus­
tained increase in the overall output can be maintained without the 
co-ordinated efforts to ensure efficiency of working at the various 
stag'~s of cargo handling. Mere improvements at the ports by way of 
better berthing facilities, cargo handling equipment, storage accom­
modation, etc., would not achieve the benefits expected of them un­
less the agencies engaged in the various cargo handling operations 
·are effectively organized to promote increaseq productivity. One of 
the reasons for the ·employment of a large labour force ot our ports 
is the continued use of equipment which are not of the 
latest or the sophisticated type. Any increase in the throughput at 
the ports is, therefore, directly dependent on the improved output 
of labour. In this Chapter we are dealing with the co-ordination of 
the various agencies employed in cargo handling and particularly 
those which regulate and control the large labour(force. 

16.51. The port authorities in India, besides providing the static 
facilities like berths, docks, quays and storage accommodation, also 
provide cargo handling equipment. They are also the conservancy 
and pilotage authorities and employers of several categori~s. of la­
bour. Nevertheless, quite a few services are also rendered by mdepen­
dent agencies each with its own complement of labour. Cargo hand­
ling on board the ship is generally the responsibility of the lod\~ 
agents of the ships and is usually got done by the stevedores. On ~he 
shore, the handling of cargo is done by the Port Trust labour w1th 
certain exceptions. There is however, no uniformity in respect of 
the services directly render~d by the ports. Broadly speaking, they 
take direct responsibility on the shore for the general cargo. In 
respect of other cargoes, however the pra'ctice differs from port to 
port. The loading and unloading from road and rail vehicles is 
invariably the responsibility of the consignees/consignors. 
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16.52. The employment of shore labour at the ports was origi­
nally done through private employers who functioned as interme­
diaries. b~tween the P?rt au~horities and the labour. The Royal 
Comnnsswn on Labour m India, 1931, recommended the introduction 
of a scheme of registration of labour under the direct supervision 
and control of the port authorities. It further recommended a re· 
organization of the methods of engaging and pooling labour supply 
with the object of providing an equitable distribution of employ­
ment among the registered workers. It also suggested the associa­
tion of representatives of ship-owners, stevedores and labour in 
this task. However, in view of the inherent difficulties of decasua­
lization of port labour, coupled with the methods of its recru'itment 
the Government and port authorities thought it better to introduc~ 
the scheme of registration of labour as a first step. 

16.53. It was only in 1939 that a Draft-Scheme of Registration 
was drawn up with a view to regulating the supply of labour to 
demands. The consideration of Scheme was, however, postponed and 
eventually dropped in view of the conditions ·caused by World War 
II. In 1944, the Madras Port was obliged to departmentalize partially 
the shore labour in order to ovETcome the difficulties of obtaining 
them through contractors. The ports of Calcutta and Bombay adopted 
similar schemes in 1948. However, no uniformity in pattern develop­
ed in regard to either the categorization of the workers or the types 
of cargo handled by the port authorities. Each port pursued its own 
ad hoc policy which was largely influenced by local considerations. 

16.54. Under the Dock Workers (Regulation of Employment) 
Act, 1948, Dock Labour Boards (D.L.Bs.) were established and 
charged with the administratibn of the provisions of the Act. The 
Act also provided for the formulation of SchemeS! for the registra­
tion of the stevedore workers at the ports, and the present pattern 
of employment of stevedore workers stems from these Schemes. 

1"6.55. The other categories of labour not falling within the pur­
view of either the Port Trust or th~' f\ · :P b" and lar~, 
casual in character and were employed directly or through contrac­
tors by the port users. However, with the emergence of bulk traffic 
other labour-employing agencies appeared op. the scene .. !Vith the 
beginning of large-scale imports of foodgrams and fe~bhzers, the 
Food Corporation of India (F.C.I.) took over the handhng of these 
cargoes. Likewise the Minerals and Metals Trading Corporation 
(M.M.T.C.) came into the picture in respect of shipment of iron ore 
and the State Trading Corporation (S.T.C.) in regard to the imports 
of fertilizer raw materials. The multiplicity of cargo handling agen­
cies has resulted in the absence of an integrated approach to the 
problem, even as regards~~rincipal commodit~es. Th~ ;igidities ~n 
the present pr:actice at Major~: Ports are set out m detail m Appendix 
IV. 

16.56. Th~e is considerable diversity of practices, besides .di~er­
ences in the :fficlrmitude of the labour forces employed by the prmcipal 
agencies at the b por~_For instance, in Calcutta, the ca:go han~i:r;g 
labour directly employe~ by the Port are about 9,000, whilst the .regis­
tered workers with the D.L.B. and those under the Listing Schemes 
operated by the L.D.B, number respectively 11,500 {lng 5,800. The 
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F.I.C. also employs a small number of workers in the port. In Bombay, 
while the labour force connected with cargo handling by the Port 
Trust is about 5,800, the number employed by the F.C.I. is about 4,700 
which is in excess of the registered workers coming under the D.L.B. 
and which amounts to 4,000. While the cargo handling labour directly 
employed by the Madras Port Trust are about 2,000, the registered 
workers under the D.L.B. are about 2,400, an equal number coming 
under the Listing Schemes. Over and above these, the F.C.I. is re­
ported to be employing about 3,300. 

16.57. Equally significant is the tonnage outside the purview of 
the Port Trust labour. This is evident especially in Bombay and 
Madras when we take into account the tonnage not handled by the 
Port Trust labour correlated to the traffic at the wharves. At Bom­
bay, during the year 1968-69, foodgrains and other bulk imports not 
handled by the Port Trust labour amounted to 2.6 million tonnes, 
constituting about 40 per cent of traffic handled at the wharves. 
Similarly, in Madras, the traffic .not handled by the Port Trust labour 
amounted to 2.7 million tonnes, constituting nearly 59 per cent of the 
total traffic at the · wharves. Appendix V sets out the position in 
Bombay and Madras for the three years 1966-67 to 1968-69. Where 
an appreciable volume of the traffic is not handled by the Port Trust 
labour, the Port Trust cannot be held responsible for the effective 
and efficient port operations. 

16.58. The main outcome of such heterogeneity of employing agen­
cies is the rigidity with which labour operations are compartment­
alized. This is apparent in the very existence of two employing 
organizations, namely, the Port Trust and the D.L.B. While the Port 
Trust workers are directly employed by the departments of the ports, 
the dock (stevedore) workers are registered with the D.L.B. and their 
services are drawn up, as and when required, by the stevedores and 
other registered employers. The two organizations have each an 
independent administrative set-up. It is not merely that there is no 
mobility in the employment of labour between the ship and the shore, 
but what is more disquieting is that these rigidities extend to even 
intra-port and intra-dock labour. To give an example, in the Bom­
bay Port Trust, there are categories of labour exclusively engaged 
for the unloading of the export cargo arriving at the port, a..'ld 
another set of workers exclusively for stacking of· the cased cargo. 
Similarly, at Visakhapatnam, the shore labour of the Port Trust is 
divided into two groups, one handling bags and bales and the other 
handling other kinds of cargo. Likewise there are several instances of 
intra-dock compartmentalization. At Madras, a set of workers are 
exclusively employed for the handling of coal on board the ship and 
are drawn from the listed workers with the D.L.B.; the D.L.B. regis­
tered workers deal with the other cargoes. Thus, there is Tittle 
interchangeability (i) between dock and shore labour; (ii) amongst 
the dock labour and (iii) amongst the shore laboq.r. 

16.59. In all the Major Ports, work on the ship and on the shore 
are two separate functions. In both. there are furthe«""\ub-groups of 
workers assigned to specific commodities. 0\y.i.ng to lack of inter­
changeability amongst the workers, an exce~ve work force is main­
tained at the ports, resulting inevitably in irregularity of employ~ 
ment and differing levels of earnings and productivity. In many case~ 
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the shortages in the strength of the gang in one set of workers affect 
adversely the out-put of the others. Again the late arrival of one 
set of workers at the b~ginning of· the shift and its early breaking 
off at the end of the shift contributes to the idle time of other sets 
of workers. Added to these, are the differences in the wage pay­
ment _schemes f~r .t~e various categories of workers. Thus the task 
of fusmg the actiVIties of the multifarious agencies with the ultimate 
objective of enhancing productivity is indeed formidable. 

16:60. :rhe surplus labour, bes!~es necessitating a higher degree of 
co-ordmahon, also accounts for nsmg costs at some of the ports. As 
each group of labour maintains its own reserve the cumulative 
effect is a la:ge surplus i? relation to the actual requirements. With 
the changes m the hanqlmg methods through the installfttion of fast 
moving appliances for loading and unloading of cargoes the problem 
of excess labour is likely to intensify and tlie task of solving it be­
comes one of increasing urgency. 

16.61. The Tripartite Expert Committee for Calcutta Docks 1969, 
has drawn attention to the existence of too many categories at this 
port for performing different jobs. As the workers are categorized 
for handling particular types of cargo, their employment varies 
with the fluctuations in the volume of traffic. Such a cpmpartment­
alization of the workers places an uneven burden on any one category 
of trade when its traffic declines. Under the present arrangement, a 
levy is realised from the registered employers including the· steve­
dores by the D.L.B. as a percentage of the gross wages of the workers 
employed for working the shtps. This levy is intended to meet the 
expenditure towards the cost of the administrative staff, wages for 
holidays and non-working days, etc., including the payment of. 
guaranteed wages and amenities for the workers. An illustration 
of this is provided by the case of the salt trade at Calcutta. The 
traffic in salt has been on the decline resulting in pushing up the levy 
on the trade very steeply. When the salt traffic disappeared complete­
ly in recent months, there were no 'wages' on which the levy could 
be imposed on the registered employers, resulting in an anomalous 
situation. The Tripartitle Committee, therefore, felt that a rationali­
zation was needed by which workers of one category during the 
periods of its low traffic could be diverted for handling other cargoes 
where there was a larger demand for workers. Alternatively, it sug­
gested the grouping together of workers of comparable categories 
to serve the requirements of similar types of commodities so that the 
employment levels of large sections of workers · could be made 
uniform. 

16.62. Occasional marginal surpluses of labour are not unusual 
in the port industry, but the matter for conc~rn is the anomaly. of 
pronounced surplus in ce:rtain areas of operatiOn, concurrently With 
shortages in other areas. Since the call_ of ~hips fluctuates due t_Q a 
variety of reasons, seasonal and othen~nse, It Is not always possible 
for the various employers to engage . I~ full. strength the W?rkers 
needed to meet the peak demand; nor IS It possible for thez:n to mdent 
fl}r additional workers from the other groups ~ecause ?f the . co~­
partmentalization of the work force. The bunchmg of ships which IS 
not an uncommon phenomenon and is impossible to avoid, accentuates 
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the problem of surplus of labour in one segment and scarcity in 
another. The surplus is brought out not only by the variations in 
the volume of traffic but also in its pattern. 

16.63. In Visakhapatnam Port, we were informed that before the 
introduction of the Unregistered Dock Workers (Regulation of Em­
ployment). Sc~eme 1968, the pool of iron and steel (mechanical) 
labour mamtamed a strength ~o meet the demand for 10 points only. 
~ point means a loading or unloading place on shore or yard engag­
mg one gang. If there were two or three ships loading at a time and 
requiring more than 10 points they used to be left out and detained 
due to the shortage of labour. Another instance of shortfall of 
strength in one operation affecting the overall productivity could be 
found in the poor clearance of foodgrains from the shore at several 
of our ports. We, therefore, emphasize that unless all the three 
operations in the cycle of discharge. removal and clearance are pro­
perly dovetailed, high levels of productivity cannot be maintained. 

16.64. Yet another aspect of rigidity in the labour set up is the 
discordant note struck by the functioning of a number of unions and 
the clash of interest. The under-current of discontent could arise 
from the dissimilarity in wage pattern and other service conditions. 
The absence of common incentives in some ports also contributes to 
this kind of 'feeling. For example, in respect of commodities where 
higher slabs of output are expected but not achieved the group of 
workers concerned is oblivious of the repercussions of its action on 
the productivity and earning capacity of other groups continuing in 
the same chain of operations. It is, therefore, not surprising that there 
is a lack of effective co-operation towards the betterment of produc­
tivity levels. Furthermore, while the spread-over of· the hours of 
work of the shore workers covered by the provisions of the Minimum 
Wages Act cannot exceed 12 hours in a day, the stevedore workers 
can be booked to work more than one shift in a calendar day in times 
of need. This is one of the reasons for the piece-rate earnings of 
stevedore workers tending to be higher than those of the shore wor­
kers. In Calcutta, the situation is rendered even more difficult as 
the shore labour, employed by the Port Commissioners, are on the 
incentive tonnage rate whereas the workers on board the ships, conti­
nue to remain, by and large, on time rates. 

16.65. The principal difficulties arising out of the present set-up 
for employing labour are (i) the problem of co-ordination, and (ii) 
proper utilization of labour force. Because of the conflicting interests 
of the various employing agencies and their respective labour groups, 
the multilateral pulls make co-ordination difficult. One of the reasons 
leading to idle time in cargo handling is the non-synchronizati?n <;>f 
the activities of two or more groups of labour. If one authonty IS 
charged with the responsibility of moving the cargo from the ships' 
holds till the point of loading on the consignees' vehicles or vice versa 
such .an authority could more effectively plan the work at various 
stages. The cumulative effect of the deficiencies in the present sys­
tem cannot be overcome except by consolidating the employing 
agencies and their labour groups. 

16.66. It is against this background that the concept of a single 
employing agency with dual functions, namely, (i) to consolidate the 
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emp~oyment of _la_bour and (ii) to take direct responsibility for im­
provmg productivity may be advanced. The American Team under 
the U.~·~:I.D. w~ich v~sited the Indian ports in 1964, to report on 
the facihties available m regard to the handling of foodgrains ob­
served tha~ "an attempt should be made to con~olidate responsibility 
for the entire move_m~nt ~r<?m v~ssels to wago~ m one entity or upon 
one person. Now It Is divided mto four sectwns, with varying res­
ponsibility and pay schemes"." The need for a unified agency has also 
been stressed in a joint study mad~ in 1966 by the Indian Institute of 
Management, Calcutta, and the Management Group-Committee on 
Plan Projects of the Planning Commi~oion on the problems of port 
management relating to Visakhapatnam. It has observed that "the 
multiplicity of employers and controlling bodies for dock workers 
necessitates close co-ordination as well as full co-operati.on among 
them. Moreover, the cargo handling operations are shared amongst 
them; the cargo on the ships being handled by stevedore laboure em­
ployed by Dock Labour Board; the handling between the ship and 
the storage place is done by port labour and that between storage 
place and the railway wagons by labour employed by food department 
and private contractors. As such, need for co-ordination for each 
operation becomes paramount."!" The report goes on to add that "in 
view of the above, it is proposed that all the dock workers working 
in the port area may be employed by only one organization." The 
alignment of trade unions with specific categories of workers has 
brought in its wake, as earlier indicated, quite a 'few problems. Unifi­
cation of control of labour in the port area under one agency might 
also encourage an integration of .. -ihe different unions. 

16.67. The logical choice of an unified agency could be the Port 
Trusts. The control of labour handling the general cargo on the 
shore is already with them and they COJJ.ldJ,ake over more easily than 
the D.L.B. the control of all the other workers. This would make the 
Port Trusts solely responsible for the port operations in their en­
tirety. 

16.68. While a unifield agency would be an ideal solution, we 
should not overlook the difficulties of suggesting such a sweeping 
change. The unificatio:n of the entire labour in the. port area,_ em­
bracing all the categones of workers, under the aegis of one s_mgle 
controlling agency would be a longdrawn process and tbe machmery 
that would be required to bring about the consequential changes 
would have to vary from port to port. 

16.69. Further there is bound to be a strong demand from labour 
that the main pre~requisite for bringing all the cargo handling labour 
under one agency should be that employment,_ v.:ages B;nd service con­
ditions be approximately equal. Only aft~r this IS attamed and w_ork­
ed for- some time that it would be advisable to attempt at umfied 
control. Furthermore, the responsibility o~ guaranteeing minimum 
employment for the entire work force on a smgle agency would be too 
heavy to be undertaken immediately. 

• Report of the Indian Port Facilities And Cargo Handling Improvement Team U.S.A.I.D. 
to the Government of India (October 1964), P· 18. 

10• Ibid. pn. 97-98. 
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16.70. A beginning should, however, be made to stop further addi­
tions to the existing employing agencies and simultaneously, attempts 
~hould also be ma~e to secur~ a. reduction m their number by bring­
mg under the purview of the Listing Schemes, the various categories of 
cargo handling labour now employed by agencies other than the Port 
Trusts and the D.L.B. Care should, however, be taken to ensure that the 
strength of labour under the Listing Schemes is related to the anti­
cipated requirements at the ports. It should be the endeavour to 
limit the number of agencies employing labour to two, namely, the 
Port Trust and the D.LB. 

16.17. We have been informed of the attempts made at Visakhapat­
nam under the Visakhapatnam Unregistered Dock Workers (Regulation 
Employment) Scheme, 1968, for the regulation of employment of all 
categories of labour till recently under different agencies. This 
scheme covers various categories of iron and steel workers mineral 
and pig iron handling workers, workers employed by the' steamer 
agents, clearing agents, etc., other than the Port Trust's shore labour. 
Th~ principal objectives of this Scheme are to ensure adequate sup­
ply and stability of employment of the dock workers, the economic 
turn-round of vessels and the speedy transit of the cargo through the 
port. The Scheme provides for clubbing together of certain types of 
dock work in its sub-categories as also the interchangeability of lab­
our from one section to another and meeting the requirements for 
labour even outside the sub-categories. The Port Trust is also 
listed as an employer for its additional requirements of labour. 

16.72. The Scheme, it is reported, has worked satisfactorily since 
its inception. As against the disabilities experienced earlier, to supply 
labour for iron and steel handling at more than 10 points, it has been 
possible to supply workers even upto 18 points by drafting the wor­
kers of the mineral wagon unloading section on to the iron and steel 
section. This brought about mobility in the various categories of 
employees. For example, in the past when there was a peak require­
ment of tally clerks on board a vessel under the registered scheme. 
the indents could not be met. However, under the new Scheme, the 
listed tally clerks of the iron and steel section are utilized for other 
work on board the vessels whenever the occasion so demands. We 
believe that this Scheme opens up possibilities for similar experi­
ments at other ports. 

16.73. An important matter of some significance is the role of 
private stevedores. We have observed that. far too many stevedores 
function at the Major Ports than appear to be necessary for the effi­
cient handling of cargo. Calcutta Port, for instance has as many .as 
30 registered and 66 listed stevedores. In Bombay there are 20 regis­
tered and 2 listed stevedores, in addition to 23 registered employers 
of chipping· and painting workers. At Madras, there are about 11 
stevedores and 20 l-isted stevedores. Cochin, Visakhapatnam and 
Mormugao have each 11 or 12 registered stevedores. It has led to a 
number of serious defects and deficiencies. such as inadequate super­
vision, lack of suitably qualified personnel and failure to provide. the 
necessary handling gear and equipment and their disinclination to 
invest capital in such equipment. There is need to overh~ul the 
present 'functioning and regulation of stevedores and we are mform~ 
ed that Government of India is already seized of this matter. 



131 

16.74. In this ~onnection, it may be noted that the stevedores 
thems~lves are not m favour of increasing their numbers. The repre­
senta~lves of s~evedores at Bomb~y informed us that their ability to 
function effectively was more Important than a mere increase in 
nui?ber. They were in favour of ~educing their number by mergers 
which would make them economically viable. A similar situation 
was in existence in some of the Western countries where the number 
of stevedoring firms were reduced through a process of rationalization 
and consolidation mainly because of the need to make heavy invest­
ments in mechanized cargo handling equipment. In the New York 
Harbour, for instance, the number of stevedoring firms declined 
from 40 in the late 'fifties' to about 5 at present. In India, however. 
the question of making capital investments in mechanical equipment 
by the stevedores is closely linked with their future role and their 
continued functioning in the private sector. ·The stevedores at Bom­
bay represented to us that it would be difficult for them to decide on 
their investment programmes in view of the element of uncertainty. 
The hesitancy on the part of the stevedores was also commented upon 
by the International Association for Ports and Harbours (I.A.P.H.) 
in its Study Tearri Report on Major Ports of India, 1968. We trust the, 
Government will take an early decision in this matter. 

1'6.75. Another aspect to which we would call attention relates 
to the employment of monthly paid workers by the stevedores. The 
basic idea behind the Dock Workers (Regulation of Employment) 
Schemes was to bring about complete decasualization through regu­
larization of employment. In qctual practice, however, the strength 
of monthly paid workers witli·'the stevedores has not registered any 
increase over the year. In fact it has gradually declined. In Calcutta 
it is reported that the number of monthly paid workers with the 
stevedores declined from 3,000 in 1953-54 to less than 900 in 1968-69. 
In Bombay, however, the number of monthly paid staff employed by 
the stevedores during the last decade appears to have fluctuated bet­
ween 750 and 900. 

16.76. The deficiencies in the present system of stevedoring activi­
ties require, in our opinion, quick remedical measures. The 
first is to scrutinize the present strength of the stevedores at the ports 
and the need for allowing fresh entrants into the field. Already some 
of the Major Ports impose certain conditions for admitting new en­
trants. For example, at the ports. of .Bombay and ~adras .part!es 
applying for the grant of stevedorm& licence are: require? to fur:r~Ish 
proof of their ability to undertake this work, their financial standmg, 
their ability to meet liabilities and to coml?ensate workme?- :when­
ever necessary and that ship-owners or thei~ agents are wil!mg to 
engage their services. Similarly, at the Cochm port, factors hke the 
total tonnage handled by the st~vedores, and the g~n~ral level of 
stevedoring in the port, are consid~red b~fore admit~mg new en­
trants. The Commission is not satisfied with the effectl\~e?ess of the 
present exercise of the scrutiny made by the port authontles. 

16.77. Besides the restriction of fresh entrants. iz;tto stevedorin~ 
business there is also the need to screen the ex1stmg stevedores 
closely tn ensure that the number is consiste?t. with th~ needs of a 
particular port. This may be done by prescnbmg defimte standards 
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to which a stevedores must conform for his continuance on the regis· 
ter, namely, the quality and quantum of work, the availability of 
resources in men and material, etc. As a general rule, at all the 
Major Ports, the stevedores registered and licenced by the Port Trust 
are those who worked as stevedores when the Dock Workers (Regu­
lation of Employment) Scheme came into operation or worked for 
two years preceding the Scheme at the port concerned. At present, 
some ports have laid down certain standards for the renewal of the 
stevedoring licence such as the possession of minimum handling gear, 
the strength of permanent employees, and the minimum tonnage 
handled. The need to adhere to these regulations has also been em­
phasized by the Tripartite Expert Committee for Calcutta Docks. 
It observed that in the Calcutta Port, the majority of the stevedores 
seemed to function as mere middlemen rather than as stevedores. In 
the light of the recommendations of this Committee, the Government 
of India has prepared a Draft Scheme for the regulation of the private 
stevedores at the Calcutta Port. The Scheme lays down that a mini­
mum of 75 per cent of the total requirement of the work force by 
the trade should be on the monthly register of employers within 
two years of this Scheme being put into effect. We commend that 
similar schemes be evolved for adoption at the other Major Ports 
as well. 



CHAPTER 17 

EX GRATIA PAYMENT TO PORT EMPLOYEES 

The terms of reference to the Major Ports Commission include 
an item which runs as follows-

"To consider ...... the capacity of the ports to enhance the 
current rate of ex gratia payment." 

Though under the Payment of Bonus Act, 1965, }:orts were specifi­
cally excluded from the operation of the said Act, the Government o"f 
India, by an agreement with the labour, approved the ex gratia pay­
ment of four per cent of salary or wage for the· financial year 1965-66 
to the Port Trust employees. This benefit was extended to Class I 
and Class II officers under certain conditions from the accounting 
year 1966-67. The ex gratia payment has been continued. 

17.2. The assessment of the capacity of the ports to enhance the 
current rate of ex gratia payment at four per cent was to be made in 
the light of a variety of factors. such as the development programmes 
of ports, with special reference to the changing shipping and port 
technology, the national needs .. the management, finance and person-
nel of the Major Ports and their methods of working. · 

17.3. Considerable interest was evinced by the representatives of 
various interests whom we interviewed, during our visits to all the 
Major Ports, on this question of ex gratia payment and we have 
received several memoranda on the subject. There were some who 
opposed the very idea of payment of any kind of ex gratia to port 
employees. They questioned its needs from a rather legalistic point 
of view. There were others who opposed it on the ground that the 
Port Trusts were service organizations and not profit-making bodies. 
The Federation of Association of Stevedores, Bombay, in its memo­
randum forcefully argued that the exemptions in the Payment of 
Bonus Act, ~articularly those in Section 32. as applicable to the Port 
Trusts were provided with the deliberate intention of not subjecting 
such establishments to the burden of bonus since they were run with­
out any profit motive and were for pubic benefit. 

17.4. Shri A Ramaswami Mudaliar. who tendered evidence be­
fore us represen.ting the Indian Shipowners' Association and also 
followed it up with a memorandum, argued that "the port _is not like 
other commercial organizations working for a profit. Wh1le ~ adv<?­
cate ordinary commercial practice to be adopted by the ports ~n the1r 
management and. working ...... there should not normally anse any 
question of being left with any allocable surplus for payment. of 
ex gratia to the port employees." He added that as the Port Trusts 
were now making ex gratia payments it would be necessary to con­
tinue with them but the rate of ex gratia payments should not exceed 
four per cent. 

133 
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17.5. A view was canvassed by the Bombay Port Trust that the 
payment of bonus should be linked to "productivity, performance and 
efficiency" of labour. Serious difficulties were, however, envisaged in 
evolving a scheme of linking bonus to productivity and they were 
extensively dealt with by the Bonus Commission itself in its Report 
(1964). The Bonus Commission stated: 

"In view of the objections to the proposal by large sections of 
employers as well as by almost all unions and the practi­
cal difficulties inherent in any such proposal, we are un­
unble to recommend that the concept of bonus based on 
profits should be replaced by an annual bonus linked with 
production or productivity. It is doubtless true that pro­
perly devised incentive systems in manufacturing concerns 
form a useful part of the wage structure and would help 
to increase production; but they cannot be suggested as a 
substitute to replace the annual profit sharing bonus." 

These observations apply with equal force to the ports. 

17.6. The representatives of labour have urged before us that, 
precisely because the ports were not run as commercial institutions 
they were rendering many of the services below cost and, therefore, 
in their opinion a minimum ex gratia payment of 20 per cent of the 
wages should be paid to the port workers. The All India Trade 
Union Congress and Port, Dock and Waterfront Workers' Federation 
of India stated in a joint memorandum that "with the peculiar ac­
counting procedure followed in ports, it is also difficult to evolve a 
formula immediately until and unless the accounting procedures are 
rationalized." They added that "our organizations would, therefore, 
submit that the Commission should make a recommendation provid­
ing for 20 per cent of annual earnings as the ex gratia payment, as 
an interim arrangement, until a formula can be evolved through 
bipartite talks later on ... " They also urged that the ex gratia pay­
ments should not be dependent on the surplus generated by the vari­
ous ports. A special impost, on the basis of tonnage, was suggested 
to be levied on all the cargo handled at the ports, on the analogy 
of what was being paid to the dock workers. A view was also can­
vassed by the representatives of the National Union of Waterfront 
Workers at Calcutta and echoed by the Goa Dock Labour Union that 
the ex gratia payable to port employees should be based on the bonus 
declared by the shipping companies to their_ employees. The argu­
ment ran that the port being a service organisatiQ.!l and lacking profit 
motive, the ex gratia to be paid to the port employees should be 
based on the profits generated by the principal user of the port, 
namely, the shipping companies. 

17.7. We are unable to countenance the suggestion of a predeter­
mined ex gratia percentage or the levy of a special cess on the cargo 
handled at the ports. There is some force in the contention that the 
rating policy in some of the ports has not been evolved on 
a rational or economic basis or correlated to the value of the com­
modities or the capacity of the traffic to bear. But, in our view, it is 
not a sufficient argument for accepting the suggestion that a predeter­
mined rate of ex gratia payment he made irrespective of the capacity 
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of the port to pay it. We are also unable to accept the other sugges­
tion that the ex gratia payment to the port workers should be related 
to the bonus paid by the principal user of the port namely the ship-
ing companies to their employees. ' ' 

17.8. We are not also able to agree with the view that because 
of the peculiar functioning of the Port Trusts, the ex. gratia should 
be frozen at the current rate of four per cent. Apart from the terms 
of reference requ~ring us .to assess the capacity of the ports to pay 
enhanced ex gratta, we Wish to evolve a scheme for the payment of 
ex gratia linked to the financial working of the ports. Differing rates 
of ex gratia payments, related to the surpluses earned by the ports 
from year to year, will thus become inevitable. 

17.9. There was another suggestion before the Commission 
namely, that the divisible surpluses of all the Major Ports should b~ 
pooled and the workers paid a uniform ex gratia at all the Major 
Ports. But we came to the conclusion that, s·iJlce each port was a 
separate legal entity, it would npt be possible to create a fund for all 
the ports out of which ex gratia payments could be distributed. Be­
sides, the operating results of the ports varied with the volume and 
composition of traffic and the financial results of each one would 
correspondingly differ. 

17.10. For ascertaining the capacity of the ports to make ex gratia 
payments and evolving an appropriate scheme thereof, we looked to 
the Payment of Bonus Act for guidance. The legislation was the 
outcome of a detailed study made by the Bonus Commission which 
was set up as a tripartite body bTothe Government of India with wide 
terms of reference. The Bonus Act takes into account various obliga­
tions which industry has to discharge by way of depreciation, statu­
tory reserves, taxation, dividends, etc., and has provided a basis for 
ascertainment of the divisible surplus between the shareholders, the 
institution and the labour. The Act was amended in January 1969 
and, as a result, the available surplus for bonus payment was further 
enlarged. The National Commission on Labour which recently com­
pleted its labours came to the conclusion that the Payment of Bonus· 
Act as amended should be given 'a longer period of trial before 
making any further changes in it. 

17.11. Though our initial reaction was to make the Payment of 
Bonus Act applicable in toto to the Port Trusts, we came a~ros~ a 
number of considerations which would render such an application 
difficult. One such consideration was that the port accounts, till 
recently, were not drawn up on identical bas.is, and i~terport com­
parisons were, therefore, dicult to ma~e as discus~ed I? Ch~pter 7. 
Further, the principles of commercial accountmg, mcludmg the 
drawing up of a profit and loss account, have not. been. followed by 
the Port Trusts, until very recently. Ano~her consideration was that 
unlike in the case of commercial undertakmgs, port developments are 
largely financed by loans from Gove~n.ment and they impose upon the 
Port Trusts the obligations for serv1cmg the loans. Further, calc?la­
tion of bonus under the Act is based on a number of assumptions 
whicn are inapplicable in the case of Port Trusts such as return of 
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8.5 per cent on equity, provision of development rebate, etc. More­
over, the ports are not liable to pay income tax unlike other commer­
cial organizations, which is a permissible deduction under the Bonus 
Act in the calculation of available surplus. 

17.12. Though we have come to the conclusion that the Bonus 
Act formula per se does not furnish us an appropriate basis 'for 
determining the capacity of the ports to make ex qratia payments, 
we h~ve nevertheless endeavoured to keep in mind those basic princi­
ples m the Bonus Act which are capable of being applied to the 
ports. The ports' capacity to make ex gratia payments worked out on 
the basis of the Bonus Act (including the calculations of the national 
income tax) is, 'however, given in Appendix I. · 

17 .13. Four members of the Commission have suggested an alter­
native formula 'for -the payment of ex gratia to the port employees. 
They are of the view that ex gratia payment should be related to the 
total tonnage of cargo handled at the ports during an accounting 
year and not to their operational results. They have suggested this 
formula for two reasons, (i) that there should be a uniformity in the 
method of bonus calculated for both the port and dock workers and (ii) 
the financial working of the ports is such that sufficient surpluses are 
unlikely io be available for payment of ex gratia above the minimum 
level of four per cent on the basis of the Commission's formula relat­
ing to capital employed which is dealt with in para 17.21. 

17.14. They have pointed out that the registered dock workers at 
Bombay have been in receipt of bonus since the year 1949 as a result 
of an agreement between the Transport and Dock Workers' Union, 
Bombay and the Bombay Stevedoring Association Limited. When it 
was introduced, the payments were made on an ad hoc basis at 
Rs. 10, Rs. 40 and Rs. 50 per head respectively to the different cate­
gories of workmen. From the year 1955 onwards, the payment of 
bonus has been linked to the tonnage handled by the workers and 
the rate per tonne is settled from time to time by negotiation bet­
ween the employers (Stevedoring Association) and the employees 

· (the Union). The amount is collected by the Dock Labour Board as 
a specific contribution from the stevedores. In this context, the four 
members have stressed the need for uniformity in wages, conditions 
of service, etc., of the port and dock workers of the Major Ports as 
they are engaged in work of a similar nature and are sharing several 
common benefits including incentive schemes. In their view, there­
fore, a uniform scheme for ex gratia was highly desirable. 

17.15. They have also referred to many of the ports_ rendering 
several services below cost and the lack of uniformity in the account­
ing procedure. There have been considerable variations in the past 
at the ports in respect o'f capital financing, provisions for replacement, 
repayments of loans, etc. As many ports have undertaken consider­
able expansion and modernization programmes, they apprehend that 
it would be difficult for the ports to achieve the target of a minimum 
return of 12 per cent on the capital employed. They have also added 
that ewn the three ports (namely Cochin, Visakhapatnam and Mor­
mugao) which would have the capacity t? pay e~ .gratia above t~e 
min~mum of four per cent might not be m a pos1hon to make th1~ 



137 

payment in furture after completing their expansion and moderniza­
tion programmes. 

17.16 The details of the formula suggested by these members are 
set out below-

(i) for each accounting year, the total amount of ex gratia 
payment to be made by each port authority to their em­
ployees should be at the rate agreed upon by negotiation at 
port levels on the basis of the dead-weight tonne of cargo 
handled by the workers. The handling should include all 
handlings, each operation being separately accounted for 
and included in the total cargo tonnage handled, as in the 
case of the stevedoring labour at the port of Bombay; 

(ii) the amount arrived at under (i) above, should be pooled 
and to it should be added the sum of money arrived at by 
multiplying_ the tonnage of all cargo· mechanically handled 
including petroleum, oil in bulk and bunder, Inland Vessels 
Wharves traffic and cargo stored in the yards, dumps and 
werehouses of each port; 

(iii) the amount arrived at in (i) and (ii) above should be dis­
tributed to the employees on the basis- .of percentage of 
wages earned by each employee during the accounting 
year. The definition of wages would remain, .as at present, 
for this purpose; and 

(iv) the payment of ex gratia would be subject to a minimum 
of four per cent of the gross :wages in vogue at present. 

17.17. Whilst the payment of ex gratia linked to the volume of 
traffic handled at the port has the merit of simplicity, it suffers from 
quite a few infirmities. In the terms of reference, the Commission 
has been asked to assess the capacity of the ports to increase the cur­
rent rate of ex gratia paYJ!llent of four per cent. The majority of the 
members of the Commission are of the view that the capacity of the 
ports to pay a higher ex gratia than four ,per cent could only: be re­
lated to the availability or otherwise .of the surpluses ,after providing 
for working. ,expenses,. depreciation, interest, and a reasonable provi­
sion for reserves and repayment of loans. T_he mere .volume of cargo 
handled in a port is .bY :rio means an index or guarantee of a ~nancial 
surplus; handling of low rated commodities, for exaq1ple, might ac­
tually leave the ports with a deficit in their .working. 

17.18. Further, in the case of dock workers, a substantial majo­
rity of them is connected directly with cargo handling. This is,· how­
ever. not the case with the employees of the Port Trusts. The Bom­
bay Port Trust pointed out that the tonna'ge formula adopted by the 
stevedores for the payment of bonus ap~lied to about .6.00q workers 
-4,500 directly concerned with the loadmg and unloadmg o'f cargoes 
and about 1,500 of other categories of workers. On the contrary, in 
the Bombay Port Trust the number of employees directly concerned 
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with the handling of cargo is. hardly about 6,500 out of total comple­
ment of ?Ver 3~,000 .. Also, the cargo handled by the port and dock 
workers 1s not 1denbcal. At some ports commodities like dry bulk 
cargoes, which are not handled by the port workers do, however con­
stitute a sizeable segment of the traffic and to apply to the majority 
of port employees, who are not connected with cargo handling at all 
a basis of payment related to tonnage handled would not only b~ 
inappropriate but might place too heavy a burden on the ports' 
finances. 

17.19. The extreme difficulty in making precise calculations of 
the profits of stevedore operations of stevedores and the bonus due 
to the individual dock worker who works in rotation with the diffe­
rent stevedores· may provide an explanation for the adoption of the. 
tonnage formula for the stevedore workers but it is not so in the case 
of Port Trust employees. The Bonus Commission had also considered 
this issue and came to the conclusion that stevedore labour should 
not per se be ineligible for bonus but, at the same time, in view of 
the difficulties in separating the profit in stevedoring, from other 
lines of business, it endorsed the prevailing practice of a tonnage 
basis payment evolved by negotiations betw~en the Bombay Steve­
dores' Association and the Transport and Dock Workers' Union. The 
Bonus Commission also added. "We are clear that our general for­
mula would be inapplicable; so. also any system of minimum and 
maximum bonus" and recommended the extension of the bonus pool 
system for stevedoring labour as preva·lent in Bombay to the other 
ports. But whereas in the case of ports, we are in a position to as­
certain the surplus after providing for the normal obligations, it 
will not be logical to extend the tonnage formula for the payment of 
ex gratia to port employees. The tonnage formula, therefore, does not 
commend itself to us for the determination of ex grwtia payment to 
the port employees. However, as four members of the Commission 
have proposed the tonnage formula, we are bringing it to the notice 
of the Government of India. 

17.20. Our formula for assessing the capacity of ports to make 
the ex grcitia payment takes note of all the financial obligations cast 
on the Port Trusts and making adequate provision for them and sug­
gests that the surplus, if any, should be divided between employees 
and Port Trusts in the ratio of 60:40. In our view, the return of 12 
per cent on capital employed after providing for depreciation on his .. 
torical cost, is the minimum necessa·ry for a port to meet its normal 
obligations. It broadly corresponds to the sums deductible as prior 
charges from the gross profits of an industrial undertaking as men­
tioned in Section 6 of the Payment of Bonus Act. 

17 .21. According to our formula, first the working expenses 
should be deducted from the gross earnings. to arrive at the gross 
surplus. Then out of the gross surplus, provision should be made 
for -depreciation calculated on the straight-line method on the histo­
rical cost of the assets and 12 per cent return on capital emoloved 
to arrive at the available surplus. The available surplus should then 
he sli::.rPd between the employees and the !10rt in the ratio of 60 : 40. 
lf, according to the above calculation. there is no available surplus 
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the port shall make the minimum ex gratia payment of four per cent 
to its employees. Our formula is thus as follows-

1. Gross earnings. 
2. Less working expenses. 
3. Gross surplus 
4. Less 

(a); Annual de:preciation on historical cost. 
(b) 12 per cept return on capital employed. 

5. Available surplus. 
6. Share of emplo"yees : 60 per ·cent of (&). 
7. Share of port : 40 per cent of (5). 

In the chapter on "Terms. of Government Le~ding to Ports", we have 
recommended that the Government of India should provide an out­
right grant to the tune of 20 per cent of the· cost of civil work.s in 
certain circumstances. We have also laid down in that chapter that 
the grant portion is expected to earn a return only of five per cent. 
For the purpose of calculating the available surplus for tl:le payment 
of ex gratia the same basis should be adopted in so far as the grant 
portion is concerned. 

17.22. It would be clear from our formula that no deduction 
should be made either in respect of income tax or develop~ent re­
bate or development allowance in arriving at the available surplu~. 
The categories of employees eligible for ex gratia, the basis for the 
computation of the wages, provision for set-on and set-off etc., would 
be governed by. the provision 6t the Payment of Bonus Act. 

17.23. In assessing the capacity of the ports to make ex gratia 
payment, it was argueQ. by some of the interests affected that those 
activities which are not directly connected with the ports' opera~ 
tions should be excluded from the purview of the ex gratia payment. 
For example, it was argued that the maintenance of the estat~ was 
not a part of a port's operations and, therefore, along with gther non­
operating transactions, the income therefrom should be excluded 
from the ex gratia calculation. Similarly, the demurrage charges 
recovered by the ports did not, according to them, constitute a regu­
lar and permanent source of income of the port and should be ex­
cluded in arriving a,t the return on capital. The Commission is un­
able to subscribe to these views. It would be difficult to dissect the 
various activities at the ports and the services rendered by them to 
arrive at the dubious conclusion that only some of the ports' servi .. 
ces or activities are essential for their working and not the others. 
In tlie Commission's view all the operations of the ports should be 
treated in their totality and the financial results thereof viewed as 
a composite entity. It may be noted that the Supreme Court has ob­
served in the case_ of Associated Cement Companies Limij;ed vs. 
their workmen,1 "where the employer makes profits in the course .of 
carrying on trade and b1,1siness, it would be unreasonable to enqmre 
whether each one of the items of said profits is related to the con­
tribution made by the labour." 

I 1959 ILLJ pp. 644-82. 
L/P(D)SOMofS&T-11 
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17.24. As mentioned earlier the Major Ports have switched over 
to the new accounting system with effect from 1 April 1969 and the1r 
audited accounts for 1969-70 are not available. The CoiiUilission has, 
therefore, attempted recast of the accounts.of the ports for q1e year 
1967-68 on the principles of commercial accounting to determine the 
return on capital at ea,ch of the ports. The details of the gross and 
available surpluses, the quantum of ex gratia payable, etc., are set 
out in Appendices II B:Ild III. 

17 .25. It remains for the Commission to recommend the date 
from which the ex gratia payments should be given effect ~o. The 
Commission was constituted on 14, February 1968, that is, during the 
accounting year 1967-68 and we have drawn up the accoup.t~ as for 
the accounting year 1967-68. The Commission recommends its pro­
posal be given effect to from the accounting year 1967-68. 

17.26. The Commission would here like to refer to the sugges­
tion made by the members of the Corrunission associated with port 
and dock labour as also from the representatives of trade unions who 
appeared before it that the terminology "ex gratia'' be substituted 
by "bonus". Since the terms of reference to the Commission use the 
terminology "ex gratia", the Commission does not feel called upon 
to make any recommendation in this behalf. 



CHAPTER 18 

MAIN CONCLUSIONS AND RECOMMENPATlONS 

CHAPTER 4-Trafftc projections 

1. The capital intensive nature, long period of construction and 
the comparative durability of port facilities call for _a realistic assess­
ment of the growth of traffic in different commodities at various ports 
in India at least in the next 15 to 20 years. Tables given beiow 
indicate the projected growth of traffic at the Major Ports in 
1973-74 and 1985-86 worked out by the Planning Commission and the­
Director, Transport Research, Ministry of Shipping and Transport 
respectively. 

TABLE 1 

(lu million tonnes} 

Year Cal- Born- Mad- Co- Visa.- Kan· Mor- Para- Man- Tuti- Total 

1968-69 

1973-74 

1985-86 

Years 

1968-69 
1973-74 

1985-86 

cutta bay ras chin khapa.t- dla mugao dip ga- corin 
nam lore 

.• 7:95 16·40 5·38 5·~9 8·12 2·04 8·78 1·24 .. 55·10 

.. 14·64 17·11 8·55 5·65 10·35 2·65 10·58 4·20 1·35 1·60 76·68 

.. 45·01 31·90 16·22 11·33 25·14 25·47 13·32 10·88 16·25 7·43 202·95 

TABLE 2 

(In million tonnes) 

etroleum · Iron ore Coal Fertilizers Food Others Total 
products including grains 

raw 
materials 

17·95 15·08 1·00 3·73 4·95 12·39 55·10 

23·67 25·50 1·80 6·71 1·00 18·00 76·68 

58·75 45·00 22·00 36·93 Nil 60·67 223·351 

1 Includes 20· 40 million tonnes oftraffic to be handled at the ports of l>orbunder, Okha/ 
1\lithapur and Salaya.. 

Para 4·1 & 'fables 1, 2 and 4 
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CHAPTER 5-Utilization of port facilities 

4. In Indian ports berth occupancy in some cases i~ as high as 
95 per cent to !J'I per cent which creates ~umerous problems. The 
h1gn rate of occupancy has resulted in considerable waiting tor snips 
in the stream, neglect of maintenance dredging at the berths and the 
delays in the sheds. Noting that the standing charges for the ves­
sels range from Rs. 10,000 to Rs. 18,800 per day, it will be realized 
how expensive it is fo.1 a sh~p to be detruned at our ports and how 
much the detention charges go towards increasing the freights of our 
foreign trades. 

5.8 and 5.9 

3. The gradual introduction of the bigger and more modern ships 
for caariage of general cargo might will reduce the number of avail­
able berths andalso affect the quay space. The consequent reduction 
in berthing capacity needs to be oft-set py ilmprovements in the cargo 
handling methods. 

5.10 

4. Althougll. there has been a significant rise in traffic in bulk 
cargo which constituted 78 per cent of the total traffic in 1968-69, ade­
quate facilities were not created for the loading and unloading of in­
creasing quantities of bulk cargo, commensurate with the slze of 
ships. The ports used the general cargo berths for handling import­
ed bulk cargo like foodgrains and fertilizers which res._ulted in re­
duced availability of berths for other cargo and led to an abnormal 
detention of the ships at the ports. To avoid such detentions in future, 
there is an urgent need to put in specialized bulk cargo handling 
facilities at all the ports where traffic forecasts indicate the need foil 
them. It must be ensured that the speed of loading/unloading cargo 
through mechanical equipment is adequate and comparable to those 
in use in the more advanced countries. SpeciaUzed deep water berths 
are under construction in various ports and they should be complet­
ed as early as possible so that the cargo handling capacity is sub­
stantially improved. 

5.12 and 5.13 
5 The size of ships for coastal bulk caago, such as salt, coal and 

oil is likely to increase in future as the older coastal ships are re­
placed by more modern ones. It should be ensured that both the load­
ing and unloading ports have the necessary and matching facilities. 
As an interim measure, the Commission recommends that all ships 
which are acquired for the coastal coal/salt traffic are equipped with 
structure in the light of technological developments. 

5.14 

6. The average rate of general cargo loading/unloading at In­
dian Ports compares unfavourably with their counterparts in the 
western countries. For improving the average rate of handling, it is 
essential that suitable incentive piece-rate schemes should be intro­
duced for cargo handling workers at all the ports wherever they do 
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not exist at present. Further, the ports should be equipped with suit­
able mechanical equipment to aid the workers as indicated below-

(i) the large use of forklift trucks in conjunction with suitable 
pallets for cased and bagged cargo; , 

(ii,) to use high capacity shore cranes and portable or mobile 
cranes for slinging and unitizing items like steel in order 
to increase the perhook load; 

(iii) to bring into use suitable machines like pneumatic equip­
ment front-end loader (pay loader) with a bucket for hand­
ling parcel loads and bulk cargoes. 

5.15 
7. For ensuring the speedy clearance of import cargo, therecom­

mendations contained in the Report of the St1,1dy Team on Clearance 
of Cargo (April 1967) should be actively pursued. 

5.17 
8. In view of the considerable increase in road deliveries from 

the ports, the Port Authorities should examine the question of im­
proving the road facilities by widening the existing roads and pro­
viding new ones and suitable parking areas for the trucks in the in­
terest of a quicker clearance of the cargo as a·lso of improved arrivals 
in the docks of the goods meant for export. 

5.18 
9. The . Commission recommends . that definite dates should be 

fixed for every ship for opening and closing of exports taking into 
consideration the nature of the ~argo, the frequency of the calling of 
ships and shipping space and punitive charges levied for defaulters. 
The Commission further invites the attention of the Jute Commissio­
ner, the industry and the Ministry of Foreign Trade to the undesir~ 
able practice prevailing in the shipment of gunnies towards the end 
of the month, which leads to a temporary congestion in the transit 
sheds, a scramble for shipping space and loss of exports by the shut­
ting out of cargo. All these parties should sit together and modify 
the pattern of shipment. Every impediment to our export trade should 
be removed as early as possible in the interest of ensuring quicker 
tum-round of ships and promoting larger exports. 

5.h 
10. Because of technical cha.nges in shipping and in cargo handl­

ing methods, it is necessary that whereyer possible the existing. t:an­
si t sheds should be modified and redesigned so as to have a mmmm 
number of columns and proper floor space to enable free movement 
of forklifts. 

5.20 
1!. The warehouses which are being provided at considerable 

capital cost should be made full use of and economic rents char~ed . 
. 5.21 

12. In view of the high cost of installing and opera tin~· quay 
cranes we recommend that out oort~ should also get a·way from the 
practi~e of using cranes and go ol.rer to usiru! morP. mobile equipment. 
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However, for high loads per hook and for handling unitized loads 
of bigger weights which cannot be lifted by derricks or carried by 
forklifts, shore cranes would still be useful, but their number should 
be strictly limited. In many ports, particu~arly where heavy engine­
ering goods are handled in large quantities, it would be advisable to 
equip a selected number of berths with a few cranes of capacities 
between 15 and 20 tonnes. 5.24 

13. The Study-group has given a general indication of the addi­
tional mobile equipment required by tr.e ports during the Fourth 
Plan. The Commission trusts that the ports will tmplement these re­
commendations to the fullest extent possible. Owing to the time taken 
on repairs and maintenance of the mechanized equipment at the 
ports, the percentage of available equipment works out on an aver­
age to about 66i which requires a detailed probe by the Port Au­
thorities. In fact, if a system of ore-maintenance check was establish­
ed at all the ports. a good deal of the equipment could be kept in 
good condition and breakdowns avoided. 

5.26 

14. Even after taking all the factors into consideration, the per­
formance of some of the dredgers is far from satisfactory even though 
the· number of days utilized may appear to be satisfactory. Since 
dredgers are very costly equioment and expensive to operate, it 
should be ensured that a maximum output is· obtained fromt them. 
The Commission, therefore. recommends-

(i) the maintenance of detailed information of dredging work 
and their analysis: 

(ii) the utilization of dredging fleet on round-the-clock basis or 
at least on a two-shift basis which would have the effect 
of raising the outout of the dredgers and also bring down 
the unit cost of dredging; 

(iii) the adoption of uniform manning scales for dredgers; 

(iv) avoidance of delay in procuring the spare parts; and 

(v) to overhaul the system of training so that officers with 
adequate knowledge and experience of modern methods of 
dredging and of different types of dredgers are employed 
on the dredgers and a refresher course in intensive training 
for a period of at least three months for existing dredging 
staff. 

5.31 to 5.34 

15. The practice of keeping tugs idle one day every week to P.er­
mit a weekly holiday to the crew should be discontinued by engagtng 
relieving crews so that the tugs could be utilized throughout the 
week. · 

5.35 
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CHAPTER 6--Ports modernization and expansion programmes and 
containerization 

(i) Ports modernization and expansion programmes 
_1?. Bul~ carg?es comprising P.O.L., iron ore, coal, foodgrains and 

fertilizers (mcludmg raw materials) constitute more than three-fourth 
of the trade handled. at the Major Ports in India. The bigger 
tankers and bulk earners, due to economies of scale have both lesser 
capital and reduced operating costs per tonne. The~e has therefore 
been a trend to acquire large-sized tankers and bulk car~iers. ' 

6.2 
17. As traffic in P.O.L. is expected to increase from 17.95 million 

tonnes in- ~968-69 to 23.67 million tonnes . in 1973-74 and the import 
of crude 011 may be of the order of 37.5 million tonnes by 1980-81 
right type of port facilities for handling m:lneral oil traffic should b~ 
provided at various Major Ports taking into .consideration their cost 
and also. the investments required in other infra-structure such- as 
storage facilities, internal transportation, etc. -

6.4. and 6.6 
18. In regard to the economies of scale in size of the ships apd 

loading equipment, it is gatherered that a four-fold increase in the 
bulk carriers from 10,000 d.w.t. to 40,000 d.w.t. or equally from 15,000 
d.w.t. to 60,000 d.w.t. brings about a fall of approximately. 40 per cent 
in the capital cost per d.w.t. In addition, operalin'! ·cost -of bulk 
carriers also falls as large ships are used. The traffic in iron ore ex­
ports, which is expected to be of the ·order of 25.5 million toniles-by 
1973-74, will constitute 33 perc ~nt of the total traffic. and 48 per cent 
of the total dry cargo traffic expected in that year. It must be ensured 
that we are not priced out in our export markets by our competitors. 
Immediate steps should be taken to lower the ocean freight of India's 
iron ore exports by the employment of large sized ships and by pro­
viding deep drafted ports to enable our iron ore to compete effec­
tively in overseas markets. 

6.10 and 6.14 
19. In order to ensure the return on the investment made by the 

Port Authorities in providing the specialized facil~tie!). the_ user or­
ganizations should assure a minimum traffic. In this connection, the 
Commission was informed that an agreement was signed by the 
Coromandel Fertilizers Limited with the Visakhapatnam Port Trust 
in December 1964 for the construction- of -a deep draft berth 'for 
dischar~g imported ferti_!her · raw-materilals for which the firm 
guaranteed minimum wharfage on 2.1 lakh tonnes per annum. The 
Commission recommends that the State Trading Corporation, the 
Minerals and Metals Trading Corporation, Food Corporation of India, 
etc .. should particularly take steps to enter into. s~mila_r arran~ements 
with the Port Authorities in respect of commodities highly suited for 
handling at earmarked berths. 

6.19 

20. Break-bulk loading of general cargo at the J?Ort. of origi? 
necessitates break-bulk unloading at the port of destmahon and this 

·fact together with high labour and stevedoring' cost in the developed 
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countries, on whose markets our exports predominantly depend, 
make for high freight rates. This necessitates improvement in handl­
ing rates of general cargo in Indian ports, particularly at the ports 
where a considerable volume of general cargo is handled. The im­
provement in handling rates could be achieved only by utilization 
and mechanized handling. Steps in this direction should be taken 
urgently in view of the considerable increase in general cargo traffic 
which is e:xoected in the next five to ten years. 

8.21 
21. Palletization, which is an 'intermediate technology', improves 

the stowage rates in the ship's hold by permitting block stowage; it 
also permits dunnage work being done while stowing is in progress. 
Since the investment required in palletization and also the displace­
ment of the labour are far smaller than in other forms of mechani­
zation, the commodities which are eminently suited for palletization 
should be palletized. However, for making palletization an economic 
proposition, the railways must provide wagons with sufficient wide 
boards to cater to originating/ destination tTaffic. The additional 
forklifts required by the Port Authorities to introduce palletization 
should be acquired by them as early as possible. 

6.22 and 6.23 
22. The commodities packed in bales such as cotton, wool, jute, 

etc., and those packed in bundles such as iron and steel, bars rods, 
angles, rails etc., are most suited for pre-slinging. Although pre-sling­
ing does not result .in any significant advantage in the port of loading, 
it significantly increases the rate of discharge and thus reduces the 
overall cost of transportation. The Commission, accordingly, recom­
mends the pre-slinging of suitable commodities. 

6.24 

23. As the cost of providing new facilities has become prohibi­
tive, it is very essential that before providing any new facilities a 
detailed cost benefit study is undertaken. 

6.26 

(if) Containerization 
2~. Containerization exploits the ultimate principles of the uni­

tized. load system to proviqe faster, safer, more economical door-to­
door delivery. The main advantages flowing from containerization 
are rational cargo handling, easy storage, minimization of pilferage 
and damage to the cargo and ultimate reduction of the over-all· cost 
of transportation. 

6.27 
25. Apart frorh the economies of container operations which have 

been establishedit would be very essential to provide container faci­
lities at least on one port each on the east and west coasts of India so 
as to be in consonance with the world trend. Haldia on the east coast 
and Bombay (Nhava-Sheva) on the west coast should be developed 
immediately as full-fledged container ports with all modern facilities. 
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As regards the provision of full-fledged container facilities at other 
ports t.4ey should be undertaken only after a detailed cost-benefit ana­
lysis is made and the investment justified on merit. 

6.34 and 6.35 

26. Only when fully containerized ships are handled at our ports, 
the unit demand for cargo handling labour per se would go down sig­
nificantly. But then the redundant labour could be expected to be ab­
sorbed in stuffing and tinstuffing the containers in the port premises 
itself which is the practice in respect of a substantial portion of the 
containers handled at the foreign ports. Moreover, the proj~cted 
growth in general cargo at the Major Ports would be of such dimen­
sions that the existing levels of employment would hardly be affect­
ed. There would also be cargo left over that will be continued to be 
handled as break-bulk which would create· additional job opportuni­
ties at the ports. Further, the skilled jobs for drivers for straddle car­
riers, loaders, gantry cranes, etc., would be created in a_ large number 
providing for higher earnings by the workers. The Commission is con­
fident that the labour would extend utmost cooperation in the provi­
sion of full-fledged container facilities and that labour and manage­
ment would be willing to resolve the social problems that may arise 
consequent on the introduction of containerization. The principles 
we have laid down for the close involvement of labour in the intro­
duction of new technological steps, the sharing of the gains of produc­
tivity, schemes for voluntary retirement, etc., would apply to this 
sphere also. 

6.37 and 6.38 

CHAPTER 7- Port finances and accounts 

27. The ports' accounts disclose a wide variety of practices in their 
financial and accounting procedures which rendered the task of com­
parison of financial res_ults of one port with another particularly diffi­
cult. 

7.3 
28. Although the Revenue and Capital Accounts provide for a 

detailed analysis of expenditure the information not being classified 
on a functional basis, rendered difficult the ascertainment of actual 
costs of providing the different services of the ports. 

7.4 

29. Tlie policy followed in making the annual provision for depre­
c-iation had hardly any uniformity; nor was the procedure systematic. 
The financial statements for these reasons did not reflect the true 
state of affairs of the ports. 

'1.11 

30. An unrealistic picture of the finances of the ports also resulted 
from the practice of the ports to work out surplus or deficits of a year 
after cha·rging to it capital expenditure, loan repayments and ad hoc 



148 

contributions to various funds and reserves, as also the adoption of 
ciilierent yardsticks in regard to life of the assets and the limit of ex­
penditure for allocation between the assets and the limit of expendi­
ture for allocation between Capital and Revenue. 

7.12 

31. The funds for Capital Base in the ports have been drawn from 
four principal sources, namely, loans advanced by Government, exter­
nal loans, debentures and self-financing. The extent to which the 
ports have resorted to these different sources shows great variations. 

7.15 and 7.16 
32. Prior to the Five Year Plans the older ports depended mostly 

on their internal resources and market borrowings. The ports which 
came later did not hold the same attractions to the capital market and 
were necessarily dependent on Government for funds for development. 
With the commencement of the Five Year Plans the most important 
source has been the internal resources of the ports themselves with 
loans from Government of India next in magnitude. 

7.17 

33. The ports have practically given up market borrowings for 
development and have relied increasingly on Government loans. 
Future development of ports should normally be financed to a large 
extent by their internal resources and market borrowings, and the 
views of the Committee on Transport Policy and Co-ordination on this 
aspect are endorsed. 

7.25 

34. The Major Ports have not followed any uniform policy in 
regard to their Reserve Funds. The Reserve Funds were maintained 
by ad hoc contributions from year to year. This applies also to the 
Renewals and Replacement Funds for which at least a more syste­
matic procedure would have been expected to be followed. 

7.28 

35. The Commission would stress the need for evolving a uniform 
and systematic policy in respect of the contributions to, and the utili­
zation of, the balances in the Reserve Funds. 

7.29 

36. Investment of reserves outside the port should not exceed 25 
per cent of its capital employed at any given time and the surplus, if 
any, should be utilized for port development, relief to port users and 
welfare amenities to the labour, etc. 

7.30 
37. The implications of charging depreciation on replacement 

cost basis are very complex in actual application. 
7.38 

38. Depreciation of the ports' assets should be provided for on the 
historical cost basis on the straight-line method. 

7.39 



149 

39. With the introduction of the revised system of accounting by 
all Major Ports, the Managements should be able to exercise an effec­
tive financial control on the ports' working, aided by a greater degree 
of comparability of the financial figures and statistics as between the 
different ports. · 

7.43 

CHAPTER 8-Financial objectives for Major Ports 

40. With the commencement of Planning and the steep increases 
in the costs of construction and replacement, Major Ports have been 
called upon to raise considerable sums for their development pro­
grammes 

8.2 

41. Ports should necessarily aim at raising sufficient surpluses to 
finance a part of their development programmes while keeping in view 
the public interest. 

It is necessary to lay down on ports the obligation to earn a proper 
return which will cover depreciation, current costs of replacement of 
assets, payment of interest and contingencies. 

8.3 

42. The rate of return should be linked to the capital employed. 
8.4 

I ' . 
43. A rate of return of not less than 12 per cent on the capital 

employed arrived at as follows is recommended for the Major Ports-

6 per cent towards interest charges; 

3 per cent towards replacement, rehabilitation and moderniza­
tion of the capital assets; and 

3 per cent towards reserve for development, repayment of loans 
and contingencies. 

8.9 

44. In cases where a cash grant is extended by the Government, 
ports should endeavour to earn 5 per cent on the grant portion of the 
advance and 12 per cent on the balance of the .capital employed. 

8.11 

45. Although, during 1967-68, a 12 per cent return was achieved 
by the ports of Cochin, Visakhapatnam. Mormugao .and Madras, the 
position is likely to change with the implementation of the Wage 
Board's recommendations. It is hoped that necessary adjustments in 
the rate structure will be made to maintain these financial· perfor­
mance laid down. 

46. The Bombay Port should make every effort to achieve the 
minimum return of 12 per cent by 197Q-71. 

8.12 
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It is hoped that the Port of Calcutta will attain the objective of 
a minimum 12 per cent return of on the capital employed in five years 
from the commissioning of the Haldia dock system. 

8.13 

47. Kandla and Paradip ports should attain a return of not less 
than 6 per cent by 1973-74, not less than 9 per cent by 1976-77 and not 
less than 12 per cent by 1978-79. 

Mangalore and Tuticorin ports should attain a return of not less 
than 6 per cent within five years from the commissioning of these pro­
jects, not less than 9 per cent within a further three years and not less 
than 12 per cent within another two years. 

8.14 

CHAPTER 9-Port rates and charges 

48. On the effectiveness of the system of rates and charges to pro­
duce a level o'f earnings adequate to meet the working expenses, 
depreciation and fixed charges depends the viability of the ports. 

9.1 

· 49. In view of the multiplicity of commodities, the individual 
rates ·differentiated according to the classification and variations in 
the costs of handling and the services to vessels, it is not possible 
to .attempt a proper inter-port comparison. 

The extent of increase on the average earnings per tonne of traffic 
since 1950-51 has been considerable. 

9.4 

50. There are wide variations in the charges levied by the difie­
rent ports on the commodities imported or exported. 

9.5 

51. The use of different terminology by the ports in regard to 
wharfage rates is apt to be confusing. The Co:rruriission recommends 
uniform terminology to be introduced in all the ports with the least 
possible delay. 

9.6 

52. In view of the rise in the cost of materials and rates of wages, 
the Major Ports have revised their tariffs and charges several times 
since 1947-48, with frequent recourse to the imposition of surcharges. 
Such revisions have been more or less on an ad hoc basis, and not on 
the basis of any definite principles. 

9.8 

53. Sfnce each port has in respect of traffic an individuality of its 
own and relies on certain commodities from which the bulk of its re­
venue is derived, there are practical difficulties in a uniform rate for 
all ports. 

9.9 
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54. The Commission considers that the actual rates on commodi­
ties should range between the two limits, of direct costs-the actual 
costs of handling the traffic ':Yithout any provision for depreciation or 
overneads-and the ability of tl').e traffic to bear. The revenue realized 
should be adequate to cover total costs and yield a proper return. 

9.12 

55. The Commission recommends that the results of cost analysis 
should be taken into account in deciding upon the rates and charges. 
With the setting up of a Costing Cell, a continuous review of t.Qe cost 
of the services will enable gaps to be bridged. 

9.13 
56. Public interest may necessitate preferential tariffs for certain 

kinds of commodities and for certain periods. 
9.14 

57. Cross subsidization will ensure the fuller utilization of the 
port facilities. 

The Commission recommends a quinquennial review of the rates 
structure in the light of technological developments. 

9.15 
58. If in the national interest it becomes necessary to give conces­

sions, to exports, such assistance should be borne directly py the au­
thority concerned rather than by the ports. The ports should be en­
titled to reimbursement of the·fiifference between the rates charged 
and the cost of the service (including six per cent interest). 

9.16 
59. In regard to coastal. cargoes the Commission considers that 

the principles applied to other cargoes should be applied to these as 
well. 

9.17 

60. The goods proceeding to Nepal through the Port of Calcutta 
free of charge places the port at a financial disadvantage. As the port 
management incurs expenditure in handling them, it is entitled to the 
charges therefor. 

9.18 

61. It is in the public interest that ports should be sensitive to a 
reasonable exercise of their monopoly power. 

9.19 

62. The Commission considers that a Port Rates Authority should 
be constituted, composed of three members, one of whom should be 
an economist, another a person with administrative experience, and 
the thlrd an expert in finance and accounts. The Authority will be ad­
visory and will have jurisdiction over cases in which (1) there is diffe­
rence in opinion between the Chairman and the Board on recommen­
dations on rates made by the Costing Cell; (2) there is difference bet­
ween the Port Trust and the Government; (3) there are complainta 
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of the user of undue preference, undue or unreasonable prejudice or 
disadvantage: in any respect whatever or unreasonable charges, ~nd 
(4.) cases wh1_ch the Government may refer to the Authority on any 
other matter. 

9.20 

63. The Commission recommends that in the initial years a refer­
ence to the Port Rates Authority should be made only through the 
Government and expects it to decide the issues refered to it expedi­
tiously. 

9.21 

64. The rationalization of the system of rates and charges which 
the Commission has recommended should be carried out on svstema­
tic and comprehensive lines. 

9.22 

CHAPTER 10-Terms of Government lending to ports 

65. Ad-hoc policies were adopted for financing capital development 
from internal resources and they were not backed by a growth-orien­
ted rating _policy to sustain a constant flow of funds from this source. 

10.3 

66. Even though Kandla Port Trust was constituted in 1964, the 
terms of Government outlay on the Port, prior to that year, have still 
not been decided, and this has introduced an element of serious un­
certainty regarding the .POrt's financial administration. 

10.10 

67. As a result of the dependence of the ports on Government loans 
to a large extent resources of some of the ports have been strained 
even for the payment of interest. 

10.12 

68. The extent of reliance by the ports on Government loans would 
be further accentuated during the Fourth Five Year Plan period. 

10.16 

69. During the Fourth Five Year Plan the internal resources at 
the ports of Calcutta, Cochin, Kandla and Paradip are unlikely to 
materialize to any appreciable extent in contrast to the Government's 
expectation, and the Central Government's loan assistance to these 
ports may have to be stepped up. 

10.17 

70. The period of repayment of loans for the construction of cer­
tain assets falls far short of the life of the assets. Since ports have to 
find cash resources for the repayment of the loans even before they 
are fully written off, the ports are constantly under financial strain. 
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The Government loans carry firm obligation for the payment of 
interest from the first anniversary of the dra:wal of the amount. The 
practice of paying interest even during the construction period puts a 
further strain on the resources of the ports. 

10.18 

71. The present lending policy of the Government of India is one 
of the major factors contr_ibuting to the difficult ways and means posi­
tion of the Ma:jor Ports. 

10.19 

72. The suggestion to give loans in perpetuity to the ports has not 
been favoured. 

10.21 
73. The suggestion to provide a longer pe'riod for the repayment 

of the loans extending to 40-45 years, with no payment of interest 
during the construction period but only its capitalization, interest 
alone payable during ten years after the commissioning of the project 
and repayment of loans from the eleventh year of the commencement 
of the pr9ject in 25 to 30 years, will not benefit the ports of Kandla 
and Paradip as also the ports in the making, namely, Mangalore and 
Tuticorin. 

10.22 to 10.24 

74. In view of the @antwrn, composition and direction of the traffic 
anticipated at the ports of l\1;angalore and Tuticorin it would be diffi­
cult to adjust the rate structure ~t these ports to ensure the generation 
of sufficient surplus. 

10.25 

75. Since ports in India have varying financial capacities, a single 
uniform system of relief is not recommended. 

To the ports of Kandla, Paradip, Mangalore and Tuticorin, Gov­
ernment of India should-

(i) provide an outright grant to the extent of 20 per cent of the 
capital cost of civil works including berths, breakwaters, 
reclamation, capital dredging, etc., but exclusive of the ex­
penditure on mechanical handling plants and equipment; 

(ii) limit the obligation of these ports to the payment of interest 
and repayment of the principal to only 50 per cent of the 
capital outlay after deducting the cash grant. These' ports 
would be required to pay the appropriate rate of interest as 
applicable to all long term loans advanced by Government 
during that year; 

(iii) permit the interest to be capitalized during the construction 
stage of the project; 

(iv) apply a repa;Yment schedule for the loan during a: period of 
30 years the first instalment of repayment to commence 
from th~ eleventh anniversary of the commissioning of the 
project; 



(v) treat the balance 50 per cent of the capital outlay after 
deducting tne cash grant as "deferred redeemable capital", 
which w)-11 carry no obligation to the payment of interest 
nor have any regulated schedule. of repayment. The ports 
would, however be required to pay Government reasonable 
return i~ there is a surplus in the ports' financial working 
after meeting the obligations of the operating expenses, de­
preciation, anc! a fair return of six per cent on the capita1 
e~ployed. The "deferred redeemable capital" would also be 
eligible for redemption after the loan capital portion is re­
paid, the repayment period may be 20 equal annual instal­
ments but this would be subject to a review by Government 
in consultation with the Port Authorities; and 

(vi) review the general financial and traffic situation at these 
four ports at intervals of ten years for making such ad­
justments as may 'be necessary in the circumstances then 
prevailing. 

~0.27 

76. The formula under item 75 above should be applied to the 
ports of Kandla and Paradip with retrospective eff.ect, even for the 
initial capital outlay made till the formation of these Port Trusts. 
The formula be applied to the ports of Mangalore and Tuticorin on 
the investments made at these ports till the establishment of their 
Port Trusts. 

10.29 
77. For the other ports the cash grant of 20 per cent of the capi­

tal of civil works, including berths, breakwaters, reclamation, capital 
dredging, etc., but exclusive of the expenditure on mechanical hand­
ling plants and equipment, may be given for development works un­
dertaken in the future. 

For major expansion of ports, which shall constitute those sche­
mes on which an outlay amounting to 25 per cent or more of the net 
fixed assets of a port is provided for in a Plan period, Government 
should grant loarus on the following terms-

(i) During the construction Interest accruing on the loan will 
period or five years, which- be capitalized. 

ever is longer. 
(ii) For the next five years. 

(iii) For the next twenty years 

Only interest will be paid and 
no repayment of principal will 
be made. 
Interest will continue to be paid 
and the principal repaid in 20 
ec:uated annual instalments. 

No concess}on.al.:rste of interest is to be offered to the ports for 
financing these major expansions. 

10.30 
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CHAPTER 11-Port management 

'iC:. The converswn of the present Boards of Trustees of thP. 
Major Yurts mw a runctwnal executwe .tloard comprising four Ol' 

uve memoers mcludmg the Chairman, tne Tratnc Manager, the Chief 
~ngmeer1 tne ~ 1nam:1a1 Adv1ser and the Conservator, assisted by an 
il..dv1sury Counc1l representative ot d1tterent interests will, in the 
Comrmssion·s opmwn, create mor'e uncertamtles and problems that 
1t would solve. r'orts in lnd1a nave developed over the years in res­
ponse to the needs and circumstances of this country and any reform 
Lhat Is attempted should accoru tne appropriate weight for this con­
sideration. The complete ehminauon or tJ:re user interests from par­
tic:ipatwn in decision-makmg Is not in the best interest of the port 
administration. 

11.9 

79. With regard to the proposal of a Central Authority, the Com­
mission considers that the size and distances and the magnitude of 
the country are such that over-centralization of functions and autho­
nty will hardly be conducive to efficiency; nor is the Commission 
convinced that the analogy of the Railway B<;>ard is at all applicable 
to the ports. While the Railways are operationally linked to each 
other, the ports function in a disjuncted manner. 

11.12 

80. As the direct cost of rendering a service varies from port to 
port, the Major Ports should have a larger measure of autonomy in 
fixing the rates and charges. 

The need for co-ordination in respect of planning, capital invest­
ment, regulation of traffic in specific commodities and in the compila­
tion of statistics should not be minimized. 

11.13 

81. The domination of the Trust Board by the user interests had 
justific2tion in the earlier period when the Port Trust Boards them­
selves found the finances for running the ports and when the 
demands for d-evelopments were also few. 

With the massive investments by the Central Government for 
port development under the Five Year Plans, the need for balanced 
representation of all interests in the Trust Boards has become urgent. 
Under these changed circumstances, the Commission considers that 
the strength of the user interests in the Port Trust Boards should be 
brought down. The Boards of the bi~t~er ports may comprise not more 
than, 17 members including the Cha·irman of which eight will be 
omcial members and eight non-offici;il. For smaller ports, the total 
membership need not exceed 13, consisting of the Chairman, six 
ofiicials and six non-officials. 

11.14 

L/P(D)>lO:\[nf~&T-12 
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82. There should be no bar to an employee representing the 
labour to be a Trustee on the Port Board. The Commission recom­
mends to the Government an amendment of the existing legislation 
to remove the present disability. 

11.15 

83. There are wide variations in the powers of the Chairman and 
the Board of Trustees as under the various Acts and the regulations 
framed thereunder with reference particularly to the charging of ex­
penditure _ to capital in the older ports. Greater financial powers 
should be bestowed on the Chairman and the Port Trust Boards and 
it is recommended that-

(1) for schemes included in the Annual Plans and for \vhich 
administrative approval has been accorded by Govern­
ment, the Port Trusts should have the power to sanction 
individual items upto Rs. 25 1akhs as well as approve 
t€:'11ders for the same value; 

(2) cases of escalation by over ten per cent and of material 
change in the scope of the project should go to the Govern­
ment for approval, and 

(3) th~ revenue .:l.nd capital budgets should continue to 
receive the approval of the Central Government. 

11.16 

84. The time of the Trust Boards is unnecessarily lost on p2rsonnel 
matters and they should devote their entire attention to the policies 
and programmes of port development, port management, etc., rather 
than on administrative details su.ch as appointments, disciplinary 
proceedings etc. 

The Commission recommends that the creation of all posts 
carrying a pay scale of Rs. 1,250.00 should vest in the Chairman, 
posts between the pay scale of Rs. 1,250.00 to Rs. 2,000.00 with the 
Board of Trustees, including the Chairman and posts above 
Rs. 2000.00 with the Central Government. The appointments of the 
Chairman, the Deputy Chairman and General Manager may be made 
by the Central Government and the Heads of Departments and in­
cumbents of posts carrying a maximum salary of over Rs. 2,000.00 
by the Chairman with the prior approval of the Central Government 
and of all other persons by the Chairman of the Port. 

11.17 

85. Appeals against the orders made by the Heads of Depart­
ments should lie with the Chairman and appeals against the orders 
made by the Chairman should go to the Ministry of Shipping & 
Transport. 

ll.Hl 

86. The Commission rec0mmends the constitution of an advisory 
body, the Major Ports Council with the Minister for Shipping and 
Transport as the Chairman, the n-'present3.tiv-es of the Ministry of 
Finance and the Planning Commission and the Chairmen of the 
Major Ports. The Secretary of the Ministry in charge of ports should 



be the ex-officio Member-Secretary of the Council. The Council wili 
provide a forum for the consider_ation of major issues of planninO' 
investment, traffic, common administrative and financial proble~~ 
among Major Ports and thus help to improve the efficiency of the 
port operations. 

11.19 

87. The Major Ports Council, which will be purely an official 
organization, business-like in character, will deal with vital pro­
blems of development, such as co-ordination of traffic, investment 
port facilities and the like. ' 

11.20 

CHAPTER 12-Port railways 

88. The trend in many ports of the world· is for the road trans­
port to handle an increasing share of the port .traffic. But this may 
not be applicable to the Indian ports because of the predominating 
proportion of bulk cargo in the future traffic forecast for them. The 
railways are, therefore, bound to continue to handle a substantial 
volume of the ports' traffic for many years to come. 

12.4 

89. Owing to special conditions or historical reasons, there are 
considerable variations: in regard to the relationship of the ports to 
the railways in the port areas. The railways in the ports of Calcutta, 
Bombay, Madras, Vipakhapatnam and Mormu~ao are owned ·and 
worked by the respective Port Authorities. At Cochin, the• port owns 
the railway, but it is worked by the Southern Railway; at Kandla, 
raihvay is owned and operated by the Western Railway. 

12.5 

90. The Ccmmissicn's attention has been drawn to the unsatis­
factory physical condition of the rolling-stock of the Port Railways 
\vhich has adverse effects on their operational efficiency and on the 
turn-round of the ships, resulting in increasing costs all round. 

12.12 

91. The Port Railways at Calcutta and Bombay have been ope­
rating at very heavy losses for the past several years. The special 
efforts made by them have not produced any tangible results. On 
the contrary the losses have been. increasing. 

12.13 

92. In fairness to the ports it should be stated that the proposals 
for revision in the rates of Port Railways require the approval of 
the Railway Board and often these approvals have been given after 
c?nsiderable delays. Such delays have an adverse effect on th~ ear­
nmgs of the Port Railways, and we recommended that the Ra1~way 
Board should take special steps to see that such delays are avoided. 

12.14 

9:3. The· Port Trusts have a legitimate grievance in respect of 
the t~rmin::tl c·harges received by them as the~e have by and large 
remamed unchanged although the overall freight rates have been 
LJP(D)StJ~Iof::)&T-l2(a) 
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enhanced from time to time by the indiah Railways. The Commission 
recommends that the Ministry of Railways should view the claim 
of the Port Railways more pragmatically and the revisions from 
time to time in the railwa:y freight .rates.should be simultaneously 
followed by a pro-tanto adJustment m the terminal charges paid to 
the' Port Railways. 

12.15 

94. Regarding the management of the Port Railways by the 
Indian Railways, despite advantages such as economy in the opera­
tion of the Port Railways, better maintenance, etc., the dislocation 
resulting from the transfer of Port Railways to the Trunk Railway 
system will far outweigh the advantages of the Indian Railways. The 
integration of the workers in the Port Railways with these will 
throw up innumerable problems. The Commission recGmmends that 
the Port Railways operated by the Port Trusts namely at Calcutta, 
Bombay, Madras, Visakhapatnam and Mormugao, should continue 
to do so. In the case of Kandla, the Western Railway should con­
tinue to operate the Port Railways. The Commission is of the opi­
nion that in view of the heavy financial burdens involved and the 
time1 required for these ports to achieve financial viability, the Major 
Ports of Kandla, Paradip, Mangalore and Tuticorin need not be sad­
dled with the operation of the Port Railway system and that the 
Indian Railways should own and operate the railways of these ports. 
At Cochin, the Commission reccmmends the continuance of the pre­
sent practice under which the Southern Railway is operating the 
Port Railway. The Commission recommends that the operation of 
the Port Railways may be reviewed after a period of ten years 
from the date of the Report. 

12.16 

CHAPTER 13-Port Trusts liability for cargoes and security arrange­
ments in ports 

95. The period for which the ports assume responsibility for the 
safe custody of goods entrusted to them varies from port to port. 
The period should be fixed at seven days at all the ports. 

13.6 
96. The extent of protection extended under various Port Acts 

to the Port Trusts out of the action of their employees varies. The 
grant of absolute exemption from liability even for any act or omis­
sion or done without any good faith is totally unjustified. While 
the protection afforded to an act done or intended to be done in good 
faith is accepted as a sound principle of jurisprudence, total negation 
of liability even for acts done in bad faith will not be considered 
reasonable. The provision in this regard embodied in the Major 
Ports Trusts Act, 1963 should be extended to all the ports. 

13.14, 13.15 & 13.16 

97. Considerable losses occur due to the reluctance in the issue 
of out turn reports by the ports because of the non-provhion in some 
Port Acts of the period durin(.! which such rep~Tts shculd be issued 
and the limitation on period for filing suits against Port Trusts tor 
such losses \vhich incidentally varies in various Port Acts. The limit 
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for the issue of outturn reports should be fixed at 45 days and every 
effort be made inl the meantime by the port authorities to trace the 
goods misplaced/shortlanded. Also the period for filing the suits 
against the Port Trusts be fi.xed uniformly at six months for all the 
Major Ports. 

13.18 and 13.19 

98. The security arrangements should be strengthened at the 
pul ts. Security arrangements for the Major Ports may be reorganized 
and strengthened in accordance with the provisions of the Central 
lndustrial Security Force Act. 1968 which is a)plicable to the Major 
Ports. 

13.24 

CHAPI'ER 14-Legislation for the Major Po_rts in the country 

99. There are wide differences in the p~visions contained in 
the Acts of the three older ports among themselves and those con­
tained in the Major Port Trusts Act. 1963. The Commission considers 
that as the three older Acts have become out-of-date in the present­
day conditions in respect of several provisions, it is advisable to 
bring about a measure of uniformity for the governance of aD 
Major Ports. The Act of 1963 being recent contains several flexible 
provi~ions and gives liberal powers to the Port Trusts in respect 
of financial matters and power to Central Government to frame 
1·egulations. 

. 14.4 

100. The conditions under1 ·Which the older ports used to find 
their own finances and, therefore, enjoyed a measure of autonomy 
are no longer valid as from the beginning of the Planning era, 
decisions regarding investments, deployment of resources, deve­
lopment projects, etc., are taken in accordance with the plan pTiori­
ties by the Central Government, and the Port Trusts have largely 
become executing agencies. 

The Commission iS' of the firm opinion that in the ultimate 
analysis, the Government should have the power to issue directions 
Oi1 questions of policy. 

14.6 

101. Regarding the special provisions in the Port Trust Acts of 
Calcutta and Bombay relating to municipal taxation. of port pro­
perties, the Commission does not consider that these provisions need 
Le retained in their present form. 

14.8 

102. The Commission recommends that the Madras municipal 
practice of taxing the Port Trust properties be adopted for all the 
Major Ports subject to a provision for increasing or decreasing the 
rate by say one quarter per cent for every one per cent on the 
general increase or reduction effected in the rate of the tax on 
othe~ properties within the jurisdiction of the Municipal Corpora­
tion. 

14.9 and 14.10 
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103. The Commission has reached the conclusion that the balance 
of advantage lies clearly in a;lplying a uniform legislation to all 
the Major Ports for which the Act of 1963 can serve as a basis. 

14.11 
104. The Commission recommends that the Government may 

~onsider the advisability of assuming powers for giving directions 
to the Port Trusts on all matters involving "public interest". 

14.12 

105. While carrying out the amendments to the Act of 1963 for 
the introduction of uniform legislation, the Commission recommends 
that the existing provision in the Calcutta Port Act regarding certain 
special functions, namely, the training of the river Hooghly, pro­
vision of landing places and bathing ghats, etc., should be incorpo­
rated. 

14.13 

CHAPTER 15-Coordination between Major and Minor Ports 

106. The Minor Ports, which handle only about one-seventh of 
the total traffic of Major Ports, are only roadsteads where the load­
ing and unloading o_I;erations are carried on with the help of 
lighters. Despite the double handling. Minor Ports offer certain 
'ldvantages due to their proximity to the hinterland and lower 
port charges and have helped in relieving the congestion of traffic 
at Major Ports. 

15.3 

107. There have been proposals in the past towards improve­
ment and development of Minor and Intermediate Ports and even 
of transferring the subject of Minor Ports from the Concurrent 
List to the Union List of the seventh Schedule of the Constitution. 
But conditions have vastly changed in the recent years owing to 
the emergence of bulk cargo ~s the governing factor in our port 
operations. 

15.4 and 15.5 

10~. As the utilization of larger capacity vessels has resulted 
in a distinct freight advantage from economies of scale, progressively 
larger vessels of 100,000 d.w.t. and above are replacing the older 
ships. The deeper draft and the sophisticated mechanical equipment 
calling for heavy capital investment which the larger type vessels 
call for can be provided only at a few ports. 

15.6 

109. In the light of these considerations as well as the increasing 
competition from other modes of transport in the country, the Com­
mission has come to the conclusion that the future role of Minor 
Ports would be progressively on the decline. 

15.13 

110. The Commission, however, does not rule out the need for 
the development of selected Minor Ports where the factors men­
tioned above may not apply or have only a limited applic;.it!on as, 
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f?r ~xample, the location in a Mif~:or Port of harbours for deep-water 
ils~u:g, or the ex~ort . of a special type of cargo, such as bricks, 
chillies, etc., to the ne1ghbounng countries. 

15.15 

111. The use of larger vessels for cargo as well as for con­
tainerized vessels for general cargo calls for the development of 
adequate facilities of the international standard, to receive such 
vessels at least in on~ p_ort on the west coast and one port on the 
east coast. The Comm1sswn recommends that the new satellite port 
of Nhava-sheva on the west coast and the Haldia Dock System on 
the east coast, may be fully developed to meet these modern re­
quirements. 

15.16 

112. The Commission finds that both the. value and the impor­
tance of the Minor Ports have considerably declined and, therefore, 
tonsiders that further investments on Minor Ports should be made 
strictly on the basis of felt-need and proven viability. 

15.17 

113. As it would be uneconomic for Minor Ports to deal with 
such problems, as siltation, entre.nce barriers and absence of better 
handling facilities. surveys and navigation needs, the Major Ports 
adjoining them should come to their aid in a planned manner. 

15.18 

114. With the existing eight Major Ports and the two new under 
construction, there is considerable overlapping of the hinterland 
of the ~orts. Taking this into account as well as the lack of adequate. 
traffic in some of the ports to enable them to become financially 
viable within a reasonable time, the Commission has reached the 
conclusion that there is no need for any new Major Port in the 
foreseeable future. Before another Major Port is developed, the 
need should be examined by a Commission in the light of the 
existing port facilities, the traffic flowing and the likely develop~ 
ment of traffic, and the financial viability of the scheme as a whole. 

15.20 

CHAPTER 16-Port labour 

(i) Labour Productivity and Port Operations 

115. For improving labour productivity, the Major Ports have 
made considerable progress during the last t~o decades both in 
regard to the decentralization of cargo handhng labour and in 
evolving a progressive wage structure. 

16.2 

116. The scheme for payment by results prevails in all Major 
Ports. excent at Paradip, l;Hlt with varying extent of coverage. 

• . 1&3~ 1&8 



117. Statistics of output relating to some ports, like Calcutta, 
Bom.bay, Cochin and Visakhapatnam reveal that by and large, the 
overall effect was one of imj:.roved J:erformance after the incentives 
were offered. Generally, such improved. outputs have led to a 
speedier handling of the cargoes at the berths as well as quick 
tL<rn-round of the ships and have had beneficial effects on the earn­
ings of the workers. 

16.10 

118. Many of the basic premises on which the incentive schemes 
were evolved at Bombay have undergone a substantial change in 
the last 14 years. The direction of our trade, and trade pattern. have 
altered. Further, the wage levels of workers have been revised from 
time to time. In spite of significant changes in various directions the 
incentive schemes have conilinued to remain essentially intact, 
except for a few minor adjustments in individual datum lines. An 
appropdate machinery should be evolved to review comprehensively 
~he incentive schemes in the ports associating labour with such a 
review. 

16.14 and 16.15 

119. There is no compelling need to have for other ports identical 
integrated incentive schemes for the dock and shore workers, as 
are prevailing in Bombay, Madras and Cochin. Any incentive scheme 
designed to enhance the productivity of the workers should be ex­
tended as widely as possible. To achieve higher output, the incentive 
schemes, be it of the piece-rate or datum type, should carry an 
element of progression. In the case of Calcutta, the Central Wage 
Board for Port and Dock Workers has formulated an incentive 
scheme for the dock workers and early action on the scheme needs 
to be taken. 

16.16 

120. The existing coverage of transit shed staff by incentive 
schemes at the various ports is not uniform. Similarly, the super­
visory shed staff at most of the ports is left out of the purview of 
incentive schemes. As the co-qperation of the supervisory staff is 
vital to the maximization of the output in the chain of operations 
from the ship to the transit sheds and vice versa they should also 
be covered by incentive schemes. 

16.19 and 16.20 

121. There is considerable idle time in the working of port 
operations with its adverse effects all round. In view of its all­
pervasive effect, it is essential that the proportion of idle time 
sh:mld be n;duced t? the minimum. Delays caused by cargoes not 
bemg ready f~r _lo~dmg, repairs to cranes, provision of special gear. 
etc., can be mm1m1zed by proper planning. 

16.21 and 16.22 
122. As a result of the various progressive measures undertaken 

by the ports, considerable progress has been made in extendincr 
job security. to the shore workers. The strength of 'C' category 
workers, wh1ch was substantial in the past few years in some ports, 
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has now gone down considerably. Every effort should be made for 
the early absorption of the 'C' category workers into the 'B' category. 
Further, the number of 'C' category workers should be kept at the 
minimum. Endeavour should be made by other ports to eliminate 
progressively contractors and contract labour on works which are 
of a regular and continuous nature. 

16.27 

( ii) Impact of Ports' modernization on labour 

123. Any scheme of modernization should take into account the 
conditions peculiar to our country. With relatively scarce capital, 
comparatively low wages and widespread unemployment and under­
employment, it would be more appropriate to concentrate in our 
ports on simpler types of equi{:ment invdlving less capital cost, 
fewer maintenance problems and which woul~ save physical efforts 
and displace fewer workers. 

16.29 

124. However, in certain sectors of our port operations a high 
degree of mechanization has become inevitable, particularly in bulk 
commodities like ores, fertilizers c.nd fertilizer raw-materials. This 
nroblem should be approached with a sense of caution and with 
appropriate safeguards against Jthe adverse effects of employment. 

16.30 

125. To realize the objecti~e of mechanization, there is need to 
achieve the optimum utilization of the mechanical appliances which 
in turn calls for the training of labour in new skills and elimination 
of unproductive time. It is essential that the expenditure on the 
mechanical appliances should be more than off-set by the savings in 
the expenditure on labour. As most of the cargo handling work at 
the ports is now in gangs, the successful introduction of mechaniza­
tion will require readjustment of the gang strengths. Although the 
gang size at our J:Orts has now become a matter of convention, 
whenever there are substantial additions or modifications to mecha­
nical aids, the scope for adjustment in gang strength will require 
to be looked into. 

16.31 

126. Regarding mechanization of general cargo handling at our 
ports, palletization has been attempted on a limited scale. The deter­
mination of gang strengths will have to take into account the con­
ditions prevailing at our ports in terms of types of cargo handled, 
t~e mode of packing and the extent of mechanization. 

16.32 

127. There should be considerable flexibility in the fixation of 
gang strengths and there is no need to have a uniform strength for 
all the commodities at a port. 

16.34 
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123. With the revision of manning scales, a review of the wage 
structure of vort labour should also be undertaken with a view 
to giving labour a share in the increased productivity resulting from 
mechanization. The.principles suggested by 1he National Productivity 
Council and endorsed by the National Commission on Labour may 
be accepted and implemented in the case of port and dock industry 
mduding the provision for consumer interest. 

16.35 and 16.36 

129. The impact of mechanization on employment levels would 
not obviously be uniform at the various ports. It will depend on 
the extent of mechanization as also the composition and quantum 
of traffic particularly for bulk cargo and for general cargo. A sub­
stantial portion of iron ore handling labour at the ports of Madras, 
Visakhapatnam and Mormugao comes under the Dock Labour Boards 
and the impact of mechanization would, therefore, be felt by them. 

16.37 and 16.38 

130. Due to a pronounced decline anticipated in foodgrains traffic, 
surpluses are likely to arise in the foodgrain handling labour. 

16.40 

131. In the next five to ten years, barring the Calcutta Port, 
there may not be any serious problem of surplus labour at the ports. 
However, considerable surpluses of labour are forecast in respect 
of the work force under the purview of the Dock Labour Boards. 
It is necessary to take stevs well in advance to minimize the adverse 
impact on labour. 

16.42 and 16.43 

132. While introducing mechanization, every effort should be 
made to avoid hardships to labour ·and the port authorities as weil 
as the Dock Labour Boards should endeavour to absorb in alterna­
tive jobs the labour displaced. The port authorities would also 
have to provide training facilities for the redundc-nt workers for 
absorption in the new occupations requiring new skills. The train­
ing of our dockers calls for a considerable organization including 
the establishment of prop~r training schools. Appropriate schemes 
should be evolved by the port authorities in this directio)l. 

16.44 and 16.~5 

133. Serious consideration should be given to the formation of 
attractive schemes of voluntary retirement for port labour. Appro­
priate schemes for voluntary retirement should be drawn at all 
ports in consultation 'vith labour and they should be applicable 
over a reasonably long period of time. 

16.46 

134. It is surprising to find that the problems of manpO'I,ver 
planning have not received sufficient attention of the port authori­
ties. In view of the progressive resort to mechanization of cargo 
handling and the consequent surplus of labour, the SJ:ecialized skills 
required, etc.. it is urged that the port authorities should devote 
serious thought to the preparation of manpower plans. 

16.48 and 16.49 
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(iii) Coordination of the agencies employing labour at the ports 

. ~3.5. Mere improve~ents a~ the ports by way of better berthing 
fac1llbes, cargo handlmg eqUIJ:ment, storage accommodation etc. 
will not ~chieve th~ benefits expect~d of them, unless the ag~ncie~ 
engaged m the vanous cargo handlmg operations are properly co­
ordinated. 

16.50 

136. There is no uniformity in respect of the services directly 
rendered by the ports and in the J:attern developed either as to the 
categorization of the workers or to the types of cargo handled by 
the port authorities. 

16.51 and 16.52 

137. Even among the various tasks discharged by the employing 
a6encies, there is no uniformity among the· ports.. The diversity of 
such practices is reflected in the magnitude of the labour force 
employed by the principal agencies at the ports. 

16.56 

138. Owing to lack of interchangeability amongst the workers, 
excessive work force is maintained at the ports resulting inevitably 
in irregularity of employment and differing levels of earnings and 
productivity. Surplus labour, besides necessitating higher degree 
of co-ordination, also accounts for rising costs at some of our ports. 
With the installation of f&s~-moving appliances for handling the 
cargo, the problem of excess labour is likely to intensify and the 
task of solving it becomes one of increasing urgency. 

16.59 and 16.60 

139. Compartmentalization of workers places an uneven burden 
on any one category of trade when its traffic declines, as for example, 
in the case of the salt trade at Calcutta. 

16.61 

140. Occasional marginal surpluses are not unusual in the port 
industry, but the matter for concern is the anomaly o~ pronounced 
surplus in certain areas of operation concurrently with sh~rt1_1ges 
in other areas. The surplus is brought about not only by vanahons 
in the volume of traffic, but also in its pattern.. 

16.62 

141. We emphasize that unless all the three operations in. the 
rycle of discharge, removal :md clearan~e a:e properly dovetailed, 
high levels of productivity cannot be mamtamed. 

16.63 

142. The orincipal difficulties arising out of the pr~se~t set-up 
for employing labour are: (i) the problem of ~o:ord~abon; and 
(ii) proper utilization of labour force. "!he confl~ctmg mterests of 
the various employing ~gcncies and their respective labour groups 
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ftuke co-ordination difficult. If one authority is charged with the 
responsibility of moving cargo from the ships, holds till the point 
of loading on the consignees, vehicles or vice versa, such an autho­
rity could more effectively plan the work at various stages. The 
cumulative effect of the deficiencies in the f;resent set-up cannot be 
overcome except by consolidating the employing agencies and their 
labour groups. 

16.65 

143. The logical choice of a unified agency would be the Port 
Trust. While a unified agency would be an ideal solution, yet the 
difficulties in the wake of a sweeping change cannot be overlooked. 
The unification of the entire labour in the port area would be a 
long drawn process and the machinery to implement this change 
would have to vary from port to port. 

16.67 and 16.68 

144. A beginning should, however, be made to stop further 
additions to the existing employing agencies and simultaneously 
attempts should also be made to secure a reduction in their number 
by bringing under the purview of the Listing Schemes the various 
categories of cargo handling labour now· employed by agencies 
other than the Port Trusts and the Dock Labour Boards. 

16.70 

145. The attempts made at Visakhapatnam under the Visakha­
patnam Unregistered Dock Workers (Regulation of Employment) 
Scheme, 1968, to ensure adequate supply and stability of employ­
ment of the dock workers, the economic turn-round of vessels and 
speedy transit of the cargo through the port opens up possibilities 
for similar experiments at the other ports. 

16.71 and 16.72 

146. Far too many stevedores function at the Major Ports than 
appear to be necessary for the efficient handling of the cargo. It 
has led to a number of serious defects and deficiencies and there 
is need to overhaul the present functioning and regulation of 
stevedores. 

16.73 

147. In India the question of making capital investments on 
mechanical equipment by the stevedores is closely linked with 
their future role and their continued functioning in the private 
sector. 

16.74 

148. Another aspect to which we would call attention relates 
to the employment of monthly paid \Vorkers by the stevedores which 
has not registered any increa!';e ovr r the years, especially in Calcutta. 

16.75 
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149. The deficiencies in the present system of stevedoring acti­
·.rities require quick remedial measures. First, the present strength 
of the stevedores at the ports and the admission of fresh entrants 
into the field have to be scrutinized. Secondly, the existing stevedores 
have to be screened closely to ensure that the number is consistent 
with the needs of the particular port. This may be done by pres­
c:ribing definite standards to which a stevedore· must conform for 
his continuance on the register, namely, the quality and quantum 
of work, the availability of resources in men and material, etc. The 
Draft Scheme prepared recently for the regulation of the private 
:>tf.'vedores at the Calcutta Port lays down that a minimum of 75 
!X'r cent of the total requirement of the work force by the trade 
should be on the monthly register of employers within two years 
of the Scheme being put into effect. Similar schemes should be 
evolved for adoption at the other Major PoY~s as well. 

16.76 and 16.77 

CHAPTER 17-Ex grat:a ·payment to the port employ,ees 

150. Although the rating policy in some of the ports has been 
£,volved without reference to a rational or economic basis, or with­
uut being correlated to the value of the commodities or the capacity 
of the traffic to bear, it is not a sufficient argument for a :(:redeter­
mined rate of ex gratia payment to be made, irrespective of the 
capacity of the port to pay it. 

The suggestion that the f·t: gratia payment to the port workers 
~hould be related to the bonus paid by the principal user of the 
port, namely, the shipping companies to their employees, is not 
acceptable. 

17.7 

151. The Commission does not agree with the view that because 
of the peculiar functioning of the Port Trusts, the ex gratia should 
be frozen at the current rate of four :per cent. 

17.8 

152~ It would be legally difficult to enforce and administratively 
inexpedient to adopt the suggestion for pooling the divisible sur­
pluses of the ports to ensure payment of an uniform rate of ex gratia 
al all the Major Ports. 

17.9 

153. The Bonus Act formula per se does not furnish an appro­
rriate basis for del.ermining the capacity of the ports to make the 
('.T gratia payment. 

17.12 

154. The capacity of the ports to pay a h~gh~r. ex gratia th.an 
hur per cent could onlv be related to the ava1lab1hty or oth~r~1se 
of the surpluses after providing for working expenses, depreciatiOn, 
intcrrsl and <J r~easonablc provision for reserves and repayment of 
loans. 

17.17 
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155. The view that the ex gratia payment should be related to 
the total tonnage of cargo handled at the ports during an account~ 
ing year does not commend itself to the Commission as it is not 
logical to extend the tonnage formula for the payment of ex gratia 
to port employees. 

17.19 

156. From the Gross Surplus arrived at after deducting the 
working expenses from the gross earnings. provision for deprecia~ 
tion on straight-line method and historical cost and 12 per cent 
return on capital e_mployed should be made to arrive at the avail­
able surplus. The available surplus should be shared between the 
employees and the port in the ratio of 60:40. If there is no available 
surplus the port should pay the minimum ex gratia payment of four 
pt'r cent to its employees. 

When the Government provides an outright grant to the tune 
of 20 per cent of the cost of civil works in certain circumstances, 
the prior deductions from the gross receipts for the purpose of 
ex gratia calculations could be the working expenses (excluding 
interest), depreciation and a return of five per cent on the cash 
grant portion, if any, and 12 per cent on the balance of capital 
employed. 

17.21 

157. No deduction should be made either in respect of income­
tax or development rebate or .development allowance in arriving at 
the available surplus. 

The categories of employees eligible for ex gratia, the basis 
for the computation of the wages, provision for set-on and set-off, 
etc., be governed by the provisions of the Payment of Bonus Act. 

17.22 

158. All the operations of the ports should be treated in their 
totality and the financial results thereof viewed as a composite 
entity instead of dissecting them and creating a distinction between 
the operating and non-operating functions of the ports. 

17.23 

159. The Commission's recommendations regarding the ex g1·atia 
payments should be given effect to from the accounting year 1967-68. 

17.25 

loU. Though members of the Commission associated with port 
and dock labour as well as some representatives of trade unions 
suggested substitution of terminology 'bonus' for ex gratia the Com­
mission does .!JOt feel called upon to make any recommendation in 
this behalf. 

17.26 



MINUTES OF DISSENT 

By SARVASHRI S. R. KULKARNI AND MAKHAN CHATTERJEE 

CHAPTER 9-Bort rates and charges 

It has been recommended by the majority in the Commission 
that to obviate certain difficulties alleged to have been faced by 
some of th~ ~ort Chairmen in persuading the Port Trustees to accept 
proper revisiOn of rates and charges, a Port Rates Authority should 
be constituted. It has beEn furthEr recommended that the Port 
Hates Authority should be composed of three members, one of whom 
be an economist, another a person with administrative experience, 
and the third an expert in finance and accounts. According to the 
majority in the Commission, the Port Rates· Authority will be 
[•dvisory in character and will have jurisdiction in the following 
cases-

(!) cases where on the recommendations of the Costing Cell 
(Rates Cell) the changes proposed have not been accepted 
by the Board and the Chairman considers that, in the 
interest of the administration of the port, the proposed 
rates should be approved; 

(2) cases of difference between the Port Trust and the Gov­
ernment; 

(3) cases of comf Iaints of ··the user of unclue preference, un­
due or unrensonable prejudice or disadvantage in any 
respect whatever or unreasonable charges; and 

(4) cases which the Government may refer to the Authority 
on any other matter. 

2. We regret our inability to subscribe to the above views of our 
.,;:)lleagues in the Commission for th2 following reasons. 

3. The recommendation to constitute Port Rate Authority to 
resolve disputes concerning rates amongst the various interests con­
C'Pt ned with the Port Trust will not serve any useful purpose, since 
1t will be a purely advisory body without any powers to enforce its 
findings. It is not unlikely that even where the Port Rates Authority 
may find that the rate is unduly low and could be raised without 
detriment to the public interest, the Governm~nt and th_e Port 
Trust Administration would be able to see to 1t that no mcrease 
in rates is effected. It may be noted that the Central Wage Board 
for Port & Dock Workers recently examined the question of the 
capacity of the Ports to pay increased wages as require~ by its 
terms of reference, and by a majority came to the conclusi?n that 
all Major Port Trusts had ade(]uate capacity to enhance their reve­
mw, and that sine(' the existing rates and charges were unduly 
hw, they could be raised adequately \Vitho;zt detriment to the 
public interests. It may be of interest to mention here that all the 
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unanimous and majority recommendations, including the findings 
of the Wage Board relating to the capacity of the Ports to increase 
their port rates and charges, have been accepted by the Govern­
ment of India at the highest level. One of the honuurable members 
of the Wage Board is a noted economist 'in the country, who was 
also a member of the Finance Commission set up by the Govern­
ment of India. Th~ recommendation madE: by the majority in the 
Commission to set-up a Port Rates Authority is like adding a fifth 
wheel to the coach and the only useful purpose it will serve is to 
open avenues of employment to retired Government officials and 
defeated and disgruntled politicians. We h~ve no doubt that such a 
step will not be in the interest of the Port Trust nor will it improve 
the financial stability of the Ports. 

4. Thou;;h our colleagues in the Commission have recommended 
a substantial reduction in the number of Trustees on the various · 
Boards with a view, perhap, to eliminate the domination of the 
vested interests, it cannot be said that such a step will altogether 
eliminate the powerful influence the vested interests are having 
in the matter of functioning .Qf the various Boards of Trustees. It is 
not unlikely that with a view to delaying the proposals put forward 
by the Chairman to enhance the rates and charges, some interested 
parties may try to obstruct smooth r.assage of the resolution at the 
meetings of the Board, and even if such resolutions may be passed 
by a majority, its implementation will be delayed under one pretext 
or the other. 

CHAPTER 11-Port management 

We have very carefully perused th2 chapter on 'Port Manage­
ment' and we would like to regretfully submit that we are not in 
agreement with certain views expressed by the majority of our 
colleagues in the Commission. Since 'port management' is one of 
the important aspects of the port working, we deem it our duty to 
offer our considered views on this subject. 

2. While the chapter relating to 'r:or~ management" discusses 
at length the nature and composi1ion of Port Trust Boards. it con­
tains no discussion on the equally important subject of the top 
executive management of the Ports. Th~P is no discussion \vhatso­
ever about the manner of appointment of the Chairman and of the 
Deputy Chairman (or the General Manager). Although para 11.11 
mentions the majority recommendations regarding the nature of 
the Port Trust Boards·, made in the join~ report of th0 Indian 
Institute of Mana;;ement and the M::>nagcmen~ Group of the Com­
mittee on Plan Projects. Planning Commission (1966) and the report 
of the Study Team of the International Association of Ports and 
Harbours ( 1968). there is no mention of the recommendations con­
tained in these reports regarding the t0p executive management ot 
the Ports. Similarly. there is no mention of the recommendatirm 
on this subject made by th(' Colombo Plan Commis:-;i0n in Hl55-56. 
We believe that this is an imunrtant sub.kct and tlH' r('cnmrnenc1:1-
tions made thereon by the aforementioned expert bodies should be 
given anxious consideration. 



. 3. The Colombo Plan Commission, headed by Sir Eric Milbourn. 
wh1ch toured the Indian Ports at the invitation of the Government 
of India in 1955-56, made the following recommendations on the 
subject-

"Form of Port Administration 

20. In no circumstances, we think, should the Chairman or 
Board attempt to carry out the day-today executive and 
managerial functions of the port. These should be the 
responsibility of the Chief Executive Officer (we suggest 
that he might be called "General Manager" in the major 
ports and "Port Manager'' in the lesser ones) who will 
be both the technical adviser to the trade and responsible 
to them for carrying out the policy which they determine. 
He must be capable of accepting very wide responsibility 
and must have authority through. the various senior Offi­
cers over every fact of the port's work. He should nor­
mally be a man of wide experience who has made port 
operation his professional career in life. To put it in a 
nutshell, port operation has become too technically com­
plicated to be run by amateurs". 

4. The Indian Institute_ of Management and the Management 
Group of the Planning Commission's Committee on Plan Projects, 
which jointly carried out a study of the Visakhapatnam Port in 

·1966, recommended as follows regarding the Chairman of the pro­
jected National Ports Boards-

"Like Railway Board, he should have spent the greater part 
of his career working in the ports" (p. 174 of the Report, 
Vol. 1). · 

5. We submit that the above recommendation applies with even 
greater force in regard to the Chairman of the Port Trust Boardl 
since wide experience of Port working is desiderated even at the 
higher level of the Chairman of the National Ports Board. 

6. The Study Team of the International Association of Ports and 
Harbours which toured the Indian Ports at the invitation of the 
Government of India in 1968, made the following recommendations 
1n its report-

"Port Trust Organisation 

We have previously presented our general impressions of· the 
relationships which exist between first, second and third 
level officials at major ports. We add here that while 
there are many obvious weaknesses in the relationships 
between these officials, the majority of Chairmen at the 
individual ports who are members of the Indian Adminis­
trative Service (I.A.S.) or, in a few cases, the Indian Civil 
Service (I.C.S.), have had extensive administrative expe­
rience. As we have said, the basic fault we find is the very 

-fact that these individuals are administrators rather than 
managers. This appears to be more a fault of the "system" 
than of the individuals. 
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We have found that, with one exception, the current Port 
Chairmen have had little or no experience in the areas of 
port development, operations, shipping, or, in fa.::t, in any 
field of transportation. Nevertheless, such Chairmen are 
expected to direct effectively ·the efforts of subordinate 
officers and to evaluate their performance. Likewise these 
officials are at times called upon to participate in meetin=>"S 
on international trade . conventions, agreements betwe:n 
ship-owners, Chambers of Commerce programmes, etc. 

"In our opinion, it is unrealistic to expect a Port Administrator 
or Manager to develop insight and appreciation of the com­
pJexities of port operation and international trade over­
night. There is no short cut or substitute for experience 
and the fact that most of the current Port Chairmen at 
Iridian Ports have not had the benefit of each experience 
is neither fair to them as individuals nor is it in the best 
interests of India". 

7. We submit that the question of to:;> executive management of 
the Ports is an important subject in view of the wide range of 
functions discharged by the Indian Ports and also in view of the 
fact that the Port Trust Boards, which are mostly composed of per­
sons with inadequate experience of Port management, are generally 
guided by the Chairman and the Deputy Chairman in all im:r-ortan: 
matters. The top executive echelon of the Ports must be functional 
and not merely ornamental, if the ports are to function effectively. 
7.i'unctional efficiency can be achieved in ports on!y if top executives 
i1ave wide experience of port management; it cannot be achieved 
by experience of district administration supplemented by. experience 
of Secretariat departments. Moreover, the Port rersonnel contain 
Officers who are in no way inferior in calibre and ability to the 
average member of the I.A.S. 

d. We regret to observe that our colleagues have not paid ade­
quate attention to the a]?ove important aspects of port management 
and, therefore, we strongly feel that our views may be given due 
consideration by the Government while taking its decision on the 
Report. · 

9. We also disagree with the majority recommendation relating 
to the powers of the Boards of Trustees vis-a-vis the Chairman in 
the matter of administration details, such as appointments, discipli­
nary proceedings, etc. It has been recommended by the majority 
that the creation of all posts carrying a pay scale of Rs. 1,250 should 
vest with the Chairman, posts between pay scales of Rs. 1,250-
Rs. 2,000 with the· B~rd of Trustees, including the Chairman, and 
posts above Rs. 2,000 with the Central Government. The appointments 
of the Chairman, Deputy Chairman and General Manager may be 
made by the Central Government and the Heads of Departments and 
incumbents of posts carrying a maximum salary of over Rs. 2,000 by 
the Chairman with the prior approval of the Central Government. 
and of all other :r-ersons by the Chairman of the Port. 

10. In accordance with the existing provisions of the older Port 
Trusts Act, the Chairman is competent to create posts carrying the 
maximum pay scale of Rs. 1,000 and the Board of Trustees are 
competent to create posts of Officers drawing salary above Rs. 1,000. 



It is interesting to note that the above salary limits were laid down 
several. decades ago, and in the context of new changes in the 
country in the post-independence era, suitable amendments should 
have been made to the relevant provisions of th<! Act. We, therefore, 
~trongly feel that the Board of Trustees or i:he Commissioners of 
the Port should be vested with powers to create any posts irres­
pective of salary limits, and the decisions of the Trustees or Com­
missioners in such matters should be treated as final and there need 
be no interference from the Government. The Port Authorities being 
autonomous in charac;ter, the Board of Trustees or Commissioners 
should be the final authority in the matter of prescribing service 
conditions of their employees, excluding the Chairman who may 
be ap;::ointed by the Government of India. At present, the Chairman 
and the Board . of Trustees are competent to prescribe service con­
ditions in respect of employees whose sal~ry does not exceed Rs. 1,000. 
Instead of. giving the Chairman more. powers by curtailing the 
:;:owers of the Board of Trustees, as pl"Oposed by the majority in 
the Commission, we recommend that the Boards of Trustees or the 
C_ominissioners should be vested with wider powers. 

11. In the matter ofexisting disciplinary procedures, the .majority 
has recommended certain radical changes. It has been felt by the 
majority. in the Commission that the present system of the Trustees 
or the Commissioners hearing appeals against the orders of the 
Chairmen is far from appropriate. The majority has, therefore, 
recommended that appeals against the orders passed by the Heads 
of J?e_?artments should lie with the Chairman and appeals against 
the. orders made by the Chairman should go to the Ministry in 
charge of Ports. This, we .·'are sorry to say,. is the most retrograde 
step proposed by the maiority in the Commission and runs counter 
to all co.nnons_of natural justice and of principles of fair play. There 
is no denying the fact that the Board of Trustees, including the 
Chairman, are the employers of all persons employed in the Trust. 
It is. therefore, fair and natural that the Board of Trustees should 
not be deprived of their powers to hear the appeals from their em­
ployees against the order of the Chairman and take. appropriate 
decisions. The decisions taken by the Board of Trustees in such 
matter need not be subject to the approval of the Central Govern­
ment, as the aggrieved party can take suitable action under the 
r.rovisions of the existing law. 

12. The majority in the Commission has recommended consti­
tution of an advisory body styled the· "Major Ports Council" with 
the Minister for Shipping and Transport as the Chairman, the 
representatives of the Ministry of Finance and the Planning Com­
mission and the Chairmen of all Major. Ports: We have no quarrel 
with this recommendation, but we are surprised to note that· our 
colleagues have not thought it proper to recommend inclusion .of 
the representatives of the Ministry of Labour and Employment and 
the representatives of the port employees in the proposed Major 
Ports Council. We, therefore, strongly recommend that the obj~cts 
and functions of the Major Ports. Council Ehould bo well defined 
olnd the representatives of the Ministry of Labour and Employment 
as well as th~ genuine representatives of the Port employees should 
also be included in the proposed Major Ports Council. 
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13. During the course of the deliberations of the Commission on 
this subject, we had, strongly advocated the formation of All-India 
Port Service on the lines of the Indian Administrative Service 
(I.A.S.), Indian Foreign Service (I.F.S.) and the Indian Police Ser­
vice (I.P.S.). We regret to note that our views have not been incor..: 
porated in the chapter relating to port management. We, therefore, 
strongly recommend that an All-India Port Service (A.I.P.S.) should 
be created and appointments to posts of Chairmen, Deputy Chair­
men and General Managers should be made from the proposed 
A.lP.S. 

14. We have vehemently argued that the service conditions of 
Class I and Class II officers in the employment of the Major Ports 
should not be tailored according· to the service conditions applicable 
to Class I and Class· II officers in the Central Government in view 
of the fact that the Government of India have accepted that the 
Port transport industry is a distinct industry by itself and the ser­
vice conditions of the employees of the Major Ports should not 
necessarily be on the pattern of the service conditions of the Central 
Government employees. In pursuance of the decision taken by the 
Government of India, at the highest level, a Wage Board was ap­
pointed for all Class III and Class IV employees and the recom­
mendations made by this Wage Board have been accepted by the 
Government. 

15. Equity and fair play demand that similar treatment should 
be given to Class I and Class II Officers in the matter of revision 
of their scales of pay, emoluments and other benefits including 
liberalization of retirement benefits, etc. We, therefore, recommend 
that the existing service conditions applicable to Class I and Class 
II employees in the employment of Major Ports should be totally 
delinked from those of the Government employees and· a suitable 
machinery should immediately be set up to revise their pay scales, 
emoluments and other service conditions, as has been done in the 
case of Class III and Class IV employees. Any delay on the part of 
the Government to set up a machinery •as proposed by us will 
accentuate the frustration amongst the officers including technical 
personnel, such as Pilots, Dredging Masters, Marine Engineers, 
Assistant Harbour Masters, Harbour Masters, Civil and Mechanical 
Engineers, etc., and such state of affajrs will not be· conducive to 
industrial harmony .and peace at the major ports. 

16. During our -visits to various ports as members of the Com­
mission, it was ·represented to us that the service. conditions and 
particularly the scales of pay admissible to Chairmen of all the 
Major Ports are not identical, though their duties and responsi­
bilities are similar. We have also noted that the Chairmen of some 
of the :M:ajor Ports are paid lower salary than even the General 
Manager or the Deputy Chairman at some other ports. This position 
is highly anomalous. We, therefore, recommend that the Govern­
ment· should take appropriate administrative steps to remove the 
disparities that exist between the pay scales of Chairmen of various 
Maj~r Ports. 
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CHAPTER 13--Port Trusts liability for cargoes anct security arrange­
ments in ports .. 

We do not subscribe to the views expressed by the majority of 
the members regarding the effectiveness of the present security 
arrangements in the Ports and particularly the role of the watch 
and ward staff. It is not correct to say that because the watch and 
ward do not have powers to arrest or apprehend the person about to 
commit a crime within the port area, their effectiveness in prevent­
ing theft and pilferage is negligible. On the other hand it is the 
absence of proper co-ordination between the various agencies en­
trusted with the security arrangements in the . ports that has 
contributed to the incidences of pilferage in the docks. The 
faulty procedures of clearance of cargoes "in the docks and the loop­
holes in the existing rules and regulations regarding to the clearance 
of cargoes from the docks is also a contriOutory factor to the inci­
dence of thefts and pilferages in the docks. It is also not correct to 
say that the members of the watch and wa•rd staff employed by the 
Major Port Authorities are ineffective to prevent theft and pilferage 
in the docks because they are allowed to join the trade unions or 
that they have been given a right to strike~ It is well known that 
in many developed countries, including U.S.A. and C.anada, the 
Police Force is given rights to join trade unions of their choice and 
allowed to go on strike to secure improvement in their service condi­
tions. It is, however, no-body's case that the efficiency of the Police 
Force in those advanced coq:qtries has suffered because of the trade 
union rights enjoyed by the:ril. 

2. We also do not agree with our colleagues in the CQmmission 
that the Central Industrial Security Force Act 196~ is applicable 
to the Major Ports. The recommendations made by the majority 
that security arrangements for the Major Ports may be reor~anized 
and strengthened in accordance with the. provisions of the Central 
Industrial Security Force Act 1968 is obviously: based on certain 
statement made by the Minister of State in the- Ministry of Home 
Affairs in the Rajya Sabhat on the 24 December 1969. _.With due res­
pect to the Minister concerned we would like to state that by no· 
stretch of imagination it could be said that the Port Trusts are 
covered under the prqvisions of the Central Industrial Security 
Force Act 1968. We are also opposed to the extension_ of the provi­
sions of the said Act to the Major Ports. on the following grounds 
among others-

{!) the entry of Industrial Security Force in the ports will 
be looked with disfavour by the concerned State Govern­
ments including the trade unions of Port "and Dock 
Workers for obvious reasons; 

{2) there will be an inevitable . conflict · between the State 
Police and the Industrial Security Force regarding the 
performances of their . respective functions . in the matter· 
of law and order as well as preventive measures for 
curbing incidences of pilferage and thefts in the docks; 
and 



(3) all employees in the Watch and Ward Department may 
not be absorbed 1n the Industrial Security Force and those 
who may be absorbed will be deprived of the rights they 
have been enjoying as the employees of the autonomous 
bodies. · 

CHAPTER 16(c)-Co-ordination of the agencies employing cargo handl­
ing labour at the ports. 

We disagree with the views expressed by the majority members 
regarding pooling of labour employed by the various agencies in the-­
docks. Such propositions will not be acceptable to different sections 
vi. the workers, for the obvious reason, that the employment poten­
tial will be considerably reduced. Mere indication that such steps 
are contemplated may cause unrest amongst labour, and a fear of 
un-::ETtainty amongst their employers. · 

2. The main factor which has contributed to the existing com..: 
oartmentalization of labour is the historical circumstance that when 
the contract system of employment was in vogue, the persons \\Tbo· 
were engaged for the supply of labour brought the required labour 
force from a particular area or region, and the regional affinities­
\Vhich developed during the contract system of emploj'lllent conti­
nue to persist strongly, while also contributing to the homogepeity 
amcmgst the members of the several gangs. It cannot be denied that 
the homogeneous character of the several gangs is conductive to 
improvement in the level of productivity. 

3. The pooling of labour under one agency and deploying them 
to perform different types of cargo-handling operations may involve 
disturbing the current set-up of gangs, which will Cel tainly be 
resented to by labour, and the net result will be the very opposite 
of what the majority of the Commission hope for a decline in the 
level of productivity. 

4. Any move to disturb the existing arrangements will providP 
a lever to reactionary forces to cynically exploit the opportunity to· 
di!:turb the harmonious relations prevailing amongst various sections 
of the Port and Dock workers. 

CHAPTER 17-Ex-gratia payment to port employees 

One of the most important terms of reference made to tre 
Major Ports _Commission was to assess the capacity of the ports to 
enhance the current rate of ex-gratia payment in lieu of bom•s to 
their employees. We have to regretfully put on record our consi­
dered opinion, that this Commission has failed to discharge the 
oblhrations cast upon it by the terms of reference. The recommend?~ 
tions made by the maiority in res!Ject of enhancement of e~-gratta 
payment to the Port Trust employees will, we most earnest.y sub­
mit, defeat the very purpose for which the Commission \Va::; set up. 

2. Before we deal with the drawbacks in the "majority" r-::com­
mendations it would be ap'Jropriate to recapitulate the events which 
led to the ' constitution of 'the Major Forts Commission. and the 
formulation of the specific terms. of rderence made to 1t bv t~ ~ 
Government relating to the enhancement of the rate of ec-gr,:t:a 
payment in lieu of bonus to port employees. 



3. Prior to 1956, there had been constant labour agitations in 
almost all the Major Ports on the question of removal of disparities 
in rates of wages and emoluments paid to the employees of the 
Port· Trusts on the one hand, and those enjoyed by their counter­
parts employed in the private sector in the Port Transport Industry. 
In 1956, the Government of India by an agreement with the All 
India Port & Dock Workers Federation appointed an Officer on 
Special Duty, Shri P. C. Chaudhuri, to inquire into the conditions 
of service of the Port and Dock Workers. Even though the terms of 
reference made to him were highly restricted, and primarily 
related to the question of removing anomalies in the ·scales of pay 
in the light o~ the pay scales admissible to similar categories of 
employees in Government establishments under the recommenda­
tio:ls made by the First Pay Commission, Shri Chaudhuri accepted 
the p:inciple of equal pay for equal work.' It is pertinent to note 
that in the year 1956 the stevedoring workers, and the supervisory 
staff employed by the stevedores and shipping companies in the 
docks vvere being paid bonus every year, while the employees of 
the several Port Authorities were denied any type of bonus or pay­
ment . in lieu thereof. One of the reasons advanced by the Port 
Authoriti<:3 against the payment of .bonus was that a Port Trust 
was not a profit-making body, and consequently the employees 
were not entitled to any share in the surpluses earned by a Port 
Auth0rity. This attitude on the part of the Port Authorities 
perpetuated the disparities in wages and emoluments between the 
employees of the Port Authorities and their counterparts employed 
in the private. sector, though •.doing identical work. 

4. In the meanwhile, the All India Port & Dock Workers 
Federat~on continued the agitation for removing the· patent dis, 
parity in the annual emoluments between the two sets of 
employees doing identical work side by side but in the service of 
employers in two sectors, the Private and the Public. The Federa­
tion did not take any drastic action to secure justice to the port 
employees, in the hope that the Port Authorities and the Govern­
men~ would see reason and do justice to the port employees. This 
is precisely why the Federation appeared before the Bonus Com­
mission and pleaded that the Port Trust employees like their 
counterparts in the Private Sector should be made eli!tible to the 
benefit of bonus. When the recommendations of the Bonus Com­
m!ssion were accepted by the Government, with certain modifica­
tions, the Federation was informed that the Major Ports. were 
exempted from the original terms of reference to the said Commis­
sion, and therefore they would also be exempted frorn the payment 
of bonus under Section 32(iv) of the Payment of Bonus Act 1965.-

fS. When the Federation failed to secure justice. in the matter 
o~ payment of bonus to the port employees it served a notice of 
l'laticn\':ide strike· on the Port Authorities. in July 1966. · With a 
view to averting the nationwide stoppage of work by port emoloyees, 
the Governmel'lt of India invited the representatives of the All InrHa 
Port & D0ck Workers' Federation and the Port Authorities to a 
hi~h level Tripartite Conference at New Delhi in August 1966. The 
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representatives of the Ministry of Food. and Agriculture and Chair· 
men of . the Dock Labour Boards were also invited to attend this 
Conference. After detailed discussions and negotiations, the 
Government of India appreciated the justness of the claims put 
forth by the Federation for payment of bonus to the employees of 
the Port Authorities, Dock Labour· Boards, and to the foodgrain 
handling· workers, . and accepted the principle that the concerned 
employees and workmen should be made eligible to bonus euphe· 
mistically styled "ex gratia". 

6. Pursuant to the agreement reached by the Government with 
the Federation, the Government of India advised the Port Trusts in 
November 1966 to make uniform ex gratia payments in lieu of bonus 
at the rate of four per cent of salary or wages to all their employees. 
The Ministry' of Food and Agriculture and the Dock Labour Boards 
also made similar ex· gratia payments to their employees engaged 
for work in the docks. 

7, The Federation was not satisfied with this minimal quantum 
of bonus and pressed its claim for a bonus of 20 per cent of annual 
earnings for port employees. 

8. The Government of India once again held a Tripartite 
Conference in August 1967 and announced that the claim of the 
Federation. for a bonus of 20 per cent of annual earnings would be 
settled after consideration of the recommendations that may be 
made by a Cmpmission· of inquiry which was to be set up by the 
Government to enquire into all aspects of the Major Ports. It was 
also agreed that the proposed Commission would be required to 
assess the capacity of the Port Authorities to enhance the current 
rate of four per cent ex gratia payments. The Federation has been 
contending, that the ports have got unlimited capacity to pay 20 per 
cent of wages as bonus, but due to the domination of vested interests 
in :the : several Boards of Trustees all the legitimate sources of 
revenue to the ports have not been exploited, and consequently 
several -seryices were being rendered to the users at below cost. It 
was also. argued by the Federation that, in the ultimate analysis, 
the financial capacity of a Port Authority depends upon the capacity 
of the users of the ports' services, and as such the Commission 
should first ascertain the capacity of the users to pay adequate 
charg~s for the services rendered to them by the several Port 
Trusts. 

9. When deal'ing with the question of the existing schedules of 
rates and charges at the various ports, the Commission has come to 
the conclusion that the· existing rates and charges are so inadequate, 
that several services- rendered by quite a few ports do not recover 
even the direct cost incurred by them. The Commission has. there­
fore •. made· certain recommend(itions to revise the rates and charges 
levied by the Port . Trusts on sound commercial principles. 

10. The findings of the Commission have proved beyond doubt 
that there is enough capacity for each Port Trust to augment its 
revenues by raising its rates and charges for the services rendered 
by it. Therefore, the requirements of the specific terms of reference 
have been fully met, and logically the recommendation that the 
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Commission.should. make is that all port employees who have been 
deprived of their legitimate share of 20 per cent of their wages as 
bonus should be paid this rate of ex gratia .. in lieu of bonus, with 
retrospective effect from the financial year 1965-66. 

11. We, therefore, do not agree with the recommendations made 
by the other members of the Commission that their proposal should 
be given effect to only from the accounting year 1967-68. 

12. We are opposed to the formula proposed by the majority of 
our colleagues to ascertain the "available surplus" for the purpose 
of payment of ex gratia in lieu of bonus on the following grounds 
amongst others ~ 

(a) The majority of members have recommended that before 
a port can make a payment of an ex gratia amount in 
excess of four per cent, it should earn a return of at · 
least 12 per cent on the capital einployed. From para 8.4 
of Chapter 8 Financial Objectives for Major Ports, it is 
seen that the term capital employed is used to mean the 
a-ggregate of the net value of the assets and the quantum 
of the working capital. The return of 12 per cent is 
expected to cover the following-

6 per cent towards interest charges; 
3 per cent towards replacement, rehabilitation and 

modernization of the capital assets; and 
3 per cent towards reserve for development, repayment 

of loans and ~CQntingencies. 

It is the view of the majority of the members of the 
Commission, that the financial objective of Port Trusts 
should be to earn a . minimum of 12 per cent rate of 
return on the capital employed. That is to say, from its 
income, a Port Trust should be able to meet all its 
financial obligations, such as working expenses, deprecia­
tion, etc.,. and· have a balance which would amount to at 
least 12 per cent of the capital employed. If the surplus 
realized is more than 12 per cent of the capital employed, 
the employees of the Port Trust would be entitled to a 
share of 60 per cent of such excess, and the balance of 
40 per cent would be retained by the Port Trust for 
strengthening its fil'l:ancial resources. · 

It will be seen that the proposed rate of return on capital 
employed . and the payment of ex gratia in excess of four 
per cent are interdependently related to the capacity of 
the Port Trusts to earn sufficient income, the. net value 
of the assets, and the development p~ans for expansion 
and modernization which will add to the value of the 
assets. 

The ability of a Port Trust to earn income is directly related 
to the level of the rates and charges levied by the Port 
Trust on ships, on goods and on services. In para. 9.12 of 
Chapter 9-Port rates and cha·rges-the majority of 
members have expressed the opinion, that the actual 
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rates on commodities should range between the two 
limits of "the direct cost" and the ability of _the traffic to 
bear the "full cost". It is also clarified in para 9.10 ibid 
that by the term 'direct cost' is meant the actual cost ·of 
handling the traffic, without any provision for deprec.ia-

. tion or overheads as distinguished from the expression 
'cost of service' which means actual cost plus 6 per cent .. 
interest. The other expr~ssion 'full cost' includes deprecia­
tion, overheads and a minimum return on the capital 
employed. It is clear from these recommendations, that 
even in a port where it is possible to fix rates that would 
enable the "full cost" of all services to be recovered, the 
level .of the rates should be so fixed according to the 
majority of the Commission so as to . ensure only the 
minimum rate of return on capital· employed. If this 
recommendation is rigidly followed by . the Port 
Authorities, no Port Trust would ·be required to pay an 
ex gratia amount in lieu of bonus of more than. four per 
cent of the annual wage bill. 

(b) The reason why the Commission was required to examine 
whether the current four per cent rate of wages as ex 
gratia could be enhanced by the Port Trusts was to 
secure industrial peace and harmony. in our ports. The 
recommendations made by the majority of the members 
of the Commission will not be conducive to securing 
industri-al peace and harmony, and inevitably \\rill sow 
the seeds of discord between the employees and the Port 
Trust Administrations. It is unfortunate. that instead of 
adopting an original approach in formulating their recom-
mendations, they have beep content to draw u~on wh?.t 
was done by the Electricity Boards. 

(c) A port which has not carried out any big developmental 
work during the last 10 years may find a bi.g available 
surplus for payment of ex gratia in lieu of 1-onus. But 
that -available surplus may be wiped out, the moment 
any major development or modernization programme is 
undertaken. When such investment is made,- for several 
years the minimum rate of bonus of four per cent would 
be payable during the period of construction and the 
inevitable time lag for full utilization of new capacities 
and for higher port charges to be fixed for an avai1ab1e 
surplus to emerge. The net result will be that the rate 
of e.<: gratia may plunge· steeply on an expansion or 
modernization programme being undertaken,, result:ng in 
serious labour discontent 

Cd) The cost of developmental work for creation 0f a 
particular quantum of port capacity may vary sie-nifi.cantlv 
from port to port, and if the additional capacity is createri 
at a relatively higher cost for the· same · ouantum of 
increase in port capacity, at one port than at another 
port, those employed in the port where higher costs haye 
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been incurred for the given increase in port capacity will 
be eligible to a lower rate of bonus than those -employed 
at a port where the cost of expansion has been lower. 

(e) The repayment rates of loans may vary froni port to port. 
The repayment of loan3 may be over a shorter period at 
one port than for loans borrowed by another port. In such 
an e•·entuality, the workers in the former port may be 
eligible to a much lower rate of ex g;·atia payment than 
at other ports. 

(f)_ The discontent prevailing amongst labour on account of 
a low rate of ex gratia payment may manifest itself in 
the shape of agitation for augmenting port charges so 
that an adequate surplus may emerge. There will be also 
resistance from labour against any·. developmental work 
being undertaken for fear that it m'!-y result in a reduc­
tion in the rate of ex gratia being pai:d to them. 

(g) Though it is advisable to fix port charges to get a return 
higher than 12 per cent on capital employed, the nature 
of the traffic or the cargo will determine the level of port 
charges, and not the cost of port development. Thus a 
costly c::trgo like oil may bear high rate of port charges, 
whereas a cargo like iron ore may not at-~ract an adequate 
rate to meet the desideratum of a 12 per cent return on 
the capital employed. 

(h) In a port like Calcutta where export cargoes constitute 
more than 50 per cent ,9f the total tonnage handled, there 
will be great resistance from the trade to increase 
adequately port charges on the export commodities lest 
any such increase should affect adversely the volume of 
exports. The net consequence will be that for the purpos~ 
of enrnbg adequate foreign exchange, workers employed 
in such a port will be denied adequate or fair ex gratia 
payment. 

(i) E:r gratia was allowed to the port workers to ensur2 
industrial peace, so that the d:scrimination between the 
stevedcre workers getting bonus and port workers be'ng 
denied it would be eliminated. The greatest source of 
labour discont-ent in the ports has been caused by the 
discrepancies in the wage structure at dit-'ferent po1 ts. 
This was sought to be eliminated. at long last, by the 
Wage Board prescribing standard pay scales and 
allowances at all the Major Ports for all categories to 
c:nsure industrial harmony. Just as this objective is to b~ 
reach2d, the formula advocated by the majority of the 
members of the Commission will throw a highly explo­
sive apple of discord amongst the workers employed at 
th2 several ports. Normally the bigger establishments in 
any industry are in a position to pay higher rate of bonus 
on account of higher profitability arising out of economif's 
conseauent on the scale of · oD':ratioP..s. · The formul.1 
suggested by the majority is goi~g to unret this norm~l 
expectation under whi-ch the parfl.d0xical situat1on will 
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emerge of relatively smaller ports being able to pay 
higher rates of .ex gratia, than would become payable to 
the workers employed at the bigger ports. No Machiavel­
lian agitator could concoct a more potent formula for 
raising a storm of discontent at the bigger ports, which 
account for more than 75 per cent of the foreign trade of 
India, t~al?- the bonus formula so innocently_ conceived by 
the maJonty of the members of the Coiilllllssion. 

(j) The immediate prospect seems to be that iron ore exports 
will form the bulk of the increase in the traffic through 
the ports. There is bound to be strong resistance from 
the exporters to pay adequate port charges so as to 
ensure an excess of 12. per cent return on the capital 
employed, taking into account the high developmental 
costs for creation of berthing capacities for the modern 
monster bulk carriers. The new development programmes 
will ensure only a minimum rate of bonus for workers 
employed in such ports where port expansion schemes 
are under execution. 

(k) The efficiency of any port is gauged by the rate of turn­
round of vessels. However efficient a port may be by this 
universally recognized criterion,_ the effort put in by 
labour to a{!hieve high rates of efficiency will not be 
reflected in the rate of ex gratia payable, under the 
formula advocated by "majority" members. 

(1) For reasons of national policy, strategic, political or 
otherwise, a port may be developed at immense cost. 
But however, efficiently the workers may work, or the 
administration may manage, there will be no rational or 
fair correlation to the ex gratia payment under the 
formula proposed by the majority of the members of the 
Commission. 

(m) Whereas the desideratum is to induce labour to accept 
modernization and development, the formula proposed 
by the majority will run counter to this objective, since 
any expenses incurred on such modernization may nega­
tive or attenuate the bonus otherwise payable. 

13. It is unfortunate that the majority of the members on the 
Commission have yielded to doctrinaire and theoretical considera­
tions. Such an attitude is not conducive to ensure industrial peace 
so vital for harmonious and efficient port working. It would have 
been desirable for the Commission to have adopted a pragmatic 
approa{!h when deal'ing with the workers' demand for an increase 
in the rate of payment of ex gratia. An original and imaginative 
outlook is necessary if this problem is to be satisfactorily solved. 
Merely adopting the procedure followed by the Electricity Boards 
will do more to harm· than help industrial contentment. It is only 
reasonable, that if as a result of massive investment the traffic at a 
port increases the workers should get their share in the increased 
trade handled. by the- Port Trust. and they cannot be. denied th~ir 
legitimate claim for higher rate of bonus or ex graha for the m­
creased traffic because of theoretical considerations of inadequacy 
of the rate of return on the capital employed. 
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14. We, therefore, strongly recommend that the formula pro­
posed by us and some of our colleagues on the Commission, namely, 
the linking of the payment of ex gratia in lieu of bonus to t~f 
volume of traffic handled at the ports should be · accepted by the 
Government. The details of the formula proposed by four of us is 
oriefiy embodied in Chapter 17 of the Report. Our formula is based 
on the pattern of the agreement reached between the Transport & 
Dock Workers' Union, Bombay and the Bombay Stevedores' Asso­
ciation Ltd., Bombay. As a matter of fact even the Bonus Commis­
sion has recommended the extension of the principles underlying 
the said agreement to other categories of port and dock workers 
employed in the Major Ports. 

15. Before we conclude this note of dissent we would like to 
remove certain inaccuracies in the comments made by our colleagues 
with regard to the factual position of the .working of the tonnage 
formula at Bombay. It is stated that in the case of the dock workers, 
an overwhelr¢ng majority of them is connected directly with cargo 
handling, whereas it is not so in the case of employees of the Bom­
bay Port Trust .. This is an erroneous statement and ignores the facts 
relating to port working and particularly regarding the functions of 
Port Authorities vis-a-vis those of the stevedores. The stevedores 
are not called upon to discharge all the functions that are required 
to be performed by the Post .Trusts and consequently stevedore 
employers are required to engage lesser number of workers com­
pared to Port Authorities. 

16. However, the fact r~mains that the stevedoring companies 
do employ a large number of persons other than cargo handling 
workers. In the matter of payment of bonus, the stevedores are 
required to pay the same quantum of bonus in terms of number of 
days' basic wages as is computed every year in respect of cargo 
handling stevedore workers in accordance with the terms of the 
agreement between the Transport & Dock Workers' Union and the 
Bombay Stevedores' Association Ltd., Bombay. The employees who 
are not directly connected with the loading/unloading operations 
are also paid the same quantum of bonus in terms of basic wages1 
but such payments are made to them separately by the employers. 
That is why in the year 1967-68 the stevedore employers at the port 
of Bombay paid an aggregate arp.ount of Rs. 16 lakhs to their 6,000 
employees, including those who are not connected with the cargo 
handling operations, whereas for the same year the Bombay Port 
Trust which employed approximately 28,000 workers paid only Rs. 33 
lakhs bv way of ex gratia. 



BY SHRI MAKRAN CHA'ITERJEE 

CHAPTER 9-Port rates and char{les 

In Appendix II to Chapter 9 revenue per tonne of traffic handl­
ed at Major Ports has been given. In my opinion these figures -do 
not help anyone to come to a useful conclusion. The avaage earn­
ings per tonne valy from port to port due to many reasons, one of 
which is the average charges. The main reason for such varying 
average earnings is that all the ports do not render the same ser­
vices to trade and consequently the question of comparable earn­
ings does not arise. The revenue of a port is not derived from one 
source only but from many sources, such as cargo, ves,;;els, land, 
railways, dry docks, etc. Many services rendered by the port of Cal­
cutta are performed by other agencies in other ports, such as, load­
ing of wagons and lorries, coal stevedoring, foodgrain handling, etc. 
Similarly, there are no dry docking facilities for ocean-going vessels 
excepting in Calcutta and Bombay ports till now. Thus, if Calcutta 
port's charges are higher that is only because Calcutta port renders 
a larger range and variety of services than any other port in the 
country. Calcutta port handles a large volume of non-shipment and 
railway /road traffic which has not been taken into consideration in 
calculating average earnings per tonne. 

2. I think without the above explanation, the Appendix men· 
tioned above will lead to incorrect conclusion and cause unneces­
sary confusion 
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CHAPTER 1-A.PPENDIX I (i) 

GoVERNMENT oF INDIA 

MINISTRY OF TRANSPORT AND SHIPPING 

New Delhi, 14 February, 1.968. 

RESOLUTION 

No. 19-PG(101)/67-The Government of India have decided to 
set up a Commission on Major Ports consisting of the following:-

Chairman 

Shri R. Venkataraman. 

Members 

Shri N. Dandekar, M. P. 
Shri M. P. Bhargava, M. P. 
Shri M. N. Naghnoor, M.P. 
Shri S. R.. Kulkarni 
Shri B. B. Ghosh. 
Prof. V. V. Ramanadham. 
1( representative of the Ministry of Finance (Shri P. N. Jain 

Joint Secretary.). 

2. The terms of reference o'f the Commission will be as follows :­

m To examine the methods of working of major ports witll 
a view to improve their operational efficiency. 

(ii) To consider broadly their development programmes in th~ 
context of present and future national needs with special 
reference to the changing shipping and port technology. 

(iii) To examine specifically the following aspects of port work­
ing-
(a) Management (b) Financing and (c1 Personnel. 

(iv) To consider in the light of the above, the capacity of th~ 
ports to enhance the current rate of ex-gratia payment. 

(v) To review the arrangements that exist for coordination 
among the different ports. 

(vi~ To make recommendations on the above and other ancil­
lary matters. 

L{P(D)ROMofS.\\T-14(a) 1 R!l 
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3. The Commission will have a full time Secretary of the rank 
of a Deputy Secretary to the Government of India. 

4. The Commission will be assisted by 'Special consultants to be 
appointed in specific fields wherever necessary. 

5. The Commission will submit its report within a period of six 
months. 

6. The Commission will, devise its own procedures. It may call 
for such information and take such evidence as it may consider neces­
sary. The Ministries/Departments of the Government of India_ will 
furnish such information and render such assistance as may be re­
t[uited by the Cotmnission. 

Sd. (S. CHAKRA V ART!~ 

Secretary to the Govt. of India 

ORDER 

Ordered that the Resolution be published in the Gazette of India, 
Part i, Section I. 

Ordered also that a c·opy of the Resolution be conuntttiicated to 
all Ministries/Departments of the Government of India, Maritime 
State Government/ Administrations of Union Territories and all 
other concerned. 

Sd. (S. CHAKRAV ART!l 

Secreta"''l to tht: Govt. oflndia 



CHAP1ER 1-APPENDlX 1 (ii) 

GoYf.RNli4ENT or lNJ>U 

MINISTRY OF TRANSPORT AND SHIPPING 

New Delhi, 21 September, 1968 

RESOLUTION 

No. 19-PG(101)/67-The Government of India are ;pl~q to ap­
point the following persons as additional members of the Commission. 
on Major Ports, set up vide Ministry of Transport & Shipping Reso,. 
lution No. 19-PG(lOl)/67 dated the 14th February, 1968:-

(1) Dr. (Smt.) Maitreyee Bose, M. P. 
(2) Shri Indrajit Gupta, M. P. 

(3) Shri Vasant J. Sheth. 
(4) Shri P. A. Narielwala. 

2. The Government of India have also been pleased to extend the 
term of the Commission till 2_8 February, 1969. 

No. 19-PG(101)/67. 

Sd. (S. CHAKRAVARTI) 

Secretary to the Govt. of India 

Dated the 21st December, 1968 

ORDER 

Ordered that the Resolution be published in the Gazette of India. 

Ordered also that a copy of the Resolution be communicated to 
all Ministries/Departments of the Government of India, Maritime 
State Governments/ Administrations of Union Territories and all 
others concerned. 
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CHAPTER 1-A.PPENDIX I (iii) 

GOVEl:tNMENT OF INDIA 

MINISTRY OF SHIPPING & TRANSPORT 
(TRANSPORT WING) 

New. Delhi, 17 April, 1969 

R1~SOLUTION 

No. 15-PG(l)/69-The Government of India are pleased to ap­
point the following persons a::; additional members of the Commission 
on Major Ports, set up by Ministry of Transport and Shipping Reso­
lution No. 19-PG(lOl)/67 da1ted 14 February, 1968:-

(1) Shri M. V. Bhadrctm, M. P. 

(2) Shri Makhan Chat1terjee. 

(3) Shri L. M. Nadkarnii. 

2. The Government of India are also pleased to re-appoint Shri 
s.· R. Kulkarni, who .had resigned from the membership of the Com­
mission as a member of the Commission. 

15-PG(l)/69 

Sd. (K. NARAYANAN) 

Joint Secretary to the Govt. of India. 

Dated the 17th April, 1969 

OR-DER 

Ordered that the Resolution be published in the Gazette of 
India. 

Ordered also that a copy of the Resolution be communicated to 
all Ministries/Departments of the Government of India, Maritime 
State Governments/ Administrations of Union Territories and all 
ether concerned. 

Sd. (K. NARAYANAN) 

Joint Secretary to the Govt. of India 
1J2 



CHAPTER 1-.A.PPENDIX I (iv) 

GovERNMENT oF INDIA 

MINIST~Y OF TRANSPORT AND SHIPPING 
(TRANSPORT WING) 

New Delhi-1, 24 April, 1969 

CORRIGENDUM 

No. 15-PG(l)/69-In the Resolution of the Government of-India 
in the Ministry of Shipping and Transport (Transport Wing) No. 
L5-PG(l)/69 dated the 17th April, 1969:-

For the existing entry against S. No. 1 in para 1, · 

Read Shri M.V. Bhadram, M.P. vice ~hri Indrajit. Gupta, .l\1:.P. 
resigned. 

Sd. (K. NARAYANAN) 

Joint Secretary to the Govt. of. India. 
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CHAPTl!:R !-APPENDIX Il 

COMMISSION ON MAJOR PORTS 

Appointed on: 14 February, 1968 

COMPOSITION 

Shri R. Venkataraman 

Shri M. P. Bhargava 

Shri M. N. Naghnoor 

Shri B. B. Gl).osh 

Chairman 

Members 

Shri V. V. Ramanadham 

Dr. (Smt.) Maitreyee Bose 

Shri V asant J. Sheth 

Shri P. A. Narielwala 

Shri M. V. Bhadram 

Shri Makhan Chatterjee 

Shri L. M. N adkarni 
' 

Shri S. R. Kulkarni 

Shri P. N. Jain 

Shri D. Sridharan 

Secretary 

NoTE-Other member associated with the work of the Commission 
was Shri N. Dandekar who resigned in October 1968. 

Report signed on: 17 June, 1970. 
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CHAPTER 1-APPENDIX III 

List of Organisations which Submitted Memorandum to the Com­
mission on Major Ports. 

(a) Labour FederationsjOrganisations/UnionsjDock Labour Boards, 
etc. 

1. All India Trade Union congress, New Delhi. 

2. B.P.T. General Workers' Union, B<:>mbay. 

3. Bombay Dock Labour Board, Bombay. 

4. Bombay Stevedores' Association Ltd'., Bombay. 

5. Calcutta Dock Labo,ur Board, Calcutta. 

6. Calcutta Dock Workers' Coordination Committee, Calcutta. 

7. Co chin Dock Labour Board, Cochin. 

8. Cochin Port Engineering Staff Association, Cochin. 

9. Cochin Port Staff Association, Cochin. 

10. Goa Dock Labour U~~pn, Vasco-Da-Gama (Goa). 

11. Indian· National Port and Dock Workers' Federation, Cal-
cutta. 

12. Kandla Port Karamchari Sangh, Gopal Pur~ (Kutch). 

13. Kandla Port Trust Officers' Association, Gandhidham. 

14. Kandla Stevedores' Association Ltd., Kandla (Gandhidham). 
15. Labour Supervisors' Association, B.P.T. Docks, Bombay. 

16. Madras Dock Labour Boaxd, Madras. 

17. Mormugao Port and Railway Workers' 'Union, Vasco-Da­
Gama (Goa). 

18. Mormugao Port Trust Officers' Association, Goa. 

19. Officers' Association Visakhapatnam Port Trust, Visakha-
patnam. 

20. Paradip Port Sramika Sangha, Paradip. 

21. Port and Dock Workers of ~ormugao Harbour, Goa. 

22. Port Khalasis' Union, Visakhapatnam. 

23. Port Officers, Tuticorin. 
24. Tuticorin Boat Workers' Union, Tuticorin. 
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25. Tuticorin Harbour Workers' Union, Tuticorin. 
26. Visakhapatnam Dock Labour Board, Calcutta. 

(b) Export Promotion Councils/Commodity Boards etc. 
27. Cashewnut Export Promotion Council, Ernakulam. 

28. Chemicals and Allied Products Export Promotion Council, 
Calcutta. 

29. Coir Board, Ernakulam. 

30. Cotton Textile Export Promotion, Bombay. 

31. Engineering Export Promotion Council, Calcutta. 

32. Marine Products Export Promotion Council, Cochin. 

33. Marine Products Export Promotion Council, Mormugao. 

34. Plastics and Linoleums Export Promotion Council, Cal­
Cutta. 

35. Spices Export Promotion Council, Ernakulam. 

(c) Universities 1 Educational Institutes. 

36. Aligarh Muslim University, Aligarh. 

37. Gauhati University, Gauhati. 

.38. Indian Institute of Technology, Kharagpur. 

39. Indore University, Indore. 

40. Jiwaji University, Gwalior. 

41. University of Roorkee, Roorkee. 

(d) Central Ministries I Departments I Subordinate Offices/ Attached 
Offices/ Maritime States. 
42 .. Chief Controller of Imports and Exports, Ministry of Com­

merce, New Delhi. 
43. Department of Communication, Sardar Patel Bhavan, New 

Delhi. 

44. Development Adviser, Ministry of Transport & Shipping, 
New Delhi.· 

45.. Director General, Supplies and Disposals, ·New Delhi. 

46. Govt. of Goa, Daman & Diu, Industries and Power Deptt., 
Pan jim. 

47. Govt. of Gujarat, Sachivalya, Ahmedabad. 

48. Govt. of Tamii Nadu, Madras. 

49. Govt.' of Mysore, Bangalore. 

50. Indian Standards Institute, New DeihL 
51. Ministry of Food and Agriculture (Deptt. of Agr.), Now 

Delhi. 
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52. Ministry of Food & Agricu~ture, Office of the Joint·DiJ".~ctor, 
P.O. Eastern Region, Calcutta. 

53. Ministry 'of Labour, Employment and 'Re:Q.abilita:tion, · New 
Delhi. · · 

:>4. Ministry of Railways, Railway Board, New Delhi. 

55. Post & Telegraph Deptt., New Delhi. 

56.· Salt Commissioner, Jaipur. 

(e~ Federations/ Associations/Chambers of Commerce. etc. 

57. All India Exporters' Chamber, Bombay. 

58. All India Importers' Association, Ernakulam. 

59. All India Manufacturers' Organisation, Bombay. 

60. All Inndia IVJ.anufacturers' Organization, Ernakulam. 

61. Andhra Chamber of Commerce, Madras. 

62.' Bharat Chamber of Comm~rce, _Calcutta. 

63. Bombay Chamber of ~ommerce and ·Industry, B~mbay. 

64., Bengal Chamber of Commerce and. Industry,, Calcutta. 
- • ' J, .. ~ ' ~ 

65. Bengal N a tiona} Chaniber of Commerce, ~alcutta:. 

66. Calcutta Jute Fabrics Shippers' Assoc~ation; Calcutta; 

67. Cochin Chamber of Commerce and lndl.!stry, Cpchin; 

68. Federation of Gujarat Mill~ and Industries,· Baroda. 

69. Fish Exporters Chamber, Tuticorin. 

70. Federation of Indian Manufacturers, New Delhi.· 
71. Federation of· Indian Minerai Industries, ·Ne:W Delhi: 
72. Goa Mineral Ore Exporters' Association; Panjim. ·· 

73. Hindustan Chamber of Commerce~ Madras 

74. Indian and Tuticorin' Chamber of Commerce;.~~~lndustry, 
Tuticorin. 

75. Indian Chamber of ·Commerce, Calcutta. 

76. Indian Chamber of Commerce; Cochin. 

77. Indian Chamber of Commerce and Industry, Calcutta·. 

78. Indian Chemical Manufacturers'. Association, Calcutta.· 

79. Indian Jute Mills' Association, Calcutta. 

80. Indian Tobacco Association: ·auntur. 
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81. Madras Chamber, of Commerce and Industry, Madras. 

82. Madurai Ramnad Chamber of Coll}merce. Madras. 

83. Merchant Chamber of Commerce, Calcutta. 

84. Oriental Chamber of Commerce. Calcutta. 

85. Orissa Chamber of Comm,erc~ and Industry, Cuttack. 

86. Salt Mapufacturers' and.Merchants' Asso-Ciation, Tuticorin. 

87. South India Chamber of Commerce and Industry, Madras. 

88. Tuticorin Spinning Mills Ltd., Tuticorin. 

(f) ShipPing LinesjShippi.ng Councils/ Ship Owners. 

89. All India: Shippers 'Council, New Delhi. 

90. Bombay Consultative Committee of Overseas Shipping In­
terests, New Delhi. 

91. Calcutta Consultative Sub-Committee of Shipping Interest9 
in the Overseas Trade, Calcutta. 

92. Chowgule and Company Private Ltd., Goa. 

93. Commodore Incharge (Naval Head Quarters), Cochin. 

94. Eastern India Shippers' Association, Calcutta. 

95. Embarkation Commandant, Bombay. 

96. Embarkation Commandant, Calcutta. 

97. Export- Import--6hipping-Clearing-Forwarding-Cus.tom 
House, Agent (Shri M. K. Sivagaminathan), Tuticorin. 

98. Great Asiatic Line.s, New Delhi. 

99. Hooghly Docldng Engineering Co. Ltd., Calcutta. 

100. Indian Mar~ Service (P) Ltd., Calcutta. 

101. Indian NC~.ti.onal Shipowners' Ass.ociation, Bombay. 

102 ... Kandla P.ort Steamship Agents' Association, Gandhidham, 
· Kandla. · · 

103. Karmoham Conference, Bombay. 

104. Mackinnon, Mackenzie and Co. Ltd., Bombay. 

105. Mad;lts Step.mer Agents' Association, Madras. 

106. Mits.ui and Co. Ltd., Calcutta. 

107. Mogul Lines Ltd., Bombay. 

108. Mormugao Ships' Agents Association, Mormugao. 
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109. Ship Ancillary Industries Ltd., New Delhi. 

110. South Indian Shipping Corporation, Madras. 

111. Tuticorin Harbour Development Council, Tuticorin. 

112. Tuticorin Sailing Vessel Owners' Association, Tuticorin. 

(g) Public Enterprises I Corporations /!Individuals etc. 

113. Bharat Heavy Electricals, New Delhi. 

114. Cochin Refineries Ltd., Ernakulam. 

115. Corporation of Calcutta, Calcutta. 

116. Food Corporation of India, Kandla. 

117. Heavy Engineering Corporation Ltd., ·ltanchi. 

118. Hindustan Machine Tools, Bangalore. 

119. Hindustan Steel Ltd., Itanchi. 

120. Indian Council of Foreign Trade, Bombay. 

121. Indian Oil Corporation, New Delhi. 

122. Indian Telephone Industries Ltd., Bangalote. 

123. Minerals & Meta1s Trading Corporation of india (Regional 
Office), Calcutta. 

124. Minerals and Metals Trading Corporation of India, New 
Delhi. 

125. Mining and Allied Machinery Corp6rati6:h, Dtirgapur. 

126. S. K. Batra C/o Kandla Commercial Publica·tions, Adiour 
(Kutch). 

127. State Trading Corporation of India Ltd., New D~lhi. 
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Various Organization which Tendered Evidence before the Commis-
sion during its Visits to Major Ports 

1. Administrative .Body. for Listed. Worktrs, Madras. 

2. All India Manufacturing Organization, Ernakulam. 

3. Andhra Chamber of Commerce, Madras. 

4. Assistant Salt Commissioner, Calcutta. 

5. Balailal Mukherjee and Co., Paradip. 

6 Bengal Chamber of Commerce and Injustry, Calcutta. 

7. Bengal National Chamber of Commerce, Calcutta. 

H. Bharat Chamber of Commerce, Calcutta. 

9. Bombay Consultative Sub-Committee, Bombay. 

10. Bombay Dock Labour Board, Bombay. 

11 ... l3ombay Port Trust Employees' Union, Bombay. 

12. Bombay Port Trustees, Bombay. 

13.: Bombay Port Trust General Workers' Union, Bombay. 

14. Bombay Port Trust Railwaymen's Union, Bombay. 

15~- ·Bombay Port Trust Workers' Union, Bombay. 

16. Bombay Stevedores' Association, Bombay. 

17. Bombay Stevedores' and Dock Labourers' Union, Bombay. 

18. "CalcUtta 'Jute· Fabrics Shippers' Association, Calcutta. 

19. Calcutta Master Stevedores' Association, Calcutta. 

20. Calcutta Port and Dock Workers' Union under Port, Dock 
and Waterfront Wo~kers' Federation of India, Calcutta. 

21. Calcutta Salt Association Ltd., Calcutta. 

22. Calcutta Tea Merchants' Association, Calcutta. 

23. Calcutta Tea Traders' Association, Calcutta. 

24 .. Canara Chamber of Commerce, Mangalore. 

25. Chambers of Commerce and Industry and Kandla Steam­
ship Agents' Association, Kandla. 
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26. Cashew Export Promotion Council, Ernakulam. 

27. Chemicals and Allied Products Export Promotion Council, 
Calcutta. 

28. Chemicals and Allied Products Export Promotion Council, 
Madras. 

29. Clearing Agents' Association, Cochin. 

30. Coal Controller, Calcutta. 

31. Coal Shippers, Calcutta. 

32. Cochin Chamber of Commerce, Co chin. 

33. Cochin Dock Labour Board, Cochin. 

34. Cochin Port Staff Association, Cochin. 

35. Cochin Port Trustees, Cochin. 

36. Cochin Port Workkers' Union, Cochin. 

37. Cochin Shipping Company, Cochin. 

38. Cochin Thuramugha Thozhilali Union, Co chin. 

39. Current Chamber of Commerce, Tuti~orin. 

40. Customs Clearing and Shipping Agents' Association, Madras. 
I .• 

41. Dock Labour Board, ·calcutta. 

42. Dock Labour Board, MormugaC?. 

43. Dock Labour Board, Visakhapatnam. 

44. Dry Fish Exporters' Chamber, Calcutta. 

45. Eastern India Shippers' Association, Calcutta. 

46. Eastern Railway, Calcutta. 

47. Engineering Export Promotion Council, Calcutta. 

48. Engineering Export Promotion Council, Madras. 

49. Ernakulam Chamber of Commerce, Ernakulam. 

~0. Fishery Industries, Cochin. 

51. Food Department, Calcutta. 

52. Food Corporation of India, Kandla. 

53. Forbes, Forbes, Campbell and Co., Bombay. 

54. Foreign Shipping Interests, Cochin. 

55. F.W. Heilgers and .Co. (P} Ltd.,· Paradip. 

56. Gandhidham Municipality, Gandhidham (KutchJ. 

_57. 9reat Eastern Shipping and Indian Shipowners, ·Bombay. 
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58. Goa Dock Labour Union, Vasco-Da-Gama (Goa). 

!19. Handloom Export Promotion Council, Madras. 

60. Harbour Development Council, Tuticorin. 

61. Heads of Departments of Visakhapatnam Port Trust, Visa-
khapatnam. 

62. Hindqstan Chamber of Commerce, Madras. 

63. Indian Chamber of Commerce, Calcutta. 

64. Indian Chamber of Commerce, Cochin. 

65. Indian Council of Foreign Trade, Bombay. 

66. Indian National Port and Dock Workers' Federation and the 
National Union of Waterfront Workers, Calcutta. 

67. Indian National Trade Union Congress, Mormugao. 

68. Indian Shipowners' Association, Calcutta. 

69. Indian Jute Mills1 Association, Calcutta. 

70. Indian Tea Association, Calcutta. 

71. International Clearing and Shipping Agency~ Paradip. 

72. Japan-Persian Gulf-Japan Conference, Bombay. 

73. jute Commissioner, Calcutta. 

74. J.M. Baxi and Co., Paradip. 

75. Kanara Vessel. Owners' and Brokers' Association, Mangalore. 

'i 6. Kandla Port Trustees, Kandla. 

77. Kandla Poi't Workers' Union, Gandhidham (Kutch). 

78. Kandla Stevedoring Association and Kandla Customs House 
Association, Kandla, Gandhidham (Kutch). 

79. Karmahom Conference, Bombay. 

80. Katnataka Dock and General Workers' Union, Mangalore. 

81. Leather Export Promotion Council, Madras. 

82. Madras Chamber of Commerce, Madras. 

8::S. Madras Dock Labour Board, Madras. 

84. Madras Dock Labour Board Staff Association, Madras. 

85. Madras Harbour Casual and Temporary Employees' Union, 
Madras. · 

86. Madras Harbour Wotkers' Union, Madras. 

87. Madras Port and Dock Workers' Congress, Madras. 

88. Madras Port and Dock Workers' Progressive Union, Madras. 
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89. Madras Port Trust Employees' Union Madras. 

90. Madras Port Trust Railwaymen's Union, Madras. 

91. Madras Port United Labour Union, Madras. 

92. Madras Port Trust Subordinate Officers, Supervisory and 
Staff Association, Madras. 

93. Madras Port National Workers Union, Madras. 

94. Madras Refineries Ltd., Madras. 

!:l5. Madras Steamer Agents Association, Madras. 

96. Madras Stevedores Association, Madras. 

97. Malabar Steam-ship Company Ltd., Cochin. 

98. Marcona Corporation U.S. Mining and Shipping connected 

with Kudremukh and Major Port, Mangalore. 

99. Mackinon Mackenzia and Co. Ltd., Paradip. 

ltill. Marine Products Export Promotion Council, Cochin. 

lul. Members of the Mangalore Port Trust Board, Mangalore. 

102. Merchants Chamber of Commerce, Calcutta. 

103. Minerals and Metals -T~~ding Corporation, Calcutta. 

104. Mine Owners Association, Goa. 

:iO::>. Mineral Ore Exporters Association, Goa. 

106. Mitsui and Company Ltd. (Buyers of Iron Ore), Paradip. 

107. Mormugao Chamber of Commerce and Industry, Panaji, 
(Goa). 

108. Mormugao Port and Railway Workers· Union, Vasco-Da­
Gama (Goa). 

10!J. Mormugao Waterfront Workers Union Vasco-Da-Gama 
(Goa). 

110. Mysore Minerals Ltd., Mangalore. 

111. National Chamber of Commerce, Madras. 

112. National Port Trust Employees Union, Visakhapatnam. 

113. Oriental Chamber of Commerrce, Calcutta. 

114. Orissa Chamber of Commerce, Paradip. 

115. Paradip Port Trustees, Paradip. 

116. Plastic Export Promotion Council, Madras. 

117. Port and Dock Workers Union, Mangalore. 
J./P(D )80MofS&.T-1 5 
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118. Port Commissioners of Calcutta, Calcutta. 
119. Sailing Vessels Owners' Associatio!l, Tuticorin. 
120. Salt Manufacturers' and Merchants Association, Tuticorin. 
121. Salt Producers Exporters Chamber, Tuticorin. 
122. Scindia Steam Navigation Co. Ltd., Bombay. 
123. Sea Food Exporters Association of India, Cochin. 
124. Senna Exporters, Tuticorin. 
125. Shaw Vallace and Co. Ltd., Bombay. 
126. Shipping Corporation of India, Bombay. 
127. Shipping Sub--Committee, Bengal Chamber of Commerce 

and Industry, Calcutta. 
128. Shipping Sub-Committee, Cochin Chamber, Cochin. 
129. South India Shipping Corporation Ltd., Madras. 
130. Southern India Chamber of Commerce, Madras. 
131. Southern India Skins and Hides Merchants Association, 

Madras. 
132. South Eastern Railway, Calcutta. 
133. South Kanara Market Committee, Mangalore. 
134. Sjpices Export Promotion Council, Ernakulam. 
135. Sramik Sangha, Representatives of Paradip Port, Paradip. 
136. State Government Officers, Mangalore. 
137. State Trading Corporation, Calcutta. 
138. Steamships Agents Association, Mormugao. 
139. Steamer Agents Association, Tuticorin. 
140. Steel Exporters' Association, Calcutta. 
141. Stevedores Association, Mormugao. 
142. Stevedores, Shipping Agents, Chamber of Commerce, Ore 

Shippers, Shipping Employees Federation, Visakhapatnam_ 
143. Tamil Chamber of Commerce, Madras~ 
144. Tea Board, Calcutta. 
145. Tobacco Export Promotion Council, Madras. 
146. Transport and Dock Workers Union, Bombay. 
147. Transport and Dock Workers Union, Madras. 
148. Transport and Dock Workers Union, Panaji (Goa). 
149. Trustees of Madras Port Trust, Madras. 

150. Tuticorin Chamber of Commerce, Tuticorin. 

151. Visakhapatnam Harbour and Port Workers Union, Visakha~ 
patnam. 

152. Visakhapatnam Port Trustees, Visakhapatnam. 
' -

153. Western India Tile Manufacturers' Association, Manga1ore. 
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CHAPTER 3-APPENDIX I 

iJL;,.;estment made on the development of Major Ports during the 
successive Plan periods 

!'lame of Port 

Calcutta 
Bombay 
:\ladll•; 

(I) 

Co<hin 
Vi.abhapatnam 
Karodld 
i\IormU!!tiO 
Paradip 
Mangalore 
Tuticorin 

Total 

Fir•t Five Year Plan 
\1951-56) 

SPcond Fin Yt>ar 
Plan (195('~61) 

(Rs. in crorea) 

'J bird Five Year 
Plan (1961-66) 

r------~-----~-----A----,r---~~----~ 
Approved Actual Percent· Approved Actual Percent· Approved Actual Percent· 
invest. <'Xpen· age of invest. t>xpen· &!!P of inVt'Pt· t>xpen. agP of 
ment diture (3) to (2) ment diture (!l) to (ii) ment diture (9) to (8) 

(:!) (3) 14) (5) (6) (7) (8) (9) (10) 

12·07 3·49 28·9 31·13 15·73 50·5 34·51 26·67 77·3 
22·82 10·92 47·9 25·18 5·22 20·7 25·53 12·94 60·7 

9·37 1·35 14·4 14·93 8·99 60·2 11·53 9·19 79·7 
3·24 0·59 18·2 5·00 3·00 60·6 3·23 1·88 58·2 
3·01 1·13 37·5 9·41 4·32 45·9 8·50 9·07 106·7 

13·76 8·84 64·2 12·40 8·24 66·5 4·98 :~·71 74·5 
12·02 1·75 14·6 

19·65 
5·00 . 3·02 60·4 
5·!0 5·07 101·4 

64·27 26·32 41·0 98·05 45·50 46·4 110·30 92·95 84·3 

S·nwe -Annual Administration Report of the Ministry of Shipping and Tranaport-1967-68, 

CHAPTER 3-APPENDIX I-contd. 

Annual Plana r--------- _ _,.,. ___________ ...., 
1966-67 1967-68 1968-69 

Name of Port ~ r-
Approv- Actual Percent· Approv- Actual Percent- Approv- Actual Peroent-
edin- expen- age of edin- expen- age of edin· expen• age of 

vestment ditu re (12) to vestment diture (15) to vestment diture (18) to 
(ll) (14) (17) 

(11) (12t (13) (14) (15) (16) (17) (18) (19) 

Calcutta 12·91 8·25 63·9 13·66 10·41 76·2 . 13·24 10·80 81·6 
Bombay 9·85 4·39 H·6 10·28 ii·60 54·5 9·48 9·01 95·0 
Madra a 2·67 2·32 86·9 ·7·67 2·72 35·5 6·50 7·46 ll4·8 
Cochin 1·39 0·99 71·2 1·49 0·88 59·1 2·50 1·26 50·4 
Vi.akhapatnam 2·76 1·59 57·6 4·17 1·94 46·5 3·50 3·01 86·0 
Kana Ia 0·45 0·29 64·4 1·05 0·32 30·5 1·25 0·94 75·2 
lllormugaon 0·37 0·04 10·8 0·71 0·37 52·1 2·00 0·54 27·0 
Paradip 3·17 2·36 74·4 2·45 1·25 51·0 2·25 3·31 147·1 
ll!angalor~ 1·88 1·50 79·8 1·00 1·00 100·0 1·00 1·70 170·0 
Tuticorin I ·93 1·93 100·0 1·00 1·00 100·0 1·00 1·64 164·0 

Tutal 37·38 23·66 63·3 43·48 25·49 58·6 42·72 39·67 92·8 

-'!ource-Annual Administration Report of the Miniatry of Shipping and Transport. 

L/P(D)Su~I•>fS&T-15(a) 
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CHAPTER 4-APPENDIX I 

Estimates of India's Exports 1980-81 

(Value in crore rupees) 

Serial 
No. 

(1) 

Commodities 

(2) 

I. Agriculture and allied Products 

I. Vegetable oils 

2. Oil cakes 

3 Tobacco unmanufactured 

4 Spices •• 

(a) Pepper 

(b) Others 

5 Sugar raw and refined 

6 Raw cotton 

7 Fruits and vegetables 

(a} Cashew kernels 

(b) Others 

8 Raw Wool 

9 Fish & fish preparations •. 

10 Tea 

11 Coffee .• 

12 Foodgrains 
(a) Pulses 

(b) Rice 

13 Other Agricultural products 

II. Minerals 

I Iron ore 

2 Manganese ore 

3 Mica. .. 

4 Other minerals 

Unit of 
Quantity 

(3} 

Value 

Thou. tonnes 

Thou. tonnes 

Thou. tonne~ 

Value 

Thou. tonnes 

Value 

Thou. tonncs 

Thou. tonnes 

Value 

Thou. tonnes 

Value 

Thou. tonnes 

Thou. tonnes 

Mill. kgs. 

Thou. tonnes 

Thou. tonnes 
Thou. tonnes 

Thou. tonnes 

Value 

Value 

1\lill. tonnes 

Thou. tonnes 

Mill. kgs. 

Value 

1980·81 
,----A--....... 
Quantity Value 

(4) 

150·0 

2,386·5 

110·0 

46·0 

583·0 

50·8 

100·0 

14·1 

115·7 

253·0 

49·5 

500·0 
115·4, 

384·6 

47·0 

1,514·6 

36·9 

(5) 

958·0 

!-10·0 

143·2 

69·3 

62·3 

23·9 

38·4 

35·0 

20·3 

122·0 

87·3 

34·7 

7·9 

115·7 

190·0 

26·7 

. 90·0 

15·0 

75·0 

45·6 

316·0 

251·5 

15·6 

24·0 

24·9 
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CHAPTER 4-APPENDix I--..contd. 

{Value in crore rupees) 

(I) {2) (3) (4) (5) 

m. Manufactures Value 1,639·3 

1 Cotton manufactures Mill. metres 721·4 106·5 
(a) Mill-made .. Mill. metres 671·4 94·0 
(b) Handloom .. Mill.· metres 50·0 12·5 

2 Fabrics of art silk Mill. metres 71·2 16·0 
3 Woollen fabrics Value 8·5 
4 Clothing (incl. other cotton manufactures) Value 70·0 
/) Coir yam and manufactures Thou. tonnes 120·9 27·8 
6 Jute manufactw·es Thou. tonnes 910;0 273·0 
7 Footwear Mill. pairs 47·1 33·0 
8 Leather and Leather manufactures Value 112·0 

(a) Leat.her tanned Value 98·0 
(b) Leather manufactures Value 14·0 

9 Engineering goods Value 400·0 
10 Handicrafts Value 150·0 

(a) Gems and jeweilery .• Value . 95·0 
(b) Other handicrafte Value 55·0 

11 Iron and steel .. 1•.' Value 145·0 
12 Ferro-manganese and ferro-alloys .. Value 8·0 
13 Chemicals and allied products Value 107·0 
14 Cotton waste Value 12·0 
15 Fertilizer.; Value 60·0 
16 Other manufactures Value 110·5 

IV. Sub-Total (I+II+Ill) Value .. 2,913·3 
V. Other exports -unspecified Value •.• 106·7 
VI. Total-all exports .• Value 3,020·0 

Sour.:~-Perspeotive Planning Division, Planning Commission, May, 1970. 
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CHAPTER 4-APPENDIX II 

Estimates of India's Import~ 1980-81 
(Value in ct·ore rupees/ 

Serial 
No. 

(1) 

Commodities 

(2) 

1 Iron and steel 

2 

3 

4 

5 

6 

7 

8 

9 

(a) Mild steel 

(b) Special steel 

(c) Ferro-alloys 

Non-ferrous metals and metalliferrous orca and 
scrap 

(a) Copper 

(b) Zinc 

(c) Zinc concentrates 

(d) Lead 

(e) Tin 

(f) Nickel 

{!1) Others 

Machinery and transport equir;ment and me-
tal products 

Crude oil and petroleum products .. 

(a) Crude oil .. 
(b) Petroleum products 

Fertilizer and fertilizer raw materials 

(a) Nitrogenous fertilizers 

(b) Phosphatic fertilizers 

(c) PotaS><ic fertilizers 

(d) Rook phosphate 

(e) Sulphur 

(/} Phosphoric acid 

(g) Ammonia .. 
Chemicals including sulphur for non-fertilizer 
industries 

Rubber 

Asbestos fibres (raw) 

Non-metallic minerals !llanufactures 

Unit of 
quantity 

(3) 

Value 

Thou. tonnes 

Thou. tonnes 

Value 

Value 

Thou. tonnes 

Thou. tonnes 

Thou. tonne~ 

Thou. tonnes 

Thou. tonnes 

Thou. tonnes 

Value 

Value 

Value 

Mill. tonnes 

Value 

Value 

Thou. tonne>:~ 

Thou. tonnes 

Thou. tonnes 

Thou. tonnes 

Thou. tonnes 

Thou. tonnes 
Thou. tonnes 

Value 

Thou. tonnes 

Thou. tonnes 

Value 

*The total of Rs. 432 crores has been rounded to Rs. 430 crores. 

1980-81 

Quantity Value 

(4) (5) 

400 

50 

Ill 

6! 

25 

22 

339 

175 175 

155 3! 

165 11) 

I-tO 31 

15 39 

10 23 

27 

1,080 

3;}0 

37·5 320 

10 

430* 

400 60 

700 77 

1,800 108 

6,000 Sl 

902 39 

505 51 
520 lli 

175 

30 12 

9.3 16 

6.3 



(1) 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 
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(2) (3) 

Textile fihres and yarn Value 

(a) Cotton (raw) Thou. bales 

(b) Wool Value 

(c) Others Value 

Paper and paper board, newsprint and pulp Value 

Vegetable oils and oil seeds Value 

Dairy productA .. Value 

Cashew nuts (raw) Value 

Other fruits and vegetables Value 

l\1iscellaneous · .. Value. 

Total Non-foodgrain imports Value 

Foodgrain imports Mill. tonnes 
Total imports Value 

(Value in orore rupees) 

(4) (5) 

71 

350 47 

20 

4 

18 

15 

20 

36 

27 

205 

2,950 

2,950 

Source-1'erspective Planning Division, Planning Commission, May 1970. 
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India's Port Traffic 1975-76-1985-86 

(Million tonnes) 

Commodities Year Calcutta/ Para dip Visakha- Madras Tuticorin Cochin Mangalore Mormugao Bombay Kandla 
Haldia patnam 

(1) (2) (3) (4) (5) (6) (7) (8) (9) (10) (11) (12) 

Crude Oil .. 1975-76 3·50 1·55 2·50 3·50 7·75 
1985-86 6·00 2·50 5·00 3·50 4·50 2·50 2·50 10·00 5·50 

POL Productb@ 19'i5-76 1·18 0·27 1·15. 0·87 1·31 0-60 
1985-86 2·97 0·23 2·34 0·43 1·16 0·51 0·16 1·99 6·62 ~ ..... 

Foodgraulb* 1975-76 0 
1985-86 

Fertilizers 1975-76 5·11 0·75 0·74 0·21 0·81 0·90 0·45 0·55 2·14 1·23 
Rockphosphate 

~ Sulphur and muriate of 1985-86 8·32 1·43 3·55 0·73 0·87 2·09 0·90 1·02 5·08 11·22 
pota.;h. J 

Phosphoric acid and liquid 
ammonia 1975-76 0·16 0·10 0-16 0·37 0-25 

1985-86 0·16 0·10 0·16 0·37 0·25 

Oil Cakes 1975-76 0·10 1·82 2·89 
1985-86 0·54 2·74 5·45 

Vegetable oils imports and 
exporl,b .. 1975-76 0·17 0·17 0·17 0·16 0·01 0·22 0·57 

1985-86 0·46 0·19 0·10 0·43 0·03 O·!J7 1·51 



Sugar 1975-76 0·09 0·03 0·33 0·11 0·01 0·11 0·48 
1985-86 0·11 0·06 0·69 0·95 

Salt 1975-76 1·32 0·07 0·54. 2·30 0·28 0:04 0·36 -1985-86 2·05 0·15 0·79 3·54 0·38 0·08 0·76 

Cement/Clinker 1975-76 1·67 0·95 
1985-86 2·42 0·19 2·23 

Coal 1975-76 4·00 0·50 0·50 0·50 
1985-86 12·00 1·00 1·00 5·00 

Iron ore .. 1975-76 5·00 2·00 10·00 5·00 1·00 8·00 
1985-86 5·00 6·00t 12·00t 8·00 6·00 8·00 

Manganese ore 1975-'16 0·26 0·55 0·80 0·53 
19R5-86 1·19 0·56 1·39 

Iron and steel Imports and ~ ...... export .. 1975-76 '1·20 0·30 0·08 0•02 0·40 .,... 
1985-86 3·15 0·30 0·50 0·08 0·02 0·45 

Machinery 
Imports and exports 1975-76 0·51 0·06 0·16 0·07 0·76 0·07 

1985-86 0·71 0·03 0·20 0·09. 1·04, 0·09 

Other general cargo 1975-76 3·45 0·24, 0·28 0·79 0·40 0·94 0·40 0·16 3·32 0·20 
1985-86 4·19 0·27 0·38 1·03 0·60 1·15 0·60 0·28 3·93 0·28 

Total traffic 1975-76 25·95 3·09 14·18 11·37 5·18 7·35 2·52 9·67 20·H 2·92 
1985-86 45·01 10·88 25·14 16·22 7·43 11·33 16·25 13·32 31·90 25·47 

@POL products : Traffic figures might undergo som11 changes. 
*Foreign food-grain imports are Nil in 1975-76 and 1985-86, though there may he some coastal traffic. 
t On the assumption that a rail connection from Bar&uafBanaspani to Paradip will be provided by then. 

tOn the assumption that the second Vizag outlet will be ready before 1975 and Vizag capacity will be 15m. tonnes. 
So-urce-Direct.or, Tranl'lport Research, Mini.~try of Shipping and Transport. 



CHAPTER 5-APPENDIX I 

Requirement of Cargo Handling Equipment During the Fourth Plan as Indicated by the Major .Ports 

Type of Equipment Calcutta Bombay Madras Cochin Vizag Kandla Mormugao Pa.radip Mangalore Tuticorin Total 

{ l) Crane~ 

l. Quayside cranes 8 4 4 10 5 14 3 5 8 61 

2. :IIobile cranes 15 10 1 1 3 4 8 43 

3. Yard crane~:~ 10 1 ll 
~ 

4. Shop cranes 5 2 7 ..... 
~ 

5. Heavy lift cranes 3 1 1 6 

6. Misc. cranes 4 1 5 

(I•) Fork lift truck!! 22 40 13 2 4 18 6 22 127 

i ··1 Tractor-trailer units 5 4 2 4 15 

8ource-Heport of the Study Group on the question of standardization of floating craft and other items of equipment 
ports requirements for phased orders on shipyards and other manufacturers. 

for port use ami. the bulking of 
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CHAPTER 5-APPENDIX II 

Age-wise distribution of dredgers 

Name of { Above 30 to 25 to 20 to 1.3 to Below ·Total 
tlle Port Age 40 40 30 25 20 15 

years years years years years years 

Calcutt .. I 4 8 13 

Bombay 3 2 5 

:Uadras 1 1 2 

Co chin 1 1 1 3 

Vi•akhapatnam 1 2 

Kandla 1 1 

~Iormugao 1 1 2 

Paradip 1 1 
-------

Total 6 2 4 16 29 

Sourre-Port Authoritie~. 
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CHAPTER 5-APPENDIX III 

Manning Seal, for Trim Screw Stream Oil Fuel} Suvtion Hopper Dredger 

Deck: 

Engine Room: 

Domestic 
St&ff: 

Total 

1 
1 
2 
2 
1 
6 

1 
1 
1 
3 
1 
I 
3 
4 

1 
1 
1 

31 

Dredging 1\lai!ter 
Dredging. Mate 
Winchmen 
Seacunnies 
Serang 
Seamev 

Chief Engineer 
Second Engineer 
Electrician 
Drivers 
Serang 
Cassab 

Greasers 
Firemen 

Cook-cum-servant 
Bhandari 

Topaz 

NoTE-The above scale does not include staff for wateh keeping or 
leave reserve. 

Manning Scale for Dredgers fur one sltift of 8 or 12 Hrs 

Running requirements 

Deck: 1 Senior Officer 

l Junior Officer 
2 Seacunnies 

1 Serang 
6 Seamen 



Engine Room: 

Deck: 

Pump Room: 

General: 
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CHAPTER 5-.APPEN'Dix III-contd. 

1 Senior Engineer 
1 Junior Engineer 
2 Drivers 
1 Serang 
1 Cassab 
2 Greasers 
4 Firemen 

Special requirements 

2 Winchmen 

1 Driver 
1 Greaser 

1 Electrician or T~chnician 

Othe-r requirements 

1 Cook,cum~servant 
I • 

1 Bha'itdari 
1 Topaz 

Manning Scale j01' dredgers working on a trip basis as in Calcutta 

Daylight hours 24 hour!\ 
working i.e. 12 hrs. working 

Deck: 1 Dredging Master 2 Dredging Masters · 
2 Dredging Mates 3 Dredging Mates 
2 Winchmen 3 Winchmen 
3 Seacunnies 4 Seacunnies 
1 Clerk 1 C1er.k: 
1 Serang 1 Serang 
1 Cassab 1 Ca.ssab 
1 Tindal 1 Tindal 
2 Leadsmen 4 Leadsmen 
8 Seamen 12 ·Seamen 



Engine 
Room: 

Domestic 
Staff: 

Total 
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CHAPTER 5-APPENDix III-contd. 

Daylight Lour;; 
working i.e. 12 hrs. 

1 Chief Engineer 

1 Second Engineer 

1 Third Engineer 

1 Electrician 

4 Drivers 

1 Serang 
1 Tindal 
1 Cassab 
4 Greasers 

4 Firemen 

1 Cook 

3 Servants 

2 Bhandaries 
1 Topaz 

50 

1 

1 

1 

1 

2-1 hour:; 
working 

Chief Engineer 

Second Engineer 

Third Engineer 

Fourth Engineer 

1 Electricirtn 

6 Drivers 

1 Serang 
1 Tindal 

.1 Cassah 
6 Greasers 

8 Firemen 

2 Cooks 

4 Servants 

3 Bhandarie; 
1 Topaz 

70 

NoTE--1. This includes staff for watch keeping but not on account c·f 
leave reserve. 

2. In case of a dredger having twin screw suction pipes, the nun:.ber c·f 
Winch'.llen will be double. 

3. In case of a dredger having two pumps, the number of Drivers and 
Greasers will be.proportionately increased. 

4. In case of a dredger having Diesel or Diesel electric drive, the number 
of Greasers and Firemen will be reduced. 

::>. In case of a dn·dJJ: having rc:notc co:J.t!ol frwn the bridge for propu.l­
sion and/or for pump the number of Drivers will he reduced. 
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CHAPTER 6-APPENDIX I 

Iron Ore, Total Sea-borne Trade, 1968 

(Figures in '11)00 tonnl's) 

To: U.K. Germany Italy Other U.S.A. Japan Others Works 
:From: E. E. C. 1968 

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

Scandinavia 5,686 14,662 424 9,311 601 891 31,575 

Other Europe 2,237 1,571 5.52 215 1 808 135 5,519 

~orth Africa 274 294 1,660 489 988 3,705 

\rest Af.-ica 3,743 10,142 3/}50 7,237 2,989 3,13! 719 31,214 

S E Afrira 58 5,207 5,266 

India 11 183 2 574 12,772 l!,185 1fi,77i 

~falaya 5,116 27 5,143 

Othl'r A~ia 4 1 5 15 3,523 260_ 3,849 

Canada 3,347 2,199 1,272 593 7,127 1,977 19 16,534 

Venezuela 1,696 1,664 968 10,478 14,806 

Brazil 565 4,730 1,248 2,584 1,277 2,199 21,365 14,968 

Chile 314 15 464 8,707 100 10,600 

J'f'ru 46 174 295 939 7,363 200 9,01'7 

Au~tralia 268 562 420 598 1:l4 13,814 287 16,083 

Xot specified 67 2 4 4 1 3,5!5 3 3,62u 

World 1968 17,898 36,428 10,070 21,930 25,012 .68,165 .. 8,179 187,682 

NoTEs-Import statistics are used whenever possible. The Group (Others) is partly 
estimated. Imports to Japan from (Not specified) originate in U.S.A. Exports from 
Canada to U.S.A. 1•ia Great Lakes are excluded. 

Source-Trades of World Bulk Carriers in 1968 Fearnley & Egers Chartering Co. Ltd. 



218 

CHAPTER 6-APPENDIX II 

Iron Ore shipments, sizes distribution of vessels, 1968 
(Figures in % of total 

See-borne trade ef each area). 

Ovt>r 60- 40- 25- 18-
80,000 80,000 60,000 40,000 2.'>.000 Others 
t.dw. t.dw. t.dw. t.dw. t.dw. 

Exp01'ling Areas 

Scandinavia 1 27 24 18 5 25 

Other Europe .. 3 3 3 11 80 

North Africa 19 41 40 

West Africa 4 16 32 30 5 13 

S/E Africa 3 15 68 9 1 4 

India 9 40 19 32 

Malaya 9 26 35 30 

Other Asia 2 18 80 

Canada 2 14 37 19 7 21 

Venezuela 2 71 15 10 2 

Brazil 7 26 31 16 8 12 

Chile 19 56 12 3 10 

Peru 11 40 34 3 12 

Auatra.lia 5 23 51 15 6 

Others 2 37 43 3 9 6 

Importing Artaa 

U.K. 9 17 H 

Continent 3 25 32 27 5 8 

Italy - 11 48 14 14 13 

u.s.A. 7 63 18 5 7 

Japan 5 19 36 16 8 16 

Others 1 6 3 24 15 51 

World 1968 3 17 34 19 8 19 

Source-Trades of World Bulk Carriers in 1968-Fearnley & Egers Chartering Co. Ltd. 
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CHAPTER 6-APPENDIX III 

Turn round of bulk carriers in ore ports 

(FigurE'S in days pPr call) 

Loading ports 1965 1!!66 1!!67 

(I) (2) (3) (4) 

Europe Kirkencs l·I I· 4 1·3 

Narvik 2·3 2·7 1·7 

Lulc-a 2·0 1·5 1·3 

Oxclosuml 2·4 1·7 1·6 

Asia Goa 12 2 ll·5 10·4 

:\fadras ·8·8 3·9 4·9 

Vim1 khapatnn m 2·9 2·5 
Dun gun 7·1 6·8 6·3 
Kula Rompin 6·2 6·2 6·0 

Africa La Gaulc-ttc 1·5 1·4 
Annaba 2·5 1·7 1·3 
Port Etienne 1·2 1·6 1·8 
Pcpel 1·8 1·8 1·5 
Monrovia 1·6 1·4 1·6 
L. Bu('hanan 1·4 1·4 1·3 
Luanda 7·2 9·0 8·0 
Lobi to 6·2 7·0 
P. Elizabeth 4·2 4·4 4·8 
I.our .\[arqucs 6·5 2·6 2·8 

America Seven Islands 1·2 1·6 1·8 
Port Cartier 0·9 0·8 0·9 
Puerto Ordaz 1·4 1·0 I·O 
Victoria Tub 8·2 3·9 2·1 
Rio de .J ant>iro 13·3 II·O 4·6 
C'oquimhn 2·8 4·0 2·2 
Han ~,rnncisco 2·9 3·6 
Long R<'ach 2·3 2·1 2·1 

Australia .. Port Hedland 2·4 
DampiPr 1·1 

SonrrP-Trades of World Bulk Carriers in- 1967-Ff'arnley & Eger~ Charterin~· c~- Ltd. 
LJP(D)80:\IofS&T-l6 



CHAPTER 6-APPENDIX IV 

Port conditions at some Ore Loading Ports Present and Anticipated 

Serial Country/Port Present condition Development Plan 
No. 

Draft (Metres) Maximum size of Average Year Draft (1\retres) Maximum size of Average 
vessel that r-an be Loading vesReltba.t o&n be loading rate 
berthed (d.w.t.) (tons/day) berthed (d.w .t.) (tons/day) 

(1) (2) . (3) (4) (5) (6) (7) (8) (9) 

1 Australia 
Dampier 12·8 70,000 4R,OOO Sept., '69 15·0 100,000 70,000 

(at high tide) April, '71 17·0 150,000 
Red land 12·3 60,000 48,000 April, '69 12·8 70,000 70,000 

April, '71 14·6 100,000 
Latta 70,000 4S.OOO 1¢ 

Lambert Mid. 70's 150,000 70,000 8 
Darwin 37,000 

SouTH AMERICAN 
2 Rrazil 

Tubarao 15·8 130,000 60,000 Jan., '71 17·6 150,000 120,000 
(21oader of 

3 Peru 
60,000) 

San Juan 100,000 20,000 
San Nicholas 14·0 100.000 40,000 Feb., '70 16·0 130,000 

4 Chile 
Huaseo .. 12·2 55,000 20,000 Aug., '69 80,000 

Oct., '69 18·0 150,000 

Caldera 
Aug., '70 170,000 

50,000 Over 10,000 

Guaycan 12·2 65,000 Jan., '70 16·0 130,000 



AFRJOA 

5 Mozambique 
Lourenoe l\Iarques 60,000 25,000 - -

6 South Africa 
Elizabeth 11·3 45,000 15,000 - -7 Angola 
Maccamcdcs 60,000 0,000 Mid. '70'~> - 150,000 
Luanda 35,000 :\Iid, '70's 100,000 40,000 

8 Liberia 
Monrovia 12·6 60,000 25,000 1970 - 75,000 
Buchanon 12·6 60,000 60,000 -

9 Mauritania 
Etienne 70,000 ao,ooo·· Early 1970's 100,000 

10 Sierra Leone 
Pepel 40,000 25,000 June, '69 16·0 125,000 1'¢ 

1'¢ 

NORTH AMERICA 
..... 

11 Canada 
Texada. Over 45,000 21,000 

Norvie 50,000 

USA 

12 Long Beach 50,000 30,000 i. 

13 USSR 
llljichevsk Over 40,000 15,000 

Asu. 
14 Malaysia 

Sura. 35,000 20,000 
Rompiu 35,000 20,000 

L/P(D)Su:MofS&T-I6a 



CHAPTER 6-APPENDix IV-contd. 

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

15 ndia@ 
Haldia 8·4 18,000 N.A. 1971 ll·6/1.2· 2 by 80,000 6,000* /8,000* 

(Calcutta) 1971 & 12·8/ 
13·4 by 
1975-76 

Madras 9·1 at South 20,000 to 4,000 tonnes/ 1973/74 12·8 70,000 6,000* 
quay III and 25,000 ftfat S.Q. (initially) (initially) 
10·7 at 100,000 8,000* 
Jawahar 6,000 (eventually) (eventually) 
Dock (East). tonnesjrL~y at 

Jawalu~r ~ 
Dook (East ~ 

Berth) 
t-~ 

Visakha patnam .. 10·1 at high 35,000 2.G50* May, 1974 15·2 100,000 8,000* 
water and 9 · 1 (initially) (initially) (initially) 
at any stage 16·Q' 200,000 16,000* 
of the tide. (eveRimally) (eventually) (ev1mtually) 

Mormugao 8.2 at Borth 25,000 to 270* at Berth 1974 12·2 60,000 6,000* 
No.3 30,000 No.3 

8·5 at Borth 7 50* at Berth 
No.6 No.6 

9 · 1 on the rise 
of tide 

l'a.radip 11·3 35,000 2,500* 1970 13·1 60,000 2,500* 

Sourc• .llr momwluJu tubmittod to the l'liu.jor l'orts Commio~sion by the Minerals and Metals Trading Corpomtion oflndia Ltd. 
*Loading rate is given in metric tonnos per hour. 
([ySouroe for Inrlitm Ports-l'l!ini.l!try of l:lhipping anrl Trtmeport. 



:l23 

CHAPTER 6-APPENDIX V 

Comparison of loading and unloading costs for general cargo 

(In Rs.) 

Route Normal Palletized Container 
Cargo 

(Break bulk). 

U. 1-l. Eu.~t Coast to Gt·eat Britain 164·85 93·00 27·0 

e. S. West Coast to Alaska 132·00 79·50 23·25 

U. S. East Coast to South America 134·63 81·75 24·38 

(Origina.l figures in U. S. dollars) 

(The above table tn.ken from a paper on cargo cont~tinerships' by Doros A. Argynatlis 
rearl before the institution of Naval Architects gives a. general irlea of the anticipated savings 
ir1 loading and un-loading general cargo by using palletized cargo or containers. The figures 
for container cargo will, of course, vary with the size of containers) 

Sonrce-tth National Maritime Day and :M:ct·chant ~avy Flag Day Souvenir brought out 
by the local unit of l\ladras. 
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CHAPTER 6-APPENDIX VI 

Outline of the estimated costs and revenues in the proposed con­
tainer trades to U.S.A., Canada and the U.K./Continent 

Serial 
No. 

Item 

(In :\!ilion L"S $) 

.e.s.A./ 
Canada 
Trade 

(Amount) 

U.K./ 
Continent 

Trade 
(Amount) 

-----------------

Capital InYestment--

(a) Ships •. 

(b) Containers 

2 Depreciation 

3 Stevedoring costs peryear 

4 · Port dues etc. 

5 Operating costs 

6 Commission and other miscellaneous expenses 

7 Total expenses 

8 Estimated annual revenue at-

(a) Current freight rates 

(b) 90 per cent of present freight rates 

(c) SO per cent of present freight rates 

9 Revenue minu<~ expenses 

(a) Present freight rates 

(b) 90 per cent of present freight rates 

(c) 80 per cent of present freight rat<'s 

10 ltevcnue minu~ expense:; as pet·centagt' of itduitioual in\"est-
ment (i.e., investment on contniners only)-

(a) Present freight rates 

(b) 90 per cent of present freight rates 

(c) 80 per cent of present freight r~Ltes 

!10·0 

J(j. 0 

7·7 

7·9 

1·8 

15 3 

~-7 

38·4 

57·3 

51·6 

45·5 

18·9 

13·2 

7· I 

ll8·1 

82·5 

81·0 

I2·fl 

6·5 

~-~ 

1·7 

12·8 

3·8 

30·3 

38·3 

34·5 

:J0·6 

8·0 

4·2 

0·3 

66·7 

35-o 

Sourr.e-"Survey of Overseas Transport & Freight Structure in India's export Trade". 
By Operations Rlll!earch Group. Baroda. J1me 1969. 



Year 

(1) 

1950-51 
1951-52 
1952-53-
1953-54 
1954-65 
1955-56 
1956-57 
1957-58 
1958-59 
1959-60 
1960-61 
1961-62 
1962-63 
1963-64 
1964-65 
1965-66- ., . 
1966-67 
1967-68 
1968-69 

.. 

Gross 
revenue 

(2) 

7,08·71 
8,09·02 
8,91·26 
8,42·48 
9,11·90 

10,26·69 
11,18·34 
13,13·03 
13,33·95 
13,36·74 
14,52·08 
15,44·53 
17,36·34 
18,28·03 
111,99·17 
19,09·86 
21,15·67 
25,08·36 
24,20·70 

CHAPTER 7 -APPENDIX I-A 

Financial Results of Working 

Port of Calcutta 

Working Depreciation Net Revenue Interest 
expenses charges 

(3) (4) (5) (6) 

6,28·77 35·56 44·38 1,06·87 
6,87·81 42·11 79·10 1,10·77 
7,37·90 16·40 1,36·96 1,06·22 
8,00·12 24·90 17•46 1,07·30 
8,14·16 25·84 71·90 1,08·28 
8,28·33 28·42 1,69·94 1,05·50 
8,60·80 21·24 2,36·30 1,06·13 

10,19·93 25·51 2,67·59 1,10·58 
11,35·80 22·87 1,75·28 1,24·38 
11,41·98 23·04 1,71·72 1,41·69 
12,07·33 28·94 2,15·81 1,62·47 
12,41·13 31·27 2,72·13 1,90·94 
14,17·40 67·88 2,51·06 2,18·82 
14,05·35 1,12·43 3,10·25 2,44·91 
15,47·41 1,01·88 2,49·88 1,34·71 
16,92·75 1,30·44 86·67 2,54·99 
18,75·68 2,04·60 35·29 3,41·51 
20,25·3:> 2,11·75 2,71·26 3,65·02 
21,49·28 2,53·58 17·84 3,94·53 

(Rs. in lakhs) 

Surplus Loan Total 
repayments (1) CapitalBMe 

(7) (8) (9) 

( ) 62·49 35·56 47,81·06 
(-) 31·67 42·11 49,72·19 

30·74 16·40 49,11•08 
(-) 89·84 24·90 50,81·42 
(-) 36·38 25·84 52,75·58 

64·44 28·42 55,64·18 
1,30·17 21·24 58,56·36 
1,57·01 25·51 62,41·97 

52·90 22·87 67,09·13 
30·03 23·04 70,65·96 
53·34 20·49 79,03·93 
75·19 22·82 84,44·06 
32·24 58·88 ~6.71·89 
65·34 97·43 92,64·33 
15·11 85·88 98,45·33 

(-) 1,68·32 1,13·94 103,32·35 
(-) 3,06·22 1,87·85 123,79•64 
(-) 93·76 1,95·00 134,47·89 
(-) 3,76,69 2,36·83 147,64·77 

(l) These a~ou.uts ha.vc also been included under depreciation in Col. (4) as Calcutta Port treats contributions to the Sinking Fund as pro­
vision for depre01at1on. 

So•tru-Annual Accounts of the Port for the respective year~. 

~ en 



CHAPTER 7-APPENDIX I-B 

Financial Resu~ts of Working 

Port of Bombay 
(Rs. in JakhR) 

v~ar (}ro~~ Working Depreciation Net Interest Surplus Loan Total 
re\"enue expenses revenue charges repayments Capital 

Base 

(1) (2) (3) (4-) (5) (6) (7) (8) (9} 

1950-51 5,58·50 4,03·11 0·57 1,54-·82 60·12 94·70 41·16 41,27·4-0 

1951-52 7,04·7.) 4,14·15 1·99 2,88·61 58·78 2,29·83 43·5-l 43,47·78 

1952-53 6,61·41 4,56·4-2 41·99 1,63·00 50·97 1,12·03 37·66 43,10·84 
1953-54 6,63 ·58 5,5!i· 8S 41·99 65·71 43·49 22·22 26·!)9 47,69·65 

'1954-55 6,!l:i·67 5,00·31 4-1·94- 1,53·42 4-2·5:3 1,10·89 27·95 52.74-·42 t-:;) 
t-:;) 

1!155-56 !l,H0·\19 5,29·56 4-1·94 4,09·49 4-2·53 3,67·96 75·7-l 59;25·75 ~ 

1956-57 I 1,27·21 6,46·47 1,23·59 3,57·15 4-1·21 3,15·94 76·0) 64,77·52 
1957-58 1 2.:t~ ·:a 7,10·63 82·39 4,39·4-9 40·88 3,98·61 7li·3S 70,1-l· u 
Hl58-59 10,8;')·;)!1 6,H3·73 82·39 3,09·47 40·54 2,68·!l3 70·';3 73,87 ·98 
1959-60 11,74 ·!17 7,24·05 82·39 3,68·53 39·72 3,28·81 7.3·97 76,83·31 
1960-G1 12,';3. 6:.! 7,50·12 82·39 4,4-1·11 34·24 4-,06·87 (i(i-;)!) 81,41·27 
1961-62 14-,0H• 31 !:1,31·01 82·39 4,9,!·91 46·42 4,48·49 43·0:1 87,06·90 
1962-63 14.2!-1·30 10,77·27 82·39 2,69·6-J. 56·17 2,13·47 32·;'i2 91,30·03 
191;3-64 16,33·73 10,32·71 1,61·90 4,39·12 62·89 3,76·23 2J·52 96,85•72 
1964--65 . , 17,39·81 11,43·77 1,61·78 4,34·26 63·34 3170·92 24·83 101,31·16 
1965-611 20,64·33 12,44·93 1,61·69 6,57·'/1 61·24 5,96·47 25·12 110,85·12 
1!166-67 20,77·71 14,37·58 1,61·69 4,78·H 59·19 4,19·25 24·95 115,61·8.5 
1967-68 24-,85·0!1 1'i,64·04 1,61·6!1 5,59·36 58·58 5,00·78 25·34 123,35·14 
1!)68-69 22,92·88 16,93·67 2,00·38 3,98·83 66·83 3,32·00 20·44 120,o7·33 

. hi. Sourc~-Annual Aeeounts of the Port for the respective years. 



CHAPTER 7-APPENDIX 1-C 

Financial Results of Working 

Port of Madras 
(Rs. iu lal•hs) 

Total 
Year Gro:!S Working Depreciation Net Interest Surplus Loan CaPital 

revenue expenses revenue charges repaymentR Base 

(1) (2) (3) (') (5) (6} (7) (8) (9) 

1950-51 1,30·25 79·13 8·11 43·01 3·57 39·44 1·71 9,!>5·76 
1951-52 1,45·03 89·94 11·28 43·81 3·54 40·27 1·85 9,48·80 
1952-53 1,57·Sii 89·60 17·56 50·69 3·52 47·17 1·88 10,18·!10 
1953-5-l 1,32·67 85·33 ll·38 35·96 2·27 33·69 0·91 10,65·91 
1954-li."i 1,33·92 94·50 12·29 27·13 1·03 26·10 0·94 11,59·66 ~ 

1955-56 1,73·71 98·73 12·12 62·86 1:oo 61·86 0·97 12,78·29 
t-::1 
-..) 

1956-57 2,3S·fl-l 1,12·!)6 34·57 91~71 0·97 90·74 1·00 15,45-56 
1957-58 2,71·S6 1,31·58 11~00 1,29·28 6··33 1,22·95 1·03 18,19·63 
1958-Fi!l 2,21' 10 1,46·52 8·05 72·53 16·73 55·80 1·07 19,05·88 
1959-60 2,311· u 1,48·16 6·79 81·19 21·67 . 59·52 1·52 20,fi7 ·(i-1 

1960-61 3,0!Hl6 1,70·57 21·.64 1,16·85 25·44 91·41 1·57 22,73·89 

' 24,95·95 1961-62 3,72·59 2,27·09 36·09 1,09·41 31·73 77·68 2·94 
1962-63 4,3!1_·51 2,31·15 28·04 1,80·32 36·89 1,43·43 18·87 27,83·16 
1963-64 4,45·82 2,35·70 52·95 1,57·17_ 43•62 1,13·55 35•15 29,26·61 
1964-65 4,5-!·83 3,02·57 33·16 1,19·10 42·05 7'1·05 39·90 30,43·64 
1965-66 5,49·24 3,6fi·34 37·78 1,46·12 42·21 1,03·91 37·59 32,43·71 
1966-67 7,58·47 4,53·79 41·80 2,62·88 59·35 2,03·53 53·31 38,80·38 
1967-68 7,74·62 5,14·24 54·47 2,05·91 65·87 1,40·04 54·98 42,64·55 
1968-69 8,48·22 5,69·00 76·16 2,03·06 77·36 1,25·70 57·74 48,84·38 

,<;'ource-Annua1 Accounts of the Port for the respective yea,rs. 



CHAPTER 7-APPENDIX 1-D 

Financial Results of Working 

Port of Cochin 
(Rs. in lakhs) 

Year Gross Working Depreciation Net. Interest Surplus I .can Total 
revenue expenses revenue charges repRymenht Capital Base 

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

1950-51 61·64 37·85 0·11 23·68 1·31 16·31 4·01 4,10·31 
1951-52 75·40 40·35 0·11 34·94 7·20 27·74 4·18 5,02·90 
1952-53 71·39 44·06 0·11 27·22 8·09 19·13 6·85 5,58,·68 

1953-54 73·53 41•81 0·11 31·61 7.'8s 23·73 9·06 5,76·99 
1954-55 •• t 79·33 43·76 3·00 32·57 7·67 24·90 5·27 5,99·61 ~ 
191S5-56 78·99 45·42 3·00 30·57 7·44 23·13 5·50 6,87·97 00 
1956-57 9R·51 53·42 3·00 42·09 7-20 34·89 5·74 7,9ll·79 
1957-58 119·81 ()0·72 3·00 36·09 9·27 26·82 fi·33 8,63·94 
1958-59 1,08·98 04·07 3·00 41-91 11·16 30·75 5·80 8,47 ·25 
1959-60 1,16·61 61H2 3·00 47·49 13·42 34·07 6·23 9,89·23 
1960-61 1,27 ·91 73·72 3·00 51·J.9 16·13 35·06 11·12 10,15·37 
1961-62 1,36·44 80·24 3·00 53·20 15·10 38·10 56·64, 10,00·97 
1962-63 .. 1,42·85 1,09·37 3·00 30·48 12·31 18·17 6·93 10,42·96 
1963-64 1.7-1·82 1,04-:W 3·00 67·5:i li)·34 52·19 !1·54 ll,04·94 
1964-65 1,911·30 1,17 · 3H 3·0(1 78·92 15·88 63·04 10·90 11,65·89 
1965-66 2,1!}·62 1,38·82 20·0(1 . 60·50 15·40 4.J·10 12·51 12,22·49 
1966-67 2,61> ·52 1,71·10 20·00 74·42 16·84 57·58 15·48 14,03·27 
1967-68 3,9:J·43 2,07·70 20·00 1,65·73 19·61 1,46·12 18·75 16,33·50 
1968-69 :l,!IH•58 2,42·40 25·30 1,20·88 22·87 98·01 20·2~ 18,53•81 

Br.ruru-Annual A"oounts of the l'ort for t-he respective yeant. 



CIIAPTm 7-APPENDIX 1-E 

Financial Results of Working 

Port of Visakhapatnam 
(Re. in lakhs) 

Year Gross Working Depreciation Nl"t Interest Surplus Loan Total 
revenue expenses revenue charges repaymen.ts Capital Base 

(1) (2) (3) (4) (5) (6) (7) (8) .. (9) 

1950-51 53·25 51·99 2·58 (-) 1·32 0·96 (-) 2·28 5,26·63 

195k52 72·59 56·77 2·76 13·06 0·70 12·36 5,11·23 
195f53 

·' 
75·98. 58·64 3·38 13·96 1·28 12·68 5,11·65 

195~-54 80·14 60·97 4·00 15·1~ 1·67 13·50 5,43·43 
19M-55 65;4t. 56:·70 4.·25 •·49 2·63 1·86 5,90·82 t¢ 

·'I . 1:.:> 
19~q-?6 83:47 57·02 5;00 21·45 4·00 16·49 6,68·44 <0 

l!)~~-57, 98:.33 68~08: 5•00, 25·25 6·00 18·65 7,90·31 

1p~7:5~ 1,4.?:92 78·75 7;00 60·17 9·01 51·16 8,79·76 
1958~59 1,::19·60 83•74 9·03 46·83 10·91 35·92 9,65·16 
1959-60 1,60· 63 84·72 20·27 55·64 13·02 42·62 10,63·18 

. 1960-61 1,9.3· tl 93·4ii ·30·06· 7l·D6· 14·119 57·27 18·07 11,69·95 
1961-62 1,72·51 1,06·62 30·06 35·83 27·16 8·67 12,73·63 
1962-63 1)if~8 1,26·68. ~0·06. 30·54 30·29 0·25 14,52·73 
1963-64 2,20·05 1,25·03 30·06 64·.96 .33·59 31·37 17,78·14 
1964-65 2,56·50 1,51·35 30·06 75·09 49·96 25·13 17,85.•51 
1965-66 3,45· '17 2,25·71 30·06 90·00 50·43 39·57 18,36·56 
1966-67 5,ll·40 2,56·8R 65·06 1,89·46 58·03 1,31·43 6·61 20,11 ·39 
1967-68 5,81 ·08 2,96·68 65·06 2,19·34 60·85 1,58·49 7·71 22,34·28 
1968-69 •• 6,70·77 3,74·27 65·06 2,31·44 64·43 1,67 ·01 9·75 24,73·58 ---

Bcur,:e.....:Annual Accounts of the Port for the re~pective 'years. 
.,. 



Year Gross 
revenue 

(I) (2) 

CHAPrER 7-APPENDIX I-F 

Financial Results of Workin.g 

Port of Kandla 

Working Depreciation 
oxpenses 

(3) (4) 

Net 
revenue 

(5) 

Interest 
charges 

(6) ----------------------------
, 957-58 47·96 25·50 

J95S-5~ 68·07 29·46 
1959-6') 66·41 42·41 
1960 31 86·93 58·43 
1961-62 8-1·21 52·46 
1962-63 1,12·~3 66·48 
1963-64 1,17·22 64·15 

196t-65 1,24. 89 85·04 

1965-66 1,{)6·02 !JO·S:l 

1966-67 l,K4 ·KG 1,09·6-t 
1967-68 1,K!Hl5 1,:{9. 00 

1968-69 2,10·98 1,45·62 

4·00 
5·00 
4·08 
4·08 
4·08 
8·44 

34·85 
(') 

55·59 
(") 

18·56 
21·56 
27·79 
23·34 

18·46 
33·61 
19·92 
24·42 
27·67 
37·91 
18·22 

(-)15·74 

46·6l 
5:1·66 
%8·16 
42·02 

15·00 
15·00 
15·00 

30·00 

16·15 
17·1i9 

19·03 
19·89 

( 1) Tho inoruaqo in <lupr·ooia.tion is on a.ocorutt of a<lju .. tment of arrears of depreciation for previous years. 

(Rs. in lakhs 

Surplus Loan Total 
repaymunts Capital Base 

(7) (8) (9) 

18·46 N".A. 
33·61 4,13·34 

19·92 5,5K·5S 

9·42 5,98·93 

12·67 6,24·39 

22·91 14,73.08 
18·22 16.27 ·2!) . 

(-)45·74 19,74·1!9 -
30·41! 20,2i>·I6 

36·07 21,01·00 
9·13 21,4!)·18 

22·13 22,29·27 

( ') Tho iutol'Ost olu~•·)!es irwlu<1o Its . 15 ·00 Ia. kits !J.,ing pa.:d to Govornmont as atl J.<J~ iut.er()id; •GU ~a. pita! debt pt~mlinp; finalization nf q1ta.r.tum nf capital 
dol1t and ma.nnor of fflJit~yuumt. 

Suurce-Annua.l Aooouuts of t.h<• l'ort for ro~p<wtive yoars. 

~ w 
0 



CHAPTER 7-APPENDIX 1-G 

Financial Results of Working 

Port of Mormugao 
(Its. in lakhs) 

Year Gross Working Depreciation Net Interest Surplus Lou.n Total 
revenue expense~> revenue chargos repayments Capital Baso 

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

1961-62 1,53·56 57·82 95·74 95·74 3,84·3:~ 

1962-63 1,25·74 64·27 61·47 61·47 4,63·8/i 
t..:l 

1963-64 1,24·52 45·26 79·26 79·26 5,38·42 w 
I-' 

1964-65 1,45·75 73·91 71·84 0·03 71·81 7,24·4~ 

1965-66 1,81·29 76·09 '12·09 33·11 4·13 28·98 9·05 2,28·4~ 

1966-67 1,97·75 86·20 22·96 88·59 5·86 82·73 12·76 9,75·10 

1967-68 2,25·37 1,11·87 18·93 94·57 5·20 89·42 10,83· 81 

1968-69 2,21·54 1,20·05 22·88 78·61 4·52 74·09 11,69·94 

SO'Urce-Annuu.l Acoounts of the Port for the respective years. 



Gross 
Year revenue 

(1) (2) 

1966-67 (1)8. 33 

1967-68 96·62 

1968-69 1,11·37 

( 1) Figures from 1-11-66 to 31-3-1Q67. 

CHAPTER 7-APPENDIX I-H 

Financial Results of Working 

Port of Paradip 

Working Depreciation 
expenses 

Net In teres~ (1) 

revenue charges 

.· (3) (4) (5) (6) 

14·69 '(-)6··36 120·65 

78·86 23·15 (~)5·39 184·38 

61·36 37·80 <+Wi·21 134·88 

( 2) Notional charges, not actually provided in tho Accounts. 

Source-Annual Accounts of the Por·t for the res}Jective years. 

(Rs. in lakhs) 

Surplus Loan Total 
repayments Capital Ba.so 

(7) (8) (9) 

(-)127·01 N . .A. 

(-)139·77 25,39·67 t-:l 
~ 

(-)122·67 28,51·31 t-:1 
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CHAPTER 7-APPENDIX II 

Adjusted Financial Results of Major Ports for 1967-68 

(Rs. in lakha) 

Port Gro88 Wodcing Deprecia· Net Total Percent-
revenue expenses tion on revenue Capital age of 

historical Base col. (5) to 
cost basis col. (6) 

(1) (2) (3) (4) (5) (6) (7) 

Calcutta 25,08·36 20,25.:.35 2,40•55 2,42·46 134,47·89 1·8 

Bombay 24,85·09 17,64·04 1,06·92 6,14·13 123,35·14 5·0 

::\la<lras 7,74·62 5,14·24 50,75 2,09·63 42,64·55 4·9 

Cochin 3,93·43 2,07·70 24•40 1,61·33 16,33·56 9·9 

Visakha pat.na m 5,81·08 2,96·68 76·16 2,08·24 22,34·28 9.3 

Kandla 1,88·95 1,39·00 29·31 20·64 21,49·18 t·O 
~Iormugao 2,25·37 1,11,87 21·68 91•82 10.83·81 8·5 

Paradip 1,ll· 37 61·36 23·15 26·86 28,51·31 0·9 



234 

CHAPTER 7-APPENDIX III-A 

Sources of Finance 

Port of Calcutta 

As on 31 March Govt. loans External DebPntun·s 
loans 

(I J (2) (3) (4) 

1951' .. 50·00 24,99·82 

1952 50·00 2.'1,75·00 

1953 50·00 24,43-:u 

1954 1.2;)·00 25,43·33 

1955 .. 3,16·00 25.21·5S 

1956 5,16·00 24,87·52 

1957 6,66·00 24,!4·46 

1958 8,16·00 24,18·96 

1959 10,16·00 94·18 23,99·66 

1960 11,16·00 1,90·92 23,99·66 

1961 14,16·00 4,82·29 23,99·66 

1962 15,64·01 6,89·08 23,99·66 

1963 16,26·88 9,76·77 22,88·31 

1964 17,14·15 12,28· 26 23,88·31 

1965 18,12·01 14,83·04 24,88·31 

1966 2H,15 ·51 16,73·07 24,88· 31 

1967 23,59·79 29,16·58 27,25·82 

1968 31,82·:n 29,61·98 28,72·02 

1969 40,40·68 28,55·29 30,22·02 

NoTE-Miscellaneous represents Sundry Outstandings. 

Source-Annual Accounts of the Port for the respective yl'a rs. 

(Rs. in lakhs) 

Helf- Total 
:Financing Capital 
(including Base 
miscella-
neous) 

(5) (6) 

22,31· 24 47,81·01) 

23,47·19 49,72·19 

24,11!·16 49,1 1·4S 

2-!,13. (J<J 50,81·42 

2!,38·00 52,75·58 

25,60·66 55,64·18 

27,45·90 58,56·36 

30,07·01 62,41·97 

31,99·29 67,09·13 

33,59·38 70,65·96 

36,05·98 79,03·93 

37,91· 31 84,44·06 

37,79·93 86,71·89 

39,93·61 92,64·33 

40,61·97 98,45·33 

41,55·46 10:3.32· 3.3 

43,77·45 123.79·64 

-U,:ll-58 13-!.47 · S9 

4S,-l6·78 147,6-l·ii 
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CHAPTER 7---APfENDIX III-B 

Sources of Finance 

· Port of Bombay 

(Rs. in lakhs) 

As on 311\Iarch Govt.loans External · Debentures Self. '' Total 
loans L Financing · Capital 

(including Base 
miscellaneous) 

(1) (2) (3) (4) (5) (6) 

1951 •• 1,61·55 L2,08·93 27,56·92 41,27·40 

1952 •• 1,28·3.8. .. L2,08·93 30,10·47 43,47·.78 

1953 •• 1,05·7.~ 
~·· 

9,95·60 32.09·46 43,10·84 

1954 •• 4,60·6.2, -.. 9,95·60 33,13·43 47,69·65 

1955 •• 7,14·4.~ .,.., 9,95·60 35,64·33 52.74·42 

1956 •• 9,06·57 .... 9,95·60 40,23·58 59,25·75 

1957 9,50•34 .... 9,95·60 45.31·58 64,77·52 

1958 .... 9,06·78 9,95•60 50,51·76 70,14·14 

1959 9,88·87 9,95•60 54,03·51 73,87·;98 

1960 •• •,•, 9,89·00 ~· 
9,14·48 57,79·83 76,83·31 

1961 .... 9,89·00 7,92·33 63,59·94 81.41·27 

1962 .. 9,74·38 7,79•83 69,52·69 87,06·90 

1903 •• .. 9,48·45 c.;· 7,66·33 74,15·25 91.30·03 

1964 .. •.•. 9,13·68 .. 7,66•33 80,05·71 96,85·72 

1905 8,75·50 7,29•83 85,25·83 101.31·16 

1966 8,34·81 6,79·83 95,70·48 110.85·12 

1967 7,91·29 6,64·83 101,05·73 115,61·85 

1908 7,44·81 6,10•83 109,79·50 123,35·14 

1969 6,96·48 5,35·83 113,75·02 126,07·33 

NoTE-Miscellaneous represents Sundry Liabilities including credits pending adjustment 
but excluding provision for repayment of loans taken for Marine Oil Terminal. 

Source-Annnal Accounts of the Port for the respective years, 
LfP(D)BO!IMS&T-17 
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CliA.PrE:n 7.-APPENDIX III-C 

Sources of Finance 

Port of Madras 

(Ra. in Ia k:hs) 

Aa on 31 March Govt. lloana External Debentures Self- Total 
loana Financing Capital 

(including 
miacella-

Base 

neoua) 

(1) (2) (3) (4) (5) (6) 

1951 •• .. 47·70 49•12(1) 8,08·94 9,05·76 

1952 •• 46·85 49·12 8,52·83 9,48·80 

1953 •• .. 43·97 49·12 9,23·81 10,18·90 

19M •• 90·05 .. 9,75·86 10,65·91 

1955 •• .. 1,59·11- .. 10,00•55 11,59·66 

1956 •• 1,83·1t 10,90•15 12,78·29 

1957 •• 3,02•14 12,43•42 15,45·56 

1958 •• .. 4,44·10 13,75·53 18,19·63 

1959 •• 4,43·03- 29•37 14,33·48 19,05·88 

1960 •• 4,41·5& 1,00·26 15,15·88 20,57·64 

1961 •• 4,39·93 1,99·51 16,34·45 22,73·89 

1962 •• .. 4,36·99 2,52·82 18,06·14 24,95·95 

1963 •• 4,82·08 3,03·72 19,97·36 27,83·16 

1964 •• 4,76·33 3,50·75 20,99·53 29,26·61 

1965 •• 4,67·26 3,69·20 20,07·18 30,43·64 

1966 •• 5,34·37 3,77·93 23,31•41 32,43·71 

1967 •• 6,70·92· 5,91·03 26,18·43 38,80·38 

1968 •• 8,56·89 5,50·08 28,&7·58 42,64·55 

1969 •• 11,15· 65 6,26·85 31,41·88 48,84·38 

(1) Paid off in 19;)3 (St.erling Debentures). 

NOTB-Miscella.neous represents Sundry Outstandings. 

Source-Annual Accounts of the Port for the respective years· 
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CHAPTER 7___:.APPENDI:K 'III-D 

Sources of· Finance 

Port. of Coc.hin 

(Rs. in lakhs) 

As on 31 March Govt.loans Extern.al Debentures.' Self- ll'otal 
,loa.IIS 

(I} (2) (3) (~)I 

1951 •• 1,75·24 .. 
1952 •• •• 1,98·06 

1953 •• .2,16·21 .. 
1954 •• .2,07•16 ... .. 
1955 •• .2,81·88 -
1956 .. ~.46·38 . .. 
1957 .• . ;!,17 ·fa' 

1958 .• ,;1,60·80 -
1959 .. 4,04·94 . ' 
1960 .. -~·98•71 

1961 _3,92•60 

1962 3,35·96 ' .. 
1963 .• 3,49•04 

1964 3,40•49 

1965 •• 3,29·58 ... 
1966 .. 3,17•08 

1967 .. 3,34·05 62•76 

1968 .• 3,90·44 57•61 

1969 •• 4,45·65 52·12 

NoTB-l\fiacellaneous represents Sundry Creditors. 

Source--Annual Accounts of the Port for the respective years. 

L/P(D)SO~'of S&T-17(a.) 

Financing Capital 
(including Base 
miscella· 
neous) 

(5) (6) 

.2,35·07 
I ! 

4,10·31] 

3,04·84 5,02·9_0 

3,42·47 5,58·68 

3,69·83 5,76·99 

3,17·73 5,99·61 

4,41·59 6,87''97 

4,79·66 7,96•'79 

5,03·14: 8,63·94 

5,42·31 9,47·25 

5,90·5ll 9,89·23 

6,22·77 10,15·37 

6,71·01 10,06·97 

6,93·92 10,42·9$ 

7,64·4~ 11,04•94 

8,36·31, 11,65:89 

9,05·4_1_ 12,22·49 

10,06·46 14,03·;27: 

ll,85•51 16,33·.5& 

13,56·04 18,53•.81 



CHAPTER 7-APPENDIX III-E 

Sources of Finance 

Port of Visakhapatnam 

(Rs. in !akhs) 

AI Oil 31 Maroh Govt. loana External 
loana 

Debenturee Self. Total 

(1) (2) (3) (4) 

1951 4,24·81 

1952 .. 4,33·86 
' ' 
1953 4,42·42 

1954 4,57•88 

1955 5,01·00 

1956 5,56·21 

1957 6,38·01 

1958 6,88•'74 

1959 '7,40·'77 

1960 '7,86·'73 .. 
1961 8,14·34 

1962 8,'79·33 

1963 9,97·80 

1964 12,52·93 

1965 12,52·93 

1966 12,52·93 

1967 12,52· 93 

1968. 12,52·93 

1969 12,52·93 

Financing Capital Base 
(including 

miscellaneous) 

(5) (6) 

1,01·82 5,26·63 

77·37 5,11·23 

69·23 5,11·65 

85·57 5,43·43 

89·82 5,90· 82 

1,12· 23 6,68·44 

1,52·30 7,90·31 

1,91·02 8,79·76 

2,24·39 9,65·16 

2,76·45 10,63·18 

3,55·61 ll,69·95 

3,99· 30 12,78·63 

4,54·93 14,52·73 

5,25·21 17,78·14 

5,32·58 17,85·51 

5,83·63 18,36·56 

7,58·46 20,11·39 

9,81·35 22,34·28 

12,20·65 24,73·58 

NoTB-Misce!laneous represt>nts Sundry Creditors and Bills Payable. 

Source-Annual Al'Counts of the Port for the respective years. 



As on 31 Ma.roh 

(1) 

1~59 

1960 

1961 

1962 

11}63 

1964 

1965 

1966 

1967 

1968 

1969 
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CHAPTER 7-APPENDIX III-F 

Sources of Finance 

Port of Kandla 

Govt. loans 

(2) 

3,12·43 

4,20·92 

4,47·38 

4,52·28 

1!,60·59 

13,76·99 

16,77·26 

17,02·26 

17,27·26 

17,42·26 

17,77·26 

External 
loans ' 

(3) 

Debentures 

(4) 

(Rs. in lakhs) 

Self. 
Financing 
(including 

miscellaneous) 

(5) 

1,00·91 

1,37·66 

1,51•55 

1,72·11 

2,12·49 

2,50·30 

2,97·63 

3,22·90 

3,73·74 

4,06·92 

4,52·01 

Total 
Capital Base 

(6) 

4:,13•34 

5,58·58 

5,98·93 

6,24·39 

14,73·08 

16,27·29 

19,74·89 

20,25·16 

21,01•00 

21,49•18 

22,29·27 

NoTE-:Miscellaneoua represents Sundry Creditors and Credit Balances. 

Source-Annual Accounts of the Port for the respective years. 
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CHAPTER 7-APPENDIX III-G 

Sources of Finance 

Port of Mormugao 

(Rs. in lakhs) 

As on 31 March Govt. loans* External 
loans 

Debentures Self- Total 

(1) (2) (3) 

1962 2,94•24 

1963 2,92·62 

1964 2,92·62 

1965 2,92•62 80·91 

1966 2,92·62 72·86 

1967 2,92·62 1,01·52 

1968 2,92·62 88·75 

1969 .. 2,92·62 75·99 

*Capital Debt. 

(4) 

Financing Capital Base 
(including 

miscellaneous) 

(5) (6) 

90·09 3,84·33 

1,71· 23 4,63·85 

2,45·80 5,38·42 

3,50·95 7,24·48 

4,63·00 8,28·48 

5,80·96 9,75·10 

7,02·44 L0,83·81 

8,01·33 11,69·94 

NOTII-Misoellaneous represents Advance wharfage on Ore, Deposits and Creditors. 

Sourc:t-Annual Accounts of the Port for the respective years. 



CHAPTER 7-A.PPENDIX III .. H 

Sources of Finance 

Port of Paradip 

(Rs. in lakhs) 

As on 31 }larch 

(I) 

1968 

1969 

QQvt, loans 

(2) 

24,47·56 

26,97·56 

External 
loans 

(3) 

Debentures 

(4) 

Self. 
Financing' 
(including 

miscellaneous) 

(5) 

92·11 

1,53·75 

NoTB~Ilsoellaneous represents Sundry Creditor's and Credit Balances. 

Sottrce-Annual Accounts of the Port for tho respective years. 

Total 
Capital Base 

25,39·67 

28,51·31 



CHAPTER 7-APPENDIX IV 

Details of External Loans taken by Major Ports 

Rate of 
Source Amount Interest Payments Schedule 

(per annum) 

per cent 

·(1) Calcutta Port Commissioners/ 
World Bank 

(n) First loan (2-10-1958) .• US $ 20 million 51- 31 semi aunual payments 
as from 15-4-1963. 

(b) Second loan (17-10-1961) US $ 21 million 5f 41 semi annual payments 
as from 15-5-1966. 

(2) .Jfadras Port Tr'/1,81 

(a) Loan World Bank US 
104·66 million 

$ 5l Semi annual repayments 
from 1-4-1963 to 1-4-1978. 

(b) M/s. N. V. Finanoiering Dutch Florins 1·44 6 Semiannual payments in 
Maatsohipping Prins, The million. February and August 
Hague. from 1969 to 1978. 

(c) M/s. Algemene Bank Dutch Florins ,.26 71 To commence on 30-9-1970. 
Nederland N.V. million 

(3) Oochi'll Pori Trwl 

M/a Algemene Bank Neder• Rs. 65 • 22 la.kh.s 3% per half 20 consecutive equal ins· 
land N.V. year. talments with interest as 

from~4-1-1967. 

(4) Mormugao Pori Trust 

M/s. Algemene Bank Nederland Dutch Guilders 77 · 38 5! 20halfyearlyinsta.Jments. 
N.V. million on 7-2-1965 



CHAPI'ER 7-APPENDIX v 
Liquidity Position of Major Ports as on 31 March 1969 

(Rs. in lakhs) 

Calcutt& Bombay l'ltadras Co chin 

Invest- Cash Total Invesi- Cash Total Invest- Cash Total Invest. Cash Total 
mente ments" menta menta 

1. ,General ReservefReve-
m~e Reserve/Genera) 
Revenue •. 22·83 N.A. 22·83 11,91·41 N.A. 11,91·41 1,40·63 28·30 1,68·93 1,33·80 90·29 2,24·09 

2. Renewal & Replace-
men• sfDeprecia tion/ 

·· C~tpital Asset Replace· t-0 
ment 6·06 N.A. 6·06 N.A. N.A. N.A. 1,65•74 8·99 1,74·73 1,45•23 0·01 1,45·24 ~ 

e.¢ 

3. P~.otage ReBerv,e .. 10·00 N.A. 10·00 2·00 3·37 5·37 
4 .. Fire .and Motor Insur-
• &nee/Fire Ins~anoe .. 1,02·34 N.A. 1,02·34 16·88 N.A. 16·88 

5. Vessels ~epls.cement ·J,56·52 N.A. 1,56·52 
6. C'rlffieral IliSiirance .. N.A. N.A. N.A. 41•64 1·15 .42·79 
7. Int~rest EquaJiiation 

Fund 12·17 N.A. 12·17 
8. Accident Fund 29·56 Neg. 29·56 
9. Capital Account . ~5·00 76·2~ 1,11·2{) 

10. Unallocated Invest-
mente ll,l7·72 ll,17·72 

ll. Cash Bala.oce~ 4,26·08 4,26·08 17,28·81 17,28·81 

Tpta.l .. 2,99·92 4,2~·08 7,26·00 2.3,3.6 ·01 17,28·81 40,64·82 3,85·01 1,18·06 5,03·07 3,08·.59 90·30 3;98·89 



CHAPTER 7-APPENI>Ix V-contd. 

Liqu~dity Position of Major Ports as on 31st ¥arch 1969 

(Rs. in lakhs) 

. Viaakhapatnam Kandla :Mormugao Paradip All Porta 

Invest- Cash Total Invest. Cash Total Invest· Cash Total Invest· Cash Total Invest· Cash Total 
mente menta menta menta menta 

I. General Reserve/ 
ltevenoe Reserve/ 
General Revenue :ti'.A. :ti'.A. N.A. N.A. N.A. 

I 
N.A. N.A. N.A. N.A. 14,88·67 1,18·59 16,07·26 

2. P.enewals & Rep-
laoeme.ntsfDepreoia-
tion{Capital Asset tQ 
Replaoement N.A. N.A. N.A. N.A. N.A. N.A. N.A. N.A. N.A. 3,17·03 9·00 3,26·03 ""' 3. Pilotage Reserve 'i2·00 3·37 15·37 

.... 
•· Fire and Motor 

InsuranoefFire !011-
uranoe •• 1,19·22 1,19·22 

li. Vessels Replace-
111e0t . , , , 1,56·52 1,56•52 

6. Oene~al I nsuranoe 41·64 1·15 42·79 
7. Interest Equaliza. 
tion Fund .. 12·17 12·17 

8. Accident Fund 29·56 Neg. 29·56 
9. Capital Account 35·00 76·25 1,11·25 

10. Unallocated in-
vestments 1,13·22 1,13·22 3,77·83 3,77·83 3,42·53 3,42·53 19,51·30 19,51·30 

11. Ca.sh Ilalauced .. .. 44·15 44·15 .. 3·16 3·16 •• 12·71 12·71 .. 30·31 30·31 22,45·22 22,45·22 

Total .. 1,13·22 44·15 1,57·37 377•83 3·16 3B0·99 8,42·53 12·71 3,55·2! •• 30•31 30·31 41,63·11 24.53·58 66,16·69 



CHAPTER 8-APPENDIX I 

Extent to which Revenues will have to be stepped up by Major Ports to 
Capital Employed 

achieve varying rates of return on 

(Rs. in lakhs) 

Calcutta Bomb~y Kandla Paradip 

.. ~ .A. r A. 

1. Capital Employed as on 31 March, 1968 71,56•32 71,56·32 71,56·32 39,02·41 14,10·23 14,10·23 14,10·23 20,68·00 20,68·00 29,68·00 

2. Rate of Return on Capital Employed 6% 8% 12% 12% 6% 8% 12% ~% 8% 12% 

3. Gross Surplus required in 1967-68- t:) 
~ 

(a) R~turn o~ Capital· Employed 4,29•38 5,72·61 8,58·76 4,68·29 84·62 1,12·82 1,69·23 1,2~·08 1,65:44 2,48·IG 01 •.. 
(b) Depreciation on J:tistorical cost •• 2,40·55 2,40·55 2,40·55 1,06·92 29·31 29·31 29·31 23·15 23~15 23·15 

(c) Total (a+b) .. .- -; 6,69·93 8,13·16 10,99·31 5,75·21 1,13·93 1,42·13 1,98·54 1,47·23 1,88·59 2,71·31 

4. Gross SurplUll available in 1967-68 5,28·01 5,28·01 5,28·01 5,54·53 40·84 40·84 f0·84 18•19 18·19 18·19 

5. Difference (3o-4) .. -1,41·92 -2,85·15 -5,71·30 -20·68 -73·09 -1,01·29 -1,57·70 -1,29·04 -1,70·40 -2,53·1.2 



CHAPTER 9-APPENDIX I 

Port Income Realized in 1967-68 

(In lakha of Rupees) 

Calcutta. Bombay Madras Coohin Visakhapatnam 
I 

A. . ,.---.-A- .... ,._ ·.r-~ 
Earnings % of Earnings ~of Earnings % of Ea.rnings % of Earnings %of 

Total otal Total Total Total 

1. Wharfage] .. 780•16• 31·10 67-1·84 27•16 270•95 34·97 248·59 63·19 381·42 65·64 

2. Port & Dook dues .•t 51·92 2·07 41·43 1·67 19•10 2·47 19·18 4·88 10·35 1·78 

8. Land & Buildings 206·72 8•24 355·27 14·30 37·46 4·84 25·14 6•40 24·14 4·15 t-0 
!Po-

o&. Railway Deptt. 27U·42 11·02 142·51 5·73 99·98 12·91 56•45 9·71 
~ 

5. Pilotage .. 26·71 1·07 29·95 1·21 21·27 2·75. 14·42 3·67 5·44 0·94 

6. Demurrage 323·00 12·88 448·17 18·03 71·22 9·1!l 

'1, Bll.l'oharge 143·46 5·72 190·95 7·68 122·7:! 1.)·84 

8. Other& 699·97 27·110 601·97 24•22 131·92 17·03 86·10 21·86 103·28 17·78 

Total 2,508·36 100·00 2,485·09 100·00 774·62 100·00 393•43 100·00 581·08 100·00 



CHAPTER 9-.APPENDIX 1-confd. 

Kandla 
_....., 

Earnings % ofTotal 

1. Wharfage 86·68 45·87 

2. Port & Dock dues .• 4·34 2·30 

3. Land & Buildings • , 16·66 8·82 

4. Railway Deptt. 

6. Pilotage •. - - 4·99 2·64 

6. Demurrage 3·47 1·84 

'1. Surcharge 

8. Others '12·81 38·53 

Total 188·95 100·00 

•Income from landing charges, shipping charges and rivet. dues. 

tincludes surcharge. 

Mormugao ..., 
Earnings %of Total 

105·29t 46·72 

16·32 7·24 

9·00: 3·99 

25·81 11•45 

.t_0·52§ 4•67 

10·44 4·63 

47·99 21•30 

225·37 100·00 

:Assumed as income under •tease and rents' as no further details are available in the account. 

§Includes total income under Pilotage Account. 

Source-Compiled from Port's Annual Accounts for 1967-68. 

Parad.ip Total 
~ 

' Earnings %of Total Earning a %of Total 

2,547·93 35·60 

Not available 162·64 2•27 

674·39 9·42 

601·17 8·40 

113•30 1·58 ~ 
~ 

856·30 11·97 
..... 

457·13 6•39 

1,744·04 24·37 

7,156·90 100·00 
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CHAPTER 9-APPENl>IX II 

Revenue per tonne of traffic handled at Major Ports 

(In Rs.) 

Year Calcutta Bombay M&dras Cochtn Visakha- Kandla· Mormugao Paradip 
patnam 

1950-51 9·30 7·98 6·22 4·47 5·63 

1960-61 15·28 8·54 15·01 6·37 6·96 5·53 

1961-62 16·60 9·55 16·48 5·97 6·05 6•08 2·36 

1962-63 17·02 8·84 12·62 6·05 5·81 6•47 2·30 

1963-64 16·71 9·28 10·73 7·12 6•25 6·59 2·09 

1964-65 17·17 9·87 10·51 7·35 6·62 5•37 2·20 

1965-66 19·39 11·21 11·22. 7·64 7•76 6·19 2·31 

1966-67 20·94 11·15 13•18 7·28 8·61 6·88 2·45 Not avail-
able. 

1967-68 27·90 14·38 13·80 7·25 8·93 7·58 2·77 

NoTm-These are based on figures given in Annttal Administrative Reports of the ports. 



249 

CHAPTER 9-APPENDIX III 

(i) ~evision of Port Charges made since 1950-51, .Calcutta Bort 
Commissioners 

Date Percentage of increase on previous Y*'r'a 
earnings 

Port dues Pilotage Dues on Misc. 
goods 

1951-52 

10-4-1952 9·52b 

1-11-1953 7·64 0 

1-6-1954 43·64 d 

11-12-1958 

21-1-1960 13·72 r 
16-5-1963 6·21 g 

1-8-1965 7·81 h 

1-6-1966 } 51•48 i 
22-9-1966 

1-4-1967 14·58 j 

4-4-1968 7•17 

1-8-1969 

REl\URlt8-

a=Chargea on railways. 

b=Charges on goods and railways. 

42·18 a 

9·88 e 

11·66 k 

o=Charges on goods, veBBels, railways and pilotage. 

d=Charges on goods, vessels and railways. 

e=Charges on railways. 

£=Charges on goods and vessels. 

g=Charges on goods, vessels, railways and pilotage. 

h=Chargea on goods, vessels and railways. 

i=Cbarges on goods, vessels, railways and pilotage. 

j=Chargea on goods and railways. 

k=Charges on railways. 

Source-Information obtained from the Ports. 
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CHAPTER 9-APPENDIX III-contd. 

(ii) .Revision of ·Port· Charges made since 1950-51, Bombay Port 

Percentage of increase in rates 
Date 

Port dues Pilotage Dues on goods Misc. 

1-4-1950 331 

. 16-11-1950 a 

1-4-1951 50 b 

27-12-1951 c 

1-2-1952 75 d 

1-7-1952 30-331 

1-9-1952 25 

1-1-1953 121 r 
24-1-1953 50-100 g 

1-2-1953 50 h 

15-4-1953 20 

12-2-1955 j 

31-3-1955 12-36 i 

1-3-1956 60 D 

6-9-1956 75 D 

18-10-1956 k 

7-11-57 96-379 I 

1-4-1964 36m 

16-4-1964 60 n 

1-4-1965 5 50 

19-4-1965 5p 

19-5-1965 5 

15-7-1,965 q 

10-11-1966 57·5 60 

19-11-1966 60 != 69 

18-1-1967 60 B 

7-12-1967 t 

29-2-1968 70 u 

11-4-1968 10 

1-4-1969 v 

11-4-1969 2·05 w] 

31-7-1969 14 X 
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CHAPTER 9-APPENDIX III-contd. 

REMARKS-

&= New wharfage charge on passenger baggage introduced from 16·11·1950. 

h=The rates were exempted from the surcharge of 331% on duty paid goods stored in 
bonded and hazardous warehouse. · ' 

c= New r11tes introduced for loading American cotton. Surcharge exempted. 

d=Charge~:~ on goods stored in hazardous warehouse surcharge exempted. 

o= Fresh water to shipping. 

f=Cranage. 

g = 1\J ooring fees. 

h= Weighment charges. Surcharge exempted. 

i= Wharfage charges on spiritious drinks. 

j= Wharfage on POL traffic revised. 

k=Final r<'vi8ion on POL traffic. 

I=Salvage charges. 

m=Fioating crane charges. 

n=Demurrage charges. 

o=Surcharge on all charges on docks and bunders, rates and towage and certain other plants 

p =Surcharge on licence fees on water conveyance. 

q =Docks demurrage charges raised. 

r=.Mooring fees on vessels engaged in foreign trade. 

>~=Surcharge on Port dues for vessel engaged in foreign trade. 

t= Demurrage rules tightened up to yield a hi~her revenue. 

u = Cranage for heavy lifts. 

V=Rat.ionalisation of the docks wharfage structure and surcharge abolished. 

w=P.O.L. rates increased on weight basis. 

J:= Water to shipping. 

5 per cent to 150 per cent increase in 'he railwa,Y charges from 1950-51 onward 

D =Deduction 
L/P(D)SOMofS&T-18 
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CHAPTER 9-APPENDIX III-contd. 

(iii) Revision of Port Charges made since 1950-51, Madras Port 

Date 

25-3-1953 
1-4-1957 
1-8-1960 
1-4-1961 

6-11-1965 
1-11-1966 
1-5-1967 \ 
1-7-1967 I 
1:10-1967 
1-6-1968* 

Particulars of percentage of increase 

Port 
dues 

60 
331 

25 

Pilotage Dues on 
goods 

71·43 
33 

25 

20 

@ 

25 25 

60 60 
25--40 

~fisc. 
Remarks 

Converted to Metric System. 
@Out of 677 items, rates of 1 iO 
items revised, Rates not given. 

57!\ Charges on foreign ve~><els due 
57! J B.H. devaluation. 

Except ore and coaL 
25-66J *Rates revised to yield additiona I 

B.H. revenue of about Rs. i5 lakhs 
per annum based on the trarle 
for 1967-68. 

B.H.=Berth hire. 

(iv) Revision of Port Charges made since 1950-51, Cochin Port 

Date 
Port dues 

9-10-1958 
15-10-1960 
16-2-1963 
25-1-1966 
1-3-1966 
8-3-1966 
6-8-1966 
3-9-1966 331 
4-4-1967 
14-5-1968 

Per~ntage of increase in rates 

Pilotage ·Dues on goods 

100 25 a. 
100 b 

18!-lOOd 
331 

20 
5 

Misc. 

12·50 to 50 

331 Rent on storage 3pace. 
1f to 16 t 0 

331 to 35 e 
50 D to 100 f 

a=331% surcharge on wharfage abolished and 50% basic rates increase. 
b=Additional pilotage between 9·00 P.M. to Midnight. 
c=lnorease of If %in water supply through shore mains and 16J %through barges. 
d= !VO% increase for additional pilotage between 6 P.M. to 9 P.:M. and 9 P.l\I. to )!itlnight. 

18 i% special pjlotage between Midnight to 6 A. M. 
331% increase for berth hire and remooring. 

e=lncrease in Night and Holiday work, eranage and overtime for delivery of cargo. 
f=50% decrease for smaller vessels and 100% increase for tankers in respect of hire charge& 

of tugs used for berthing. 
N.B.-Between 1947 and 1958 certain surcharges were levied 33l% on wharfage, Port dues 

berth hire etc. The other rates were also increased by 25 to 50%. 
D=Decrease. 
l=lncrease. 
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CHAPTER 9-APPENDrx III-concld. 

(v) Revision of Port Charges made since 1950-51, Visakhapatnam 
Port 

Date 
Percentage of incr~f~ecreaJe in ratel 

Remarks 
Port dues Pilotage Dues on Misc. 

goods 

15-2-1955 6·67 
1-1-1966 20 Cr. Oil & Fr. Oil import. 

10·40 D Cr. Oil fr. Oil eXport. 
10 D Diesel and Liqui'fuef import. 

20-10-1966 57·50 
10-ll-1966 57·50 

B.H. 
1-1-1967 57·50 
21-3-1968 25•300 
4-4-1968 33} On 27 items out of 86 items. 
27-3-1969 5i·50 Cranage and Other Port Trust 

Plant, gear etc. 
29-5-1969 33} Grains, pulses and Cereals. 

B.H.=Berth Hire. 
D.=Decrease. 

(vi) Revision of Port Charges, made since 1950-51, Kandla Port 

Date 
Port dues 

25 

Percentage of increase in rates 

Pilotage 

9·62 to 12·5 

25-150 

Dues on 
goods 

25-1QO a 

25-108 d 

166f b 

Miso; 

25-82 e 

25-40 f 

2.'i-9-1962 
23-12-1965 
.')-2-1966 
3-3-1966 
17-11-19661 
4-7-1966 
3-2-1968 
4-7-1968 
10-7-1969 

71·50 to 200 c 
11·9 to 2331 

1• A surcharge of 57· 5% on all rates, dues and charges imposed on vessels engaged on foreign 
trade w.e.f. 17-11-1966. 

n=Goods to foreign destination exempted from 25% surcharge. 
h= \Vharfage on foodgrains. 
c= Wharfage on fertilizers. 
d = 'Vharfage on maize, timber, iron and steel etc. 
e=Cb.arges for use of plant and machinery, pipe line and other services. 
f-=Charges for open space, godowu an<l other covered accommodation. 

L' P \.. DJ~<)'~hfS&T-18( a) 
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CHAPTER 10-APPENDIX I 

Sources of Finance for the Capital Base of Major Ports in the Plan 
periods 

Port & Year Govt. World De ben- Self- Total Percen-
Loans Bank & tures financing Capital tage 

other & Base of Col. 
foreign :\lise. (2) to Col. 
loans Sources (6) 

(1) (2) (3) (4) (5} (6) (7) 

Calcutta-

As on 
31-3-1951 .. 0·50 25·00 22·31 47·81 I· 0 

31-3-1956 .. 5·16 24·87 25·61 55·64 9·3 
31-3-1961 .. 14·16 4·82 24·00 36·06 79·04 17·9 

31-3-1966 .. 20·16 16·73 24·88 41·55 1,03·32 19·5 
31-3-1967 .. 23·60 29·17 27·26 43·77 1,23· 80 19·1 

31-3-1968 .. 31·82 29·62 28·72 44·32 1,34·48 23·7 
31-3-1969 .• 40·41 28·55 30·22 48·47 1,47·65 27·4 

Bombay-
31-3-1951 .. 1·61 12·09 27·57 41·27 3 9 
31-3-1956 .. 9·07 9·96 40·23 59·26 15·3 
31-3-1961 .. 9·89 7·92 63·60 81·41 12·2 
31-3-1966 .. 8·35 6·80 95·70 1,10·85 7·5 
31-3-1967 .. 7·91 6·65 1,01·06- 1,15·62 6·8 
31-3-1968 .. 7·45 6·11 1,09·79 1,23· 35 6·0 
31-3-1969 .. 6·96 5·36 1,13·75 1,26·07 5·5 

Madras-
31-3-1951 .. 0·48 0·49 8·09 9·06 5·3 
31-3-1956 .. 1·83 10·95 12·78 14·3 
31-3-1961 .. 4·40 2·00 16·34 22·74 19·3 
31-3-1966 .. 5·34 3·78 23·32 32·44 16·5 
31-3-1967 .. 6·71 5·91 26·18 38·80 17·3 
31-3-1968 .. 8·57 5·50 28·58 42·65 20·1 
31-3-1969 .. 11·15 6·27 31·42 48·84 22·8 

Cochin-
31-3-1951 .. 1·75 2·35 4·10 42·7 

31-3-1956 .. 2·46 4·42 6·8S 35·8 
31-3-1961 .. . 3·92 6·23 10·15 38·7 
31-3-1966 .. 3·17 9·05 12·22 25·9 
31-3-1967 ~. 3·34 0·63 10·06 14·03 23·8 
31-3-1968 .. 3·90 0·58 11·86 16·34 23·9 
: 1.:>.] f( p .. 4·46 0·52 13·56 18·54 24·1 
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CHAPTER 10-APPENDIX I-concld. 

Govt. World De ben- Self- Total Percen-
Port & Year Loans Bank& tures financing Capital tage 

other and Base of Col. 
foreign Misc. (2) to Col. 
loan~:~ Sources (6) 

(1) (2) (3) (4) (5) (6) (7) 

Visakhapatnaru-

As on 
31-3-1951 .. 4·25 .. 1·02 5·27 80·6 
31-3-1956 .. 5·56 1·12 6·68 83·2 
31-3-1961 .. 8·14 3·56 11·70 69·6 
31-3-1966 .. 12·53 5·84 18·37 68·2 
31-3-1967 .. 12·53 7·58 20·11 62·3 
31-3-1968 .. 12·53 9·81 . 22·34 56·1 
31-3-1969 .. 12·53 12·21 24·74 50·7 

::\lormugao-
31-3-1962 .. 2·94 0·90 3·84 76·6 

31-3-1966 .. 2·93 0·72 4·63 8·28 35·4 
31-3-1967 .. 2·93 1·01 5·81 9·75 30·1 
31-:J-1968 .. 2·93 0·89 7·02 10·84 2i·O 
:H-3-1969 .. 2·93 0·76 8·01 11·70 25·0 

Kamila-
31-3-1961 .. 4·47 1·52 5·99 74·6 

31-3-1966 .. 17·02 3·23 20·25 84·0 
31-3-1967 .. 17·27 3·74 21·01 82·2 
31-3-1968 .. 17·42 4·07 21·49 81·1 

31-3-1969 .. 17·77 4·52 22·29 79·7 

Paradip-
31-3-1968 .. 24·48 0·92 25·40 96·4 
31-3-1969 .. 26·97 1·54 28·51 94·6 

All Ports-
31-3-1951 .. 8·59 37·58 61·34 1,07. 51 8·0 
31~3-1956 .. 24·08 34·83 82·33 1,41· 24 17·0 

31-3-1961(*) 47·92 6·82 31·92 1,28. 21 2,14·87 22·3 
31-3-1966 -. 69·50 21·23 31·68 1,83·32 3,05·73 22·1' 

31-3-1967 .. 74·29 36·72 33·91 1,98· 20 3,43·12 21·7 

31-3-1968 .. 1,09·10 36·59 34·83 2,16. 37 3,96·89 27•5 

31-3-1969 .. 1,23·18 36·10 35·58 2,33·48 4,28·34 28·8 

(*) l\Iormugao figures for 1961-62. 
Source--Annual Accounts of the ports for respective years. 
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CHAPTER 10-APPENDIX II 

Details of interest and capital due from Kandla Port Trust to 
Government of Ind~a 

Year of capital expenditure 

1951-52 

1952-53 

1953-54 

1954-55 

1955-56 

1956-57 

1957-58 

1958-59 

1959-60 

1960-61 

1961-62 

1962-63 

1963-64 

Less already paid 

Net Amount due for payment 

Total 

Soltrce-Kandla-port Trust. 

Total 
amount of 
Capital ex-
penditure 

I ,63, 72,456 

49,93,};38 

1,32,01,423 

1,90, I 7,833 

3,43,44,079 

3,20,41,2:19 

I ,24,21 ,966 

1,87,34,028 

7R,fl3,9S5 

73,80,0~7 

79,10,949 

1,06,02,718 

31,21,650 

18,78,05,581 

(Rs.) 

Amount Amount of 
interest rPpayment 

due upto rlue upto 
196~-69 1968-69 

9.'),34,849 13,27,972 

27,96,0:35 3,89,41S 

71,08,093 9,89,9X6 

98,46,029 13,71,312 

I ,70,96,944 23.81,190 

1,53,37 ,o78 21,36,082 

54,65,658 4,14,065 

74,93,610 

25,86,600 

22,14,032 

20,76,620 

23,85,612 

5,85,310 

8,45,26,470 90,10,025 

1,35,00,000 

7,10,26,470 90,10,025 
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CHAPTER 10-.APPENDIX III 

Details of Revenue and Expenditure 
periods 

of Major Ports in the Plan 

(Rs.inlakhs) 

Purt/Y'~ar t.trvss Working Grou Depreoi&· Jnteres~ Loan (6)a.•% 
revenue exp~nses surplus ~ion charges repayment of (4) 

(1) (2) (3) (4) (5) (6) (7) {8) 

Calcut~•--

11/.)0-51 7,08·71 6,28·77 79·94 35·56 1,06·87 35·56 1,33·7 

1\lSi-56 10,:!6·69 8,28·33 1,98·36 28·~ 1,05·50 28·42 53·2 

1!1~0-61 14,5:! ·OS 12,07·33 2,44·75 28·94 i,62·47 20·49 66·4 

1\li\.3-00 19,09·86 16,9:!·75 2,17·11 1,30·44 2,5'!·99 1,13·94 . 1,17•4 

l!Jtl6-67 21,15·57 18,75·68 2,39·89 2,04·60 3,41·51 1,87·85 1,42·4 

l\lt17-l)g ;!.3,08-:lti :!0,25·3) 4,83·01 2,11·75 3,65•02 1,95•00 75·6 

1\lri~-li!l 24,20·70 21,49·:!8 2,71·42 2,53·58 ~ ,1"·53 2,36·J3 1,45·4 

Bombay-

19)11-51 ;),58·50 4,03·11 1,55·39 0·57 60·12 41·16 d8·7 

w; ; .. ;tJ 9,80•99 5,:!9·56 .;51·4k·· 41•94 41•53 75·74 9·:! 

l!Hll-tH U,73·6! 7,.311· 12 5,23·51) 82·39 .J-1:·24: 66·59 6·5. 

W•ii-~!1 :!•1.6~·:!.1 U,U•93 8,19·-lO 1,61·69 'll·24 25·12 7·5 

IH~-67 :!·1,77·71 1!,37·58 6,-10·13 1,61·69 5\l-19 24·95 9·2 

Hltl7-6S U,85·09 17,6!·04 7,21·05 1,61·69 58·58 25·34 8·1 

HJtiS-69 :l!,9.HlS 16,93·67 .i,99·21 2,00•38 66·83 20•44 ll·2 

Madras-

l\130-51 1,30•25 79·13 51·12 8·ll 3·57 1·71 7·0 

193.)..5(1 1,73·71 9i·7:l 7-1·98 12·12 1·00 0·97 1·3 

Hlfl0-61 3,09•06 1,70·57 1,38•HI 21•61 25·44 1•57 18·4 

1963-66 5,49·2! 3,65·34 1,83·90 37·78 42·21 37·59 23·0 

10tl6-67 i,58·47 4,53•79 3,0!•68 41•80 59•35 53·31 19·05 

1967-68 7,74·62 5,14·24 2,60·38 54·47 65·87 54•98 25·3 

1968-69 8,48 22 5,69·00 2,79·22 76·16 77·36 57·74 27·7 

•L·>an rep&V•nents under Col. (7) ha.ve a.l'o been included under depredation in Col. (5) a.s Ca.lcntta. 
Port treats contribution to tbe Sinking Fund a.s provision for depr..-ciation. 



:2b8 

CHAPTER 10-.APPENDIX 111-concld. 

(ll (2} (3} (4} (5} (6) (7) (~) 

Cochin-

190()-51 61•64 37·85 ~3·79 0·11 7·37 4·01 :!1·1) 

1955-56 78·99 45·42 33·57 3·00 7·44 5·50 22 2 

1960-61 1,27·91 73·72 54·19 3·00 16·13 6·1:! 29·8 

1965-66 2,19·32 1,38·82 80·50 20·00 15·40 12·51 19·1 

1966-67 2,65·52 1,71·10 94·42 20·00 16·84 15·48 17·9 

1967-68 3,93·43 2,07·70 1,85·73 20·00 19·61 18·75 10·6 

1968-59 3,88·58 2,42·40 1,46·18 25·30 22·87 20·28 15·6 

Vi•a.kha.pat. 
oa.m-

1950-51 .. 53·25 51•99 1·26 2·58 0·96 76·2 

1955-56 .. 83·47 57·02 23·45 5·00 4·96 18·8 

1960-61 1,95·47 93·45 1,02·02 30·06 14·6J 18·07 14·4 

1965-66 3,45·77 2,25·71 1,20·06 30·06 50·43 42·0 

1966-67 5,11 ·40 2,56•88 2,54·52 65·06 58·03 6·61 22·8 

1967-68 5,81·08 2,96·58 2,84·40 65·06 60·85 7·71 21·4 

1968-69 .. 6,70·77 3,74·27 2,91}·50 65·06 64·43 9·75 21·7 

Mormnga.o--

1961-62 1,53·56 57·82 95·74 

1965-66 .. 1,81·29 76·09 1,05·20 72•09 4·13 8·05 3·9 

1966-67 1,97·75 86·20 1,11·5;) 22·96 5·86 12·76 5·3 

1967-68 .. 2,25·37 I,l1·87 1,13·50 18·93 5·20 4·6 

1968-69 2,21·5t 1,20·05 1,01·49 22·88 4·52 4·5 

Kandla.-

1960-61 86·93 58·43 28·50 4·08 15·00 52·6 

1965-66 1,56·Ull 90·83 65·19 18·56 16·15 24·8 

1966-67 1,84·86 1,09·64 75•22 21·56 17·59 23·4 

1967-68 1,88·95 1,39·00 49·95 21·79 19·03 38·1 

11168-69 .. 2,10·98 1,45·62 65·36 23·34 19·89 30·4 

Pa.radip-

1967-68 96·62 78·86 17·76 23·15 1,34·38 7,56·6 

1968-69 1,ll·37 61·36 50·01 37·80 ],34·88 2.69 .. 

Sot~tce-Annua.l Accounts ofthe ports f<Jr respective y~ars. 
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CHAPTER 10-~ENDIX IV 

Cash resources position of Major Ports during the Fourth Five Year 
Plan 

(Rs. in la.khs) 

Debt Obligations Cash Depreeia-
Port Gross resources tion 

surplus r- -. (2)-(4) 
Loan Int~rest Total 

repayment 

(1) (2) (3) (4) (5) (6) (7) 

Calcutta 21,99 13,62 32,45 46,07 (-) 10,46 13,62 

Bombay 17,33 2,16 2,63 4,79 15,20 8,10 

l\!adras 18,82 4,34 7,16 ll,50 ll,66 3,99 

Cochin 1,76 1,05 3,75 4,80 {-) 1,99 1,25 

\'isakhapatnam 32,58 1,91 5,21 7,12 27,37 5,50 

Mormugao 5;58 64 2,54 3,18 2,40 2,23 

Kandla 17 3,06 7,18 10,24 {-) 7,01 J ,f3 

Paradip 5,42 73 10,50 11,23 {-)n,os 2,96 

ToTAL 10,415 27,51 71,42 98,93 32,73 39,08 

Source-Heport of the :-\ub-Group on Port Find''nces (pp. 9S-l03). 
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CHAPTER 10-APPENDIX V 

Source8 for development expenditure during Fourth Five Year 
Plan 

(Hs. in lakhs) 

Total Port"s Central 
Port Outlay Resources Assistance 

Calcutta (I) 55,02·01) 5,86·00 4!!,16·(10 

Bombay 48,14 ·no 47,64·44 (2) 

Madras 23,00·50 6,94·00 10,06·50 

Cochin 15,53·75 4,00·00 11,53·75 

Visakhapatnam (3) 47,99·07 30,49·07 17,50·00 

1\Iormugao 27,46·30 3,00•00 24,46·30 

Kandla 12,18·69 1,00 00 11,18·69 

Parntlip 20,29·44 20,29·44 

Mangalorc 16,50·00 16,50·00 

Tuticorin 17,70·00 17,70·01) 

Total 21;3,84· 19 9S,93·51 1S-t..l0· 6S 

• 
( 1) Inclusive of outlay on Haldia and Bhagirathi Hoogbly River Training Works. 

p) A sum ofRs. 50 lakhs will be found from Defence estimates for the Explosi~es Anchorage. 

(3) Inclusive of outlay on the Outer Harbour Project. 

Source-Wo,·king Gn;up on Transport, ~Iinistry of Shippin~ and Transport. 



CHAPTER 10-APPENDIX VI-A 

KANDLA PORT TRUST 

Net SurpLus I Deficit anticipated during Fourth Five Year Plan on the basis of 45 year terms of lending 
(Rs. in lakhs) 

Serial Year Revenue (1) Expenditure Gro~s Dt•preciation lntere11t (1) Repaym<'nt Xet (2) 
No. 

1 

2 

3 

4 

5 

(1) ~urpluA (l) I .A I of Hurplus/ 
(3)-(4) On Existin~ On Loan• loans (1) Deficit 

l.oRn~ in Fourth 
Plan 

2 3 4 5 6 7(i) 7(ii) 8 9 

1969-70 1,92·42 1,78·80 13·62 25·00 (3) 7·92 (5) (6) fl-60 (-)1,22·45 
(4)72·19 (7)53·36 

1970-71 1,73 ·37 1,86·75 (-)13·38.;: 26·00 (3)7·89 (5)13·84 (6)1·10 (-)1,fl4·18 
(4)72·05 (7)55·92 

1971-72 1,86·81 1·97·30 (-)10·49 30·00 (3)7·83 (5)40·65 (6) 2·3ii (-)1,89·52 
(4)69·82 (7)58·38 

1972-73 2,33·64 2,32•50 1·14 30·00 (3)7·70 (5)54·53 (6)3·60 (-)1,93·21 
(4)67·50 (7)61·02 

1973-74 2,67·23 2,41•00 26•23 32·00 (3)7·53 "(5)62·24 (6)4·35 (-)1,77·52 
(4)65·08 (7)64·55 

(1) Estimates of the Kandla Port Trust. 
(2) Worked out hy treating depreciation as part of cash redourc-es for repayment of ln~n~. 
(3) Represents payment on loans taken after the formation of Port Trust on 29-2-1964 and worked out on the ba8is of actual lending terms given 

by Government. 
(4) Represents interest payment on capital debt incurred upto the forma.tion of Port Trust and worked out after capita.lising interest during cont~truc­

tion period, i.e., upto 1956-57, moratorium on pa.yment of interest and capital during construction period (upto 1956-57), further moratorium for 
10 years for repayment of capital and thereafter repayable in 30.instahnents. It has been assumed that construction period was upto 1956-57. 

(5) Represents payment of interest on loans to be ta.kcn during pla.n period and on the same terroR as for )oa.ns given after formation of Port Trust. 
(6) Represents repayment of capital on loam1 taken after the formation of Port Trust (29-2-1964). 
(7) Represents payment of capital debt incurred upto the formation of Port Trust (29-2-1964) on terms spelt out vid• (4). 

t-:) 
0) -



CHAPTER 10-APPENDix vt-B 

PARADIP PoRT TRusT 

Net Surplus/Deficit anticipated during Fourth Five Year Plan on the basis of 45 year terms of lending 

(Rs in lakhll) 

Serial Year, Revenue (1) Expenditure Gross Depreciation Interest (1) RPpayment Net 
No. (1) surplus (I) ... -.,. of Loans (1) surplus/ 

(3)-(4) On existing On loans deficit 
Loans in Fourth 

Plan 

1 2 3 4 5 6 7(a) 7(b) 8 9 

t-.:l 
cr. 

1 1969-70 1,60,00 1,00·00 60·00 55·00 1,55·11 (-·)1,:)0·11 t-.:l 

2 1970-71 1,60·00 1,05·00 55·00 60·00 1,55·11 25·88 (·-)1.85·99 . 
3 1971-72 1,98·00 1,10·00 88·00 60·00 1,55·11 51·76 (--)1,78·87 

4 1972-73 2,65·00 1,13·50 1,51·50 60·00 1,55·ll 76·20 (-)1,39·81 

5 1973-74 3,05·00 1,18·00 1,~7 ·00 61·00 1,55·11 !J!J·20 (-)1,28·31 

(1) E8timates of the Paradip Port Trust. 



CHAPTER 10-APPENDIX VI-C 

MANGALORE HARBOUR PROJECT 

.Vet Surplus/Deficit anticipated from 1971-72 to 1983-84 on the basis of 45 year terms of lending 
Capital Inve.~lment 

(i) Initial inve•tment 
(ii) Initial investment including capitaliSl"d interest during construction period .. 
(iii) Additional invt'stment in 1975-76 . 

Serial Year Revenue (I) Expenditure (1) Gros~ Depreciation 
No. Surplus (2) 

(3)-(4) 

1 2 3 4 5 6 

I I971-72 2,6I·80 1,00·00 
'r 

I,52·80 35·33 
2 I972-73 2,73·80 I,ll·64 I,62·I6 35·33 
3 1973-74 2,8I·80 1,14·32 1,67·48 35·33 
4 1974-75 2,95·00 I,16·02 1,78·98 35·33 
5 I975-76 3,I0·27 I,29·42 1,80·85 38·60 
6 1976-77 3,I3·37 1,3I·36 1,82·01 38·60 
7 1977-78 3,16·50 1,33·33 1,83·17 38·60 
8 1978-79 3,19·67 1,35·33 1,84·34 38·60 
9 1979-80 3,22·87 1,37 ·36 1,85·51 38·60 

10 1980-81 3,26·10 1,39·42 1,86·68 38·60 
11 Hl81-82 3,29·36 1,41·51 1,87· 85 38·60 
12 1982-83 3,32·65 1,43·64 1,89·01 38·60 
13 1983-84 3,35·98 1,45·80 1,90·18 38·60 

(1) Estimates of the Ministry of Shipping and Transport. 

Interest 

7 

I,49·30 
1,49·39 
1,49·39 
1,49 ·39 
1,49·39 
1,63·19 
1,63·19 
1,63·19 
1,63·19 
1,63·19 
1,63·19 
1,57·52 
1,51·85 

Rs. 2I,90·00 lakhs 
Rs. 23,72·84 lakhs 
Rs. 2,40·00 lakhs 

(Rs. in lakhs) 

Repayment 
of loans 

8 

98·60 
98·60 
98·60 

Net 
Surplus/ 

Deficit (3) 

9 

(-)31·92 
(-)22 56 
(-)I7·24 
(+)5·74 
(-)7·I4 
(-)19,78 
(-)18·62 
(-)17·45 
(-)16·28 
(-}I5·11 
(-}73·94 
(-)67·11 
(-}60·27 

Traffic 
(Lakh 

Tom1e~) 

10 

27·10 
29"'19 
29·03 
30·23 
3I·74 

4%increase on 
other items of 
traffic exclud-
ing hematite, 
ore, mangane-
se ore and fer-
tilizer traffic. 

(2) On fixed assets of Rs. 16 crores value approximately, Kandla Port is contributing Rs. 21· 79 lakhs annually to its Depreciation Fund. 
Depreciation for the assetij of Mangalore Port has been assumed to be .in proportion to Kandla figures. 

(3) Worked out by treating depreciation as part of cash resources for repayment of Loans. 

~ 
0':1 
c.:~ 



'apital [nve<Jlrnent 

(I) Jnve~tment 

CHAPTER 10-APPENDIX VI-D 

TuTICORIN HARBOUR PROJECT 

Net Surplus/Deficit anticipated from 1971-72 to 1983-84 on the 
basis of 45 year terms of lending 

(IJ) Investmont including capitalized interest during construction period 

Rs. 24,40 · 00 lakhs 
Rs. 28,83 · 40 Iakhs 

Serial Year He venue Expenditure (1) Gross Surplus Depreciation (2) Interest Repayment of 
No. of loans 

1 2 3 4 5 6 7 8 

1 1971-72 2,12·00 1,06·00 1,06·00 39·37 1,66·44 
2 1972-73 2,20·48 1,07·59 1,12·89 39·37 1,66·44 
3 1973-74 2,29·30 1,09·21 1,20·09 39·37 1,66·44 
4 11J74-75 2,38·47 1,10·84 1,27·63 39·37 1,66·44 
5 1!175-71:1 3,30·97 1,27·50 2,03·47 39·37 1,66·44 
(I 1976-77 3,34·28 1,29·42 2,04·86 39·37 1,66·44 
7 1977-78 3,37·62 1,31·36 2,06·26 39·37 1,66·44 
8 1978-7!1 3,41·00 1,33·32 2,()7 ·68 39·37 1,66·44 
9 1979-80 a,44·4I 1,:J5·:J2 2,09·09 :{9·37 1,6fi·44 

]() 1980-81 a,47·85 1.37·35 2,10·50 39·37 1,66·44 
11 1981-82 3,51·33 J,a!l-41 2,11·92 :1!)·37 1,66·44 96·49 
12 1!182-83 3,1)4. 84 1.41·4H 2,13·35 39·37 1,60·8!1 96·49 
13 1983-84 3,58·3!1 1,43·1il 2,14·78 39·37 1,55. 34 96·49 

(1) E,;t.irnates of the MiniHtry of Shipping artd Tmll~~"-'rt. 

(Rs. in lakhs) 

Nflt Surplus/ Traffic 
Deficit (3) (Lakh 

tonnes) 

9 .,0 

(-)99·81 22·35 
(-)92·92 23·15 
(-)85·72 24·55 
(-)78·18 25·80 
(-) 2·34 35·10 
(-) 0·95 35·63 
<+l 0·45 36·11-S 
(+) 1·87 36·76 
(+) 3·28 37·35 
(+) 4·69 37·96 
(-)51·01 38·60 
(-)44·0:1 39·26 
(-)37·05 3!1-!15 

(2) On fixed &HHets of Its. Hl croreH approximatol.v, Kandla Port is contributing H~. 21· 7!1 lakh8 annually to its Depn•ciation Fund. 
Depreciation fot· the aH~ets of Tuticor·in Por·t ha~ beon as•mned to l.w in proportion to KarH!la tigurt•s. 

(3) Worl«'d out by treating depn•ciatiou a• part of ca~h resources for repay!llcnt of loans. 

1\0 
<::1 
~ 



CHAPTER 10-APPENDIX VII-A-contd. 

Estimated effect of the Formula based on liberalised terms of lend­
ing and 20 per cent Cash Grant for Civil works for Kandla Port 
Trust 

I. Total capital expenditure incurred upto formation of Port Trust (29 February 
Hl64) 

2. LesiJ capital expenditure on -

(i) Plant and machinery 

(ii) Cranes 

(iii) Floating Crafts 

45·49 

71·68 

1,69·61 

(Rs. in lakhs) 

18,78·06 

(it•) Township 87·33 (-) 3,74·11 

15,03·95 

3. :!0% Grant 3,00·79 

4i Total capital expenditure-
Less :!0% Grant (18,78·06-3,00·79) 15,77 ·27 

5. I )cht•nture Capital [20% of (4)] 7,88·64 

6. Annual Interest on Debenture Capital @ 5l% 41·40 

7. Annual instalment of loan repayment under formula based on liboralised 
tt•rm~ of ll•nding and 20% Cash Grant . . . . . . . . 39·43 

8. Annual Interest on eapital debt ofRs. 18·78 crores on existing !,arms@ 51% 98·60 

9. Annual instalment of loan repayment on existing wrms 93·90 

Source-Calculations based on figures supplied by the Kandla. Port Truest. 
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CHAPTER 10-APPENDIX VII-B-contd. 

_Estimated effect of the Formula based on liberalized terms of lend­
mg and 20 per cent Cash Grant for civil works for Paradip Port 

Trust 

1. Total capital expenditure incurred upto formation of Port Trust (1 November 
1967) 0 0 0 0 00 • • .. .. .. .. 

2. Less capital e~penditure on-

(i) Township 

(ii) Ore Handling Plant 

(iii) Flotilla 

(iv) Central Workshop 

(1J) Tools and Plant 

2,22·90 

2,07·62 

2,10·19 

5·38 

1,01·21 

(Rs. in lakha) 

23,76·05 

(vi) Stock and other items 88·63 (-) 8,35·93 

3. 20% Grant 

4. Total capital expenditure-
usa 20% Grant (2,376·05-3,08·02) 

5. Debenturre Capital [50% of (4)] 

6. Annual Interest on Debenture Capital @ 5f% 

7. Annual instalment of loa-n repayment under formula based on liberalized 
terms of lending and 20% Cash Grant 

8. Annual interest on capital debt of Rs. 23·76 crores on e'listing terms 

@51% 

9. Annual instalment of loan repayment on existing terms-

Soul'ce-Calculations based on figures supplied by the Paradip Port Trust. 

15,40·12 
3,08·0:! 

20,68·03 

10,34·02 

59·46 

51·70 

1,36·62 

1,1'3·80 
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CHAPTER 10-APPENDIX VII-C 

Estimated effect of the formula based on liberalized terms of lending! 
and 20 per cent Cash Grant for civil works for Mangalore Harbour 
Project 

1. Estimate of total capital expenditure to bo in<1urred 

2. Le88 oapital expenditure on-

(i) Preliminary Expenses .. 

(ii) Land Acquisition 

(iii) Works as temporary buildings, roads, jetty and 
drainage 

(iv) Water supply, electricity and ma-rshalling yard 

(v) Establishment 

(m1 Tools and Plant 

62·04 

2,(0·00 

1,73·65 

72·90 

88·00 

3,o7·50 

(Rs. in laklut 

21,90·00 

(vis") Miscellaneous and Project contingeuoit>~ 

S. 20%Grant 

27·61 (-) 9,'71•70 

12,18·30 

2,43·66 

4, Total capital expeuditure-
WI 20% Grant (21,90•00-2,43 ·66) 19,46·34. 

5. Debenture Capital [50% of (4)J 

8. Annual1nterelt on Debenture Cap~al @ 6f% 

7. Annual Instalment of loan repayment under formula based on liberalized 
term1 of lending and 20% Cash Grant . . • • • . . • 48·66 

8. Annual interest on initial capital of Rs. 21· 90 orores on existing terms @ 
51~{, .. •• .. .. .. .. .. .. 1,25•93 

9. Annual instalment of lo.an repayment on existing tE~rms 1,09·50 

Sauru for ba8ie in/01'1!14lion-Projeot Report-:\Iangalore Harbour Project, Ministry of 
Shipping and Transport. 

L /f' (D)SO.M:ofS&T-19 
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CHAPTER lD-APPENDIX. VII-D 

Estimated effect of the formula based on liberalized terms of lending 
and 20 per cent Cash Grant for civil works for Tuticorin Harbour 
Project 

1. Estimate of total capital expenditure to be incurrl'd 

2. Less capital expenditure on-

(i) Preliminary works 

(ii) Land acquisition 

Uii) Works on staff quarters, road and bridges, r"ailway 
access, warehouse, sewerage, drain11ge etc. 

(iv} Establishment 

("~·) Tools and Plant 

(L'i) Miscellaneous, maintenance during constmction, 
replacement of fork lifts, grabbing cranel! and credit 
for construction equipment • . . . . . 

3. 20% Grant 

'· Total capital expenditure Leas 20% Grant (24,40 · 00-2,89 · 80) 

5. Debenture Capital [50% of (4)] 

6. Annual Interest on Debenture Capital @ 5!% 

11·00 

11·50 

4,64·50 

70·00 

3,76·10 

57·90 

7. Annual instalment of loan repayment under formula based on liberalized 
terms of lending and 20% Cash Grant 

8. Annual interest on initial capital of Rs. 24·40 crores on existing terms 
@51% . .. 

9. Annual instalment ofloan repayment on exk:ting terms .• 

(Rs. in lakhs) 

(-) 

24,40·00 

9,91·00 

14,49 ·00 

2,89·80 

21,50·20 

10,75·10 

61·82 

53·76 

1,40·30 

1,22·00 

Source for ba8ic injormati011--Project Report-Tuticorin Habotn' Project, Ministry of 
Shipping and Transport. 



CHAPTER 10-APPENDIX VIII 

Outlay in Fourth plan as a percentage of Net Assets as on 31 March, 1968 

l:io:ial Pa•·ticulars Calcutta Rom bay Madras 
No. 

L Net Fixed assets as on ~larch 19()~ 70,55·28 35,81·78 17,26·18 

2. Proposed outlay in Fourth l'lan 55,02·00* 48,14·44 23,00·50 

:J. l'ercentage of (2) to ( 1) 80·00 1,34·4 1,33·3, 
-

*Inclusive of outlay on Ha.ldia and Bhagirathi Hooghly River Training Works. 

tinclusive of outlay on the Outer Harbour Projoct. 

Lfl'(D)St•MofS&:T-19(a) 

Cochh1 Visakha- ~Iormngao 
"{latnaul 

8,53·28 12,28· 82 2,96·94 

15,53·75 47,99·07t 27,46·30 

1,82·1. 3,90·.5 9,24·9 

(Rs. in lakhi) 

Kandla Paradip 

----
13,04·77 19,41·16 

12,18·69 20,29·44 

93·4 1,04·1; 



CmFrEa 11-APPENDIX I 

Pon TTust Boards-Present Composition 

Bombay Calc11tta Madras Mormugao Paradip Visakha· Cochin Kandla 
patnam 

Officials-

Chairman 1 1 1 1 1 1 1 1 
Dy. Chairman 1 1 
Collector of Customs 1 1 1 1 1 1 1 1 
I tail ways 2 1 1 1 1 1 1 1 
l\1et·cantile Marine Deptt. 1 1 1 1 1 1 1 1 
Defence Services 2 1 1 1 1 1 1 1 
State Government 1 1 1 1 1 2 1 1 
Municipal Commissioner . 1 1 1 1 ~ ..... 
J,ocal Municipality 1 - 0 
M:.M.T.C. •.. 1 1 1 
Htate Commer'cial Tpt. 1 
Corp lration . .. ... ... - ... 
Administrator free trade zone .•. . .. - . .. 1 

Non· )fficials-

Labour 2 2 2 2 1 2 2 2 
Chamber of Commerce 7 10 9 5 1 2 3 4 
t)hipowners Association 2 1 1 1 1 1 
Sailing Vessels Industry 1 1 1 1 
Otber Commercial Interests 2 1 2 1 
t)teamship Agents Association •• 1 1 
Municipal Corporation 2 1 1 1 1 1 1 

'fotal 25 23 20 19 12 15 16 16 
Officials 9 9 7 7 8 9 7 7 

Non-Officials 16 14 13 12 4 6 9 9 



CHAPTER 11-APPENDr. II 

Statement showing appointing, disciplinary and appellate authorities 

Description of post ' Appointing Auth01·ity Authority competent to impose 
penalties and penalties 
which it may impose 

I. MAJoR PoRT TRusTs AcT, 1963- • 
(a) Posts the incumbents of which are · Central Government in 

declared to be Heads ofDepartments. • consultation with the 
Chairman. 

(b) Class I (other than those of Heads Board 
of Departments). 

(c) Class I (not covered by posts indi­
cated above). 

ClasR II Chairman 

Board-All (the prior approval 
of Central Govt. should 
be taken before imposing 
penalties (v) to (ix). 

Chairman-(i) to (iv) 
Board-(v) to (ix) 

Chairman-All 

Appellate Authority Remark a 

Board 
Central Govt. 

Board 

Mi110r Penaltie8-
(i) censure; 

(ii) withholding of promot· 
ions. 

(iii) recovery from pay for 
loss caused to the Board; 

(iv) withholding ofincrement 
- ofpay; 

-----------------------------------------------.MajorPenaltie&-
Head of a Department Head of a Department-All Chairman (v) reduction of a lower stage (4) Class III 

Class IV Head of a ])epartment Head of a Department, All Chairman in time scale of pay for a 
specified period; n. BOM:BAY/CALOUTTA/AIADBAS PORT AcTs 

(a) Heads of Deptts. • .- Central Govt. in Consulta-
tion with Chairman. 

Posts carrying pay scale of Rs. 1,000 Board 
or more. 

(b) Posts carrying pay soale of less than Chairman 
Rs; 1,000. ' · ~ 

(c) Postscarryingpaysca.leuptoRs. 350 Chairman or Authority 
(under delegated powers). delegated. 

Board-All -
Punishment not effec­
tive unless approved 
by Central Govt. 

Do. Do. 

(vi) reduction to a. lower 
time scale of pay, grade, 
post or service. 

(vii) compuls~ry retirement; 
I• 

Cl;lairman/l>y. Chairma.n-All Board/Chairma.n •• (viii) removal from service; 

Hea.ds of Deptts. -All Dy. Cha.irman/Cha.ir- (ix) dismissa.l from service. 
ma.n. 

N.B.- - --
CALCUTTA PoRT-In ease of Ca.lcutta. Port there Being a. Deputy Chairman, penalties to employees ca.rrying pa.y scale of fees than Rs. 1,000 but above 

Rs. 350 are imposed by Deputy Chairman and the a.ppella.te a.uthority in such cases is Chairman while in case of employees carrying'pay scale of less than 
Rs. 350 penalties are imposed by Hea.dsof Departments p.nd appell~tte authority is, Deputy ,ChairwaXJ,. , . . . , , - · 

BoMBAY PoRT-In case of employees' ca.rrying'pay scale of less than Rs: one thousand thE! Chairman has mentioned th&t thereianoappella.teauthority 
against his orders. 



CHAPTER 12-APPENDIX I 

Financial Results of the Working of Port Railways at various Major 
Port Trusts 

(Figures in lts.lakhs) 

Calcutta Bombay Madras 
YeariPort --. --. ,.- --. 

Gross Expendi- Sut·plus/ Gross Expendi- Surplus/ Gross Expendi- Sw·plus/ 
Revenue ture Deficit Revenue ture Deficit Revenue ture Deficit 

1959-60 186·82 200·:!5 {-)13·53 85·83 103·44§ (-)17·61 N.A. N.A. N.A. 

1960-61 173·46 184·54 {-)ll·OS 83·78 106·99§ (-,)23· 21 N.A. N.A. N.A. 

1961-62 209·09 204·28 (+)4·81 76·17 114·25§ (-)38·08 N.A. N.A. N.A. 

1962-63 266·16 264·71 j+)1·45 178•40* 149·37§ (+)29·03 N.A. N.A. N.A. 

1963-64 246·16 300·99 {-)54·83 106·65 145·71 (-)39·06 51·25 4:J·55 (+)7·70 

1964-65 2il8 °:19 304·44 (-)46·05 104·87 158·65 (-)53·78 51·21 51·62 (-)0·41 

1965-66 279·14 337·42 (-)58·28 104·47 167·84 (-)63·37 fl0·82 63·37 (-)2·55 

1966-67 282·75 363·22 (-)S0·47 112·89 189·35 (-)76·46 82·40 67·35 (+)15·05 

1967-68 286·28 420·29 (-)134·01 164·69t 250·54 (-)85·85 93·32 81·50 (+)11·82 

1968-69 288·66 452·28 (-)163·62 129·30t 2H5·09t (-)105·79 N.A. N.A. N.A. 

*Sudden riMe in income is due to reviHion of ratPs for terminal charges auu receipts of arrears of terminal charges for the previous years. 
t Accouutal of terminal charges on accrual busis aml receipts of certain ar-rears. 
tFigur·es compilt.U in accor·dance with the ltovised Accounting Syst.f'm. 
E~clu<les U('preciation provision. }'or 1962-~3 dnta, expenditun• also iJwludt•s puynwut of arTPars duP to n·vision of pay scalos. 

~ 
'I 
t-:) 



CHAPTER 12-APPENDIX 1-contd. 

Visakbapatnam 
Year/Port -A- ...... 

Gross Expenditure Surplus/ 
Revenue Deficit 

1959-60 12·.99 2·03 (+)1Q·96 ... 

1960-61 -- 16·82 8"·38 -(+)8·44-

1961-62 16·41 10·27 (+)6·14 

1962-63 20·84 16·07 (+)4·71 

1963-64 25·82 11·13 (+)14·69 

1964-65 31 22 21·17 (+)10·05 

1965-66 3;1.·03 27·88 (+)3·1.5 

1906-67 54·01 33·35 (+)20·66 

1967-68 57·11 37·50 :<+)~9·61 

1968-69 N.A. N.A. N.A~~ 

Gross 
Revenue 

N.A,_ 

.N.A.: 

:N.A. 

23·37 

8·36 

7·31 

17·73 

20·7g. 

:Z5· 81 

24·89 

(Figures in Rs.lakb) 

Mormugao _ 

Expenditure 

N.A. 

N.A. 

N.A. 

37·73 

17·78 

20·83 

23·83 

.25·29 

22·77 

16·95 

Surplus/ 
Deficit 

N.A~. 

·N.A. 

N.A. 

(-)14·36 

(-)9·42 

(-)13·52 

(-)6·10 

(-)4•59_, 

(+)3·04 

(+)7·94 

NoTJ!:-The:figures given above differs from those published in the "History ofindian Railw11ys'' published by Ministry of Railways (Railway Board). 
The main reasons being · that Railway Board's data do not take into:~tccount interest on capital employed w)lile the port authorities allow interest on capital 
employed. Secondly, the miscellaneous receipts on-Railways account have not taken into consideration by Railway Board ~bile these have been added 
by us in the groBB income if positive and in expenditure if !n_negative •. 

f... ;... 

· Source--Table is compiled from information obtained from Calcutta Port Commissioners; Bombay Port· Trust, Madras ~()rt Trust, Visakhapatnam 
Port 'J:rust and Mormugao Port Trust,. 

!:-:> 
-1 
~ 
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C~PTER 15-APPENDix I 

List of Minor Ports 

Serial 
No. 

Name of the~_Port 

(1) (2) 

OrisS(J 

1.-. Chandbali 

2 Gopalpur 

Andkra Pradesh 

3 K.akinada ' 
. " •• 

4 Masulipatnani 

5 Krishnapatnam .. 

6 Vedarevu 

7 Bheemunipatnam 

8 Calingapatnam 

9 Narasapur 

Pondioherry 

10 '1?ondicherry 

Tamil Nadu 

11 Cuddalore .. 
12 Porto Novo 

13 Nagapattinam 

14: Pamban 
15 Dhanushkodi 

16 Kilakarai 

17 Tondi 

18 Colachel 

19 Kulasekarapattinam 

20 Tuticorin 

21 Ramesawaram 

. . 

.. 

.. 

.. 

.. 

·whether Intermediate or 
:Minor Port 

(3) 

Minor Port 

Do. 

Intermediate Port 

Do. 
Minor Port 

Do. 

Do. 

Do. 

Do. 

Do. 

Intermediate Port 

Minor Port 

Intermediate Port 

llinor Port 
Do. 
Do. 
Do. 
Do. 

Do. 

lJltermediate Port 

Minor Port 

(1) 

(2) 

(3) 

(-!) 

(5) 



CHAPTER. 15-A.PPENDIX 'I~ontd.: 

(1) (2) (3) 

MysMe 

22 1\Iangalore Intermediate Port·· (6) 

23 liulki 1\Iinor Port 

24 1\>Ialpe Do. 

25 Mangarratta .. Do. 
26 Coondapur Do. 

27 Byndoor Do. 
28 Bhatkal Do. 

29 Shirali Do. 

30 Murdeshwar Do. 

31 Manki Do. 

32 Honavar Do. 
33 Kumta •• Do. 

34 Tadri .. Do. 

35 Gangavalli Do. 

36 Ankola Do. 

37 Belekeri Do. 

38 Chendia .. Do. 

39 Binge .. ... Do. 
40 Karwar .. . . Intermediate Port (7)' 
41 Sadashivagad .. Minor Port · 
42 1\Iajali •• Do • 

Kerala 

43 Calicut •• .. Intermediate: Port (8), 
44 Beypore Do. (9) 

45 Neendakara .. •• Do. (10) 
46 Ponnani .. Minor Port 
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CHAPTER 15-A.P~ENDix 1-con.td. 

(1) (2) (3) 

Kerala-f:Ontd. 
47 Baiagara. Minor Port 

48 Tellicherry Do. 

49 Cannanore Do. 

50 Azhikkal Do. 

51 Kasargod Do. 

52 Alleppey Intermediate Port (11) 

53 Trivandrnm. Minor Port 

54 Quilon Do. 

55 Koilthottam Do. 

Maharashtra 

56 Dahnu Do. 

57 Tara pur Do. 

58 Navapur Do. 

59 Satpati Do. 

60 Kelva (Mahim) Do. 

61 Armalla Do. 

62 Bassein Do. 

63 Uttan Do. 

64 . Bhiwandi Do . 

65 Manori .. Do. 

66 Vessava Do. 

67 Bandra Do. 

68 Elephanta Do. 

69 Trombay Do. 

70 Thana Do. 

71 Kalyan Do. 

72 Pan vel Do. 
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CHAPTER 15-A.PPENDIX I-contd. 

(1) (2) (3) 

.lJlakarashtra-contd • 

73 . Mora Minor Port 

74 Karanja Do. 

75 Ratnagiri Intermediate Port (12} 

76 Thal 1\linor Port 

77 Ali bag Do. 

78 Revdanda Do. 

79 Borlai Mandla Do. 

80 1\landgaon Do. 

81 l\Iurud Do. 

82 Rajpuri Do. 

83 1\landad Do. 

84 Kundharu Do. 

85 Shrivardhan Do. 

86 Mandva Do. 

87 Bankot Do. 

88 Kelshi Do. 

89 Harnai Do. 

90 Dabhol Do. 

91 Borye Do. 

92 Jaigadh Do. 

93 Varuda Do. 

94 Purangad Do. 

95 Jaitapur Do. 

96 Vijaydurg Do. 

97 Deogad Do. 

98 Achra Do. 

99 Mal wan Do. 

100 Nivt.i Do. 

101 Vengurla Do. 

102 Redi Intermediate Port (13) 

103 Kirnapani Minor Port 
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CHAPTER 15-A.PPENDix I-contd. 

(1) (2) (3) 

Gujarat 

104 Okha Intermediate Port (14) 

105 Porbander Do. (15) 

106 Bhavnagar Do. (16) 
; 

107 Navlakhi Do. (17) 

108 Bedi Do. (18) 

109 Verawal Do. (19) 

110 Broach Do. (20) 

111 Mandvi Do. (21) 

112 Lakhpat Minor Port 

113 Koteshwar Do. 

114 Jakhau Do. 

115 Mundra Do. 

116 Jodia Do. 

117 Sikka Intermediate Port (22) 

118 Salaya • J ~finor Port 

119 Pindhara Do. 

120 Beyt Do. 

121 Dwarka (Rupen) Do. 

122 Laraba .. Do. 

123 Miyani Do. 

124 Madhavpur .. Do. 

125 Shil Do. 

126 Mangrol Do. 

127 Sutapada Do. 

128 Kodinar .. Do. 

129 Kotda Do. 

130 Madhavad Do. 

131 Sawabandar .. Do. 
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CHAPTER 15-.APPENDix I-contd. 

(I) (2) (3) 

Gujarat-contd. 

132 Mahuva :Minor Port 

133 Simor Do. 

134 Raj para Do. 

135 Jafrabad ·Da. 

136 Bherai Do. 

137 Alber Victor Do. 

138 Talaja Do. 

139 Godha Do. 

140 Dholera Do. 

141 Cambay Do. 

142 Kavi Do. 

143 Tamkari Do. 
144 Dahej Do. 
145 Sur at Intermediate Port (23) 

146 Onjal (Matwad) Minor Port 

147 Vasi Borsi (Newsari) Do. 

148 Billimora. Do. 

149 Bulsar Do. 

150 Umarsadi Do. 

151 Kolak Do. 

152 Maroli Do. 

153 Nawapur Do. 

Andaman & Nicobar Islands 

154 Port Blair . . Do . 
155 Ranghat Bay Do. 

156 Mayabunder .. Do. 

157 Aerial Bay .. Do. 
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CHAPTER 15-APPENDIX I-concld. 

(1) (:!) (3) 

Andaman & Nicobar Islands-contd. 

158 Elhinstone Harbour Minor Port 

159 Port Meadows Do. 

.160 Car Nicobar Do • 

161 Nancoviry Harbour Do. 

162 Havalock Do. 

163 Kadantala Do. 

164 Uttara Do. 

165 Beroniyal Do. 

166 Shuamlrund .. Do. 

167 Tugapur Do. 

168 Kalara Do. 
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CHAPTER 15-APPENDIX II 

Traffic in :Major Bulk Commodities and other cargo handled at various Major 
Ports 

(In lakh tonnes) 

Commodity 1950-51 1955-56 1960-61 1965-66 1967-68 1968-69 

Mineral Oils 31 62 120 157 170 185 

Iron Ore 3 67 110 132 151 

Coal 27 25 22 20 10 10 

Fertilizer Rock Phos-
phate Sulphur 3 4 6 18 38 47 

Foodgrains .. 34 8 52 72 81 69 

Iron, Steel & Mach-
mery 6 1)} 17 21 25 24 

Other Cargo 91 112 111 104 94 90 

Total 192 226 395 502 550 576 

Source-Indian Ports & Shipping Statistics, 1969 Table 2. 

:lS:l 
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CHAPTER 16 .APPENDIX I-A 

Wage Guarantees offered to Shore Labour as on 1st January, 1970 

N.B.-No. cah•gory of labour oth«'r than 'A' category exists in this Port on and from 8th DecPmber 1969 
Part 

Calcutta 

II) Attendance money 

(:1) Basic time rate (daily wage) including 

(i) Dearness allowance 
(ii) Interim relief .. 
(iii) Compensatory allowance 

\ 
·) 

(a) 75 P. plus daily content of statio element which is now Rs. 3· 84 in a month of 30 days at the first 
stage of their time scale of pay of Rs. 70-I-85-EB-2-89 in the caRe of tho~!'t sent home after 
attendgnce without doing any cargo handling work. · 

(b) In the case of those who waited for more than two hours, waiting allowance of :lOP. per hour of 
Rs. I· 73 per ~hift, whichever is highr is payable .. 

Rs. 5·34 at the first stag~<Oftheirscale of pay ofRs. 70-1-85-E:III-2-89 in a month of 30 days. 
(I) Daily piece-rate earning guarantee of Rs. I·73 plus daily content of static element (of Rs. 3·84 at 

the bottom of the scale) inclusive of Dearness allowance, Interimreliefand Compensatory allowa.nce, 
if a worker is made to wait for two hours or more and/or handles cargo. If sent home without work 
before two hours, payment is gua-anteed as in item I. 

(3) 1\linimum guarantee under the incentive scheme) 
components 1 (2) A monthly piece-rate earning guarantee ofRs. 45 that is, if the total piece-rate E-arnings for a month 

(i) Basic wagr- falls below this amount the shortfall is made good; plus the total monthly static element. The to: a! 
(ii) Dearness allowance . . 

1
r amount of guarantee thus arrived at ineludes the components of Basic wages, Dearne~s allowance, 

(iii) Interim relief . . Compensatory allowance ar,d Interim relief. · 
(iv) Compensatory allowance .. 

14) House allowance 
(l.) Weekly (Roster) Off-payment 

L/P(D)80liofS&T- 20 

Eligible at authodsed rates i.e. Rs. I5 p.m. if not residing in Port Commissioners' Qua.rters. 
Rs. 5 · 94 per day plus statio element of H.s. 3 · 84 in the first stage of their pay scale ofRs. 70-89. 
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CHAPTER 16-APPENDIX I-B 

Wage Guarantees offered to Shore Labour as on 1st January, 1970 

Wage guarantees 

(l) Attendance money 

(2) Basic time rate (Daily wage) 
including 
(i) Deat•ne8S a.llowanoe 
(ii) Interim relief: 

(3) Minimum wage 
incentive schemes, 
of minimum wage 

( i) Ba.sio wage 

under tho 
components 

-(ii) Dearness allowance 
(iii) Intorirn t•elicf ••. 

Categories of workers 

A 

H.s. 5·45 
including .2·31 Attend~toe allow· 

ance 
Rs. 2 · 73 Dearness allowance 
Rs. 0·45 Interim relief 
Rs. 7·05 toRs. 7·68 

(by ·13 increm')nts) 

Rs. 2·73 Rs. 2·73 
Rs. 0·45 R~. 0•45 
Rs. 6·24 R~. 6•83 

Rs. 3•06 Rs. 3·64 
Rs. 2·73 
Rs. 0·45 

Rs. 2·73 
Rs. 0•45 

B c 
------------------------------------

Rs. I· 75 Attendance allowa.noo 

Rs. 7·05 Rs. 7·05 

Rs. 2•73 Rs. 2·73 

Its. 0·45 Rs. 0·45 

Rs. 6·24 Rs. 6·24 

Rs. 3•06 Rs. 3·06 

Rs. 2·73 R11. 2·'73 
Us. 0·45 Us. 0·45 

~ 
00 
*"' 



CHAPTER 16 APPENDIX I-C 

Wage Guarantees offered to Shore Labour as on 1st January, 1970 

Port 'Yage GuarantRes 

I. Attendance money 
Dearness allowance 
Wage Board Int.rrim Relief 

(Wages per day) Equation allowance 

2. Basic time rate {Daily wage 
including HRA and CA) or all 
categories 

Dearness allowance . , 
Wage Board Interim Relief 
Equation allowance •. 

3. Minimum guarantee under the 
Incentive Scheme (for all cate­
goi'ies) 76 per cent of daily wage 
of Rs. 3·94 

Dearness allowance 
Wage Board Interim Relief 
Equation Allowance 

JI'(D)80l\lofS&T -20{n 

?.lazdoor 

Rs. 1·75 
Rs. 2·37 
Rs. 0·39 

Rs. 4·51 

Rs. 0·70 

Rs. 5·21 

Rs. 3·34 
Rs. 2·37 
Rs. 0·39 
Rs. 0·70 

Rs. 6·80 

Irs. a--oo 
Rs. 2·37 
Re. 0·39 
Rs. 0·70 

Rs. 6·46 

A 

l!aistry 

Rs. 1·75 
Rs. 2·37 
Rs. 0·39 

Rs. 4·51 

'p 

Rs. 0·70 

Rs. 5·21 

Rs. 4·35 
Rs. 2·37 
Rs. 0·39 
Rs. 0·70 

Rs. 7·81 

Rs. 3·00 
Rs. 2·37 
Re.0·39 
Re.0·70 

Rs. 6·46 

Categories of workers 

B 

Mazdoor & ~Iaistry 

Rs. 1·75 

Rs. 1·75 

Rs. 3·34 
Rs. 2·37 
Rs. 0·39. 
Rs. 0·70 

Rs. 6·80 

Rs. 3·00 
Rs. 2·37 
Re. 0·39 
Re. 0·70 

Rs. 6·46 

c 

At present there is no 'C' 
Category at this Port. 

In the case of maistries of 'B' 
Category an additional sum of 
Re. 0·25 per day is payable 
Towards ll:!aistry allowance. 

t-:J 
00 
C...'l 
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CHAPTER 16 APPENDIX 1-C-contd. 

.-·------
A 

Categories of wo•·kcrs 
..A...-

A 

Mazdoor :rviaistry Mazdoor & Mai11try 

-------------------------------------------------------------
The components of da.ily wage of Rs. 3·94 is given below: 
BaBic Pay Rs. 1· 43 

Processing allowance .. 
HoWle rent allowance 
C. A. 
Dearness allowance 
lterim Relief adjustment 

Differentials 
D.A. 

Wal!'e Board lnt!lrim 
Jtolief 

Equation allowance 

lte. 0·31 

Re. 0·23 
Re. 0·10· 

Re. 1·33 

Jte. 0·54 

Rs. 3·94 

Rs. 2·37 

Rs. 0·39 

Re. 0·70 

4. Guaranteed minimum wages Wa.gllS fm· 18 days in a month 
at the wage rate applicable 
from time to time for time 
ra.te<l work plua the differen­
tiltls towar·ds the Dearness al­
lowanoll, interim relief, etc., 
oven though no work is found 
for tho minimum number 
of 18 days. The d~tys on 
which work is allottt'tl to 
thu workurs shall lm countNI 
towards the 18 <l<~Yil men-
tioned. · 

Wages for 15 days in a month at 
tho wage rate applioable from 
time to time for time 1·ated 
work plua the differentials 
towards the dearness allowance, 
Interim relief, etc., even though 
no work is found fot• the mini­
mum number of 15 days. 
Tho clay11 on which work 
is allotted to ~ the worker 
Hhall be oounted towards 
tho 15 days ffillntiontl(l. 

B 
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CHAPTER 16- APPENDIX l-D 

Wage Guarantees offered to Shore Labour as on 1st January, 1970 

Wage Guarantcos 

l. Attencl.ance monny 

2. Basic time rate (D .. ily Wage) 

(i) Doarni!HH allowance 

(ii) Interim relief 

3. Minimum guarantee under the 
incentive scheme-Components of 

Categorin~ of \Vorkers 
r------------- ~--------------. 

'A' 'H'• 'C' 

------------------
Rs. 1·75 Rs. 1·76 Nil 

(Hosid.os the above 'A' category will get H.A. of Jts. 1·00 & l.H. of Jto. 0·31J). 

Rs. 3·08 Rs. 3·08 RH. 3·08 

Its. 1·86 Its. I ·!16 

Re. 0·39 lte. 0·:19 Re. 0·39 

Minimum guarantees Rs. 3·45 Rs. 3·45 Rs. 3·45 

N.R.-This minim urn guarantoo is exclusive of differential wage to the leader~ and night weightagc but incl~ll.ive of a. II earnings undnr pi1•ce-rate• 
~ idling money, ovortime wages, Dearness o.llowa.ncc and Interim relief. 

•From July 1969, the 'B' category shore labour is given a. minimum gu'l.ra!ltee of work for lfi days in a mf)nth for each day of short fall below 15, wages 
Lei!lg payable at timo rate. · . 



CHAPTER 16-APPENDIX I-E 

Wage Guarantees offered to Shore Labour as on 1st January, 1970 

Category of Workers 
------·---------- ~ ------·---------

Port \Va.ge Gua a.ntees 
Ore ha,ndling Labour 

r----------------A---- ----------~ ·n· ·c· 
Sl1ore handling La.bour 

.----------~·--------~ 
~· •W ~ 'A' 

V kha. --------------------------------------N---B-,·------N~I-~1---
ma patna.m (1) Attendance money 1·75+DA2·37 1·75 only No 'C' oate- 1·75+DA 2·37 o' 

(2) Basic time rate (daily wage ill-
eluding) , . 

(i) Sr. M:ai~try 

(ii) Jr. I\laistry 

(iii) Worker 

2. Ad-lt11c a.llowa.nee i~ also paid to 
Hhore handling labour when!'ver 
t.he daily ~1inimum wage for items 
(i) to (iii) above is pu.id, suject to 
adjuMtment afto1· tl.w wage lloard 
recommendations are implomontPd 

3, Dearness allowance 

4. Interim relief 

(:l) 1\Iinimum gual'ltnt.oe under the 
incentive scheme-Components of 
l'IIinimum Guu.rautee 

5·75 

4·75 

3·75 

0·19 

2·37 

0·39 

15 days with 
an increase 
by one (1) 
day IWCI'Y 
year from 
Sept. 196!1 
upto 18 d,>yR. 

Nil 

Nil 

3·75 

0·19 

2·37 

0·39 

12 days with 
an increase by 
one (1) day 
ovcry ;year 
from Snpt. 
1969 upto 19 
day11. 

(4) Uomp<Hu·nt.s of munimum gua- Hame as item (2) above. 
ran tee. 

gory. Category 

Do. 5·75 Do. Nil 

4·75 Nil 

3·75 

Do. Nil ll··· • :Kil 

Do. 2·37 Do. 2·3i 

Do. 0·39 ]lu. 0·3!) 

15 days with 
an increase 
by one (1) 
day every 
year from 
Sept. 1969 
uptu 18 days. 

I·!) 
00 
00 
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CHAPTER 16-APPENDIX 1-F 

Wage Guarantees offered to Shore Labour as on 1st January, 1970 

\V1Lge GuarantoPS 

I. Att.enuu.noo money 

2. Basic time rate (Daily 
includi•lg 

(i) nearness allo~ance 

(ii) Interim relief 

wage) 

3. Components of Minimum Guaran· 
too under the incentive scheme. 

(i) Basic wage .. 

(til Dearness allowance 

(iii) Interim relief .. 

(A) 

1. H11. l· 50 por day · 
1· 61'1 por D.A. 
0 · 3!.1 per J.lt. 

2. l{s. 2·75 per day 

1·68 

0·39 

4·82 

(B)(i) 

Rs. 1· 50 por day 
1·68 
0·39 

Rs. 2·75 

1·68 

0·39 

4·82 

(B)(ii) 

Rs. 1·75 
per day inclusive 
of all elomontH 
for new ltecruits 
appointed from 
1-9-08. 

lts. 2·75 

0·39 

4·82 

(U) 

Xil 

3. No incentive sche!ue.is applicable at this port and no minimum 
wage guarantee exists other than attendance money, 



CHAPTER 16-APPENDIX I-G 

Wage Guarantees offered to Shore Labour as on 1st January, 1970 

\\'age guarantocs 

--~-----·------------
~:ormugao I. Attendance money 

2. Basic time rate (Daily wage) in­
cluding 

(i) 'Dearness allowance 

(ii) Interim relief 

3. Minimum Guarantee under the 
incentiv(l scheme.t-Compeneuts of 
Minimum Guarantee 

(i) Basic wage •• 

(ii') DearneAs allowance 

(ii·i) Interim relief 

(A) 

*Not on daily wage 

*Tiuwc i~ a perm'l.n(mt Category ofHhoro Labour in the l\lonthly scale of pay-

(B) 

Rs. 1·75 p. 
pe1 call 

Rs. 5·07p. 

(C) 

Its. 5·39p. 

(i)l,.lfucca.<hm~: Jts. ~ii-1-S5-2-:J3 -E B-3-110; 

~ ··-i'Thcre is no incentive scheme, 

(ii) Klu,la.sais: Rs. 70-1-SO-EB-l-S;i; p[u.~ the a<lmissiblo allowa.nce. 
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CHAPTER 16-APPENDIX II 

Main Features aj the Voluntary Retirement Scheme at Visakha­
patnam Port 

Eligibility 

For dock/port workers-

(a) any worker who desires for any reason to retire volun­
tarily will be allowed to do so after he attains the age: 
of 57 and shall be eligible for the retirement benefit pro­
vided under the Scheme; and 

(b) any worker who, before attaining the age of 57, dEsires to 
retire on the grounds of ill-health will also, be allowed to 
retire on the recommendation of the Medical\ Officer of the 
Port Trust/Dock Labour Board and will be eligible for 
the benefit provided under the Scheme. 

The retirement benefits are-

(iY for dock workers-an ex gratia payment of Rs. 1,000, be­
sides a retirement gratuity at the rate of 15 days wages 
for every completed year of service. 

(ii) for Port Trust workers-(a) a worker who is allowed to 
retire after reaching) .. the age of 57 shall be allowed a 
lumpstim retirement benefit as follows-

Rs. 1,000.00 for 'A' category and Rs. 500.00 for 'B' category. 

(b) A worker who is allowed to retire for reasons of 
health shall be allowed a retirement benefit calculated 
at the rate of Rs. 200.00 for every completea year of 
service subject to a maximum of Rs. 1,000.00 for 'A' cate­
gory and Rs. 500.00 for 'B' category. 
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CHAPTER 16-APPENDIX III 

Main Features of the Voluntaru Retirement Scheme for Calcutta 
Dock Workers 

(i) Registered workers 

This Voluntary Retirement Scheme shall not be. applicable to 
workers below the age of 40. The formula is that a worker retiring 
at the age of 40 will be compensated @ 1! months' pay for loss of 
career for each remaining year of service, i.e., 30 months' pay. For 
every year above this age, the compensation shall be less by one 
month's pay. The Voluntary Retirement Scheme will not apply to 
the workers who have completed the age of 60 years. For workers 
who have completed the age of 60 and are still in service the rules 
of the Board would henceforth be strictly made applicable and re­
tirement enforced. However, an ex gratia payment will be made to 
the existing workers who fall under this category. 

(ii) Listed workers 

For the listed workers, the Voluntary Retirement Scheme will be 
framed ·with two components-

(a) They will be entitled to the same compensation for loss of 
career as suggested for the Registered workers above. 

(b) In addition, they will be paid one month's pay for each 
year of completed service in consideration of the fact that 
they do not have normal retirement benefits. 



CHAPTER 16- APPENDIX IV 

Practices Followed at Major Ports for Employing Cargo Handling 
Labour 

In Bombay, the Port Trust generally provides shore labour for 
handling cargoes between the ships and the sheds; the export cargo 
is also unloaded from the lorries and wagons by the Port Trust labour. 
However, bulk cargo imports like sulphur, phosphate, etc:, are: not 
dealt with by the Port Trust labour but by labour belonging to the 
clearing agents or private contractors. The D.L.B. provides labour for 
all the stevedoring wLrk on board the ship as also the labour brought 
under the Listing Scheme for the F.C.I., which work on the shore 
for the handling of foodgrains and ·fertilizers. The clearing agents, 
transport contractors, importers and, to sam~ extent; the· e.xporters 
bring their own labour to the dockS" for the.work not· performed by 
the Port Trust labour. Similarly, the barge labour for handling cargo 
in stream are entirely controlled by private parties.· 

2. In the Madras Port, the handling of bulk imports like food­
grains and fertilizers is done by not less than three setsi of labour 
employed by three different agencies, namely, the· Port Trust, the 
D.L.B. and the F.C.I. The p9rt authorities do not normally take res­
ponsibility for foodgrains and fertilizers. arriving in bulk, particularly 
when they are delivered at the wharf. The handling on shore is done 
to a limited extent by the Port Trust's shore labour. 

3. The foodgrains Ianded,_<m the wharf by slings ar·e bagged and 
stitched by the workers directly employed by the F.C.I. This labour 
also load the bags directly on the lorries or wagons, but .the Port 
Trust labour assist them in lifting the bags. When, however, the bags 
are removed from the wharf to the stacking point, it is done by the 
Port Trust labour. Where the foodgrains are discharged byvacuators 
belonging to private parties. the labour for. operat~ng them are 
brought by the owners. 

4. Moreover, even among the groups of labour empl!)yed by 
the same agency, there is a rigdd compartmentalization; for exam­
ple, the workers doing the bagging and stitching form a separate 
group from those engaged. on wagon loading, even :though both , 
are employed by the F.C.I. 

5. In the shipment of iron ore, there are three agencies and a 
corresponding number of labour groups. The wagons carrying iron 
ore ar~ moved within the port area by tre Port Trust Railway; on 
their placement at the stockin.~ area. the , unloading and loading· 
of wag-ons are carried out by the contractors of the 
M.M.T.C. who hire the labour listed with the D.L.B.. The same 
labour are used in loading/unloading in the transit area and load­
ing at berths. However. loading at the mechanized berth is done by 
the Port Trust labour. In both the cases the D.L.B. labour receive 
the iron ore on board the ship and trim it. 

6; At Visakhapatnam. the imported foodgrains and fertilizers· 
are unloaded from the ship on to the shore by. labour supplied by 
the D.L.B.; the bags are carried from the shore to the transit sheds 
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by the Port Trust labour whilst the loading of the bags from the 
trans1t sheds to the wagons is done by the F.C.I. labour. In respect 
of imported rock phosphate and sulphur, while the workers on 
board the vessels are provided by the D.L.B., those on the shore 
belong to private employers. · 

7. Iron ore and pig iron received at the port in wagons for ex­
port are unJ.oaded and stacked by "Mineral Wagon Unloading 
Workers." They were formerly bein~ supplied from a pool run by 
private· employers, but with effect from the 11 January 1969. with 
the introduction of the Visakhapatnam Unregistered Dock Workers 
(Regulation of Employment) Scheme, they are now being supplied 
by the D.L.B. The materials from the stacks are then loaded into 
ships by the port labour and when they are brought to the berths 
they are lifted by cranes and unloaded on board the vessels by 
another set of labour supplied by the D.L.E. 

by 
8. Similarly, iron and steel meant for export used to be handled 

two categories of workers, namel.y, 
(i) mechanical; and 

(ii) manual. 

While the former were engaged from a pool of private employers. 
the latter were by individual employers. The cargo from the steel 
dumo was taken to the quay where it was unloaded by workers 
supplied by a private pool of employers; the loadin,g on board the 
vessel was, however, done by the workers from the D.L.B. 

9. Likewise, general cargo meant for export was loaded into 
lighters from private godowns by the Khalassis en~aged by private 
employers. The cargo from the li.!Zhters was handleli overside the 
vessel by workers engaged from the pool. Even on board the ves­
sels, not all the categories of workers were covered by the Regis­
tered Scheme and they include dock sweepers, batch cleaners, 
gunny clerks, etc. 

10. At Cochin, the foodgrains arE:' bagged and stitched on board 
the vessels bv the dock labour and \vhen l?nrled they are taken to 
the transit shed by the Port Trust labour. The same method is 
followed in the transit shed where foodgrains are discharged by 
Buhler pumps. 

11. At Kandla. the Port labour deals with the oacka~ed cargo on 
the shore. The F.C.I. labour, listed with the D.L B. handle food­
grains and fertilizers on shore as well as do their bagging, weighing, 
stacking and clearance. Other bulk carr~oes like rock phosphate. 
sulphur, maize and salt are handled by the respective importers and 
exoorters themselves through their local labour contractors: the 
D.L.B. labour, however, look after the work on board the vessels. 

12. At Mormugao, the ore loading operations, other than by 
mechanical means, are carried out by the ship gear from barges in 
mid-stream and by the shore cranes from the railway wagons. In 
these operations three sets of labour are employed belon~ing to (i) 
the D.L.B. (ii) the barge owners and (iii) the Port Trust. In the case 
of imports, labour on shore are employed by the Port Trust except 
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in the case of bulk cargo which is handled by the consignees' 
labour. 

13. The cargo handling practices at the various ports as set 
out in the previous paragraphs reveal a bewildering variety of 
function_s performed by a multiplicity of agencies. There is lack 
of uniformity in the handling of even important commodities like 
foodgrains and iron ore. The number of labour-employing agencies 
handling foodgrains at Madras and Visakhapatnam is three, 
namely, (i) the Port Trust, (ii) the D.L.B. and (iii) the F.C.I. At 
Bombay and Kandla there are only two agencies, namely, (i) the 
D.L.B. and (ii) the F.C.I. labour listed with the D.L.B. Similarly, 
there are two agencies at Calcutta and Cochin, · namely, (i) the 
Port Trust and (ii) the D.L.B. But even among these ports, tht! 
agencies are not the same. Similarly, Madras and Visakhapatnam 
employ two sets ~~ labour _for handling in~n ore, namely, (i) the 
Port Trust and (u) the listed workers of the D.L.B. Whilst at 
Mormugao, three groups of labour are used, namely, {i) the Port 
Trust, (ii) the D.L.B. and (iii) the Barge owners. . : 

14. Even among the various tasks discharged by these agencies, 
there is no· uniformity. For example, through the Madras Port has 
generally excluded its labour from the handling of bulk cargoes, 
yet for the foodgrains landed in bulk and bagged. on the shore, . the 
port labour are used. The F.C.I. has been in charge of the import of 
foodgrains, but, until recently, the handling opeTations were got 
done through contractor. Often different contractors were employed 
for different operations in the cycle of handling. The. operation of 
bagging of foodgrains landed • in bulk was done . by one contrac­
tor while the loading of the 'nagged foodgrains in the wagons w.as 
by another. 

15. The handling of fertilizers in bulk at Madras is done by the 
F.C.I.'s labour and not by the port labour. In Bombay, however, 
the F.C.I. handles the foodgrains on the shore with the. labour 
listed under the D.L.B. 

16. Whereas the unloading of export cargo from the road or 
rail vehicles is undertaken by the Bombay Port Trust with its own 
labour, at Madras it is not so. The handling of iron ore at Madras 
till recently was done through labour contractors before the cons­
titution of Mineral Handling Employers Association pool listed 
under the D.L.B. 

17. The coal workers on both the shore and on board the ships 
did not come within the purview of the D.L.B. but were working 
directly under the control of the stevedores1 till May, 1968, when 
they were brought under the Listing Schemes. The registered labour 
of the D.L.B. ·are not utilized for work on board the colliers. On 
the other hand, in Calcutta even the trimming of coal on board the 
vessels is done by the port labour. 

18. At Calcutta. all the loading and unloading of cargo are 
only done. by the two agencies_, namely, the Port Trust and the 
D.L.B. The port labour at Calcutta also attends to a substantial 
quantum of work relating to the loading and unloading of wagons 
and lorries which work is discharged in most of the other ports by 
private labour. 



CHAPTER 16-APPENDIX V 

Statement of traffic handled by Port Labour at Bombay and Madras 

Item 

Year· 

L Total traffJe 

3. Traflic- hancl)Pd hy l'nrt Trust lalwur 

·!. l'en·<·ut age of Col. (3) to Col. 12) 

*E•,duci<"H truflie in l'. 0. L., at huncl('J'~ ek. 

8tJura-Port Tru~t", Buml,ay an<ll\la<haA. 

1906-67 

18·3 

8·3 

4·2 

51·0 

Bombay 

1967-6R 

17·0 

7·9 

-!·2 

53·2 

--. r-

19G8-69 19G6-fi7 

16·-! iH) 

(j-.j .'HI 

:J. \1 2·li 

!\!1·11 ii::?·O 

(In million tonn<'s) 

Marlras .. 
IDt>i -68 l!JtiS-6\1 

5·H 5·-! 

.'l· I -! ·li 

~ 
:!·7 l·H ~ 

CJ 

.i::?·ll ll· 3 



CHAPTER 17-APPENDIX 1 

Available Surplus adopting the Bonus Act Formula for 1967-68 

(RI. in lakbs) 

Sl. J>articulars Calcutta Bombay Madras Cochin Visakha- l\formugao Kandla Parallip 
No. patnam· 

(a.) Gross Surplus* 5,28·01 5,54·53 2,90·43 1,89·99 2,68·81 1,09·46 40·84 18·1!) 
(b) Add interest earned on investments 18·53 2,37·90 19·30 6·15 .')·34 5·74 ll·82 
(c) Total Surplus .• 5,46·54 7,92·43 3,09·73 1,96·14 2,74·15 1,15·20 52·66 18·19 

2 Less depreciation for the year on his-
torical cost 2,40·55 1,06·92 50·75 24·40 76·16 21·68 29·31 23·1.') 

3 Le~s interest on long term loans 3,65·02 58·58 65·87 19·61 46·80 16·90 1,02·63 1,34·38 
4 Net Surplus (-)59·03 6,26·93 1,93·11 1,52·13 1,51·19 76·62 (-)79·28 (-)1,39·34 
5 J...e8s Taxationt 3,44·81 1,06·21 78·91 70·88 40·63 
6 Taxed Surplus 2,82·12 86•P.O 73·22 80·31 35·99 
7 (a) Revenue Surplus Repayment of 

loans 23,07·02 19,21·94 4,56·93 2,22·41 t-.:1 
(b) Add Revenue Surplus---C.:apital -e:t- ~ 

penditure met from Revenue, P & L '-1 

AJc, Misc. Funds etc. 4,95·32 36,02·96 17,30·88, 7,14·65 7,51·05 4,92·72 1,57·32 
(c) Add Investment Funds 4,46·95 47,23·65 4,50·32! 1,94·06§ 1,36·39 1,22·12 2,16·63 

(d) Total Reserves 32,49·29 102,48·55 26,38·13 11,31·12 8,87·44 6,14·84 3,73·95 
36·~7 (P.) Less Accumulated depreciation 32,05·37 20,46·77 4,83·50 2,30·65 3,73·03 1,16·73 2,94·71 

(f) LMs unamortized capitalized _ ex-
penditure 1,13·64 

(g) Net Reserves .. (-)69·72 82,01·78 21,54·63 9,(10·47 5,14·41 4,98·1] 79·24 (-)36·87 
(h) Return @% on Net ReServes 4,92·ii 1,2!).28 54·03 30·S6 29·89 4·75 

8 Available Surplus (-)2,09·99 (-)42·38' 19·19 49•45 6·10 
9 Share of Port @ 40% 7·67 19·78 2·44 

10 Share of Employees @ 60% 11·52 29·67 3·66 
11 Employees' share as % of wages etc. 9·1% 18·6% 8·9% 

* Arrived at after adjusting figures a!3 given in ports' Accounts, by deducting interest on outside investments from the receipts and contributions to 
l<'unds, debt charges, ex gratia payments etc. from the expenditure (Details at Appendix II). 

t Taking into account the saving in taxation on account of Bonus (Amendment) Act, No.8 of 1969 dated 26-3-1969. 
l Includes Welfare Funds=Rs. 0·45 lakhs. 
§ Includes Welfare Funds=Rs. 0·17 lakhs. 



CHAPTER 17-APPENDIX II 

Details of computation of Gross Surplus for payment of ex gratia 
(R8. in Jakbs) 

Sl. Particulars Calcutta Bombay Madras Cocbin Visakha- Mormugao Kandla 
No. patnam 

1 Receipts as per Allcounts 25,08·36 24,85·09 8,09·33 3,93·43 5,77·12 2,25·37 1,88·95 

2 Add (a) Interest on General Sinking Fund 28·23 

(b) Interest on pilotage Depreciation Fund •• 9·02 

(c) Total (a+b) 3~·25 

3 Lea a (a) Interest earned on investments from t-:> 
(i) G·eneral Reserve Fund cc 

1,30·23 00 

(ii) Fire and Motor Insurance Fund 0·87 

(iii) Provident Fund, General Account 44·62 

(iv) Renewals & Replacement Fund 68·94 

(v) Provident Fund, Pilotage Account 0·77 

(ni) Reserve Fund, Pilotage Account 0·61 

(·vii) General Sinking Fund 28·23 

(viii) Pilotage Dl·prPciation ]'und 9·02 

(iz) Pilotage Fund 0·26 
(b) Contribution from Pilotage Fund 8·00 • * * 
(c) Total (a-j /..) 2,83·29 8·26 5·34 lV/4 ll·82 



4- Gross Earnings (1 + 2c-3c) 25,08·36 22,39•0:-i 8,01·07 3,93·43 5,71·78 2,19·63 1,77·13 

5 Expenditure as per Accounts 26,02·12 22,40·39 8,32·44 3,05·81 4,43·43 1,36·00 1,79·82 

6 Less (a) Contribution to-
(i) Capital Account 1,25·00 27·20 
(ii) General Insurance Fund 1·00 
(iii) Revenue Account 8·00 
(iv) Accident Fund 1·83 
(v) Pilotage Fund 9·72 

•J 

(vi) Revenue Reserve Fund 1·00 5·00 
(vii) Depreciation Fund (Renewals & Re-

placement :Fund) 16·75 1,61·69 54·47 20·00 65·06 18·93 21·79 
(viii) General Reserve Fund for financing IDA 

Project 2,00·00 
(ix) Welfare Fund ... - . . 0·05 ... 
(b) Debt charges 5,60·02 83·92 1,20·86 38·37 64·03 5·20 19·03 ~ 
(e) Ex gratia payments 45·00 32·99 12··t7 4·25 6·37 1·65 2·71 cc 

cc 
(d) Surplus transferred to Pilotage Suspense 

AJc 30·74 

(e) Interest-Provi dent Fund,'General A/o 45·66 

(f) Interest-Provident Fund, Pilotage Ajc 0·87 

(g) Total (a t'o f) 6,:!1·77 5,55·87 3,21 ·80 1,02·37. 1,40·46 25·83 43·53 

7 Gross Expenditure (5-6g) 19,80·35 16,84·52 5,10·64 
, 

2,03·44 3,02·97 1,10·17 1,36·29 

8 Gross Surplus (4-7) .. 5,28·01 5,54·53 2,90·43 1,89·99 2,68·81 1,09·46 40·84 

*Figures adopted as supplied by the Port Trust, as details were not available in the accounts. 

NOTE-As published accmmts for Paradip Port Trust were not available, gross revenue surplus was based on figures supplied by the Port. Total 
revenue for 1967-6R was Rs. 96·62lakhs and expenditure (excluding depreciation, interest and actual ex gratia payments) was Rs. 78·43 lakhs, resulting 
in a. gross surplus of Rs. 18·19 lakhs. 



CHAPTER 17- APPENDIX III 

Available Surplus on the basis of 12 per cent return on Capital Employed for 1967-68. 
{Rs. in la.khs) 

Particulars Ca.lcutta Bombay Madras Cochin Visakha- Mormuga.o Kandla. Pa.ra.dip 
patna.m 

I. Gross Surplus* 5,28·01 5,54·53 2,90:43 1,89·99 2,68·81 1,09·46 40·84 18·19 

2. Leas Depreciation for 11!67-68 on historical 
cost 2,40·55 1,06·92 50·75 24·40 76·16 21·68 29-31 23·15 

3. Leas 12% on Capital Employed 8,58·76 4,68·29 2,36·47 1,24·50 1,62·09 83·55 1,69·23 2,48·16 

4. Available Surplus (-)5,71·30 (-)20·68 3·21 41·09 30·56 4·23 (-)1,57·70 (-)2,53·12 

5. (a) Share for Port a.t 40% 1·28 16·44 12·22 1·69 

(b) Share for employees at 60% 1·1!3 24·65 18·34 2·54 

6. Employees' share as % of wages etc. 0·6 19·6 ll·5 6·2 

• Arrived at after adjusting figures as given in port~' Accounts by deducting inwrest on outside investments from the recPipts and contributions to 
Fund~, Jebt chargeR, ex gratia payments, etc. from the expenditure (Details at appendix-H). 

e, 

8 
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