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TARIFF AUTHORITYFOR MAJOR PORTS

NOTIFICATION

New Delhi, the 17lh April. 2002

No. TAMP/114/2001-KPT.—In exercise of the powers conferred by Sections 48, 49 and 50 of the Major Port
Trusts Act, 1963 (38 or 1963), the Tariff Auihority for Major Ports hereby approves the proposal of the Kandla Port Trust
for a general revision of its Scale of Rates as in the Order appended hereto.

SCHEDULE

Case No. TAMP/114/2<)01-KPT

The Kandla Port Trust (KPT) Applicant

O R D E R
(Passed on this 8th day of April 2002)

This case relates to a proposal received from the Kandla Port Trust (KPT) for
general revision of Its Scale of Rates (SOR).

2.1. The KPT has stated the following main reasons for proposing a general revision of
Its Scale of Rates:

(i). A comprehensive revision of Its SOR was last done in November, 1993; and,
thereafter no general revision of the tariff structure was undertaken due to the
strong financial position of the KPT and emergence of various private ports In the
nearby vicinity of the Kandla port.

The tariff was, however, revised subsequently on several occasions on piece-meal
basis in respect of hire charges of floating crafts, storage charges, etc.

(ii). Both the TAMP and the Ministry of Shipping have directed the KPT to go In for
general revision of tariffs; and, also stressed that the Port Trust has to ensure a
rate of Return on Investments (ROI) as per the prescribed guidelines.

(III). Due to cross-subsidisation of general cargo by the oil traffic, the upward revision
of tariff had been avoided; however, with the commissioning of Reliance Refinery
and the PVKL Pipeline, the oil traffic has registered a steep decline of about 7.7
MTPA during the financial year 2000-01 as compared to the financial year 1999-
2000. The year 2001-02 has also indicated a downward trend In the POL traffic
making the cross-subsidisation Impossible.

(Iv). The financial position of the Kandla division of the KPT Indicates an operating
deficit of Rs. 2.89 crores in the year 2000-01, which if combined with the return on
the Investment (@ 18% on assets worth Rs. 400 crores) will necessitate a hike In
tariffs by approximately 7 1 % of the operating income.

(v). The financial position of the Vadlnar Division being in surplus, no revision in the
SOR for the activities at the Vadlnar Division Is proposed.

(vf). The operating costs and other expenditure have increased manifold, since last
revision In 1993. There has been 125% increase in the operating cost, 160%
increase In the salaries & wages, 565% increase in the pension cost; 543%
increase in the power cost; and, fuel cost has increased by 30% during the year
2000-01 resulting in increase in the cost of water supply and overall Increase In
the cost of materials required by the port trust Apart from these costs there has
been on-going expenditure on dredging for deepening and maintenance of
channel draft of 13.5 meters.

(vli). The heavy Investments of around Rs. 333.84 crores made during the last eight
years for providing the infrastructural facilities have resulted Increased operating
and maintenance cost and depreciation. The ambitious expansion plans for
development of the port Infrastructure shall also entail heavy capital expenditure to
the tune of Rs. 497.70 crores In the next five years
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2.2. The KPT has reportedly considered the following main points while proposing
general revision of Its Scale of Rates:

(i). Overall scenario of the Industry with reference to market, economy, competition,
and, impact of two successive natural catamites viz. cyclone in June 1998 and
earthquake In January 2001, which have badly affected the trade of the Kutch
region in particular.

(ii). Standardisation and simplification in the tariff structure to ensure more
transparency and simplicity.

(iii). Tariff leverage for deciding about the promotional pricing for oil jetties to ensure
better utilisation of spare / idle capacity.

(Iv). Tariff prevailing in the neighboring ports.

2.3. The highlights of the tariffs proposed by the KPT are as follows:

(i). Vessel related charges (at Kandla Division) are proposed to be increased in the
range of 43% to 57%. It Is proposed to prescribe wharfage on bulk cargo; and, to
levy an additional charge of Rs.15/- PMT for break-bulk cargo requiring port
labour.

(il). Wharfage of POL and LPG is proposed to be increased by 60% wharfage on
edible oil and non-hazardous chemicals la proposed to be increased by 14%.

(Hi). Separate charges for supply of additional tugs are proposed Instead of Including
them in the pilotage fee.

(Iv). Stream dues at inner anchorage is proposed as 20% of Berth hire charges,

(v). Schedule of Warehousing charges Is proposed to be deleted.

(vl). The hire charges for floating crafts Is proposed to be rationalised based on the
capacity of the crafts. Similarly It is proposed to rationalise the dry dock charges
based on the size of the crafts.

2.4. The proposal was approved by the Board of Trustees of the KPT unanimously in
their meeting held on 7 November 2001.

2.5. The KPT has requested to grant approval to its proposal of general revision In its
Scale of Rates by 50%. The KPT has added that it requires additional revenue of around Rs. 75
crores to bridge the cost deficit. Taking into consideration market economy, competition and
impact of two natural calamities, it has decided to moderate the hike in tariffs required. A
moderate hike of 50% in rates proposed Is expected to yield additional revenue of Rs. 33 crores
per annum.

3 1. The cost statements Initially furnished by the KPT contained figures for the past 3
years only; however, since tariff validity cycle of two years is adopted, the cost position in respect
of next two years i.e. 2002-03 and 2003-04 will be relevant for determining the extent of tariff
adjustments required. The KPT was, therefore, advised to submit the revised cost statements
accordingly.

32. The KPT has subsequently In January 2002 furnished the revised cost statements
for the year 2001-02, 2002-03 and 2003-04.

4. in accordance with the consultation procedure prescribed, the proposal of the KPT
was circulated to various concerned port users/ representative bodies of port users for their
comments. At the request of the users, the last date for furnishing their comments has been
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extended twice upto 20 February 2002. The comments received from them are summarised
below:

All India Rice Exporters' Association (AIREA)

(i). As against the present wharfage rate of Rs.15/- per tonne (after giving a rebate of
50% for export cargo) on food grains, the proposed rate is Rs.26.25 per tonne
(Basic rate - Rs. 11.25 +Shore Labour levy - Rs.15/-). The proposed increase of
77% will shoot up the cost thereby making the exports of food grains more
expensive and compel buyers to move to other rice exporting countries.

(li). The handling charges shall not be increased in the present competitive
environment as exporters are already working on wafer thin profits.

Federation of Port Users & Customs House Aqents'(FPU&CHA)

(i). While all the Major Ports are re-organising themselves to provide best of the
services at reasonable charges, keeping in view the international competitive
scenario prevailing in Shipping Industry, it is not an appropriate time to go in for
any escalation. More so, in view of the two recent natural disastrous calamities,
which has completely destroyed the economy of Kutch District.

(ii). The justification given for the proposed hike as regards the timing of last general
revision, the operating deficit and the resultant short recovery inclusive of ROI @
18% on assets must be viewed with reference to the piecemeal revisions
undertaken by the KPT wherever necessary.

(iii). While computing the deficit for Rs. 2.89 crores, an investment of Rs. 47.89 crores
is said to have been made for construction of Berth No. 9, during the period of last
8 years, (1993-2001). This is not correct as the expenditure on construction of
Berth No. 9 Is also projected in the capital expenditure of Rs. 497.70 crores
planned for the next five years. The necessary adjustments on this account shall
convert the deficit of Rs. 2.89 crore into a surplus of Rs. 45.00 crores.

(iv). The ROI @ 18% on the assets worth Rs. 400 crores is nothing but a hypothetical
deficit. The KPT has correctly submitted that either wing's losses need not be
compensated from the other wing i.e. Kandla unit with the Vadinar unit. Likewise,
the loss on account of reduction of oil traffic need not be compensated from the
increase in income of the dry cargo services / handlings.

(v). The reasons for increase in employees cost, dredging cost, fuel, water, etc., taking
1993 as the base year are not correct, as upto the year 1999 the ratio of income
and / or surplus was more as compared to year 1993.

(vi). The Central Government and the State Government have provided relief in Excise
duty and Sales Tax in addition to allowing various other incentives for a period of
five years In view of the colossal losses suffered by the Kutch district. The KPT is
also expected to maintain parity with the Government and keep the general tariff
revision in abeyance for a period of five years.

(vii). The issue of CISF and its expenditure is irrelevant which has arisen because of
the failure of the KPT to safeguard the valuable properties of the KPT and the
users, as custodian. The CISF expenditure is an additional burden on the users.

(vili). Under the plea of general revision, the facility of warehousing which is normally
provided by the Ports, as stipulated under the Major Port Trust Act has been
withdrawn. The existing warehousing facilities need to be continued for expansion
of containerised traffic at the Kandla Port.
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(ix). The competition which the Port is facing has to be viewed seriously from the
commercial and cost point of view. The increase in expenditure in the year 2000
is mainly due to wage-revision of the employees, which will not be a permanent
feature, and for which allocation of funds shall be made every year. Showing
employees expenses as one of the element contributing to increase in the total
expenses is not a reasonable justification.

(x). The KPT has avoided the element of existence of Dock Labour Board (DLB) at
Kandla, whereas, nearby ports are free from the same. The DLB workers' sundry
alone works out to Rs. 35 to 40 PMT at the Kandla Port towards stevedoring job,
in addition to the actual cost of labour wages from Rs. 15 to 20 PMT, whereas at a
nearby port, the cost of stevedoring is around Rs.18 to 20 PMT only.

(xi). The other incentives and facilities extended by nearby ports such as allowing
credit facility for port dues payment are not considered by the Kandla Port merely
because Its location is ideal to serve the Northern part of India. The nearby ports
are developing the container terminal / conveyor belt system equipped with latest
and modern operational equipments of International standard; and hence,
economically, are In tough competition with the Kandla Port.

(xii). The Port administration is expected to consult the users at a different forum, which
haa been avoided and the burden is completely shifted on to the TAMP. Thi claim
that the Board of Trustees have unanimously approved the proposal Is, therefore, •
not correct.

(xiii). Proposed hike of 50% In the Scale of Rates to collect Rs.33 crores is not just and
fair. The KPT's claim that an investment of Rs. 333,87 crores has been made for
providing infrastructure for cargo handling during last 8 years needs to be factually
and pragmatically understood. The Port on one hand claims to have made
investment for construction of Berth No. 9 whereas at the same time Rs.47.89
crores has been envisaged in the projected capital expenditure for this purpose.

(xiv). Development of Bunder-basin is a routine expenditure, which has been avoided
by the port till date. Otherwise, the small crafts traffic could have started long back
at the KPT.

(xv). If the non-insurance charges collected by the KPT for more than 40 years @ 50%
of hire cost was kept exclusively for future risk/damages, it would have covered
and compensated the losses suffered in the calamities.

(xvl). The KPT has a reserve of Rs.1100 crores, which has been Invested in securities/
loans / FDRs, etc. The annual income of around Rs. 100 crores does not seem to
have been considered in the proposed revision of Scale of Rates.

(xvii). The KPT is constructing berths and allowing the same on lease to private
organisations. That being so the projected expenditure for construction of
additional berth shall not be included in the capital block.

(xviii). The feasibility of handling general cargo at the oil Jetty by constructing conveyor
belt system and developing the nearby area may be worked out to utlilise the
idle/under-utilised facilities.

(xlx). In the nearby ports, vessel-related expenses constitute only Berth Hire and
Pilotage, whereas at the Kandla Port it includes levy of Port Dues, Pilotage, Berth
hire and Stream Dues plus 5% service tax. As a result the nearby ports are found
to be more favourable to the users so far as handing cost Is concerned.

(xx). An unbearable increase to the tune of 40% to 1887% has been proposed in the
entire general revision proposal under the plea that an additional revenue of Rs,
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33 crores per annum will be generated though the overall hike proposed of 50% of
the existing tariffs.

(xxi). Heavy burden have been imposed on containerised cargo availing services of fire
fighting equipment and other services provided by the Port. Instead of developing
hazardous cargo depot, import of hazardous cargo has been discouraged, which
gives an impression that the KPT is avoiding responsibilities and traffic as well.

Kandla Timber Association

(I). Our country has to depend on the import of Timber logs for own consumption
because the Government of India has banned cutting of forests for timber. The
proposed increase in the charges will defeat the very purpose of protecting our
forests.

(ii). The Timber Industry being a labour oriented industry, it must be provided with a
growth oriented environment.

(iii). The import of Timber Logs entails dealing in the international market in
competition with the developed countries, whose currency is very strong as
compared to ours.

(iv). The present hike will have an adverse effect on the growth of timber industry and
also on the income of the KPT from this commodity. An increase of 10% to 15%
is, however, acceptable.

Indian Farmery Fertiliser Cooperative Ltd. (IFFCQ)

Since the jetty in the O.J. region of the KPT has been built and maintained by it, the KPT
must not levy wharfage on its cargo handled at the IFFCO jetty. In case, it is proposed to
levy the wharfage charges, the proposed upward revision will not be reasonable and will
need to be reviewed.

Kandla Port Stevedores' Association fKPSA)

Its views has been incorporated by the FPU&CHA. In addition to that, it has stated that
the port has not furnished any item-wise Justification of the proposed increase in the
tariffs.

Kandla Port Steamship Apent's Association (KPSAA)

(i). The reasons given for proposing steep hike in the SOR to the extent of 50% are
not adequate to justify the proposal. The proposed increase will make the Kandla
port more expensive forcing the users to severe their consistent support to the
Kandla Port.

(Ii). The services and facilities provide must commensurate with the increased cost to
the Port users. The KPT has, however, not given any details to improve the
general working conditions at the Port, which may directly or indirectly reduce its
costs. Increasing the revenue by imposing a hike in tariff is considered to be the
only solution by the Port. No efforts are contemplated to reduce the operating
expenses with a view to generate surplus.

(iii). The Kandla Port is expensive because of numerous extra unofficial costs, which
keeps on increasing without any corresponding improvement in the service and
facilities. The port users have to bear the speed money of Rs.35/- to 40/- PMT to
be paid to the DLB workers in addition the amounts payable officially as per the
DLB bill. No attempts have been made to curb or eliminate these costs.
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(Iv). The services of the KPT watch and ward staff is continued to be retained along
with the CISF for security of cargo and properties. The KPT staff is being
deployed for providing security at the residences of the KPT officers, which
appears to be a new perquisite provided by the KPT.

The KPT has absolved itself from tha duty of providing security to the containers
and cargo therein in the port; and, the users have been asked to provide their own
security.

(v). The KPT Is the bailee of the cargo In the port, which belongs to the importers and
exporters; and, the port has both moral and legal obligation to protect their
interest. By deploying the CISF, if pilferage has become lower, the KPT has
merely fulfilled its obligation. The justification in this regard for increasing the port
tariff cannot be accepted.

(vl). Kandla is not an exception to the dredging cost. The port must explain the
effectiveness of dredging done in the port. If such huge amounts are spent, the
benefit must go to the port and port users. So far, the expenditure incurred on this
account did not contribute towards improving the draft of the Kandla Port.

(vii). The Adani port at Mundra poses a biggest threat to Kandla port for its deep draft
and. mechanical handling. In addition, minor ports in Gujarat are developing fast
and expanding.

(viil). The Kandla Port enjoys an Inherent advantage of the North Indian traffic from the
distance point of view. The fast developing minor ports will no doubt wean away
the Kandla's traffic if in one stroke an increase as steep as 50% is imposed.

(ix). The capital expenditure of Rs. 333 crores for infrastructure development in the last
eight years had become necessary because in the past the KPT did not make
adequate investments although it made profits. For example instead of a having a
Container Terminal at the port, the KPT gave loans to other ports ignoring the
present and future infrastructural development needs of the KPT.

(x). The KPT has not enlightened the latest financial position of its Vadinar unit in its
proposal. Since the Accounts of the two units are merged, It is important to
disclose the combined profit or loss position.

(xi). It has reiterated the views of the FPU & CHA as regards relief granted by the
Central and the State Government in the Excise duty and Sales tax to the trade
and industry due to the earthquake in January 2001. The proposal of the KPT will
negate this very purpose.

(xli). The KPT would have handled higher traffic and avoided detention of vessels to a
large extent if the bunder area had been developed earlier to handle barges.

(xiii). Apart from the cargo and marine related income, the KPT has income on its fixed
deposits and other investments, the details of which must be reckoned with to get
a clear picture of Its financial position.

The Container Shipping Lines Association (CSLA)

(i). The impact of inflation is inarguable. The KPT is contemplating to improve its
financial position by increasing the tariffs without any concerted efforts to reduce
the internal costs, improve the customer service and consider value additions.

(il). If the fall in POL traffic has warranted the proposed tariff, then the cross-
subsidisation of POL with the other activities shall have to be addressed. Also,
cost of unprofitable operations also need to be reviewed.
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(ill). The tariffs prescribed for the POL handling activities are at par with the tariffs of
the same activities at other ports and are not subsidised at the Kandla port barring
the local cost variations. If loss of the POL traffic has caused such a problem, and
if other activities are being charged for at a rate that other ports can accept, then
the costs,of other activities need to be reviewed before the port is allowed to cover
its revenue shortfall simply by passing its cost inefficiencies to its customers.

(iv). If the POL traffic is lost, the port mur.t pvp;a,n jts proposal to attract replacement
revenue, deployment or shedding of ;i»-- -,j,p!us labour, utilisation of surplus or
under-utilised handling facilities e?<~ '•>•' i ..y cannot increase its revenue to
secure a 'guaranteed' rate of return on raoitei investment in assets which are now
unutilised or at least under-utilised.

(v). It is fundamentally wrong to expect the trade to pay for the failure of the port to
retain the existing business or to attract new business

(vi). It seems unwise for a port to contemplate a substantial increase in tariffs which, by
dint of its relatively limited infrastructure cannot handle mainline vessels, and
depends upon the feeder connections with their additional cost disadvantages.
Such an increase will reduce the advantages the port has as a result of its
proximity to the industries of North West India.

(vii). It is questionable whether the current revenue shortfall can be attributable to the
earthquake of 2001 in this region to the extent suggested. It is also not clear
whether the financial and material assistance allocated to the region to mitigate
the consequences of the earthquake has been taken into -..ccount. The fact that
the port had resumed most of operations quite quickly and handled additional
volumes of aid cargo must also be taken into account.

(viii). The increase proposed in ground rent is 107% for empty containers and 140% for
laden containers which appears to be inequitable as compared to a general
increase of 50% claimed by the KPT,

(ix). The increase in storage charges is unwarranted in view of poor infrastructure and
improper storage facility. • The cost of inflation cannot be the only reason for
recovery of cost' by the Port Trust. The Port must generate more revenue by way
of bringing in efficiency in process, more modern yard stacking systems, less
cumbersome shuffling requirements of stacks, etc,

(x). It will be difficult for the Lines to justify the increase proposed in storage charges
of empty containers as these are not directly recovered from jhe trade.

(xi). The charges for reefer points for first 15 days shall not exceed US$ 17 per day.
The proposal to increase these charges after the first slab of 1S days is illogical as
the service tendered by the port remains the same.

(xii). It appears that the KPT has not considered the benefit derived due to fluctuation in
exchan'js un dollar denominated tariffs items.

(xiii). There is no justification for proposing tariff for the reefer containers double the
tariff for 40' container since it is technically proved that 40' container does not
consume double the amount of electricity. The charges for a 40' container should
be 1.25 to 1.5 times the 20' container rate.

(xiv). The port is duty bound to supply power to reefer containers except under force
majeure conditions. There can be no discretionary power left to the Traffic
Manger not to do so. If adequate grid power is not available then the pert ru s t
provide back up generator capacity as provided by the JNPT ar.J t ie NiSICT

1275GI/2002—10



74 THE GAZETTE OF INDIA; EXTRAORDINARY [PART III—SEC. 4]

(xv). The Pilotage charges proposed by the KPT are higher than the tariff applicable at
the NSICT.

(xvi). The increase proposed in Berth Hire and Port Dues are completely unjustified and
does not follow the value for money concept.

(xvii). The aspect of cross-subsidy again arises not only due to the differential between
coastal vessel and foreign going vessels; but, also due to the increase in dollar
differential as a result of the proposed increase in tariff.

(xviii). The marine activity is earning a return over 18.61% even at the existing level of
tariff which is more than the guidelines prescribed by the TAMP. There is,
therefore, oCope for downward revision in marine dues.

(xix). The proposed increases will act as a disincentive for private operator to bring in
the efficiency required to enable royalty commitment to be honoured.

(xx). There is no real andlyiils of the profitability of various components.

(xxi). Container vessels continue to lose priority to coastal feeders, which is not
conducive to developing the trade. It seems inappropriate for the operators of
such vessels to be asked to pay more when the service package offered does not
measure up to basic standards or improved standards, which might warrant an
Increase.

(xxii). As regards the privatisation in Kandla, the suggestion that the successful bidder
be granted exclusivity is quite wrong. It is fundamental that the privatisation
process should bring about improvements in the service and cost effectiveness
through competition.

Indian Oil Corporation Limited (IOCL)

(i). No increase is proposed for Vadinar division for Pilotage and Port Dues; however,
for Mooring Charges proposed at SBM, there seems to be a typographical error.

(li). The anchorage fees for 30 days in the Vadinar division is proposed to be
Increased by approximately 50% which is not clear.

(ni). The KPT has proposed to Increase almost all the tariffs at the Kandla division;
and, the increase proposed for some of tariff items are quite steep. If the intention
of the KPT is to reduce the cross-subsidisation of expenditure on other cargoes by
POL, there Is no justification in increasing the tariffs of POL including pipeline
transfer charges between oil companies using the Kandla Port facilities.

The Shipping Corporation of India Limited (SCI)

(i). The interest ef Port Users need to be protected and not to be side tracked. A
sudden increase to the tune of 50% on an average does not carry any conviction.

(ii). Revision of Scale of Rates must commensurate with the services and facilities
provided by the port. The existing facilities are inadequate.

4.3. The comments received from the users were sent to the KPT as feed back
information.

5.1. A joint hearing in this case was held on 8 March 2002 at the KPT premises. At the
joint hearing, the KPT had made a detailed presentation highlighting its financial position in context
of the revision proposed in the Scale of Rates.

5.2. At the joint hearing, the following submissions were made:
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Kandla Port Trust (KPT)

(i). Since the year 1995 there is a drastic change in the situation because of
emergence of acute competition.

(n). Export incentives are given at the instance of Ministry of Commerce. It is a long
standing facility.

(iii). New initiatives from the CONCOR will cut into coastal vessel traffic. The
CONCOR threatens to set up an ICD here that will take our containers away to the
JNPT.

(iv). We have categorised berths as 'crane berth' and 'non-crane berth'. A 10%
concession is proposed for non-crane berths.

(v). Rates recently fixed for floating crafts have not been altered. The proposed
increase of 50% will not apply to them.

(vi). Pension and wage arrears, cyclone / earthquake expenditure are met out of
'reserves'. We are not loading it on to the tariff revision.

(vii). As regards Pilotage to cover one shifting we permit any number of shifts (not just
one) free. We reckon with only one tug in Pilotage fees; but, we will accept your
decision in this regard.

Trie Container Shipping Uney Association (CSLA)

(i). We endorse all the points highlighted by the TAMP.

(ii). There is no reference to improvement of efficiency or cost reduction. Please do
something about it.

(Iii). There is drop In the POL traffic. Why should other cargo be required to fill up this
drop?

(iv). The KPT claims to become a feeder port. Why go for deeper draft then9 There
are no feeder vessels today that require a draft of 13.5 metres.

(v). Why distinguish between 'coastal feeder' and 'straight MLO feeder1 for according
priority in berthing?

(vi). Dredging cost of Rs. 100 crores has been envisaged by the KPT. We do not
require 13.50 metres draft. Why then have dredging?

(vii). For cyclone / earthquake relief everyone has contributed. There is no evidence of
expenditure of that collection. Why load more expenditure from 'reserves'? The
Government of India must bear such expenditure; yid, it shall not be passed on to
users.

(vlli). Foreign - going vessels are already overburdened. Coastal vessels need not get
further concessions. Keep the concession on coastal vessel at 30% as at present
directed by the Government of India. Do not increase the concession to coastal
vessels.

(ix). The propotal does not contain any 'profitability analysis'. There is only cost
based approach. This is not correct.
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''•:?-:»dJa Port Steamship Agents' Association (KPSAA)

The proposal is adhoc.

(ii), There is no reference to quality of performance or cost reduction.

(MI). Introduction of CISF helps the port to discharge its liability as a bailee. That cost
shall not be shifted to the users.

Vadiivr must be included in the cost estimates. The position must be considered
in totality.

(v). , There? JO a condition in the existing Scale of Rates about additional charge not
being levied in special circumstances where two pilots are posted in any shipping
operation or two tugs are required for berthing. The KPT has been ignoring this
provision.

{v\). Bills are given long after vessels are gone. How can the Agent pay''

(VII). Lines have to carry a number of empties which is an additional ourden,

iviii, Charges for reefer containers are very high, therefore, traffic is going to the GPPL.

(ix i. The port does not accept any responsibility for disruptions >r> t upply o' electricity.

(x). The totality of increase in vessel related charges works out to 68%; and, not 50%.

(xi). In Pilotage charges various increases are proposed which are unjustified. The
problems caused by tidal requirements have not been reckoned with.

(xii). As regards provision of a safe anchorage, the KPT is duty bound to provide it. If it
does not provide this service, it cannot charge for tugs required to pull back the
vessel.

The Kandla Port Stevedores Association (KPSA)

(i). Everything is based on 1993 position. That was a monopoly period. Now there
are strident competitions, therefore, a totally different approach is required.

(ii). Capital block needs a close scrutiny.

(iii). The KPT says that four oil jetties have been constructed in the last eight years.
This is factually wrong. These jetties were there even before 1993.

(iv). Dredging cost is shown as Rs.41 crores for the year 2000-01; but, in the Balance
Sheet it is only Rs.28 crores.

(v). As per the Balance Sheet, the operating expenditure (including Vadinar) is only
Rs. 84 crores whereas the KPT has shown it as Rs. 105 crores for Kandla only
which is totally wrong,

(vi). In the existing Scale of Rates, the wharfage is prescribed for packed items and
for bulk items it is Rs. 15 less. The extra wharfage for bagged items is now
proposed for meeting the cost of shore-based labour. The KPT's attention is now
shifted from bag to bulk still they charge Rs.15 more.

(vii). See the dictionary definition of wharfage. How can the KPT charge wharfage
even when the wharf is not used at all?

(viii). Why is the warehousing facility denied to some cargoes'? It is irrational.
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(ix). For storage charges and ground rent, different rates are proposed for bulk,
bagged and container cargo. Incredibly, it is the highest for bulk.

Xi Refers are not seriously considered. User ia required to bring cable, generator,
etc. What attitude is this? The KPT must provide acceptable facilities.

'x. . For coastal vessel traffic, 30% concession must be maintained.

ixjjj. Entry fee is not a revenue earning Item, It should be only a token charge; and,
cunnot be a increased from Rs. 7/- to Rs. 50/-.

(XIII). hre fighting must be a contribution from the port. Why charge heavily the users?

(xiv). Weighing charge shall be 'per tonne'; not 'per truck'.

r».iR ^3,<'<j»a 3tevftdoro3 Association Limited (K8A)

. i). The KPT must emphasise Improvement in efficiency, cost reduction, and increase
in productivity.

(ii). Manning scales must be altered.

(iii). The KPT disclaims responsibility for power failures. Lines are required to bring
their cables, etc. Why not permit them to bring in their generator sets?

(iv). In the KPT there Is no DLB involvement at all with stufflng/destuffing of containers.

(v). Even the Finance Minister consults the Trade before budget formulation. But, the
KPT did not think It necessary to consult the users.

(vi). Pile foundation of berths are disintegrating. Some action with the help of I.I. r.
Chennal must be taken. What Is there In this proposal for this?

(vlf). There is inadequate covered storage place. Please provide that,

All India Rice Exporter* Aaaoclatlon fAIREA)

(1). We have hefty stocks. The KPT must charge less and encourage us. The
quantum of traffic will make up for much more than the concession offered.

(ii). Weigh bridge Is not giving correct weight We lose on every shipment. The KPT
must property maintain the weighing machines.

(HI). Berths must be clean. Chemical berths are also allotted. How can edible Items
be handled there?

Kandla Timber Aaaoclatlon (KTA)

(i). We oppose the 60% hike proposed. We cannot absorb this burden,

(ii). Other ports are offering more attractive terms.

Kandla Cuatorq Hop— Aatntm' AaaoclaUon (KCHAA)

(i). The KPT did not discuss the proposals with the trade. We object to this utter
disregard of users.

(II). Miscellaneous charge for crane Is proposed to be Increased from Rs. 530/- to Rs.
10,000/-per shift per orane. This Is more than the berth hire Itself. And, berth hire
Is supposed to Include crane charges. Please remove this anomaly.
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The Gandhidham Chamber of Commerce and Induatrv (GCCH

(i). We support all the points made by the users.

(ii). Comprehensive revision of proposal is a good initiative or effort. But, it takes into
account only Internal (cost) factors. It does not take into account the market
conditions.

(ili). The recession in grain market has eroded the viability of this trade. We should
not be governed by global considerations. Separate attention must be given to
each commodity.

(iv). There is no reference to improve service, improve efficiency, cut costs and
thereby increase returns.

(v). Coastal vessel traffic is to be encouraged hence give more concession. Give
concessions in cargo related charges also.

Indian Oil Corporation Ltd (IOC)

(i). The KPT says, Vadinar has been delinked. Why then have they proposed
increase In some vessel related charges at Vadinar?

(ii). POL cross-subsidisation is pegged at the existing level by the TAMP. Why is the
KPT increasing rates for POL products at the KPT.

(iii). Why increase rates for Inter Terminal Transfer? There is no justification for the
increase proposed.

(iv). The KPT says that coastal vessel movement of Vadinar transactions is part' of the
KPT. There is no movement from one port to another port. This is a specious
argument.

5.3. At the joint hearing, some of the port users / representative bodies of port users
have furnished written submission which are summarised as follows:

The Qandhidham Chamber of Commerce and Industry (GCCO

(i). The series of natural calamities like cyclone in the year 1998 and 1999 and the
devastating earthquake in the year 2001 have broken the backbone of the
economy of this entire area. In view of this it is not appropriate to propose even a
slightest hike in the Scale of Rates.

(ii). The KPT did not invite the port users to discuss its proposal for revision of the
Scale of Rates. Such unilateral proposition for increase in the rates cannot be
accepted.

(iii). The KPT has not considered the earnings of Vadinar which is actually one of the
eight departments of the KPT.

(iv). The KPT has not been proposed to reduce costs in order to generate revenue.
Nothing has been proposed to reduce manning scales for both KPT and KDLB
workers despite the fact that there has been 35% increase in wages payable to
these workers with effect from 1 January 1998.

(v). The comparisons given by the KPT about the rates prevailing at the neighboring
ports are very selective in terms of totality of the handling components concerned.
It does not give a fair view of the ground realities. A corrfparison of total
transaction cost may be done to justify the proposal.
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Kandla Custom House Agents' Association (KCHAA)

(i). The KPT in order to justify the need for an across the board increase in its Scale
of Rates have played with their accounting systems. It has conveniently excluded
the profits of its off shore oil terminal department (Vadinar) so as to enable it to
show a deficit of Rs, 2.89 crores for Kandla operations. The Vadinar cannot be
treated separately as it is one of the total eight departments of the KPT.

(ii). A sum of approximately Rs. 950 to Rs. 1000 crores has been invested by the KPT
on which the interest earned is approximately Rs. 136 crores. If this interest
income is considered to be of the KPT, then the deficit of Rs. 2.89 crores reflected
by the port will be wiped out.

(iii). There is no justification for proposing any hike in the wharfage charges on any of
the cargoes in view of the fact that the KPT has not invested any funds in
procurement of any cargo handling, infrastructure / equipment since the last many
years except for the four shore cranes. It has not utilised more than 30% to 40%
of its yearly budgetary provisions for infrastructure development.

(iv). Wharfage of Rs. 15/- PMT proposed for bagged cargo towards the cost of shore
labour is unwarranted since the shore labour do not even physically touch a bag
while handling the cargo.

(v). Proposed increase in storage and rental charges is unwarranted and unjustified
since these rates were already revised in the year 2001. The contention of the
KPT that the hike is proposed because damage cost on plots were not recovered
from users is absolutely incorrect as almost three years back the KPT had decided
not to claim damage charges on open kachha plots and also on pucca plots as the
same were on reclaimed land.

(vi). The hike proposed in storage charges on containers, vessel related charges etc.,
are absolutely unwarranted as it will consequently increase the transaction cost of
an importer / exporter substantially resulting in diversion of traffic from the Kandla
Port.

(vii). The KPT must continue to provide warehousing facilities as being done in the past
since it is a means of attracting cargo, especially import cargoes.

(viii). The piece meal comparison shown by the KPT does not reflect the factual picture
of a complete transaction costs for an exporter / importer.

(ix). The service provided by the KPT does not provide value for money. The KPT has
made no attempt whatsoever in this direction.

Federation of Port Users and Customs House Agents' (FPUCHA)

(i). When new ports come-up in the nearby vicinity, decline in traffic is a natural
phenomena. It, occurs, only if the port does not keep itself abreast with the latest
development and modernisation effected In the upcoming nearby ports.

(ii). The Balance Sheet of the KPT for the year 2000-01, reflects the strong financial
position of the port with reserves of Rs. 1000 crores and net surplus after
appropriation to various funds at Rs, 68.73 crores.

(ill). The ROI has been computed on historical cost of assets. It is, therefore, not
appropriate to propose hike in the tariff in view of short recovery of ROI to the tune
of Rs. 72 crores.

(iv). There may be decline in POL traffic in last few months; but, the overall graph
shows a positive and upward trend.
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(v). Jetty no. 9 is not constructed. The KPT's claims to have built the 9lh jetty at the
•cost of Rs. 47.89 crores is factually incorrect.

(vi). Four Oil jetties stated to have been constructed by the KPT during the last 8 years
were in existence even prior to 1993.

(vii). Expenditure on dredging cost has been shown at Rs. 41,21 crores in the ye^r
2000-2001 whereas the real expense incurred on this account is only Rs. ?3
crores.

(viii). The KPT has made a tali claim that by spending Rs,40 crores upto the year 2001
2004 the channel shall be deepened to 13.5 mtrs. whereas in the year 1999-200^
and 2000-2001 the KPT has spent approximately Rs.71 crores on dredging; bui.
the maximum depth of the channel available is 10.5 mtrs.

(ix). Natural calamities cannot be a basis for proposing hike in the Scale ot Rate?.
Two reserves of 3% each are maintained to meet these contingencies. Fusthu,
the KPT also has a sizable reserve on account of its levy of Non-Insurance
premium. Similarly, separate reserves are maintained for salaries, pension, etc.,
and same cannot be taken as justification for proposing hike in tariff.

(x). There is no justification for escalating the operating expenditure from Rs. 47
crores in the year 1993 to Rs. 105 crores in the year 2000-2001.

(xi). The heavy capital expenditure to the tune of Rs. 497.70 crores planned in the next
five years is not expected bring much relief to the trade,

(xii). The KPT has neither 'provided nor made arrangement for even one gantry crane
for handling container traffic despite having handled containers for last 22 years.

(xiii). In view of the two natural calamities in this region resulting into heavy losses to
the trade and due to stiff competition from the other nearby ports which are
offering various discount / incentives to attract the traffic, any hike in the Scale of
Rates of the KPT may be kept in abeyance for at least next five years.

(xiv). The base of levy of wharfage rate has been proposed to be changed from bagged
cargo to bulk cargo; and, additional charge of Rs.iSAPMT has been proposed in
case of bagged cargo. This will discourage traffic at Kandla port.

(xv), The wharfage is payable only if users have used wharf services and not
otherwise. Hence recovery of wharfage on cargo sent back to town is not justified.

(xvi). There is no justification for proposing 20% additional wharfage charges for liquid
tankers handled at cargo jetty berths.

(xvii). Denial of warehousing facility at Major Ports is not just and fair. It will defeat tho
aim of the Major Port Trust Act to extend the facilities of warehouses at ports.

(xviii). Th© proposed provision to levy storage fees on import containers removed from
the port area for destufmg / stuffing from the day following the GLD of the vpsse!
is incorrect.

(xix). The tariffs for refeer containers may be accepted only if the KPT provides
sufficient reefer points. At present tha port levies tariff for full day though it offers
service maximum though for three to four hours.

(xx). The port trust must grant atleast 7 days as grace period for payment of storage /
• rental charges or should accept deposits towards to avoid harassment to the

users.
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(xxi). The proposed provision that the port shall not be a bailee in case the rented
warehouse is locked violates the provisions of the MPT Act.

(xxn). The rebate of 30% on coastal vessel as per the guidelines of the Government of
India may not be reduced,

(xxiii). The increase proposed in entry fee from Rs. 71- to Rs. 50/- is not justified.

(xxiv). The fire fighting service extended by the port is one of the social responsibilities of
the port; and, is essential even for safety of port own properties. Hence, there are
no expenses exclusively for port users.

(xxv). Rebate for non-crane berths may be considered.

5.4. The CSLA has re-submitted its earlier comments.

6. Based on a preliminary scrutiny of the proposal, the KPT was requested to furnish

additional information / clarification on various issues. Some of the main points raised are as given
below:

(i). The cost statements to be submitted separately for Kandla Division, Vadinar
Division, Port as a whole and for different activities / sub-activities duly reconciling
the totals with the Annual accounts / Revised estimates.

(ii). Additional income due to variation in foreign exchange rate in the estimates of
vessel-related income; and, additional income due to restoration of disparity at the
accepted level between the tariffs of foreign-going and coastal vessels.

(iii). Reasons for including expenditure on repairs and maintenance of jetties and dry
dock expenses under cargo handling activity.

(iv). The basis of apportionment of dredging expenses and common expenditure
between the various activities including Management and General Administration
expenditure.

(v). Double counting of interest on loan - once as an item of expenditure and again as
a part of ROCE - to be eliminated.

(vi). Exclusion of the assets relating to Vadinar Division, assets unserviceable but not
disposed of and assets damaged in cyclone / earthquake but still carried in the
books from the capital block while calculating the ROCE.

(vii). Confirmation whether additional traffic in the light of investments made in the
additional berths and wharf cranes, are considered in the traffic projections.

(viii). The Finance and Miscellaneous Expenditure (FME) to be included in the cost
statements shall be as per the guidelines on the subject. As regard Finance and
Miscellaneous Income (FMI), its effect (other than interest on government
securities, FDR's, P.F. and other specific funds) must be considered in the cost
statements.

(ix). The reasons for not transferring the completed assets worth Rs.147 crores to
assets account. A list to be submitted showing all the assets likely to be c :mDleted
and capitalised during the years 2001-02, 2002-03 and 2003-04 respectively. The
capital employed needs to be calculated as per the guidelines prescribed by this
Authority.

(x). Details about the installed capacity vis-a-vis the utilisation of berth-, handling Oil,
general Cargo and for Vadinar Division.

1275GI/2002—11
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(xi). The reasons for proposing increase in Miscellaneous pilotage fees in the range of
110% to 368% as against overall increase of 50%. The reasons for provision for
payment of Pilotage fee In addition to penalties for entering or leaving the port
Without a pilot.

(xli). The definition of Pilotage fee needs to be modified to include the composite
service of one inward movement, one outward movement and one shifting within
the harbour. Separate shifting charges may be prescribed for second and
subsequent shifting other than for port convenience.

(xiii). Justification for the rebate of 10% proposed for non-crane berths with reference
to cost of operating wharf cranes. Berth hire charges need to be proposed with
reference to the facilities provided at different berths.

(xiv). The basis of proposing Stream Dues at the inner anchorages at 20% of the Berth
Hire charges.

(xv). The reasons for proposing 60% increase in wharfage for POL and LPG when the
cost statement for POL activity indicates a revenue surplus.

(xvi). Reasons for proposing separate wharfage rates for import and export.

(xvii). Reasons for deleting the provision regarding stuffing and destuffing of containers
under the Wharfage schedule.

(xviii). The Wharfage rates are proposed for bulk cargo and an additional wharfage of
Rs. 15/- PMT is proposed to recover cost of shore labour. Justification for the
proposed labour charge with reference to cost of supplying labour to operations.

(xix). The reasons for deleting the Schedule of Warehousing charges.

(xx). The reasons for incorporating a provision that locking of the rented warehouse
shall not make the port bailee of the goods.

(xxi). The reasons for proposing 100% increase in weighment charges and 900%
increase for issue of certificate.

(xxii). The effect of rationalisation of the dry dock hire charges to be worked out by
comparing the revenue at old rates and at the proposed rates Also justify the dry
dock charges proposed for private use.

(xxiii). The reasons for substantially increasing the charges for wharf cranes hired for the
purposes other than cargo handling.

7.1. In response to various queries raised by this Authority the KPT has furnished
requisite information / clarification vide its letter dated 16 March 2002. It has also furnished
modified cost statements and (draft) Scale of Rates.

7.2. An official level meeting was held during 18 March 2002 to 20 March 2002 to
discuss the various points relevant to the proposal. Based on the discussion, the KPT has
submitted supplementary information on 20 March 2002 and on 22 March 2002. Taking into
consideration all the responses received from the KPT, the additional information/clarification
furnished by the KPT are summarised as follows:

(i). The KPT has furnished the separate cost statements for Kandla Division, Vadinar
Division, Port as a whole and for various activities/ sub-activities duly reconciling
the figures with the Annual Accounts / Revised estimates.
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(ii). Additional income due to variation in foreign excnange rate; ana, aiso me
additional income due to disparity In coastal vessel tariff has been indicated.

(iii). As per the accounting procedure and policy followed, the expenditure on repairs
and maintenance of jetties and bunders has been allocated to cargo handling
operations instead of Berth Hire activity. Likewise, dry dock expense of fire float
have been apportioned to cargo handling because mainly liquid cargo and
general cargo avail of these services. This matter will be reviewed in future and,
if necessary, rectification with prospective effect may be implemented.

(iv). The dredging expenses have been apportioned to Berth hire and Port Dues based
on the quantity dredged in the Channel and alongside the jetties. Bases of
apportionment of various Management and General Administration expenditure
have also been explained.

(v). Double counting of interest on loan has been eliminated.

(vi). The assets relating to the Vadinar Division has been excluded from the capital
block for calculation of ROCE for other activities. Further, assets unserviceable
but not disposed of and assets damaged in cyclone and earthquake are excluded
while calculating the capital employed. Similarly, the revenue expenditure
incurred due cyclone and earthquake have not been included for fixation of tariff
revision.

(vli). Additional traffic in the light of investments in additional berths and wharf cranes
has been included in the traffic projections.

(viii). Income estimates of major items at the proposed rates have been furnished.

(ix). The FME has been considered in the cost statements as per the guidelines
prescribed.

(x). (a). The assets completed were not transferred to asset account due to non-
settlement of bills, etc.

(b). List of all assets to be completed and capitalised during the year 2001-
2002, 2002-03 and 2003-04 has been furnished. A detailed working of
capital employed, return on capital employed for the port a whole has
been furnished.

(c). The KPT has proposed a lower rate of return of 13% for the year 2002-
2003 and 15% for the year 2003-2004 taking Into consideration market
conditions and reduced interest rates on investment.

(d). The working capital considered in this working was Rs. 119.25 crores
which appeared to be high. To a query raised to Justify the working
capital, the KPT has confirmed that capital employed has been computed
based on the standard formula given by the TAMP. Working capital of Rs.
119.25 crores has been considered as per the Annual accounts of 2000-
01 and is assumed to be of same level for next three years. Since cash
and bank balance cannot be considered in the computation of working
capital as per the TAMP's directions, It has submitted that accrued interest
of Rs. 96 crores may be allowed as current assets.

(xi). The dredging and marine survey cost Included In the cost statement includes
contract dredging, portion of expenditure on dry docking assigned to dredging
crafts, etc. Capital dredging has reduced the cost of maintenance dredging and
hence it Is justifiable to apportion the dredging cost on all the vessels calling at the
port.
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(xii). The total capacity of the port is assessed to be 36.67 million tonnes of which the
capacity of Vadinar SBM is 21 million tonnes, Oil jetties is 9.17 million tonnes and
general cargo jetties is 6.50 million tonnes.

(xiil). The present ratio of foreign-going vessel tariff to coastal vessel tariff is 100:30.
The ratio proposed In the instant proposal is 100:35. If the coastal vessel rates
are hiked to 70% of the foreign-going vessel tariffs as per the Government
guidelines the hike will be to the tune of 256%. Vessel profile has undergone a
drastic change since 1999-2000 onwards. The coastal vessel visiting the KPT are
mainly container feeder vessel of lower GRT which ply between the KPT and the
JNPT. A substantial hike of 256% shall affect the container traffic itself. Hence it
is proposed that the present rates for coastal vessel may be increased by 100%
from the existing level.

(xiv). The condition relating to rebate of 20% in vessel related charges on coastal vessel
has been removed in the revised Scale of Rates.

(xv). The tariff proposed for Miscellaneous Pilotage fees has been corrected in the
revised Scale of Rates. In the event of vessel entering or leaving port without a
pilot in addition to penalties prescribed, the Pilotage fee will also be applicable as
per the provisions of the Indian Ports Act.

(xvi). The Kandla Port being a tidal port is able to undertake safe berthing by use of one
tug taking advantage of tidal flow. Since berths are constructed in a straight line
of 2 Kms long, shifting of vessel may be required to accommodate any incoming /
outgoing vessel. Hence, it is proposed that pilotage and shifting shall include cost
of one tug and in the event Master of vessel indents for additional tug the same
shall be on chargeable basis. It is proposed that number of shifting between Berth
to Berth and Berth to Mooring shall be on port account.

(xvii). All the cranes installed at the berths, except four cranes, are older ones. It is in
the process of acquiring new cranes of adequate and higher capacity for ensuring
proper and adequate handling facility even for gearless vessels. It is, therefore,
submitted that the rebate of 10% for non-crane berths may be agreed to, and a
review can be done after installation of new cranes.

(xviii). The vessels are having the option of loading of cargo through Barges at inner
anchorage. Since cargo loading takes place at inner anchorage through barges,
20% of the Berth hire charges prescribed is in order and justifiable.

(xix). A sharp decline of about a million tonnes in POL traffic has rendered the facilities
under-utilised. Hence wharfage on POL and LPG is proposed to be increased.
The increase in rate is not going to be market sensitive and hence the proposal
may be retained.

(xx). The existing export cargo is levied a wharfage rate of 50% of the import wharfage.
The financial implication of export wharfage of tariff at the level of import wharfage
is maintained, which works out to Rs. 5 crores per annum. 'Th is facility has
been extended to the exporters operating through the Kandla Port since inception
of the Port and hence shall not be withdrawn in the present highly competitive
market situation. The KPT has, however, furnished the details of cargo which are
predominantly import or export.

(xxi). The provision regarding stuffing and de-stuffing of containers under the Wharfage
schedule has been deleted, as the Port does not carry out the said activity.

(xxii). In the existing SOR Wharfage rate are prescribed for handling break bulk cargo;
and, rebate of Rs.15/- PMT is granted to bulk cargo since no port labour is
supplied. In the instant proposal, Wharfage rates are proposed on bulk cargo;
and, an additional charge of Rs.15/- PMT is levied on break bulk cargo. It has
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further clarified that revenue recovery on account of shore labour is Rs. 6 crores
as against actual cost of Rs.10 crores. The existing levy of Rs.15/- PMT may be
retained due to operational reasons.

(xxiii). Out of the four warehouses, two of them were completely damaged due to earth
quake. The first floor of the remaining two warehouses were also damaged.
Hence, it is proposed to delete the schedule pertaining to Warehousing facility.

(xxiv). The Port does not take custody of the cargo on rental terms; and, the liability of
the Port as a bailee for the Customs will still be there. The Port will, however, not
be considered as bailee of the cargo for the importers/exporters, as the Port does
not taken charge of the cargo.

(xxv). The existing weighment charges and also the charges for issuing certificate are
abysmally low; and, hence revision has been proposed taking into consideration
the market conditions.

(xxvi). As already advised by the TAMP, the revised rate structure for hire of floating
crafts has been proposed based on the capacity of the floating crafts for
simplification and standardisation. No increase is proposed in the hire charges of
floating crafts. It has furnished a detailed working of rationalisation based on
capacity of the floating crafts vide its letter dated 20 March 2000 and 4 April 2002.
It has stated that the average of the existing rates of the floating crafts have been
considered while proposing the tariff for the crafts based on its capacity of the
floating crafts.

(XXVH). Dry docking is maintained mainly for the port's crafts and only in the event of spare
time available, private crafts are entertained and hence comparison of revenue
may not be insisted. The revision proposed for private use is approximately 50%
which will take care of the deficiency in the rates.

(xxvin). The charge* for hire of electric wharf crane is proposed at a very high level, as a
deterrent for preventing utilisation of wharf crane for activities other than
loading/unloading of cargo.

(xxix). It has justified its proposal for levy of five times penal berth hire charges. It has
stated that pre berthing detention time of the vessel is high. Hence if a vessel
stays in a berth without carrying out any cargo handling operations, it adversely
affects the Port's revenue.

(xxx). The procedure for assessment and claiming of damage caused to the port
properties has been streamlined; and, a circular in this regard has already been
issued on 5 February 2002.

(xxxi). The capacity utilisation at Vadinar Division and Dry cargo berths of Kandla
Division is above 100% whereas for liquid bulk handled at Kandla it is 50%.
Further the average turn around time Is 5.09 days, 2 days and 2.21 days for dry
cargo, liquid bulk at Kandla and for Vadinar Division respectively. Additional
capital investments and commissioning of equipment envisages an increase of
25% in the performance,

7.3. The KPT has furnished additional information/clarification in response to the
various points arising in the joint hearing:

(i). Dry cargo operation was cross-subsidised from the surplus generated by handling
POL in the past. In the present scenario due to drastic fall in POL traffic such a
cross-subsidisation is not feasible. Efforts have been made in the proposal to
minimise the cross-subsidies. An abnormal expenditure of Rs. 90 crores has also
been incurred from its reserve funds to withstand the two natural calamities in this
region. This expenditure has not been treated as cost for purpose of revision. It
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also envisages ambitious plan ot Rs.497 crores on Railway infrastructure, etc. In
view of this, It is not prudent to cross-subsidise the oporations from the reserves.
Instead the operations shall have to pay of its own atleast to some extent.

(ii). Treatment of a vessel as foreign-going or coastal is in accordance with the
directives issued by the (than) Ministry of Surface Transport. The TAMP
guidelines also clarifies that a vessel in order to be a coastal vessel has to move
from one Indian Port to another Indian Port.

(iii). The cost of maintenance dredging has been kept under control. The total
operating expenditure Is kept under control by way of introduction of Voluntary
Retirement Scheme (VRS), overtime cost kept under control despite reduction in
number of employees etc.; and, due to this only the Port was in a position to
control the hike in tariff to the present level.

(iv;. The services offered to the customers has been improved and value addition has
been offered in the recent past by way of improvement in channel draft,
deployment of CISF, new railway lines, new fendering systems, etc.

(v). The existing provision to renew the plots rented is deleted to withdraw the
discretionary powers given to the port officers in this regard and to avoid loss of
revenue to the port on this account. It is proposed that the licence for plot must be
renewed by the user before the due date.

(vi). The existing provisions as regards demurrage charges, free period for shut out
cargo are very complicated. In order to simplify this, it Is proposed to grant 15
days free period for any cargo brought inside the port for export; and, wharfage is
proposed to be levied even if the same has not been exported or taken out from
the port for whatsoever reasons.

7.4. In line with the various information / clarification given above, the KPT has
submitted revised cost statements on 20 March 2002.

8. On detailed scrutiny of the revised cost statements furnished by the KPT on 20
March 2002 it was found that the individual cost statements for various activities do not match with
the consolidated cost statement. In this regard, the KPT has clarified that for financial accounting
the amounts booked In budget center (type wise) are considered whereas for costing purposes the
amounts booked cost center type-wise are reckoned with. It has indicated that the cargo handling
expenditure on mooring berth, cargo berths, passenger jetties electric wharf cranes to the extent of
Rs. 7.57 crores and depreciation of Rs. 8.39 crores have been considered in the Port and Dock
facilities as per the cost accounting system followed by it. In view of this the iten-vwise expenditure
of the Financial Accounts may not match with the individual cost statements. The total expenditure
of the port as a whole has, however, been found to be tallying between the cost statement and the
total expenditure of the Financial Accounts.

9. With reference to the totality of information collected during the processing of this
case, the following position emerges

(i). The KPT has at last filed its long overdue proposal for a comprehensive review of
its Scale of Rates. It is to be recognised that the KPT has undertaken the
exercise to review comprehensively its Scale of Rates after a gap of nearly a
decade as against a tariff review cycle of three years prescribed earlier by the
Government and a tariff validity period of two years adopted by this Authority.

It may be relevant here to recall that this Authority had to caution the KPT about
not taking up its piecemeal revision proposals for consideration unless an
organised effort was made to review comprehensively its Scale of Rates. From
the background to its proposal given by the KPT, it appears that even the Ministry
of Shipping had directed the Port to take up general revision of tariffs.
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While the KPT is to be complimented for coming up with a seriously analysed
proposal and for its prompt response in furnishing additional information /
clarifications on various points raised by us, we are constrained to comment on
the approach adopted by the KPT in delaying submission of its proposal despite a
clear deadline being prescribed. The KPT did not even care to send an interim
reply that its proposal was under formulation or it would require more time.

It is to be borne in mind that a revision of Scale of Rates need not necessarily be
perceived as an exercise for upward revision of tariffs. A periodic review is
necessary to adjust tariffs with reference to changing patterns of traffic, market
conditions, and cost as also to remove irrelevancies. That being so, the KPT's
argument for not opting for general revision of tariffs for a long period due to its
strong financial position does not appear to be convincing. Irrespective of what
has happened in the past, we hope, the KPT will henceforth fall in line and
undertake periodic reviews of its Scale of Rates in its own interest and in the
interest of its users.

(ii). Users have complained that the port did not discuss the proposal with the Trade
before formally submitting it to the Board of Trustees for its consideration. They
have stated that even the Finance Minister consults the Trade before budget
formulation' This Authority strongly believes in the,consultative process so as to
regulate tariffs, to some extent, in such a way aS market forces would have in a
competitive environment. Even though this Authority provides an opportunity of
hearing to all concerned, it will be useful for the Port Trusts to consult their users
at the proposal-formulation stage itself so that the market response can also be
built into the proposed tariffs. In any case, it will not be possible for this Authority
to hold consultations on every detail. It also avoids any time delay at the approval
stage, if many of the issues / objections resolved later can be sorted out at the
initial stage itself.

(iii). The KPT has stated that with the commissioning of the Reliance Refinery and
Petronet Vadinar Kandla Limited (PVKL) pipeline, the POL traffic registered a
steep decline during 2000-01. The trend has continued in 2001-02 making cross-
subsidisation of general cargo operations by the surplus from the POL traffic at the
Kandla division impossible. The operating cost and other expenditure have
increased manifold since the last general revision of Scale of Rates. Heavy
capital expenditure incurred since the last general revision as well as that planned
for future has necessitated the general revision of tariffs. Though, according to
the Port, additional revenue of around Rs.75 crore was required to bridge the cost
deficit in operations of the Kandla division in 2000-01, it has proposed a general
revision of rates to cover only about 50% of the deficit considering the market
conditions, competition from neighbouring ports, etc. The port has claimed that it
has brought about simplification of the Scale of Rates and rationalisation of its
conditionalities.

(iv). The KPSAA have chosen to call the proposal as ad hoc. The port has, however,
based it on proper activity-wise and sub-activity-wise cost statements. Initially, the
KPT had forwarded cost statements relating only to the Kandla division
operations. It has subsequently forwarded the cost statements for the port as a
whole - Vadinar division and Kandla division - so that the extent of cross-
subsidisation can be assessed. Cost statements for sub-activities for the Kandla
division - (i) vessel-related - Port dues, pilotage, berth hire, water supply; (ii)
cargo-related - handling of general cargo, storage/ warehousing, handling of POL;
and, (iii) township and rentable lands - have also been furnished. The efforts put
in by the KPT to furnish systematic cost details are worthy of special mention
despite the fact that some discrepancies have crept in while tallying individual
statements with the overall cost position.

Users have observed that the tariff revision exercise is based on costing and there
is no reference to profitability analysis or market conditions. The proposal also
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does not mention anything about steps taken to improve efficiency/productivity or
reduce cost. The approach earlier has been to cover all costs and including a rate
of return consisting of interest on capital + contributions to Replacement Reserve
and Development Reserve at 3% each of capital employed. This Authority is also
of the view that the tariff fixation must move away from a cost-based approach
through a performance-based approach to (ultimately) a value-based approach.
Recognising the difficulties expressed by the Port Trusts, this Authority has
adopted the cost plus regime of tariff regulation. Even under the cost plus model,
only those items of cost which are considered admissible and reasonable are
reckoned with. This approach has been adopted in the case of all major port
trusts and private terminals; and, it will, therefore, apply in the case of the KPT
also till any alternative approach is evolved commonly for all port trusts / private
terminals.

The port has stated that it has introduced a Voluntary Retirement Scheme (VRS)
and rolled back the retirement age from 60 years to 58 years to enable reduction
in manpower cost. Strict control is being exercised to contain payment of overtime
allowance even after reduction in number of employees and introduction of night
navigation leading to 24-hour operations. By undertaking capital dredging, the
cost of maintenance dredging has come down drastically. Induction of the Central
Industrial Security Force (CISF) at an annual cost of Rs.5 crores has indirectly
benefited the port users to minimise pilferage of cargo. The Railways have
discontinued the haulage charges @ Rs.6/- per tonne after a settlement was
arrived at on this long-standing issue. This has also reduced the cost to users.

The port has stated that it is working beyond its capacity and the average pre-
berthing detention time is minimal at 0.39 days. The average ship output per
berth-day is 3180 tonnes for dry cargo and 5439 tonnes for liquid bulk at Kandla.
The Port is expecting 25% improvement in the overall performance / productivity
after the additional capital projects planned like deepening the draft to 13.5
metres, acquisition of wharf cranes, and additional storage facility with supportive
road network becomes operational.

(v). While estimating revenue from vessel-related activities the port had not
considered additional income expected to be received during 2002-03 and 2003-
04 from dollar-denominated tariff items on account of exchange rate fluctuations.
The port furnished this information later for incorporation in the cost statements.

(vi). As per the policy decision of the Government, coastal vessel tariffs are prescribed
at 70% of the foreign-going vessel tariffs. Further, coastal vessel rates are
prescribed in rupee terms whereas foreign-going vessel rates are denominated in
US dollar terms. This Authority has already decided in cases relating to other
major ports that the disparity (which may have widened due to depreciation of the
Indian rupee vis-a-vis the US dollar since the last revision) has to be restored to
the level of 30% at the time of tariff revision. Even if there is no revision of rates
for foreign-going vessels, the rates for coastal vessels need to be re-stated to
restore the disparity to the accepted level. This means an additional income to the
port even without revision of the existing vessel-related charges on foreign-going
vessels. The KPT had not considered this additional income in the cost
statement. On being pointed out, the KPT furnished an estimation of additional
income for incorporation in the cost statements.

(vii). Interestingly, almost all the users have opposed to the proposal arguing that it is
an ill-timed one in view of the natural calamities that have lately affected the Kutch
region. They have also pointed out the exemptions granted by the respective
Governments on Excise duty and Sales Tax. It is to be recognised that these
exemptions are only for the Kutch region and not for the nation as-a whole. In the
port context, it is true that the facilities are situated in the'calamity hit area; but, its
cargo hinterland — North and Northwest India - cannot be said to have suffered
the'same fate. That being so, it is difficult to comprehend how factors like cyclone
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and earth quake can be relevant for not considering the KPT's request for a tariff
increase.

In reply to a query the port has confirmed that the estimates of expenditure for
2002-03 and 2003-04 do not include any expenditure required for repairs or
rehabilitation due to damage caused by cyclone or earthquake and that such
expenditure has been met by the port directly from its reserves. Similarly,
expenditure on account of payment of arrears of wages and pension consequent
upon revision of pay scales has also not been included In the present exercise of
tariff revision.

(viii). The port has included interest on loans twice - once as a specific Item and again
as a part of return on capital employed. Though the amount Involved is small the
effect of double counting has been eliminated in the cost statements.

(ix). Initially, the port had considered Gross Block (including about Rs.147 crore from
works-in-progress being the cost of assets completed and commissioned but not
transferred to Gross Block) as capital employed and a return of 18% thereon.
When depreciation is allowed as a separate cost element, Capital employed can
only include Net Block and Working Capital; the Net Block will be the written down
value of only those assets actually completed and commissioned. Assets which
have been damaged / disposed of / decommissioned and awaiting disposal, even
though not formally removed from the Net Block, are to be excluded. The port has
subsequently furnished a list of assets which were completed earlier but were not
added to the Gross Block. The port has also excluded the assets damaged /
disposed off / de-commissioned but yet to be removed from the Gross Block and
has furnished a list thereof. The port has furnished details of major capital
projects likely to be completed / commissioned in 2002-03 and 2003-04 included
In the projections of Net Block for those years.

Improvements to the Bunder Basin and additional two berths which are likely to be
completed during 2003-04 have been included in the Net Block for that year.
Since these are likely to be completed and commissioned in the second half of the
year, only half the cost thereof has been considered by the port which appears to
be reasonable.

(x). The port has considered working.capltal at a higher figure of Rs.119 crore. From
the current assets, Investments and^cash balances of funds have to be excluded;
Interest earned on these Investments of funds Is also not counted as Income. In
the port's accounts, a large amount of Rs.311.84 crore is shown to have been
held as investments in bank term deposits / CODs and PSUs and Rs.35.79 crore
under the heading cash in hand and at bank in Current / Savings Accounts. The
current assets also include a large amount of Rs.96.85 crore as accrued interest.
The port has excluded the investments and cash balances while computing the
figure of working capital. Against the balance of revenue reserves of Rs. 1,187.01
crore, specific investments thereof as shown in the Balance Sheet aggregate only
to Rs.751.63 crore. Similarly, against the Provident Fund and Pension Fund
balances taken together at Rs.79.13 crore, the investments thereof, as shown in
the Balance Sheet, are only Rs.77.69 crore. Thus, the balance amount of these
two types of funds aggregating to Rs.436.82 crore stands included in the current'
assets. After excluding this amount from the current assets of Rs.530.70 crore,
current assets will work out to Rs.93.88 crore. The working capital, therefore, will
work out to [Rs.93.88 crore (current assets) Rs.63.82 crore less (current
liabilities)] Rs.30.06 crore for the year 2000-01.

The balance of Stores Inventory of Rs. 2.18 crores shown in the Balance Sheet
represents over two years' consumption. This Authority has decided in the case
of another major port that six months' normal consumption will be admitted for
tariff fixation. Considering the position that Kandla is In a remote place and
recognising the need for the KPT to maintain a larger fleet of flow4: rig craft owng to

1275GI/2002~12
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navigational requirement in the tidal creek, one year's consumption of stores may
be considered admissible to begin with. Out of the cash balances, the amount
representing one month's cash expenses can be considered reasonable for tariff
computation though the port has requested to consider equivalent of two months'
cash expenditure. It is noteworthy that the Karnataka Electricity Regulatory
Commission also allows only one month's cash expenses as reasonable cash
balance to be allowed in Working Capital. On this basis, cash balance to be
considered as part of current assets works out to about Rs.8.45 crore. Sundry
debtors (including dues from MOA), which is another main item of current assets,
shows a balance of Rs.12.88 crore, which is less than 10% of their revenue, can,
therefore, be considered reasonable. The admissible amount of these three items
added together represents Rs.22 crore. It is, therefore, considered reasonable to
restrict the working capital to Rs.25 crore allowing a small balance for
miscellaneous items.

(xi). The port has undertaken a project of capital dredging to increase the drafts
available in the channel and at the two new berths under construction for bringing
in vessels with a draft of 13.5 metres. Some of the users like the CSLA and the
KPSAA have objected to the inclusion of the dredging cost in tariff computation. It
is argued that since the heavy capital dredging is being undertaken to
accommodate larger vessels, the additional burden on that account need not be
passed on to all the vessels entering the port; but, must be shared by only those
vessels which would benefit by such deeper draft. The port has stated that the
capital dredging project is being executed in stages (in the first stage, draft has
been improved from 9.14 metres to 10.7 metres); and, as a result, expenditure on
maintenance dredging is expected to come down substantially from Rs.26 lakhs in
2000-01 to Rs.17 lakhs in 2003-04; the benefit of this reduction in the
maintenance dredging expenditure will be shared by all the vessels entering the
port. In its opinion, the cost of capital dredging to deepen the draft further to
accommodate vessels requiring a draft of 13.5 metres need not be burdened only
on such vessels.

Expenditure on capital dredging already incurred and that to be incurred as
considered in the Net Block, depreciation and Return on Capital Employed on the
capital dredging amount, savings in the maintenance dredging expenses, and net
effect on the deficit for the port as a whole have been worked considering the
heavy capital dredging programme as shown in the following table:

(Rs. in crores)

SI.
No.

1.

2.

•3.

4.

| Item

! Capita! Dreging Cost

! Depreciation @ 1% and Return
| on Capital Employed @ 14%
i
• Saving in maintenance dredging
| as compared to 2000-01
i
j Net (SI no. 3 - 2) excess
i (+)/savings (-)

2000-01

18.20

*"" 0.18
2.25

2001-02

32.00

0.50
6.93

11.30

(-) 3.87

2002-03

31.00

0.81
11.16

10.50

(+)1.47

2003-04

r 10.00

0.90
12.43

9.38

(+) 3.95

I
It can be seen from the above table that there is no net savings to the users due to
the capital dredging as claimed by the KPT. The entire burden of the capital •
dredging need not, therefore, be spread over all the vessels which do not need the
additional draft; it can reasonably be restricted only to the extent of savings
accruing to them. It will be appropriate and reasonable to require the vessels fully
benefited by U,p dredging to bear the extra burden of cost.
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(xil). Because of diversion of POL traffic, utilisation of liquid cargo berths has gone
betow 50% in 2000-01. The users have observed that this cannot be a
Justification for general revision of tariffs and have argued that the port should
consider the Interest on the reserve funds accumulated in the past mainly due to
POL traffic and consider at least a part of that to tide over the present situation till
new traffic is attracted.

The Interest on investment on general reserve and other specific funds is not
ordinarily considered as an income in tariff revision exercise. Likewise,
Investments of these funds also do not form part of capital employed. If interest is
considered as an item of income, then, trie investments will also have to be
considered as capital employed. Hence, the position of deficit from operations will
not improve. In fact, it will worsen if a return of 19.5% is allowed on the enhanced
capital employed. There is, therefore, no reason to depart from the normal
practice adopted so far of excluding interest on investments for the purpose of
tariff computation.

(xlil). In the case of major port trusts, the return on capital employed allowed consists of
interest on capital (equivalent to the lending rate at which Government loans are
available to the Port Trusts) and a 3% contribution to each of the two mandatory
reserves to be maintained. It currently adds up to 19.5% p.a. It is to be
recognised that this is only a ceiling; and, it is not compulsory for a Port Trust to
always seek return at the maximum permissible limit. Recently, for stated
reasons, tariff revision at some other major ports have been settled by allowing
returns on capital employed as chosen by them at a level well below the maximum
permissible limit.

The KPT has, in the instant case, chosen an ROCE of 13% for 2002-03 and 15%
for 2003-04. Thus, the average ROCE sought to be claimed through tariff revision
Is 14% which is well within the permissible limit. The KPT has proposed this level
of ROCE considering market conditions and reduction in Interest rates on
investments. This Authority has no reason to disagree with this commercial
judgment of the KPT.

It is to be recognised that the maximum permissible ROCE to be considered for
tariff purposes is a function of the utilisation of capital assets. In many cases, this
Authority has reduced the ROCE with reference to capacity utilisation. As has
been mentioned above, the utilisation of the oil jetty (liquid cargo berths) is less
than 50% which may warrant a reduction in return on the capital employed relating
to liquid cargo berths. The port has, however, pointed out that the capacity of the
port as a whole is not under-utilised. Against an assessed capacity of 36.67 MT,
the port is expected to handle 38 MT in 2002-03 and 40.66 MT in 2003-04.
Hence, it has argued that no reduction should be made in the return on capital
employed on account of under-utilisation of liquid cargo berths. In all the cases
where return has been reduced with reference to the utilisation factor, it has so far
been with reference to the total port / terminal capacity. In view of this, there does
not appear to be a need to effect any reduction in the ROCE considering under-
utllisation of the oil jetties in isolation.
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(xiv). In the light of the discussions above, the cost statements have been modified.
The modified cost statements for the port as a whole is attached as Annex - 1 .
The summarised position of the results disclosed by the cost statement Is given in
the table below:

Particulars

1. KANDLA DIVISION

(•)•

(ii).
(I")-

Cargo handling activity
including general
cargo, storage and
estate
POL
Port and Dock facilities
Total for Kandla
Division

II. VADINAR DIVISION

III. PORT AS A WHOLE

Surplus (+) /
Deficlt(-) as per
cost statement*

(Rt. In crores)
2002-03 2003-04

-7.66

5.50
-71.52
-73.66

60.87

-12.81

-6.95

5.87
-75.56
-76.64

68.83

-7.81

Surplus(+)/D«flclt(-)
without change as
per cost statements
(as percantage of
operating Income)

2002-03 2003-04

-16.3%

29.0%
-148.9%
-72.8%

81.4%

-7.3%

-13.4%

28.1%
-138.0%
-67.6%

82.1%

-4.0%

Average
2002-03
2003-04

-14.9%

28.6%
-143.5%
-70.2%

81.7%

-5.6%

It will be seen that the port as a whole shows a deficit of Rs.20.62 crore for the
years 2002-03 and 2003-04 taken together which are relevant to this tariff revision
exercise. The Kandla Division shows a larger deficit (Rs.150.32 crore) which Is
cross-subsidised by the surplus from the Vadinar Division.

The stated position of this Authority (and, indeed of the Government) Is against
cross-subsidisation. At the same time, this Authority also recognises the fact that
complete elimination of cross-subsidisation at one go may not be possible. This
Authority has not yet taken a final view on complete elimination of cross-
subsidisation between various activities / sub-actlvlties. Pending a final view on
this Issue, it has been decided not to allow any increase in tariffs for those
activities which show a surplus. In view of this decision commonly taken for all the
major ports, there is no case for revision of tariffs relating to the Vadinar Division
(the KPT has also not sought any revision) and POL/ liquid cargo handling at the
Kandla Division.

In view of the fact that cross-subsidisation between activities is allowed to
continue at the existing level, the deficit position for the port as a whole is relevant
for deciding increases In tariffs for cargo and vessel related services at the Kandla
Division.

The sub-activity relating to handling of general cargo shows a deficit while the
sub-activity relating to storage / warehousing (mainly of general cargo /
containers) shows a surplus. The estate activity (rentable land and buildings and
Township taken together) also shows a surplus. Considering the sub-activity
general cargo handling, storage/warehousing, and estates together, there is a net
deficit of Rs.14.61 crore for the years 2002-03'and 2003-04 taken together. The
vessel-related services [Port Dues, Pilotage, Berth Hire (including water supply)
together] show a substantial deficit of Rs.147.08 crore; and, going by that deficit,
the vessel-related charges need to be revised by 150%. While it may be
reasonable to bring tariffs closer more rapidly to the cost of rendering services, it
Is to be recognised that total reforms in vessel-related charges at one go may not
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be feasible since it will cast a heavy burden on users. Nevertheless, the process
of reform in vessel-related charges has to commence at least in phases from now
onwards. Since the deficit disclosed by cargo-related and miscellaneous services
is relatively small, it is is found not necessary to revise the rates for these services
except for rationalisation of the wharfage and demurrage schedules. It is to be
admitted that the effect of this rationalisation cannot be quantified easily in the
absence of data; but, it will definitely have an impact on the existing revenue of
the Port Trust.

If the incidence of excess depreciation and return on capital employed on capital
dredging, as discussed in sub paragraph (xi) above, is excluded, the overall deficit
for 2002-2003 and 2003-2004 will be Rs. 20.62 crores. For the reasons given
above, it is reasonable to cover this deficit by revising the vessel-related charges
of Kandla Division, which shows the highest deficit. To achieve this, it will suffice
if the vessel-related charges are increased by 25% after providing for some
cushion for a possible drop in revenue on account of rationalisation of wharfage
and demurrage schedules. The financial position can be reviewed after the capital
dredging programme is completed. The KPT can then propose a suitable higher
rate or supplementary charge on vessels benefiting fully by the increased draft
available.

(xv). As has already been mentioned, coastal vessels can enjoy a 30% concession
over the corresponding rates for foreign-going vessels. The proposal of the KPT is
not in line with this accepted position. The port has proposed to continue with the
higher level of disparity between the rates for these two categories of vessels,
apprehending traffic diversion, if a steep increase in rates for coastal vessels is
effected by restoring the disparity to the accepted level. f

It is to be recognised that the level of concession to be allowed to coastal vessels
has already been settled by a Government policy which has been adopted by this
Authority in prescribing such rates at major ports. This as an issue is commonly
applicable to all the major ports; and, deviation from the approach adopted so far
only in case of one of the major ports may give rise to (avoidable) complications at
other ports.

It is also relevant here to consider the objection raised by the CSLA in this regard.
As correctly bought out by it, the suggestion of the KPT will make the foreign-
going vessels to cross-subsidise (beyond the accepted level) the coastal vessel
operations.

It is, therefore, considered reasonable to continue with the approach adopted in
this regard so far and fix rates (in rupee terms) for coastal vessels at 70% of the
rates for foreign-going vessels. If the KPT desires to offer further concession over
the notified rates for coastal vessels on commercial consideration, it can come up
with a suitable proposal for allowing discounts in the coastal vessel rates.
Needless to mention that the revenue loss on account of such discounts is to be
borne by the port out of the return on capital employed allowed to it through tariffs.

(xvi). The port has proposed a new charge called stream dues for use of its inner
anchorages at Kandla and has indicated 20% of the berth hire charges as the rate
therefor. This is much higher than the rates prescribed for outer anchorages and
Vadinar anchorages. The port has justified such a higher rate for the inner
anchorages since loading and unloading operations by using barges are carried
out at these anchorages though it involves frequent movement of barges from
berth to vessel. It is noteworthy that users have not specifically objected to this
linkage of anchorage charges to berth hire charges. Levy of anchorage fee is in
vogue in most of the major ports but a separate charge is prescribed without
linking it to the berth hire. The KPT must classify its anchorages according to the
depth available, proximity to the main operational area, etc., and prescribe
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separate rates. Notwithstanding this position, this Authority Is Inclined to approve
the proposed rate as an interim measure. The KPT is, however, advised to
propose more rational anchorage fees within six months.

(xvil). The port has proposed that if additional tug is required for pilotage operations
additional charge will be leviable. It is an accepted position that the composite
pilotage fee includes services of one inward movement, one outward movement,
and one shifting within the dock area with adequate number of tugs as may be
required to handle the vessel; and, this has been prescribed in many of the major
ports. The port has stated that It being a tidal port it is possible to undertake safe
berthing by using one tug taking advantage of tidal flow. Hence, pilotage fees at
Kandla cover the cost of using only one tug. In the event of a Master of vessel
indenting for additional tugs, it shall be at extra charge. Users have complained
that on occasions the pilot on-board insists that the vessel requisitions additional
tug(s) entailing additional expenses for them and they have no say in the number
of tugs to be utilised. At the other ports, such a provision for charging extra for
using additional tugs, wherever It existed In the tariff, has been deleted. There is
no reason to retain it in the case of the KPT. The port's argument that every
vessel will indent additional tugs does not appear to be quite relevant It Is for the
port to decide the number of tugs required for any ship movement and provide
them accordingly. It is noteworthy that no other port has expressed any difficulties
faced by them In this regard. This Authority, therefore, deletes the existing
provision for levy of separate charges for providing additional tugs for pilotage.

The existing SOR provides that normal rates of pilotage will apply If the pilot
boards the vessel at any point upto a distance of 3.22 kms (2miles) seawards from
OTB the pilotage station and that if the pilot is required to board at any point
between 3.22 to 9.66 Kms (6 miles) from the pilotage station, pilotage fees at
double the normal rates shall apply. The Pilot will not go beyond 6 miles for
boarding a vessel for pilotage. In order to remove the element of discretion, the
present provision is modified to provide that double the charges shall apply if the
vessel requires the pilot to board the vessel beyond a point 3.22 kms seawards
from the pilot station.

(xviii). In regard to charges for shifting, the port has stated that all of Its 10 general cargo
berths are in a continuous straight line for a stretch of 2 kms. and shifting of
vessels may become necessary to accommodate any Incoming vessel depending
upon its characteristics. In view of this, the port is not in favour of charging for
additional shifting from one berth to another or from berth to mooring and wee
versa as these will be on port account. This Authority has already clarified that no
charge shall be levied for shifting a vessel on port's convenience; and, it will hold
good in the KPT case also. Notwithstanding this, it is reasonable for the port to
levy shifting charges from the second 'shift' onwards made at the request of
users.

In a case relating to the Chennai Port Trust it has been decided recently to fix the,
shifting charge at 25% of Pilotage fees. This had to be done in the absence of
specific cost details available with reference to the service provided. Since the
position is same in the KPT also, this Authority finds it reasonable to prescribe
25% of the Pilotage fee as the shifting charge. The KPT is, however, required to
propose a suitable shifting charge with reference to the cost of providing the
service without linking the charge to Pilotage fee.

The KPT has proposed to levy additional pilotage fee for vessels shifting to OTB.
It Is to be recognised that shifting charges can be applied only in cases of shifting
within the berths or dock basin. Since movement to the OTB is actually a complete
pilotage activity, it will definitely attract payment of pilotage fee. That being so, the
proposed provision is approved for inclusion in the revised Scale of Rates.
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The existing Scale of Rates prescribes a Pilotage fee of US$ 314.16 for foreign-
going vessel and Rs.6600/- for coastal vessel for services rendered by a Pilot to a
vessel at OTB, double banking, etc. The KPT has now proposed to levy 50% of
the Pilotage fee for these services. To a query raised by us, the KPT has made a
general statement that most of the existing tariff for attendance of pilot for certain
activities are very low thereby the tendency of availing these services has
increased. Considering the pilotage fee in the middle slab of 30,000 GRT, the
tariff applicable for this service will be Rs. 1,92,750 for coastal vessel at the rates
proposed by the KPT as against the existing tariff of Rs.6600/- for the coastal
vessel. This appears to be exorbitant notwithstanding the argument of the KPT
that the increase proposed is to act as a deterrent factor. In view of this, it seems
reasonable to levy 25% of the Pilotage fee for the service rendered by a Pilot to a
vessel at OTB of for double banking, etc.

(xix). The KPSAA has contended that various increases proposed in the pilotage
charges are not justified; apparently, the problems caused by tidal requirements
have not been reckoned with. The port has replied that existing charges for
various instances like cancellation of pilotage or attendance charges are very low.
There is a tendency of utilising the services very often. In view of the tidal
conditions at the Kandla port, maximum numbers of movements have to be
performed within the limited time available. Any last minute cancellation of the
pilotage movement upsets the plan of movements and may even result in
avoidable detention of other vessels which would otherwise have moved out or in.
This appears to be a valid argument. Hence, this Authority has no hesitation in
allowing an adequate increase in such charges to act as a deterrent factor.

(xx). The IOCL has stated that in view of the draft restrictions at Kandla, crude oil
brought in Very Large Crude Carriers (VLCC) is transferred to small tankers for
transport to Kandla. The port treats these vessels as foreign-going vessels for
levy of vessel-related charges even though these tankers have coastal
certificates.

In response, the port has stated that the Government had issued directives to all
the ports in 1996 regarding treatment of vessels as 'coastal' or 'foreign-going';
and, accordingly, in case a mother-vessel discharges foreign cargo to a daughter-
vessel, and when that daughter-vessel visits the port it is deemed to be a foreign-
going vessel. The port has added that according to the guidelines issued by this
Authority, viz., when a vessel moves from an Indian port to another Indian port, it
is to be considered as a 'coastal' vessel. In the case cited, the daughter-vessels
of the IOC move within one port and not from one Indian port to another; and,
therefore, the port is treating those vessels as 'foreign-going' vessels for the
purpose of levying vessel-related charges. This is a specious argument.

According to the decision already taken by this Authority, the nature of cargo or its
origin will be of no relevance; and, the vessel will remain 'coastal' subject to the
vessel having a Coastal License from the Director General of Shipping or a
Conversion Order issued by the Customs.

Accordingly, the dedicated daughter-vessels employed by the IOCL will have to be
considered as 'coastal' if they carry a Coastal Licence from the Director General
of Shipping even though they carry cargo of foreign origin. It is true that the
movement may not from one Indian port to another Indian port; but, it is a
movement within the port. Since both Vadinar and Kandla fall within the Kandla
Port limits, no question of payment of Port dues at Kandla can arise if Port dues
had been paid at Vadinar. For other charges the movement from Vadinar to
Kandla need to be considered at the rates applicable to coastal vessels, if the
vessels carry appropriate coastal licences.

In this context, it becomes necessary to introduce a conditionally in the Scale of
Rates, as has been done in the cases of KOPT and MBPT, to specify that the
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status of a vessel, as borne out by its certification will be the deciding factor for Its
classification into 'coastal' or 'foreign-going' category for levying vessel-relates
charges. The nature of cargo or its origin will not be of any relevance for this
purpose. It is noteworthy that a similar prescription is being made separately for
common adoption by other major ports.

(xxi). There Is a provision in the Scale of Rates that In case a vessel leaves the port
without taking a pilot even though it Is compulsory, In addition to all penalties
provided under the Indian Ports Act, 1908, the vessel will be liable to payment of
pilotage fees as specified in the Scale of Rates. It does not appear appropriate to
recover pilotage fees when no pilotage service has actually been provided. In
such cases, the law provides for appropriate actions; and, the Port can Impose
such penalties. The provision Is, accordingly, deleted from the Scale of Rates.

(xxii). Like other major ports, the KPT has also a system of priority/ousting priority
berthing for an additional charge. This system has been In vogue with reference to
a Govt instruction on the subject In the cases of general revision of Scales of
Rates of some other major ports, this Authority had observed that, in the context
of limited availability of berthing facilities at present, there would always be any
number of vessels ready to pay additional charges; and, it would give scope for
exploitation of (discretionary) powers. Since a final view on this issue has not yet
been taken by this Authority, as was done In the case of other major ports, it does
not like to approve or disapprove the priority berthing arrangement at the KPT.
The KPT can continue to levy the charge as hithertofore until a final view is taken
for common adoption by all the ports.

(xxlii). Several years ago, the concept of 'composite berth hire' was introduced based on
a recommendation made by the Directing Group. In order to remove some
anomalies that have crept into the system In this context, this Authority had
requested the port trusts to categorise their berths with reference to comparable
facilities available and prescribe a uniform 'composite berth hire' rate for berths
having comparable facilities.

The port has clarified that all the 10 general cargo berths are situated in a straight
line stretching over 2 kms. and all berths are being used to handle all types of
cargo. Therefore, a uniform berth hire has been proposed for all the 10 general
cargo berths. At certain berths, wharf cranes have not been provided and,
accordingly, it has proposed to give a rebate of 10% for non-crane berths. Rates
for non-crane berths at other major ports are less by about 30% except in the case
of the New Mangalore Port where the difference is 20%.

When asked to justify the low rate of rebate proposed, the port has stated that the
cranes installed, except four, are older ones and that the port Is in the process of
acquiring 10 new cranes of adequate higher capacity for ensuring proper and
adequate handling facility even for geariess vessels. A review of the rate of
rebate to be allowed for non-crane berths can be considered after Installation and
commissioning of the new cranes. The proposed rebate of 10% appears to be too
low and cannot be allowed to continue at this level for too long. This Authority,
therefore, decides to raise the rebate for non-crane berths to 20% till a proper
review is conducted after the new cranes are installed and the cost of operations
of those cranes can be assessed.

(xxiv). There is a provision in the SOR that when a vessel shifts from mooring point to a
berth or vice versa both mooring charges and berth hire charges shall not be
levied for the same shift of 8 hour duration in which shifting of vessel takes place.
In such cases, it Is logical that the rate applicable at the commencement of the
shift of 8 hours will be charged for the whole of that shift; and, thereafter, the rate
applicable at the new place - berth or mooring point - can be levied.
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(xxv). The KPT has proposed to levy the Berth hire charges applicable at the Oil jetties
in case a vessel is double banked with another vessel occupying General cargo
berth or Oil jetties. The proposed provision does not seem to be reasonable since
the Beth hire rates applicable at the General Cargo berths and the Oil Jetty berths
are different. It needs to be pointed out that in the cases relating to some other
major ports, it has already been prescribed that the vessel double banked is to be
levied with 50% the Berth hire Charges. The provision proposed by the KPT is,
therefore, modified in line with the decision already taken in the cases of other
major ports.

(xxvi). The existing Scale of Rates provides that any vessel which continues to occupy
any berth v îthout carrying out cargo-handling operations for any reason, and after
the expiry of the period of notice given by the concerned officials of the Port to
vacate the berth, shall pay berth hire charges at 5 times the normal rate. The port
has justified continuance of this provision since it acts as a deterrent factor. Given
the berth occupancy at the general cargo berths of about 90%, if a vessel idles at
the berth without carrying out any cargo operations, it wastes a scarce resource
for which there is a demand from other waiting ships. While it may be reasonable
to retain this provision, it appears more transparent if the notice period is spelt out
clearly instead of leaving it to be decided on a case-to-case basis by the Port
officials. The KPT is advised to propose this for subsequent incorporation in the
Scale of Hates.

(xxvii). The KPSAA has argued that the KPT is duty bound to provide a safe anchorage;
and, if it does not, it cannot charge for tugs required to pull back the vessel The
port has replied that pull back operations at Vaclinar is a unique type of service,
provided tc VLCCs when moored at the Single Buoy Mooring (SBM). When a*
VLCC is moored to the SBM, a tug is employed to pull back the vessel so as to
maintain a sufficient distance between the vessel and the 8LJM to avoid any
damage to the SBM. This operation is undertaken throughou. the vessel's stay
snd hence a separate charge for the pull back operation exists. This appears to
be a valid argument It is noteworthy that if this charge is discontinued, the
mooring charges at Vadinar will have to be suitably increased.

(xxviii). The port has revised the wharfage schedule and has proposed rates for bulk cargo
and an additional charge of Rs.15/- PMT proposed for cargoes other than bulk for
supply of labour. In the existing schedule, it is specified that wharfage charge are
for packed/bagged cargoes and shall be reduced by Rs.15/- PMT if the rates are
applied for bulk cargo if the relevant cargo is handled in bulk form. The KPSA has
observed that this amounts to indirect increase of rates. The port has clarified that
its shore labour is not engaged in handling bulk cargo. The existing rate of
wharfage i? for hreak-bulk cargo and hence a rebate war- provided for handling
bu:k. cargo, Tnp z- op^sed rates &t°. ?c bulk cargo and in case cargo brought is in
Liaaked/baagQ'" ;c.m an additions! c'-isfge of Rs.15/- PMT for supply of labour is
imposed in n-piy to a query, th-j po.t has c!3r:fied that the additional charge will
app!y to sny cf \ha it«ms of general cargo fpsn'fied in the v/harfage schedule if it
co!:>*?s ir> hie3!- h(.'tk torM..

The approximate revenue recovery for supply of shore labour is aros ;»H J^S,6 cr-fe
,?g3inr-t the Iota! cost of Rs.10 crore per annum. The port has requested thci the
e-«v:;r,.j r,--te for supply of labour may be retained as age-old productivity norms
ate sttS; v> be ;pv>sed. The uncovered cost which may represent or include cost of
surplus labour as in the case of other ports will get spread over the entire cargo.
The prop^sstf addition?! charge for supply o? labour is aiiowed, subject to suite'- 'a
adju^lmepf in the base vjharfage rate.

(xxix). In the what«??;'" ••v.hedule, rates for export have been proposed at 50% of the rates
for import of th? same commodity. The existing wharfage schedule also provides
for 3 rt- hs.\- cf H>% far >j>.\:ot\ cargo. When asked to justify the continuanf- of a
r«?L"/t-« "<'•' ~;.rj.-xL •••<•;';• \ *«'•* ;^rf has st".tec! *h3t the concessw* v r->e for e-oori
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cargo was introduced at the instance of the Ministry of Commerce and has been in
vogue for several years. Kandla serves as the main bulk - cargo - export - port
for the vast hinterland of Jammu & Kashmir, Punjab, Haryana, western Uttar
Pradesh, Rajasthan, and Madhya Pradesh. New private ports have come up on
the coastline of Gujarat and these ports also depend on the same hinterland and
the same cargo. The port feels that the facility available to exporters since
inception of the port should not be withdrawn in the present highly competitive
market situation. The financial implication of concession is about Rs.5 crore per
annum.

Giving such incentives / subsidies for promoting exports has to be the
responsibility of the Government and a port trust shall not shoulder this burden.
Export cargo already enjoys extra free days as compared to import cargo. The
additional financial incentives proposed are not in line with the stand recently
communicated on behalf of the major ports by the Indian Ports Association (IPA)
that port trusts,shall not be required to give concessions in cargo-related charges
to coastal traffic for the purpose of easing congestion in rail/road traffic. Based on
this view of the IPA, this Authority has refused to concede representations for
concessions in cargo-related charges for coastal traffic in certain cases.

While accepting the fact that concessional wharfage enjoyed by export cargo at
Kandla is long-standing, it cannot be allowed to be continued indefinitely thereby
making the import cargo to perennially cross-subsidise export operation. A step
towards reducing the disparity has to commence in a phased manner. Towards
this end, a 'rate of wharfage' has been prescribed for each cargo without
distinguishing between imports and exports. While arriving at the revised rate
either lower or the higher of the existing rate has been considered depending
upon whether it is a predominantly export or import item; a mid-way rate is
prescribed for such cargo which are significant in both imports and exports.

The GCC! has suggested that the port shall give more concessions for coastal
traffic not only in vessel-related charges but also in cargo-related charges to
encourage coastal traffic. The coastal vessels already enjoy a concession in
vessel-related charges as stated earlier. This Authority has already decided that
no concessions be offered in cargo-related charges for coastal traffic. There does
not appear to be any need to review the decision already taken in this regard.

Even though it has been decided to maintain status quo in cargo-related charges,
this Authority has no reservation to approve certain rationalisation in the wharfage
schedule proposed by the KPT. The KPT's proposal to adjust wharfage charges
for hazardous chemicals, edible oil and metal scraps is approved. The KPT has
proposed to introduce a wharfage rate for 'unspecified cargo'. The proposal
appears to be reasonable; and, accordingly, the proposed entry is included in the
revised Scale of Rates.

(xxx). The AIREA mentioned that it has large stocks of rice to be exported and the port
must offer encouragement to export more. The increase in quantum of traffic will
make up tor much more than the concession offered. This Authority is always in
favour ot encouraging the concept of volume discounts. It will be easier to
introduce volume discounts straightaway on the basis of total exports in a year if
the exporter is a single party but not so when more parties are involved. The KPT
can come up with a suitable proposal for offering volume discounts in wharfage
after analysing the quantum of exports by various parties in a year.

(xxxi). The AIREA has further pointed out that berths / storage space where chemicals
have been handled earlier are sometimes allotted to vessels carrying foodgrains /
edible items. This contaminates the foodgrains and may even result in
cancellation of the exports from India permanently. It has requested the port
either thp berths must be cleaned properly or a covered storage space be
piowJryt e;;ciiiiiv-.dlv 'or storage of foodgrains / edible items. The port has replied
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that it will ensure in future that no vessel carrying dirty cargo like sulphur, coal,
etc., will be handled at cargo berths where agricultural products are being
handled. Till a separate storage space of 67 hectares will be ready for use,
additional care will be taken that no storage of polluting/contaminating cargo will
be allowed near agricultural/ edible cargo.

(xxxii). In the schedule of wharfage charges, it is mentioned that in case of any doubt
regarding classification of any cargo for the purpose of levying wharfage charges,
the decision of the Chairman (KPT) will be final. This provision is not consistent
with the tariff setting arrangement envisaged in the MPT Act. As has already been
introduced in the Scale of Rates of many other ports a suitable provision is
incorporated in the Scale of Rates of the KPT stipulating that before classifying
any cargo under 'unspecified items', the Customs classification of item must be
referred to see whether the item can be classified under any of the specified items
of the port's wharfage schedule.

(xxxiii). The port has proposed 20% extra wharfage If vessels carrying oil cargo are
berthed at cargo jetty. Users have objected to this saying that the port does not
give any additional facility at the cargo berths for handling oil cargo; and,
therefore, levy of an additional charge is unjustified. The port has clarified that the
cargo berths are being used beyond their capacity and liquid cargo berths- are
under-utilised. Some users have tankage facility both near general cargo berths
and liquid cargo berths. Depending upon the position of availability of tankage
capacity, they prefer to berth the vessel at a general cargo berth to suit their
convenience. The additional charge is prescribed to discourage such use of
general cargo berths. The argument of the Port carries force; and, therefore, this
Authority is inclined to approve the proposed extra charge.

(xxxiv). The port has proposed demurrage charges separately for imports and exports.
The slabs of duration have been increased and the rates for individual slabs have
been reduced. The result is that incidence of telescopic increase is reduced. The
port has clarified that separate rates for import and export have been proposed to
remove problems arising out of interpretation of the existing provisions. In regard
to incidence of telescopic rates, the port has clarified that as per the existing
provisions, demurrage after the fourth week is as high as Rs.27/- PMT per day for
open storage and Rs.54/- PMT per day for covered space. This high incidence
resulted in the users abandoning the cargo or requests for remission. Hence
weekly slabs have been provided upto 7 weeks and higher rates prescribed from
the seventh week onwards. While the rationalisation proposed in the demurrage
charges appe&rs to be reasonable and deserves to be approved, there is no
reason to introduce a distinction between import and export cargo for the same
reasons given for doing away with such distinction in the wharfage Schedule.
That being so, the demurrage rates as proposed by the KPT for import are
approved for export cargo also.

A higher free time of fifteen days is being allowed for excess landed cargo.
Normally, in view of the faster communication facilities available at present,
information about cargo manifested should be available to the port and users
quickly, and even on-line. In this backdrop, excess landed cargo is expected to
pay demurrage at a higher rate as a penalty. In any case, there is no need to treat
such cargo more favorably by giving extra free time. The proposed provision Is,
therefore, deleted notwithstanding the fact that storage space Is not a problem
factor at the KPT.

(xxxv). The port has proposed additional charges for 40' reefer containers on a telescopic
basis, in addition to a uniform charge of $ 25/- for allotment of reefer point, and
has proposed that 40' containers will pay at double the rate per TEU.

Users have observed that additional charges for reefer containers are very high
and this may result in diversion of traffic to the neighboring private port.
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The CSLA has objected to both -the doubling of rate for 40' reefer container and
the escalated rates per TEU for prolonged storage. !t has added that it has been
substantiated on technical considerations that 40' containers consumed electricity
at VA times (and, not double) of the 20' containers and the rate of consumption
does not go up for prolonged storage period. The additional charges for supply of
electricity to reefer containers at other major ports and private terminals remain
constant for the entire period of storage and the rate for 40' container is 1VL times
of the rate for 20' container. The provision in the KPT Scale of Rates is, therefore,
required to be modified in line with the provisions in the Scale of Rates of other
major ports/terminals. It is noteworthy that the uniform charge of $ 25/- for
allotment of reefer point has been deleted by the port subsequently.

The port has proposed to introduce a conditionality requiring the users to bring
their own cables, power generators, and manpower. It has also proposed not to
accept any responsibility in case of disruption in power supply and any
consequential damages caused on account of such disruption. Users have
objected to these proposals and pbinted out that (.-emission to bring in power
generators is also not quickly granted. The port has subsequently agreed to
permit users to have their own stand-by generators for use in case of disruption in
power supply so that damage to the cargo can be avoided. In addition, it is not
reasonable for the port to levy electricity charges for the period when power
supply is disrupted. A necessary provision in this regard is, therefore, included in
the revised Scale of Rates prescribing that the users will be permitted to make
their own arrangements for alternative power supply ty-ri-ging ^."crating sets or
otherwise at their own cost when power supply is asri.-piivJ .• .'i.-y-cor.nuclcd.

Charges for supply of electricity to reefer containers have been proposed to be
levied on a unit of 'per day'. In case of the Chennai Container Terminal Limited,
this Authority has already reduced the unit to 8 hours. It is reasonable to
introduce such a change in unit of levying this charge at the KPT also.

Further, the rates proposed are a mix of charges for supply of electricity and
storage charges. While dwell time charges on reefer containers will be governed
by the common dwell time charges for all containers, it is necessary to prescribe
only the electricity charges separately. For this we have considered the rates
prevailing at the other container terminals like the JNPT, the NSICT and the
CCTL

(xxxw). The port has deleted the schedule of warehouse rental charges while revising the
Scale of Rates. In reply to a query, the port has stated that the existing four
warehouses were damaged during the recent earthquake; the first floors of the
other two warehouses were also damaged. AH the damaged warehouses are
being dismantled. Out of four transit sheds, only one transit shad is left for storing
cargo on transit terms. The remaining two warehouses are also to be utilised on
transit terms. It has been decided as a policy to allot all new godowns under
construction (or, proposed to be constructed) on transit terms only. The KPSA
has questioned denial of warehousing facility. Provision of a service or a facility is
a port management decision. In this case, the KPT has decided not to provide
warehousing facility. Since the facility is not to be provided there is no relevance
to retain a tariff therefor. In view of this, the schedule of warehousing charges is
deleted, as-proposed by the KPT.

•ocvii). The port has proposed that the provision relating to stuffing/de-stuffing of
containers under the wharfage schedule be deleted because the port does not
carry out the said activity. The users are, however, permitted to stuff/destuff
containers within the port area. Here again, for reasons given above, the
prevision is deleted, as proposed by the KPT.
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(xxxviii). The existing Scale of Rales prescribes container storage charges separately for
empty and loaded containers whereas it has now been proposed to charge
container storage charges for both empty and loaded containers at the same rate;
and, 40' containers being charged double the rate of the 20' containers. The port
has stated that stuffing/de-stuffing operations are allowed to be carried out by the
users themselves inside the port area and it is difficult and more expensive to
keep track of stuffing/de-stuffing operations and, therefore, the same rate has
been proposed for both loaded and empty containers. Besides, whether a
container Is empty or loaded, it occupies the same space; and, a 40' container
occupies double the space as that of a 20' container. The rate prescribed for a
40' container at double the rate uf 20' container is according to the practice
adopted at some other major ports and can be allowed. Same rates of storage
charges for empty and loaded containers have recently been approved in the case
of the CCTL and a similar approach can be adopted at the KPT also.

The duration aiibs and the rates for storage for each slab have been proposed to
be steeply increased. These have been moderated by increasing the slabs and
adjusting the rates for each slab beaiing in mind that prolonged storage of
container1* in pvil stitu rnut.1 be ditA,i.Lii'-.ged,

eocdx). Free time for tl:t containers has been proposed to commence from the GLD of
the vessel whii.j in itie .;ase of general cargo it is to commence after the
completion of the discharge- of cargo from the vessel. The KPT has defined the
GLD. Evtnthouyh the concept of GLD is more relevant to general cargo, the port
has expressed difficulty to follow the concept of GLD in the case of general cargo
vessels. In the event, it is not clear why the GLD concept must be introduced for
containers. In order to have uniformity in the case of containers as well as general
cargo, the free period for containers shall also commence from the complete
discharge of containers from the vessel.

(XL). There Is a provision In the Scale of Rates that if cargo meant for export is taken
back for any reason, wharfage will be recovered in addition to demurrage charges
if It remains there for more than 15 days. The KPSA has questioned the recovery
of wharfage in such cases. Recovery of wharfage is not appropriate if the goods
are not exported. In such cases, the port could recover storage charges even
from the day the cargo was brought in to discourage Indiscriminate use of port's
storage yard. The port has subsequently modified the provision to state that
storage charges equivalent to wharfage charges as applicable will be levied in lieu
of free period as applicable to export cargo and the cargo will be treated as export
cargo for all purposes. The revised proposal appears to be reasonable and it is
approved. The nomenclature of this charge may be stated as 'charges for shut-out
cargo' as in the case of other ports instead of 'charges for cargo back to town'.

(XLI). The KPSA has pointed out that separate storage charges / ground rent rates have
been prescribed for bulk / bagged / container cargo and rates for bulk cargo are
the highest. The port has stated that the proposed rates for storage of bulk cargo
for the first slab of 60 days is Rs.38.50 per 10 sq. mtrs. or part thereof per month
at kachcha plots and at Rs.69/- for pakka plots whereas at the rate of Rs. 150/- for
covered space where break bulk cargo is stored. The storage charges for
containers are the highest. There does not appear to be any anomaly in this
regard and hence no change is called for. In any case, the existing licence
(storage) fee on general cargo will remain unaltered in view of the decision of not
revising cargo handling charges at Kandla.

(XLii). There is a provision in the existing Scale of Rates that locking of rented
warehouse by the user shall not make the port bailee of the goods stored therein.
If the cargo is not yet passed out of Customs' charge, the liability of the port as a
bailee will have to be deemed to continue. The port has, however, pointed out
that it does not take custody of the cargo stored in warehouses taken on rental
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terms. This position is to be governed by the applicable law. There is no need to
specify this as a conditlonallty in the Scale of Rates.

(XLill). The port has prescribed the fees for fire-fighting equipment and services in dollar
terms. Since the fee for fire-fighting services is a charge of miscellaneous nature
and not a vessel-related charge, dollar-denomination of the charge is not in line
with the approach adopted by this Authority. The port has replied that most of the
fire-fighting services are being provided to vessels while discharging POL
products and chemicals which are highly inflammable, the rate prescribed in dollar
terms is applied only to vessels availing the fire-fighting services. The port has,
however, allocated the fire-fighting expenses to cargo activity instead of to vessel-
related activity. Since vessel-related activity is in heavy deficit and the vessel-
related charges are not proposed to be revised, to cover the entire deficit, no
change is being made in the allocation of the expenditure.

There is a provision in the Scale of Rates that If the port craft is used to put off fire
on a vessel in Kandla port premises or if it is kept in attendance for protection in
the event of fire having started in the vicinity even though there was no specific
requisition for the craft, the charges stipulated are payable by the vessel. Users
have stated that providing fire-fighting services in the port and harbour area is the
responsibility of the port and charging heavy specific fee for use of fire-fighting
equipment and services is not appropriate. This argument deserves to be
admitted.

The cost of providing this fire-fighting services forms part of operating cost
allocated to various sub-actlvitles and will get recovered through normal cargo-
related charges / vessel-related charges. That being so, there is no need to levy a
separate charge for fire fighting services.

The fees for fire-fighting will, however, be applicable if the designated craft or the
fire engines are used for any purpose other than fire-fighting. The Scale of Rates
has been amended accordingly.

(XLiv). The KPT has proposed around 15% Increase in dry dock hire charges which Is
less than the general increase considered under the vessel related activity.
Further, the port has proposed to levy dry dock hire charges based on the length
of the craft. The proposed tariff appears to be reasonable and hence it is
accepted. The charges for cleaning of dry dock on the first day is proposed to be
levied separately. Instead of showing this as a separate Item, It will be logical to
merge it with hire charges of dry dock for the first day.

The user Is expected to clean the dry dock from the second day onwards and if
they fail to remove, the port will carry out the job by giving the user notice in
writing. This provision is to be deleted considering that dry dock hire charges or
port dues prescribed for conservancy of the harbour cover these expenses which
are included In the cost statement for vessel related activities.

There is a provision that 50% of the charges prescribed for docking / un-docking
of a vessel will be payable by the hirer in case the docking / un-docking of the
vessel already fixed has to be cancelled due to delay caused either by the hirer or
due to any reasons not attributable to dock convenience. These charges are not
leviable If prior notice in writing is given to the port not later than 1400 Hrs. on the
previous day. The proposed provision is modified to state that the charges will
become payable only If the hirer cancels the requisition for an operation.

(XLV). The KPT has furnished detailed cost sheets for the hire charges proposed for
mobile cranes, forklifts etc. for cargo handling purpose. The management and
general overhead expenditure has not been considered by us In the calculations
since these are Indirect expenditure already considered by the KPT in Its financial
estimates. The arithmetical error in computation of Incidental cost related to wage
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cost has also been corrected. Subject to those modifications, the hire charges of
equipment in this schedule is approved.

The KPT has considered the cost of insurance of equipment in its working of hire
charges. In the light of this, as held by this Authority even in its earlier Order
relating to fixation of hire charges of the floating craft, the existing provision of
recovering charges for damages/ replacement cost from the users in case of
accidents, breakdown, etc., Is irrelevant. That being so, the provision relating to
recovery of damages from the users Is deleted from the schedule relating to
charges for mobile cranes, forklifts, etc. The KPT is advised to consider insurance
cost while working out tariffs even in case of the other equipment at the time of the
next general revision.

(XLVI). The charges for use of dirty ballast tank, inter-transfer of POL products from IOC
for shore terminal to Oil Companies at Kharirohar and vice versa are retained at
the existing level as against a 50% increased proposed by the KPT. This has
been done in line with the decision of not allowing any increase in any activity
other than vessel-related activity.

(XLvii). The hire charges for floating crafts has been rationalised and is proposed to be
prescribed based on the capacity of the crafts as against the existing tariffs
prescribed for the individual tugs/launches. The KPT has furnished the detailed
basis of rationalising the rates based on the capacity of the floating crafts. The
KPT has clarified that it has not proposed any increase in the hire charges of
floating crafts. For the purpose of computation it has taken the average of the
existing rates applicable for respective grouping of crafts. Hire charges for some
of the tugs/launches considered by the KPT in its working do not appear in tha
existing Scale of Rates nor approved by this Authority subsequently. In this
regard the KPT has clarified that the rates for these tugs/launches were approved
earlier by the Government. The rates proposed by the KPT are not exact average
of the existing rates. They are slightly less for some of the tugs/launches and
slightly more for few other except for the major difference observed In the tariff
proposed for the launch of above 600 BHP. In case of launch above 600 BHP
the KPT has proposed a tariff of US$ 183.00 for foreign going vessel and Rs.
6264/- for coastal vessel whereas the average tariff for this group comes to US$
90.80 and Rs. 2387.65. Since the difference here is exorbitant, the rate has been
retained at the average level for that group even though the revised rate is less
than the rate arrived at for a lower capacity group. In case of other tugs/launches
the tariff proposed by the KPT is accepted since the difference in the average and
the rate proposed by the KPT is negligible.

It is to be noted that the KPT has proposed a tariff for the launch of 401-600 BHP;
but, has not furnished the details of the existing launch of this capacity. That
being so, hire charges for launch 401-600BHP is not included assuming that the
KPT does not have any launch of this capacity.

(xi-viii). The charges for electric wharf cranes hired for handling cargo other than to and
from ships were proposed to be revised upwards from Rs.530/- to Rs.10,000/- per
shift. The users have complained that the wharf cranes are used for handling
cargo to and from barges also and this would amount to be a heavy burden on
them. The port has now agreed not to apply these charges in the case of use of
these cranes for loading/unloading to/from barges. This has been incorporated in
the Scale of Rates. It will be more logical that the rate for hire of wharf cranes for
use other than cargo loading / unloading operations is prescribed in relation to the
rebate to be allowed in berth hire charges for the non-crane berths. Accordingly,
the rate for this item is prescribed in the revised Scale of Rates.

(XLix). The KPSA has objected to the hike in the fee for port entry permit from Rs.7/- to
Rs.50/- and has suggested that it should be only a token charge. The port has
clarified that it is a one-time charge for giving a permanent entry permit. This is
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not a major item having greater Tinancia! implications even Tor users, i nas oeing
so, this Authority approves the entry fee as proposed by the port.

(L). Users have complained that weighing machines / weighbridges are not showing
correct weights and as a result they lose significantly on every shipment. They
have also suggested that the weighment charge should be on a 'per tonne' basis
and not on a 'per truck' basis. The port has stated that the weighing machines /
weighbridges are periodically inspected by the officials of the Weights and
Measures Department of the State Government and recalibrated regularly. The
port agreed to do inspection more frequently to minimise such errors. Since
weighment charge is payable on an empty truck also, the port has proposed to
levy this charge on a 'per truck' basis. The proposed provision is accepted.

(Li). The existing Scale of Rates of the KPT is a mix of tariff and non-tariff matters.
The conditionalities that relate to operational issues are deleted from the Scale of
Rates. Similarly, the conditionalities prescribing discretionary powers in tariff
matters to various functionaries in the KPT are also deleted. Various tariff orders
passed by this Authority for common adoption by all the major ports are included
in the Scale of Rates at appropriate places.

10.1. In the result, and for the reasons given above, and based on a collective
application of mind this Authority approves the revised Scale of Rates of the KPT attached as
Annex-II.

10.2. The revised rates and conditionalities relating to vessel-related charges will
become effective after expiry of 30 days from the date of its notification in the Gazette of India.

10.3. The revised rates and conditionalities relating to cgrgo-related charges and other
miscellaneous charges will become effective after expiry of 15 days from the date of its notification
in the Gazette of India.

S SATH Y A M Chairman

f.ADVTTTM V/I-l V2O02/L*tv )

COST STATEMENT FOR THE KANDLA PORT AS A WHOLE
ANNEX-1

(RS.IN CRORES)

DESCRIPTION

CARGO THROUGHPUT
I.OPERATING INCOME
(i) CARGO HANDLING AND STORAGE
(li) PORT AND DOCK CHARGES (includes income from foreign
exchange variation and income due to maintaining disparity at
the accepted level between the rates for foreigh-gomg and
coastal vessels)
SUBTOTAL

2000-2001
36.74

81.87

84 56
_ _ 166 43

2001-02
37.40

79 12

85 57
164.69

Without Change
2002-03

38.00

80 84

95 23
175.06

2003-04
40.6?

88 9E

108.2:
197.1£

With Chanqe I
2002-03

> 38.00

78 61

! 106 94
i 185,55

2003-04 j
4Q.S6

86 72

121 60

2C8l2l
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(iii) LEASE AND RENTALS
(iv)TOWNSHIP
(v)FINANCE & MISCELLANEOUS INCOME
TOTAL (1)

II.OPERATING COST

(i) CARGO HANDLING
(H) PORT AND DOCK CHARGES
(llv) ESTATE RENTALS
(Iv) TOWNSHIP

SUB TOTAL

DEPRECIATION

FINANCE £ MISCELLANEOUS EXPENDITURE

RETIREMENT BENEFITS/EX-GRATIA PAYMENT
WRITE OFF LOSSES

TOTAL (II)

(III) SURPLUS (IMII)

(IV) MANAGEMENT & OENERAL
ADMINISTRATION OVERHEADS

(V)SURPLUS/DEFICIT (III)- (IV)

(VI) INTEREST ON LOAN

(VII) SURPLUS/DEFICIT AFTER INTEREST

(VIII)CAPITAL EMPLOYED

(IX) RETURN ON CAPITAL EMPLOYED @ 14%

(X) RETURN ON CAPITAL EMPLOYED @ 14% LESS
INTEREST ON LOAN

(XI) SURPLUS/DEFICIT AFTER ROCE AND INTEREST ON
LOAN

(XII) CAPITAL COST RECOVERY ON CAPITAL DREDING
EXPENDITURE IN EXCESS OF THE SAVINGS FROM THE
MAINTENANCE DREDGING

(XIII) NET SURPLUS/DEFICIT

(XIV) SURPLUS/DEFICIT AS A PERCENTAGE OF
OPERATING INCOME

(XV) AVERAGE SURPLUS/DEFICIT AS A PERCENTAGE OF
OPERATING INCOME FOR THE YEAR 2002-03 AND 2003-04

10 40
4.16
8 72

189.70

22 20
63 08

103
2 17

88.48

10.10

11 70
0.02

110.30

79.41

27 83

51 58

0 32

5126

380 14

53 22

52 90

-164

0 00

-1 64

-1.0%

10 73
2 55
3 73

181.70

24 26

57.40
1.61
2 07

85.35

7 96

19.62
0 00

112.93

68.77

31 82

36 95

0.33

36 62

417.78

58,49

58.16

-21.54

0 00

-21 54

-13.1%

10 75
2 62
3.39

192.82

24.00
59 39

1 65
2 3B

87.42

9.38

10 42
0 00

107.22

86.61

33.40

52.20

0.23

5197

474,84

66.48

66.25

-14.28

1 47

-12 81

-7.3%

11.83
2.68
3 39

21S.28

25 53
63.60

1.73
2.52

93.39

11.05

11.20
0.00

115.64

99.64

35 74

63.89

0 23

63 66

540.39

75.66

75.43

-11.76

3 95

-7.81

-4.0%

-5.8%

10.75
* 2.62

3 30

202.31

24 00
59 39

1.85
2 3B

87.42

9 38

10.42
0.00

107.22

95.09

33.40

61.68

0 23

61 45

474.84

66.48

66.25

-4.79

1 47

-3 32

-1.8%

^ 83
2 88
3 38

226.42

25.53
63.60

1 73
2.52

93.39

11 06

11.20
0.00

115.64

110.77

35.74

75 03

0 23

74.80

540.39

75.66

75 43

-0.63

3.95

3.32

1.6%

i

1275 GI/2002—14
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ANNEX-II

Kandla Port Trust
Scale of Ratop

CHAPTER -1

1.1. Definitions - General

In this Scale of Rates unless the context otherwise requires, the following definitions shall apply :

(i). "Coastal vessel" shall mean any vessel exclusively employed in trading between any port or
place in India to any other port or place in India having a valid coastal licence issued by the
competent authority.

(ii). "Demurrage" shall mean charges payable for storage of cargo within port premises beyond
free period, as specified in the Scale of Rates.

(iii). "Foreign-going vessel" shall mean any vessel other than Coastal vessel.

(iv). "Full Container Load" "(FCL)" shall mean a container having cargo of one Importer/Exporter

(v). "Hazardous Chemicals" mean and include the chemicals referred under Schedule I,
Schedule il and Schedule III of Manufacture, Storage and import of Hazardous Chemicals
Rules, 1989 framed under Environment (Protection) Act, 1986 and Rules, as applicable from
time to time.

(vi). "Less than a Container Load" "(LCL)" shall mean a container having cargo of more than one
Importer/Exporter.

(vii). "Port area" means the custom bonded area of the Port.

1.2. General Terms & Conditions

(i). (a), A foreign going vessel of Indian Flag having a General Trading Licence can
convert to Coastal run on the basis of a Customs Conversion Order.

(b). A foreign going vessel of Foreign Flag can convert to coastal run on the basis of a
Coastal Voyage Licence issued by the Director General of Shipping.

(c). In case.-' of such conversion, coastal rates shall be chargeable by the load port
rrom the time the vessel starts loading coastal goods.

(d). In cases of such conversion coastal rates shall be chargeable only till the
vessel completes coastal cargo discharging operations; immediately thereafter,
tomign-going rates shall be chargeable by the discharge ports.

(e). For dedicated Indian coastal vessels having a Coastal Licence from the Director
General of Shipping, no other document will be required to be entitled to Coastal

(ii). The states, of the vessel, as borne out by its certification by the Customs or the Director
General of Shipping, shall be the deciding factor for classifying into 'coastal' or foreign-going'
category for the purpose of levying vessel related charges; and, the nature of cargo or its
origin WII1 r,ot bf of any relevance for this purpose.

(iii). (a). Vessel related charges Miall be levied on shipowners / steamer agents. Wherever
(Utos have been denominated in US dollar terms the charges shall be recovered in
i. "Ji-:ri Hypuep after conversion of US currency to its equivalent Indian Rupees at the
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Market Buying rate notified by the Reserve Bank of India, State Bank of India or its
subsidiary or any other Public Sector Banks as may be specified from time to time.
The day of entry of the vessel into the port limit shall be reckoned as the day for such
conversion.

(b). In respect of storage charges on containers, the charges will be collected in
equivalent Indian Rupees based on the Market Buying rate prevalent on the day of
entry of the vessel in case of Import containers; and on the day of arrival of the
containers into the port in case of export containers.

(iv). A regular review of exchange rate shall be made once in thirty days from date of arrival of the
vessels in cases of vessels staying in the Port for more than thirty days. In such cases the
basis of billing shall change prospectively with reference to the appropriate exchange rate
prevailing at the time of review.

(v). For the purpose of calculating the dues the unit by weight shall be 1 tonne or 1,000 kilograms,
the unit by volume measurement shall be 1 cubic metre and the unit by capacity
measurement for liquids in bulk shall be 1,000 litres.

(vi). Interest on delayed payments / refunds:

(a). The user shall pay penal interest on delayed payments under this Scale of Rates.
Likewise, the KPT shall pay penal interest on delayed refunds.

(b). The rate of penal interest will be in the range between a minimum of 2% above the
Prime Lending Rate of State Bank of India and a maximum of 18% within which the
KPT can choose the rate convenient to their purpose. The penal interest will apply to
both the KPT and the port users equally.

(c). The delay in refunds will be counted only 20 days from the date of completion of
services or on production of all the documents required from the users, whichever is
later.

(d). The delay in payments by the users will be counted only 10 days after the date of
raising the bills by the KPT. This provision shall, however, not apply to the cases
where payment is to be made before availing the services / use of Port Trust's
properties as stipulated in the Major Port Trust Act and-/ or where payment of
charges in advance is prescribed as a condition in this Scale of Rates.

(vii). All charges worked out shall be rounded off to the next higher rupee on the grand total of
each bill.

(vlii). In calculating the gross weight or measurement by volume or capacity of any individual item,
fractions upto 0.5 shall be taken as 0.5 unit and fractions of 0.5 and above shall be treated as
one unit, except where otherwise specified.

(ix). An LCL container coming in and going out of the KPT as a unit load will be regarded as an
FCL for the purpose of levying charges.
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CHAPTER - I I

VESSEL RELATED CHARGES

•». SCHEDULE OF PORT DUES

Rate par GRT
Sr.
No.

1.

2.

3.

Kandla

Size of
vowel

Upto
10,000
GRT

10,001 -
30,000
GRT

30,001
GRT and
above

Coastal
vessel

(In Rs.)
6.00

6.85

6.85

Forelgn-
going
vessel
(In US $)
0.175

0.20

0.20

Vadinar

Size of
vessel

Upto
10,000
GRT

10,001 -
40,000
GRT

40,001
GRT and
above

Coastal
vessel

(In Rs.)
1.70

2.05

2.40

Foreign-
going vessel

(In US $)

0.05

0.06

0.07

Frequency
of payment
In respect of
the same
vessel

The due is
payable on
each entry
into the port

— do —

— do —

Notes:

(1). Port Dues of a vessel will be assessed on her total GRT at the rate shown against the
relevant vessel group according to GRT of that vessel.

(2). For oil tankers with segregated ballast, the reduced gross tonnage that Is Indicated In
the "Remarks" column of the International Tonnage Certificate will be taken to be Its
gross tonnage for the purpose of levying Port Dues.

(3). A vessel entering the port In ballast and not carrying passengers shall be charged
with only 75% of the Port Dues with which she would otherwise be chargeable.

(4). A vessel entering the port but not discharging or taking in any cargo or passenger
therein (with the exception of such unshipment and reshlpment as may be necessary
for the purposes of repairs) shall be charged with only 50% of the Port Dues with
which she would otherwise be chargeable.

(S). A LASH vessel making a 'second call' to pick up empty and / or laden fleeting LASH
barges shall be treated as vessel entering a Port, but not discharging or taking any
cargo or passenger therein, and shall not be charged any Port Dues.

(6). Port dues shall be levied at 50% of the above rates in the following cases:

(I). Vessel entering the port for taking any provisions, water bunker, etc. for her
own consumption.

(II). Telegraph vessel.

(7). No Port dues shall be chargeable in respect of:

(i). any pleasure-yacht; or,

(ii). any vessel which having left any port is compelled to re-enter it by stress of
weather or in consequence of having sustained any damage.

(8). Dedicated daughter vessels employed due to draft restriction at the Kandla port for
the purpose of shuttling down between the Vadinar lighterage point and the Kandla
port shall be treated as 'coastal vessel' if they possess valid Coastal Licence.
Further, no Port Dues shall be levied on them at Kandla If Port Dues are levied at
Vadinar.
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2.1. SCHEDULE OF PILOTAGE FEES

Sr.
No

1.

2.

3.

Size of vessel

Upto 10,000
GRT
10,001 - 30,000
GRT

30,001 GRT and
above

Rate per GRT
Kandla

Coastal vowel
(in Rs.)

13.30

12.85
subject to a
minimum of

R8.1,33,0O0/-per
vessel

9.40
subject to a

minimum of Rs
3,85,500/- per

vessel

Foreign-going
vestal
(In US t)

0.388

0.375
subject to a

minimum of USS
3,880 per vessel

0.275
subject to a

minimum of USS
11,250 per vessel

Vadinar
Coastal vesaal

(In Rs.)

8.90

7.90
subject to a

minimum of Rs.
89,000 per vessel

7.55
subject to a

minimum of Rs.
2,37,000 per

vessel

Foraign-(joing
vessel
(In US $)

0.26

0.23
subject to a

minimum of USS
2600 per vessel

0.22
subject to a

minimum of USS
6900 per vessel

2.2. MISCELLANEOUS PILOTAGE FEES

Sr.
No

1.

2.

3.

4.

5.

6.

7.

8.

Items

Inward or Outward pilotage cancellation fees (with
notice of less than 3 hours).
Pilot going to Pilot Station to pilot incoming vessel
and returns back due to non-arrival of vessel
Pilot boarding an outgoing vessel or leaving In the
craft for the vessel in mooring or stream for pilotage
and has to return back due to non-readiness of
vessel.
Cancellation of shifting of vessels
(with notice of less than 3 hours)
Services rendered by Pilot to a vessel at OTB / Pilot
Station for double banking, etc.
Attendance fees if Pilot is required to attend a ship
at the request of the master or the agent or by the
KPTs authorised official for work other than piloting
the ship in or out of the harbour or other than
berthing or unberthing or shifting of the vessel.
Pilot detained in the Port Launch for more than half
an hour before boarding the vessel.

Pilot detained on board the vessel to be piloted in or
out or shifted for more than 15 minutes.

Rate
Coastal vessel

(In Rs.)

8,146.75

13,442.10

13,442.10

18,839.50

Fontlgn-golng
vassal
(in US $)

238.00

392.70

392.70

550.36

25% of Pilotage fees

1344.55
per hour or part

thereof

2,159.25
per hour or part

thereof
6,741.60

per hour or part
thereof

39.28
per hour or part

thereof

63.08
per hour or part

thereof
196.95

per hour or part
thereof

Wot—:

(1). Pilotage fees of a vessel shall be assessed on her total GRT (Gross Registered
Tonnage) at the rate shown against the relevant vessel groups according to GRT of
that vessel.

(2). Pilotage fees shall include services of Pllot(s) for pilotage of vessels; and, provision of
required number of flotilla like tug/tugs, Pilot Launch/ Mooring Launch for inward and
outward movement and one shifting operation within the harbour.

(3). Any additional shifting requested by the vessel shall be charged at 25% of the
Pilotage fees.

(4). No charges shall be levied for shifting of a vessel for port convenience.
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(i). "Port convenience" Is defined to mean the following:

(a). If a working cargo vessel at berth or /mooring is shifted / inberthed for
undertaking hydrographic survey work or for allotting a berth for the
dredger or for attending to repairs to berths, maintenance and such
other similar works whereby shifting is necessitated, such shifting
shall be considered as "SHIFTING FOR PORT CONVENIENCE".
The shifting made to reposition such shifted vessel is also considered
as "SHIFTING FOR PORT CONVENIENCE".

(b). If a working cargo vessel is shifted from berth to accommodate on
ousting priority, vessels which are exempted from bearing shifting
charges, such shifting shall treated PORT CONVENIENCE".

(c). Whenever a vessel is shifted to accommodate another vessel which
can not be berthed at other berths due to draft and LOA restrictions
vessel is considered as "SHIFTING FOR PORT CONVENIENCE".

(d). Whenever a vessel Is shifted to accommodate another vessel having
priority at the adjacent berth and unless that vessel shifts, another
vessel can not be berthed at the adjacent berth due to length
restrictions such shifting is also considered as "SHIFTING FOR
PORT CONVENIENCE".

(e). Whenever a vessel is shifted to accommodate another vessel
carrying hazardous cargo which needs adjacent berth to be kept
vacant for safety reasons is also considered as "SHIFTING FOR
PORT CONVENIENCE".

(ii). Whenever a vessel is shifted from berth to accommodate another vessel on
ousting priority, the vessel shifted is exempted from the payment of shifting
charges since the same is paid by the vessel enjoying the ousting priority or
the shifting is treated as for PORT CONVENIENCE when the priority vessel
is exempted from payment of such charges. However, this benefit will not be
applicable in the following cases:

(a). Non-cargo vessel which in any case have to vacate the berth when
cargo vessels arrive.

(b). Vessels using the berth exclusively for overside loading/discharge.

(c). Vessels which are idling at berth without doing any cargo handling
operations.

(5). Additional Pilotage fees shall be levied for vessels shifting to Outer Tuna Buoy (OTB).
This will not be charged, however, if the vessel sails out from OTB.

(6). When the vessel is shifted/removed to OTB for the convenience/ousting priority of
another vessel, the vessel for whose convenience the shifting takes place shall pay
Pilotage fees, as applicable.

(7). Any pilotage carried out with restricted engine power shall be charged at one-and-half
times the rates prescribed in Schedule of Pilotage fees and for piloting a vessel under
'Cold move1, Pilotage fees shall be levied at double the rates prescribed in the
Schedule of Pilotage fees.

(8). Pilotage will not be compulsory in case of vessels upto and below 200 GRT. Such
vessels may, however, ask for pilot if they so desire on payment of fees as specified
in the Schedule of Pilotage fees.

(9). Pilotage will not be compulsory for the vessels licenced under the Kandla Harbour
Craft Rules, 1955 except at the time of initial entry and final departure outward.

(10). Whenever vessels from the Port are shifted to OTB during exigencies of
cyclone/flood/ natural calamities, no Pilotage fees will be recovered for such shifts.
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(11). The rates specified in this schedule are for pilotage from upto 3.22 kilometres (two
lies) seaward of the pilot station (Outer Tuna Buoy).

If, however, the vessel requires the Pilot to board the vessel beyond a point 3.22 kms
seaward from the pilot station (Outer Tuna Buoy), Pilotage fees at double the rates as
specified in this schedule shall be levied. Boarding of pilots shall be restricted to
maximum of 9.66 kilometres (6 miles) seaward from pilot station (Outer Tuna Buoy).

(12). When the pilot is required to attend the vessels which are grounding, drifting, etc.
attendance fees of Rs. 1344.55 per hour or part thereof for coastal vessel and US $
39.28 per hour or part thereof for foreign-going vessel shall be levied. For the
services of tug requisitioned to attend/tow such vessels, or other vessels for any other
reasons, the tug hire charges at the rate prescribed in the Scale of Rates shall be
leviable.

(13). When the services of a pilot are requisitioned for inward or outward pilotage or for
shifting of a mechanically propelled vessel, a notice of not less than 12 hours before
the time the pilot is required to board the vessel shall be given. If the services of the
pilots are requisitioned within less than 12 hours, then the Agents have to pay late
submission charges of pilotage requisition equivalent to cancellation charges.

(14). Where the KPT or its authorised official is satisfied that the pilot cannot be posted at
the time mentioned in the requisition due to non-availability of berth for the incoming
ships or due to tide timings and the like, the time and date for boarding the vessel by
the pilot shall be fixed by the KPT or its authorised official.

(15). No requisition will, however, be required if a pilot is required to shift/attend a vessel in
an emergency beyond the control of a Master of the vessel, such as fire on board,
dragging of anchor, and the like.

».1. SCHEDULE OP BERTH HIRE CHARGES

(A).

Sr.
No.

1.
2.

Size of vessel

Upto 10,000 GRT
10,001 - 30,000
GRTand above

Rate per GRT per shift of 8 hours or part thereof

General Cargo Berths
Coastal vessel

(in Rs.)

0.57
0.57

Foreign-going
vessel

(In US ()
0.0166
0.0166

Liquid Cargo Berths
Coastal
vessel
(In Rs.)

0.43
0.57

Foreign-going
vessel

(In US $)
0.0125
0.0166

(B).

Sr.
No.

1.

2.

3.

4.

Particulars

Sailing vessels, launches, tugs, small crafts, etc. using
quay berths, south, north and wast wharves of Bunder
Basin, Maintenance Jetty, Ferry Berths and Service
Jetty at OOT (per shift of 8 hours or part thereof).
Vessels licenced under the Kandla Harbour Craft
Rules, 1955:
For use of quay berth or any berth wharf or jetty (per
GRT per shift of 8 hours or part thereof)

Berth hire and mooring fees for LASH barges (per
shift of 8 hours or part thereof^
Berth hire / mooring fees / stream dues for fishing
trawlers (per shift of 8 hours or part thereof).

Coastal Vessel
(In Rs.)

54.35

0.14
(subject to a
minimum of
Rs.52.00)

67.90

9.60

Foreign-going
Vessel

(in US $)

1.588

0.004
(subject to a minimum

of US$1.52)

1.983

0.28



113 THE GAZK1TK OF INDIA: EXTRAORDINARY [PART III—SEC, 4]

Notes:

(1). The Berth hire charges of a vessel shall be assessed on her total GRT (Gross
Registered Tonnage) at the rate shown against the relevant vessel group according
to GRT of that vessel.

(2). Berth hire charge for non-crane general cargo berths, shall be levied at 80% of the
rates prescribed in this Schedule.

(3). In the case a vessel is double banked with other another vessel occupying General
cargo berth or Oil Jetty berth, the vessel so double banked will be charged at the rate
of 50% the Berth hire charges specified above.

(4). The cranes and equipments are supplied on the condition that the Port shall not take
any responsibility for any loss or damage to life or property or break down of it at any
stage which may occur or result out of use of equipment owing to any reason and that
the liability of such loss/ damage/ break-down shall rest with the user/hirer of the
equipment. The users will be solely responsible for damages to equipment and Port
property that may occur or result during the working of equipment as per requisition
on account of any reason, such as, overloading of crane, under coaming, improper
slinging of cargo etc. The parties shall make good of the damages (fair wear and tear
excepted) and pay to the Port all cost or repairing of damages and replacement
actually incurred.

3.2. SCHEDULE OF MOORING CHARGES

3r.
No

1.

2.

Particulars

Mooring charges at Kandla

For vessels using SBM at Vadmar

Rate per GRT per shift of
8 hours or part thereof

Coastal vassal
(in Rs.)

Foreign-going vessel
(In US $)

30% of the applicable Berth Hire charges

0.11 0.0033

3.3. SCHEDULE OF ANCHORAGE CHARGES

Sr.
No

1.

(a).

(b).
2.

3.

Particulars

Sea-going mechanically propelled vessels:

Kandla OTB

Vadinar
Inner Anchorage

Crafts other than sea-going vessels

Rate par shift of
8 hours or part thereof

Coastal
VMMl

(In Ra.)

89.70

65.00

Foreign-
going
vessel
(In US
$)

2.62

1.90
20% of the applicable
Berth Hire charges

17.00 | 0.496

3.4. TRANSHIPMENT / LIGHTERAGE FEES FOR VESSELS LYING ON THEIR OWN
ANCHORS.
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Particulars

Anchorage fees for vessels
lying on their anchors in
stream and carrying out
transhipment / lighterage
operations.

Rate per ORT per 30 days or part thereof

Mothar vaeaab
(yMMh arriving with cargo

to ba transferred)

CoMtal
V«tMl

(In Ra.)

1.70

Foretgn-
gotng
VNMI

(In US f)

0.05

Daughter vaaaal
(vaaaala receiving cargo)

Coaatal
VMMt

(In R«.)

0.43

Foreign-going
vaeaal

(In US •)

0.0125

3.5. SCHEDULE OF BEACHING CHARGES

Particulars

Vessels lying ide in the beach (rate per QRT per calendar
month or part thereof)

Coastal vessel
(In Rs.)

1.30

Foreign'
going vessel

(In US $)
0.038

General Notes relating to Schedules 3.1 to 3.5:

(1). The period of 8 (Eight) hours shall be reckoned from the time the vessel occupies
berth/mooring/anchorage.

(2). No vessel shall be liable to pay both Mooring fees and Berth hire In 8 hours time If
there is a shifting from mooring berth to quay berth or vice versa. The rate applicable
at the commencement of the shift shall be charged for that shift and thereafter the
rate chargeable at the new place, berth or mooring point shall be applicable.

(3). Launches/crafts belonging to the Central/State Governments engaged in anti-
smuggling activities shall be exempted from the levy of Berth hire, Mooring fees and
Anchorage charges.

(4). Where vessels are having single tonnage i.e. NRT the same will be treated as ORT.

(5). If during the period of 8 hours time, a vessel lying at anchor at Outer Tuna Buoy or
stream in Harbour area is shifted to mooring or at cargo berth, the Anchorage
charges only will be charged upto the time of making fast in the mooring or berth as
the case may be. The levy of Mooring fees or Berth hire will start from the point of
time the vessel Is made fast to mooring or berth, upto the time of unmooring or
unberthing.

(6). (I). No Berth hire shall be levied on vessels after expiry of 4 hours from the time
of signaling its readiness to sail. Penal berth hire equal to one day's berth
hire charge (i.e., 3 units of 8 hours each) shall be levied for false signal.

(II). The Master / Agent of the vessel shall signal readiness to sail only in
accordance with favourable tidal and weather conditions.

(lit). The time limit of four hours prescribed for cessation of Berth hire shall
exclude the ship waiting time for want of favourable tidal conditions.

(7). Any vessel which continues to occupy any berth at the port without carrying out cargo
handling operations for any reasons and after the expiry of the period of notice given
by the KPT or its authorised officials to vacate the berth, shall pay Berth hire charges
at five times the normal rate from the time and date of expiry of notice. These
charges will be in addition to normal Berth hire charges.

(8). For priority berthing, fees equivalent to berth hire charges for a single day or 75% of
the berth hire charges for the period of stay, whichever Is higher shall be levied extra.

(9). For Ousting priority, fees equivalent to 100% of the normal Berth hire charges for
actual period of stay shall be levied extra.

1275GI/2O02—15
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CHAPTER • UI
CARQO RELATED CHARGES

1. SCHEDULE OF WHARFAGE CHARGES

8r.
No

(A)
1.
(•)•
(b).
<c).
2.
3.

4.

(B)
1.

2.
3.
4.

6.
6.

7.
8.
9.
10.
11.

12.
13.
14.

15.
18.
17.

18.

19.

20.
21.
22.

23.

24.

25.

26.
27.
28.
29.
30.
31.

Particulars of commodities

Liquid (In bulk)
POL and Droducts
Crude Oil
POL Products
LPG
Edible oil - crude and refined
Non Hazardous chemicals

Hazardous chemicals

Dry Cargoes
Fertiliser and raw material Including sulphur

Food grains, cereals, pulses and oilseeds
Cement & clinker
Ores and minerals (In all forms)

Granites and marbles
Metals (Ferrous / non- ferrous) (Including pipes, plates, pig
iron and coll sheet)
Metal scrap
Animals (small)
Animals (big)
Animal products, bone meal, hides and skins.
Oil cakes and fodder

Waste paper and newsprint
Construction material and sand
Coal and coke (Including firewood)

Wood, timber and bamboo
Jute & jute products and coir products.
Cotton including cotton waste

Salt

Sugar

Asbestos
Synthetic resin and wood pulp
Arms, ammunition, explosives and defence stores

Dry chemicals Including soda ash, HDPE, PVC, LDPE, etc.

Passengers (Embarking & Disembarking)

Empty containers (upto 20 feet)

Empty container (above 20 feet)
Loaded container ( upto 20 feet)
Loaded container (above 20 feet)
Tower materials
Project materials
Machinery Including motor vehicles and auto
components/electrical

Unit

M.T.
M.T,

~Cu.m.
M.T,
M.T.

M.T.

M.T.

M.T.
M.T.
M.T,

M.T.
M.T.

M.T.
NO*.
Nos.
M.T.
M.T.

M.T.
M^T.

M.f.
Cu.nv

M.Y.
M.T.

M.T.

M.t.
M.T.
M-T.
M.T.

M.T.

Per Person

Nos.

Nos.
Nos.
Nos.

Ad valorem
Ad valorem

Ad valorem

Rat*
(in As.)

12.00
26.26
100.00
30.00
30.00

40.00

20.00

7.50
16.00
11.20

U.flfl
2S.00

30,00

A.oo
20,00
7.60
7.50

20.00
11f2fi
18.00

20.00
1S.00
1S.00

2.80

i.4o
15.06
30.00
65.00

15.00

160.00

120.00

180.00
600.00
900.00
0.30%
0.20%
0.20%
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tr.
No
3?,
33.
34.

Particulars of commodities

Frulta. nuts, tapioca, coconut. Copra, tamarind seeds, etc.
All other unspecified goods
Postal articles and Diplomatic mall, Bonaflde ships' fitting,
ship1 a stores (including ship provision) and dunnage,
Bonaflde crew's luggage and personal effects
accompanying them, packing materials, personal baggage
and military equipment accompanying military personnel
moving on duty, bunkers for Central & State Govt
launches engaged in anti-smuggling activities and fodder
accompanying livestock and not manifested as cargo.

Unit

Ad valorem
M.T.

Rate
(In Ra.)
0.65%
35.00

FREE

(1). The rates of wharfage charges prescribed above in their application to cargoes other
than Bulk, i.e. break bulk and non-containerised cargo shall be charged Rs.15/- per
MT for supply of Port labour in addition to the above rates.

(2). Wharfage charges for liquid bulk cargo prescribed above are applicable for handling
at the Liquid Cargo Berths. If Liquid bulk cargo is handled at General Cargo Berths,
20% additional wharfage will be charged.

(3). 50% of the wharfage charges shall be levied as transhipment charges in the cases
where the cargo discharged from the mother vessel to daughter vessel within port
limits is destined to other ports. In case of transhipment of crude at Vadlnar,
transhipment charges of Rs. 5/- per M.T. shall be levied.

(4). Wharfage charges on bulk Items of cargo excepting POL products (mineral oil) shall
be levied on the manifested tonnage of the vessels. In the case of mineral oils, the
quantity shown In out turn reports duly certified by Customs shall be the basis for levy
of wharfage charges.

(5). 'Advalorem' charges on Imports shall be calculated on CIF value; on the exports on
FOB value; and on coastal cargo on value specified In the bill of coastal goods.
Customs' Bill of Entry/ shipping bill/ bill of coastal goods shall be the main documents
for assessing the value of cargo for wharfage purpose and where It Is not available,
the value will be determined based on the bill of lading/ Invoices, etc.

(6). The advalorem rates prescribed in this Schedule are inclusive of cost of shore labour,
handling, etc Shipping documents such as Bill of lading/shipping bill shall be
produced to assess the wharfage charges on CIF/FOB value of the consignments, as
the case may be.

(7). Wharfage charges shall be leviable on the goods actually exported. In the case of
shut out cargo, shut out charges equivalent to the wharfage charges, as applicable,
shall be levied In lieu of demurrage free period allowed as applicable to export cargo.

(8). Transhipment cargo, If discharged and re-loaded on to the same vessel, single
wharfage shall be leviable for the both movements.

(0). All goods Intended for shipment shall be assessed on export application and
wharfage dues, wherever necessary, shall be paid before the goods are shipped.
Similarly, all goods landed within the limits of the Port of Kandla shall be assessed on
Import application and the wharfage dues, shall be paid by the concerned before the
delivery Is given.

(10). The wharfage shall be calculated on the total tonnage of each Item of goods. For this
purpose, the gross and not the r lonnr>w f each package, as specified in the
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relative invoice or other shipping document, shall be reckoned with subject to fresh
check, if the circumstances so require.

(11). Wharfage, as applicable, will be levied on cargo discharged from one hatch of a
vessel and reshipped In another for trimming or rearranging the vessel's cargo either
by lighters from overside or over the docks wharves.

(12). Before classifying any cargo under 'unspecified category' In the wharfage / on-board
and wharfage schedule, the relevant Customs classification shall be referred to find
out whether the cargo can be classified under any of the specific categories
mentioned in those schedules.

2. SCHEDULE OF DEMURRAGE CHARGES

2.1. Free Period

Sr.
No.
1.
2.
3.
3.
4.

Particulars
General Cargo
Timber logs
Export cargo to be stuffed Into containers
Shutout cargo
Hazardous goods

Imports
5 days
8 days

—
—

3 days

Exports
15 days

—
15 days
15 days
3 days

Notes:

(1). For the purpose of calculation of free period, Sundays, Customs holidays and the
port's non operating days shall be excluded.

(2). (I). Free period for imports shall be reckoned with from the date of complete
discharge of vessel's cargo.

(ii). When a vessel's cargo is partly discharged in stream and partly on wharf, the
free period of storage in transit sheds and yards shall be reckoned with
separately.

(iii). Free period in respect of cargo discharged In lighters in stream shall
commence from the date of complete landing of the cargo on the wharf from
the lighters.

(iv). Free period in respect of cargo landed directly on the wharf shall commence
from the date of complete discharge of the cargo by the vessel.

(v). In case of removal of the vessel from the berth for any reason whatsoever
before complete discharge of the manifested quantity, the free period shall
start for the cargo so discharged from the time of the removal of the vessel
from the berth.

(3). Free period for exports shall commence from the date on which the cargo Is brought in
the transit / port area. The demurrage will cease from the day following the date of
berthing of vessel. In case of stream loading, the demurrage will cease from the day
of loading to the extent of quantity loaded.

(4). Free period on export cargo to be stuffed into container shall commence from the date
on which the cargo is brought In the transit area. The demurrage shall cease from the
day of stuffing (both days inclusive).

(5). Free period for shut out cargo shall commence from the time the export cargo Is
brought Into the port area.
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(6). Sundays and Holidays shall be Inducted for the purpose of calculation of free period
for hazardous cargo both for imports and exports The demurrage charges on
hazardous goods shall be levied at double the normal rates specified in above
schedule.

(7). Survey Goods
Goods detained for survey shall enjoy free storage for a period of seven days from the
date of complete discharge of vessels cargo, subject to the conditions that:

(i) Application for survey addressed to the KPT or its authorised official Is
received within the normal free period applicable.

(ii) The Importers shall submit a survey certificate indicating full particulars of
cargo surveyed within 21 days after the expiry of normal free period
applicable.

(8). Salvage Goods
The free period of seven days will be counted from the date on which the goods are
actually salvaged.

(9). Unclaimed Goods

Unclaimed goods when sold by the Port Administration under the rules In force, a
free period of seven days shall be allowed from the date of acceptance of the bid by
the KPT.

2.2. Demurrage Charges

Demurrage charges shall be levied on all goods left in the Port's transit sheds and yards
beyond the free days, including Sundays and Holidays.

(Amount In R*.\
Sr.
No.
1.

2.
3.
4.
5.
6.
7.

Particulars

"Tweek

2™ week
3ra week
4in week
5tn week
6m week
7"1 week and
above

Unit

Per M.T. or part thereof per day or
part thereof.

- d o -
- d o -
- d o -
- d o -
- d o -
- d o -

CovartdAm

2.50
3.75
5.00
10.00
20.00
40.00
80.00

Open Araa

1.25
1.90
2.50
5.00
10.00
20.00
40.00

Notes:

(1). A day shall be reckoned as calendar day from 0800 hours to 0800 hours or part thereof
for the purpose of demurrage charges.

(2). Demurrage on goods detained by Customs:

(i). Periods during which goods are detained by the Commissioner of Customs for
the purpose of special examination Involving analytical or technical test other
than the ordinary process of appraisment and certified by the Commissioner of
Customs to be not attributable to any fault or negligence on the part of the
Importers; and

(ii). where goods are detained by Commissioner of Customs on account of Import
Control formalities and certified by Commissioner of Customs to be not
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attributable to any fault or negligence on the part of the Importers, for such
period of detention under (i) and (II), the demurrage charges shall hP
recovered as under:

First 30 days of detention : 20% of applicable demurrage

3 1 " to 6O'h day : 60% of applicable demurrage

Beyond 60 days : 100% of applicable demurfaflf

2.3. SCHEDULE OF DWELL TIME CHARGES ON CONTAINERS

Period of occupation

First 07 days

08 to 15 days

16 to 30 days

31 to 45 days

Above 45 days

Rate p«r container per day or part thereof

. Upto 20' Container
(In US$)

Free

0.50

1.00

1.50

3.00

Above 20' Container
(in US $)

Free

1.00

3.00

6.00

Notes:

(1). Import containers removed out of the Port area for destufflng> stuffing shall be
charged dwell time charges from the day fqllpwing the complete discharge of foe
vessel till the date of removal (Including the date of rempval). Similarly, ejpert
containers received shall be charged dwell time charges from foe date of receipt till
the day prior to the date of shipment (excluding the date of shipment).

(2). If a container has already been charged dwelt time charge! on 9 particular titty, tta
same unit will not be charged again on the same day even If ft is mqyed between foe
areas referred to above.

(3). The dwell time charges on a container shall be levied irrespective of whether the
container Is stored on chassis or on ground or stacked high.

(4). The storage charges on abandoned FCL containers/shipper owne^ containers shjll
be levied upto the date of receipt of Intimation of abandonment In writing or 7§ flays
from the day of landing of the container, whichever Is earlier subject to the following
condition:

(I). The consignee can Issue a letter of abandonment at any flrtiH;

(II). If foe consignee chooses not tfl jssue such latter 9f •be.nftWrWWt, «M
container Agent/MLO can also |ssue abandonment |#tt«F Wtyejl P foe
condition that,

(a). foe Line shall resume custody of container |long wjth ^ r f d and
either take back It pr remove It from, ft* port Bpaffl1***; MM

(b). the line shall pay all port chjrges appftjed on fte cargo, and. pfffltllnar
before resuming custody of the cpn$a|n#r.

(III). The container Agent /MLO shall observe the nfcfgwry formtWfj af^ t>ear
foe cost of transportation apd destuffing. |p case of foeir fallurB to W$ •UOh
action wtthln foe stipulated period, the storage charge on combiner SBJH N
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continued te be levied till such time all necessary actions are taken by the
shipping lines for destufflng the cargo.

(iv). Where the container is seized/confiscated by the Custom Authorities and the
same cannot be destuffed within the prescribed time limit of 75 days, the
storage charges will cease to apply from the day the Custom order release of
the cargo subject to lines observing the necessary formalities and bearing
the cost of transportation and destuffing. Otherwise, seized/confiscated
containers should be removed by the line/consignee from the port premises
to the Customs bonded area and in that case the storage charge shall cease
to apply from the day of such removal.

2.4. CHARGES FOR SUPPLY OF ELECTRICITY TO REEFER CONTAINERS

Particular*

Charges for supply of electricity to reefer
containers

Rate per container per 8 hour* or partttwraof

Upto 20* Container
(In US$)

5.50

[ Above ^Container
(In US f)

8.25

Not**:

(1). Reefer points will be allotted on per point basis.

(2). (!)• The port reserves the right to supply power to reefer containers and shall not
be responsible for any loss whatsoever that the user may incur In the event of
the following:

(a). Failure of electric supply due to reasons beyond the control of the
KPT;

(b). The KPT's InaMHty to supply power In time; and,

(c). Disconnection of the supply of power without assigning any reasons,
should this become necessary for smooth operation in the Docks.

(U). The KPT wW permit users to make their own arrangement for alternative
power supply by bringing generating sets or otherwise at their own cost when
power supply is disrupted / disconnected.

(in). Additional charges for supply of electricity to reefer points shall not be
leviable for the duration of such non-supply of electric power.
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2.5. UCENCE (STORAGE) FEES ON GENERAL CARGO

(A). FOR OPEN SPACE

Period of occupation

0-60 days
61-90 days
91 - 1 8 0 days
Beyond 180 days

Rate per 10 aq. mtr. or part thereof per month or part thereof

Kutchha Plots
(uncemented /
unasphaKed)

(In Ra.)

35.00
70.00
87.50
105.00

Pucca Plots
(cemented
asphalted)

( In Ra.)

60.00
120.00
150.00
180.00

Bin* and raised
plinth

(In Re.)

70.00
140.00
175.00
210.00

(B). FOR COVERED SPACE

Period of occupation

0-60 days
6 1 - 9 0 days
91-180 days
Beyond 180 days

Rate per 10 aq. mtr. or part thereof per month or part thereof
around Floor

(In Rs.)
150.00
300.00
375.00
450.00

First Floor
(In Rs.)
130.00
260.00
325.00
390.00

Notes:

(1). Period for the purpose of calculation of Licence (Storage) fees shall be counted
taking Into account the period of stay of the cargo, both for open and covered areas.

(2). Application for storage spaces shall be made before storage of goods to the KPT or
Ms authorised official. Any unauthorised occupation of storage spaces shall be liable
for payment of double the rent, as a penalty.

(3). Licence (Storage) fees shall be paid In advance. Penal interest, as prescribed In
point no. (vi) (b) in 12. General Terms and Conditions in Chapter t shall be levied on
the amount due but not paid from the date on which the amount becomes due till the
date of actual payment which shall In no case exceed 7 days. If, for any reason,
payment Is delayed beyond 7 days from the date of the amount becoming due
occupation wiH be treated as unauthorised.

(4). The space allotted shad be vacated on notice from the KPT or its authorised official
failing which K wHI be treated as unauthorised occupation; and, the Port Authorities
shaN take other action, as deemed fit.

(5). The KPT sheH have the right to take over the spaces, allotted on rental basis, which
are unoccupied/empty without any prior notice in the interest of the Port operation. In
such cases, proportionate reduction in rent shall be allowed.

(6). The day for the purpose of levy of storage charges will be from 08.00 hrs. to 08.00
hrs.

2.6. CHARGES FOR OFFICE ACCOMMODATION (INSIDE PORT AREA)

Basis of charge

Per sq. metre or part thereof per month

Rate

Rs. 80.00
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CHAPTER - IV
MISCELLANEOUS CHARGES

1. SCHEDULE OF CHARGES FOR FRESH WATER SUPPLY TO VESSELS

Sr.
No

1.

Particulars

Water supplied to vessels / Craft alongside
berths

Rate per kilolitre or part thereof

Contai vwwl
(In RB.)

Rs.51

Foreign-going
VHMl

(In US $)
US$1.49

Subject to minimum charges for
100 KIs.

Note:

The minimum charges as prescribed shall be levied if the Owner, Master or Agent or his
authorised representative of the vessel refuses to take delivery of water, as requisitioned.

2. SCHEDULE OF CHARGES FOR ISSUE OF ENTRY PERMIT, TOKEN, CERTIFICATES &
STATISTICAL STATEMENTS

Sr.
No.

1.

2.

Particulars
Charges for issue of permanent entry permit and
token.
Charges for issue of certificate and Statistical
statement by Traffic and Marine departments.

Rates

Rs. 50.00

Rs. 50.00

Notes:

(1). No charges shall be levied from non-commercial Department of Government of India,
State Governments, Committees appointed by Governments, Press Agencies or their
representatives requiring statistics for publication in press.

(2). No fee shall be charged for issue of passes/token to employees of the KPT.

3. SCHEDULES FOR HIRE CHARGES FOR MOBILE CRANES, FORKLIFTS, ETC. FOR
CARGO HANDLING PURPOSE

Sr.
No.

1.

2.

3.
4,

Particulars

Forklift truck of capacity upto 3 tonnes

Forkhft tuck of capacity above 3 tonnes
upto 5 tonnes
Pay loader (Front End Loader)
Tractor (capacity upto 10 tonne)

Unit

Per hour or
part thereof

-do-

-do-
-do-

Rate
(In Rs.)

280.00

311.00

352.00
278.00

Min.
charges
(in Rs.)
560.00

622.00

704.00
556.00

Notes:

(1). (i). The hire charges will commence from the time of despatch of the equipment
subject to maximum transit time of 30 minutes, provided the equipment so
despatched is made available for operation at work site.

(ii). The period of detention of each occasion of 30 minutes and above on
account of break down of equipment and withdrawal of the equipment by the

127bGI2002-16
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port for its own work during the period of requisition will be excluded for
computation of the period of hire.

(2). The parties are required to submit requisition for specified shifts/period for cranes and
other cargo handling equipment by 1430 hours on working days for the 3"1 shift of the
day and 1 *' and 2nd shift of the following day. The equipment will be provided subject
to availability of staff and equipment.

(3). The parties are allowed to cancel the requisition for equipment before or after it is
supplied to them by giving one hour's notice.

(4). The conditions specified at 2 and 3 above will also be applicable to supply of wharf
cranes to master/owner/agent of the vessel for cargo handling operations for which
the charges are included in the Berth hire charges.

4. SCHEDULE OF WEIGHMENT CHARGES

Sr.
No.

1.

2.

3.

4.

Particulars
For use of weigh bridge by trucks & other
small vehicles
For use of weigh bridge by Trailors and
other large vehicles
For hiring weights only

For issuing weighment certificates

Unit
Per vehicle

-do -
For set per day or part

thereof
Per consignment

Rate
(in Rs.)
20.00

40.00

10.00

50.00

Notes:

(1). The attendant labour shall be supplied by the parties concerned.

(2). No weighment charges are leviable if weighment is done in the interest of the port for
the purpose of assessing Port charges.

5. SCHEDULE OF CHARGES FOR DIRTY BALLAST TANK, TRANSFER / INTER-
TRANSFER OF POL PRODUCTS

Sr. No.

1.

2. 0)-

(n).

(iii).

(Iv).

3.

Particulars

For use of dirty ballast tanks of 4000 tones
capacity

Transfer of POL products from Dirty Ballast Tank
in Old Kandla to the HPCL terminal Khanrohar
and vice versa through KPT's 12" dia pipeline.
Diesel operated pump (600HP) Connected with
12" dia pipeline.

Electric pumps (519 HP) with 12" dia pipeline

Electric pumps (519 HP) with 16/2" dia pipeline

Inter-transfer of POL products from M/s.lOC fore
shore terminal to Oil companies at Kharirohar
and vice versa through Kandla Port Trust
pipelines.

Unit

per shift of 8 hrs. or
part thereof

Per shift of 8 hours
or part thereof

Per hour or part
thereof

-do-

-do -

Per shift of 8 hours
or part thereof

Rate
(In Rs.)

15,500.00

5,529.00

584.00

338.00

337.00

10,820.00
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General Note* for 8ched,ul»« 1. 2. 4 and, 8

The appliances shall be hired subject to the condition that the Port undertakes no
responsibility for any loss or damage to life or property which may directly or be caused due
to failure of the appliances at any stage and that the hirer shall keep the appliances in good
order and condition and shall make good all damages (fair wear and tearexcepted) whether
by accident by fire or otherwise in all cases where the appliances are manned by the hirer
themselves or otherwise. The cost of repairing the damage shall be that actually Incurred for
the purpose including the usual Indirect and centage charges, while the cost of replacement
will be either the original book value or the replacement cost whichever Is higher.

6. SCHEDULE OF CHARGES FOR U3E OF PORT FLOATING CRAFT

Sr.
NO

1.

2.

3.

4.

DMcrlptlon

Tuo.3:
a) Upto 7.5 tonne B.P.
b) 7.60 to 20 tonne B.P.
c)21 to 35 tonne B.P.

Launches
a) Upto- 200 B.H.P.
b)201 - 400 B.H.P.
c) Above 600 B.H.P.

Fire fighting craft

Water barge 'BHIMSEN1

Rate

Unit

Per hour
or

part thereof

Per hour
or

part thereof

Per block of
8 hours or
part thereof
Per hour or
part thereof

Coastal V M M I

_4lnR«J

3500.00
10,000.00
13,500.00
(subject to a

minimum of Rs.
40,500)

1024.00
3000.00
2387.65

38,680.00

3410.00

Foreign-going
VM1«I

J in US $ L

120.00
475.00
500.00

(subject to a
minimum of
US$ 1500)

34.58
100,00
90.80

1841.17

162.32

Notes:

(1). Hire charges of 35 ton BP tug for pull back operations at Vadinar is subject to
following conditions :

(i). The hire charges shall be levied per block of 8 hours or part thereof. The rate
shall be Rs. 1,66,168/- for a coastal vessel and US $ 5462.10 in case of a
foreign going vessel.

(ii). If the last block of hire is 4 hours or less than 4 hours the charges for the
same will be levied at the rate of Rs. 83,084/- for coastal vessel and US $
2731.05 in case of foreign going vessel for the half block.

(iil). If the tug Is hired by the oil companies in continuation before or after pull back
operations, the charges will be levied at Rs. 83,084/- for coastal vessel and
US $ 2731.05 per half block of 4 hours or part thereof for foreign going
vessel,

(2). Where the agents, owners/ masters of the vessels or other port users share the launches
with the Port Trust's pilots or other officials on duty within Kandla Port Limits, subject to
availability, convenience of the time, etc., each party shall pay hire charges for craft at the
one third of the rate prescribed in the Scale of Rates.

(3). Charges for hire of general purpose launches by agents or masters owners of the vessels
or port users for use within Kandla Creek either in mooring or anchorage shall be reduced
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by 50 percent of the existing rates, subject to minimum charges of US$ 8.57 in case of
foreign going vessel and Rs.180/- in case of coastal vessel.

(4). If a craft is shared by more than one party, the charges payable, subject to minimum
charges of US$ 8.57 in case of foreign going vessel and Rs.180/- in case of coastal
vessel as aforesaid, shall be equally shared by all the parties.

(5). Charges for hiring of port's tug for towing lash barges within the Kandla Port limits shall
be reduced by 50% of the rates prescribed.

7. SCHEDULE OF CHARGES FOR STEEL FLOATING DRY DOCK

Sr.
No

1.

2.

3.

4.

Particulars

Docking & un-
docKing the
vessel in including
1" day hire and
cleaning of dry
dock.
Dry dock hire
from 2nd day to 8th

day (both days
inclusive) per day
or part thereof

Dry dock hire
from 9lh day to
20lh day (both
days inclusive)
per day or part
thereof
Dry dock hire
from 21* day or
part thereof

Rate per vessel

Crafts upto 30
mtra.

Coastal
vessel
(In Rm.)

r 49,921

17,649

26,475

42,653

Foreign-
going vessel

(In US $)

14,58.40

515.60

773.44

12,46.08

Crafts between 30 to
60 mtrs

Coastal
vessel
(in Rs.)

59,844

21,180

f 31,769

51,184

Foreign-
going vessel

(In US $)

17,48.30

618.75

928.10

14,95.30

Crafts above 60 mtrs

Coastal
vessel
(in Rs.)

69,819

24,711

37,064

59,714

Foreign-
going vessel

(In US $)

20,39.70

721.90

r 1082.80 ~

1744.50

Sr.
No.

5.

Particulars

Removing and refitting keel blocks in way of repairs.
Besides, special blocks, if required to be laid on account of
peculiarities in the construction of any vessel

Coastal
vessel
(in Rs.)

2806.85
per block

Foreign-going
vessel
(In US $)

82
per block

Notes

(1). (a). Berthing and unberthing the crafts alongside the dry dock will be charged as
per the Scale of Rates.

(b). The hirer should do the cleaning of dry dock at his cost except for the first
day.

(2). Facilities available at dry dock viz. dock crane, staging, sea water, toilet-bathrooms,
etc. will be provided free of charges only during the vessels stay inside the dry dock
subject to availability of the same. The Dry Dock cranes will be charged on hourly
basis subject to their availability. For provision of dry dock cranes during the day
shift, a hire charge @ Rs. 500/- per hour or pout thereof shall be levied. If used
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beyond day shift, i.e. after 1600 hours, then the charges shall be double the day shift
charges.

(3). Hire period shall be counted from 0000 hours of the calendar date on which sinking
operation starts and for docking till 2400 hours of the calendar date on which
dewatering of the dock after undocking ceases.

(4). Removing of garbage from dry dock will be done by the hirer.

(5). The minimum charges payable shall be for a period of 2 calendar days and fraction of
subsequent day shall be counted as one day.

(6). When more than one vessel is docked and also undocked together, then only the hire
charges of the dock shall be shared proportionately on the basis of the displacement
of the vessels.

(7). Any damages to the dry dock during the docking/undocking operation and also during
its stay inside/alongside dry dock will be responsibility of the hirer and the cost of
damage/loss will be recovered from the hirer. The KPT shall not accept any
responsibility / liability whatsoever for any detention of the vessel using the dry dock
on account of any reasons.

(8). The port will not be responsible for any damage/loss to the craft/crew of the craft that
dry docked/berthed alongside.

(9). For docking/undocking of vessel on Sunday/Holidays, an additional charge equivalent
to 30% of the rates prescribed at Sr.No.1 of this Schedule shall levied.

(10). 50% of the prescribed charges at Sr.No.1 this Schedule shall be levied in case the
requisition for docking or undocking operations is cancelled by the hirer.

These extra charges for cancellation of operation will not be levied if prior notice in
writing is furnished to the dock incharge not later than 1400 hours on the day
previous to the day fixed for operation.

(11). If services of tug, launch, etc. are utilised by the KPT as a requirement of the dry dock
during docking / undocking operation, the same will not be chargeable.

(12). While submitting the requisition for the dry dock, the hirer must furnish all the required
details of the vessel alongwith the expected period of stay in the dry dock indicating
dates.

(13). In a situation, if any vessel is required to be dry docked before the expiry of the
regulated period for which a vessel is already in the dry dock, the latter will be
charged at 25% of the hire charges applicable to her for those two days viz. the day
of operation and the previous day. The former vessel requiring dry dock will, however
be charged remaining 75% of the hire charges applicable to the latter vessel for those
two days; in addition to the normal charges leviable for her i.e. if another vessel is to
be dry docked on 8th day of the stay of the vessel already in the dock, her 7th and 8lh

day will be charged at 25% of the applicable rate and remaining 75% of this
applicable rate will be levied on the vessel requiring dry dock; in addition to normal
charges leviable for her operation and stay.

(14). When two or more vessels are occupying the dry dock and if for any reason, one of
the vessels is not ready to undock on the expiry of the period for which stay of the
vessel alongwith other vessel was regulated and thereby causing detention to the
other vessel or vessels occupying the dry dock to undock, the Port may recover from
the former vessel, in addition to the normal charges leviable, 75% of the hire charges
applicable for the latter vessel or vessels during the period of detention. The vessel
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or vessels which are detained will, however, pay to the Port remaining 25% of the hire
charges applicable for the period of detention.

(15). In case the situation is other way round I.e. if one of the vessels in the dry dock is
required to be undocked before the expiry period for which she was regulated, the
other vessels occupying the dry dock and within the regulated period will be charged
at the rate of 25% of the applicable rate for these two days i.e. the day of operation
and the previous day and 75% of this applicable rate will be levied on the) vessel
requiring to be undocked before her schedule date for these two days, in addition to
the normal charges leviable for her.

8. SCHEDULE OF CHARGES FOR VEHICLES FOR PLYING IN DOCKS

Item
No.
1.
2.
3.

I 4.
j .

Classifications

Buses and lorries
Taxis
Auto rickshaws
Carts
Mobile cargo handling equipments
(mobile cranes, fork lift, FEL, etc.)

Rate per
day

(In Rs)
10.00
5.00
4.00
1.00

20.00

Rate per
month
{in Rs.)
120.00
50.00
20.00
10.00

500.00

Rate per year
(In Rs.)

350.00
180.00
70.00
30.00

Notes:

(1). A day shall be considered as a calendar day from midnight to midnight.
(2). The above charges shall not apply at OOT Vadinar.

9. SCHEDULE OF CHARGES FOR HIRE OF ELECTRIC WHARF CRANES IF HIRED FOR
HANDLING CARGO OTHER THAN TO AND FROM SHIPS/ BARGES

Per hour per crane Rs. 427.50

Notes:

(1). One hour notice in writing shall be given for cancellation of crane requisitioned as
otherwise charges as prescribed for half shift shall be levied except on holidays for
which notice of 24 hours is required failing which charges for two shifts will be levied.

(2). Cranes will normally be made available for work during the shift hours as fixed from
time to time. If cranes are required during the recess time due notice shall be given
to the KPT or its authorised official well in advance; and, compliance with such
requisitions will be subject to exigencies and discretion of the KPT.

(3). (i). A load greater than their marked lifting capacities shall not be put on the
cranes.

(ii). Sling of import goods shall be made up directly under the open hatch way of
any vessel unloading at quays and under no circumstances what-so-ever
shall cranes be employed for the purpose of breaking out or removing goods
from under the coaming.

(iii). The cranes shall be used alone and no other lifting gear shall be used In
conjunction with them on any of lift without the permission in writing of the
Traffic Manager.

(iv). Ship's officer must see that the Port crane work quite clear of ship's gear and
of all obstructions.
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(v). Heavy lifts of over 1,000 kgs. shall be declared by the Master of the vessel
who shall be responsible for all accidents arising from mis-declarations.

(vi). Cranes will be supplied only if available on the condition that the port shall
not be responsible for any loss, damage or breakdown of any sort which may
occur or result from the use of the cranes and that the liability for any such
loss, damage or break down shall fall on the vessel for which the crane or
cranes may be working for the time being.

(vll). No cargo shall be discharged from any vessel at a quay except under the
supervision of the Master or Owner of the vessel or his Stevedores. Such
Master or Owner or Stevedores shall be personally responsible to the Port for
any loss or damage to life, limb or property arising from the carelessness of
importer slinging of goods on board such vessels.

(vJil). Master and Owner of vessels lying at a quay and their stevedores will be
personally and severally responsible for proper provision of lights in those
parts of the ship where work is being carried on in any way connected directly
or Indirectly with the use of port's quay and other property. In default, they
shall be responsible to the port jointly and severally in respect of any loss or
damage to life, limb or property which may result.

(ix). After commencement of operations of wharf cranes on hire, if there occurs
stoppage of wharf operations due to power shut down or for any other reason
not attributable to the hirer for a continuous period of not less than 30
minutes on each occasion the hirer shall be entitled for a deduction at the
rate of Rs.37.5/- per hour in respect of foreign going vessel and Rs.25/- per
hour in respect of coastal vessels for the duration of such stoppage of work.
For this purpose, the period of stoppage in excess of 30 minutes will be
rounded off to the next quarter of an hour.
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