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TARIFF AUTHORITY FOR MAJOR PORTS 
 
G No. 152     New Delhi,                        19 May 2014 
 

NOTIFICATION 
 
  This Authority, in exercise of the powers conferred on it under 

Sections 48, 49 and 50 of the Major Port Trusts Act, 1963, had disposed off the 

proposal received from the Kolkata Port Trust for general revision of its Scale of 

Rates, in the Meeting of the Authority held on 21 February 2014. However, 

considering the time required for notifying (Speaking) Order along with the Scale 

of Rates, approved by this Authority and considering that the revised Scale of 

Rates and the revised pension levy are based on the financial / cost position of 

the KOPT for the years 2014-15 and 2015-16, this Authority decided to notify only 

revised Scale of Rates, immediately and accordingly, the Scale of Rates so 

approved were notified in the Gazette of India on 26 February 2014 by an Order 

dated 21 February 2014 vide Gazette No. 65.  Further, it was stated in the said 

Notification dated 26 February 2014 that this Authority will notify the Order, in due 

course of time. Accordingly, this Authority hereby notifies the reasoned Speaking 

Order connected with disposal of the proposal of the Kolkata Port Trust for 

general revision of its Scale of Rates as in the Order appended hereto.  

 
 

(T.S. Balasubramanian) 
             Member (Finance) 

 



 

Tariff Authority for Major Ports 
Case No. TAMP/8/2013 – KOPT 

 
 

The Kolkata Port Trust          - - -                            Applicant 
 

QUORUM 

 
(i). Shri. T.S. Balasubramanian, Member (Finance) 
(ii). Shri. Chandra Bhan Singh, Member (Economic) 
 

 
O R D E R 

(Passed on this 21
st
 day of February 2014) 

 
  This case relates to a proposal dated 30 January 2013 received from the Kolkata 
Port Trust (KOPT) for general revision of its Scale of Rates (SOR). 
 
2.  The Scale of Rates of KOPT was last revised vide tariff Order no.TAMP/6/2010-
KOPT dated 29 November 2010.  This Order was notified in the Gazette of India on 15 February 
2011 vide Gazette No.30. The said Order prescribed a tariff validity period till 31 March 2013. 
 
3.1.  As per para 5(i)(a) of the common Order No.TAMP/23/2003-WS dated  
30 September 2008, the major port trusts and private terminals have to file their proposals by  
30 June of the financial year in which the tariff revision falls due alongwith the actuals upto the 
previous financial year.  The review of the tariff of KOPT approved in November 2010 was to fall 
due in the financial year 2012-13. The KOPT was, therefore, advised vide our letter 
No.TAMP/39/2005-Misc dated 7 May 2012, to file its proposal for review of its tariff by 30 June 
2012. 
 
3.2.  Based on the request made by the KOPT, it was initially allowed time upto  
30 September 2012 and thereafter allowed time till 30 November 2012 to file its proposal. 
 
3.3.  Subsequently, the port vide its letter dated 3 December 2012 made a request to 
allow it time upto 31 March 2013 to submit its proposal and requested to extend the validity of the 
existing SOR along with 4% Special Rate for meeting the pension liability, till 30 June 2013. In 
view of the stipulations made in the tariff guidelines and the common Order dated 30 September 
2008, this Authority advised the KOPT to file its proposal latest by 31 December 2012.  
 
3.4.  In response, the KOPT vide its letters dated 27 December 2012 and 3 January 
2013 has stated that it is in the process of completing the exercise for submission of the proposal 
and that it would submit its proposal by the end of January 2013.  
 
3.5.  In this regard, the Authority advised the KOPT to file its tariff proposal for revision 
of SOR immediately without any further delay. It was also communicated to the KOPT that the 
additional surplus, if any, accruing to KOPT due to operation of the facilities applying the existing 
Scale of rates beyond 01 April 2013 will be adjusted fully in the tariff for the future cycle and if any 
loss is suffered by the KOPT beyond 01 April 2013, it would not be factored in the tariff for the 
future tariff cycle. 
  
4.1.     In this backdrop, the KOPT vide its letter dated 30 January 2013 has filed its 
proposal for general revision of its Scale of Rates.  
 
4.2.  The main points made by the KOPT in its general revision proposal dated  
30 January 2013 are summarized below: 
 

(i).  KOPT has a huge liability towards pension payments. KOPT has created two 
funds viz. Superannuation fund and Gratuity fund for retirement benefits to 
pensioners retiring after 31.03.2004. The necessary contributions to the two funds 
are being made every year depending upon the availability of surplus cash in hand 



 

after meeting the revenue and capital expenditure. Payments against the pension 
liability are being met directly from the respective funds through Life Insurance 
Corporation of India (LICI) for the pensioners retired after 31.03.2004. The total of 
actuarial valuation of the Superannuation fund and Gratuity fund as on 01.03.2012 
as done by LICI stands at `1973.70 crores. The present fund position stands at 

`1141.12 crores. The shortfall of `832.58 crores in the said funds is proposed to 

be met from the internal resources of KOPT generated through revision of its 
Scale of Rates. 

 
(ii). For the pensioners who retired prior to 1.04.2004, annuity purchase scheme 

through LICI has been started from the financial year 2008-09. The actuarial 
valuation carried out by LICI as on November 2012 for the pensioners who had 
retired prior to 1.04.2004 and are yet to be covered through purchase of annuity, 
stands at `1693.38 crores. In the current SOR which is valid upto 31.03.2013, the 

KOPT was allowed to levy a Special rate @ 4% on all cargo and marine charges 
for purchase of annuity for the pensioners who had retired prior to 01.04.2004. 
However, the realization from the aforesaid special rate was grossly inadequate 
for purchasing annuity to cover fresh pensioners other than for those for whom 
annuity had been purchased earlier. The said requirement has now increased due 
to the revision in dearness relief as well as value of the annuity to be procured. In 
view of the above position, it has been proposed to levy a special rate of 10% so 
that fresh annuity can be purchased. 

 
(iii). In view of all round inflation coupled with the recession in the market and slow 

growth rate in traffic, the revenue of KOPT has been adversely affected. Due to 
this the port is expected to show huge deficit unless a hike in the tariff is allowed 
to the port. Therefore, an increase is sought to recover to the extent of around 
12% ROCE. Further, the KOPT will make an effort to meet the deficit through 
improvement in performance, reduction in expenditure, increased earning from 
other areas of activities like Dry docks, Railways., etc. 

 
(iv). The proposal will be placed before the Board of KOPT in the next Board meeting 

and thereafter the approval of the Board of Trustees will be forwarded.  
 

4.3.  From the cost statements furnished by the KOPT, it is seen that it has proposed: 
 

(i). an increase of around 0% to 30% for the tariff items forming part of the Cargo 
related charges. 

 
(ii). an increase of around 5% to 10% for the tariff items forming part of the Vessel 

related charges. 
 
(iii). the following additions to the Gross Block: 

 (` in Crores) 

Particulars 2012-13 2013-14 2014-15 2015-16 

Buildings, Sheds, Other structures 11.11 - - - 

Wharves, Roads, Boundaries - - 15.39 7.00 

Augmentation/ Upgradation of Railway yard 8.68 7.00 12.00 - 

 
4.4.  The KOPT is seen to have received the Revenue share for the Berth no. 4A and 
12 given to the BOT operators i.e. International Seaports Haldia Private Limited (ISHPL) and TM 
International Logistics Limited (TMILL). The details of the Revenue share received by the KOPT 
and transferred to the Escrow account and the investment made by the KOPT by utilizing the 
funds from the Escrow account are given below: 
 

                                                                                                        (` in Crores) 

Particulars Actuals RE BE Estimates 

2010-11 2011-12 2012-13 2013-14 2014-15 2015-16 

Revenue share received       

- Berth no. 4A 13.77 9.73 15.97 16.24 16.24 16.24 

- Berth no. 12 2.66 2.30 1.85 2.24 2.24 2.24 

Total 16.43 12.03 17.82 18.49 18.49 18.49 



 

Particulars Actuals RE BE Estimates 

2010-11 2011-12 2012-13 2013-14 2014-15 2015-16 

Transferred to Escrow a/c 16.43 12.03 17.82 18.49 18.49 18.49 

Investments from Escrow a/c       

- Augmentation/ Upgradation of Railway yard - 3.60 4.00 5.00 4.00 3.00 

-Acquisition of land for Haldia Dock II 16.00 - - - - - 

-Development of infrastructure at HDC 4.00 8.03 6.00 6.8 6.00 7.00 

 
4.5.  The financial / cost implications as shown in the consolidated cost statement 
furnished by KOPT is summarized below along with the traffic projections: 

                                                                                                       (` in Crores) 
Particulars Actuals Estimates at existing 

level of tariff 
Estimates at proposed 

level of tariff 

2010-11 2011-12 2012-13 2013-14 2014-15 2015-16 2013-14 2014-15 2015-16 

Cargo Traffic (in lakh tonnes) 
including container traffic 

47.545 43.248 42.435 46.015 48.155 50.783 46.015 48.155 50.783 

Container traffic (in lakh TEUs) 5.26 5.52 6.05 6.49 6.76 7.03 6.49 6.76 7.03 

Operating income 1036.32 1264.26 1224.61 1313.06 1409.02 1462.79 1402.30 1516.12 1573.15 

Operating Cost 448.06 514.29 548.40 597.72 692.36 737.48 597.72 692.36 737.48 

Depreciation 34.91 37.07 37.67 39.08 39.62 40.69 39.08 39.62 40.69 

Overheads 208.29 227.85 249.99 257.34 274.06 291.88 257.34 274.06 291.88 

Net operating surplus  345.06 485.04 388.53 418.92 402.98 392.74 508.16 510.08 503.11 

FMI less FME -298.04 -282.81 -407.15 -405.24 -426.10 -441.81 -405.24 -426.10 -441.81 

Net Surplus 47.02 202.23 -18.62 13.68 -23.12 -49.07 102.91 83.98 61.30 

Capital Employed 804.48 834.11 829.92 821.56 810.66 800.03 821.56 810.66 800.03 

Return on Capital Employed 123.73 128.48 129.05 127.56 125.86 124.21 127.56 125.86 124.21 

Net Surplus / (deficit) -76.72 73.75 -147.68 -113.88 -148.99 -173.27 -24.65 -41.89 -62.90 

Net Surplus / (deficit) as a 
percentage of operating income 

-7.40% 5.83% -12.06% -8.67% -10.57% -11.85% 1.76% -2.76% -4% 

Average Deficit -4.54% -10.36% -1.67% 

 
4.6.  Subsequently, the KOPT, on the ground that some errors have been noticed on 
the Form - 1 submitted by it earlier vide its letter dated 30 January 2013, has under cover of its 
letter dated 16 February 2013 forwarded a revised Form – 1.  
 
4.7.  The KOPT under cover of its letter dated 08 March 2013 has forwarded the 
Resolution of the meeting of the Board of Trustees of KOPT, where the approval of the Board to 
the proposal is subject to the port taking action on the suggestions made by some trustees 
including the Government trustee on the ship breaking charges and dry docking charges. 
 
5.1.  Based on the request made by the KOPT and given that it would take some more 
time for the case to mature for final consideration of this Authority, this Authority vide its Order 
dated 9 May 2013 has extended the validity of the Scale of Rates of the KOPT till 30 September 
2013. The levy of 4% special rate was also extended upto 30 September 2013. The validity of the 
Scale of Rates was extended subject to fully adjusting the additional surplus, if any, over and 
above the admissible cost and permissible return accruing to the KOPT for the period post 1 April 
2013 in the tariff to be determined, as assessed during the review of its performance.  
 
5.2.  Thereafter, this Authority vide its Order dated 29 October 2013 has extended the 
validity of the Scale of Rates of the KOPT along with special rate of 4%, till 31 December 2013, 
subject to fully adjusting the additional surplus, if any, over and above the admissible cost and 
permissible return accruing to the KOPT for the period post 1 April 2013 in the tariff to be 
determined, as assessed during the review of its performance.  
 
5.3.  Subsequently, this Authority vide its Order dated 10 January 2014 has again 
extended the validity of the Scale of Rates of the KOPT along with special rate of 4%, till 31 March 
2014, subject to fully adjusting the additional surplus, if any, over and above the admissible cost 
and permissible return accruing to the KOPT for the period post 1 April 2013 in the tariff to be 
determined, as assessed during the review of its performance.  
 
6.  In accordance with the consultation process prescribed, the KOPT proposal of 30 
January 2013 was forwarded to the BOT operators viz., TM International Logistics Limited (TMILL) 
and International Seaports Haldia Private Limited (ISHPL) and to the concerned users/ user 
organisations for their comments. Thereafter, the revised Form – 1 furnished by the KOPT vide its 



 

letter dated 16 February 2013 was also forwarded to the above said parties. Some of the users/ 
user organisations have furnished their comments. These comments were forwarded to the KOPT 
as feedback information.  The KOPT has responded to the comments of the users.  
 
7.  Based on a preliminary scrutiny of the proposal, the KOPT was requested vide our 
letter dated 22 May 2013 to furnish information/ clarifications on various points. Subsequent to the 
joint hearing, the KOPT has, furnished its reply on queries raised vide its letter dated 20 August 
2013.  Summary of queries raised by us and the response of the KOPT thereon has been brought 
out at paragraph 9.2. of this Order.  
 
8.1.   A joint hearing in this case in reference was held on 07 August 2013 at the KOPT 
premises in Kolkata.  The KOPT made a power point presentation of its proposal.  At the joint 
hearing, the KOPT and the concerned users/ organisation bodies have made their submissions. 
 
8.2.  As agreed at the joint hearing, the KOPT was requested vide our letter dated  
16 August 2013 to clarify/ furnish some information/ clarification. The KOPT vide its letter dated  
20 August 2013 has responded. The summary of queries raised by us and the response of the 
KOPT thereon is given below: 
 

Sl.  
no. 

Information sought by us Reply of KOPT 

(i). The KOPT to furnish its reply to the queries 
raised by us vide our letter of even number 
dated 22 May 2013.  

[The KOPT vide its letter dated 20 August 
2013 has responded.  The summary of 
queries raised by us and the response of the 
KOPT thereon has been brought out in the 
subsequent part of this Order at paragraph 
no.9.2.] 

(ii). The KOPT to respond to the comments of 
some of the users viz. Iron Ore Exporters’ 
Association, Bengal Chamber of Commerce 
& Industry, Tata Steel Limited and 
Container Corporation of India Limited.  

[The KOPT under cover of its letter dated 20 
August 2013 has furnished its comments on 
the comments of the said users.] 

(iii). At the joint hearing, it was pointed out to the 
KOPT that the approval of the Board to the 
proposal is subject to the port taking action 
on the suggestions made by some trustees 
including the Government trustee on the 
ship breaking charges and dry docking 
charges. In this regard, the KOPT to furnish 
a note on the action taken by KOPT on the 
suggestions made by the Trustees. 

The KOPT vide its letter dated 14 August 
2013 has stated that the Board of Trustees in 
their meeting held on 27 May 2013 have 
resolved to amend the proposal relating to 
Ship breaking activity in the scale of rates. 
The KOPT has also forwarded the copy of 
resolution in this regard and a revised ‘Part – 
IV – Charges related to Ship Breaking’.  
 
From the revised proposal relating to Ship 
Breaking, it is seen that the KOPT instead of 
seeking reduction to the existing rates and 
effecting amendments to the conditionalities 
governing levy of ship breaking charges in its 
original proposal of January 2013, has now 
proposed to maintain status quo in the 
conditionalities. 
 
The KOPT in its letter dated 14 August 2013 
has also stated that the revenue likely to be 
generated from the amended proposal is 
being considered in the Revised Cost 
Statements.  
 
Subsequently, the KOPT, while forwarding 
the revised cost statements and replies to the 
queries raised by us vide our letter 22 May 
2013, undercover of its letter dated 20 



 

August 2013 has stated that necessary 
revenue against the ship breaking activities 
has been considered in the revised cost 
statements and that the costs and revenue 
against Dry-docking activities have been 
recast based on the actuals of 2012-13.  

 
8.3.  As decided at the joint hearing, the concerned users/ user organisations were also 
advised to furnish additional comments, if any, on the KOPT proposal. In response, two users viz., 
ASIC and CONCOR have furnished their comments. A copy each of these comments was 
forwarded to the KOPT as feedback information.  The KOPT has responded to the comments of 
CONCOR only. 
 
9.1.  As stated earlier, the KOPT vide its letter dated 20 August 2013 has responded to 
the queries raised by us vide our letter dated 22 May 2013. While responding to our queries, the 
KOPT has furnished the revised cost statements, considering actuals of 2012-13 and has stated 
that since the financial position of the revised cost statements reflects a deficit position similar to 
the earlier one that was originally submitted in January 2013, the KOPT has stated that it is not 
furnishing the revised draft scale of rates and has requested to consider the draft revised scale of 
rates already submitted in January 2013. 
 
9.2.    The queries raised by us and the reply of KOPT thereon are tabulated below: 

Sl. No. Queries raised by us Reply of KOPT 

A. General:  

(i). In the proposed draft Scale of 
Rates, it is seen that the KOPT 
has proposed increase in 
some of the tariff items, 
reduction in some of the tariff 
items as well as have also 
maintained status quo in some 
other tariff items. The 
proposed percentage of 
increase, decrease or of 
maintaining status quo is not 
seen to be common for a 
particular activity. In other 
words, for each sub-activity 
under the main activity, 
different percentage of 
increase/ decrease has been 
proposed. In this connection, 
the KOPT to furnish analysis 
and workings in a manner that 
the cost position reflected by 
the Cost statement of each of 
the main activities and sub-
activities can be correlated 
with the percentage of 
increase, decrease sought or 
of maintaining status quo in 
the proposed draft Scale of 
Rates of KOPT. In the 
absence of such analysis and 
workings, increase/ decrease 
may have to be ordered, 
depending on the financial/ 
cost position, across the 
board, for each activity/ sub 
activity. 

(The KOPT has furnished the workings.) 



 

(ii). In the Order of December 
2006, the Authority had 
approved the proposal of 
KOPT to have common rates 
for both systems at KOPT viz., 
Kolkata Dock System (KDS) 
and Haldia Dock Complex 
(HDC), provided the common 
rate structure does not burden 
the HDC at the cost KDS. 
Accordingly, during the 
general revision of tariff at 
KOPT in the year 2010, the 
cost position of both the 
systems were analysed 
separately. In the general 
revision Order of KOPT 
passed in November 2010, it 
was observed that the HDC 
cross-subsidises KDS. 
Therefore, now also, it is felt 
appropriate to analyse the cost 
position of both the systems 
separately. In view of the 
above, the KOPT to furnish the 
following cost statements in 
the prescribed format for:  
(a). KDS as a whole. 
(b). HDC as a whole. 
(c). Various activities under 
KDS. 
(d). Various activities under 

HDC. 

In view of the advice of TAMP to update the position of 
2012-13 on the basis of actual and review of the estimates 
considering the actual position of 2012-13; the cost 
statement has been revised. 
 
As required by TAMP, the said revised cost statement for 
the various activities under KDS, HDC and KOPT and that 
of KDS, HDC and the KOPT as a whole have been 
furnished.  
 
  

(iii). As seen from the proposed 
draft Scale of Rates, the KOPT 
proposes to continue with the 
existing arrangement of having 
a common rate structure for 
both the HDC and KDS. In this 
connection, the KOPT to 
furnish reasons for proposing 
the continuation of the 
common rate structure for both 
the HDC and KDS. 

KOPT had already cited several reasons for having a 
common rate structure for its two arms that is KDS and 
HDC during the general revision of its Scale of Rates in 
2006-07 and 2010-11. In consideration of the said 
submissions, the Authority had kindly approved a common 
tariff structure for KOPT as a whole, which is working 
smoothly and is also accepted by the trade.  Those 
reasons still exists.  
 
It may be pertinent to mention that the uniform rates of two 
arms of Kolkata Port Trust, i.e. KDS and HDC enables 
each dock system to work as complimentary to each other 
and thus contributes to the total development of the port 
and better utilisation of the infrastructure. For this, the 
KOPT as a corporate policy, has decided to have common 
rate structure for KDS and HDC. The earlier difference in 
rate structure between KDS and HDC had created serious 
imbalances in traffic of two dock system, which not only 
acted as detriment to the Port finance but also affected 
quality of services. At the end of the day all liabilities 
including Tax liability are to be met by KOPT as a whole 
only. 
 
Therefore, the Authority may also now like to consider 
whether such separate assessment is at all necessary any 
further. 
 



 

(iv). In respect of Sl.No.3 of Form -
1, KOPT has stated that its 
pricing strategy is cost based. 
KOPT to bring out the impact 
of the anticipated improvement 
in the productivity on the unit 
price. 

KOPT has adopted a policy of progressively equipping the 
berths. In terms of the said policy, Mobile Harbour Cranes 
are already working at Berth No-4B of HDC and Berth No-4 
& 8 NSD of KDS. The productivity of the said berths has 
increased substantially due to the said mechanisation. To 
improve productivity of the mechanical Coal berth at HDC, 
KOPT has already placed an order for supply and 
commissioning of a Stacker cum Reclaimer at a 
considerable cost. The same is expected to be 
commissioned in the year 2014-15 and this in turn is 
expected to improve the productivity of the thermal coal 
mechanical berth considerably. Further schemes of 
equipping are being taken up for other berths of HDC and 
KDS also.  
 
Productivity linked tariff has already been proposed for 
handling of dry bulk/ break bulk cargo with Mobile Harbour 
Cranes. 
 
Any improvement of productivity has direct implication on 
the vessel turnaround time which in turn reduces the 
overall cost to the trade. 

(v). The Cost statement furnished 
by KOPT reflects an average 
deficit of around 10% at the 
existing level of tariff for the 
years 2013-14 to 2015-16 for 
the port as a whole. However, 
in the statement furnished by 
KOPT to show the change in 
the average cost for typical 
port users as required at Sl. 
No. 5 of Form – 1, the KOPT 
has stated that with the 
proposed increase in the tariff 
of KOPT, the percentage 
increase in the bill value to the 
user will be in the range of 
13% to 38% incase of cargo 
handling charges, in the range 
of 6% to 9% incase of vessel 
related charges of foreign 
vessels and in the range of 8% 
to 10% incase of vessel 
related charges of coastal 
vessels. In this regard, the 
KOPT to explain the reasons 
for differential impact on 
different users as compared to 
the increase warranted by the 
deficit position in the cost 
statement of the port as a 
whole. 

As per existing policy being followed by TAMP, no increase 
in rate against sub activities which are showing surplus is 
allowed. In KOPT, the sub activity of ‘Liquid Bulk handled 
through pipelines’ and ‘Towage & Pilotage’ is showing 
surplus at the existing tariff. Accordingly, no increases in 
rates of the said sub activities have been proposed. The 
rates for Mobile Harbour Crane have now been proposed 
on a normative basis.  

 
Besides some special cases, where higher rise in rate has 
become in-escapable due to either serious deficit in the 
activity (like mechanical handling of Thermal Coal and Iron 
Ore), or withdrawal of promotional tariff (like non 
mechanical handling of Iron Ore) etc; KOPT has proposed 
an uniform rise in respect of major activities as below: 

 
Wharfage on cargo- 20% increase 
Onboard Charge & Shore Handling Charge- 5% 
Container Handling Charge-10% 
Berth Hire & Port Dues- 20%. 
 
The above proposal has resulted in slightly higher increase 
in cargo charge of thermal coal and iron ore as well as 
handling of cargo by use of mobile harbor crane vis-a-vis 
increase in case of others, but the same has become 
inescapable. 

(vi). The tariff guidelines of 2005 
stipulate that tariff should be 
linked to benchmark of the 
levels of productivity. The 
KOPT at Sl. No. 6 of its Form 
– 1 has stated that it will be 
submitting the details relating 

Productivity linked tariff has already been proposed for 
handling of dry bulk/ break bulk cargo with Mobile Harbour 
Cranes. 
 
In so far as mechanical coal handling is concerned, 
productivity linked tariff would be considered after the new 
stacker cum reclaimer is commissioned and the 



 

to the current performance and 
targeted objectives for 
productivity enhancement 
measures. It has, however, not 
furnished the details so far. 
The KOPT to furnish the 
requisite details at the earliest. 
Such benchmark in the level of 
productivity may be included in 
the Scale of Rates as a 
conditionality governing the 
respective tariff items. 

performance of the plant is examined. 
 
In non-mechanical berths such productivity linked tariff 
cannot be proposed as the productivity is dependent on the 
condition of the ships gears on which KOPT have little 
control 

(vii). Since the financial year 2012-
13 is already over, the KOPT 
is requested to furnish its 
provisional annual accounts 
for the year 2012-13, if audited 
annual accounts are not 
available. The KOPT is also 
requested to update the 
estimates for the year 2012-13 
with actuals for the 
corresponding period. The 
KOPT to also review the 
estimates for the years 2013-
14 to 2015-16 based on the 
actuals for the year 2012-13, if 
required, and submit its 
revised proposal in the 
prescribed formats for the port 
as a whole as well as for the 
HDC and KDS separately. 

The cost statement of 2012-13 has been revised on actual 
basis and the estimates for the years 2013-14 to 2015-16 
has been reviewed on the basis of actual of 2012-13 as 
advised. The cost statement of the said projected period 
has been revised accordingly and the same has been 
furnished by the KOPT.  

(viii). Rebates and discounts, it any, 
over the notified ceiling tariff, 
allowed by KOPT during the 
years 2010-11 to 2012-13 to 
be furnished year wise. 

No rebate or discount offered. 

(ix). If the port has authorized any 
private parties, to render any 
of the port services listed 
under the MPT Act, for which 
the rates would have to be 
fixed following Clause 7.2 of 
the tariff guidelines of 2005, 
the KOPT to file a suitable 
proposal. 

Clause 7.2 of the Tariff Guidelines of 2005 refers to the 
cases where authorization arrangements u/s 42(3) of the 
MPT Act has been made, other than by way of a BOT 
concession agreement. No such authorization u/s 42(3) of 
MPT Act has been made by KOPT. 

(B). Comparison of actuals vis-à-
vis estimates provided 
earlier: 

 

 Clause 2.13 of the tariff 
guidelines of 2005 requires the 
Authority to review the actual 
physical and financial 
performance at the end of the 
prescribed tariff validity period 
with reference to the 
projections relied upon at the 
time of fixing the prevailing 
tariff. In this context and with 
reference to Form – 7 of the 

 



 

tariff proposal filed by KOPT, 
the KOPT to clarify/ furnish the 
following: 

(i). It may be recalled that during 
the general revision of KOPT 
in November 2010, the 
estimates for the years 2010-
11 to 2012-13 have been 
relied upon. In the Form – 7, 
the KOPT has compared the 
estimates of the years 2010-11 
and 2011-12 with the actuals 
for the said period. As stated 
earlier, since the financial year 
2012-13 is already over, KOPT 
to update the Form -7 by 
including the comparison of 
the actuals with estimates for 
the year 2012-13 also. 

The updated Form 7 has been furnished.  

(ii). The Authority had granted an 
increase of 15% in the then 
existing vessels related 
charges, an increase of 8% in 
the then existing cargo 
handling charges, prescribed 
composite box rates for ICD 
and non-ICD containers, 
prescribed charges for 
handling cargo at berth no 2 
and 8 of HDC etc. The KOPT 
to, therefore, update the 
estimated income for the years 
2010-11 to 2012-13 as 
reflected in the Cost statement 
of KOPT, forming part of the 
Order of November 2010, so 
as to give effect to the 
increase in the estimated 
income considered in the said 
Order. 

The income reflected in the cost statement for the period 
2010-11 to 2012-13 is as per the notified Tariff of the TAMP 
as no discount has been offered by KOPT. The position is 
also reflected in updated Form 7. 

(iii). The Authority in paragraph no. 
16(iii)(g) of its Order of 
November 2010 had arrived at 
the closing balance of the 
Escrow account as on 31 
March 2010 as `785.16 lakhs. 

Further, based on the 
estimated transfer to Escrow 
account and the estimated 
withdrawals from the Escrow 
account and the estimated 
interest calculated on the 
amount in the Escrow account, 
the closing balance of the 
Escrow account as on 31 
March 2011 was estimated at 
`1091.93 lakhs. In the Form – 

9 now furnished by the KOPT, 
the closing balance in the 
Escrow account for the year 

Re-casted Form-9 has been furnished.  
 
Further, it may be mentioned that for the years 2010-11 to 
2011-12, whose accounts has already been audited by 
CAG and laid before parliament as well as for 2012-13 
which is under audit, KOPT has considered 100% transfer 
of royalty to Escrow fund as the guidelines stipulates that at 
least 50% of the balance should be maintained in an 
Escrow Account for the purpose of creation and/ or 
modernization of the port infrastructure facilities within a 
period of 5 years. 
 
However, for the years 2013-14 onwards KOPT has 
considered 50% transfer of royalty to Escrow fund as 
advised by TAMP and the cost statement for those years 
amended accordingly. 



 

2010-11 has been shown as 
`4443.56 lakhs. Considering 

that the details of the Escrow 
account in the Order of 
November 2010, is based on 
the actual position upto the 
year 2009-10 and the 
estimated position for the 
years 2010-11 to 2012-13, the 
KOPT to re-cast the Form – 9, 
by taking into consideration 
the opening balance of 
`785.16 lakhs for the year 

2010-11 as base and then 
taking into account the actual 
transfer to Escrow account, 
actual withdrawals from the 
Escrow account and the actual 
interest earned on the amount 
in the Escrow account for the 
years 2010-11 to 2012-13. 

(iv). The KOPT appears to have 
excluded some component 
relating to cost towards River 
Dredging and Maintenance of 
river from the Port & Dock 
Charges as given in the 
Annual Accounts for the years 
2010-11 to 2012-13. However, 
the quantum of amount not 
covered by the Government 
reimbursement and 
considered in the cost 
statement is not clear.  In this 
regard, the KOPT to furnish 
the year-wise details of 
expenditure incurred towards 
River Dredging and 
maintenance of river and the 
reimbursement sanctioned by 
the Government for the years 
2010-11 to 2012-13. 
 
 

The position of Dredging Subsidy for the years 2010-11 & 
2011-12, as has been certified by the Audit for 
reimbursement, along with the cost of River Dredging and 
River Maintenance and Channel Dredging leading to Haldia 
incurred during the years is furnished.  
 
So far 2012-13 is concerned the audit certification of 
reimbursable amount in not yet complete. We have 
considered the average disallowances made by Audit in 
earlier years to arrive at the disallowances figure of 2012-
13. The cost of River Dredging and River Maintenance 
Channel Dredging leading to Haldia for 2012-13 is 
furnished at actual. 
 
(The KOPT has furnished a statement showing the 
expenditure incurred on River dredging and River 
maintenance for the years 2010-11 to 2012-13. The 
summarized details of the dredging expenditure based on 
the statement furnished by KOPT is given below: 

(` in Lakhs) 
 

Particulars River dredging & 
Maintenance 

Maintenance dredging of 
Shipping Channel 

Total  

Total 
Expenses 

Certified 
by audit 

Dis-
allowed 

Total 
Expenses 

Certified by 
audit 

Dis- 
allowed 

Total 
Expenses 

Certified by 
audit 

Dis-
allowed 

2010-11 11043.95 8563.42 2480.53 33961.74 32531.09 1430.65 45005.69 41094.51 3911.18 

2011-12 8824.24 7377.75 1446.67 30275.25 28350.53 1828.85 39099.49 35728.28 3275.32 

2012-13 9743.37 7307.54 2435.84 32456.90 29457.07 2271.98 42200.27 36764.61 4707.82 

(v). The sum of the depreciation 
figures under each of the 
heads viz., Cargo handling, 
Port & Dock, Railways, Estate 
and Management & 
administration Overheads as 
in the Annual Accounts for the 
years 2010-11 and 2011-12 do 
not match with the amount of 
depreciation considered in the 
Cost statement for the 
corresponding years. Please 
explain the reason for the 
difference in the amount of 
depreciation and the difference 

The Assets procured out of Escrow Fund has not been 
included under capital employed indicated in the cost 
statement, as per the provisions of Tariff Guideline. 
Accordingly, the depreciation on the same has also been 
excluded from the operating cost mentioned in the cost 
statement.  
 
But in the audited accounts, the treatment has been made 
as per the relevant accounting standards. Therefore, the 
asset procured out of Escrow Fund has been included 
under the Gross Block and the depreciation on the same 
has also been charged to the P&L Account. 
 
The KOPT has furnished a reconciliation of the 
depreciation taken in the cost statement with the audited 



 

may be reconciled. Since the 
KOPT would be updating the 
figures for the year 2012-13 
with actuals, the explanation 
as well as the reconciliation to 
be furnished for the year 2012-
13 also, if the sum of the 
depreciation figures as in the 
Annual Accounts for the year 
2012-13 does not match with 
the amount of depreciation 
considered in the Cost 
statement for the said year. 

Accounts. The reconciliation statement furnished by KOPT 
is given below: 

(` in Lakhs) 

 2010-11 2011-12 2012-13 

Depreciation as per Annual Accounts 3629.08 3845.28 3814.16 

Less: Depreciation on Locomotives 
purchased from Escrow a/c 

138.04 138.04 138.04 

Less: Depreciation on covered shed 
behind B-13 created from Escrow a/c 

- - 13.56 

Less: Depreciation on renewed track 
sleepers carried from Escrow a/c 

- - 7.06 

Less:   Rounding off - 0.02 0.02 

Depreciation in the Cost statement 3491.04 3707.22 3655.48 

 
As mentioned earlier, the cost position has already been 
updated considering actuals of 2012-13. 

(vi). In its Cost statement, KOPT 
has considered an amount of 
`20829.26 lakhs and 

`22785.15 lakhs as 

Management & General 
Overheads for the years 2010-
11 and 2011-12 respectively. 
However, Management & 
General Overheads as 
furnished in the Annual 
Accounts of the respective 
years less depreciation is seen 
to be `21935.78 lakhs and 
`24023.43 lakhs. The 

difference in the amount of 
Management & General 
Overheads shown in the Cost 
statement and Annual 
Accounts may be reconciled. 
Since the KOPT would be 
updating the figures for the 
year 2012-13 with actuals, the 
reconciliation to be furnished 
for the year 2012-13 also, if 
the Management & General 
Overheads less depreciation 
as in the Annual Accounts of 
the year 2012-13 is seen to be 
different from the amount of 
Management & General 
Overheads considered in the 
Cost statement for the said 
year. 

KOPT has considered the figures appearing in the Annual 
Accounts itself.  
 
It appears that TAMP has not considered the Management 
and General Overhead shown under the Dredging Sub 
Activity furnished along with the cost statement. 

(vii). 
(a). 

KOPT has considered an 
amount of `2204.26 lakhs and 

`4839.53 lakhs as Finance & 
Miscellaneous Income for the 
years 2010-11 and 2011-12 
respectively, in its Cost 
statement. The figures of the 
sub-heads under Finance & 
Miscellaneous Income in the 
Cost statement do not match 
with the figures of the sub-
heads under Finance & 
Miscellaneous Income as 

Finance & Misc income like prior period income, interest, 
penalties on contracts have been excluded in the cost 
statement as per the Tariff Guideline. These incomes are 
there in the accounts resulting in the stated differences. 
(As per the details furnished by the KOPT, the Finance & 
Misc income considered in the Cost statement comprises 
of profit on disposal of capital goods, sale of unserviceable/ 
unclaimed goods, recovery of overheads and sundry 
receipts. The KOPT has also furnished the nature of the 
income captured under the head ‘sundry Receipts’.) 
The KOPT has furnished a reconciliation statement of 
Finance Miscellaneous Income. 
 



 

shown in the Annual Accounts 
for the corresponding years. 
The KOPT to explain the 
difference and reconcile. 
Similar information may also 
be furnished for the year 2012-
13 also. 
 
 
 
 
 
 
 
 
 
 
 
 

The reconciliation statement furnished by KOPT in respect 
of KDS is summarized below: 

(` in Lakhs) 

 2010-11 2011-12 2012-13 

F & M Income as per Annual Accounts 3742.76 8146.01 8538.18 

Less: Interest on Investments 882.42 2155.63 1640.57 

Less: Income relating to previous year 986.55 3621.55 5185.65 

Less: Adjustment of excess provision for 
purchase of Annuity 

500.00  - 

Less: Arrear of Dredging subsidy 
Receivable 

- 236.76 - 

Amount shown in Cost statement 1373.79 2132.07 1711.96 

 
The reconciliation statement furnished by KOPT in respect 
of HDC is summarized below: 

(` in Lakhs) 

 2010-11 2011-12 2012-13 

F & M Income as per Annual Accounts 7462.11 6308.10 7457.96 

Less: Interest on Investments 1953.78 2987.33 1635.90 

Less: Interest on Motor car loan 10.55 9.57 10.70 

Less: Income relating to previous year 2862.77 139.92 139.92 

Less: Income on penalties on contract 304.54 345.45 90.13 

Less: Adjustment of excess provision for 
purchase of Annuity 

1500.00 - - 

Less: Arrear of Dredging subsidy 
Receivable 

- 118.38 - 

Amount shown in Cost statement 830.47 2707.45 5581.26 
 

(b). Also, the KOPT appears to 
have not considered some 
portion of the Sundry receipts 
(forming part of the Annual 
Accounts) in the Cost 
statement. The reason for 
excluding the said income 
from the Cost statement may 
be explained. The above 
requisite details/ information to 
be also furnished for the year 
2012-13.  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

The difference has arisen primarily due to exclusion of 
certain incomes like penalties on contract in the cost 
statement as well as difference in the manner of reporting 
prescribed in the Cost statement with that of accounts, as 
can be seen from the Reconciliation Statement.  
 
The reconciliation statement furnished by KOPT in respect 
of KDS is summarized below: 

(` in Lakhs) 

 2010-11 2011-12 2012-13 

Sundry Receipts as per Cost statement 206.72 1326.34 165.71 

Less: Interest on Estate Rentals 
captured under ‘Interest on FD, cash 
balance etc.’ in Accounts 

- - - 

Less: LPSC on electricity captured under 
‘Interest on FD, cash balance etc.’ in 
Accounts 

- - - 

Less: Recovery of Overheads - - - 
Amount shown in Annual Accounts 206.72 1326.34 165.71 

 
The reconciliation statement furnished by KOPT in respect 
of HDC is summarized below: 

(` in Lakhs) 

 2010-11 2011-12 2012-13 

Sundry Receipts as per Cost statement 390.53 2240.57 4995.39 

Less: Interest on Estate Rentals 
captured under ‘Interest on FD, cash 
balance etc.’ in Accounts 

277.38 472.69 2405.25 

Less: LPSC on electricity captured under 
‘Interest on FD, cash balance etc.’ in 
Accounts 

2.29 4.26 7.00 

Less: Recovery of Overheads - - 1.14 

Add: Penalties on Contract 304.54 345.45 90.13 

Amount shown in Annual Accounts 415.41 2108.97 2672.13 
 

(c). The list of items forming part of 
the sundry receipts along with 
the values may be furnished 
year wise for the years 2010-
11 to 2012-13. 

The KOPT has furnished the details of the Sundry Receipts 
for the years 201-11 to 2012-13.  



 

(viii). 
(a). 

In its Cost statement, KOPT 
has considered an amount of 
`32008.65 lakhs and 

`33120.87 lakhs as Finance & 
Miscellaneous Expenditure for 
the years 2010-11 and 2011-
12 respectively. The figures of 
the sub-heads under Finance 
& Miscellaneous Expenditure 
in the Cost statement for the 
years 2010-11 and 2011-12 do 
not match with the figures of 
the sub-heads under Finance 
& Miscellaneous Expenditure 
in the Annual Accounts for the 
corresponding period. The 
KOPT to explain the difference 
and furnish the reconciliation 
in this regard. 
 
 
 
 
 
 
 
 
 
 

(As per the details furnished by the KOPT, the Finance & 
Misc expenses considered in the Cost statement comprises 
of Retiremnet benefits, Purchase of Annuity, Contribution to 
Superannuation Fund, Contributon to Gratuity fund, Arrear 
of salary & wages, other expenditure). The KOPT has 
furnished a reconciliation statement for the finance & 
miscellaneous expenditure.  
 
The reconciliation statement furnished by KOPT in respect 
of KDS is summarized below: 

(` in Lakhs) 

 2010-11 2011-12 2012-13 

F & M Expenses as per Cost 
statement  

11107.56 11429.53 20078.32 

Add: Transaction relating to previous 
year 

0.34 0.03 30.87 

Add: Interest on Government loan 131.01 108.33 112.71 

Add: Share of Dredging subsidy 2391.89 1918.75 2584.77 

Add: Excess provision of Dredging 
subsidy 

188.52 3389.99 - 

Add: Amount invested against 4% 
special rate 

188.52 3389.99 - 

Less: Share allocated to HDC  -5.26 -3.88 -3.94 

Amount shown in Annual Accounts 13814.06 17758.00 22802.73 

 
The reconciliation statement furnished by KOPT in respect 
of HDC is summarized below: 

(` in Lakhs) 

 2010-11 2011-12 2012-13 

F & M Expenses as per Cost 
statement  

20901.09 21691.34 28017.71 

Add: Transaction relating to previous 
year 

288.67 311.27 415.39 

Add: Penal & Other Interest 8.26 0.01 48.22 

Add: Interest on Government loan 95.38 77.85 78.59 

Add: Share transferred from KDS 5.26 3.88 3.94 

Add: Share of Dredging subsidy 1195.94 1012.35 1476.30 

Add: Excess provision of Dredging 
subsidy 

3234.92 3433.83 - 

Add: Amount invested against 4% 
special rate 

- 254.24 - 

Amount shown in Annual Accounts 25729.52 26784.77 30040.15 
 

(b). Also, the KOPT appears to 
have not considered some 
expenditure items forming part 
of the Finance & 
Miscellaneous Expenses (in 
the Annual Accounts) in the 
Cost statement. The reason 
for excluding the said items of 
expenditure from the Cost 
statement may be explained. 
The above requisite details/ 
information may also be 
furnished for the year 2012-13.  

The KOPT has furnished a reconciliation statement for the 
Finance & Miscellaneous Expenses. (As given above) 
The exclusions from cost statement have been done as per 
extant tariff guidelines. 

(c). The KOPT is also requested to 
confirm that one-time 
expenses such as arrears of 
wages/ pension, VRS 
compensation are not included 
under this head of expenditure 
in the Cost statement.  

KOPT has considered the accrued Pay & Allowances for 
Class III and IV employees for the year 2012-13 arising out 
of pending revision of pay w.e.f 01.01.2012, in Finance & 
Miscellaneous Expenditure. However, for the years 2013-
14 to 2015-16 the same has been included in the operating 
expenditure. 
 
However, in the accounts of 2012-13 arrear pension dues 
pertaining to pensioners of 80 years and above effective 
from 01.01.2007 valuing `36.54 crore has been provided 



 

under FME. The year wise due is as below: 
2006-07:  ` 0.53  crore 

2007-08:  `2.33  crores 

2008-09:  `3.09  crores 
2009-10:  `4.28  crores 

2010-11:  `5.95  crores 

2011-12:  `8.15  crores 

2012-13: `12.21  crores 

 
It is also mentioned that during the earlier revision of SOR, 
no provision in the cost statement for the above was made/ 
considered. 

(d). The KOPT is requested to 
furnish the breakup for the 
amount of `30472.88 lakhs 

and `31458.28 lakhs, shown 
as Pension payment/ 
contribution under the head 
‘Finance & Miscellaneous 
Expenses’ in the Cost 
statement for the years 2010-
11 and 2011-12. It may be 
established with workings that 
the above said figures are in 
line with Note 6 of Form – 3A.  

The Details of the Retirement benefits for the years 2010-
11 to 2012-13 in respect of KDS and HDC is given below:  
For KDS: 

(` in Lakhs) 

 2010-11 2011-12 2012-13 

Death cum Retirement benefits 1.91 0.34 8.68 

Other retirement benefits 72.10 53.16 49.67 

Ex-gratia pension 0.36 5.85 2.92 

Commutation of pension 0.85 0.00 12.68 

Trustees contribution to members 
CPF 

8.80 7.51 12.89 

Trustees contribution to members PF 0.64 0.57 0.42 

Pension  19737.17 20787.12 21345.64 

Provision for pension 0.00 0.00 6094.00 

Provision for purchase of Annuity 2000.00 2000.00 2000.00 

Contribution to Superannuation Fund 
maintained by LIC (for employees 
retired on or after 01.04.2004) 

4250.00 4000.00 4000.00 

Contribution to Gratuity Fund 
maintained by LIC (for employees 
retired on or after 01.04.2004) 

250.00 750.00 800.00 

TOTAL 26321.83 27604.55 34326.90 

Less: Share allocated to HDC -13160.92 -13802.28 -17163.45 

Add: Share transferred from KDS 0.00 0.00- 0.00 

Less Amount invested against 4% 
Special rate 

0.00 915.25 0.00 

Amount of Retirement benefit charged 
in the Cost statements 

13160.92 12887.03 17163.45 

 
For HDC: 

(` in Lakhs) 

 2010-11 2011-12 2012-13 

Death cum Retirement benefits 0.00 0.00 0.00 

Other retirement benefits 23.63 22.63 31.64 

Ex-gratia pension 0.00 0.00 0.00 

Commutation of pension 0.00 0.00 0.00 

Trustees contribution to members 
CPF 

0.00 0.00 0.00 

Trustees contribution to members PF 4.71 3.05 5.58 

Pension  1210.54 1178.65 1290.88 

Provision for pension 0.00 0.00 223.23 

Provision for purchase of Annuity 2000.00 2000.00 2000.00 

Contribution to Superannuation Fund 
maintained by LIC (for employees 
retired on or after 01.04.2004) 

4250.00 4000.00 4000.00 

Contribution to Gratuity Fund 
maintained by LIC (for employees 
retired on or after 01.04.2004) 

250.00 750.00 800.00 

TOTAL 7738.88 7954.33 8351.33 

Add: Share transferred from KDS 13160.92 13802.28 17163.45 

Less Amount invested against 4% 
Special rate 

0.00 254.25 0.00 

Amount of Retirement benefit charged 
in the Cost statements 

20899.80 21502.36 25514.78 

    

Total (KDS + HDC) 34060.72 34389.39 42678.23 
 



 

(ix). The closing balance of the 
Gross Block of Fixed Assets 
as on 31 March 2012 as given 
in the Annual Accounts of the 
year 2011-12 does not match 
with the Opening Gross Block 
as on 1 April 2012 as 
furnished in the Form – 4A for 
the year 2012-13. Please 
reconcile the difference. 

In the cost statement now being furnished, there is no such 
difference. 

(x). As recorded at para 16(iii)(d) 
of the Order of November 
2010, the KOPT had reported 
about dispute between the port 
and the BOT operators viz., 
TM International Logistics 
Limited (TMILL) and 
International Seaports Haldia 
Private Limited (ISHPL), on 
the quantum of revenue share 
receivable from the said BOT 
operators and the matter being 
referred to arbitration. In this 
connection, the KOPT to 
communicate the present 
status of the arbitration and 
the outcome of the arbitration 
proceedings. 

So far as the TMILL (Berth No-12) is concerned the 
arbitration process is still continuing. 
 
With regard to ISHPL (Berth No-4A), as the licensee did 
not pay the bills claiming royalty raised by KOPT, the 
matter was referred to Arbitration by KOPT but the licensee 
disputed the said action also. The licensee went to Hon’ble 
High Court against the referral of the disputes to 
Arbitration. The Hon’ble Court held that there is no valid 
Arbitration agreement in the license agreement. Against 
this order, KOPT has filed a Special Leave to Appeal in the 
Hon’ble Supreme Court. 

(xi). During the years 2010-11 to 
2012-13, the KOPT has 
transferred/ proposed to 
transfer 100% of royalty/ 
revenue share to the Escrow 
account. However, since 
KOPT was advised in the tariff 
Order of November 2010 vide 
para no. 16(iii)(f) to transfer 
50% of the royalty income to 
Escrow account, the transfer 
to the Escrow account may 
have to be recognized to the 
extent of 50% only for the 
years 2010-11 to 2012-13. 
And the balance 50% of the 
revenue share has to be 
treated as the income of the 
port for the relevant years 
2010-11 to 2012-13. 
Accordingly, the KOPT to 
make suitable adjustments in 
its cost statements. 

Please refer to the clarification given against Sl No-B (iii) 
above. 

(xii). The KOPT was advised vide 
paragraph no.16(xxxi) of the 
Order of November 2010 to 
classify all its assets at KDS 
as per the stipulation 
contained in the tariff 
guidelines of 2005, in the next 
review of its Scale of Rates. In 
the absence of the separate 

A serious attempt was made to classify the assets in KDS 
as per tariff guideline but the same could not be completed. 



 

cost statements for the KDS, 
we are not in a position to 
ascertain this position. In this 
backdrop, KOPT to confirm 
that it has undertaken 
classification of the assets as 
per the tariff guidelines and 
furnish the requisite details in 
the Form – 4A pertaining to 
KDS, to be submitted by 
KOPT. 

(xiii). As advised vide paragraph no. 
16(xxxiv)(f) of the Order of 
November 2010, the KOPT to 
furnish the audited details of 
the separate account 
maintained by it with regard to 
the levy of special rate for 
pension for the years 2010-11 
to 2012-13 . 
 
 
 

(The KOPT has furnished a copy of the Certificate from a 
Chartered Accountant dated 05 August 2013, in which the 
Chartered Accountant has, interalia, certified the following: 
 
(a). Revenue generated from the 4% special rate is 
`686679831/- during 2010-11 to 2012-13. The breakup is 
as follows: 
For the period 17.03.2011 to 31.03.2011– ` 1,20,70,900/- 

For 2011-12                                           - ` 34,67,77,420/- 

For 2012-13                                           - ` 32,78,31,511/- 

Total: -                                                     ` 68,66,79,831/- 
 
(b). The KOPT has purchased Annuity of `1126270394/- 

for pensioners who had retired before 01.04.2004. the 
breakup is as follows: 
For 2010-11                                           -  ` 43,03,42,092/- 

For 2011-12                                           -  ` 45,16,45,107/- 
For 2012-13                                           -  ` 24,42,83,195/- 

Total: -                                                     `112,62,70,394/- 

(xiv). The KOPT was advised vide 
paragraph no.16(Lvi)(e) of the 
Order of November 2010 to 
propose rebates based on cost 
of not rendering the respective 
services at the time of next 
review of tariff. However, in the 
proposed draft Scale of Rates, 
the KOPT appears to have 
proposed to continue with the 
existing rebate structure. The 
KOPT to, therefore, align its 
proposed rebate structure with 
the cost of not rendering the 
respective service. 

Presently no contract for shore services of cargo is in place 
with breakup of each component of the service. 
Accordingly, it is difficult to propose such component wise 
rebate. 

(C). Financial/ Cost Statement:  

(1). Capacity:  

 The KOPT to furnish workings 
to arrive at the designed 
capacity of the port for the 
years 2013-14 to 2015-16. The 
KOPT to also assess and 
furnish along with workings, 
the capacity of the KDS and 
HDC as well as major facilities 
separately for the years 2013-
14 to 2015-16 considering the 
capital investment proposed to 
be made during these years 
and the productivity 

Existing cargo handling capacities of KDS and KOPT as on 
31.3.2013 are given below: 

 Capacity as on 31.3.2013    
(In Million Tonnes) 

KDS 21.65 

HDC 46.75 

Total for KOPT 68.40 

 
The working sheets for arriving at the capacities of KDS 
and HDC, which were sent to the Ministry of Shipping, vide 
this office letter no. Plg/205/Capacity/1/7642 dated 
16.5.2013 have been furnished. Copy of Ministry’s letter 



 

improvements expected to 
achieve. 

no. DW/DTO - 02/2009 dated 21
st
/22

nd
 May 2013 in this 

regard communicating ‘Capacity of Major Ports as on 
31.3.2013’ (including the capacities of KDS and HDC as on 
31.3.2013, as given in the above table) are also furnished.  
 
So far as 2013-14 to 2015-16 is concerned the capacity as 
per Govt guidelines can be calculated only on the basis of 
the productivity of the preceding year. In the cost statement 
a moderate progressive increase in capacity for the years 
have been considered. 

(2). Traffic:  
 With reference to estimation of 

traffic, please clarify/ furnish 
the following:- 

 

(i). Clause 2.5.1. of tariff 
guidelines of 2005 stipulates 
that the traffic projections 
should be in line with the 
projections in the 5 year 
annual plan and current / 
expected growth. The KOPT 
may, therefore, furnish 
commodity-wise projections 
made in the MOU for the year 
2013-14. The KOPT may 
confirm whether the traffic 
projections for the years 2013-
14 to 2015-16 is as per the 
projections contained in the 
Business Plan of the Port for 
the corresponding years. If 
not, then the reasons for the 
variation may be furnished. 
The basis of estimation of 
traffic for the years 2013-14 to 
2015-16 to be also explained. 

It has been indicated by the Ministry of Shipping vide D.O. 
letter no. CON/VKS1/2013 dated 10.6.2013 from Joint 
Secretary (Ports), MoS, addressed to Chairman, KOPT that 
the MOU system for major ports has been done away with 
from the financial year 2013-14 and the objectives and 
targets of the ports for 2013-14 have been incorporated in 
the Results Framework Document (RFD) of the respective 
port. The annual targets for Kolkata Dock System (KDS) 
and Haldia Dock Complex (HDC) of Kolkata Port for 2013-
14, as finalised by the Ministry, which have also been 
incorporated in the final RFD (2013-14) for KOPT is given 
below along with the commodity-wise breakup:- 
 

Commodity-wise Traffic Targets for Kolkata Port for 
the year 2013-2014 

(In 000’ tonnes) 

Commodity Targets for 2013-14 

A. Kolkata Dock System 

POL 775 

Fertiliser 20 

FRM 60 

Iron Ore  200 

Thermal Coal 0 

Coking Coal  10 

Container 
(TEUs in ‘000 no.) 

8280 
(500) 

Other Cargo 4665 

Total for KDS 14010 

 
B. Haldia Dock System 

POL 7950 

Fertiliser 140 

FRM 270 

Iron Ore  1200 

Thermal Coal 2000 

Coking Coal  5700 

Container 
(TEUs in ‘000 no.) 

2885 
(149) 

Other Cargo 11860 

Total for HDC 32005 

Total for KOPT 46015 

 
The traffic projection for the year 2013-14 to 2015-16 have 
been made on the basis of recent trend of cargo traffic 



 

(including actual of 2012-13) at major ports vis-à-vis 
Kolkata Port Trust, market information, government 
policies, global trend etc. These projections are on the 
lower side as compared to the projections given in the 
business plan which was drawn up long back in the year 
2006.  

(ii). Please explain the reasons for 
the drop of around 9% in the 
overall total cargo traffic in the 
year 2011-12 as compared to 
the year 2010-11.  

Major reasons for shortfall in Cargo Traffic at Kolkata Port 
in 2011-2012 as compared to 2010-2011 are given below: 
 
Major commodities which had suffered decline in 2011-12 
vis-à-vis 2010-11 are POL(Crude), POL(Product), Coking 
Coal, Iron Ore, Fertiliser and FRM. The decline of 
POL(Crude) was essentially owing to increased movement 
of the same through Paradip - Haldia Crude pipeline while 
the shortfall in POL(Product) can be attributed to the fall in 
coastal imports with local refineries of Barauni, Haldia 
largely catering to the requirements of eastern sector. 
Recession in business environment/ slowdown in growth/ 
production in Steel industry and escalation in prices in 
international market of finished steel resulted in less 
imports of Coking Coal. Changes in Govt. policy like 
increase in export duty for Iron Ore, clamp down of illegal 
mining and restriction in movement of cargo by road into 
the port and increased movement of Iron Ore through rail 
had led to a substantial shortfall in iron ore exports. 
Incidentally, the traffic positions across Indian major ports 
have also shown a fall of 1.74% during the year 2011-12 
vis-à-vis 2010-11. 

(iii). The reason for estimating a 
decrease in the traffic of Liquid 
Bulk including POL and Crude 
during the years 2013-14 to 
2015-16 as compared to the 
actuals during the year 2010-
11 to be explained. 

Considering the declining trend of traffic for POL (Crude) 
and POL (Product) in the recent years for the reasons 
mentioned above under item-(ii), projections for these 
commodities have been envisaged to decrease as 
compared to the year 2010-11. In fact, there has been a 
sharp fall of 75% in POL (Crude) and decrease of 3% in 
POL (Product) traffic handled at KOPT in 2012-13 vis-a-vis 
2011-12. 

(iv). 
 

 

The reason for estimating a 
sharp decline in the traffic of 
Iron Ore during the years 
2013-14 to 2015-16 as 
compared to the actuals during 
the year 2010-11 to be 
explained. 
 
 
 
 
 
 

Iron Ore traffic decreased drastically during the last few 
years as is evident from the table below, primarily due to 
the reasons mentioned above under item-(ii).  While 
drawing up projections for the years from 2013-14 to 2015-
16 it has been envisaged that the trend will continue in the 
future also. Thus traffic at KDS has been envisaged to 
grow at a lower rate and that at HDC to remain static. 
 

 Iron Ore Traffic 
(In ‘000 Tonnes) 

% Decrease 

2010-
11 

2011-
12 

2012-
13 

2011-12 
over 

2010-11 

2012-13 
over 

2011-12 

KDS 827 450 158 -45.59% -64.89% 

HDC 5952 3943 1715 -33.75% -56.51% 

KOPT 6779 4393 1873 -35.20% -57.36% 
 

(v). The reason for projecting 
around 23% reduction in the 
traffic of coal during the year 
2014-15 as compared to the 
estimated coal traffic for the 
year 2013-14 to be explained. 
 

From the table given under item-(i) it will be evident that 
projections for Coal traffic for 2014-15 (KDS - 0.02 MT, 
HDC – 12.235 MT) are higher than the traffic projected for 
2013-14 (KDS - 0.01 MT, HDC – 11.60 MT). 
 



 

(vi). Please list out the items 
handled/ proposed to handled 
under the head of ‘General 
Cargo’. 

The item ‘General Cargo’ primarily comprises of the 
following commodities :  
Chemicals, Resin, Metal & Metal Products, Scrap, 
Industrial Raw Materials, Electrical/Electronic Goods, Iron 
& Steel Products, Machinery & Spares, Paper & Paper 
Products, Cereals, Spices, Peas, Food & Food Stuff, Silk & 
its products, Cotton & its Products/ Textile Goods, 
Garments, Spun Yarn, Polythene Granules/ 
Polythene/Plastic/PVC Products, P.T. Acid, Bitumen, Coal 
Tar Pitch, Cement Clinker, Betel Nuts, Rubber & Rubber 
Products, Synthetic Yarn/Rag, Asbestos, Refractory & Raw 
Materials, Wool & Woollen Products, Wax, Soda Ash, Tea, 
Jute & Jute Products, Mica, Shellac, Cast Iron Goods, 
Leather & Leather Goods, Carpet, Pig Iron, Ferro Chrome, 
Silicon/Silicon Manganese, Fire Bricks, Carbon Black, 
Battery, Insulator, Resin/Pet Resin, Shrimps, Bamboo, 
Copra, Mud, Tubes, Straw, Earthenware, Handicrafts, 
Magnesite, Maize, Personal Effects and Household Goods, 
Plywood, Rice Bran/ Rice Husk, Sand, Silicon, Tallow, 
Tobacco & its products, Wine & Beverages, General 
Merchandise, etc. 

(vii). The reason for estimating 
almost NIL or negligible ‘60000 
GRT & above’ Coastal Vessels 
or Foreign Vessels to be 
explained. 

The Coastal Vessels which are handled at Kolkata Port are 
mostly smaller in size with GRT much less than 60,000 
which has been reflected in the projections also. 

(3). Operating Income:  
(i). Note 3 to Form 2B of the 

prescribed formats for tariff 
proposal adopted by the 
Authority requires the major 
ports to provide detailed 
computation of income with 
reference to the estimated 
traffic. However, no such 
computation has been 
furnished by KOPT. KOPT to 
furnish detailed computation of 
income with reference to the 
estimated traffic at KOPT's 
existing Scale of Rates and 
the proposed Scale of Rates 
for all the years under 
consideration separately for 
each of the activities and sub-
activities, for HDC, KDS and 
Port as a whole. 

The computation of income of KDS and HDC has been 
furnished. 

(ii). Apart from the general 
increase in rate proposed, the 
KOPT has also proposed 
introduction of some new tariff 
items/ facilities. The year-wise 
additional revenue implication 
arising from these new tariff 
items to be quantified item 
wise and furnished for all the 
years under consideration with 
workings.  

As desired, revenue for new tariff items considered in the 
cost statement is furnished below: 

[` in Lakhs]       
 2013-14 2014-15 2015-16 

Hire of Pneumatic Fender 66.22 69.62 73.08 

Hire of Excavators 17.40 17.40 17.40 

   
In respect of the rate proposed for new item “On board 
Lashing/ de-lashing of containers, fixing & unfixing of Twist 
Lock and ancillary documentations” neither any cost nor 
any revenue has been considered in the cost statement. 
However, based on the volume of expected traffic (i.e. 
containers) at berths where providing of the aforesaid 



 

service has been envisaged, the Authority may consider 
expected additional revenue (i.e. net of revenue minus 
cost) from this new item for the year 2013-14 to 2015-16 as 
follows- 

Period No. of TEUS expected 
to be served 

Estimated additional 
revenue (` in crore) 

2013-14 308000 1.14 

2014-15 324000 1.20 

2015-16 340000 1.26 
 

(iii). From the Form – 2B, it 
appears that the KOPT has 
considered an exchange rate 
of `55 per US$ for estimating 

the income for the years 2013-
14 to 2015-16. In this regard, it 
may be noted that the 
exchange rate prevailing at the 
time of finalisation of the case 
will be applied for estimation of 
income for the years 2013-14 
to 2015-16. 

Income from dollar denominated tariff has been revised 
considering the present exchange rate as `60/- per U.S $.  

  

(iv). The reason for around 22% 
reduction in the income from 
Liquid Bulk including POL and 
Crude during the year 2011-12 
over the year 2010-11 to be 
explained, when the traffic of 
Liquid Bulk including POL and 
Crude during the year 2011-12 
over the year 2010-11 has 
reduced by only around 16%. 

Liquid bulk composes of various cargo-mix having different 
tariff rates. Fall in % of cargo income is not directly 
proportional to fall in cargo throughput as different cargo 
under liquid bulk has different rates. 

(v). 
(a). 

There is phenomenal increase 
in the income from handling of 
coal by around 75% in the 
year 2011-12 as compared to 
the year 2010-11, when the 
coal traffic has only marginally 
increased by around 4.5%. 
Similarly, the KOPT has 
estimated around 71% 
reduction in the estimated 
income from handling of coal 
during the year 2012-13 as 
compared to the year 2011-12, 
when the traffic has reduced 
by only around 2.70%. KOPT 
to clarify the position.  

The increase is owing to contribution earned from handling 
of cargo at 2 & 8 at HDC where contract was awarded for 
comprehensive equipping which included shore operation 
also. 
 
However the contractor engaged for equipping of Berth No-
2 & 8 of HDC has first stopped work from September 2012 
and later abandoned the contract, resulting in fall in the 
income. In fact the said two berths remained idle for a 
considerable period due to non removal of cranes by the 
erstwhile contractor, resulting in further loss of income. 
 

(b). The KOPT has not estimated 
income from storage of coal 
for any of the years under 
consideration. KOPT to clarify. 

Coal is allowed to be stored only at the licensed plots for 
which port gets plot license fee included under Estate 
income. 

(vi). 
(a). 

The reason for around 21% 
reduction in the storage 
income from containers during 
the year 2011-12 as compared 
to the year 2010-11 to be 
explained, when there has 
been around 5% increase in 
the container traffic during the 
year 2011-12 as compared to 
the year 2010-11. 

As a policy matter, containers are being removed to off-
dock CFS's at KDS. At HDC also due to opening of four 
CFS’s there is a tendency to remove the containers to the 
CFS's within free time due to lower storage cost at the 
CFSs. This has resulted in decline in port revenue from 
storage of containers. 



 

(b). Though, the estimated 
container traffic during the 
years 2012-13 to 2015-16 is 
seen to be higher as 
compared to the year 2010-11, 
the storage income during the 
years 2012-13 to 2015-16 is 
seen to be lower when 
compared with the year 2010-
11. KOPT to clarify the 
position. 

The reason behind the same is similar to that explained at 
3 (vi)(a) above. 

(vii). Please explain the nature of 
income captured under the 
head ‘Other Miscellaneous 
charge’ as given at Sl. No. 
(A)(X) and (B)(7) of Form – 
2B. KOPT to furnish workings 
to arrive at the said income for 
the years 2012-13 to 2015-16.  

The heads of income considered under the head ‘Other 
Miscellaneous charge’ under Cargo handling & storage are 
as follows: 
(a). Licence/ Permit fees 
(b). Truck terminal fees 
(c). Amendment fees 
(d). Escort fees 
(e). Unallocated charges 
(f). Dock permits 
(g). GCB deployment of labour charges 
(h). Port equipment charges 
(i). Weighment charges (other than berth no. 2 & 8) 
(j). Royalty @ Berth no. 4A 
(k). Royalty @ Berth no. 12 
The heads of income considered under the head ‘Other 
Miscellaneous charge’ under Port & dock facilities are as 
follows: 
(a). Tug hire 
(b). Launch hire 
(c). Priority charges 
(d). Charges on boats & flats 
(e). Shifting charges 
(f). Hire of shackles, chains & fenders 
(g). Fresh water charges 
(h). Diving charges 

(viii). The reason for increase in the 
income from port dues and 
pilotage during the year 2011-
12 as compared to the year 
2010-11 to be explained, when 
there has been a fall in the 
number of vessels visiting the 
port during the year 2011-12 
as compared to the year 2010-
11. 

The reason of the increase in income is increase in 
exchange rate and revision of the Scale of Rates vide 
notification dated 15.02.2011.  

(ix). When the average time spent 
by the vessels in the berth is 
expected to decrease year by 
year, by considering the year 
2010-11 base, the reason for 
increase in the actual/ 
estimated income from berth 
hire during the years 2011-12 
to 2015-16 as compared to the 
year 2010-11 to be explained. 

The reason for the increase is the phenomenal increase in 
the rate of US$ and as well as revision of Scale of Rates in 
2011. 

(x). KOPT to furnish workings to 
arrive at the income from dry 
docking for the years 2012-13 
to 2015-16.  

The KOPT has furnished a Statement reflecting the 
Estimated income from Dry Docking activity for the years 
2013-14 to 2015-16.  



 

(xi). It may be recalled that the 
KOPT during the general 
revision of its tariff in 
November 2010 had reported 
that the validity of the then 
existing railway terminal 
charges at KOPT was to 
expire in March 2011 and that 
the railway charges were due 
for review by the Railway 
authorities. The cost statement 
relating to the railway activity 
shows deficit in the existing 
arrangement, for all the years 
under consideration. In this 
context, KOPT to furnish/ 
clarify/ explain the following: 

 

(a). Whether the railway charges 
has been reviewed by the 
Railway authorities. If the 
answer is in affirmative, the 
outcome of the said review 
may be furnished. If the 
railway charges have not been 
reviewed, then the steps taken 
by the port in this regard may 
be explained.  

Yes, after March 2011, railway charges have been revised 
by the Railway Boards twice as furnished below- 
 

Period Terminal Charge 
(` per ton) 

Local Haulage Charge 
(` per wagon) 

KDS HDC KDS HDC 
Port sdg. / 
Pvt. sdg. 

Earlier 
Rates 

14.87 14.87 1490 1355 / 1145 

2011-13 15.83 15.83 1655 1505 / 1270 

2013-15 16.95 16.95 1775 1615 / 1360 
 

(b). The reason for the deficit in 
the Railway activity during 
each general revision may be 
explained. 

It has already been submitted before the Authority during 
earlier revision of Scale of Rates that in port, railway 
operations function as an ancillary/ supporting service to its 
main operation, therefore its viability should be evaluated 
on the basis of operational surplus/deficit and any 
contribution thereafter to other fixed overheads of port is 
considered as an additional benefit.  
 
Requirement of continuing railway activity by port is mainly 
to serve its Exim traffic. For optimum utilisation of railway 
activity of the port and generation of additional revenue, 
new areas of operation has been encouraged like – i) 
movement of containers by rail from docks to off-dock 
CFSs operated on port lands and having rail connectivity 
and ii) development of common siding facilities. 
 
As a part of increasing the efficiency and cost savings 
measures, KOPT administration has already decided to do 
away with the maintenance of its own fleet of loco at KDS, 
full effect of which would have likely reflection in future cost 
statement.  
 
Besides, in the proposed general revision of Scale of 
Rates, KOPT has also proposed to increase in rates of the 
some services, rationality and reasonability of which may 
not require any further elaboration to the Authority in view 
of Authority’s own observation on the overall cost position 
of the railway activity.  

(c). Steps taken to make the 
railway activity self-reliant. 

(d). The necessity for the railway 
activity being cross-subsidised 
by other surplus making 
activities 

(xii). The actual operating income of 
KOPT as shown in the Cost 
statement for the years 2010-

The estimated re-imbursement by government has also 
been excluded from the vessel related income pertaining to 
2012-13 to 2015-16. 



 

11 and 2011-12 excludes 
Government contribution for 
river dredging and 
maintenance. The KOPT is 
requested to confirm that the 
estimated reimbursement also 
has been excluded from the 
estimated vessel related 
income for the years 2012-13 
to 2015-16 in the Cost 
statement. KOPT to furnish the 
details of total estimated 
dredging expenses and 
reimbursable amount for these 
three years. 

 
The details of the reimbursable dredging expenditure for 
the years 2013-14 to 2015-16 is as follows: 

(` in lakhs) 

 2013-14 2014-15 2015-16 

River dredging & 
River Maintenance 

7768.61 8262.74 8770.23 

Maintenance 
dredging of Shipping 
Channel 

32289.13 34543.04 36951.26 

Total 40057.74 42805.78 45721.49 

 
 

(xiii). From the Cost statement 
furnished by KOPT for the 
Dredging activity, it is not clear 
as to the actual/ estimated 
amount reimbursed/ 
reimbursable by the 
Government for the years 
2010-11 to 2015-16. It is also 
not clear as to how the deficit 
in the Dredging activity has 
been allocated to the various 
sub-activities. The KOPT to 
clarify and furnish the requisite 
information. 

Non-reimbursable part of the dredging activity has always 
been included under the sub-activity 'Port Dues' of the main 
activity 'Port & Dock Facilities'. 
 
The details of non-reimbursable dredging expenditure for 
the years 2013-14 to 2015-16 is as follows: 

(` in lakhs) 

 2013-14 2014-15 2015-16 

River dredging & River 
Maintenance 

2589.54 5754.25 2923.41 

Maintenance dredging 
of Shipping Channel 

2430.36 2600.01 2781.28 

Total 5019.90 5354.26 5704.69 
 

(4). Operating Cost:  
(i). As is the practice followed by 

us every year, we would be, in 
due course, communicating 
the escalation factor that 
would be considered for 
projecting the expenditure in 
the cost statement, in respect 
of the cases to be disposed in 
the year 2013-14. The KOPT 
to take note of the said 
escalation factor and project 
the expenditure for the years 
2013-14 to 2015-16, by 
considering the said escalation 
factor to be communicated by 
us, by taking the actuals for 
the year 2012-13 as base, in 
its revised proposal. 

The revised escalation factor communicated by TAMP very 
recently has been considered in the projecting the 
expenditure form 2013-14 to 2015-16 in the revised cost 
statement. 

(ii). 
 

KOPT to furnish basis for 
allocation of all expenses 
covered under the head of 
‘Operating Expenses’ and 
‘Depreciation’ to the various 
activities and sub-activities 
alongwith workings. 

This has been done as per TAMP's guidelines. 

(iii). Salaries and Wages:  

(a). During the proceedings 
relating to the last general 
revision of KOPT, the KOPT 
was requested to confirm 

 



 

whether its proposal is based 
on the revised manning scales 
as per the National Tribunal 
Award of 2006 and if not, the 
KOPT was requested to modify 
the estimation of salary and 
wage cost based on the 
revised manning scales 
awarded by the Tribunal. At 
that time, the KOPT had 
responded that it has initiated 
action for implementing the 
award and that the revised 
manning Scales/ datum are 
being worked upon and had, 
thus, expressed its inability to 
modify the estimation of Salary 
and wage cost then, on the 
basis of the revised manning 
scale. In this connection, the 
KOPT to clarify/ furnish the 
following: 

(i). The present status of the 
action initiated by the KOPT 
with regard to implementation 
of the award.  

The exercise is not yet completed. 

(ii). The implications/ outcome 
arising from the action so 
taken by the KOPT. 

As clarified at (i) above. 

(iii). How the implications/ outcome 
of the award has been built 
into the salary and wage cost 
for the years 2013-14 to 2015-
16. 

In view of position explained at (i) above, considering of 
implications / outcome of the award does not arise. 

(c). In the Form – 3B submitted by 
the Port, it is shown that the 
salaries and wages for the 
year 2011-12 is `23867.89 

lakhs. On comparison with the 
Schedule 14 of the Annual 
Accounts, it is seen that the 
salaries and wages for the port 
for the said year is `40355.14 

lakhs. KOPT to explain the 
reason for this difference and 
the difference may be 
reconciled. 

Total salaries & wages of `40355.14 lakhs as per schedule 

14 of the annual accounts comprises of salaries & wages of 
all activities (i.e. Cargo, Vessel, Rail, Estate & 
Management-General overheads). However, in the cost 
statement as per Form-3B, salaries & wages excluding 
Management-General overheads and Dredging activity is 
shown. 

(iv). Power cost:  

(a). In the Form – 3B submitted by 
the Port, it is shown that the 
power cost for the year 2011-
12 is `2181.55 lakhs. On 

comparison with the Schedule 
17 of the Annual Accounts, it is 
seen that the electricity cost 
for the port is `2372.82 lakhs. 
KOPT to explain the reason for 
this difference and the 
difference may be reconciled. 
 

In the instant case, power relating to Management-General 
overheads and Dredging activity is excluded resulting in 
difference with the Annual Accounts figure. 



 

(b). In the Cost statement 
pertaining to ‘Coal’, ‘Iron Ore’, 
‘Container’ and ‘General 
Cargo’, the KOPT has 
estimated power cost for the 
year 2012-13, by considering 
an increase of around 21%, 
27%, 18% and 43% 
respectively over the year 
2011-12. Please justify the 
said increase in power costs. 
Given that the KOPT would be 
updating its cost statements by 
incorporating the actuals for 
the year 2012-13, the said 
query to be replied with 
reference to actuals for the 
year 2012-13 vis-à-vis the year 
2011-12. 

The power cost of 2012-13 has now been provided on 
actual basis. It may be mentioned in this regard that the 
power tariff has gone up substantially over the last two 
years. In 2011-12 the total power cost of KOPT was `23.73 
crores which has gone up to `29.67 crores in 2012-13. 

 

(c). In the Cost statement 
pertaining to ‘Port Dues’ and 
‘Pilotage’, the KOPT has 
estimated power cost for the 
year 2012-13, by considering a 
reduction of around 7% and 
8% respectively over the year 
2011-12. KOPT to explain the 
reason for the said reduction in 
power costs. Given that the 
KOPT would be updating its 
cost statements by 
incorporating the actuals for 
the year 2012-13, the said 
query may be replied with 
reference to actuals for the 
year 2012-13 vis-à-vis the year 
2011-12, if the reduction still 
persists. 

In the revised cost statement now being furnished, where 
the power cost has been considered on actual basis the 
power cost allocable to ‘Pilotage’ has gone up from 
`100.29 lakhs in 2011-12 to `132.84 lakhs in 2012-13. In 

case of ‘Port Dues’ the increase is from `328.52 lakhs in 

2011-12 to `373.12 lakhs in 2012-13. 

(v). Fuel Cost:  

(a). In the Cost statement 
pertaining to ‘Iron Ore’, and 
‘Container’, the KOPT has 
estimated fuel cost for the year 
2012-13, by considering an 
increase of around 17% and 
19% respectively over the year 
2011-12. Please justify the 
said increase in fuel costs. 
Given that the KOPT would be 
updating its cost statements by 
incorporating the actuals for 
the year 2012-13, the said 
query to be replied with 
reference to actuals for the 
year 2012-13 vis-à-vis the year 
2011-12. 

The fuel cost of 2012-13 has now been provided on actual 
basis. The fuel cost has increased substantially over the 
last two years due to change in Government Policy on 
pricing of HSD. 
 
In container activity there is a reduction in fuel cost in 2012-
13 vis-à-vis 2011-12 as in KDS earlier due to improper 
reporting a part of fuel cost allocable to Railways activity 
used to be allocated to Container activity, which has been 
corrected in the year 2012-13. In HDC however, the cost 
has increased due to increase in fuel cost. 
 
In case of Iron Ore there is a reduction in fuel cost in 2012-
13 as against 2011-12 due to fall in Iron Ore throughput. 

(b). In the Cost statement 
pertaining to ‘Port Dues’ the 
KOPT has estimated fuel cost 
for the year 2012-13, by 

The fuel cost of 2012-13 has now been provided on actual 
basis. The fuel cost has increased substantially over the 
last two years due to change in Government Policy on 
pricing of HSD. 



 

considering a reduction of 
around 2% over the year 
2011-12. Please explain the 
reason for the said reduction in 
fuel cost. Given that the KOPT 
would be updating its cost 
statements by incorporating 
the actuals for the year 2012-
13, the said query to be replied 
with reference to actuals for 
the year 2012-13 vis-à-vis the 
year 2011-12, if the reduction 
still persists 

 
In the revised cost statement the cost of fuel allocable to 
‘Port Dues’ has increased in 2012-13 (`261.29 lakhs) as 

against 2011-12 (`201.22 lakhs). 

(vi). Repairs and Maintenance 
cost: Repairs and 
Maintenance cost: 

 

(a). In the Cost statement 
pertaining to ‘Iron Ore’, ‘Liquid 
Bulk including POL & Crude’, 
‘Container’, ‘General Cargo’, 
“Port Dues’, ‘Berth Hire’, 
‘Pilotage’ and ‘Dry Docking’ 
the KOPT has estimated repair 
and maintenance cost for the 
year 2012-13, by considering 
an increase of around 37%, 
33%, 60%, 18%, 31%, 56%, 
53% and 420% respectively 
over the year 2011-12. Please 
justify the said increase in 
repair & maintenance costs. 
Given that the KOPT would be 
updating its cost statements by 
incorporating the actuals for 
the year 2012-13, the said 
query to be replied with 
reference to actuals for the 
year 2012-13 vis-à-vis the year 
2011-12. 

The fuel cost of 2012-13 has now been provided on actual 
basis. The increase in Repair & Maintenance has generally 
increased due to manifold increase in all round cost due to 
high inflation as well as increase in fuel cost. However, 
some specific reason for high increase in cost in case of 
some sub-activities in 2012-13 over 2011-12 is explained 
below: 
 
Port Dues & Berth Hire: To maintain the depth of 
impounded Dock, HDC has started dredging of the 
impounded dock progressively. In 2011-12 the cost of 
dredging inside the dock was `5.95 crore while in 2012-13 

the cost for the said activity was `19.83 crore. This has 
been allocated to Berth Hire and Port Dues resulting in 
higher increase in the cost of repair & maintenance 
allocable to these activities. The process of de-silting is still 
continuing. 
 
Container: The Repair & Maintenance cost of 2011-12 
(`1436.49 lakhs) was considerably lower than that of 2010-

11 (`1988.50 lakhs). The said reduction in cost was a one 

off phenomenon as per reduction in requirement of repair 
and maintenance in that year and accordingly is not 
comparable. However, in 2012-13 the expenditure under 
this head, as actually incurred, has been included in the 
cost statement. It may be seen that the actual expenditure 
of 2012-13 (`2360.65 lakhs) is only 19% more than that of 

2010-11. 
 
Coal: The increase in cost in 2012-13 as against 2011-12 is 
primarily due to increase in cost of Repair & Maintenance 
of mechanical coal handling plant. It may be mentioned that 
there was less requirement of Repair & Maintenance in the 
years 2009-10, 2010-11 and 2011-12. But in the year 2007-
08 and 2008-09, the said cost was `502.10 lakhs and 

`544.80 Lakhs. 

(b). In the Cost statement 
pertaining to ‘Berth Hire’, the 
KOPT has estimated repair 
and maintenance cost for the 
year 2013-14, by considering 
an increase of around 16% 
over the estimates for the year 
2012-13. Please justify the 

The reason for the increase in cost of Repair Maintenance 
in 2012-13 allocable to ‘Berth Hire’ over that of 2011-12 
has been explained in the reply to 4 (vi) (b). 



 

said increase in repair & 
maintenance costs. Given that 
the KOPT would be updating 
its cost statements by 
incorporating the actuals for 
the year 2012-13, the said 
query to be replied with 
reference to actuals for the 
year 2012-13 vis-à-vis the year 
2013-14. 

(vii). Dredging Expenses:  

(a). In the cost statement relating 
to dredging activity, it is seen 
that the ‘General Expenses’ 
constitute around 91% of the 
actual/ estimated total 
operating expenditure for the 
said activity for years 2010-11 
to 2015-16. KOPT to furnish 
details of the items considered 
under ‘General Expenses’ 
along with the values. 

(The statement referred by the port furnishes the details of 
the expenditure incurred on river dredging and 
maintenance during the years 2010-11 to 2012-13 and the 
expenditure estimated to be incurred during the years 
2013-14 to 2015-16, the details of which has been brought 
out earlier. It does not furnish the details of the items 
considered under ‘General Expenses’.) 

(b). The Expenses towards 
‘Stores’ in the cost statement 
of dredging activity for the year 
2012-13 is estimated at 
around 50% more as 
compared to the actuals for 
the year 2011-12. KOPT to 
justify the steep increase in 
expenditure. 

The Cost statement has already been revised on the basis 
of actual for 2012-13. 

(viii). Other expenses:  

(a). In each of the Cost statement 
pertaining to the various sub-
activities, there is an item of 
expenditure ‘Others’. KOPT to 
list out the items covered 
under this head of expenditure 
along with the values. 

The head ‘others’ includes other general expenses 
including expenses towards pay out to contractors for 
various equipment supply and Fringe Benefit. 

(b). In the Cost statement 
pertaining to ‘Coal’ and 
‘General Cargo’, the KOPT 
has estimated ‘Others’ cost for 
the year 2012-13, by 
considering a reduction of 
around 53% and 33% 
respectively over the year 
2011-12. Please explain the 
reason for the said reduction in 
Other Expenses. Given that 
the KOPT would be updating 
its cost statements by 
incorporating the actuals for 
the year 2012-13, the said 
query to be replied with 
reference to actuals for the 
year 2012-13 vis-à-vis the year 
2011-12, if the reduction still 
persists. 
 

The cost of 2012-13 has now been included in the cost 
statement on actual basis. It may be mentioned that the 
major cost which was included under ‘others’ against Coal 
and Gen Cargo was the cost towards payment to the 
contractor engaged in equipping of Berth No-2&8 of HDC. 
As the said contractor stopped working w.e.f. 22 
September 2012, the cost has come down drastically in the 
year 2012-13.  
 
Very recently a contractor has been engaged for providing 
Mobile Harbour Crane at Berth No-4B. The cost of 
equipping the said berths has been considered in the cost 
statement for the period 2013-14 onwards. 



 

(c). In the Cost statement 
pertaining to ‘Liquid Bulk 
including POL & Crude’, 
‘Container’ and ‘Port Dues’, 
the KOPT has estimated Other 
expenses for the year 2012-
13, by considering an increase 
of around 32%, 15% and 46% 
respectively over the year 
2011-12. Please justify the 
said increase in Other 
expenses. Given that the 
KOPT would be updating its 
cost statements by 
incorporating the actuals for 
the year 2012-13, the said 
query to be replied with 
reference to actuals for the 
year 2012-13 vis-à-vis the year 
2011-12. 

The other expenses for 2012-13 have now been included 
on actual basis.  
 
It may be seen that there is in fact a reduction in the said 
cost in 2012-13 in case of ‘Liquid Bulk’ which has occurred 
primarily due to fall in traffic. 
In case of Container the increase in 2012-13 is moderate. 
 
In Port Dues also there has been a fall, which is primarily 
due to apportionment of cost towards dredging covered by 
dredging subsidy. 

(ix). Depreciation:  

 The KOPT was advised vide 
paragraph no.16(xxiv) of the 
Order of November 2010 to 
estimate depreciation in line 
with Clause 2.7.1. of the tariff 
guidelines while it submits its 
tariff proposal during the next 
review of its Scale of Rates. In 
this backdrop, KOPT is 
requested to confirm that the 
depreciation for the 2013-14 to 
2015-16 has been computed 
in line with the Clause 2.7.1 of 
the tariff guidelines. The KOPT 
to also furnish a detailed 
working for the estimated 
depreciation cost for the years 
2010-11 to 2015-16 indicating 
details of assets, rate of 
depreciation, method followed 
and life norms adopted as per 
Companies Act may be 
furnished. 

As KOPT does not follow Companies Act, depreciation has 
been shown in the cost statement as per the accounting 
system followed at KOPT. The method is straight line 
method and the life norm of assets as per guidelines of the 
Ministry 

(5). Management & General 
Administration Expenses: 

 

(i). KOPT to list out the items 
covered under this head of 
expenditure along with values. 

The list of items covered under the head of Management & 
General Administration Expenses, as given by the KOPT 
are as follows: 
 
(a). Store keeping expenses 
(b). Labour & industrial relations 
(c). Medical Expenses 
(d). Engineering & workshop overheads 
(e). Accounting & Auditing 
(f). Port security expenses 
(g). Land Expenses 
(h). Legal Expenses 
(i). Vigilance Expenses 
(j). Planning & Research 



 

(k). Expenses on general facilities 
(l). Administration & general expenses 

(ii). KOPT to furnish basis for 
allocation of the said 
expenditure to the various 
activities and sub-activities 
along with workings. 

This has been done following TAMP guidelines. 

(6). Finance & Miscellaneous 
Income: 

 

 KOPT to furnish the basis for 
estimating each of the sub-
item forming part of the 
estimated Finance and 
Miscellaneous Income for the 
years 2013-14 to 2015-16. 
Also, to furnish basis for 
allocation of the said income to 
the various activities and sub-
activities along with workings. 

The FMI estimation has been made on the basis of trend. 

(7). Finance & Miscellaneous 
Expenses: 

 

(i). KOPT to furnish the basis for 
estimating each of the sub-
item forming part of the 
estimated Finance and 
Miscellaneous Expenditure for 
the years 2013-14 to 2015-16. 
Also, to furnish basis for 
allocation of the said 
expenditure to the various 
activities and sub-activities 
along with workings. 

The pension expenses have been estimated duly 
considering the retirement profile as well as estimated 
increase due to Dearness Relief. The purchase of annuity 
for covering the DR increase of the pensioners (retiring 
prior to 01.04.2004) already covered under the LIC Annuity 
scheme has been considered as per past trend of such 
purchase of annuity whose details has been indicated 
under reply to Q.No-7 (iv) below. The contribution to 
superannuation fund (for employees retiring after 
01.04.2004) has been projected considering contribution of 
`1.00 lakh per employee per year basis. The contribution to 
gratuity fund has been considered to cover the estimated 
liability. 
Allocation has been done as per TAMP guidelines. 

(ii). The KOPT to furnish the basis 
for the amount of `36842.85 

lakhs, `37533.46 lakhs, 

`38976.03 lakhs and 
`40231.12 lakhs, shown as 

Pension payment / contribution 
under the head ‘Finance & 
Miscellaneous Expenses’ in 
the Cost statement for the 
years 2012-13 and 2015-16. 
KOPT to establish with 
workings that the above said 
figures are in line with Note 6 
of Form – 3A.  

The position upto 2012-13 has been furnished on actual 
basis and the basis of estimation has been mentioned just 

above. 
 

(iii). It appears that the Pension 
payment/ contribution under 
the head ‘Finance & 
Miscellaneous Expenses’ in 
the Cost statement covers the 
contribution to the Pension 
fund in respect of employees 
who have retired before 01 
April 2004 as well as 
employees who have retired 
after 01 April 2004. The 

The KOPT has referred to the Statement giving details of 
the Retirement benefits for the years 2010-11 to 2012-13, 
as brought out earlier.  



 

breakup in this regard, for 
each of the years under 
consideration to be furnished. 

(iv). The KOPT has proposed a 
10% special levy so as to 
enable it meet the pension 
liability in respect of 
employees who have retired 
prior to 01 April 2004. The 
Form – 3C furnished by the 
KOPT is incomplete and due 
to the gap in the information, 
the statement of pension fund 
liability could not be 
appreciated. The KOPT to, 
therefore, justify the proposed 
special levy of 10%, based on 
the actuarial valuation of the 
pension fund liability as on 31 
March 2013, balance in the 
Pension Fund as on 31 March 
2013 and taking into account 
the estimated contribution to 
be made to the Pension Fund 
during the years 2013-14 to 
2015-16 and any other 
relevant factor. 

The details of operation of the Annuity Scheme (for 
employees retiring prior to 01.04.2004) are explained 
below: 
 
Based on the actuarial valuation of `1141.77 crores, 

conducted in March 2009 for 27856 pensioners, KOPT had 
first invested `190.00 crores in LIC. 

  
Out of the said amount annuity for about 2166 pensioners 
worth `185.24 crore was purchased. This covered the 

pension liability of the said 2166 pensioners as on that 
date.  
 
Subsequently, to cater to the rise in pension due to 
increase in Dearness Relief and due to pension revision 
the following amounts was debited from the fund for the 
said 2166 pensioners: 
 
2010-2011: 
01.04.2010: `8.50 crores 

01.07.2010: `0.80 crores 

01.10.2010: `10.54 crores 

01.01.2011: `22.86 crores 

04.02.2011: `0.33 crores [Pay revision impact] 

        `43.03 crores 
 
2011-12: 
01.04.2011: `7.85 crore 

01.07.2011: `2.77 crore 

19.09.2011: `11.24 crore [Pay revision impact] 
01.10.2011: `14.75 crore 

01.01.2012: `8.55 crore 

       `45.16 crore 

 
01.07.2012: `7.78 crore 

01.10.2012: `9.10 crore 
01.01.2013: `7.55 crore 

       `24.43 crore 

 
In the cost statement filed before TAMP during the last 
revision, no provision for the cost towards purchase of 
annuity against DR rise/ revision of pension of the 
pensioners already covered by the scheme was made as 
the scheme was new and the estimated cost could not be 
quantified at that point of time.  
 
Accordingly, the contribution to the said fund through the 
proceeds of Special rate were utilized for meeting the 
aforesaid expenses and no new pensioners could be 
brought into the ambit of the scheme. 
 
In view of the above and duly considering the provision of 
Note-6 of Form-3A, we have now considered the estimated 
cost of purchase of annuity to cover the increase of DR/ 
pension revision of the said 2166 pensioners as a cost 
under FME. 
 



 

So far the proposal for levy of Special rate is concerned; 
we propose to progressively bring fresh pensioners into the 
said scheme through the proceeds of the Special rate. The 
details of the fund requirement are as below: 
 
Actuarial valuation as on November 2012 [For uncovered 
24090 pensioners]                                  : `1693.38 crore 

 
Fund available for purchase of annuity/ 
DR Rise/Pension revision as on 31.03.2013 :  `35.53 crore 
 
Further, for clarity, a statement of account of the annuity 
scheme since inception has been furnished by the port 
which is reproduced below: 

Year  Fund for 
Annuity 
Scheme 

Utilised 
for 

purchase 
of Annuity 

Withdrawl 
from Fund 

for 
Annuity 
Scheme 

No. of new 
pensioners 

covered 
during the 

year 

Remarks 

2009-10 Op. bal 0.00  
 

185.24 

 
 

31.14 

 
 

2166 

Annuity 
covered 
pension of 
2166 
pensioners. 
Withdrawal & 
subsequent 
replenishment 
done for tax 
planning 

 Spl rate 0.00 

 Own fund 214.14 

 Int on fund 12.86 

  254.00 185.24 31.14 2166 

       

2010-11 Op. bal 37.62  
 
43.03 

 
 
0.00 

 
 
0.00 

Annuity 
covered DA 
rise and 
pension 
revision of 
above 2166 
pensioners 

 Spl rate 1.20 

 Own fund 14.80 

 Int on fund 2.64 

  56.26 43.03 0.00 0.00 

       

2011-12 Op. bal 13.23  
 
45.16 

 
 
0.00 

 
 
0.00 

Annuity 
covered DA 
rise and 
pension 
revision of 
above 2166 
pensioners 

 Spl rate 34.68 

 Own fund 21.73 

 Int on fund 1.03 

  70.67 45.16 0.00 0.00 

       

2012-13 Op. bal 25.51  
 
24.42 

 
 
0.00 

 
 
0.00 

Annuity 
covered DA 
rise of above 
2166 
pensioners 

 Spl rate 32.78 

 Own fund 0.00 

 Int on fund 2.67 

  60.96 24.42 0.00 0.00 

       

2013-14 Op. bal 36.54     

 Spl rate 8.17     
 

(v). The treatment given to the 
Contribution to the Pension 
Fund in respect of the 
employees who have retired 
before 01 April 2004 and the 
Contribution to the Pension 
Fund in respect of the 
employees who have retired 
after 01 April 2004 to be 
explained by giving reference 
to the Cost statement for all 
the years under consideration. 

(i). The purchase value of annuity (for pensioners retired 
prior to 01 April 2004 and already covered under the 
scheme) against normal rise in pension liability due to DR 
rise etc. has been considered as a cost (FME) in the cost 
statement as below: 
2013-14: `40.00 crore 

2014-15: `40.00 crore 
2015-16: `40.00 crore 

 
(ii). The contribution to superannuation fund for employees 
who retired after 01 April 2004 has also been considered 
as cost in the cost statement as below: 
2013-14: `75.00 crore 
2014-15:`70.00 crore 

2015-16: `65.00 crore 

 
 



 

(iii). The fund gap to bring further pensioners who have 
retired prior to 01 April 2004 but are not yet covered by the 
LIC Annuity scheme is proposed to be bridged by Special 
Rate. 

(8). Capital employed:  

 Fixed Assets:  

(i). The Form – 4B furnished by 
the KOPT does not appear to 
cover all the additions 
proposed by the KOPT during 
the year 2013-14 to 2015-16, 
whose value exceeds `5 

crores. The KOPT to, 
therefore, furnish Form – 4B in 
respect of all the investments 
proposed to be made 
(exceeding `5 crores) and 

giving complete details 
regarding additions to the 
gross block for the years 2013-
14 to 2015-16 along with 
justification for the proposed 
investments. The impact of the 
additional investment to be 
also specified. 

STATEMENT SHOWING PRESENT STATUS OF PLAN CAPITAL 
WORKS EXCEEDING 5 CRORES PROPOSED TO BE ADDED TO 

GROSS BLOCK: 

` in Lakhs 

SL. 
NO. 

PARTICULARS 
2013
-14 

2014-
15 

2015-
16 

     
1 Wharves, Roads And Boundaries: 

   

A 

Development of Hardstand in between 
the rail lines behind Berth No.4B and 
behind Berth No.13 inside Dock Area, 
Haldia Dock Complex. 

 
639.00 

 

 

Present Status: Physically completed - 
25% till July 2013. Expected to be 
added to Gross Block in 2014-15. 

   

     

B 
Development of Hardstand of Iron ore 
storage area of about 1 Lakh Aq. Mtr.for 
Haldia Dock Complex. 

   

 

Present Status: The scheme (Total cost 
– `2700.00 Lakhs) is covered under 
ASIDE. Part of the scheme is being 
executed as shown in 1A. Another part 
of the total cost is expected to be added 
to Gross Block in 2015-16. 

  
700.00 

     
2 Railway & Rolling Stock: 

   

A 

Construction of Railway tracks including 
Embankment from common users 
siding near Chiranjibpur level crossing 
leading to TMILL siding [Part - A Main 
Line & Part - B - Loop Line in the 
extended area of G.C Berth, Haldia 
Dock Complex. 

 
700.00 

 

 

Present Status: Order likely to be 
placed in September 2013. Expected 
Time of completion - 10 months. 
Expected to be added to Gross Block in 
2014-15. 

   

     
3 Plant & Machinery 

   

A 

Design, Manufacture, Supply, 
Installation, Testing, Commissioning 
and Guaranteeing the performance of 1 
No. Stacker-cum-Reclaimer of 1500 
MTPH capacity on existing Rail Track at 
Coal Handling Plant of Haldia Dock 
Complex. 

 
1303.60 

 

 

Present Status: Order placed in June 
2013. Expected Time of completion - 19 
months. Expected to be added to Gross 
Block in 2014-15. 

   

 

(ii). The present status in respect 
of additions proposed for the 
year 2013-14 to be furnished. 

In this regard, the KOPT has furnished the Physical/ 
Financial Progress Report/ summary of Expenditure on 
Plan Capital Schemes of KDS / RR Works for the month of 
June 2013, submitted by it to its Board of Trustees.  This 
document reflects the present status in respect of the 
additions proposed for the year 2013-14. 

(iii). The status of action initiated in 
respect of additions proposed 
for the year 2014-15 to be 
intimated.  

(iv). It may be noted that only 
completed and commissioned 
assets should alone be 

Confirmed. 



 

counted for capital employed. 
The work-in-progress shall not 
be taken into account. A 
confirmation in this regard to 
be furnished. 

(v). KOPT to confirm that the 
capital outlay in the form of 
additions to the gross block of 
assets proposed for the years 
2013-14 to 2015-16 is in line 
with Five year plan envisaged 
by the Port. 

Confirmed. 

(vi). KOPT to furnish basis for 
allocation of the net block of 
assets to the various activities 
and sub-activities along with 
workings. 

It is done on the basis on usage pattern of the asset. 

(vii). With reference to Form 9, the 
KOPT to furnish the items of 
the capital expenditure 
incurred or proposed to be 
incurred from the balance 
maintained in the Escrow 
Account. It may be noted that 
as stipulated in Clause 2.8.3 of 
the tariff guidelines, the 
investment made out of the 
Escrow Account will not qualify 
for ROCE. Accordingly, KOPT 
to exclude the items of assets 
funded from the Escrow 
account for the purpose of 
calculating ROCE. The details 
of items of assets so excluded 
from the capital employed to 
be furnished year wise 
beginning from 2010-11 to 
2015-16. 

The details of item excluded from capital employed due to 
those being procured from Escrow fund has been indicated 
under Form-9. 

D. Scale of Rates:  

(i). The KOPT has formulated its 
proposed Scale of Rates 
considering an increase in the 
existing tariff at KOPT. The 
additional services/ facilities 
proposed to be provided to the 
users and the benefit of 
productivity improvements 
accruing to users justifying this 
hike to be listed out. 

Board of Trustees has taken an in principle decision to 
progressively equip different berths of KOPT to increase 
productivity.  
 
The contractor engaged for equipping of Berth No-2& 8 
has abandoned the work and the process of finding a new 
contractor is underway. The tender was floated twice but 
the tenders did not mature due to high rate quoted.  

 
A contract for providing Mobile Harbour Crane at Berth No-
4B of HDC has already been awarded and the contractor is 
in the process of commissioning the cranes. This is 
expected to increase the productivity of the berth 
considerably. 
 
An order for design engineering supply and commissioning 
etc. of a Stacker cum Reclaimer has already been placed. 
After commissioning the coal berth productivity is expected 
to increase considerably. 
 
 



 

To reduce the bottleneck of storage area, substantial 
quantum of storage area has been developed both at KDS 
and HDC. 
 
The Board has already taken a decision to engage a 
contractor for operations, maintenance etc. of all container 
handling activities of HDC. As single contractor will be 
responsible for the entire operation, it is expected to 
remove bottlenecks and improve productivity.  
 
At KDS action is being initiated for equipping of all 3 
container handling berths with Mobile Harbour Cranes and 
corresponding equipping of backyard support through 
service providers, with an aim to improve productivity and 
turnaround of the vessel.  

(ii). In the proposed Scale of 
Rates, the KOPT has 
proposed increase in rates of 
some of the tariff items as well 
as reduction in rates of some 
of the tariff items. Wharfage 
rates of some of the cargo 
items have also been 
bifurcated. In this connection, 
the KOPT to furnish item-wise 
annual revenue implication 
arising due to the proposed 
increase/ decrease in rates of 
each tariff item and for each of 
the three years under 
consideration. 

The KOPT has furnished the cost statements for the 
various activities and sub-activities for KDS and HDC.  

(iii). As stated earlier, the cost 
statement furnished by KOPT 
reflects an average deficit of 
around 10% at the existing 
level of tariff for the years 
2013-14 to 2015-16. However, 
from the proposed draft Scale 
of Rates it is seen that the 
KOPT has sought increase at 
different percentages from the 
existing level of tariff. In this 
context, the KOPT to furnish a 
detailed working showing that 
the additional revenue for the 
respective years that would 
accrue to KOPT by application 
of proposed rates will match 
with the average deficit 
position of around 10% as 
shown by the port in the cost 
statement. 

The KOPT has furnished the cost statements for the 
various activities and sub-activities for KDS and HDC.  

(iv). The KOPT in the draft Scale of 
Rates has proposed to modify 
the existing definition of 
‘Transhipment’ at S.2(xxii) so 
as to cover transfer in the mid-
stream or via shore also. In 
this connection, the KOPT to 
explain the following: 

 



 

(a). The existing arrangement of 
treating the cargo/ container 
transferred in the mid-stream 
or via shore. 

Under the existing arrangement, the transfer of cargo/ 
container done in the mid-stream or via shore are treated 
as transhipment if such transfer from one sea going vessel/ 
barge to another sea-going vessel/ barge is done for the 
destination to other port/ports.  

(b). The activities involved in 
transferring the concerned 
cargo/ container from one 
vessel to another vessel in the 
mid-stream or via shore may 
be listed out.  

In case of mid-stream the transfer is directly from one 
vessel to another within the port limit and in case of via 
shore the cargo/container is discharged on the quay/berth 
first and subsequently shipped to another vessel for 
destination to other port. Activities involved use of port 
infrastructure, thus for such usage wharfage, which is a 
basic dues is leviable. Shore-handling and onboard 
handling service, if provided is leviable separately. 

(c). KOPT to clarify whether the 
cost of operations involved in 
the transhipment operation 
carried out in the mid-stream 
and the cost of operations 
involved in the transhipment 
operation carried out via 
shore is the same. 

No 

(v). The reason for change 
furnished in the revised Form 
– 1 with regard to the change 
in the conditionality no. S.3(iv) 
relating to levy of charges on 
shipper’s own container is not 
clear. KOPT to justify the 
proposed change in the said 
conditionality with a detailed 
note. KOPT to confirm that the 
proposed change is not in 
conflict with the note no.8 of 
proposed S.15 contained in 
the proposed draft Scale of 
Rates. 

After due consideration it appears that there is a possibility 
of conflict with note no. 8 of proposed S.15 in case of 
proposed change. The intension of the proposed change 
was also to allow the importer/exporters to pay the charges 
for S.O.C.  
 
Therefore, the authority may consider keeping of the 
existing provision and add “In case of S.O.C the owners of 
the cargo or their Clearing and Forwarding Agents/ 
Handling Agents can also pay the charges.” 

(vi). The reason for excluding the 
owner of the cargo or his 
Clearing & Forwarding Agent 
from the scope of the 
proposed conditionality no. 
S.3(v) to be explained. 

This provision is in line with the practice being followed in 
all major ports. The Port Community System has also been 
designed considering the same. There are no extant 
guidelines otherwise. This was also elaborated during last 
revision when KOPT proposed a similar clause. 
TAMP is requested to reconsider the issue and incorporate 
the proposed clause.  

(vii). With regard to the changes 
proposed in the existing 
conditionality at S.3(xii)(a), so 
as to exclude the waiting time 
of the ship arising due to non-
acceptance of the vessel by 
HDC, the KOPT to explain the 
following: 

 

(a). Under what circumstances 
does a vessel after signaling 
its readiness to sail, wait due 
to non-acceptance of the 
vessel by HDC. 

Here the sailing means sailing from KDS for going to HDC 
for further cargo operation at HDC and HDC might not have 
berth for accommodating such vessel or other reason and 
therefore non-accepted by HDC.  

(b). Under what grounds would 
HDC not accept the vessel 
after it signals its readiness to 
sail. 

Non-availability of berth or non-accumulation/generation of 
sufficient export cargo at HDC is generally the reason for 
non-acceptance of vessel which ready for sail from KDS to 
HDC.  



 

(c). Furnish the instances during 
the past three years, when a 
vessel after signaling its 
readiness to sail, had to wait 
due to non-acceptance of the 
vessel by HDC. 

The said details are not separately maintained. However an 
attempt is being made to get the information from records. 
When available the same will be furnished to the Authority. 

(d). The proposed modification 
does not fit into the stipulation 
contained in Clause 6.6.1 of 
the tariff guidelines of 2005. 
Therefore, the proposed 
modification to be justified in 
the light of the tariff guidelines.  

The said spirit of the said provision was initially notified by 
TAMP in February 2000 only stipulating about cessation of 
berth hire after 4 hours from signalling of readiness to sail. 
Again in August 2000 TAMP revised the original order to 
exclude the waiting time due to tidal reason Subsequently, 
TAMP in the 2005 guidelines further exclusion was made 
for weather condition and lack of night navigation. The 
Authority may appreciate that with the change in situation, 
the original provision has been amended from time to time 
after taking into consideration some practical conditions to 
which port is not responsible for delay in sailing. Similarly, 
in the instant case also port is not liable for delay in sailing 
after readiness to sail.  Therefore, TAMP is requested to 
consider the issue under Clause 1.7 of the Tariff Guidelines 
2005 for appropriate relaxation of the provision of the 
guidelines.  

(viii). KOPT to confirm whether the 
rate of interest at the proposed 
note S.3(xiii)(b) has been 
updated with the prevailing 
Prime Lending Rate of State 
Bank of India as stipulated in 
clause 2.18.2 of the tariff 
guidelines of 2005. 

As per information posted in the website of State Bank of 
India, the benchmark Prime Lending Rate (BPLR) revised 
downwards by 5 bps from 14.50% p.a. to 14.45% p.a. 
w.e.f. 04.02.2013. 
 
Accordingly, the rate of interest indicated in S.3(xiii)(b) of 
KOPT’s Proposal should be revised to 16.45% p.a. 

(ix). 
(a). 

The definition for a Coastal 
vessel as well as Inland vessel 
is different from each other. 
Therefore, the KOPT to furnish 
justification for introduction of 
a new note S.3(xviii) so as to 
enable KOPT levy the rates 
applicable for Coastal vessel 
(other than Andaman) on the 
‘Inland Vessel’, by treating 
‘Inland Vessel’ at par with the 
coastal vessel. 

Presently, the Inland Vessels by their very nature and 
clearances is not allowed to ply in sea. They only ply in 
inland waters. However, it has been gathered that some of 
the said vessels (essentially larger vessels having 
appropriate navigational and other aids) may be allowed to 
ply to sea by the concerned authority.  
 
In the existing Scale of Rates a highly concessional tariff in 
the form of ‘Dock Toll’ and ‘Stayal charge’ has been 
prescribed for Inland Vessels (which are neither foreign not 
coastal as per classification) as the size of the vessels are 
small and they carry a small parcel load and further, 
separate lock movements are not required to 
accommodate them inside docks. In fact due to small size 
they are allotted berthing space for few hours during 
intervals of ship movements and are required to move from 
one berth to another for cargo discharge/ loading.  
However, the vessels which will be allowed to ply to sea 
will be larger vessels akin to other sea going vessels. They 
will require berthing space akin to other sea going vessels. 
Accordingly, it was considered that the concessional tariff 
applicable for Inland vessels should not be applicable for 
these vessels. The rate applicable for coastal vessels was 
considered most appropriate for such vessels and 
proposed accordingly. 

(b). The present tariff arrangement 
in respect of levy of charges 
on Inland vessels to be 
explained. 

As mentioned above due to small size, only Dock Toll and 
Stayal charges is levied on Inland Vessels which are 
presently handled at docks. These vessels are basically 
small vessels and do not have permission to go to sea and 
also do not require pilotage assistance, separate lock 



 

movement and neither they are allowed continuous 
berthing. 

(x). The existing single wharfage 
charge for Crude oil has been 
proposed to be bifurcated into 
two categories viz., for quantity 
upto 2 MMT per financial year 
and for the incremental 
quantity handled above 2 MMT 
per financial year. In this 
connection, the KOPT to 
furnish the following: 

The Naphtha traffic is nearly static over the years. The 
Naphtha throughput of 2010-11, 2011-12 and 2012-13 was 
1.44 MMT, 1.62 MMT and 1.22 MMT respectively. As the 
average Naphtha throughput of 2010-11 and 2011-12 was 
around 1.5 MMT, therefore, a discounted rate has been 
proposed for incremental traffic of more than 1.5 MMT per 
year to promote handling of more cargo without affecting 
the existing revenue. 
 

(a). The reason for bifurcating the 
wharfage charge into two 
categories to be explained.  

(b). The basis to keep 2 MMT as 
the cut off limit to be 
explained. 

(c). The reason and basis for 
proposing a 50% reduction in 
the proposed wharfage rate for 
the second category to be 
justified. 

(xi). The existing single wharfage 
charge for Naptha has been 
proposed to be bifurcated into 
two categories viz., for quantity 
upto 1.5 MMT per financial 
year and for the incremental 
quantity handled above 1.5 
MMT per financial year. In this 
connection, the KOPT to 
furnish the following: 

The Naphtha traffic is nearly static over the years. The 
Naphtha throughput of 2010-11, 2011-12 and 2012-13 was 
1.44 MMT, 1.62 MMT and 1.22 MMT respectively. As the 
average Naphtha throughput of 2010-11 and 2011-12 was 
around 1.5 MMT, therefore, a discounted rate has been 
proposed for incremental traffic of more than 1.5 MMT per 
year to promote handling of more cargo without affecting 
the existing revenue. 
 

(a). The reason for bifurcating the 
wharfage charge into two 
categories to be explained.  

(b). The basis to keep 1.5 MMT as 
the cut off limit to be 
explained. 

(c). The reason and basis for 
proposing a 50% reduction in 
the proposed wharfage rate for 
the second category to be 
justified. 

(xii). The KOPT at sl. No.2 and 
sl.no.15 of S.4.1 has widened 
the scope of the tariff category 
by including some new cargo 
items. In this connection, the 
KOPT to confirm whether the 
cargo items so included, are in 
harmony with the existing tariff 
category.  

It is confirmed that the widening of scope of the section is 
only to facilitate better understanding at ground level in 
raising bills. 

(xiii). At the existing level of tariff, 
the cost statement for the 
cargo handling activity of 
KOPT reflects a deficit to the 
tune of around 25%. In such a 
scenario, the KOPT to clarify 
the following: 

 



 

(a). KOPT to explain the reason for 
not proposing any increase in 
the wharfage rates in respect 
of ‘Liquids/ Gas handled 
through pipelines’. Infact, the 
KOPT has proposed 
bifurcation in the existing 
single rates, where the 
wharfage rate for the second 
category is seen to be 50% 
less than the existing/ 
proposed rates.  

The rates of ‘Liquids/ Gas handled through pipelines’ have 
not been increased for years now. TAMP may be aware 
that last time KOPT proposed an increase of 10% in the 
wharfage rate for the said cargo even though the said sub 
activity was not in deficit. KOPT had argued that Crude/ 
POL handling activity, due to the basic nature of the 
services involved, generates surplus and to that extent, 
cross subsidizes other sub services. Further, due to lesser 
manpower involvement in the handling activity, the 
distribution of the Finance & Miscellaneous Overhead to 
such activity is also minimal, as the formula prescribed by 
TAMP mandates distribution of Retirement Benefits booked 
under Finance & Miscellaneous Overhead on the basis of 
Salary cost less overtime. 
 
However, the said argument was not accepted by TAMP 
and no increase in the rate of the said cargo group was 
approved as the activity was showing surplus. As the said 
activity is still showing surplus as per method prescribed by 
TAMP; KOPT has not proposed any increase in rate of the 
said cargo group this time considering the position taken by 
TAMP during last revision.  
 
So far the discount offered is concerned, it is applicable on 
incremental cargo beyond a threshold quantity which has 
been pegged at a higher level than existing handling. 
Accordingly, the proposed discount would not affect the 
existing revenue from the cargo. 

(b). The reason for proposing a 
30% increase in the wharfage 
rate of ‘Export iron ore, Export 
thermal coal, all types of coal 
not specified…..’, at the 
proposed Sl.no.10, 11 and 12 
to be explained. 

Detailed explanation for the increase in rate of rate of 
mechanical handling of thermal coal has already been 
explained while responding to the comments of Tamil 
Nadu Generation & Distribution Corporation Ltd. 
 
It may be mentioned that the Ore and Coal Handling Plants 
is running in severe deficit so much so that the plants are 
unable to cover the operating cost. The position is 
highlighted in the table below: 
 

Statement Showing Berth-Wise Profitability 0f Ore And Coal Berth Of Hdc 
Handling Iron Ore And Thermal Coal Only Respectively 

(` in lakh) 

Particulars 

Ore Berth  
(Iron Ore Only) 

Coal Berth 
 (Thermal Coal Only) 

2011-
2012 

2010-
2011 

2009-
2010 

2011-
2012 

2010-
2011 

2009-
2010 

       

Operating Income:       

       

Cargo Handling 
Income 

596.83 662.71 949.20 1954.31 1722.81 1051.13 

       

Total Operating 
Income(A): 

596.83 662.71 949.20 1954.31 1722.81 1051.13 

       

Operating 
Expense: 

      

Salary Excl. 
Overtime 

153.82 152.45 148.55 1384.35 1372.01 1336.94 

Overtime  483.29 566.03 777.71 53.70 62.89 86.41 

Stores 58.21 90.67 175.09 176.46 133.82 232.72 

Fringe Benefit 38.58 30.95 29.67 162.22 132.15 121.05 

General Expenses 128.62 154.91 154.45 379.43 366.44 671.73 

       

Total Operating 
Expense excl 
overhead(B): 

862.52 995.00 1285.47 2156.17 2067.31 2448.85 



 

Management & 
General Overheads 

(C) 

332.00 472.00 199.67 829.00 981.00 375.37 

       

Total Operating 
Expense [D=B+C] 

1194.52 1467.00 1485.13 2985.17 3048.31 2824.22 

Operating 
Surplus(+)/Deficit(-) 

[E=A-D] 

-597.69 -804.30 -535.94 -1030.87 -1325.50 -1773.09 

Share Of FMI [F] 71.00 130.00 145.87 159.00 194.00 170.56 

Share Of FME [G] 852.00 1292.00 530.28 2127.00 2684.00 1008.41 

Net Surplus(+) / 
Deficit(-) [E=A-D] 

-1378.69 -1966.30 -920.35 -2998.87 -3815.50 -2610.95 

Cargo Handled (In 
Mmt) 

0.932 1.225 1.953 2.141 2.083 1.489 

 Projected Cargo 
0.85 MMT 

 Projected Cargo     
2 MMT 

 

Rate for recovery of 
Op. Exp excl 
Overheads 

[Factoring 5% 
increase in cost] 

106.55  113.20 

 

Proposed Rate 107.40  1132.72  

 
It may be observed that the increase in the existing rate to 
the extent proposed is inevitable to facilitate recovery of at 
least the operating cost. It is also pertinent to mention that 
even with the proposed rate; the overheads allocable to the 
activity will remain uncovered. If Management & General 
overhead is to be recovered, the rate would have to be 
increased further to over `140.00 per MT for both Iron Ore 

and Thermal Coal. 
 
However, to avoid such a steep increase at one go, KOPT 
has proposed the increase only to cover the operating cost 
of running the plants at this stage.  
 
It is also pertinent to note that KOPT has recently placed 
an order for design, supply commissioning etc. of a new 
Stacker cum reclaimer for the Coal handling plant at a 
substantial cost to increase productivity of the coal berth. 
Now, unless the tariff is appropriately raised to cover the 
operating cost, the entire investment would become non 
remunerative. Further, as the major part of the operating 
cost is fixed in nature; and unless the same is covered by 
the tariff, it will have to be cross subsidized by other 
activities, which is not desirable. 

(c). The reason for listing the 
cargo item ‘Bran’ to the 
proposed sl.no.16 instead of 
the existing sl.no.16, which 
has the effect of proposing a 
reduction of around 14% in the 
existing wharfage rate of Bran, 
to be clarified. 

Bran, also known as miller's bran, is the hard outer layers 
of cereal grain. In the existing Scale of Rates there is a 
group called ‘cereals and their products’. However, the 
cargo Bran is not classified with other food and cereal 
items and is presently classified with cargo of different 
type.  Accordingly in the process of rationalizing the 
wharfage schedule, the same has been put in the category 
which deals with other food items. Whenever any such 
rationalization exercise is undertaken, some difference in 
rate is inevitable. While in case of Bran there has been 
reduction in rate but in some other cases there might be 
increase in rate also. It is also pertinent to mention that the 
handling of Bran at KOPT in last two three years is 
negligible and hence this change does not have any 
revenue impact. 

(d). The reason for not proposing 
any increase in the Demurrage 
charges in S.7 may be 
explained. 

The existing rate of demurrage is considered sufficient for 
deterring unnecessary hold up of dock area by cargo 
interest. Further, KOPT has extended the facility of short 
term allotments to users to facilitate cargo storage and 

http://en.wikipedia.org/wiki/Cereal


 

hence the income from demurrage is negligible. The 
increase in demurrage rate may not result in increased 
revenue. 

(xiv). The reason for deleting the 
cargo item ‘other Ferrous 
metal’ in the existing sl.no.14 
and ‘Polymer and other 
chemicals in bag’ at the 
existing sl.no.16 of the 
wharfage schedule at S.4.1 to 
be explained. 

In the process of rationalization of wharfage schedule, an 
attempt has been made to exclude usage of any term 
which creates interpretational problems at ground level. In 
fact no such classification is available in the Customs 
classification either. Accordingly, the cargo item ‘other 
ferrous metal’ has been deleted. In any case hardly any 
cargo with the said classification has been handled in 
recent past at KOPT. 

(xv). The reason for listing the 
cargo item ‘Bitumen’ to the 
proposed sl.no.17 instead of 
the existing sl.no.14, which 
has the effect of proposing an 
increase of around 110% in 
the existing wharfage rate of 
Bitumen, to be justified. In this 
regard, the KOPT is requested 
to furnish workings and 
analysis justifying the 
proposed increase in the 
wharfage rate. 

Presently Bitumen is classified in the same group of other 
dry bulk cargo like Coking Coal, though the bitumen is 
handled in drums and not in bulk form. Bitumen, also 
known as Asphalt, is a sticky, black and highly viscous 
liquid or semi-solid form of petroleum. It is a substance 
classed as a pitch. However, Asphalt Pitch (including coal 
tar pitch) is presently classified in a different group. 
Considering the method of handling and extent of usage of 
wharf, it is appropriate to classify the bitumen in the same 
category of that of Asphalt Pitch. As mentioned above any 
such rationalization may result in increase or decrease in 
rate when the exercise is done for the first time. In case of 
‘Bran’ the rationalization has resulted in lowering of tariff 
while in this case it has resulted in increase in tariff.  

(xvi). The KOPT has introduced 
wharfage charges for a new 
cargo item viz., ‘All types of 
cargo handled in bags’ at 
sl.no.17 of the proposed S.4.1. 
KOPT to furnish detailed 
working with cost elements 
considered to arrive at the 
proposed charge for the said 
cargo item proposed to be 
introduced by KOPT. 

The inclusion of the cargo item ‘All types of cargo handled 
in bags’ has been made to ensure that the cargo handled in 
bags are not charged at the higher rate applicable for 
unspecified cargo (Item Sl No-21). If this classification is 
not included then any new cargo, even when coming in 
bags, would be charged at the rate for unspecified cargo, 
which in our view may not be appropriate. 
 

(xvii). The reason furnished by the 
KOPT for unbundling the 
cargo item ‘Project Material, 
Project Equipment, Machinery 
and spares’ from the existing 
sl.no.16 and proposing a 
separate entry in the wharfage 
schedule, which has the effect 
of proposing an increase of 
around 253% in the existing 
wharfage rate of the above 
mentioned goods, has been 
stated to be for recovery of 
cost as such cargo is 
extremely slow moving and 
high valued requiring care in 
handling. In this regard, the 
KOPT to furnish workings and 
analysis justifying the 
proposed increase in the 
wharfage rate. 

The generic nomenclature of ‘‘Project Material, Project 
Equipment, Machinery and spares’ has created serious 
problem in classification for levy of charge. This problem 
has created a situation where similar cargo has been 
charged at different rates just on the basis of which 
customs tariff head the cargo is imported, which is not 
appropriate. For example when a cargo is imported under 
Chapter-98 of Customs tariff (which deals with Project 
Imports) we are presently classifying it as Project Cargo but 
if the same cargo is imported under any other chapter of 
Customs tariff we are charging it under unspecified 
category. As the extent of use of port infrastructure is not 
dependent on the chapter of customs classification it is 
considered that such practice is not appropriate. During last 
revision also the problem was duly highlighted to TAMP but 
the proposed change was not approved.  
So far as our reasoning of very slow moving nature of such 
cargo is concerned, the following position pertaining to 
HDC is presented for consideration of TAMP: 

Year Total Cargo 
(in MT) 

Total No. of Hooks 
worked 

Average Hook Shift 
Output (MT per 
Hook per shift) 

2010-11 3090294 3813 810 

2011-12 3159254 1534 2059 

2012-13 1852063 1491 1242 

http://en.wikipedia.org/wiki/Viscosity
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Year Total Cargo 

(in MT) 
Total No. of 

Hooks worked 
Average Hook Shift 

Output (MT per Hook 
per shift) 

2010-11 108606 1095 99 

2011-12 225206 2120 106 

2012-13 181912 1583 115 

 
As the average hook shift output is abnormally low 
compared to other dry bulk cargo, the unspecified cargo 
(including project cargo etc.) utilizes port infrastructure 
much higher than dry bulk cargo vis-à-vis quantity of cargo 
handled per vessel. Further, the weight of the total 
consignment is also not as high as that of the parcel load of 
a bulk vessel. Accordingly, at the existing rate the total 
charges being paid by Project Cargo is disproportionately 
low compared to any bulk vessel. 

(xviii). Under the existing S.4.5, a 
wharfage rate of `4.86 per 

tonne is prescribed for iron ore 
and a wharfage rate of `19.44 
per tonne is prescribed for all 
cargo, discharged/ shipped at 
berth/ jetty meant for handling 
sea-going vessel. In the 
proposed Scale of Rates, the 
KOPT has merged both the 
above rates into a single rate 
of `23.33 per tonne, for the 

cargo discharged/ shipped at 
berth/ jetty meant for handling 
sea-going vessel. The reason 
for proposing to prescribe a 
common rate to be explained.  

 
Further, in case of iron ore, the 
said merger has the impact of 
effecting an increase of around 
380% in the rate of iron ore. 
The KOPT has stated that the 
increase has been effected 
due to the deficit position of 
the Iron Ore activity. In this 
regard, the KOPT to furnish 
the workings so as to 
determine the additional 
income that may accrue to the 
port due to the proposed 
increase in the wharfage rate. 

The existing tariff for Iron Ore was a promotional tariff. The 
extent of use of port infrastructure by Iron Ore is akin to 
other dry bulk cargo. Hence if the promotional tariff is to be 
taken away due to the same not being viable any more, the 
rate increase in % terms may look very high. Hence the % 
increase in case of withdrawal of any promotional rate 
should not be a benchmark to assess whether the increase 
is disproportionate or not. 
 

(xix). The basis for prescribing 50% 
of the wharfage for 
subsequent discharge of cargo 
at berth as per new note (b) in 
S.4.7 to be furnished. Also, the 
existing arrangement of 
levying of wharfage on the 
cargo discharged at the berth 
subsequent to overside 
discharge, to be also 
explained. 
 

Overside discharge deals with cases of discharge from 
vessels working in berths/jetty/dock buoy to another 
vessel/barge without passing through quay. For this 
operation 100% wharfage is leviable under the existing as 
well as proposed arrangement.  
 
For subsequent discharge of the same cargo from the 
second vessel/barge to quay a concessional rate of 50% 
wharfage has been proposed in place of 100% wharfage. 
 



 

(xx). The KOPT has introduced On-
board handling charges for a 
new cargo item viz., ‘All types 
of cargo handled in drums and 
bags’ at sl.no.3 of the 
proposed S.5.1. KOPT to 
furnish detailed working with 
cost elements considered to 
arrive at the proposed charge 
for the said cargo item 
proposed to be introduced by 
KOPT. 

This cargo class has been included to ensure that any 
cargo handled in bags and drums are uniformly charged 
and does not attract the higher rate proposed for handling 
unspecified cargo like various types of Project Cargo, 
Machineries etc. If this cargo class is not introduced, then 
any cargo which is handled in bags or drums will attract the 
higher rate proposed for unspecified cargo, which is not 
appropriate, as handling cargo in bags/drums and handling 
large sized heavy weight and high value cargo are 
completely different. 

(xxi). The reason for proposing 
around 50% increase in the 
On-board handling charges of 
‘Car, any rubber tyred 
vehicle…’ to be justified. 

This charge is leviable only in case of cars landed from 
vessel by slings, which is rare but such operation is highly 
time consuming and needs special care to avoid damage. 
The increase has been proposed considering the above.  

(xxii). The reason furnished by the 
KOPT for proposing around 
163% increase in the On-
board handling charges of ‘All 
other cargo….’ is that the 
items falling under the said 
category are slow moving and 
high value items and require 
skilled deployment of labour. 
In this regard, the KOPT to 
furnish workings and analysis 
justifying the proposed 
increase in the On-board 
handling charges. Since the 
ground for seeking the 
increase under this category is 
that the cargo are slow moving 
and high value items and 
require skilled deployment of 
labour, the nomenclature of 
the tariff item contained at the 
proposed sl.no.6 to be made 
more explicit, so as to give an 
indication of covering such 
type of cargo. 

The abnormally low productivity of such cargo is 
highlighted in the table provided while replying to the query 
sl no (xvii) above. 

 
It may be observed that while for handling of 18.52 lakh 
MT of Coking Coal 1491 hooks were required to be 
deployed during 2012-13, compared to 1583 hooks 
deployed for handling of Unspecified cargo (including 
Project Cargo etc.) for handling of only 1.82 lak MT. 

 
The requirement of onboard labour for handling of 
unspecified cargo is over ten times than that of dry bulk 
cargo like Coking Coal. As the onboard charge covers cost 
of deployment of on board labour, the proposed rate is fully 
justified. 

(xxiii). The existing S.6.1 at sl.no.4 
prescribes separate shore 
handling charges for tippling of 
thermal coal wagon by Wagon 
tipper, manual unloading coal 
and for transfer of thermal coal 
(other than through 
mechanical system). Similarly, 
the existing S.6.1 at sl.no.5 
prescribes separate shore 
handling charges for tippling of 
iron ore wagon by Wagon 
tipper, manual unloading of 
iron ore and for transfer of iron 
ore (other than through 
mechanical system). Now, in 
the proposed Scale of Rates, a 
single rate at sl.no.4 for 

The total tariff for manual unloading and transfer of thermal 
coal/ Iron Ore to quay, as per the existing SoR, is much 
higher than the consolidated charge for both the said 
operation for other cargo. This was considered in 
appropriate. Accordingly, only a single rate for the said 
operations for all types of dry bulk cargo has been 
proposed. 

 
As mentioned above, the aforesaid change will not 
increase the rate of handling of such cargo. Further, we 
normally do not provide such operations. The rates for 
such handling of Thermal Coal and Iron Ore have been 
kept only to deal with a situation of in case the mechanical 
system fails and KOPT decides to provide the services. 



 

unloading of thermal coal/ iron 
ore/ iron ore pellets wagon by 
wagon tippler has been 
proposed. In this connection, 
the KOPT to clarify/ furnish the 
following: 

(a). The reason for deleting the 
rate for manual unloading of 
thermal coal/ iron ore wagon, 
the rate for transfer of thermal 
coal/ iron ore (other than 
through mechanical system), 
to be explained. 

(b). KOPT to furnish workings and 
analysis justifying the 
proposed increase in the shore 
handling charges of thermal 
coal and iron ore. 

(c). If the intention of the KOPT is 
to propose a composite rate 
for shore handling of iron ore/ 
thermal coal, the services 
already prescribed in the 
existing Scale of Rates to be 
listed in the form of Note in the 
proposed Scale of Rates. 

(xxiv). 
(a). 

The reasons for proposing 
changes in the tariff item at 
sl.no.5 of S.6.1 has not been 
furnished by the port in the 
revised Form – 1. KOPT to 
furnish the same.  

Besides the above, the only change that has been effected 
is clubbing the tippling charge of both Thermal Coal and 
Irion Ore under a single group and also include the Iron 
Ore pellets in the same group. The clubbing of tippling 
charge of Thermal Coal and Iron Ore was proposed during 
last revision also as the cost of tippling is essentially fixed 
in nature and does not vary with type of cargo tippled. The 
same has been proposed again. 

(b). The KOPT to also explain the 
reason for removing the 
existing reference given to 
berth no. 2 and 8 of HDC in 
the proposed provision. 

The contractor engaged for equipping Berth No-2 & 8 has 
abandoned the contract and action for finding a new 
contractor in its place is underway. Further, KOPT has 
already decided to initiate action for tendering of the shore 
handling activity of Berth No-4B of HDC.  

 
Now, it is considered appropriate to have a uniform rate 
structure for identical activities at shore for different berths. 
Accordingly a common rate for the same has been 
proposed. 

(xxv). The reason for deleting the 
existing note no.(iv) in ‘Note 
for Section 6’ to be explained. 

As mentioned above earlier, the total charge for unloading 
of wagon and shore transfer to quay of thermal coal was 
much higher than the same activities of other dry bulk 
cargo. At that time we had included a provision for giving 
rebate of 30%, if such activities are undertaken at the 
option of the port. However, now we have proposed a 
uniform rate structure for the said activities for all cargo 
effectively lowering the rate s for Thermal Coal and 
accordingly, the rebate is no longer viable. 

(xxvi). The KOPT has introduced 
Loading/ Unloading/ 
Restacking charges for Dry 
bulk cargo loaded/ unloaded 
from Wagon at `49.50 per MT 

and Dry bulk cargo` loaded/ 
unloaded from Truck at  

In recent past to tide over the situation of abandonment of 
contract by the contractor engaged for equipping Berth No-
2& 8, KOPT had invited a tender for loading of dry bulk 
cargo into wagons and trucks. The rates obtained through 
competitive bidding were as below: 

 
Loading into wagons-`25.00 per MT 



 

`31.68 per MT, at sl.no.6 of 

the proposed S.9. KOPT to 
justify the proposed rates with 
cost details supported by 
workings. 

Loading into Trucks-`16.00 per MT  

 
The said rates are dependent on the cost of HSD, which is 
rising very fast while the rate as per the Scale of Rates 
would be valid for three years. If KOPT provides such 
service then some overhead will have to be absorbed. 
Taking all these into consideration, the rates of the said 
activities have been proposed, which is considered to be 
reasonable. 

(xxvii). The reason for deleting the 
existing note no.(a) in S.10.1, 
which prescribes rebate in the 
wharfage and on-board 
charges in respect of crude oil 
handled at HDC to be 
explained. 

The rate for handling of Crude beyond a threshold limit has 
already been prescribed in the rate structure itself. Hence 
the said note is no longer required. 

(xxviii). Similarly, the reason for 
deleting the existing provision 
note no.(b) in S.10.2, which 
prescribes rebate in the 
wharfage in respect of crude 
oil handled at KDS to be 
explained. 

The rate for handling of Crude beyond a threshold limit has 
already been prescribed in the rate structure itself. Hence 
the said note is no longer required. 
 

(xxix). In the proposed note no.(iii) in 
S.13.1, the KOPT has 
proposed that incase of Over 
dimensional containers, the 
rate will be 1.25 times the rate 
for normal transshipment 
container. In this context, 
KOPT to clarify the following: 

 

(a). Whether the reference Over 
dimensional containers in the 
said note, means ‘Over 
dimensional transshipment 
containers’ or ‘normal Over 
dimensional containers’. 

Clasue-13 relates to transhipment containers and the note 
(iii) there-under relates to over dimensional transhipment 
containers. 

(b). The basis for prescribing the 
rates for Over dimensional 
containers at 1.25 times the 
rate of normal transhipment 
container to be furnished. 

The rate of normal over dimensional containers is 1.25 
times of that of normal container. Therefore for over-
dimensional transhipment containers also the charge has 
been proposed at 1.25 time of normal transhipment 
container rate. 

(xxx). The existing rate at sl.no.1 of 
S.14.1 which prescribes 
miscellaneous charges for 
shifting of containers on board 
via quay head, has been 
bifurcated into two viz., shifting 
of containers on board via 
quay head without port labour 
and shifting of containers on 
board via quay head with port 
labour, and accordingly, two 
different rates have been 
prescribed. Also, a new rate 
has been introduced to cover 
instances where shifting of 
containers on board not via 
quay head and by deploying 
port labour. In this connection, 

 



 

the KOPT to furnish the 
following: 

(a). The reason for bifurcating the 
existing charge into two 
categories to be explained. 

There is a small difference between operation of KDS and 
HDC as in HDC KOPT provides onboard labour which KDS 
does not. Difference in interpretation has arisen on the 
charges to be levied for the said operation in HDC and 
KDS creating customer dissatisfaction. To do away with 
such issues, a clear provision has been created now.  

(b). The reason for proposing a 
new rate for shifting of 
containers on board not via 
quay head and by deploying 
port labour.  

As mentioned above, HDC provides on-board labour and 
accordingly the new rate for the said operation with supply 
of labour has been prescribed as such shifting is limited on 
board the vessel. 

(c). The KOPT to also explain the 
rates levied presently for 
handling such type of 
containers. 

Presently at HDC is charging the rate specified for Lift on/ 
Lift off /Restacking by port equipment [S.14.1 (4)] and 
RMQC Charge as no specific rate for providing on board 
labour for such operation is there in the existing Scale of 
Rates. In the proposal a specific rate for shifting of 
container on board not via quay by deployment of port 
labour has been included. 

(d). KOPT to furnish workings and 
analysis justifying the rates 
proposed for the said three 
activities.  

The rate has been proposed at par with the existing rate of 
Lift on/ Lift Off/ restacking of container by port equipment.  

(xxxi). The reason for proposing 50% 
increase in the rates for supply 
of power to Reefer containers 
to be justified. 

The Authority may be aware that the cost of electricity has 
gone up substantially over the last two years. As an 
example it may be seen from the table showing purchase 
cost of electricity for Dock Zone HDC as below: 
 

Month KWH Bill Value (` ) Effective Rate (`) 

April 2011  1798000 86.87 lakh 4.83/KWH 

April 2013  1553600 114.03 lakh 7.33/KWH 

 
Besides the cost of maintaining the internal power supply 
facility for the said service has also increased over the 
years.  
 
Considering the steep rise in Electricity tariff, the proposed 
rate is absolutely justified. 

(xxxii). The reason for rewording the 
existing provision at sl.no. 4 of 
the proposed S.14.1 to be 
explained. 

The same has been done for better understanding and 
clarity at the ground level. 

(xxxiii). The KOPT at sl.no.10 of 
S.14.1 has introduced a 
charge of `500/- per TEU for 

gate delivery/ receiving charge 
on container on which 
Composite Box rate is not 
levied. In this regard, KOPT to 
clarify/ furnish the following: 

 

(a). The charges presently levied 
on such containers. 

Presently only charges for lift-on/ lift-off at yard, if provided 
by port, is being levied.  

(b). Furnish detailed working with 
cost elements considered to 
arrive at the proposed charge 
for the said service.  

This rate is not based on any cost. It is simply a proposal 
for recovery of some cost element for involvement of port 
manpower and documentation in the process of 
delivery/receiving where composite box rate, which 
includes wharfage, is not realised. The number of such 
event is insignificant. Similar provision already exists for 
cargo at Section 16.1, Sl. 7 under Miscellaneous Charges 



 

at Part III. In absence, of such provision in the Scale of 
Rates, confusion often exist in recovery of charges, when 
such situation has arisen. 

(xxxiv). The KOPT at sl.no.11 of 
S.14.1 has introduced a 
charge of `120/- per TEU for 

on-board lashing/ de-lashing of 
containers, fixing and unfixing 
of twist lock and ancillary 
documents. In this regard, 
KOPT to clarify/ furnish the 
following: 

 

(a). The charges presently levied 
for such services provided to 
the containers.  

Port envisaged undertaking this service as a new service. 
Presently in some, cases, port only act as a facilitator 
between the vessel agent and private service provider of 
such services, who used to charge for their service. 

(b). Furnish detailed working with 
cost elements considered to 
arrive at the proposed charge 
for the said services. 

Detailed working for on-board lashing/ de-lashing of containers, 
fixing and unfixing of twist lock and ancillary documents 

Estimated rate payable to private agency per TEU (as per 
market survey) 

` 83/-  

Add: Mgmt. & Gen. Overhead @ 45% (Container sub-
activity) 

` 37/- 

Total rate per TEU ` 120/- 

 

KOPT proposes to realise only direct overhead (Mgmt. & 
Genl.) on the cost to users. No other overhead or return is 
being considered. 

(xxxv). The KOPT at sl.no.12 of 
S.14.1 has introduced a 
charge of `1000/- per TEU for 
export load containers entering 
after the cut off period or 
export load containers made 
ready after the cut off period 
for readiness. In this regard, 
KOPT to clarify/ furnish the 
following: 

 

(a). The charges presently levied 
on such containers. 

Presently, there is no charge. 

(b). Furnish detailed working with 
cost elements considered to 
arrive at the proposed charge 
for such container.  

No cost element has been considered for the proposed 
charge. This is simply a penalty for failure to enter the 
export container in time. This delay often affects vessel 
operation and sailing, thus port’s overall work planning get 
disturbed. 

(xxxvi). The basis for proposing 
demurrage charges for over 
dimensional containers at two 
times the rates applicable for 
the respective size and type of 
container, at note no.2(b) of 
Note for Section 15, to be 
justified. 

Any over dimensional container used to occupy atleast two 
container storage slots, if not more, of normal container in 
container storage yard. Considering the above position, the 
demurrage for over dimensional container has been 
proposed at two times the rate for normal container. 

(xxxvii). The basis for proposing 
application of demurrage 
charges of coastal container 
as demurrage charges for IWT 
containers, at note no.14 of 
Note for Section 15, to be 
explained. 

For IWT containers, although there is separate composite 
box rate for handling, there is no separate demurrage rate 
for storage inside the docks in the existing Scale of Rates. 
Therefore, this note has been proposed, with the 
understanding that IWT container should atleast enjoy the 
rebate in such rates like coastal container in relation to 
foreign container. 

(xxxviii). The increase proposed in the 
range of 10% to 178% in the 

Due to wage revision and DA rise the existing cost of 
deployment of Port labour /staffs has gone up substantially. 



 

various Miscellaneous charges 
prescribed at S.16.1 to be 
justified. 

The proposed rate has been arrived at duly considering the 
present pay structure of the employees. 
The fuel cost for running locomotive has increased 
substantially due to change in Govt policy of HSD pricing. 
The maintenance cost and other allied costs has also 
increased substantially. Further the Railway activity of 
KOPT is running in deficit and the Authority is not allowing 
the said deficit to be cross-subsidized. Accordingly, there is 
a pressing need to increase in the railway charges whose 
costs have multiplied over the years. 
In general an attempt has been made to generate 
additional revenue through miscellaneous services which 
are a special services requisitioned by specific users and 
not levied across all customers, so that the users are not 
burdened with high increase in basis charges. 
The rate of Mobile Harbour Crane has been arrived at duly 
considering the Capital Cost, Operating Cost, ROCE and 
the expected cargo throughput and the same is not linked 
to any specific contract. 

(xxxix). 
(a). 

Instead of the existing rate of 
`12/- per axle per day 

prescribed for stabling charge 
on  
non-commissioned wagon, the 
KOPT has now proposed that 
the rate as notified by the 
Railway Board from time to 
time would be levied. In this 
regard, the KOPT has stated 
that this arrangement is due to 
the substantial deficit of the 
KDS railways and also since 
the existing rate is very low as 
compared to the infrastructure 
used. In this connection, it is 
stated that the KDS Railways 
has always been in deficit in 
the past. Therefore, the need 
now felt by KOPT for now 
proposing levy of the rates as 
notified by the Railway Board 
to be explained. 

It is a fact that KDS railway is always been in deficit in the 
past and every time the Authority used to raise this issue at 
the time of undertaking the general revision of Scale of 
Rates of KOPT. The deficit in the said activity was not 
allowed to be cross-subsidised from the other activity by 
the Authority. The proposed provision is only a step to 
generate higher revenue to reduce the deficit in the railway 
activity. As the service is railway service, it is more logical 
that charges should be similar to that of railways. 

(b). KOPT to clarify whether 
fixation of rates for stabling 
falls under the purview of the 
Authority or the Indian 
Railways. 

Indian Railways only notifies Local haulage Charge, 
Terminal Charge and Wagon Demurrage charge for port 
railways. There is no stipulation for getting the approval of 
Indian Railways for levy of charges for other railway 
services, which port may provide to its users. In the past, 
such rates were all along approved and notified by the 
Authority. 

(XL). KOPT has introduced hire 
charges for hiring of 
Excavators at sl.no.12(p) of 
S.16.1. KOPT to justify the 
proposed charge by furnishing 
working in the format 
prescribed by the Authority. 

Presently KOPT does not have any excavators which are 
primarily used for fire fighting at coal stockyard and for 
some miscellaneous requirements. At HDC the same is 
hired through periodical contracts. The proposed rate has 
been arrived at considering the present hire rate with some 
addition for expected rise in hire cost in coming years for 
increase in fuel and labour cost and standard overhead of 
HDC. A working is as under: 

Excavator Rate Analysis: ` Unit 

Present Cost of Hiring (2 year old rate, 
New Tender invited but price offer not 
opened as yet) 1258.75 per hour 



 

Estimated increase new hiring Rate (10% 
compounded annually due to high rise in 
fuel and labour cost) 264 per hour 

Sub Total: 1523 per hour 

Standard Overhead allocation (19.25%) 293 per hour 

Sub total: 1816 per hour 

Rate proposed: 1813 per hour 

 
In this regard it may also be mentioned that presently this 
cost is absorbed under Mngt & Gen Overhead and charged 
through tariff to all users. However, it is now considered 
appropriate that the cost of this service should be paid by 
the customers who will be availing the same and not by all. 

(XLi). 
(a). 

The KOPT to explain the 
reason for removing the 
existing reference given to 
berth no. 2 and 8 of HDC in 
the proposed provision at 
sl.no.13, 14 and 15 of S.16.1.  

In the proposal submitted for the last revision KOPT had 
proposed to levy the charge across all berths wherever 
such facility was to be given. However, TAMP while 
notifying the rates had inserted the berth nos.  
As mentioned earlier, KOPT has taken an in principle 
decision to equip the berths progressively and in fact Berth 
No-4B has already been provided with MHC facility. 
In order to have a uniform rate for such facilities across the 
berths, KOPT has again proposed the said charges without 
reference to any berth.  

(b). The actual per day productivity 
of one no. of MHC for the dry 
bulk cargo may be furnished 
year-wise and cargo-wise 
during the last three years.  

Please note that productivity benchmark was fixed for two 
MHCs taken together and accordingly, separate 
assessment of productivity for each MHC has not been 
made and is not available. As both the MHCs was identical, 
for one MHC we have proposed 50% of the productivity of 
two MHCs taken together in case due to any operational 
reason only one MHC is deployed. 

(c). The reason for proposing a 
note (e) at sl.no.13 of S.16.1, 
stating that the rate without 
any MLP will be levied in case 
of any cargo other than dry 
bulk cargo, to be explained. 
The rate for handling cargo 
other than dry bulk cargo to be 
also linked to MLP following 
the approach adopted in the 
case of the dry bulk cargo. 

We have not used the MHC for handling of any cargo other 
than dry bulk cargo so far. In case of break bulk the size 
and weight of packages vary widely. These attributes have 
a direct bearing on the speed of each move and weight 
handled during each lift and finally on the productivity.  
In view of the above we have not proposed any benchmark 
productivity for cargo other than dry bulk cargo.  
 

(d). The KOPT during the 
proceedings relating to its 
general revision in December 
2006 as well as in November 
2010 had proposed to enlarge 
the scope of the existing 
provision relating to cleaning 
charges so as to include all 
types of ore and finished 
fertilizers, clinkers, sugar, mill 
scale, pulses, and any other 
dry bulk cargo. On both the 
occasions, the Authority in its 
Order of December 2006 as 
well as in its Order of 
November 2010 had 
categorically stated that since 
the KOPT had been handling 
the cargo proposed to be 
covered for levy of cleaning 

KOPT has considered the income to be earned from the 
cleaning charge from the different cargo in the cost 
statement. The final cost statement with change still shows 
ROCE deficit position. Accordingly, if the ambit of the 
cleaning charge is not approved then the additional 
revenue considered from the same would have to be met 
through increase in wharfage. 
 
However, KOPT reiterates that the ambit of the charge has 
been expanded considering the requirement of cleaning 
due to nature of the cargo and it is more appropriate to 
realise the same under cleaning charge from the specific 
users. 



 

charge even before the review 
of its tariff without any 
additional levy towards 
cleaning charge, the then 
existing charges would 
therefore cover the service of 
cleaning also. As such, the 
then proposed extension of the 
then existing provision to cover 
the above mentioned cargo 
items was not approved. Even 
now, the KOPT has not 
brought out any justification for 
enlarging the scope of levy of 
cleaning charges. 

(XLii).   
(a). 

The 50%increase proposed in 
the various Permit and Licence 
charges prescribed at S.17.1 
to be justified with necessary 
analysis. 

The permit and licence charges of KOPT remain unrevised 
for more than 10 years. It was only during the general 
revision of Scale of Rates in 2011, the rates were 
increased by 8%, whereas there was manifold increase in 
the cost, even if only the general price index is considered 
since 2001. In this backdrop and with deficit in overall cost 
position, the proposed 50% increase in permit and licence 
is unavoidable, otherwise the overall impact on other tariff 
items may be severely adverse.  

(b). The reason, for proposing 
around 363% increase in the 
Stevedoring Licence/ Handling 
Agents licence at sl.no.12 of 
S.17.1 and for proposing 
around 394% increase in the 
Permit for using Truck 
Terminal at HDC/ KDS per 
truck/ lorry/ trailer at sl.no.16 of 
S.17.1, to be furnished 
justifying the proposed rate. 
 

The license fee for the stevedoring License has been 
proposed in terms of the new stevedoring policy adopted 
by the Central Government. As the activities of the 
Handling Agents are akin to the activities of Stevedores 
and also the existing rate is similar to that of Stevedoring 
licence, the rate of license fee for Handling Agents has also 
been prescribed following the principles of set in the 
existing SOR.  
 
The existing rate of using Truck Terminal was very low, if 
not negligible. As a result, the trucks/lorries used to occupy 
the space in the Truck terminal for unnecessarily longer 
periods thereby restricting use of the facility by other 
genuine users. The present revenue generated from the 
Truck Terminal is not even able to cover the running cost of 
the same in the form of manpower, security etc. And thus 
requires to be cross subsidised from the revenue from 
other activities. To retrieve from the aforesaid situation the 
proposed hike in the rate for truck terminal is absolutely 
essential. The Authority is requested to consider the same. 

(XLiii). The reason furnished by the 
KOPT in the revised Form – 1 
relating to changes proposed 
in the note (2) of S.18.1 is not 
clear. KOPT to clarify the 
same. 

A revised proposal on Ship Breaking charges has been 
sent to TAMP. 
(This position has been brought out in the earlier part of 
this Order in paragraph 8.2.) 
 
 
 
 
 
 
 
 
 
 
 
 

(XLiv). In case of Ship breaking 
charges, as per the existing 
note at sl.no.2 of S.18.1, the 
rate of ship breaking included 
the charge for occupation of 
berth as well as the adjacent 
area. Under the proposed 
arrangement, the rate of ship 
breaking includes the charge 
for occupation of berth but 



 

excludes the charge for 
occupation of land adjacent to 
berth for which, the rates as 
prescribed in the Rent 
Schedule would be applicable. 
Accordingly, the KOPT has 
also proposed deletion of 
existing S.18.3 and S.18.4, 
which prescribes charges for 
additional land area and 
increase in the specified 
period if no additional land is 
available.  In this connection, 
the KOPT to clarify/ furnish the 
following: 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
  

(a). KOPT to confirm whether the 
reduction proposed in the ship 
breaking charges (i.e. from the 
existing `138/- per LDT to the 

proposed `120/- per LDT), is 

on account of exclusion of the 
component relating to charge 
for occupation of land adjacent 
to berth. 

(b). KOPT to furnish analysis to 
show that the reduction to the 
tune of `18/- per LDT, 

represents the charges 
relating to occupation of land 
adjacent to berth. 

(XLv). The reason for deleting 
existing S.18.7, which 
prescribes rebate in case of 
completion of ship-breaking 
before the specified period, to 
be explained. 

(XLvi). The reason for deleting 
existing S.18.8, which exempts 
vessels arriving at KOPT for 
dismantling only, from the 
payment of port dues and 
pilotage, to be explained. 

(XLvii). The reason for deleting 
existing S.18.9, which 
prescribes a reduced level of 
berth hire and mooring hire for 
the vessel awaiting breaking, 
may be explained. KOPT to 
also clarify what charges 
would be levied by the KOPT 
in case of such vessels. 

(XLviii). The reason for deleting 
existing S.18.12, which 
prescribes rebate for 
undertaking ship breaking at 
KOPT, to be explained. 

(XLix). The charges for dry dock are 
prescribed for occupancy of 
the vessel upto 10 days. For 
the period from 11

th
 to 30

th
 day 

When a vessel is allotted dry dock, then other than dry 
dock hire charges, KOPT gets docking/undocking charges, 
charges for laying of special keel blocks, charges for 
removal/repositioning of keel blocks etc. of which the 



 

of occupation, under the 
existing arrangement, 125% of 
the rates applicable for the 
period upto 10 days is levied. 
For occupation beyond 30 
days, 150% of the rates 
applicable for the period upto 
10 days is levied. Under the 
proposed arrangement, for 
occupation from 11

th
 to 30

th
 

day, 150% of the rates 
applicable for the period upto 
10 days is proposed to be 
levied and for occupation 
beyond 30 days, 200% of the 
rates applicable for the period 
upto 10 days is proposed to be 
levied. Given that the rates for 
the period upto 10 days has 
already been proposed to be 
increased by around 4%, the 
reason for proposing further 
increase in the rates relating to 
the period of occupation from 
11

th
 to 30

th
 day and the period 

beyond, to be justified. 

docking/undocking charges bear a substantial amount. 
Hence, for the purpose of increasing revenue, the objective 
of port may be to encourage ‘more vessels to dry dock for 
less period of occupation’ rather than ‘less vessels to dry 
dock for more period of occupation’. Keeping that in mind, 
extra charges are levied for higher occupation period. It has 
been observed that though in the existing scale of rates, 
the extra charges were imposed beyond 10 days, the 
general tendency of the vessels is to occupy dry dock for 
long period and, in most of the cases, they increase their 
occupation period in stages after those are dry docked 
which hampers the total dry dock planning for all vessels 
requisitioned for dry docks. Hence, to discourage this 
tendency, further increase in rates from 11

th
 to 30

th
 day & 

beyond has been proposed. Further, it would be more 
logical if the slab from 11

th
 to 30

th
 day is broken up in two 

stages like 11
th
 to 20

th
 day (150% of basic rate) & 21

st
 to 

30
th
 day (175% of basic rate) in KOPT in the line of the 

existing scale of rates in Mumbai Port dry docks.  
 

(L). The proposal of the port for 
seeking around 248% increase 
in the charges for removal or 
repositioning of each block of 
a foreign going vessel and for 
proposing around 335% 
increase in the charges for 
removal or repositioning of 
each block of a coastal vessel, 
to be justified with necessary 
workings in this regard. 

The removal or repositioning of blocks while the vessel is 
kept on these in dry dock, is a skilled job. Since the 
strength of workmen in this skilled job is gradually coming 
down because of superannuation, it is being compensated 
by putting more supervisory work by the concerned offices 
using more unskilled labours or ex-servicemen. This 
increases the cost of work. Hence, to recover the cost, 
higher increase in charges on this account has been 
proposed.  
 

(Li). The proposal of the port for 
seeking around 306%, 653% 
and 914% increase in the rate 
of hiring 25 tonne crane, 7 
tonne crane and upto 6 tonne 
crane for repair and other work 
related to foreign going 
vessels at S.19.9 may be 
justified with necessary 
workings in this regard. 
Similarly, the proposal of the 
port for seeking around 480%, 
712% and 982% increase in 
the rate of hiring 25 tonne 
crane, 7 tonne crane and upto 
6 tonne crane for repair and 
other work related to coastal 
vessels at S.19.9 to be 
justified with necessary 
workings in this regard. 

All the dry dock cranes excepting one 7 Tonne crane in 
KPDD-2, have outlived their economic life long back and 
require early replacement. The above increase has been 
proposed keeping in mind the service of new cranes that 
would be installed replacing the existing cranes.  
 

(Lii). KOPT has introduced charges 
for hiring of Scissors Lift and 
Air Compressors at sl.no.4 and 

The Scissors Lift is not available for operation for more 
than 2 years due to lack of operator, maintenance support 
etc. Further, demand for it by the dry dock users is also 



 

5 of S.19.9. KOPT to justify the 
proposed charges for hiring of 
Scissors Lift and Air 
Compressors by furnishing 
working with cost elements 
considered to arrive at each of 
the proposed charges. 

very low. It is most likely that it would be withdrawn from 
dry dock service. Hence, the issue of this equipment may 
be withdrawn from tariff point of view. 
 
Similarly, the Air compressor also is not available for 
operation for long time due to lack of manpower. Further, 
demand for it by the dry dock users is also very low. It is 
most likely that it would be withdrawn from dry dock 
service. Hence, the issue of this machine may be 
withdrawn from tariff point of view. 

(Liii). The KOPT has proposed to 
introduce a new note to levy 
double the proposed rate for 
hire of 25 tonne crane, 7 tonne 
crane and upto 6 tonne crane, 
if the crane is booked beyond 
normal shift hours. Similarly, 
for providing Scissors lift and 
Air Compressor services for 
repair and other work at the 
dry dock, the port has 
proposed to levy twice the 
prescribed rates, if the said 
equipment are required 
beyond the normal hours, on 
the ground that working 
beyond normal shift will 
involve payment of overtime. 
In this regard, it may be 
recalled that during the last 
general revision of KOPT in 
2010, when the KOPT had 
proposed similar provisions, 
the Authority in its Order of 
November 2010 had rejected 
the proposal of the port on the 
ground that it is not in favour of 
recognising overtime charges 
as the ports are expected to 
render service, round the clock 
and that the basic charges are 
recovered by KOPT from 
these tariff items even in the 
extended hours of working. In 
view of this position, the 
Authority may not be in a 
position to accord approval to 
the proposal of the port. 

Normally, the demand of use of the dry dock cranes 
beyond normal working hours is low and booking is done 
for emergency requirement. But booking of these cranes in 
the evening hours or at night attracts extra electricity 
charges at higher rate levied by CESC from their peak load 
consideration. Hence, to compensate this, twice the 
prescribed rate has been proposed. 
 

(Liv). 
(a). 

The KOPT to furnish the basis 
for the proposed levy of 
anchorage charges on vessels 
workings at Sandheads.  

Presently there are no specific rates for anchorage for 
vessels anchored at Sandhead for operations like trans-
loading. As KOPT is considering establishing such 
operations, there is a need for having a levy in this regard. 
  
The rate proposed is in line with the proposed anchorage 
charge of any other river anchorage. As this is new rate the 
rate for coastal vessel has been arrived at following the 
Govt guidelines. 

(b). The KOPT to furnish the 
existing tariff arrangement 
followed in such cases.  

As mentioned above, the trans-loading type of operation is 
yet to be started and hence question of levy of such 
charges has not arisen. 



 

(Lv). Under the existing 
arrangement, additional 
charges per complete voyage 
or for each leg are prescribed 
on coastal vessels carrying 
passengers. Now, the KOPT 
has proposed introduction of 
additional charges per 
complete voyage or for each 
leg on foreign going vessels 
carrying passengers on the 
ground that it expects foreign 
cruise vessels. The KOPT to 
furnish the basis to arrive at 
the proposed charge. Also, list 
down the additional services 
that would be rendered to the 
cruise vessels. 

Since there are additional charges for coastal vessels of 
this type, it is from that logic that such rate has been 
proposed for foreign vessels under this category, as the 
same would be availing the port passenger terminal 
facilities where intense civic and immigration facilities are 
required. 

(Lvi). 
(a).   

Similarly, KOPT has 
introduced charges for the 
providing pneumatic fenders at  
Sl. No. 9 under S. 23.1. KOPT 
to justify the proposed charge 
furnishing working with cost 
elements considered to arrive 
at the proposed charge. It may 
be recalled that in the Order of 
November 2010, in the 
absence of details of the cost 
elements forming part of the 
proposed rate, the Authority 
has not approved the rates 
proposed by KOPT for hiring 
out pneumatic fenders. Now 
also, in the absence of 
requisite details, the Authority 
may not be in a position to 
prescribe rates for pneumatic 
fenders. 

The working is indicated below: 

Capital Cost of Fenders (`) 9276916.00 

Life of the Assets 8 years 

Maintenance Cost  10% 

Estimated Usage (30%) 1314 fender Days 

Operating Cost:  

i) Depreciation 1159614.50 

ii) Maintenance Cost 927691.60 

Sub Total: 2087306.10 

Overhead (92% of op cost) 1920322.00 

ROCE (16%) 1484307.00 

Revenue Requirement in ` per fender day      4180.00 

Cost of providing launch for fixing/ unfixing of 
fender 

    1320.00 

Recoverable Charge  
(` per fender per day) 

   5500.00 

 

(b). With reference to the note that 
incase the fenders are 
required to be deployed in any 
place other than the areas 
specified in sl.no.9, the KOPT 
has proposed to levy 
additional cost towards to and 
fro transportation. However, no 
rate has been proposed. 
Therefore, a rate in this regard 
to be proposed supported by 
cost details. 

Fenders can be moved by use of tugs/ launches etc. The 
existing as well as proposed Scale of Rates have specific 
rate for hiring of tugs/ launches etc., which would be levied 
in case of deployment. In view of the same, no separate 
rate for the said activity has been specifically indicated. 

(Lvii). Though the KOPT has 
proposed 20% increase in the 
shifting charges for shifting 
within KDS, HDC or between 
KDS and HDC in S.24.11, the 
KOPT has proposed around 
650% to 830% increase in the 
minimum charges to be levied 
in case of shifting of coastal 

The rates provided in the existing Scale of Rates/ proposed 
Scale of Rates at clause S.24.16 are the rates for the type 
of KOPT tugs/despatch vessels/survey vessel etc., which 
may be used against requisitions only. The IHP mentioned 
in the clause is in relation to such tugs/despatch 
vessels/survey vessel etc. 
Therefore, there is no question of proposing any usage 
charges of tugs relating to vessel exceeding 1000 IHP as 
observed herein by the Authority.  



 

and foreign going vessels, on 
the ground of recovering the 
minimum charge as proposed 
by it for operation of tug at 
S.24.16. In this connection, the 
KOPT to clarify/ furnish the 
following: 

 
The proposed S.24.16 
prescribes minimum charges 
for use of tugs on two types of 
vessels viz., Vessel not 
exceeding 1000 IHP and 
Vessel exceeding 1000 IHP. 
The reason for adopting the 
usage charges of tugs relating 
to Vessel exceeding 1000 IHP 
to be justified. 

(Lviii). The reason for altering the 
existing slab structure 
prescribed for stayal of vessel 
less than  
200 tonnes as proposed under 
sl.no.1 of S.27.1 may be 
explained with necessary 
analysis and justification. It 
may be recalled that in the 
Order of November 2010, in 
the absence of KOPT 
providing the details of the 
additional revenue that may 
accrue to it due to the 
proposed change, the 
Authority had not approved the 
said arrangement.  Now also, 
in the absence of requisite 
details, the Authority may not 
be in a position to prescribe 
the proposed rates. 

The Authority may kindly recall that during the last revision 
also KOPT had proposed to alter the slab structure. The 
reason for the same is that due to very low charge the said 
small boats some times show a tendency to stay inside 
dock for shelter which creates congestion in the impounded 
dock system. By altering the slab structure KOPT intends 
to create disincentive for such incidences. The rate 
structure has been proposed considering the same. 
 
The Authority may kindly appreciate that the alteration of 
the slab structure for small boats has not been made with 
an intention to earn additional revenue, which in any case 
is negligible, but it is only an attempt to solve the problem 
mentioned above.  
 
TAMP may accordingly consider the proposal accordingly. 

(Lix). The proposal of the port for 
seeking around 50% increase 
in the registration charges, 
annual licence fee and 
charges for extension of 
annual licence in proposed 
S.29 to be justified. 

The incidental costs including inspection cost has multiplied 
over the years with the rise in pay and other overall 
expenses. TAMP may also appreciate that the overall cost 
position of KOPT shows substantial deficit and accordingly, 
KOPT intends to increase its revenue from all these type of 
ancillary services. 

(Lx). The proposal of the port for 
seeking around 50% increase 
in the other charges of non-
propelled vessels at proposed 
S.29.4 to be justified. 

 

(Lxi). Under the existing 
arrangement, if an inland 
vessel and non-propelled craft 
requires the services of port 
for towage and pilotage or 
shifting, 50% of the rates 
applicable for coastal vessel 
(other than for Andaman) is 
levied. In this regard, the 

In view of the extant govt. guidelines the Coastal vessel 
charges has now become further lower than that of Foreign 
vessel as compared to the position prevailing during last 
revision. 
 
During the last revision the US $ rate was around `45.00 

per USD. At that rate the coastal Pilotage charge was 
around 40% of that of foreign rate. 
 



 

KOPT has now proposed levy 
of 75% of the rates applicable 
for coastal vessel (other than 
for Andaman) on inland vessel 
and non-propelled craft for 
services of port for towage and 
pilotage or shifting. The 
proposed increase in the 
percentage levy to be justified. 

Now with US$ at around `60.00 per USD the Coastal 

Pilotage rate has become around 30% of the foreign rate. 
Hence the position is no longer comparable. 
 
Accordingly, for the IWT for which no specific guidelines 
exist, we have proposed levy of 75% of the coastal rate. 

(Lxii). With regard to the proposed 
rate of `40 per MT introduced 
in S.31 for handling of fly ash 
vessel at TT shed of KDS, the 
KOPT has stated to have 
started implementing the rate 
with the approval of Board and 
in consultation with the users. 
In this connection, the KOPT 
to: 

 

(a). Clarify whether the action 
taken by the port to implement 
the proposed rate based on 
the approval of Board and in 
consultation with the users is in 
line with clause 2.17.1 to 
2.17.3 of the tariff guidelines of 
March 2005. 

KOPT has implemented the proposed rate based on 
approval of the Board and in consultation with the users.  

(b). Furnish a copy of the Circular 
that would have been issued 
by the KOPT to the trade in 
this regard. 

Copy of Circular dated 09 May 2011 issued by the KOPT 
with regard to consolidated port charges for handling of Fly 
ash at TT sheds effective from 09 May 2011, has been 
furnished.  

(c). As stipulated in the guidelines, 
furnish workings along with the 
cost elements to arrive at the 
proposed rate of `40 per MT 

and also furnish the consent of 
the users. 

A copy of the Board proceedings along with the minutes of 
the meeting signed by users agreeing to the proposed rate 
has been furnished by the port.  

(Lxiii). The proposal of the port for 
seeking around 50% increase 
in the Slipway hire charges at 
S.32.1 to be justified. 

In case of hire of slipways with back up adjacent land, the 
rates have been proposed to be increased by 50% 
considering that a land component is included in the said 
rate, the license fees for which has already been revised by 
TAMP. However, the slipway charge which does not 
include land component has been proposed to be 
increased by 20% only.  

(Lxiv). The KOPT in its proposal has 
stated that it proposes to levy 
a 10% special levy towards 
pension. However, KOPT has 
not proposed the said levy in 
the proposed draft Scale of 
Rates. The KOPT to propose 
the special levy along with the 
draft conditionalities governing 
the said levy. 

As advised by the Authority, the draft on proposed levy of 
10% with the conditionality governing the said levy for 
inclusion in the proposed Scale of Rates has been 
furnished, which is reproduced below: 

“PART – IX 
SPECIAL RATE 

1. To meet the pension liability in respect of 
employees of KOPT who have retired prior to 1 April 2004, 
a special rate as a percentage of various charges notified 
in the Scale of Rates under Part – 1 to Part – VIII shall be 
levied during the validity of the Scale of Rates. 
 
2. The special rate to be levied during the validity of 
the Scale of Rates shall be 10% of the respective charges 
payable by the port users. 
 



 

 
3. The KOPT shall apply the revenue generated 
through this special rate only for the specified purpose. For 
this purpose, the KOPT shall maintain a separate account 
covering the receipts and payments in this regard. 

  The KOPT has also enclosed a copy of the stevedoring 
policy adopted by the Ministry. 

 
10.1.   The KOPT has made submissions vide its letter dated 23 October 2013 regarding 
levy of ad-hoc rates for on-board cargo handling operation using Mobile Harbour Crane (MHC) at 
Berth No. 4B of Haldia Dock Complex (HDC), KOPT. The main points made by KOPT in its letter 
dated 23 October 2013 are summarised as under: 
 

(i). M/s. Universal Seaport Pvt. Ltd. (USPL), the selected bidder commenced on-
board cargo operation at Berth No.4B from 14.07.2013 onwards using pay-loaders 
and 2 nos. MHCs with grabs. The said equipment is primarily used for 
discharging/ loading of dry-bulk cargo like coking coal, Limestone, Met-Coke, 
Manganese Ore etc. from/ to ship’s holds at berth No.4B. 

 
(ii). In the existing SoR of KOPT there is no rate for providing MHC cranes at Berth 

No.4B. The rate prescribed in the existing SoR of `52 per MT for providing 2 

MHCs at Berth No.2 & 8 is not applicable and operable in Berth no. 4B due to 
following reasons: 

 
(a). The effective rate of hiring considering the fuel escalation already exceeds 

the said rate of SoR. 
 

(b). There is no separate provision in the existing SoR for handling of cargo 
with one MHC. 

 
(iii). KOPT has already included a new rate for providing the services of MHCs at all 

berths in its proposal for general revision of scale of rates. The KOPT in the said 
proposal has proposed rate for the use of MHC with grabs and pay-loaders on 
board the vessel, for loading/ unloading of dry-bulk cargo at any MHC berth at 
`85.44 per MT (excluding special rates and applicable service tax). 

 
(iv). Since the SoR of KOPT are yet to be revised and that the KOPT has already 

commenced on-board cargo handling operation using MHC and other equipment 
from July 2013 onwards, KOPT has applied the rate of `85.44 per MT on ad-hoc 

basis for the MHC services provided at Berth No.4B with due consent from users 
as per clause 2.17 of Tariff guidelines. 

 
(v). Approval is sought for adoption of the said rate on ad-hoc basis till the SoR of 

KOPT are revised.  
 

10.2.  The KOPT is seen to have furnished documents in support of its proposal for levy 
of adhoc rate for use of MHC and other equipment at Berth No.4B, HDC for cargo handling 
operation. 
 
11. The proceedings relating to consultation in this case are available on records at 
the office of this Authority.  An excerpt of the comments received and arguments made by the 
concerned parties will be sent separately to the relevant parties. These details will also be made 
available at our website http://tariffauthority.gov.in.  

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

 
(i). The existing Scale of Rates of the Kolkata Port Trust (KOPT) was notified by this 

Authority in February 2011 with a tariff validity upto 31 March 2013. Vide the said 
Order, this Authority had allowed continuation of prescription of common rates for 

http://tariffauthority.gov.in/


 

both systems at KOPT viz., Kolkata Dock System (KDS) and Haldia Dock 
Complex (HDC), which was introduced in the 2006 general revision, as proposed 
by the port. The levy of the 4% special rate was also approved to meet the 
pension liability in respect of employees of KOPT who have retired prior to 1 April 
2004.  

 

Subsequently, the validity of the Scale of Rates of KOPT along with the special 
levy stands extended till 31 March 2014 or the date of effect of the revised Scale 
of Rates, whichever is earlier, subject to fully adjusting the additional surplus, if 
any, over and above the admissible cost and permissible return accruing to the 
KOPT for the period post 1 April 2013 in the tariff to be determined. 

   
 (ii). The KOPT filed its proposal for general revision of its Scale of Rates in January 

2013. This proposal was taken up for consultation with the relevant users. During 
the processing of the case, since the financial year 2012-13 was already over, the 
KOPT was requested to update the cost statements with actuals for the year 
2012-13. The KOPT was also requested to review the estimates for the years 
2013-14 to 2015-16 based on the actuals for the year 2012-13. The KOPT 
furnished a revised proposal in August 2013 in the light of the queries raised by 
us. The updated cost statements furnished by KOPT under cover of its letter dated 
20 August 2013 along with the submissions made by KOPT during the processing 
of the case, are considered for the purpose of this analysis. 

 
 (iii). The general revision of the Scale of Rates of all major port trusts including KOPT 

is required to be carried out following the tariff guidelines of March 2005. The 
extended validity of the tariff guidelines of March 2005 has expired on 30 
September 2013. This Authority took up the matter with the Ministry of Shipping 
(MOS) vide letter dated 28 September 2013 followed by reminders, requesting the 
MOS to advise this Authority on the tariff guidelines to be followed by this 
Authority beyond 30 September 2013 to dispose of the tariff proposals filed by the 
Major Port Trusts including KOPT and private terminals operating thereat. The 
MOS vide its letter dated 13 December 2013 has extended the validity of the 2005 
Guidelines till 31 March 2014 or until further orders, whichever is earlier. 
Thereafter, the revised proposal of KOPT of August 2013 was taken up for 
finalization following the provisions of the 2005 guidelines. 

 
 (iv). The Container Shipping Lines Association (CSLA) has requested to set up a 

professional team to assess and review the condition of KOPT and the facilities 
provided by KOPT before the rates are approved by this Authority. The mandate 
given to this Authority is to fix the Scale of Rates and the Statement of conditions 
for the services rendered by the Port Trusts and for use of their properties. For the 
said purpose, this Authority has been directed to follow the tariff policy guidelines 
of March 2005, which requires this Authority to assess the financial position of the 
port. Assessment of the conditions of KOPT and the facilities provided by the 
KOPT is beyond the mandate given to this Authority. 

 
(v).    (a). Clause 2.8.3 of the tariff guidelines requires all the major port trusts to 

create and maintain an Escrow account to record inflows of Royalty/ 
Revenue share receipts from the BOT operators and outflows for creation/ 
modernization of the port infrastructure facilities. In the tariff Order of 
November 2010 the Escrow account was drawn up based on the actual 
position upto the year 2009-10 and based on the estimated position for 
the years 2010-11 to 2012-13. Accordingly, the closing balance of the 
Escrow account as on 31 March 2010 was arrived at `785.16 lakhs in the 
Order of November 2010, based on the actual details then furnished by 
the KOPT. 

 

(b). In the Escrow account now furnished by the KOPT for the period from 
2007-08 to 2015-16, the details of the transfer to Escrow account, 
withdrawals from the Escrow account and the actual interest earned on 
the amount in the Escrow account pertaining to the years 2007-08 to 



 

2009-10 do not match with the figures relied upon in the November 2010 
Order. Inspite of a query, the KOPT has not recast the Escrow account 
capturing the closing balance of `785.16 lakhs as on 31 March 2010, as 
discussed above. Therefore, the Escrow account for the period from 
2010-11 to 2015-16 is recast by taking the closing balance of the Escrow 
account as on 31 March 2010 at `785.16 lakhs as determined in the 

Order of November 2010 as base.  
 
(c). It may be recalled that during the last general revision of the Scale of 

Rates of KOPT in November 2010, the KOPT has reported about a 
dispute between the port and the BOT operators viz., TM International 
Logistics Limited (TMILL) and International Seaports Haldia Private 
Limited (ISHPL), on the quantum of royalty amount receivable from the 
said BOT operators and that the disputes have been referred to 
arbitration. In this connection, the KOPT has now stated that the 
arbitration process is still continuing with regard to TMILL. With regard to 
the ISHPL, the KOPT has stated that the matter is pending in the Hon’ble 
Supreme Court.  

 

 Thus, it is seen that the matter has not been resolved yet. Based on the 
undertaking given by the KOPT, as recorded in the November 2010 Order 
of KOPT and based on the position then reported by the KOPT, that if its 
claim is realized by it from the BOT operators at a later stage, it would be 
appropriately reflected in its accounts and it will report the position to this 
Authority, the revenue share as receivable by KOPT is not considered in 
this analysis. The actual Revenue share receipt as reflected in the Annual 
accounts for the years 2010-11 to 2012-13 and the estimated revenue 
share receipt for the years 2013-14 to 2015-16 as furnished by KOPT are 
considered in this analysis, in line with the approach adopted in this 
regard in the November 2010 Order of KOPT. 

 
(d). During the years 2010-11 to 2012-13, the KOPT has transferred 100% of 

the royalty/ revenue share to the Escrow account on the ground that the 
guidelines do not restrict transfer to Escrow account only to 50% and that 
transfer of 100% revenue share to the Escrow account has been 
considered in the Annual accounts of the corresponding years of KOPT; 
and, the Annual accounts have been audited by the C&AG and laid before 
the Parliament.  

 

Admittedly, the Guidelines do not stipulate transfer of 100% of the royalty/ 
revenue share to the Escrow account. However, for the reasons recorded 
in the tariff Order of November 2010, this Authority had decided to transfer 
50% of the estimated Revenue share income to Escrow account during 
the years 2010-11 to 2012-13 and the balance 50% of the Revenue share 
income was considered as the estimated income of the KOPT for the 
corresponding years. This position along with the estimated cost position 
and other relevant factors culminated into the decision taken in the 
November 2010 to revise the Scale of rates of KOPT. Though we do not 
question the action taken by KOPT of transferring 100% of the Revenue 
share income to Escrow account, it has to be recognized that to analyse 
the past period performance of KOPT (i.e. comparison of actuals vis-à-vis 
actuals as envisaged in Clause 2.13 of the 2005 tariff guidelines) for the 
years 2010-11 to 2012-13, it is necessary that the approach relied upon at 
the estimate stage is retained in respect of actuals also, so as to enable a 
like to like comparison of estimates vis-à-vis actuals, irrespective of the 
position contained in the audited annual accounts of the KOPT. Therefore, 
the transfer of funds to the Escrow account is recognized to the extent of 
50% only for the years 2010-11 to 2012-13 and the balance 50% of the 
Revenue share income is considered as the income of the KOPT for the 
corresponding years, in accordance with the approach adopted in the 
November 2010 Order. 



 

 
(e). The KOPT has proposed to transfer 50% of the estimated royalty/ 

revenue share receipts to Escrow account and the balance 50% has been 
considered as income of the port for the years 2013-14 to 2015-16.  Since 
the tariff guidelines of 2005 envisage transfer of minimum 50% royalty/ 
revenue share to the Escrow account, the approach adopted by the KOPT 
in this regard is accepted in this analysis. However, the KOPT is advised 
to adopt similar approach during the next review of tariff for analysis of 
past performance for the period 2013-14 to 2015-16. 

 
(f). Considering that the transfer of 50% of funds to the Escrow account would 

not be sufficient to meet the entire investments made/ proposed to be 
made by the KOPT by utilizing the balance from the Escrow account 
during the years 2010-11 to 2015-16, the level of investment from the 
Escrow account is restricted to the amount available in the Escrow 
account during the relevant year and the balance Investment not covered 
by the Escrow account balance has been added back to the Capital 
employed figures so as to give admissible Return on Capital employed on 
such assets. While doing so, the cumulative impact of such additions have 
also been taken into account. The Escrow account recast by us is 
tabulated below:  

(` in Lakhs) 

No.  Particulars 2010-11 2011-12 2012-13 2013-14 2014-15 2015-16 

1 Opening Balance 785.16* 0.00 0.00 0.00 0.00 0.00 

2a Transfer to Escrow a/c 821.58 601.66 890.09 883.40 817.72 825.85 

2b Interest on balance** 71.32 37.70 65.73 68.27 66.51 66.69 

3 Total transfer ( 2a + 2b ) 892.90 639.36 955.82 951.67 884.23 892.54 

  Balance available 1678.06 639.36 955.82 951.67 884.23 892.54 

4 Withdrawal for creation of assets 1678.06 639.36 955.82 951.67 884.23 892.54 

5 Closing balance ( 1 + 3 - 4 ) 0.00 0.00 0.00 0.00 0.00 0.00 

                

  

Investment not covered by the 
Escrow a/c balance and added back 
to the Capital employed to give 
admissible ROCE on such assets. 

321.94 523.97 46.28 533.33 115.77 107.46 

 
* The Opening balance of `785.16 crores is the balance as on 31.03.2010 as per the Tariff 

Order of November 2010. 
 
** The interest on investments has been calculated by maintaining the same rate of 
interest as considered by KOPT in its calculations. 

 
(vi).    Clause 2.13 of the tariff guidelines of 2005 mandates review of the actual physical 

and financial performance of the port at the end of the prescribed tariff validity 
period with reference to the projections relied upon at time of fixing the prevailing 
tariff. 
 
The last review of the Scale of Rates of KOPT was done in November 2010. Vide 
the Order of November 2010, the tariff for the KOPT was fixed for the years 2010-
11 to 2012-13, by relying upon the estimates for the said years. Thus, the 
estimates vis-à-vis actuals for the years 2010-11 to 2012-13 is to be analysed to 
assess the past performance of KOPT. The past period analysis is discussed 
below: 
 
(a). The aggregate of the actual traffic handled by KOPT during the three year 

period from 2010-11 to 2012-13 works out to 131.31 million tonnes as 
against the estimated traffic of 136.03 million tonnes, registering a 
marginal negative variation of 3.47%.  

 
(b). To derive the actual operating income from Cargo handling activity for the 

years 2010-11 to 2012-13, the KOPT has considered the Cargo handling 
income as given in its Annual accounts of the respective years excluding 



 

100% revenue share receipts from BOT Contracts for 2010-11 to 2012-13 
and the income from the special levy of 4%. The KOPT has confirmed that 
it has not allowed any rebate during the years 2010-11 to 2012-13. For 
the reasons stated in the earlier paragraph, since only 50% of revenue 
share receipts are transferred to Escrow account during the years 2010-
11 to 2012-13, balance 50% is considered as a part of Operating income 
for the respective years. The treatment to the special levy is discussed in 
the later part of the analysis. 

 
The operating expenditure pertaining to Cargo handling activity as 
furnished by KOPT for the years 2010-11 to 2012-13 in the Cost 
statement reflects the position shown in the audited Annual accounts after 
excluding the depreciation component, for the respective years. The 
depreciation component is discussed in the subsequent paragraphs. 

 
(c). The actual operating income from the Port and Dock facility considered by 

KOPT for the years 2010-11 to 2012-13 is exclusive of the dredging 
subsidy received by it from the Government for the respective years and 
the income pertaining to the 4% special levy. The KOPT has confirmed 
that it has not allowed any rebate during the years 2010-11 to 2012-13. 

 
KOPT receives dredging subsidy from the Government of India by way of 
reimbursement of expenditure relating to river dredging and maintenance 
activity. In line with the approach adopted by this Authority in the earlier 
tariff Orders of KOPT, only such items of expenditure which have not 
been reimbursed by the Government are to be included in the Cost 
statement for the years 2010-11 to 2012-13.  The amount of operating 
expenditure of port and dock facility considered by KOPT in the Cost 
statement, inter alia, includes the expenditure related to the dredging 
activity, which is not reimbursed by the Government for the respective 
years. Further, the depreciation component excluded from the Accounts is 
discussed in the subsequent paragraphs.  
 
The treatment to the special levy is discussed in the later part of the 
analysis. 

 
(d). In respect of the Railway activity for the years 2010-11 to 2012-13, the 

KOPT has considered, the operating income as given in the Annual 
accounts of the respective years excluding the income from the special 
levy of 4%. This position is considered in the analysis and the treatment to 
the special levy is discussed in the later part of the analysis. 

 
In respect of the Estate activity for the years 2010-11 to 2012-13, the 
operating income as given in the Annual accounts of the respective years 
has been considered.  

 
 The operating expenditure in respect of the Estate activity and Railway 

activity for the years 2010-11 to 2012-13 has been considered as given in 
the Annual accounts of the respective years, except for the depreciation 
component, which is discussed in the subsequent paragraph. 

 
(e). Though the depreciation amount considered by KOPT in its Cost 

statement for the years 2010-11 to 2012-13 is seen to be the sum total of 
the depreciation under each of the heads viz., Cargo handling, Port & 
Dock, Railways, Estate and Management & administration Overheads as 
seen in the Annual Accounts for the respective years, there is a some 
difference between the depreciation amount considered in the Cost 
statement and in the Annual accounts. In other words, the KOPT has 
considered a lower amount of depreciation in the Cost statement. This is 
reported to be due to exclusion of depreciation on the assets created from 



 

the funds of the Escrow account, in the Cost statement. In this regard, it is 
relevant to mention here that Clause 2.8.3 of the tariff guidelines of March 
2005 stipulates that the assets funded by the Escrow Account will not 
qualify for ROCE. It does not disallow depreciation and maintenance cost 
on the assets funded from the Escrow account.  That being so, the 
depreciation is considered as reported in the Annual Accounts for the 
years 2010-11 to 2012-13. This is in line with the approach followed by 
this Authority in the general revision cases of other Major Port Trusts.  

 
(f). The figures of Management & General Overheads as shown in the Cost 

statement for the years 2010-11 to 2012-13 are seen to be on a lower 
side when compared to the figures of Management & General Overheads 
in the Annual Accounts of the respective years. The difference is reported 
to be exclusion of amount relating to the amount covered by the Dredging 
subsidy as clarified by the port. Therefore, the amount furnished by KOPT 
in its Cost statement is considered.  

 
(g). The KOPT has considered Finance and Miscellaneous Income to the tune 

of `2204.26 lakhs, `4839.53 lakhs and `7293.22 lakhs for the years 2010-

11 to 2012-13 respectively in the Cost statement. The KOPT is seen to 
have excluded Interest on general reserve funds, interest on staff 
advances and prior period income as shown in the Annual Accounts for 
the years 2010-11 to 2012-13 to arrive at the figure pertaining to Finance 
& Miscellaneous Income in the Cost statement, for the respective years. 
While exclusion of interest element from the Finance and Miscellaneous 
Income is found to be in order (since interest cost is not considered as an 
item of cost), the prior period income has been considered as part of 
Finance and Miscellaneous Income in line with the approach adopted by 
this Authority in other cases including KOPT in the last general revision, 
for the purpose of this analysis.  

 
(h). The KOPT has considered `32008.65 lakhs, `33120.87 lakhs and 

`48096.03 lakhs as Finance and Miscellaneous expenses for the years 

2010-11 to 2012-13 respectively in the Cost statement. In line with the 
approach adopted by this Authority in the last general revision of KOPT in 
the year 2010, the Interest on loans as reported in the Annual Accounts 
and the excess provision for dredging subsidy has been excluded. Since 
the matter relating to the Pension Fund is being discussed separately, the 
amount of purchase of annuity for pensioners considered as part of 
Finance and Miscellaneous expenses would form part of such Pension 
fund and hence the same is excluded. Further, the penal interest payment 
incurred by KOPT is excluded as the tariff fixation exercise cannot 
recognize such penal payments. The amount of Rebate allowed on Bills 
Receivable being the commercial decision of the port, it cannot be 
recognized in the tariff fixation exercise of KOPT, hence excluded. Since 
the prior period income is considered as part of Finance and 
Miscellaneous income, prior period expenditure is also considered as part 
of Finance and Miscellaneous Expenditure. The amount of Arrear pay and 
allowances forming part of the annual Accounts for the year 2012-13 is 
also excluded in line with the stipulation contained in Clause 2.5.2 of the 
2005 Guidelines. 

 
(i). The KOPT has not considered working capital for the years 2010-11 to 

2012-13. Based on norms prescribed in clause 2.9.9 of the tariff 
guidelines, the current assets in terms of Debtors, Inventory and Cash 
balances are worked out by us for the years 2010-11 to 2012-13. The 
items of current liabilities corresponding to the current assets are 
considered as reflected in the Annual accounts. The figures of working 
capital so derived turns out to be negative. As a result, the working capital 
is considered as NIL in the analysis. 



 

 
(j). During the last general revision of KOPT in the year 2010, at HDC, the 

business assets, business related assets and social obligation assets 
were considered at 95.60%, 3.66% and 0.74% respectively of the total 
assets at HDC. At KDS, the business assets, business related assets and 
social obligation assets were considered at 90%, 7% and 3%.  For the 
past period analysis, the same percentages are considered for a like to 
like comparison for the purpose of allowing return.  

 
(k). The designed capacity of the port (excluding BOT berths) as reported by 

KOPT is about 71.56 MMTPA, 72.40 MMTPA and 68.40 MMTPA during 
the years 2010-11 to 2012-13 respectively. Taking into account the actual 
traffic handled by KOPT (excluding traffic of BOT berths) during the said 
years, the actual capacity utilization of the port works out to 66.44%, 
59.73% and 58.37% during the years 2010-11 to 2012-13 respectively.  

 
Since the capacity utilization for the year 2010-11 exceeds the cutoff limit 
of 60% for allowing full return and since the capacity utilisation for the year 
2011-12 is closer to the cutoff limit of 60%, the Return on Capital 
employed is allowed at 16% for business assets and 8.40% for business 
related assets, as claimed by the KOPT for the years 2010-11 and 2011-
12. For the year 2012-13, since the capacity utilization is less than the 
cutoff limit of 60%, return is allowed on pro-rata basis on business assets 
and business related assets. The social obligation assets do not attract 
any return as per the guideline provision. 
 
The ASIC has made a mention that the KOPT has achieved capacity 
utilisation of only 58.60%. The mention made by the ASIC appears to be 
with reference to the year 2012-13. Anyhow, as stated above, since the 
capacity utilization is less than the cutoff limit of 60% for the year 2012-13, 
return is allowed on pro-rata basis on business assets and business 
related assets, as stated above.  

 
(vii).    (a). A statement showing the analysis of the performance of KOPT for the 

years 2010-11 to 2012-13 is attached as Annex - I. A summary of the 
comparison of the actuals vis-à-vis the estimates considered in the last 
tariff Order is tabulated below: 

Particulars 

Aggregate for the years 2010-
11 to 2012-13 in absolute terms  

(` in lakhs) 

Variation 
in % 

  Estimates as per 
tariff Order 

Actuals 

Traffic (in million tonnes) 136.032 131.312 -3.47% 

Operating Income 338074.62 348106.07 2.97% 

Total Expenses (including depreciation) 218260.32 229468.24 5.14% 

Surplus before Return (Average) 10406.534 13366.047 28.44% 

Capital Employed (Average) 83101.19 81553.065 -1.86% 

Return on Capital Employed (Average) 12805.983 12573.508 -1.82% 

 
* The operating income estimates are moderated to reflect the 8% increase granted to the then cargo 

related charges (except POL) and 15% increase granted in the then vessel related charges with 
effect from mid of March 2011. 

  

(b). As per clause 2.13 of the tariff guidelines, if review of actual physical and 
financial performance for the previous tariff cycle shows the variation of 
more than + or – 20%, then 50% of such accrued benefit / loss has to be 
adjusted in the next tariff cycle. As can be seen from the above table, the 
variation in the physical performance is less than + 20%. The variation in 
respect of operating income, operating expenses and capital employed is 
also less than 20%.  

 



 

The KOPT has achieved actual surplus before return aggregating to 
`40098.14 lakhs for the years 2010-11 to 2012-13. The average of the 

actual surplus before return is seen to be `13366.05 lakhs. If the average 
actual surplus is seen as a percentage of average actual capital employed 
of `81553.07 lakhs for the said three years, it works out to 16.39%. The 

above details are given in the following table: 

  
Particulars 2010-11 2011-12 2012-13 Average 

Actual Surplus before 
Return earned by KOPT 

11495.05 24347.81 4255.29 13366.05 

Actual Capital Employed 80770.34 84246.22 79642.63 81553.07 

Actual Return earned on 
capital employed  

14.23% 28.90% 5.34% 16.39% 

 
As brought out earlier, in the last general revision Order, maximum return 
of 16% was allowed for the years 2010-11 to 2012-13. The actual return 
achieved by the KOPT during the said three years is found to be 16.39%, 
as shown in the above table. Therefore, as per clause 2.13 of the tariff 
guidelines, since the variation between the estimates vis-à-vis actuals is 
seen to be less than 20%, there is no case for adjustment of any surplus 
earned during the period 2010-11 to 2012-13 in the current tariff cycle. 

  
(c). As stated earlier, the validity of the existing Scale of Rates of KOPT has 

been extended beyond 31 March 2013, subject to the condition that the 
surplus over and above the admissible cost and permissible return 
accruing to KOPT for the period after 1 April 2013 will be set-off fully, in 
the tariff to be fixed for the next cycle. This position is being dealt in the 
subsequent part of the analysis. 

   
(viii). The traffic estimates as furnished by KOPT (excluding the traffic related to BOT 

berths) is 46.015 million tonnes, 48.156 million tonnes and 50.316 million tonnes 
each for the years 2013-14 to 2015-16 respectively. Though the traffic projections 
for the years 2013-14 to 2015-16 are reported to be on a lower side when 
compared to the projections given in the business plan of KOPT, the traffic is 
estimated to grow at about 13.50% during the year 2013-14 over the actuals for 
the year 2012-13 and further estimated to grow at about 4.50% each during the 
years 2014-15 and 2015-16 over the respective previous years.  
 
Given that the KOPT in the past has handled cargo to the tune of 53 MMTPA, the 
estimates of traffic furnished by the KOPT for the years 2013-14 to 2015-16 
appears on a lower side. However, the KOPT has attributed the reduction in traffic 
at KOPT over the years to the factors like, decline in traffic of POL (crude) owing 
to increased movement of the same through Paradip - Haldia Crude pipeline, 
slowdown in growth/ production in steel industry, changes in Govt. policy like 
increase in export duty for Iron Ore, clamp down of illegal mining of iron ore 
leading to a substantial shortfall in iron ore exports. 
 

  In this context, it is relevant here to mention that none of the user/ user 
organizations have objected to the traffic forecasts made by KOPT. Also, this 
Authority does not carry out any independent study so as to determine the likely 
traffic at a port/ private terminal. Since the traffic projection for the year 2013-14 to 
2015-16 is reported to have been made on the basis of recent trend of cargo 
traffic (including actual of 2012-13) at the port, market information, government 
policies, global trend etc., the traffic forecast for the years 2013-14 to 2015-16 as 
furnished by KOPT is relied upon for the purpose of this analysis. 

 
(ix). The Cargo handling income estimates have been furnished by KOPT at 

`26273.94 lakhs, `27886.77 lakhs and `29104.86 lakhs for the years 2013-14 to 

2015-16 respectively. This is inclusive of the 50% of the estimated royalty/ 



 

revenue share receivable by the KOPT from its BOT operator viz., TMILL and 
ISHPL. 

 
As brought out earlier, the KOPT has estimated transfer of 50% of the royalty/ 
revenue share receipts to the Escrow account. Accordingly, the KOPT has 
considered the remaining 50% of the total royalty/ revenue share receipt 
amounting to `883.40 lakhs, `817.72 lakhs and `825.85 lakhs as part of the Cargo 

handling income during the years 2013-14 to 2015-16 respectively. 
 
As has been done in the past analysis, the income from the 4% special levy has 
not been considered as part of the cargo handling income by the KOPT. The 
treatment meted out to the said income from special levy for all the years under 
consideration is discussed in the later part of the analysis.  
 
Thus, the estimated Cargo handling income as furnished by the port is relied upon 
in the analysis.  

 
(x). The income estimated by KOPT for the Port & Dock facility is at `35765.14 lakhs, 

`37356.18 lakhs and `39150.19 lakhs for the years 2013-14 to 2015-16 

respectively.  
 

The KOPT has stated that it has considered a Foreign Exchange rate of `60/-per 

US$ to estimate the dollar denominated vessel related income, for each of the 
years 2013-14 to 2015-16. In respect of the income estimates from dollar 
denominated tariff items the exchange rate prevailing at the time of analysis of the 
case, is considered uniformly for estimation of income from dollar denominated 
tariff items, for all the years under consideration.  
 
In our analysis, since the major part of the financial year 2013-14 is already over, 
and since the actual dollar exchange rate for the said period is known, the vessel 
related income from the foreign going vessels for the year 2013-14 is estimated 
based on the average exchange rate of `59.91 per US$ that prevailed during the 
period from April to December 2013. For the years 2014-15 and 2015-16, an 
exchange rate of `62.61 per US$ is considered as prevailing at the time of 

concluding the analysis of this case.  
 
Here also, the income from the 4% special levy has not been considered as part 
of the vessel related income by the KOPT. The treatment meted out to the said 
income from special levy for all the years under consideration is discussed in the 
later part of the analysis.  
 
Thus, the moderated operating income related to Port & Dock activity considered 
in the Cost statement is `35719.55 lakhs, `38734.07 lakhs and `40592.62 lakhs 
for the years 2013-14 to 2015-16 respectively. 
 

 (xi). The operating income estimates for the years 2013-14 to 2015-16 relating to 
Estate activity and Railway activity are relied upon as furnished by KOPT. 

 
 (xii). Thus, the total estimated operating income for KOPT as a whole works out to 

`1277.85 crores, `1346.47 crores and `1399.37 crores for the years 2013-14 to 

2015-16 respectively, instead of `1278.31 crores, `1332.69 crores and `1384.94 

crores. The difference arises mainly on account of variation in exchange rate, as 
explained earlier. 

 
 (xiii). The estimates of operating expenses for the years 2013-14 to 2015-16 are 

discussed as given below: 
   
           (a). The KOPT has considered a higher escalation factor in estimation of salary 

and wages cost for the years 2013-14 to 2015-16. It is understood that the 
revision of pay and allowances of Class III and IV employees of major ports 



 

was due from January 2012. As brought out earlier, the KOPT has created 
a provision for the arrear pay and allowances in its audited Accounts for the 
year 2012-13. Since the revision of pay and allowances of Class III and IV 
employees of major ports has already been announced by the government, 
it is necessary to capture the impact on this account. It is understood from 
KOPT that the revision has been to the tune of 10.5%. Therefore, an 
escalation factor of 10.5% is considered while estimating the salary and 
wages cost for the year 2013-14 over the year 2012-13. The estimates of 
salary expenses for the years 2014-15 and 2015-16 are moderated by 
applying an escalation factor of 7% over the estimates of the respective 
previous years taking the estimates for the year 2013-14 as base. 

 
(b). In respect of estimation of expenditure under the head ‘Others’ in the cargo 

handling activity of HDC, the KOPT is not seen to have considered the 
actuals for the year 2012-13 as base. In this regard, the KOPT has 
submitted that the expenditure under the head ‘Others’ included the cost 
towards payment to the contractor engaged in equipping of Berth No-2&8 
of HDC and since the said contractor has stopped the operations in 
September 2012, the cost has come down drastically in the year 2012-13. 
Further, the KOPT has stated that it has engaged a contractor recently for 
providing Mobile Harbour Crane at Berth No-4B and that the cost of the 
same has been factored in the expenditure estimation of the year 2013-14. 
Based on this position, the expenditure under the head ‘Others’ in the 
cargo handling activity of HDC as furnished by the port is considered for 
the year 2013-14 and thereafter escalated by 7% per annum to estimate 
the expenditure for the years 2014-15 and 2015-16. 

 
(c). As stated earlier, KOPT receives dredging subsidy from the Government of 

India by way of reimbursement of expenditure relating to river dredging and 
maintenance activity. In line with the approach adopted by this Authority in 
the earlier tariff Orders of KOPT, only such items of expenditure which are 
estimated to be not reimbursed by the Government is reported to have 
been included in the Cost statement of the Port & Dock facility for the years 
2013-14 to 2015-16. In this regard, the KOPT has reported to have 
considered an amount of `5019.90 lakhs, `5354.26 lakhs and `5704.69 

lakhs for the years 2013-14 to 2015-16 respectively. This position is relied 
upon in the analysis.  

 
(d). The KOPT has considered different escalation factors in estimation of 

operating cost relating to railway activity and estate activity for the years 
2013-14 to 2015-16. The actual operating cost relating to these activities 
for the year 2012-13 is taken as base and escalated by 7% per annum, 
taking the respective previous year as base, for moderating the estimates 
for the years 2013-14 to 2015-16.  

 
 (xiv). Tariff guidelines of 2005, require computation of depreciation on straight line 

method following the life norms adopted as per the Companies Act in case of major 
ports. Accordingly, this Authority has been advising KOPT since the last two 
general revisions of KOPT i.e. in the year 2006 and 2010 to estimate depreciation 
in line with Clause 2.7.1. of the tariff guidelines while it submits its tariff proposal 
during the next review of its Scale of Rates. However, even now, the KOPT is not 
seen to have estimated depreciation as per the stipulation contained in the 
Guidelines. The KOPT has reported that it does not follow the Companies Act and 
that the depreciation in the cost statement is as per the accounting system followed 
at KOPT i.e. straight line method following the life norm of assets as per guidelines 
of the Ministry.  

 
  From the submissions made by the KOPT, it appears that the KOPT has not taken 

any steps in the direction of complying with the guideline position relating to 
depreciation, inspite of a specific advice of this Authority. Given that when some of 



 

the major ports like Mormugao Port Trust (MOPT) and Jawaharlal Nehru Port Trust 
(JNPT) calculate depreciation based on the Companies Act, the reason for KOPT 
to not estimate depreciation based on the Companies Act is not clear. At this stage 
of finalisation of this case, it is not found possible to initiate any steps by us to insist 
the port to calculate depreciation based on the stipulation contained in the 2005 
guidelines. The KOPT is again urged to comply with the tariff guidelines for 
computing the depreciation while formulating its next tariff review/ revision 
proposal.  

 
(xv). The principal components forming part of Management and General Overheads 

are Store keeping, Medical Expenses, Labour & Industrial Relations, Engineering 
& workshop overheads, Accounting & Auditing, Port Security, Land Expenses, 
Legal Expenses, Vigilance Expenses, Planning & Research & other expenses. In 
the estimation of Management and General Overheads for the year 2013-14, an 
escalation factor of 7% is considered instead of the 16.37% considered by the 
port.  

 
(xvi). The estimated Finance and Miscellaneous Income for the years 2013-14 to 2015-

16 as estimated by KOPT is seen to comprise of Profit on sale of Capital assets, 
Recovery of overheads, Sale of unserviceable materials and Sundry credits. It is 
seen that the Finance and Miscellaneous Income estimated for the year 2013-14 
is less as compared to the actuals for the year 2012-13. However, the KOPT has 
stated that the estimation of Finance and Miscellaneous Income has been made 
on the basis of trend. The estimates of Finance and Miscellaneous income for the 
years 2013-14 to 2015-16 as furnished by KOPT are relied upon in this analysis. 

 
(xvii). The Finance and Miscellaneous Expenditure for the years 2013-14 to 2015-16 as 

estimated by KOPT comprises, among other expenditure, purchase of annuity and 
contribution to superannuation fund. Purchase of annuity relates to meet the 
pension liability of the port in respect of the employees who retired prior to 1 April 
2004 and contribution to Superannuation fund is in regard to the pension liability of 
the port in respect of the employees retiring after 31 March 2004. Since the KOPT 
has proposed a separate levy to cover the pension liability in respect of the 
employees who retired prior to 1 April 2004, which is dealt with separately in the 
later part of this analysis, the amount estimated towards purchase of annuity is 
excluded from the estimated finance and miscellaneous expenditure for the years 
2013-14 to 2015-16. The KOPT has reported that the corpus required to meet the 
liability towards superannuation fund is based on actuarial valuation. Therefore, 
the annual contribution towards superannuation fund as estimated by the KOPT is 
considered. 

 
(xviii). (a). The KOPT has proposed the additions to its gross block of assets in 

respect of KDS and HDC for the years 2013-14 to 2015-16 to the tune of 
`31.94 crores, `51.44 crores and `29.31 crores respectively. The 

summary of the proposed additions to the gross block of assets are as 
follows: 

(` in Crores) 

Sl. 
no. 

Items 2013-14 2014-15 2015-16 

(i). Civil works 11.17 16.10 15.31 

(ii). Docks, Seawalls, Piers & Navigational 
Aids 

1.64 2.23 1.64 

(iii). Railway & Rolling stock - 8.17 2.00 

(iv). Cranes & Vehicles 3.16 3.16 3.16 

(v). Plant & Machinery 7.86 18.10 3.95 

(vi). Installation of water electricity and 
firefighting 

7.29 2.84 2.41 

(vii). Office equipment/ Furniture & Fittings 0.83 0.84 0.84 

 TOTAL 31.94 51.44 29.31 



 

  
(b). With reference to the additions proposed by the KOPT during the years 

2013-14 to 2015-16, the KOPT has furnished status of some of the 
additions to the gross block, as brought out earlier in the factual position of 
this Order. The KOPT has confirmed that capital outlay in the form of 
additions to the gross block of assets proposed for the years 2013-14 to 
2015-16 is in line with Five year plan envisaged by the Port. The KOPT has 
also confirmed that only completed and commissioned assets have been 
considered in the capital employed. The port has also indicated that the 
additional investment would have an impact in a manner that it would 
generate additional traffic/ business and will also lead to improvement in 
efficiency. The estimated additions to the gross block of assets is relied 
upon in the analysis.  

 
(xix). Estimation of current assets following the norms prescribed in the tariff guidelines 

of 2005 and taking into account the projections of current liability estimated by 
KOPT, the working capital of KOPT becomes negative. As a result no working 
capital has been considered by KOPT itself, in its cost statements.  

 
 (xx). Out of the total additions to the gross block of assets as discussed earlier, the 

KOPT has proposed to utilize the Escrow account balance to the tune of `14.85 
crores, `10 crores and `10 crores during the years 2013-14 to 2015-16 to meet the 

expenditure relating to the additions to the gross block for the respective years. As 
stated earlier, the KOPT has envisaged transfer of 50% of the Revenue share 
income to the Escrow account during the years 2013-14 to 2015-16. For the 
reasons brought out earlier, the level of investment proposed to be made from the 
Escrow account has been restricted to the amount available in the Escrow account 
during the relevant year and the balance Investment not covered by the Escrow 
account balance has been added back to the Capital employed figures so as to give 
admissible Return on Capital employed on such assets. Further, in line with the 
stipulation in the tariff guidelines of 2005, the KOPT has not claimed return on the 
assets proposed to be funded from the Escrow account. The position in respect to 
the Capital Employed is given in the following table for the purpose of allowing 
return: 

 
(` in lakhs) 

Particulars 2010-11 2011-12 2012-13 2013-14 2014-15 2015-16 

Net Block of Assets as in the 
Annual Accounts or as given 
by KOPT 

82933.15 87377.49 83538.03 83918.78 85319.79 84418.90 

Less: Assets capitalised by 
utilising Escrow a/c as given 
by KOPT 

2484.75 3966.56 4749.41 5622.19 6761.19 6861.19 

Add: Investment not covered 
by Escrow a/c 

      

                       - Year 2010-11 321.94 311.32 301.05 291.02 281.33 271.96 

                       - Year 2011-12 0.00 523.97 506.68 489.81 473.50 457.73 

                       - Year 2012-13 0.00 0.00 46.28 44.74 43.25 41.81 

                       - Year 2013-14 0.00 0.00 0.00 533.33 515.57 498.40 

                       - Year 2014-15 0.00 0.00 0.00 0.00 115.77 111.91 

                       - Year 2015-16 0.00 0.00 0.00 0.00 0.00 107.46 

       

As considered in Cost 
statement 

80770.34 84246.22 79642.63 79655.49 79988.02 79046.99 

 
(xxi). Clause 2.9.7 and 2.9.8 of the tariff guidelines of March 2005 stipulate classification 

of port assets into business assets, business related assets and social obligation 
assets. Based on the advice of this Authority, the KOPT during the proceedings 
relating to the November 2010 Order had classified the assets as per the 
guidelines at HDC and had reported that the business assets, business related 



 

assets and social obligation assets work out to 95.60%, 3.66% and 0.74% 
respectively of the total assets at HDC. This was relied upon in the November 
2010 Order of KOPT. The same is now considered in the analysis. 

 
 However, in respect of KDS, on the ground that the assets at KDS are yet to be 

classified into the requisite groups, the proportion of business assets, business 
related assets and social obligation assets was considered at 90%, 7% and 3%, 
as was considered in the general revision of KOPT in the year 2006. The KOPT 
was advised to classify all its assets at KDS as per the stipulation contained in the 
tariff guidelines of 2005 during the next review of its tariff.  

 
 With regard to the classification of assets relating to KDS, the KOPT has now 

stated that it could not complete the exercise of classification of assets relating to 
KDS, inspite of a serious attempt made in this regard. The KOPT has not 
furnished any reasons for not completing the exercise of classification of assets 
relating to KDS. In the absence of any alternate details, the proportion of business 
assets, business related assets and social obligation assets at 90%, 7% and 3%, 
as has been considered in the general revision of KOPT in the year 2006 and 
2010 is considered in respect of the assets at KDS. 

 
(xxii). The designed capacity of the port (excluding the berths operated by the BOT 

operators) as furnished by KOPT is 68.80 MMTs for the year 2013-14, 69.75 
MMTs for the year 2014-15 and 70.60 MMTs for the year 2015-16. Taking into 
account the estimated traffic proposed to be handled by KOPT during the said 
years, the capacity utilization of the port works out to 66.88%, 69.04% and 71.27% 
for the years 2013-14 to 2015-16 respectively.  

 
 As per clause 2.9.10 of tariff guidelines of 2005, maximum permissible return will 

be allowed for capacity utilisation of 60% and above.  Since the estimated 
capacity utilisation is more than 60%, the KOPT is eligible for maximum 
permissible return. The port has computed the Return on capital employed at 16% 
for business assets and at 6.35% on business related assets.  However, the port 
has sought Return to the tune of 12% only.  The proposal of KOPT to seek ROCE 
at reduced rate is due to the realisation that 16% ROCE would have required 
steeper increase in basic rates.  Further, in a situation of improved capacity 
utilisation in the year 2015-16, the KOPT might be in a position to earn return 
closer to the permissible level of 16%.  

 
 Based on the reasoning furnished by the port and considering that even at the 

joint hearing, the port sought only a lower rate of return, ROCE at 12% on 
business assets and 8.33% for business-related assets, are considered for all the 
years 2013-14 to 2015-16. No return is allowed on social obligation assets as per 
the tariff guideline position. 

 
(xxiii).(a). In the light of the analysis given above, the cost statements for the HDC, 

KDS and port as a whole and also for the different main activities under 
each of the system have been modified. The modified cost statements are 
attached as Annex - II (a) to (o). The summarised position of the results 
disclosed by the financial/ cost statements are tabulated below: 

 

Sr. 
No. 

Particulars 

Operating Income  Net Surplus(+)/ Deficit(-) Net Surplus(+)/ Deficit(-) as a % of 
operating Income 

Average 
Surplus/ 
Deficit 

% 

(` in crores) (` in crores) 

2013-14 2014-15 2015-16 Total 2013-14 
2014-

15 
2015-16 Total 2013-14 2014-15 2015-16 

1 Port as a whole 1277.85 1346.47 1399.37 4023.69 -7.01 -19.65 -42.78 -69.44 -0.55% -1.46% -3.06% -1.69% 

  Cargo  490.85 516.16 536.91 1543.92 -94.94 -106.43 -119.65 -321.01 -19.34% -20.62% -22.28% -20.75% 

  Port & Dock 357.20 387.34 405.93 1150.46 -155.88 -156.62 -167.70 -480.20 -43.64% -40.44% -41.31% -41.80% 

  Railway 104.36 110.21 116.42 330.99 4.64 4.13 4.14 12.90 4.44% 3.74% 3.56% 3.91% 

  Estate 325.45 332.76 340.11 998.32 239.17 239.27 240.42 718.86 73.49% 71.91% 70.69% 72.03% 

                            

2 KDS as a whole 531.56 552.85 570.57 1654.99 -60.74 -82.94 -105.78 -249.46 -11.43% -15.00% -18.54% -14.99% 

  Cargo  228.11 237.30 245.86 711.26 -66.30 -78.54 -90.63 -235.47 -29.07% -33.10% -36.86% -33.01% 

  Port & Dock 77.20 82.68 85.06 244.94 -155.14 -165.03 -176.95 -497.12 -200.95% -199.60% -208.03% -202.86% 

  Railway 16.25 17.87 19.66 53.78 -15.32 -16.27 -17.12 -48.72 -94.33% -91.05% -87.08% -90.82% 

  Estate 210.00 215.00 220.00 645.00 176.02 176.91 178.91 531.85 83.82% 82.28% 81.32% 82.48% 

                            



 

Sr. 
No. 

Particulars 

Operating Income  Net Surplus(+)/ Deficit(-) Net Surplus(+)/ Deficit(-) as a % of 
operating Income 

Average 
Surplus/ 
Deficit 

% 

(` in crores) (` in crores) 

2013-14 2014-15 2015-16 Total 2013-14 
2014-

15 
2015-16 Total 2013-14 2014-15 2015-16 

3 HDC as a whole 746.29 793.62 828.79 2368.70 53.73 63.29 63.00 180.02 7.20% 7.97% 7.60% 7.59% 

  Cargo  262.74 278.87 291.05 832.66 -28.64 -27.88 -29.02 -85.54 -10.90% -10.00% -9.97% -10.29% 

  Port & Dock 279.99 304.66 320.87 905.52 -0.74 8.41 9.26 16.92 -0.26% 2.76% 2.88% 1.79% 

  Railway 88.12 92.33 96.76 277.22 19.96 20.40 21.26 61.62 22.65% 22.10% 21.97% 22.24% 

  Estate 115.45 117.76 120.11 353.31 63.15 62.36 61.51 187.01 54.70% 52.95% 51.21% 52.95% 

 
(b). As brought out earlier, the validity of the existing Scale of Rates of KOPT 

has been extended beyond 31 March 2013, subject to the condition that 
the surplus over and above the admissible cost and permissible return 
accruing to KOPT for the period after 1 April 2013 will be set-off fully in the 
tariff to be fixed for the next cycle and loss, if any, suffered by the KOPT 
beyond 1 April 2013, would not be factored in the tariff to be determined. 
As can be seen from the cost position, the KOPT may be in a deficit to the 
tune of `36.88 crores during the year 2013-14. Considering the position 

that by the time the revised Scale of Rates of KOPT comes into force, it 
would be end of the current financial year 2013-14, the deficit for the year 
2013-14 is not being factored in the current tariff cycle, as has been 
decided by this Authority while extending the validity of the Scale of Rates 
beyond 01 April 2013. 

 
(c). As can be seen from the above table, the KOPT as a whole would be in 

deficit to the tune of around `62.43 crores during the years 2014-15 and 
2015-16 at the existing level of tariff. In view of the deficit position 
depicted by the cost statements for the port as a whole at the existing 
level of tariff, there is a case for upward revision of tariff.  

 
(d). As can be further seen from the above table, the Estate activity for the 

years 2014-15 and 2015-16 reflects an aggregate surplus to the tune of 
`479.69 crores. Clause 2.11.5 of the 2005 guidelines calls for the Estate 

activity to contribute to meet the deficit in the port operations in the short 
term. The estimated cost/ financial position of KOPT is in deficit. There is 
also a substantial gap in the pension fund. Considering that it is ideal to 
do away with the pension levy at the earliest, it is appropriate to adjust the 
entire surplus of the estate activity to bridge the gap in the pension fund. 
Though, the surplus in the estate activity is not fully sufficient to augment 
the pension fund, it would help in bridging the gap to the extent possible, 
thereby reducing the quantum of levy and thus reducing the burden on the 
users on account of the pension levy. 

 
(e). In the proposed draft Scale of Rates, it is seen that the KOPT has 

proposed increase in some of the tariff items, reduction in some of the 
tariff items and proposed to maintain status quo in some other tariff items 
as well. The proposed percentage of increase, decrease or of maintaining 
status quo is not seen to be common for a particular activity. In other 
words, for each sub-activity under the main activity, different percentage 
of increase/ decrease has been proposed. In this connection, the KOPT 
was requested to furnish analysis and workings in a manner that the cost 
position reflected by the Cost statement of each of the main activities and 
sub-activities can be correlated with the percentage of increase, decrease 
sought or of maintaining status quo in the proposed draft Scale of Rates 
of KOPT.  No such analysis was furnished.  As rightly observed by the 
ASIC, all the rates for tariff items should be on cost plus basis as per the 
approach prescribed in the tariff guidelines of 2005 for fixation/ revision of 
tariff.  Proposed quantum of increase in the rates are either anticipated or 
appear to be assumed figures since there is no clue of cost increase for 
any particular rate hike or additional income is estimated and captured in 
the income estimation by KOPT, as can be seen from the later part of this 
analysis. 

 



 

(f). In view of the above position, the revision of tariff of KOPT for cargo 
related charges and vessel related charges is analysed below based on 
the deficit position depicted by the table given in the earlier paragraph.  
 
(i). During the proceedings of the case in reference and as brought 

out in this Order relating to the factual position, some user 
associations have opposed the tariff increase sought by the 
KOPT. Some other user associations have requested for 
moderation in the tariff increase sought by the KOPT. The KOPT 
has not agreed to any moderation in the tariff increase as 
suggested by the user associations and has expressed its desire 
to go ahead with the tariff increase as sought by it.  

 
(ii). As per the estimated cost position, the cargo related activity of the 

port as whole, depicts a deficit position to the tune of `226.07 
crores for a period of two years i.e. 2014-15 and 2015-16. 
Considering the additional income that may accrue to the port on 
account of approving new tariff items viz. on board lashing/ 
delashing of containers, hire charges for Excavators and hire 
charges for Fenders, as discussed in the later part of the analysis, 
to the tune of about `4.16 crores during the years 2014-15 and 

2015-16, the resultant deficit would be to the tune of `221.91 

crores. This deficit as a percentage of the cargo handling income 
of the port for the years 2014-15and 2015-16 works out to 
21.07%. For the reasons explained earlier, it is felt appropriate to 
accord an across the board increase in the cargo related charges, 
instead of the different percentage of increase sought by the port 
in the different tariff items. Keeping a cushion for estimation 
errors, if any, an across the board increase of 20% in the cargo 
related charges is approved. 

 
(iii). As per the estimated cost position, the vessel related activity of 

the port, depicts a deficit position of 40.88% for a period of two 
years i.e. 2014-15 and 2015-16. The KOPT has proposed 
increase in the range of 5% to 20% in most of the tariff items. 
However, it is noteworthy that in respect of the main tariff items 
like berth hire, port dues, shifting charges, anchorage etc., it has 
sought 20% increase. Therefore, the proposal of the KOPT in 
respect of vessel related charges is approved, as proposed by the 
port, subject to restricting the increase to 40% in respect of few 
tariff items where a higher percentage of increase has been 
sought by the Port.  

 
KOPT has stated that towage and pilotage charges constitute 
major portion of total vessel related charges.  Therefore, the 
overall vessel related charges is expected to go up by only 6% – 
8%, even after considering 20% increase in Port dues and berth 
hire, as estimated by KOPT.  Accordingly, the overall impact in 
the vessel related income is considered as 7%, for determination 
of pension levy, as discussed in the following paragraphs.  

 
(g).     (i). There are broadly two groups of pensioners; one group of 

pensioners who have retired prior to 1 April 2004 and the other 
group who have retired after 31 March 2004. The KOPT has 
already created fund for discharging its obligation towards the 
employees who have retired after 31 March 2004. The annual 
contribution to the said fund has been considered in the cost 
statement as pass through, in the future projections of 
expenditure upto the year 2015-16.  

 



 

(ii). The actuarial valuation of pension liability for the employees who 
have retired before 1 April 2004 as assessed by the Life 
Insurance Corporation of India (LIC) is `1973.70 crores as on 1 
March 2012. In the absence of updated figures as on 01 March 
2013, the position as on 01 March 2012 is taken into account. As 
seen from the Annual Accounts of KOPT for the years 2010-11 to 
2012-13, it has already contributed `120 crores (`40 crores * 3 

years) to the fund during the said years. Since the financial year 
2013-14 is almost over, the same amount of `40 crores is 
considered for the current financial year. Thus, the net fund 
requirement to be met by levy of a special rate works out to 
`1813.70 crores. 

 
(iii). It is recalled that during the last review of tariff of KOPT in the 

year 2010, the pension levy was approved to be recovered by the 
KOPT over a period of three tariff cycles. Considering that the last 
tariff cycle is over, the shortfall in the fund position have to be 
recovered in the remaining two tariff cycles. Since only two 
balance years i.e. 2014-15 and 2015-16 (in the second tariff 
cycle) are available in the current tariff cycle, the shortfall in the 
fund is required to be recovered by way of a special levy for a 
period of two years. The amount to be recovered by way of 
special levy during the years 2014-15 and 2015-16 works out to 
`604.57 crores.  

 
(iv). As stated earlier, the surplus from the Estate activity during the 

years 2014-15 to 2015-16 to the tune of `479.69 crores has been 

decided to be adjusted in the pension fund position. If the 
estimated surplus of `479.69 crores is adjusted in the pension 

fund position, the amount to be recovered by way of a special levy 
during the years 2014-15 and 2015-16 works out to `124.87 

crores.  
    

(v). After increase granted over the existing cargo related charges and 
vessel related charges, the total operating income of the port 
including railway activity and excluding the estate activity, for the 
years 2014-15 to 2015-16 would be `2339.11 crores. If the KOPT 
has to realize the sum of `124.87 crores towards pension fund 

during the said period, then it has to charge the pension levy at 
around 5.34% on the revised cargo and vessel related charges 
including railway related charges. Thus, for the present, the KOPT 
is authorised to charge a special rate of 5% in the current tariff 
cycle and the position may be reviewed at the time of the next 
revision of its Scale of Rates.  

 
(xxiv). This Authority had approved in the Order of December 2006, the proposal of KOPT 

to have common rates for both systems at KOPT viz., KDS and HDC, provided the 
common rate structure does not burden the HDC at the cost KDS. As can be seen 
from the cost position, the HDC continues to cross subsidise KDS. The KOPT has 
sought to argue for continuation of the common rate structure on the ground that 
the common tariff structure for KOPT as a whole is working smoothly and is also 
accepted by the trade. Further, the KOPT is also of the view that a common tariff 
structure for both the dock systems works complimentary to each other and 
contributes to the total development of the port and better utilisation of the 
infrastructure.  It is also the position of the KOPT that the then existing differential 
rate structure at HDC and KDS had created serious imbalances in the traffic of two 
systems which has acted as detriment to port finance. Based on the above 
argument advanced by the KOPT and also since there is no objection from the 
users to the proposal to continue with the common rates, this Authority is inclined 



 

to allow continuance of the common rate structure for HDC and KDC in the current 
tariff cycle. 

 
 The KOPT has also requested this Authority to consider the position whether such 

assessment of KDS and HDC separately, is at all necessary any further. It is 
recalled that the proposal of KOPT to have common rates for both systems at 
KOPT viz., KDS and HDC was approved, provided the common rate structure does 
not burden the HDC at the cost of KDS. In this regard, it is relevant to mention here 
that as stated earlier, the HDC cross subsidises KDS. Since the HDC bears the 
burden of KDS, it is felt appropriate to continue to assess the cost position of both 
the systems separately, till both systems become self-sufficient. The KOPT is, 
therefore, advised to furnish separate Cost statements for the HDC, KDS and Port 
as a whole during the next general revision of its tariff. 

 
(xxv). The KOPT has proposed to insert a note to the existing definition of ‘demurrage’ to 

the effect that for storage of cargo at the areas allotted to any port user by KOPT 
on license/ lease basis, provisions of Schedule of Rent shall apply during the 
entire period of occupation (i.e. till vacation) of the storage area by the port user. 
Since the said note gives clarity to the definition of demurrage, the insertion of the 
said note is approved. 

 
(xxvi). The KOPT has amended the existing definition of ‘overside discharge/ shipment’ 

to the effect that now the KOPT has proposed Overside Discharge/ Shipment’ to 
mean the operation of unloading/ loading of cargo/ container ex/ into vessel 
working at berth/ jetty/ dock buoy without passing through the quay at the time of 
discharge/ shipment operation. The KOPT has added the phrase ‘working at 
berth/ jetty/ dock buoy’ to the definition. Since the proposed amendment gives 
further clarity to the definition of Overside discharge/ shipment, the amendment to 
the definition is approved. 

 
(xxvii).The amendment proposed by the KOPT to the definition of ‘over dimensional 

container’ so as to include even containers needing special devices like slings, 
shackles, lifting beam etc., as over dimensional container is approved, as the 
special devices like slings, shackles, lifting beam etc. are required to handle over 
dimensional containers only.  

 
(xxviii).The KOPT has proposed to modify the existing definition of ‘Transhipment’ so as to 

cover transfer in the mid-stream or via shore also. The KOPT has clarified that 
under the existing arrangement, the transfer of cargo/ container done in the mid-
stream or via shore is treated as transhipment if such transfer from one sea going 
vessel/ barge to another sea-going vessel/ barge is done for the destination to 
other port/ports. Though, transfer in the mid-stream or via shore is being 
constituted as ‘transhipment’, the activities involved in a transfer incase of mid-
stream is different as compared to that involved in a transfer incase of via shore. 
As clarified by the port, the cost of operations involved in the transhipment 
operation carried out in the mid-stream and the cost of operations involved in the 
transhipment operation carried out via shore are different as incase of mid-stream 
the transfer is directly from one vessel to another within the port limit and in case 
of via shore the cargo/ container is discharged on the quay/ berth first and 
subsequently shipped to another vessel for destination to other port. Nevertheless, 
since the transfer in the mid-stream or via shore involves reshipment of cargo/ 
container, considering that even in the existing arrangement the transfer of cargo/ 
container done in the mid stream or via shore is treated as transshipment, the 
proposal of the KOPT for modification of the definition is approved. 

 
(xxix). The KOPT had initially proposed to amend a conditionality to the effect that that 

charges related to Cargo/ Shipper’s own container shall be levied on the owners 
of the cargo or their Clearing and Forwarding Agents/ Handling Agents. However, 
on pointing out that the proposed conditionality may lead to a conflict with other 
conditionality prescribed in the Scale of Rates of KOPT, the KOPT, after due 



 

consideration has proposed to add the sentence ‘In case of Shipper’s own 
container, the owners of the cargo or their Clearing and Forwarding Agents/ 
Handling Agents can also pay the charges’, to the existing note. The KOPT has 
stated that the intention of the proposed change is to allow the importer/exporters 
to pay the charges for Shipper’s own container. Since the proposed amendment is 
seen to be in line with the existing arrangement, the same is approved. 

 
(xxx).  Under the existing arrangement, the charges related to container and the 

containerised cargo are to be levied, among others, on the owner of the cargo or 
his Clearing & Forwarding Agent/ Handling Agent. The KOPT has proposed 
exclusion of the owner of the cargo or his Clearing & Forwarding Agent from the 
scope of the said conditionality on the ground that this arrangement is in line with 
the practice being followed in all major ports and that the Port Community System 
has also been designed considering such an arrangement. Based on the 
reasoning furnished by the port and given that no users have objected to the 
proposed amendment, the same is approved. 

 
(xxxi). In line with the stipulation contained in Clause 6.6.1 of the 2005 guidelines, the 

existing Scale of rates of KOPT prescribes a conditionality that the time limit 
prescribed for cessation of berth hire shall exclude the ship’s waiting time for want 
of favorable tidal conditions or on account of inclement weather or due to absence 
of night navigation facilities. The KOPT has now proposed to widen the scope of 
the note in a manner that the ship’s waiting time for non-acceptance of the vessel 
by HDC would also constitute one among other factors that would be excluded 
while determining the time limit prescribed for cessation of berth hire. In this 
regard, the KOPT has stated that the non-acceptance of the vessel by HDC 
occurs when a vessel goes from KDS to HDC for further cargo operation at HDC 
and HDC might either not have a berth for accommodating such vessel or there is 
no sufficient export cargo at HDC. 
 
In this connection, it is relevant to mention here that though the ships waiting for 
favorable tide or in rough weather are beyond the control of the port as well as the 
ships, the intention behind excluding the ship’s waiting time for want of favorable 
tidal conditions or on account of inclement weather from the time limit prescribed 
for cessation of berth hire, was to enable the port earn revenue from the ships, 
which occupied the revenue earning asset of the port, for its safety considerations.  
 
In the case of the KOPT, due to its peculiarity of existence of two dock systems, 
the vessel would occupy either a HDC berth (incase of acceptance of vessel by 
HDC) or would occupy a KDS berth (incase of non-acceptance of the vessel by 
HDC), thereby utilizing the port berth. Thus, the port should be in a position to 
earn revenue from the ships using its facilities. Given that the users have not 
raised any pointed objection to the proposed change in the note, this Authority is 
inclined to approve the proposal of the port in this regard.  The note as proposed 
by the port is approved.  

 
(xxxii). In line with clause 2.18.2 of the tariff guidelines, the existing note has been 

modified to reflect the prevailing Prime Lending Rate of State Bank of India at 
14.75%. 

 
(xxxiii). The KOPT has proposed a new note so as to enable it levy the rates applicable 

for Coastal vessel (other than Andaman) on the ‘Inland Vessel’, by treating ‘Inland 
Vessel’ at par with the coastal vessel.  

 
 In this connection, the KOPT has reported that the Inland Vessels by their very 

nature, small size and clearance is not allowed to ply in sea and that under the 
existing arrangement, a highly concessional tariff in the form of ‘Dock Toll’ and 
‘Stayal charge’ is levied on the Inland Vessels (which are neither foreign nor 
coastal as per classification). However, since some of the said vessels are large 
with appropriate navigational and other aids, they are being allowed to ply to sea 



 

by the concerned Authority, akin to other sea going vessels. Since such vessels 
are large and would require berthing space akin to other sea going vessel, the 
KOPT has felt that instead of the concessional tariff applicable for Inland vessels, 
the rate applicable for coastal vessels would be most appropriate and thus 
proposed accordingly. 

 
 Vide the proposed note, the Inland Vessels may have to pay higher charges. 

However, the revenue implication arising from the levy of such higher charges has 
not been quantified by the KOPT. Therefore, this Authority is not in a position to 
accord approval to the proposed note.  

 
(xxxiv). In the wharfage schedule, the existing single wharfage charge for Crude oil has 

been proposed to be bifurcated into two categories viz., for quantity upto 2 MMT 
per financial year and for the incremental quantity handled above 2 MMT per 
financial year.  

 
In this regard, the KOPT is of view that due to substantial reduction of crude oil 
throughput at KOPT after the commissioning of Haldia Barauni Crude Pipelines, a 
promotional discount on incremental traffic over 2 MMT per year will entice the Oil 
companies to move more cargo through HDC to get the benefit of cost. Since the 
traffic during 2011-12 was around 2 MMT, the KOPT has proposed a cutoff limit of 
2 MMT. 
 
With regard to the submissions made by the KOPT, it is noteworthy that the KOPT 
has proposed an increase of 18%, 6% and around 5% in the traffic of Liquid bulk 
including POL and Crude during the years 2013-14 to 2015-16, taking the actuals 
for the year 2012-13 as base. However, the traffic details of Crude oil alone is not 
available. Further, the statement made by the KOPT that prescription of wharfage 
charge for Crude oil in two categories would help it in attracting more crude oil 
traffic, does not appear to have been factored in the traffic projections at the 
proposed level of tariff, as the level of traffic of Liquid bulk including POL and 
Crude during the years 2013-14 to 2015-16 has been kept constant at the existing 
as well as at the proposed level of tariff. In view of the above position, the 
proposal of the KOPT to bifurcate the existing single wharfage charge for Crude 
oil into two categories and prescribing a 50% discount to the 2

nd
 category, is not 

approved. Nevertheless, the tariff to be approved will be ceiling rates and the 
KOPT has the liberty to charge lower rates based on commercial consideration, if 
it so desires.  
 
Flowing from the above decision, the existing conditionality relating to granting of 
rebate on handling of Crude Oil at HDC and KDS is not deleted, as proposed by 
the port.  
 

(xxxv). The KOPT has widened the scope of the tariff category by including the names of 
some new cargo items in respect of the POL products as well as in the category of 
acids prescribed in the wharfage schedule. The KOPT has confirmed that the 
widening of scope of the section is only to facilitate better understanding at ground 
level in raising bills. Since the widening of scope would give more clarity and 
minimize the ambiguity, the same is approved.  

 
(xxxvi). In the wharfage schedule, the existing single wharfage charge for Naptha has 

been proposed to be bifurcated into two categories viz., for quantity upto 1.5 MMT 
per financial year and for the incremental quantity handled above 1.5 MMT per 
financial year.  

 
 The KOPT is of the view that since the traffic of Naphtha is nearly static over the 

years, a discounted rate for incremental traffic of more than 1.5 MMT per year 
would help in promoting handling of more cargo of Naptha. 

 



 

 For the similar reasons mentioned earlier in respect of Crude Oil, the proposal of 
the KOPT to bifurcate the existing single wharfage charge for Naptha into two 
categories and prescribing a 50% discount to the 2

nd
 category, is not approved. 

Nevertheless, the tariff approved are ceiling rates and the KOPT has the liberty to 
charge lower rates based on commercial consideration, if it so desires. 

 
(xxxvii).The KOPT is seen to have made an attempt to rationalize the wharfage schedule, 

by either deleting the names of some cargo items on the ground that such cargo 
items are hardly handled in recent past at KOPT, or by listing a cargo item from 
one category to another category, which has the effect of either an increase or 
decrease in the existing wharfage rate for that cargo. 

 
 The KOPT has reasoned that incase of any exercise for rationalization for the first 

time, some difference in rate is inevitable, as incase of some cargo items, there 
would be an increase in its existing rate, whereas in some other cases, there 
would be a reduction in the existing rate.  

 
Any effort to simplify and rationalize the Scale of Rates is to be appreciated. It is 
recalled that even during the last general revision of tariff of KOPT in the year 
2010, the KOPT had proposed rationalisation of the wharfage schedule. However, 
the KOPT then had not quantified the financial impact on account of the proposed 
rationalisation in the Wharfage schedule. Therefore, the proposal of the KOPT 
was not acceded by this Authority then.  
 
In the rationalisation now proposed by the KOPT, the KOPT has furnished 
justification for listing a cargo item from one category to another category. Though 
the rationalisation has an impact in the form of increase in the rate of one cargo 
item and decrease in the rate of one of another cargo item, the KOPT has stated 
that the handling of such cargo at KOPT in last two/ three years have been 
negligible and hence this change in the category would not have any revenue 
impact. Based on the clarification furnished by the port and since no users have 
made any pointed objection with regard to the said rationalization in the wharfage 
schedule, the same is approved. 

 
(xxxviii).The KOPT has introduced wharfage charges for a new cargo item viz., ‘All other 

cargo not specified but handled in bags’ in the wharfage schedule. According to 
KOPT, any unspecified bagged cargo used to be charged at the higher rate 
applicable for unspecified cargo in the existing arrangement. By delinking of the 
handling of the bagged cargo from the unspecified category, the port has 
proposed to levy a lower rate for the bagged cargo. Since the said measure would 
not burden the users, the proposed new entry ‘All other cargo not specified but 
handled in bags’ in the wharfage schedule is approved.  

 
(xxxix). The KOPT has proposed unbundling of the cargo item ‘Project Material, Project 

Equipment, Machinery and spares’ from the existing cargo category and proposed 
a separate entry in the wharfage schedule. This is seen to have an impact of 
around 253% (3.5 times) increase in the existing wharfage rate for the above 
mentioned goods. The Bengal Chamber Of Commerce (BCCI) and the Masters 
Stevedores Association (MSA) have alerted the KOPT of the possible diversion of 
such traffic from KOPT due to the proposed increase in rates. 

 
The KOPT has reasoned that the increase is to recover the cost since such cargo 
are extremely slow moving and high valued requiring care in handling. In this 
regard, the KOPT has furnished the average output per hook per shift in respect of 
the dry bulk cargo and the project cargo for the past three years, which shows that 
the average output per hook per shift in respect of the project cargo is 
substantially low (almost 13 times) as compared to other dry bulk cargo. Further, 
the KOPT seems to have taken note of the submissions made by the users and 
has decided to go ahead with its proposal. 
 



 

In this regard, it is noteworthy that during the fixation of upfront tariff of the 
multipurpose cargo, per tonne upfront tariff is determined based on the 
productivity of each type of the cargo. Higher the productivity, lower the rate and 
lower the productivity, higher the rate. Based on the same reasoning, it may, 
therefore, not be unreasonable to prescribe a higher rate for project cargo, which 
has a lower productivity.  
 

Therefore, this Authority is inclined to prescribe a separate entry in the wharfage 
schedule for the cargo item ‘Project Material, Project Equipment, Machinery and 
spares’. Though the KOPT has not furnished the financial implication arising due 
to prescription of a higher wharfage rate for ‘Project Material, Project Equipment, 
Machinery and spares’, it is relevant to mention that the KOPT is not seen to have 
projected any traffic of project cargo during the years 2013-14 to 2015-16, 
thereby, realizing only a negligible income from handling of project cargo during 
the said three years, if at all, the project cargo is handled at KOPT. 

 
(xL). Under the existing arrangement, a wharfage rate of `4.86 per tonne is prescribed 

for iron ore and a wharfage rate of `19.44 per tonne is prescribed for all cargo, 

discharged/ shipped at berth/ jetty meant for handling sea-going vessel. In the 
proposed Scale of Rates, the KOPT has proposed merger of both the above rates 
into a single rate of `23.33 per tonne for the cargo discharged/ shipped at berth/ 

jetty meant for handling sea-going vessel. In other words, all cargo including iron 
ore is proposed to be charged at `23.33 per tonne.  
 

In this connection, the KOPT has stated that it intends to withdraw the existing 
promotional tariff introduced years ago for Iron Ore, due to the deficit position of 
the Iron Ore activity and since the extent of use of port infrastructure by Iron Ore is 
akin to other dry bulk cargo, the KOPT has proposed a single rate for handling all 
cargo discharged/ shipped at berth/ jetty meant for handling sea-going vessel. 
Further, the KOPT has sought to argue that though the rate increase in % terms 
may look very high, the increase is only due to withdrawal of the promotional rate. 
 

The Iron Ore Exporters’ Association (IOEA) have objected to the substantial 
increase in the wharfage rate of iron ore proposed by the port. In this regard, it is 
relevant to mention here that the KOPT proposes to withdraw the existing 
concession allowed by it to the iron ore. Grant of concession or withdrawal of a 
concession already given may be the prerogative of the port based on commercial 
considerations. The users having enjoyed the benefits of the concessional tariff in 
the past, now object to the withdrawal of the concession by the KOPT. However, it 
has to be noted that the KOPT has not furnished the additional revenue that may 
be earned by it due to withdrawal of the said concession on the Iron ore cargo. In 
view of this position, this Authority is not in a position to approve the proposal of 
the KOPT in this regard. The existing tariff structure will continue unaltered.  
 

(XLi). The KOPT has introduced a note to the effect that in case of overside discharge of 
cargo from vessel, wharfage as applicable shall be levied. For subsequent 
discharge of the said cargo at berth in the same dock system, 50% of the 
wharfage as applicable shall be levied in addition to the above. 

 

 In this regard, the KOPT has stated that Overside discharge means discharge 
from vessels working in berths/ jetty/ dock/ buoy to another vessel/ barge without 
passing through quay, where 100% wharfage is leviable under the existing as well 
as proposed arrangement. However, for subsequent discharge of the same cargo 
from the second vessel/ barge to quay, the KOPT has proposed a concessional 
rate of 50% wharfage in place of 100% wharfage. 

 

 From the explanation furnished by the port, it appears that instead of the 100% of 
the applicable wharfage charge leviable for subsequent discharge of cargo, the 
KOPT has proposed to levy only 50% of the applicable wharfage rate. Since the 
proposed note is concessional in nature and would give relief to the users, the 
same is approved. 



 

 
(XLii). The KOPT has proposed to merge the existing separate on board charges of 

Coking coal with the other entry pertaining to all types of coal. This change in the 
category is seen to result in an increase of 15% in the on-board charges for coking 
coal, which is seen to be within the 20% increase granted to the cargo related 
charges. Hence, the proposed merger is approved.  

 
(XLiii). The KOPT has introduced On-board handling charges for a new cargo item viz., 

‘All types of cargo handled in drums and bags’. In this regard, the KOPT is of the 
view that since handling of cargo in bags/ drums and handling of large sized 
heavy weight and high value cargo are completely different, it is not appropriate to 
charge a higher rate prescribed for unspecified cargo on the cargo handled in 
bags and drums.  

 
 According to KOPT, in the existing arrangement, any unspecified bagged cargo 

used to be charged at the higher rate applicable for unspecified cargo. By 
delinking the handling of the bagged cargo from the unspecified category, the port 
has proposed to levy a lower rate for the bagged cargo. However, the port has not 
furnished detailed working with cost elements considered to arrive at the proposed 
charge for the said cargo item proposed to be introduced by it. Notwithstanding 
this position, recognising that the said measure would give relief to the users, the 
proposed new entry ‘All types of cargo handled in bags and drums’ in the on-
board handling charges schedule is approved at the proposed rate.  

 
(XLiv). The existing shore handling charges schedule prescribes separate rates for 

tippling of thermal coal wagon by Wagon tippler, manual unloading of coal and for 
transfer of thermal coal (other than through mechanical system). Similarly, the 
existing shore handling charges schedule prescribes separate rates for tippling of 
iron ore wagon by Wagon tippler, manual unloading of iron ore and for transfer of 
iron ore (other than through mechanical system). Now, in the proposed Scale of 
Rates, a single rate is proposed to be prescribed for unloading of thermal coal/ 
iron ore/ iron ore pellets wagon by wagon tippler.  

 
 In this regard, the KOPT is of the view that under the existing arrangement, since 

the total tariff for manual unloading and transfer of thermal coal/ Iron Ore to quay 
was much higher than the consolidated charge for both the said operation for 
other cargo, it was felt appropriate to have only a single rate for the said 
operations for all types of dry bulk cargo. In this regard, the KOPT has stated that 
the aforesaid change will not increase the rate of handling of such cargo. Further, 
the KOPT has also stated that though they normally do not provide such 
operations, the rates for such handling of Thermal Coal and Iron Ore have been 
kept only to deal with a situation of in case the mechanical system fails and KOPT 
decides to provide the services. 

 
In spite of a specific request, the KOPT has not furnished any workings/ details to 
justify the prescription of a common single rate for thermal coal and iron ore. Also, 
in spite of a request, the KOPT has not proposed a note listing the services 
already prescribed in the existing Scale of Rates, if the intention of the KOPT was 
to propose a composite rate for shore handling of iron ore/ thermal coal. In the 
absence of requisite details, this Authority is not in a position to approve a 
common rate for tippling by wagon tippler in case of thermal coal and iron ore and 
common rate for manual unloading in case of thermal coal and iron ore. 
Nevertheless, it is relevant to mention here that since the expenses relating to 
manual unloading or tippling by wagon tippler in case of thermal coal and iron ore 
have already been captured in the Cost statement, no hardship is caused to the 
KOPT on account of non-prescription of common rate for tippling by wagon tippler 
in case of thermal coal and iron ore and common rate for manual unloading in 
case of thermal coal and iron ore. The existing arrangement with differential rates 
will continue, subject to the general increase to be effected in the cargo related 
charges. 



 

 
Therefore, the deletion to the note proposed by the KOPT due to prescription of 
common rates, is also not acceded to. 

 
(XLv). On the ground that the contractor engaged for equipping Berth No. 2 & 8 has 

abandoned the contract and that the KOPT feels it appropriate to have a uniform 
rate structure for identical activities at shore for different berths, the KOPT at 
relevant places has proposed to remove the existing reference given to berth no. 2 
and 8 of HDC in the proposed Scale of Rates. For the reasons stated by the 
KOPT, a separate reference to the berth no. 2 and 8 of HDC is not relevant in the 
Scale of Rates of KOPT, hence the same is deleted, wherever prescribed in the 
existing Scale of Rates of KOPT. 

 
(XLvi). On the ground that the imported cargo are mostly stored under the licence 

scheme (i.e. storage space allotted on licence under Rent Schedule), the benefit 
of 3 extra free days period for non-hazardous cargo using port equipment for 
delivery as available in the existing Scale of Rates is proposed to be withdrawn by 
the port and to be treated at par with all other cargo.  

 
 The major port has liberty to prescribe the number of free days, as stipulated in 

Clause 4.5 of tariff guidelines of 2005. However, the KOPT has not furnished the 
details of the additional income that may accrue to it due to reduction in the 
number of free days. Therefore, the proposal of KOPT in this regard, is not 
approved. 

 
(XLvii). The KOPT has introduced Loading/ Unloading/ Restacking charges for Dry bulk 

cargo loaded/ unloaded from Wagon at `49.50 per MT and Dry bulk cargo loaded/ 

unloaded from Truck at `31.68 per MT.  

 
The proposed rates are reported to be based on the rates of `25 per MT in case of 

loading into wagons and `16 per MT in case of loading into trucks, obtained by the 

KOPT through a tender invited by it through competitive bidding for loading of dry 
bulk cargo into wagons and trucks. To this, the KOPT has added the overhead 
component and has proposed the rates given above.  
 
Considering the rates obtained by the KOPT through the tender and the rates 
proposed by the port, it is seen that the KOPT has sought overheads to the tune 
of almost 100%. KOPT has not justified recovery of 100% overheads for rendering 
the said service. The KOPT has also not quantified the additional income that may 
accrue to it due to the proposed charges. The proposal of the port is, therefore, 
not approved. 
 
Based on the above position, the note proposed by the port in relation to the 
above mentioned proposed rates is also not approved.  
 

(XLviii). Based on the position that the rates for handling IWT containers are prescribed at 
45% of the rates for handling normal containers, the KOPT has proposed a note to 
the effect that the rate of rebates for IWT containers would be 45% of the rates of 
rebate prescribed for normal containers.  The prescription of the said note is 
approved. 

 
(XLix). The KOPT has proposed a conditionality to the effect that Composite Box rate 

shall be levied separately by each dock system for container operation within their 
system, unless otherwise specified in the Scale of Rates. The KOPT has also 
proposed a note that incase of overside discharge/ shipment of Container from/ to 
vessel, composite box rate shall be levied after allowing rebates against services 
not rendered. The KOPT has reported that the said conditionalities have been 
prescribed based on similar conditionalities being available for bulk and break bulk 
cargo.  

 



 

 In this regard, it is seen that the wharfage schedule for bulk and break bulk cargo 
prescribes a note that Wharfage shall be levied separately by each dock system 
for cargo operation within their system, unless otherwise specified in this Scale of 
Rates. The wharfage schedule for bulk and break bulk cargo also prescribes a 
note that in case of overside discharge of cargo from vessel, wharfage as 
applicable, as the case may be, shall be levied. Considering the said position, it is 
appropriate to have similar conditionalities prescribed in respect of Containers 
also. Hence, the proposed notes are approved. 

 
(L). The KOPT has proposed that incase of Over dimensional containers, the rate will 

be 1.25 times the rate for normal transshipment container. In this context, KOPT 
has clarified that the reference Over dimensional containers in the said note, 
means ‘Over dimensional transshipment containers’. KOPT has stated that since 
the rate of normal over dimensional containers is 1.25 times of that of normal 
container, it has proposed to charge over-dimensional transhipment containers 
also at 1.25 times of normal transhipment container rate.  

 
 Clause 5.5.1 of the tariff guidelines of 2005 stipulates that the handling charges for 

transhipment containers shall not exceed 1.5 times the handling charges for the 
normal handling operation in loading or unloading cycle. In the case of KOPT, 
since the rate of normal over dimensional containers is 1.25 times of that of 
normal container, it is be appropriate to prescribe that over-dimensional 
transhipment containers would be charged at 1.25 times of normal transhipment 
container rate. 

 
(Li). The existing miscellaneous charges for shifting of containers on board via quay 

head, has been bifurcated into two categories viz., shifting of containers on board 
via quay head without port labour and shifting of containers on board via quay 
head with port labour.  Accordingly, two different rates have been prescribed by 
the port. Also, a new rate has been introduced to cover instances where shifting of 
containers on board is not via quay head and would be by deploying port labour.  

 
In this connection, the KOPT has reported that since it provides onboard labour in 
HDC and not in KDS, the existing conditionality gives rise to customer 
dissatisfaction due to difference in interpretation and therefore, to do away with 
such issues, it has proposed the changes mentioned above. However, the KOPT 
has not furnished the basis to arrive at the bifurcated rates, in spite of a query in 
this regard. In the absence of relevant information, the proposal of the port to 
bifurcate the existing rate is not approved. The existing arrangement will continue 
unaltered.  
 
With regard to prescription of a new rate for to cover instances where shifting of 
containers on board is not via quay head and would be by deploying port labour, 
the port has stated that the proposed rate has been derived based on the existing 
rate for Lift on/ Lift off/ Restacking by port equipment. The said new rate is 
approved.  

 
(Lii). The KOPT has proposed to reword the existing phrase ‘Lift on/ Lift off / Restacking 

by port equipment not included in the services mentioned at S.11 and S.12 or any 
other services under S.14’ to ‘Lift on/ Lift off to/ from trailer/ wagon or restacking 
(not involving transportation by trailer) by port equipment not included in the 
services mentioned at S.11 and S.13 or any other services under S.14, for better 
understanding and to bring more clarity at the ground level.  

 
 Since the basic nature of services rendered or to be rendered in the existing or 

proposed scenario does not undergo a change and that the proposed phrase 
would bring in clarity at the ground level as proposed by the port, the proposed 
modification to the existing description is approved.  

 



 

(Liii). The KOPT has introduced a charge of `500/- per TEU for gate delivery/ receiving 

charge on container on which Composite Box rate is not levied. While responding 
to a query raised by one of the user organizations viz., Association of Shipping 
Interests in Calcutta (ASIC), the KOPT has clarified that the proposed charge 
would be levied on a container which moves through the port without going 
through any ship face handling. The KOPT has also stated that under the existing 
arrangement, only lift-on/ lift-off charges at yard, if provided by port, is being 
levied, whereas, at the same time, the levy of composite box rate on such 
containers would be on a higher side. Hence, the KOPT has proposed to levy 
`500/- per TEU, which is reported to be not based on any cost parameters. The 

proposed rate is reported for recovery of some cost associated with involvement 
of port manpower and documentation in the process of delivery/ receiving where 
composite box rate, which includes wharfage, is not realised. 

 
 Since the number of such events occurring is insignificant, prescription of this new 

rate would not have any significant revenue impact. Based on this position and 
given that such gate delivery charges already exist in the existing Scale of Rates 
of KOPT for the cargo, the said prescription of a new rate is approved. 

  
(Liv). The KOPT has introduced a charge of `120/- per TEU for rendering a new service 

viz., on-board lashing/ de-lashing of containers, fixing and unfixing of twist lock 
and ancillary documents. Considering the estimated rate payable to private 
agency (as per market survey) at `83/- per TEU and the 45% Management and 

General Overheads at `37/- per TEU, the KOPT has arrived at the charge of 

`120/- per TEU. The KOPT has also quantified an additional income to the tune of 

about `1.20 crores each during the years 2014-15 and 2015-16 on account of 
such levy, which is seen to be the recovery of overheads component. 

  
 The ASIC is of the view that since the container charges at KOPT are composite 

rates, the proposal of the port to levy `120/- per TEU would amount to duplication. 

The Master Stevedores Association (MSA) has stated that the KOPT has no 
labour/ equipment to render lashing/ delashing of containers and hence the 
proposed rate should not be approved.  

 
 With regard to the submission made by the users associations, it is relevant to 

mention here that in respect of a composite rate for a container prescribed at 
KOPT, the rate includes the charges relating to movement of a container from a 
ship to yard and subsequent lift on for delivery and the said rates are applicable 
on all containers handled at KOPT. However, the rate of `120/- per TEU proposed 

by the port is towards providing additional ancillary services like lashing/ de-
lashing, fixing and unfixing of twist lock and ancillary documents, which may not 
be applicable to all containers handled at the port and would be optional and 
would be levied only at the request of the user. Based on the above position, the 
rate of `120/- per TEU for rendering a new service viz., on-board lashing/ de-

lashing of containers, fixing and unfixing of twist lock and ancillary documents, is 
approved. However, a note is prescribed that the said services are optional and 
would be rendered only at the request of the user. 

 
(Lv). The KOPT has introduced a charge of `1000/- per TEU for export load containers 

entering after the cut off period or export load containers made ready after the cut 
off period for readiness. In this regard, KOPT has clarified that at present no 
charge in this regard is prescribed in its Scale of rates and the proposed rate is 
only to enable KOPT levy a penal rate on an export container when it does not 
enter on time and due to which vessel operation and sailing gets affected, thereby 
disturbing the port’s overall work planning. Since the rate is penal in nature, the 
KOPT has stated that no cost element has been considered to arrive at the 
proposed rate. 

 
 The ASIC has objected to the proposed levy on the ground that due to 

infrastructure constraints like congested roads, location of the warehouses at 



 

hinterlands etc., the containers may sometimes miss the original cut off and 
therefore the extension of cut off is required and that the port is not to levy any 
charges as it is not rendering any special service by accommodating the request 
of extra cut-off being given to the customers. 

 
 It is to be noted that levy of such charge would force the users to adhere to the 

time schedule and would put the port’s valuable resources into more efficient use. 
As rightly mentioned by the KOPT, the users should endeavor to ensure that the 
KOPT does not get a chance to levy the said rate. Since, the proposed levy being 
in the nature of penal measure which will discourage idling of valuable resources 
of the port, the proposed levy is approved. 

 
(Lvi). The KOPT has proposed a note to the effect that demurrage charges on over 

dimensional containers would be levied at two times the rates applicable for the 
respective size and type of container on the ground that in the container storage 
yard, any over dimensional container occupies atleast two container storage slots 
as compared to a normal container. The KOPT has also stated that the Over 
dimensional containers, besides occupying larger area, also renders the adjacent 
slot unusable by other container and un-operable by yard equipment. 

 
 Though the ASIC has objected to the said levy stating that the KOPT should be in 

a position to make available the spare capacity for storage of Over dimensional 
containers without levying additional charge, it is to be recognized that the facility 
in a port is valuable and the port cannot be expected to offer the additional space 
free of charge. It is noteworthy that in Gateway Terminal India Private Limited 
(GTIPL), a BOT terminal at Jawaharlal Nehru Port Trust (JNPT), the demurrage 
charges on over dimensional containers has been prescribed at two times the 
rates applicable for the normal containers. Though, the KOPT has not furnished 
the financial implication arising due to prescription of demurrage on over 
dimensional containers, it is relevant to mention that the KOPT is not seen to have 
projected any traffic of over dimensional containers during the years 2013-14 to 
2015-16.  If at all, the port may realise only a negligible income from handling of 
over dimensional containers during the said three years, if the over dimensional 
containers are stored, beyond the free days. Based on the above position, the 
proposed prescription is approved. 

 
(Lvii). The KOPT has proposed a note to the effect that the demurrage charges of 

coastal container would apply as demurrage charges for IWT containers also so 
as to enable the IWT containers enjoy the rebate like coastal containers.  
 
In this regard, it is relevant to mention here that the coastal concession is not 
applicable for storage of containers, as per the Government policy. Therefore, the 
reasoning furnished by the KOPT of extending the concessional tariff relating to 
coastal containers to IWT containers does not arise. However, to enable the port 
to levy demurrage charges on IWT containers, the note proposed by the port is 
approved. 

 
(Lviii). The existing Scale of Rates of KOPT prescribe a rate of `12/- per axle per day for 

Stabling charge on non-commissioned wagon or wagon owned by party other than 
Indian Railway. The KOPT in the proposed Scale of Rates has proposed that the 
said rate would be levied as per the Indian Railways rates as circulated from time 
to time. However, when asked to clarify whether fixation of rates for stabling falls 
under the purview of this Authority or the Indian Railways, the KOPT has, interalia, 
stated that there is no stipulation for getting the approval of Indian Railways for 
levy of charges for other railway services rendered by the port to its users and that 
such rates in the past have been approved by this Authority. Thus, at one place 
the KOPT has proposed that Stabling charge would be levied as per the Indian 
Railways rates, and at other place the KOPT is of the view that this Authority has 
to approve the rates. There is no clarity on the stand taken by the port. The 
existing arrangement will, therefore, continue unaltered. 



 

 
(Lix). KOPT has introduced hire charges at `1813/- per hour for hiring of Excavators 

used for firefighting at coal stockyard and for some miscellaneous requirements. 
The KOPT has reported to have arrived at the proposed rate by considering the 
present hire rate of Excavators at HDC at `1258.75 per hour and added with the 

expected rise in fuel and labour cost and overheads of HDC. However, the basis 
for considering the 10% expected rise in fuel and labour cost and 19.25% as 
overheads has not been explained by the port. 

 
The KOPT has quantified the additional income arising out of the said levy at 
about `17 lakhs per annum during the years 2014-15 and 2015-16. Based on the 

above position, this Authority is inclined to approve the proposed levy. However, 
approval to the proposed rate should not be construed as incidental approval to 
the costing methodology adopted by the KOPT to arrive at the rate. 

 
(Lx). In the tariff Order of November 2010, a rate of `52/- per MT was approved for use 

of MHC at Berth no. 2 and 8 of HDC. On the ground that the KOPT is going to 
progressively deploy MHC at all its berths, the port has come up with a revised 
rate of `85.44 per MT for use of MHC. Infact, the KOPT has already commenced 

to apply the proposed rate in Berth no. 4B on adhoc basis with the consent of the 
users. The KOPT has sought approval for levy of the rate on adhoc basis from 14 
July 2013 till the revised rates for use of the MHC are approved by this Authority.  

 
The KOPT has explained the determination of the rate of `85.44 in a descriptive 

manner while responding to the comments of the Tata Steel Limited (TSL). 
However, no working in this regard has been furnished by the KOPT. In the 
absence of working and without detailed scrutiny of capacity and cost elements 
considered by the KOPT in determination of the proposed rate, it is not found 
possible to approve the rate as proposed by the port. Therefore, the rate for use of 
MHC is approved with the general increase in the cargo related charges to the 
tune of 20%. The increased rate for use of the MHC works out to `62.40 per MT. 

Since, the KOPT has made a mention about making a payment to the MHC 
contractor to the tune of `51.91 per MT, prescription of rate of `62.40 per MT 

would not put KOPT in a hardship for non-approval of the rate as proposed by it. 
In this regard, the KOPT should note that the prescription of rate of `62.40 per MT 

would be on adhoc basis. The KOPT is requested to come up with a well analysed 
proposal to arrive at the rate for use of MHC on normative basis, in line with the 
approach adopted by this Authority while prescription of rate for use of MHC at 
other major port trusts. 
 
Recognizing that the MHC is already in operation at Berth no. 4B and the port has 
already started levying the proposed rate with the consent of the users, levy of the 
mutually agreed adhoc rate of `85.44 per MT from 14 July 2013 till the effective 
date of implementation of the revised tariff is recognised. 
 

(Lxi). The charges for use of MHC prescribed in the existing Scale of Rates of KOPT is 
with reference to deployment of 2 nos. of MHCs at the Berth. The KOPT now has 
proposed a note to enable it prescribe rate for deployment of one MHC at a berth 
due to exigency or operational reasons. The ship berth day output as well as the 
amount payable in the event of deployment of one MHC is seen to be half the 
berth day output as well as the amount payable in the event of deployment of two 
no. of MHCs. Since the said note would bring in more clarity to the levy of charges 
for use of one MHC, the same is approved. 

 
(Lxii). On the ground that the wide variation in the size and weight of break bulk 

packages impacts the productivity of the MHC and also since the productivity for 
break bulk cargo varies with the type of cargo, the KOPT does not want to 
prescribe Minimum Level of Productivity (MLP) for such cargo. In this connection, 
the KOPT has proposed a note stating that the rate without any MLP will be levied 
in case of any cargo other than dry bulk cargo.  



 

 
 In this connection, it is noteworthy that in other major port trusts where tariff for the 

use of the MHC has been approved, different tariff for handling of dry bulk cargo 
as well as break bulk cargo by use of MHC has been approved with their relevant 
MLPs. It is to be noted here that the level of MLP prescribed in such cases in 
respect of Break Bulk cargo is seen to be less when compared with the MLP 
prescribed in respect of dry bulk cargo. This is recognizing the position that the 
productivity in respect of Break Bulk cargo would be less than that of the Dry Bulk 
cargo. Considering this position, the submission made by the KOPT appears to be 
reasonable. 

 
 However, it is relevant here to mention that the rate for use of MHC as available in 

the existing Scale of Rates of KOPT is for loading/ unloading of dry bulk cargo 
only. Therefore, the MLP prescribed for levy of the said rate is also with reference 
to dry bulk cargo only. The rate for handling of break bulk cargo by MHC has not 
been prescribed at KOPT with MLP. Considering that the KOPT is being advised 
to come up with a proposal to review the rate for MHC, the note now being 
proposed by the port is approved on adhoc basis for time being with an advice to 
the port to propose rate for handling break bulk cargo also with the relevant MLP, 
as considered in other ports while fixing the rate for MHC.  

 
(Lxiii). The Scale of Rates of KOPT prescribes rates for rendering despatch related 

services. As per the description to the said tariff item, the rate is towards rendering 
of various services like cleaning, trimming, labelling, lime spraying in addition to 
weighment. Some of the users are of the view that in case of operations like 
weighment etc. are not undertaken, the same should not be charged by KOPT. 
Acceding to the request made by the users, the KOPT has requested this 
Authority to consider the position that if due to any reason, the service of 
weighment cannot be provided by the port, the prescribed rate for weighment 
charge available in the Scale of Rates of KOPT may be considered as a discount. 
This provision is incorporated suitably as a note to the said levy. 

 
(Lxiv). The KOPT during the proceedings relating to its general revision in December 

2006 as well as in November 2010 had proposed to enlarge the scope of the 
existing provision relating to cleaning charges so as to cover all types of ore and 
finished fertilizers, clinkers, sugar, mill scale, pulses, and any other dry bulk cargo. 
On both the occasions, this Authority in its Order of December 2006 as well as in 
its Order of November 2010 had categorically stated that since the KOPT had 
been handling the cargo proposed to be covered for levy of cleaning charge even 
before the review of its tariff without any additional levy towards cleaning charge, 
the then existing charges would, therefore, cover the service of cleaning also. As 
such, the then proposed extension of the then existing provision to cover the 
above mentioned cargo items was not approved.  

 
Now, the KOPT has stated that the nature of the cargo proposed to be included 
requires cleaning and that it is more appropriate to realise the same under 
cleaning charge from the specific users. Though the KOPT has stated that the 
additional income arising due to enlarging the scope of the levy has been 
considered in the cost statement (at the proposed scale of Rates), the KOPT has 
not separately quantified the additional income. In the absence of the additional 
income and due to the objection from the users stating that Cleaning charge is an 
integral part of on board charges and should not be charged additionally, the 
proposal of the KOPT to enlarge the scope of the levy is not approved. 

 
(Lxv). Though the KOPT in its initial proposal had proposed modifications to the existing 

conditionalities relating to Ship Breaking and had also proposed increase in rates 
of ship breaking, it has subsequently proposed to maintain status quo in the 
conditionalities. The KOPT has, however, retained the increase in rates sought by 
it. The increase sought by KOPT has been restricted to the general increase in 
vessel related charges. 



 

 
(Lxvi). The dry dock charges are prescribed for occupancy of the vessel upto 10 days. 

The KOPT has proposed to levy 150% of the rates applicable for the period upto 
10 days for occupation from 11th to 30th day and 200% of the rates applicable for 
the period upto 10 days for occupation beyond 30 days, instead of the existing 
125% and 150% respectively.  

 
In this regard, the KOPT has stated that with regard to the levy of dry dock 
charges, the objective of port is to encourage ‘more vessels to dry dock for less 
period of occupation’ rather than ‘less vessels to dry dock for more period of 
occupation’. Reportedly, when a vessel is allotted for dry dock, the vessels 
continue to occupy dry dock for a long period, thereby hampering the total dry 
dock planning for all vessels requisitioned for dry docks. Hence, to discourage this 
tendency and at the same time to increase the revenue, the port has proposed 
increase in charges for higher occupation period.  
 
Further, the KOPT while responding to the queries have proposed to bifurcate the 
slab from 11

th
 to 30

th
 day in two stages i.e. a levy of 150% of the basic rate for 11

th
 

to 20
th
 day and a levy of 175% of basic rate for 21

st
 to 30

th
 day, in line with the 

existing scale of rates of Mumbai Port dry docks.  
 
The users have not objected to the proposed levy and recognizing that levy of 
such charges would make the users stick to the time schedule and would put the 
port’s valuable resources to a more efficient use, the levy proposed by the port in 
its initial proposal is approved, as the users are not aware of the changes 
proposed by the port subsequently. 

 
(Lxvii). Though the KOPT in its initial proposal had proposed to introduce charges for 

hiring of Scissors Lift and Air Compressors, it has subsequently withdrawn its 
proposal on the ground that the said equipment are not being put into use for 
more than 2 years due to lack of manpower and also due to the low demand for it 
by the users and it is most likely that it would be withdrawn from dry dock service. 
Based on the position put forth by KOPT, the proposal of the port in this regard is 
treated as withdrawn. The note proposed by the port with reference to the said 
hire of equipment is also treated as withdrawn. 

 
(Lxviii). The KOPT has proposed to introduce a new note to levy double the proposed rate 

for hire of 25 tonne crane, 7 tonne crane and upto 6 tonne crane, if the crane is 
booked beyond normal shift hours, on the ground that working beyond normal shift 
will involve payment of overtime. In this regard, it is recalled that during the last 
general revision of KOPT in 2010, when the KOPT had proposed similar 
provisions, this Authority in its Order of November 2010 had rejected the proposal 
of the port on the ground that it is not in favour of recognising overtime charges as 
the ports are expected to render service, round the clock and that the basic 
charges are recovered by KOPT from these tariff items even in the extended 
hours of working. In view of this position, it was communicated to the KOPT that 
this Authority is not in a position to accord approval to the proposal of the port. 

 
 In this regard, the KOPT has stated that during the few occasions when the 

cranes are booked in the evening hours or at night, it attracts extra electricity 
charges at higher rate levied by CESC from their peak load consideration and that 
to compensate for the same, it has proposed twice the prescribed charges. The 
KOPT has not explained how the levy of higher electricity charges at night 
culminates into prescription at twice the charges beyond shift hours. Hence the 
proposal of the Port is not acceded to. 

 
(Lxix). The KOPT has introduced levy of anchorage charges on vessels working at 

Sandheads. In this regard, the KOPT has stated that since there are no 
anchorage rates available for vessels anchored at Sandheads for trans-loading 
operations and since the KOPT is considering establishing such operations, there 



 

is a need for having a levy in this regard. The KOPT has not furnished any 
workings to arrive at the proposed rate and has stated that the proposed rate is in 
line with the proposed anchorage charge of any other river anchorage. The 
reference to any other river anchorage made by the KOPT has not been indicated 
by the KOPT. Therefore, in the absence of working and requisite details, the 
proposal of KOPT is not approved. 

 
(Lxx). Under the existing arrangement, additional charges per complete voyage or for 

each leg are prescribed on coastal vessels carrying passengers. Now, the KOPT 
has proposed introduction of additional charges per complete voyage or for each 
leg on foreign going vessels carrying passengers on the ground that it expects 
foreign cruise vessels. The KOPT has stated that like coastal vessels, the foreign 
vessels would also be availing the port passenger terminal facilities where intense 
civic and immigration facilities are required. The KOPT has not furnished the basis 
to arrive at the rate for foreign vessel carrying passengers. However, considering 
that the rate for coastal vessel carrying passengers is available and based on the 
position that the services rendered to both the coastal as well as foreign vessels 
carrying passengers are same, the rate for foreign vessel carrying passengers is 
approved, by taking the rate available for coastal vessel as base. Considering the 
rate for coastal vessel and applying the increase of 20% sought by the port on 
coastal vessel and keeping in view the present exchange rate and the coastal 
concession, the proposed rate for foreign going vessel appears to be reasonable. 
Hence, the proposed levy is approved.  

 
(Lxxi). KOPT has introduced charges for providing pneumatic fenders. It is recalled that 

in the Order of November 2010, in the absence of details of the cost elements 
forming part of the proposed rate, this Authority could not approve the rates 
proposed by KOPT for hiring out pneumatic fenders.  

 
 Now, the KOPT has furnished workings and arrived at the rate of `5500/- per 

fender per day, as brought out in the factual portion of this Order.  The basis for 
considering life of the asset at 8 years, maintenance @ 10%, overheads at 92% of 
the operating cost has not been explained by the port. Further, though the KOPT 
has stated in the workings that the utilization of the fender is 30% (1314 fender 
days), it works out to only 15% utilization. Notwithstanding this position, 
considering the position that this is an additional service/ facility envisaged by port 
to be provided to the ships on their request, and taking into account the estimated 
additional income arising from the hire of fenders at the proposed rate at `69.62 
lakhs and `73.08 lakhs during the years 2014-15 and 2015-16, and keeping in 

view that the users have not objected to the proposed levy, the same is approved. 
 
 With reference to the note proposed by the port that incase the fenders are 

required to be deployed in any place other than the specified areas, the KOPT 
levying additional cost towards to and fro transportation, the KOPT has clarified 
that since Fenders can be moved by use of tugs/ launches etc. specific rate for 
hiring of tugs/ launches etc. prescribed in the KOPT Scale of Rates would be 
levied for such transportation. The proposed note is also approved. 

 
(Lxxii). The KOPT has proposed a note to the effect that incase of vessels attending 

Sandheads for lighterage operation where the cargo discharged by such mother 
vessels is subsequently not discharged at any approved landing stage within 
KoPT limits, the full port dues as applicable for a foreign going vessel or a coastal 
vessel would apply instead of the concessional port dues prescribed in respect of 
Vessels attending Sandheads for lighterage. Since the intention of the port is to 
enable it earn full port dues on a vessel incase such vessel does not take any 
other services from the port on the discharged cargo, thereby depriving the port to 
earn revenue on such discharged cargo, the proposed note is approved. 

 
 



 

(Lxxiii). The KOPT has proposed altering the existing slab structure prescribed for stayal 
of vessel less than 200 tonnes.  It is recalled that in the Order of November 2010, 
in the absence of KOPT providing the details of the additional revenue that may 
accrue to it due to the proposed change, this Authority could not approve the said 
arrangement.  In this regard, the KOPT has stated that due to very low charges, 
the small boats show a tendency to stay inside dock for shelter thereby creating 
congestion in the impounded dock system and that altering the slab structure 
would act as a disincentive to them. The KOPT has also stated that the alteration 
of the slab structure for small boats is not being made with an intention to earn 
additional revenue, which in any case is negligible, but it is only an attempt to 
solve the congestion problem.  Based on the position that the additional income 
arising out of the proposed change is only negligible and also since the users 
have not objected to the said levy, the proposal of the port in this regard is 
approved.  

 
(Lxxiv). Under the existing arrangement, if an inland vessel and non-propelled craft 

requires the services of port for towage and pilotage or shifting, 50% of the rates 
applicable for coastal vessel (other than for Andaman) is levied. The KOPT has 
now proposed levy of 75% of the rates applicable for coastal vessel (other than for 
Andaman) on inland vessel and non-propelled craft for services of port for towage 
and pilotage or shifting. In this regard, the KOPT is of the view that due to 
depreciating value of Rupee vis-à-vis Dollar, the Coastal vessel charges has 
become lower than that of Foreign vessel and since no specific guidelines exist for 
the IWT vessels, it has proposed to levy 75% of the coastal rate. 

 
 Fluctuation in the Rupee-Dollar Exchange rate is a part and parcel of the business 

and cannot be taken as a criteria for determining the rate. The 2005 guidelines do 
not permit restatement of coastal rates with reference to prevailing exchange rate 
at the time of each general revision of Scale of Rates. The proposal of the port, 
therefore, is not approved. 

 
(Lxxv). With regard to the proposed rate of `40 per MT introduced for handling of fly ash 

vessel at TT shed of KDS, the KOPT has stated to have started implementing the 
rate effective from 09 May 2011 with the approval of Board and in consultation 
with the users.  

 
 In this connection, it is relevant to mention here that as per clause 2.17.1 to 2.17.3 

of the tariff guidelines of March 2005, whenever a specific tariff for a service/ 
cargo is not available in the notified Scale of Rates, a port or private terminal is 
allowed to submit a suitable proposal. With the submission of the proposal, the 
port can levy the proposed charges on an adhoc basis till the rates are finally 
notified, provided the adhoc rate is derived based on the existing notified tariff for 
comparable service/ cargo; and, it is mutually agreed upon by the Port/ Terminal 
and the concerned users  

 
 Levy of charges by the KOPT from 09 May 2011 is not found to be line with the 

stipulation contained in Clause 2.17.1 to 2.17.3 of the tariff guidelines of 2005 as 
the rate is not derived based on the existing notified tariff for comparable service/ 
cargo. Inspite of a specific request, the KOPT is not seen to have furnished 
workings to arrive at the proposed rate. However, since the KOPT has already 
started rendering the said service and given that the users have agreed to the 
proposed rate, this Authority is inclined to take a lenient view and approve the 
proposed levy of the charges retrospectively from the date of implementation of 
the rates i.e. 09 May 2011. However, the KOPT is advised to strictly refrain from 
such action in future.  

 
(Lxxvi). The KOPT has not explained the reason for removal of provision prescribed at 

Note (ii) to Section 11 and 12 for allowing rebate, when the services are not 
provided by the KOPT. Therefore, the existing provision is retained. 

  



 

(Lxxvii). The tariff guidelines of 2005 prescribe concessional tariff for coastal cargoes/ 
containers/ vessels. The coastal cargo/ container/ vessel related charges should 
not exceed 60% of the normal cargo/ container/ vessel related charges. 
Importantly, the guidelines do not permit restatement of coastal rates with 
reference to prevailing exchange rate at the time of each general revision of Scale 
of Rates.  The objective of this clause is to ensure that the coastal vessels are not 
burdened on account of fluctuation in the exchange rate due to such restatement. 
In view of this position, the existing coastal vessel rates are maintained subject to 
the general decision on increase in the vessel related charges.  

 
13.1.  In the result, and for the reasons given above and based on collective application 
of mind, this Authority approves the revised Scale of Rates of the KOPT. The effective date of the 
revised Scale of Rates as conditionalities governing the application of revised Scale of Rates will 
remain the same as already indicated in the separate Order dated 21 February 2014 notified on 26 
February 2014. The ASIC has requested for notice of 3 months for implementation of the revised 
tariff. However, it is to be noted that the tariff guidelines stipulate that the tariff approved by this 
Authority will come into effect 30 days from the notification of the Order in the Gazette. Therefore, 
this Authority is not in a position to accede to the request made by ASIC. 
 
13.2.  A special levy of 5% on all the cargo and vessel related charges is approved to 
meet the pension liability in respect of employees who have retired prior to 1 April 2004, and will 
be in force till 31 March 2016. The approval accorded will automatically lapse thereafter unless 
specifically extended by this Authority. The pension fund position and the special rate to be 
approved now will be reviewed at the time of next tariff review. The port is advised to maintain a 
separate account in this regard and furnish the audited details for scrutiny at the time of the next 
review. 
 
13.3.  Since the estimated cost and financial position of KOPT has been considered upto 
31 March 2016, the tariff approved now will remain in force till 31 March 2016. The approval 
accorded will automatically lapse thereafter unless specifically extended by this Authority. 
 
13.4.  The tariff of the KOPT has been fixed relying on the information furnished by the 
port and based on assumptions made as explained in the analysis.  If this Authority, at any time, 
during the prescribed tariff validity period, finds that the actual position varies substantially from the 
estimations considered or there is deviation from the assumptions accepted herein, this Authority 
may require the KOPT to file a proposal ahead of the schedule to review its tariff and to setoff fully 
the advantage accrued on account of such variations in the revised tariff. 
 
13.5.   In this regard, the KOPT is requested furnish a report of the actual physical and 
financial performance within 15 days of completion of each quarter of a year i.e. for the period 
ending on 30 June, 30 September, 31 December and 31 March of each of the years in the same 
format in which the cost statement for the tariff proposals are filed. The report should also be 
accompanied with the reasons for variation from the estimates relied upon for fixing the tariff in 
force.  If a variation of (+)/(-)20% is observed between the actual and the estimates for two 
consecutive quarterly period, TAMP will call upon the KOPT to submit its proposal for an ahead of 
schedule review.  If the KOPT fails to file a tariff proposal within the time limit to be stipulated by 
TAMP, this Authority will proceed suo motu to review the tariff. 
 
 

 
(T.S. Balasubramanian) 

                              Member (Finance) 
 
 



Annex - I

` in Lakhs

2010-11 2011-12 2012-13 2010-11 2011-12 2012-13
Traffic 
- Cargo (in Million Metric Tonnes) 43.643 44.754 47.635 47.545 43.248 40.519

I Operating Income 
(i) Cargo & Container Handling income 46722.37 52320.00 54862.91 46690.89 51448.67 45720.88
(ii) Vessel related income 26087.83 31425.38 32806.65 26952.19 29227.14 30869.61
(iii) Railway Income 9387.19 9250.36 9820.50 9383.05 11028.27 9426.80
(iv) Estate Income 21171.95 21790.09 22429.39 21427.78 35323.55 30607.25

Total (i to iv) 103369.34 114785.84 119919.45 104453.91 127027.63 116624.54

II Operating cost (excl depreciation)
(i) Cargo Handling & storage 19941.24 21182.38 21978.84 20073.70 22941.08 22957.53
(ii) Port and dock facilities 15757.89 16350.39 16965.16 16287.87 18936.12 21265.06
(iii) Railway Activity 4671.57 4847.22 5029.47 4422.62 5509.31 4153.19
(iv) Estate Activity 4035.05 4186.77 4344.19 4021.84 4049.81 4343.77

Total (i to iv) 44405.75 46566.76 48317.66 44806.03 51436.32 52719.55

III Depreciation 3751.90 3936.03 4229.92 3629.08 3838.29 3814.16

IV Management & General Administration 
Overheads 21531.05 22340.62 23180.63 20829.26 22785.15 25610.40

V Operating Surplus / (Deficit)                              
(I) – (II) – (III) - (IV) 33680.638 41942.428 44191.236 35189.54 48967.865 34480.425

VI Finance & Miscellaneous Income (FMI) 1222.22 719.38 719.38 8078.45 8824.63 10296.73

VII Finance & Miscellaneous Expenses (FME) 30691.11 30060.87 30503.7 31772.94 33444.69 40521.87

VIII FMI Less FME (VI) - (VII) -29468.89 -29341.49 -29784.32 -23694.49 -24620.06 -30225.14

IX Surplus Before Interest and Tax (V) + (VIII) 4211.75 12600.94 14406.92 11495.05 24347.81 4255.29

X Capital Employed 80761.92 82532.97 86008.68 80770.34 84246.22 79642.63
- Business Assets 75865.97 77477.87 80604.81 75893.98 79127.18 74735.39
- Business Related Assets 3756.55 3869.81 4113.82 3744.95 3925.69 3751.69
- Social Obligation Assets 1139.40 1185.29 1290.04 1131.41 1193.35 1155.55

XI Return on Capital employed 12454.10 12721.52 13242.33 12457.61 12990.11 12272.80
- Business Assets 12138.55 12396.46 12896.77 12143.04 12660.35 11957.66
- Business Related Assets 315.55 325.06 345.56 314.58 329.76 315.14
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00

XII Net Surplus / (Deficit) (IX) - (XIII) -8242.35 -120.58 1164.59 -962.56 11357.70 -8017.52

KOLKATA PORT TRUST
Analysis of performance of Kolkata Port Trust for the period from the years 2010-11 to 2012-13.

Sr.
No. Particulars

ActualsEstimates relied upon in the 
tariff Order of November 2010



` in Lakhs

2010-11 2011-12 2012-13 2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

Cargo Traffic (in Million Metric Tonnes) 47.545 43.248 40.519 46.015 48.156 50.316 46.015 48.156 50.316

I Operating Income 
(i) Cargo & Container Handling income 46690.89 51448.67 45720.88 49084.53 51616.27 53690.77 49084.53 51616.27 53690.77
(ii) Vessel related income 26952.19 29227.14 30869.61 35765.14 37356.18 39150.19 35719.55 38734.07 40592.62
(iii) Railway Income 9383.05 11028.27 9426.80 10436.25 11020.96 11642.12 10436.25 11020.96 11642.12
(iv) Estate Income 21427.78 35323.55 30607.25 32544.83 33275.68 34011.05 32544.83 33275.68 34011.05

Total (i to iv) 104453.91 127027.63 116624.54 127830.75 133269.09 138494.13 127785.16 134646.98 139936.56

II Operating cost (excl depreciation)
(i) Cargo Handling & storage 20073.70 22941.08 22957.53 25720.66 28040.62 30003.05 24382.12 26088.87 27915.09
(ii) Port and dock facilities 16287.87 18936.12 21265.06 25690.58 27499.85 29435.90 23130.82 24749.97 26482.47
(iii) Railway Activity 4422.62 5509.31 4153.19 4774.83 5109.06 5466.73 4443.92 4755.00 5087.85
(iv) Estate Activity 4021.84 4049.81 4343.77 4760.12 5093.18 5449.87 4647.83 4973.18 5321.31

Total (i to iv) 44806.03 51436.32 52719.55 60946.19 65742.71 70355.55 56604.70 60567.03 64806.72

III Depreciation 3629.08 3838.29 3814.16 3829.92 3969.14 4024.19 3829.92 3969.14 4024.19

IV Management & General Administration 
Overheads 20829.26 22785.15 25610.40 29803.78 31889.90 34114.03 27403.13 29321.35 31373.84

V Operating Surplus / (Deficit)                              
(I) – (II) – (III) - (IV) 35189.54 48967.865 34480.425 33250.86 31667.34 30000.36 39947.41 40789.46 39731.81

VI Finance & Miscellaneous Income (FMI) 8078.45 8824.63 10296.73 2072.92 1758.02 1793.62 2072.92 1758.02 1793.62

VII Finance & Miscellaneous Expenses (FME) 31772.94 33444.69 40521.87 37443.39 39200.18 40604.33 33443.39 35200.18 36604.33

VIII FMI Less FME (VI) - (VII) -23694.49 -24620.06 -30225.14 -35370.47 -37442.16 -38810.71 -31370.47 -33442.16 -34810.71

IX Surplus Before Interest and Tax                
(V) + (VIII) 11495.05 24347.81 4255.29 -2119.61 -5774.82 -8810.35 8576.94 7347.30 4921.10

X Capital Employed 80770.34 84246.22 79642.63 78296.59 78558.60 77557.71 79655.49 79988.02 79046.99
- Business Assets 75893.98 79127.18 74735.39 74386.57 74635.05 73659.35 74681.73 74936.60 74004.62
- Business Related Assets 3744.95 3925.69 3751.69 3550.04 3582.21 3575.66 3791.50 3841.26 3826.11
- Social Obligation Assets 1131.41 1193.35 1155.55 359.98 341.34 322.70 1182.27 1210.16 1216.25

XI Return on Capital employed 12457.61 12990.11 12272.80 12127.28 12169.13 12012.52 9277.64 9312.37 9199.27
- Business Assets 12143.04 12660.35 11957.66 11901.89 11941.61 11785.50 8961.81 8992.39 8880.55
- Business Related Assets 314.58 329.76 315.14 225.39 227.52 227.01 315.83 319.98 318.72
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00 0.00 0.00 0.00

XII Net Surplus / (Deficit) (IX) - (XIII) -962.56 11357.70 -8017.52 -14246.89 -17943.95 -20822.87 -700.70 -1965.07 -4278.17

XIII Net Surplus / (Deficit) as a % of operating 
income (XIV / I in %) -11.15% -13.46% -15.04% -0.55% -1.46% -3.06%

XIV Average Net Surplus / (Deficit) as a % of 
operating income

-13.21% -1.69%

Annex - II (a)
KOLKATA PORT TRUST

Consolidated Cost statement for the years 2013-14 to 2015-16. 

Sr.
No. Particulars

Estimates at the existing level of 
tariff as moderated by TAMPActuals Estimates at the existing level of 

tariff as given by KOPT



` in Lakhs

2010-11 2011-12 2012-13 2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

Traffic (In MMTs) 35.005 31.015 28.084 32.005 33.601 35.291 32.005 33.601 35.291

I Operating Income 
(i) Cargo/ Container Handling income 28185.27 32244.27 25168.86 26273.94 27886.77 29104.86 26273.94 27886.77 29104.86
(ii) Vessel related income 20947.91 22697.53 23931.05 28035.37 29369.92 30934.21 27999.13 30465.86 32086.78
(iii) Railway Income 8005.88 9057.94 7949.91 8811.69 9233.49 9676.39 8811.69 9233.49 9676.39
(iv) Estate Income 8207.02 10186.99 10970.99 11544.63 11775.54 12011.05 11544.63 11775.54 12011.05

Total (i to iv) 65346.08 74186.73 68020.81 74665.63 78265.72 81726.51 74629.40 79361.66 82879.08

II Operating cost (excl depreciation)
(i) Cargo Handling & storage 8254.75 10964.48 9437.51 10133.05 11361.46 12156.76 9703.20 10382.43 11109.19
(ii) Port and dock facilities 7707.95 9610.64 12278.42 13786.32 14754.95 15791.44 13283.06 14212.88 15207.78
(iii) Railway Activity 2907.23 3778.68 2708.67 3063.52 3277.96 3507.42 2898.28 3101.16 3318.24
(iv) Estate Activity 2202.38 2264.24 2676.35 2908.60 3112.19 3330.06 2863.69 3064.15 3278.64

Total (i to iv) 21072.31 26618.04 27100.95 29891.49 32506.56 34785.68 28748.24 30760.61 32913.86

III Depreciation 2495.50 2592.58 2543.04 2438.57 2521.78 2549.37 2438.57 2521.78 2549.37

IV Management & General Administration 
Overheads 8765.82 9735.02 11259.50 12811.78 13708.61 14668.30 12047.67 12891.00 13793.37

V Operating Surplus/ (Deficit)                                    
(I) – (II) – (III) - (IV) 33012.45 35241.09 27117.32 29523.79 29528.77 29723.16 31394.92 33188.26 33622.48

VI Finance & Miscellaneous Income (FMI) 5209.28 2922.08 4668.39 726.31 748.45 769.27 726.31 748.45 769.27

VII Finance & Miscellaneous Expenses (FME) 20747.18 21903.41 23605.49 22902.78 23842.70 24483.91 20456.12 21409.78 22071.96

VIII FMI Less FME (VI) - (VII) -15537.90 -18981.33 -18937.10 -22176.47 -23094.25 -23714.64 -19729.81 -20661.33 -21302.69

IX Surplus Before Interest and Tax                        
(V) + (VIII) 17474.55 16259.75 8180.22 7347.32 6434.52 6008.52 11665.11 12526.92 12319.78

X Capital Employed 57154.77 59028.19 54589.74 52513.25 51691.27 50150.10 53424.66 52631.82 51113.09
- Business Assets 54639.96 56430.95 52187.79 50408.05 49648.42 48170.26 51073.98 50316.02 48864.12
- Business Related Assets 2091.86 2160.43 1997.98 1745.22 1701.51 1657.14 1955.34 1926.32 1870.74
- Social Obligation Assets 422.95 436.81 403.96 359.98 341.34 322.70 395.34 389.48 378.24

XI Return on Capital employed 8918.11 9210.43 8517.88 8176.11 8051.85 7812.43 6291.76 6198.39 6019.53
- Business Assets 8742.39 9028.95 8350.05 8065.33 7943.75 7707.25 6128.88 6037.92 5863.69
- Business Related Assets 175.72 181.48 167.83 110.78 108.10 105.18 162.88 160.46 155.83
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00 0.00 0.00 0.00

XII Capacity Utilization 69.03% 61.10% 55.34% 68.47% 71.89% 75.68% 67.85% 67.79% 71.49%

XIII ROCE adjusted for capacity utilization 8918.11 9210.43 8517.88 8176.11 8051.85 7812.43 6291.76 6198.39 6019.53

XIV Net Surplus / (Deficit) (IX) - (XIII) 8556.44 7049.33 -337.66 -828.79 -1617.33 -1803.91 5373.35 6328.53 6300.25

XV Net Surplus / (Deficit) as a % of 
operating income (XIV/I in %) 13.09% 9.50% -0.50% -1.11% -2.07% -2.21% 7.20% 7.97% 7.60%

XVI Average Net Surplus / (Deficit) as a % of 
operating income (XVI / I in %)

-1.79% 7.59%7.37%

HALDIA DOCK COMPLEX

Actuals Estimates at the existing level of 
tariff as given by KOPT

Estimates at the existing level 
of tariff as moderated by TAMP

Consolidated Income & Cost statement 

Annex - II (b)

Sr.
No. Particulars



` in Lakhs

2010-11 2011-12 2012-13 2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

Traffic (In MTs) 12.540 12.233 12.435 14.010 14.555 15.025 14.010 14.555 15.025

I Operating Income 
(i) Cargo/ Container Handling income 18505.62 19204.40 20552.02 22810.59 23729.50 24585.91 22810.59 23729.50 24585.91
(ii) Vessel related income 6004.28 6529.61 6938.56 7729.77 7986.26 8215.98 7720.41 8268.22 8505.84
(iii) Railway Income 1377.17 1970.33 1476.89 1624.56 1787.47 1965.73 1624.56 1787.47 1965.73
(iv) Estate Income 13220.76 25136.56 19636.26 21000.20 21500.14 22000.00 21000.20 21500.14 22000.00

Total (i to iv) 39107.83 52840.90 48603.73 53165.12 55003.37 56767.62 53155.76 55285.33 57057.48

II Operating cost (excl depreciation)
(i) Cargo Handling & storage 11818.95 11976.60 13520.02 15587.61 16679.16 17846.29 14678.92 15706.45 16805.90
(ii) Port and dock facilities 8579.92 9325.48 8986.64 11904.26 12744.90 13644.46 9847.73 10537.07 11274.67
(iii) Railway Activity 1515.39 1730.63 1444.53 1711.31 1831.10 1959.31 1545.65 1653.84 1769.61
(iv) Estate Activity 1819.46 1785.57 1667.41 1851.52 1980.99 2119.81 1784.13 1909.02 2042.65

Total (i to iv) 23733.72 24818.28 25618.60 31054.70 33236.15 35569.87 27856.43 29806.38 31892.83

III Depreciation 1133.58 1245.71 1271.12 1391.35 1447.36 1474.82 1391.35 1447.36 1474.82

IV Management & General Administration 
Overheads

12063.44 13050.13 14350.90 16992.00 18181.29 19445.73 15355.46 16430.35 17580.47

V Operating Surplus / (Deficit) (I) – (II) – (III) 
- (IV)

2177.09 13726.78 7363.11 3727.07 2138.57 277.20 8552.52 7601.25 6109.36

VI Finance & Miscellaneous Income (FMI) 2869.17 5902.55 5628.34 1346.61 1009.57 1024.35 1346.61 1009.57 1024.35

VII Finance & Miscellaneous Expenses (FME) 11025.76 11541.28 16916.38 14540.61 15357.48 16120.42 12987.27 13790.40 14532.37

VIII FMI Less FME (VI) - (VII) -8156.59 -5638.73 -11288.04 -13194.00 -14347.91 -15096.07 -11640.66 -12780.83 -13508.02

IX Surplus Before Interest and Tax                      
(V) + (VIII)

-5979.50 8088.05 -3924.93 -9466.93 -12209.34 -14818.87 -3088.14 -5179.58 -7398.66

X Capital Employed 23615.57 25218.03 25052.89 25783.34 26867.33 27407.61 26230.83 27356.20 27933.90
- Business Assets 21254.01 22696.23 22547.60 23978.52 24986.63 25489.09 23607.75 24620.58 25140.51
- Business Related Assets 1653.09 1765.26 1753.70 1804.82 1880.70 1918.52 1836.16 1914.93 1955.37
- Social Obligation Assets 708.47 756.54 751.59 0.00 0.00 0.00 786.92 820.69 838.02

XI Return on Capital employed 3539.50 3779.68 3754.93 3951.17 4117.28 4200.09 2985.88 3113.98 3179.74
- Business Assets 3400.64 3631.40 3607.62 3836.56 3997.86 4078.25 2832.93 2954.47 3016.86
- Business Related Assets 138.86 148.28 147.31 114.61 119.42 121.83 152.95 159.51 162.88
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00 0.00 0.00 0.00

XII Capacity Utilization 60.12% 56.50% 57.41% 63.54% 63.28% 63.00% 52.33% 52.49% 53.44%

XIII RoCE adjusted for capacity utilization 3539.50 3779.68 3754.93 3951.17 4117.28 4200.09 2985.88 3113.98 3179.74

XIV Net Surplus / (Deficit) (IX) - (XIII) -9519.00 4308.37 -7679.86 -13418.10 -16326.62 -19018.96 -6074.02 -8293.56 -10578.40

XV Net Surplus / (Deficit) as a % of operating 
income (XIV/I in %)

-25.24% -29.68% -33.50% -11.43% -15.00% -18.54%

XVI Average Net Surplus / (Deficit) as a % of 
operating income (XIV/I in %)

Actuals

Annex - II (c)

-29.47% -14.99%

Consolidated Income & Cost statement for the port

Sr.
No.

KOLKATA DOCK SYSTEM

Particulars
Estimates at the existing level of 

tariff as given by KOPT
Estimates at the existing level of 

tariff as moderated by TAMP



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
 - Liquid Bulk including POL & Crude 9179.01 9605.73 10178.58 9179.01 9605.73 10178.58

- Iron Ore 865.36 869.22 893.22 865.36 869.22 893.22
- Coal 6269.59 7010.82 7298.72 6269.59 7010.82 7298.72
- Container Income 23610.21 24415.76 25221.68 23610.21 24415.76 25221.68
- General Cargo 7212.63 7804.21 8147.43 7212.63 7804.21 8147.43
- Other Income 1064.33 1092.81 1125.29 1064.33 1092.81 1125.29
- 50% Royalty Income from BOT Operators 883.40 817.72 825.85 883.40 817.72 825.85

Total 49084.53 51616.27 53690.77 49084.53 51616.27 53690.77
    

II Operating Expenses
- Salary & Wages 13675.33 14632.67 15656.81 12336.72 13200.29 14124.31
- Power 1050.3 1172.28 1254.18 1095.44 1172.13 1254.17
- Fuel 240.09 256.88 274.87 242.64 259.63 277.80
- Repairs & Maintenance 3765.85 4029.45 4311.58 3765.88 4029.49 4311.55
- Others 6989.09 7949.34 8505.61 6941.44 7427.34 7947.26

Total  25720.66 28040.62 30003.05 24382.12 26088.87 27915.09

III Depreciation 1742.65 1809.30 1825.32 1742.65 1809.30 1825.32

IV Allocated share of Management and General 
overheads 13498.61 14534.79 15541.41 12840.42 13739.25 14700.99

V Operating Surplus/ Deficit  (I) – (II) - (III) - 
(IV) 8122.61 7231.56 6320.99 10119.34 9978.85 9249.36

VI Allocated share of FMI 833.40 702.40 717.60 833.40 702.40 717.60

VII Allocated share of FME 17091.14 17883.09 18506.07 15265.33 16058.29 16683.01

VIII FMI Less FME (VI) - (VII) -16257.74 -17180.69 -17788.47 -14431.93 -15355.89 -15965.41

IX Surplus  / deficit (V) + (VIII) -8135.13 -9949.13 -11467.48 -4312.59 -5377.04 -6716.05

X Capital Employed for the activity 43527.99 44210.54 44033.97 44283.46 45014.98 44879.52
- Business Assets 41851.40 42526.12 42379.57
- Business Related Assets 1909.20 1950.66 1955.87
- Social Obligation Assets 522.86 538.21 544.09

XI Return on Capital employed 6850.63 6958.85 6930.40 5181.20 5265.62 5248.47
- Business Assets 5022.17 5103.13 5085.55
- Business Related Assets 159.04 162.49 162.92
- Social Obligation Assets 0.00 0.00 0.00

XII Capacity Utilization 66.88% 69.04% 71.27% 70.95% 71.78% 75.65%

XIII RoCE adjusted for Capacity utilization 6850.63 6958.85 6930.40 5181.20 5265.62 5248.47

XIV Net surplus / (Deficit) (IX) - (XIII) -14985.76 -16907.98 -18397.88 -9493.79 -10642.67 -11964.52

XV Net Surplus / (Deficit) as a % of Operating 
Income (XIV/I in %) -30.53% -32.76% -34.27% -19.34% -20.62% -22.28%

XVI Average Net Surplus / (Deficit) as a % of 
Operating Income 

Estimates at the existing level of tariff as 
given by KOPT

Estimates at the existing level of tariff as 
moderated by TAMP

-32.52% -20.75%

Annex - II (d)
KOLKATA PORT TRUST

Cost statement for Cargo handling activity 

Sr.
No. Particulars



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
- Port dues 9132.06 9672.80 10067.98 9119.80 10048.73 10458.32
- Berth Hire & Mooring Hire 4635.43 4973.69 5143.19 4829.77 5392.84 5578.14
- Dry Docking 675.00 675.00 675.00 675.00 675.00 675.00
- Pilotage & Towage 19960.27 20603.56 21763.80 19971.05 21435.97 22640.95
- Others (Fresh water & Misc.ch.) 1362.38 1431.13 1500.22 1123.92 1181.54 1240.22

Total 35765.14 37356.18 39150.19 35719.55 38734.08 40592.62
    

II Operating Expenses
- Salary & Wages 14273.70 15272.79 16342.00 11908.85 12742.47 13634.44
- Power 671.36 747.04 799.40 685.11 733.07 784.38
- Fuel 1628.51 1742.48 1864.43 1545.70 1653.90 1769.67
- Repairs & Maintenance 4754.37 5087.37 5443.27 4808.85 5145.47 5505.65
- Others 4362.64 4650.17 4986.80 4182.31 4475.07 4788.33

Total  25690.58 27499.85 29435.90 23130.82 24749.97 26482.47

III Depreciation 1684.79 1742.63 1724.78 1684.79 1742.63 1724.78

IV Allocated share of Management and 
General overheads 11283.23 12014.91 12855.90 9840.24 10529.06 11266.10

V Operating Surplus/ Deficit  (I) – (II) - 
(III) - (IV) -2893.46 -3901.21 -4866.39 1063.70 1712.41 1119.27

VI Allocated share of FMI 468.51 427.51 439.40 468.51 427.51 439.40

VII Allocated share of FME 15701.55 16457.08 17077.21 14024.19 14777.79 15395.36

VIII FMI Less FME (VI) - (VII) -15233.04 -16029.57 -16637.81 -13555.68 -14350.28 -14955.96

IX Surplus  / deficit (V) + (VIII) -18126.50 -19930.78 -21504.20 -12491.98 -12637.87 -13836.69

X Capital Employed for the activity 26327.54 25717.36 24930.68 26784.48 26185.30 25409.40
- Business Assets 24772.19 24188.23 23445.15
- Business Related Assets 1477.59 1462.32 1434.71
- Social Obligation Assets 534.69 534.76 529.55

XI Return on Capital employed 4057.08 3960.02 3835.91 3095.75 3024.40 2932.93
- Business Assets 2972.66 2902.59 2813.42
- Business Related Assets 123.08 121.81 119.51
- Social Obligation Assets 0.00 0.00 0.00

XII Capacity Utilization 66.88% 69.04% 71.27% 70.95% 71.78% 75.65%

XIII RoCE adjusted for Capacity utilization 4057.08 3960.02 3835.91 3095.75 3024.40 2932.93

XIV Net surplus / (Deficit) (IX) - (XIII) -22183.58 -23890.80 -25340.11 -15587.73 -15662.27 -16769.61

XV Net Surplus / (Deficit) as a % of 
Operating Income (XIV/I in %) -62.03% -63.95% -64.73% -43.64% -40.44% -41.31%

XVI Average Net Surplus / (Deficit) as a % 
of Operating Income 

Estimates at the existing level of tariff as 
moderated by TAMP

Cost statement for Port & Dock activity 

Annex - II (e)

-63.57% -41.80%

KOLKATA PORT TRUST

Sr.
No. Particulars

Estimates at the existing level of tariff as 
given by KOPT



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
- Haulage 5294.71 5579.13 5879.75 5294.71 5579.13 5879.75
- Terminal charges 3761.26 3963.65 4177.59 3761.26 3963.65 4177.59
- Others 1380.28 1477.73 1584.78 1380.28 1477.73 1584.78

Total 10436.25 11020.51 11642.12 10436.25 11020.51 11642.12
    

II Operating Expenses
- Operation and Maintenance of 
Locomotives, Wagons, etc. 1641.23 1756.10 1879.05 1541.11 1648.99 1764.42

- Maintenance of Permanent Way, 
Signal and Interlocking Facilities 1007.93 1078.49 1153.99 944.37 1010.48 1081.21

- Operation and maintenance of 
Stations, Yards and Sidings 1507.89 1613.45 1726.39 1365.98 1461.60 1563.91

- Administration & General expenses 617.78 661.02 707.30 592.46 633.93 678.31
Total 4774.83 5109.06 5466.73 4443.92 4755.00 5087.85

III Depreciation 258.64 271.44 314.67 258.64 271.44 314.67

IV Allocated share of Management and 
General overheads 1940.00 2062.91 2207.21 1829.73 1957.81 2094.86

V Operating Surplus/ Deficit  (I) – (II) - 
(III) - (IV) 3462.78 3577.10 3653.51 3903.95 4036.26 4144.74

VI Allocated share of FMI 126.93 121.12 126.52 126.93 121.12 126.52

VII Allocated share of FME 3448.80 3603.08 3720.43 3080.37 3235.42 3353.92

VIII FMI Less FME (VI) - (VII) -3321.87 -3481.96 -3593.91 -2953.44 -3114.30 -3227.40

IX Surplus  / deficit (V) + (VIII) 140.91 95.14 59.60 950.51 921.96 917.34

X Capital Employed for the activity 4123.30 4322.11 4273.19 4194.86 4400.75 4355.24
- Business Assets 3907.26 4081.18 4028.71
- Business Related Assets 214.98 236.18 239.86
- Social Obligation Assets 72.62 83.39 86.67

XI Return on Capital Employed 591.01 621.91 614.86 486.78 509.42 503.43
- Business Assets 468.87 489.74 483.45
- Business Related Assets 17.91 19.67 19.98
- Social Obligation Assets 0.00 0.00 0.00

XII Capacity Utilization 66.88% 69.04% 71.27% 66.88% 69.04% 71.27%

XIII RoCE adjusted for Capacity utilization 591.01 621.91 614.86 486.78 509.42 503.43

XIV Net surplus / (Deficit) (IX) - (XIII) -450.10 -526.77 -555.26 463.73 412.54 413.91

XV Net Surplus / (Deficit) as a % of 
Operating Income (XIV/I in %) -4.31% -4.78% -4.77% 4.44% 3.74% 3.56%

XVI Average Net Surplus / (Deficit) as a % 
of Operating Income 

-4.62% 3.91%

Estimates at the existing level of tariff 
as given by KOPT

Estimates at the existing level of tariff as 
moderated by TAMP

Annex - II (f)
KOLKATA PORT TRUST

Cost statement for Railway Activity 

Sr. No. Particulars



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
- Rent from land 13144.96 13377.24 13608.08 13144.96 13377.24 13608.08
- Rent from Building, Sheds & Godowns 8874.44 9003.35 9129.94 8874.44 9003.35 9129.94
- Others 10525.43 10895.09 11273.03 10525.43 10895.09 11273.03

Total 32544.83 33275.68 34011.05 32544.83 33275.68 34011.05
    

II Direct Expenses
- Estate Maintenance 1681.30 1799.01 1924.92 1651.62 1767.23 1890.94
- Administration and General Expenses 3078.82 3294.18 3524.95 2996.22 3205.96 3430.38

Total 4760.12 5093.19 5449.87 4647.84 4973.19 5321.32

III Depreciation 143.84 145.77 159.42 143.84 145.77 159.42

IV Allocated share of Management and 
General overheads 3081.94 3277.29 3509.48 2892.73 3095.23 3311.89

V Operating Surplus/ Deficit  (I) – (II) - (III) 
- (IV) 24558.93 24759.43 24892.28 24860.41 25061.49 25218.42

VI Allocated share of FMI 644.08 507.44 510.10 644.08 507.44 510.10

VII Allocated share of FME 1201.90 1256.93 1300.12 1073.50 1128.67 1172.04

VIII FMI Less FME (VI) - (VII) -557.82 -749.49 -790.02 -429.42 -621.23 -661.94

IX Surplus  / deficit (V) + (VIII) 24001.11 24009.94 24102.26 24430.99 24440.26 24556.48

X Capital Employed for the activity 4317.76 4308.59 4319.87 4392.70 4386.99 4402.82
- Business Assets 4150.86 4141.07 4151.20
- Business Related Assets 189.73 192.11 195.68
- Social Obligation Assets 52.10 53.81 55.95

XI Return on Capital Employed 628.56 628.35 631.35 513.91 512.93 514.44
- Business Assets 498.10 496.93 498.14
- Business Related Assets 15.80 16.00 16.30
- Social Obligation Assets 0.00 0.00 0.00

XII Capacity Utilization 66.88% 69.04% 71.27% 66.88% 69.04% 71.27%

XIII RoCE adjusted for Capacity utilization 628.56 628.35 631.35 513.91 512.93 514.44

XIV Net surplus / (Deficit) (IX) - (XIII) 23372.55 23381.59 23470.91 23917.08 23927.33 24042.03

XV Net Surplus / (Deficit) as a % of 
Operating Income (XIV/I in %) 71.82% 70.27% 69.01% 73.49% 71.91% 70.69%

XVI Average Net Surplus / (Deficit) as a % 
of Operating Income 

Annex - II (g)

Estimates at the existing level of tariff 
as moderated by TAMP

Estimates at the existing level of tariff as 
given by KOPT

70.36% 72.03%

KOLKATA PORT TRUST
Cost statement for Estate activity 

Sr.
No. Particulars



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
 - Liquid Bulk including POL & Crude 8202.04 8578.93 9114.40 8202.04 8578.93 9114.40

- Iron Ore 865.36 869.22 893.22 865.36 869.22 893.22
- Coal 6269.59 7010.82 7298.72 6269.59 7010.82 7298.72
- Container Income 5142.22 5211.23 5280.25 5142.22 5211.23 5280.25
- General Cargo 4460.28 4938.85 5217.42 4460.28 4938.85 5217.42
- Other Income 451.05 460.00 475.00 451.05 460.00 475.00
- 50% Royalty Income from BOT Operators 883.40 817.72 825.85 883.40 817.72 825.85

Total 26273.94 27886.77 29104.86 26273.94 27886.77 29104.86
    

II Operating Expenses
- Salary & Wages 6057.56 6481.62 6935.32 5627.71 6021.65 6443.16
- Power 404.60 432.91 463.23 404.60 432.92 463.23
- Fuel 154.05 164.83 176.37 154.05 164.83 176.37
- Repairs & Maintenance 1740.34 1862.14 1992.52 1740.34 1862.17 1992.52
- Others 1776.50 2419.96 2589.32 1776.50 1900.86 2033.91

Total  10133.05 11361.46 12156.76 9703.20 10382.43 11109.19

III Depreciation         1,241.67        1,312.13        1,333.28         1,241.67         1,312.13       1,333.28 

IV Allocated share of Management and General 
overheads 4420.91 4821.34 5152.25 4272.26 4571.32 4891.31

V Operating Surplus/ Deficit  (I) – (II) - (III) - (IV) 10478.31 10391.84 10462.57 11056.81 11620.89 11771.07

VI Allocated share of FMI 255.58 266.68 273.96 255.58 266.68 273.96

VII Allocated share of FME 11171.11 11630.15 11942.29 9977.72 10443.41 10765.84

VIII FMI Less FME (VI) - (VII) -10915.53 -11363.47 -11668.33 -9722.14 -10176.73 -10491.88

IX Surplus  / deficit (V) + (VIII) -437.22 -971.63 -1205.76 1334.66 1444.17 1279.19

X Capital Employed for the activity 35039.94 35297.66 34831.13 35648.09 35939.92 35499.96
- Business Assets 34513.76 34787.16 34336.48 34079.57 34358.57 33937.97
- Business Related Assets 436.21 425.20 414.02 1304.72 1315.40 1299.30
- Social Obligation Assets 89.97 85.30 80.63 263.80 265.96 262.70

XI Return on Capital Employed 5549.88 5593.00 5520.11 4198.23 4232.60 4180.79
- Business Assets 5522.22 5565.95 5493.84 4089.55 4123.03 4072.56
- Business Related Assets 27.66 27.05 26.27 108.68 109.57 108.23
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00

XII Capacity Utilization 68.47% 71.89% 75.68% 67.85% 67.79% 71.49%

XIII RoCE adjusted for Capacity utilization 5549.88 5593.00 5520.11 4198.23 4232.60 4180.79

XIV Net surplus / (Deficit) (IX) - (XIII) -5987.10 -6564.63 -6725.87 -2863.57 -2788.43 -2901.60

XV Net Surplus / (Deficit) as a % of Operating Income 
(XIV/I in %) -22.79% -23.54% -23.11% -10.90% -10.00% -9.97%

XVI Average Net Surplus / (Deficit) as a % of Operating 
Income 

Annex - II (h)

-23.15% -10.29%

Cost statement for Cargo handling activity 

Sr. 
No. Particulars

Estimates at the existing level of tariff as 
given by KOPT

Estimates at the existing level of tariff as 
moderated by TAMP

HALDIA DOCK COMPLEX



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
- Port dues 7445.96 7926.14 8267.14 7436.16 8228.09 8580.92
- Berth Hire & Mooring Hire 3495.08 3792.39 3925.24 3490.14 3946.52 4084.26
- Pilotage & Towage 15970.41 16469.86 17501.61 15948.91 17109.71 18181.38
- Others (Fresh water & Misc.ch.) 1123.92 1181.53 1240.22 1123.92 1181.54 1240.22

Total 28035.37 29369.92 30934.21 27999.13 30465.86 32086.78
    

II Operating Expenses
- Salary & Wages 5058.38 5412.52 5791.34 4582.73 4903.52 5246.77
- Power 404.60 432.92 463.23 404.60 432.92 463.23
- Fuel 1027.00 1098.89 1175.82 1027.01 1098.90 1175.82
- Repairs & Maintenance 3981.31 4259.95 4558.15 3979.60 4258.17 4556.24
- Others 3315.03 3550.67 3802.90 3289.13 3519.37 3765.72

Total  13786.32 14754.95 15791.44 13283.06 14212.88 15207.78

III Depreciation 859.19 861.16 863.18 859.19 861.16 863.18

IV Allocated share of Management and General 
overheads 5813.73 6162.58 6597.51 5385.87 5762.88 6166.28

V Operating Surplus/ Deficit  (I) – (II) - (III) - 
(IV) 7576.13 7591.23 7682.08 8471.01 9628.94 9849.54

VI Allocated share of FMI 272.71 280.86 291.18 272.71 280.86 291.18

VII Allocated share of FME 8303.70 8644.06 8876.92 7416.63 7762.02 8002.44

VIII FMI Less FME (VI) - (VII) -8030.99 -8363.20 -8585.74 -7143.92 -7481.16 -7711.26

IX Surplus  / deficit (V) + (VIII) -454.86 -771.97 -903.66 1327.09 2147.78 2138.28

X Capital Employed for the activity 11692.87 10899.16 10103.93 11895.81 11097.48 10297.95
- Business Assets 11166.68 10388.65 9609.27 11372.39 10609.19 9844.84
- Business Related Assets 436.21 425.20 414.02 435.39 406.17 376.90
- Social Obligation Assets 89.98 85.31 80.64 88.03 82.12 76.20

XI Return on Capital employed 1814.39 1689.20 1563.77 1400.95 1306.94 1212.78
- Business Assets 1786.69 1662.20 1537.48 1364.69 1273.10 1181.38
- Business Related Assets 27.70 27.00 26.29 36.27 33.83 31.40
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00

XII Capacity Utilization 68.47% 71.89% 75.68% 67.85% 67.79% 71.49%

XIII RoCE adjusted for Capacity utilization 1814.39 1689.20 1563.77 1400.95 1306.94 1212.78

XIV Net surplus / (Deficit) (IX) - (XIII) -2269.25 -2461.17 -2467.43 -73.86 840.85 925.51

XV Net Surplus / (Deficit) as a % of Operating 
Income (XIV/I in %) -8.09% -8.38% -7.98% -0.26% 2.76% 2.88%

XVI Average Net Surplus / (Deficit) as a % of 
Operating Income 

-8.15% 1.79%

Estimates at the existing level of tariff as 
given by KOPT

Estimates at the existing level of tariff as 
moderated by TAMP

Annex - II (i)
HALDIA DOCK COMPLEX

Cost statement for Port & Dock activity 

Sr. 
No. Particulars



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
(i) Haulage 4900.94 5145.98 5403.28 4900.94 5145.98 5403.28
(ii) Terminal charges 3474.75 3648.49 3830.91 3474.75 3648.49 3830.91
(iii) Others 436.00 439.02 442.20 436.00 439.02 442.20

Total 8811.69 9233.49 9676.39 8811.69 9233.49 9676.39
    

II Direct Operating Expenses
- Operation and Maintenance of 
Locomotives, Wagons, etc. 1033.20 1105.52 1182.91 977.47 1045.89 1119.10

- Maintenance of Permanent Way, 
Signal and Interlocking Facilities 890.59 952.93 1019.64 842.55 901.53 964.64

- Operation and maintenance of 
Stations, Yards and Sidings 738.24 789.92 845.22 698.42 747.31 799.62

- Administration & General expenses 401.49 429.59 459.65 379.84 406.43 434.88
Total 3063.52 3277.96 3507.42 2898.28 3101.16 3318.24

III Depreciation 208.59 217.84 220.49 208.59 217.84 220.49

IV Allocated share of Management and 
General overheads 1294.80 1372.57 1468.95 1200.35 1284.37 1374.28

V Operating Surplus/ Deficit  (I) – (II) - 
(III) - (IV) 4244.78 4365.12 4479.53 4504.48 4630.12 4763.39

VI Allocated share of FMI 85.72 88.30 91.08 85.72 88.30 91.08

VII Allocated share of FME 2593.80 2700.09 2772.65 2316.71 2424.57 2499.51

VIII FMI Less FME (VI) - (VII) -2508.08 -2611.79 -2681.57 -2230.99 -2336.27 -2408.43

IX Surplus  / deficit (V) + (VIII) 1736.70 1753.33 1797.96 2273.49 2293.85 2354.95

X Capital Employed for the activity 2314.95 2113.36 1909.62 2355.13 2151.81 1946.29
- Business Assets 1788.66 1602.70 1414.75 2251.50 2057.13 1860.65
- Business Related Assets 436.27 425.29 414.15 86.20 78.76 71.23
- Social Obligation Assets 90.02 85.37 80.72 17.43 15.92 14.40

XI Return on Capital employed 313.89 283.43 252.65 277.36 253.42 229.21
- Business Assets 286.19 256.42 226.35 270.18 246.86 223.28
- Business Related Assets 27.70 27.01 26.30 7.18 6.56 5.93
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00

XII Capacity Utilization 68.47% 71.89% 75.68% 67.85% 67.79% 71.49%

XIII RoCE adjusted for Capacity utilization 313.89 283.43 252.65 277.36 253.42 229.21

XIV Net surplus / (Deficit) (IX) - (XIII) 1422.81 1469.90 1545.31 1996.13 2040.43 2125.74

XV Net Surplus / (Deficit) as a % of 
Operating Income (XIV/I in %) 16.15% 15.92% 15.97% 22.65% 22.10% 21.97%

XVI Average Net Surplus / (Deficit) as a 
% of Operating Income 

22.24%

Annex - II (j)
HALDIA DOCK COMPLEX

Cost statement for Railway Activity 

Estimates at the existing level of tariff 
as given by KOPT

Estimates at the existing level of tariff 
as moderated by TAMPSr. 

No. Particulars

16.01%



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
- Rent from land 7076.05 7217.58 7361.93 7076.05 7217.58 7361.93
- Rent from Building, Sheds & Godowns 29.65 30.25 30.86 29.65 30.25 30.86
- Others 4438.93 4527.71 4618.26 4438.93 4527.71 4618.26

Total 11544.63 11775.54 12011.05 11544.63 11775.54 12011.05
    

II Direct Expenses
- Estate Maintenance 1265.47 1354.04 1448.84 1245.94 1333.16 1426.48
- Administration and General Expenses 1643.13 1758.15 1881.22 1617.78 1731.02 1852.19

Total 2908.60 3112.19 3330.06 2863.72 3064.18 3278.67

III Depreciation 129.12 130.65 132.42 129.12 130.65 132.42

IV Allocated share of Management and General 
overheads 1282.34 1352.12 1449.59 1189.19 1272.43 1361.50

V Operating Surplus/ Deficit  (I) – (II) - (III) - 
(IV) 7224.57 7180.58 7098.98 7362.61 7308.28 7238.46

VI Allocated share of FMI 112.30 112.61 113.05 112.30 112.61 113.05

VII Allocated share of FME 834.17 868.40 892.05 745.06 779.79 804.17

VIII FMI Less FME (VI) - (VII) -721.87 -755.79 -779.00 -632.76 -667.18 -691.12

IX Surplus / deficit (V) + (VIII) 6502.70 6424.79 6319.98 6729.85 6641.11 6547.34

X Capital Employed for the activity 3465.49 3381.09 3305.42 3525.64 3442.61 3368.89
- Business Assets 2938.95 2869.91 2809.76 3370.51 3291.14 3220.66
- Business Related Assets 436.53 425.82 414.95 129.04 126.00 123.30
- Social Obligation Assets 90.01 85.36 80.71 26.09 25.48 24.93

XI Return on Capital Employed 497.95 486.22 475.90 415.21 405.43 396.75
- Business Assets 470.23 459.18 449.55 404.46 394.94 386.48
- Business Related Assets 27.72 27.04 26.35 10.75 10.50 10.27
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00

XII Capacity Utilization 68.47% 71.89% 75.68% 67.85% 67.79% 71.49%

XIII RoCE adjusted for Capacity utilization 497.95 486.22 475.90 415.21 405.43 396.75

XIV Net surplus / (Deficit) (IX) - (XIII) 6004.75 5938.57 5844.08 6314.64 6235.67 6150.59

XV Net Surplus / (Deficit) as a % of Operating 
Income (XIV/I in %) 52.01% 50.43% 48.66% 54.70% 52.95% 51.21%

XVI Average Net Surplus / (Deficit) as a % of 
Operating Income 

Annex - II (k)
HALDIA DOCK COMPLEX

Cost statement for Estate activity 

Estimates at the existing level of tariff 
as moderated by TAMP

50.37% 52.95%

Estimates at the existing level of tariff as 
given by KOPTSr. 

No. Particulars



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
 - Liquid Bulk including POL & Crude 976.97 1026.80 1064.18 976.97 1026.80 1064.18

- Container Income 18467.99 19204.53 19941.43 18467.99 19204.53 19941.43
- General Cargo 2752.35 2865.36 2930.01 2752.35 2865.36 2930.01
- Other Income 613.28 632.81 650.29 613.28 632.81 650.29

Total 22810.59 23729.50 24585.91 22810.59 23729.50 24585.91
    

II Operating Expenses
- Salary & Wages 7617.77 8151.05 8721.49 6709.01 7178.64 7681.14
- Power 645.70 739.37 790.95 690.85 739.20 790.95
- Fuel 86.04 92.05 98.50 88.60 94.80 101.43
- Repairs & Maintenance 2025.51 2167.31 2319.06 2025.53 2167.32 2319.03
- Others 5212.59 5529.38 5916.29 5164.94 5526.49 5913.34

Total  (i to ix) 15587.61 16679.16 17846.29 14678.92 15706.45 16805.90

III Depreciation 500.98 497.17 492.04 500.98 497.17 492.04

IV Allocated share of Management and General 
overheads 9077.70 9713.45 10389.19 8568.15 9167.92 9809.68

V Operating Surplus/ Deficit  (I) – (II) - (III) - (IV) -2355.70 -3160.28 -4141.61 -937.47 -1642.04 -2521.71

VI Allocated share of FMI 577.82 435.72 443.64 577.82 435.72 443.64

VII Allocated share of FME 5920.03 6252.94 6563.78 5287.61 5614.89 5917.17

VIII FMI Less FME (VI) - (VII) -5342.21 -5817.22 -6120.14 -4709.79 -5179.17 -5473.53

IX Surplus  / deficit (V) + (VIII) -7697.91 -8977.50 -10261.75 -5647.25 -6821.21 -7995.24

X Capital Employed for the activity 8488.05 8912.88 9202.84 8635.37 9075.06 9379.55
- Business Assets 7893.89 8288.97 8558.65 7771.83 8167.55 8441.60
- Business Related Assets 594.16 623.91 644.19 604.48 635.25 656.57
- Social Obligation Assets 0.00 0.00 0.00 259.06 272.25 281.39

XI Return on Capital employed 1300.75 1365.85 1410.29 982.97 1033.02 1067.68
- Business Assets 1263.02 1326.24 1369.38 932.62 980.11 1012.99
- Business Related Assets 37.73 39.62 40.91 50.35 52.92 54.69
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00

XII Capacity Utilization 63.54% 63.28% 63.00% 52.33% 52.49% 53.44%

XIII RoCE adjusted for Capacity utilization 1300.75 1365.85 1410.29 982.97 1033.02 1067.68

XIV Net surplus / (Deficit) (IX) - (XIII) -8998.66 -10343.35 -11672.04 -6630.23 -7854.23 -9062.92

XV Net Surplus / (Deficit) as a % of Operating 
Income (XIV/I in %) -39.45% -43.59% -47.47% -29.07% -33.10% -36.86%

XVI Average Net Surplus / (Deficit) as a % of 
Operating Income 

Annex - II (l)
KOLKATA DOCK SYSTEM

-43.50% -33.01%

Cost statement for Cargo handling activity 

Sr. No. Particulars
Estimates at the existing level of tariff 

as moderated by TAMP
Estimates at the existing level of tariff as 

given by KOPT



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
- Port dues 1686.10 1746.66 1800.84 1683.64 1820.63 1877.40
- Berth Hire & Mooring Hire 1140.35 1181.30 1217.95 1339.63 1446.33 1493.88
- Dry Docking 675.00 675.00 675.00 675.00 675.00 675.00
- Pilotage & Towage 3989.86 4133.70 4262.19 4022.14 4326.26 4459.56
- Others 238.46 249.60 260.00 0.00 0.00 0.00

Total 7729.77 7986.26 8215.98 7720.41 8268.22 8505.84
    

II Operating Expenses
- Salary & Wages 9215.32 9860.41 10550.66 7325.34 7838.12 8386.79
- Power 266.76 314.12 336.17 280.51 300.15 321.16
- Fuel 601.51 643.59 688.61 518.69 555.00 593.85
- Repairs & Maintenance 773.06 827.20 885.12 829.25 887.30 949.41
- Others 1047.61 1099.58 1183.90 893.93 956.51 1023.46

Total  11904.26 12744.90 13644.46 9847.73 10537.07 11274.67

III Depreciation 825.60 881.47 861.60 825.60 881.47 861.60

IV Allocated share of Management and General 
overheads 5469.50 5852.33 6258.39 4454.38 4766.18 5099.82

V Operating Surplus/ Deficit  (I) – (II) - (III) - (IV) -10469.59 -11492.44 -12548.47 -7407.29 -7916.50 -8730.24

VI Allocated share of FMI 195.80 146.65 148.22 195.80 146.65 148.22

VII Allocated share of FME 7397.85 7813.02 8200.79 6607.55 7015.78 7392.92

VIII FMI Less FME (VI) - (VII) -7202.05 -7666.37 -8052.57 -6411.75 -6869.13 -7244.70

IX Surplus  / deficit (V) + (VIII) -17671.64 -19158.81 -20601.04 -13819.05 -14785.63 -15974.94

X Capital Employed for the activity 14634.67 14818.20 14826.75 14888.67 15087.83 15111.46
- Business Assets 13610.23 13780.93 13788.87 13399.80 13579.04 13600.31
- Business Related Assets 1024.44 1037.27 1037.88 1042.21 1056.15 1057.80
- Social Obligation Assets 0.00 0.00 0.00 446.66 452.63 453.34

XI Return on Capital employed 2242.69 2270.82 2272.14 1694.79 1717.46 1720.15
- Business Assets 2177.64 2204.95 2206.23 1607.98 1629.49 1632.04
- Business Related Assets 65.05 65.87 65.91 86.82 87.98 88.11
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00

XII Capacity Utilization 63.54% 63.28% 63.00% 52.33% 52.49% 53.44%

XIII RoCE adjusted for Capacity utilization 2242.69 2270.82 2272.14 1694.79 1717.46 1720.15

XIV Net surplus / (Deficit) (IX) - (XIII) -19914.33 -21429.63 -22873.18 -15513.84 -16503.09 -17695.09

XV Net Surplus / (Deficit) as a % of Operating Income 
(XIV/I in %) -257.63% -268.33% -278.40% -200.95% -199.60% -208.03%

XVI Average Net Surplus / (Deficit) as a % of Operating 
Income 

-268.12% -202.86%

Particulars
Estimates at the existing level of tariff as 

given by KOPT

Annex - II (m)

Sr. No.

KOLKATA DOCK SYSTEM
Cost statement for Port & Dock activity 

Estimates at the existing level of tariff as 
moderated by TAMP



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
(i) Haulage 393.77 433.15 476.47 393.77 433.15 476.47
(ii) Terminal charges 286.51 315.61 346.68 286.51 315.61 346.68
(iii) Others 944.28 1038.71 1142.58 944.28 1038.71 1142.58

Total 1624.56 1787.47 1965.73 1624.56 1787.47 1965.73
    

II Direct Operating Expenses
- Operation and Maintenance of Locomotives, 
Wagons, etc. 608.03 650.58 696.14 563.64 603.10 645.32

- Maintenance of Permanent Way, Signal and 
Interlocking Facilities 117.34 125.56 134.35 101.82 108.95 116.58

- Operation and maintenance of Stations, Yards 
and Sidings 769.65 823.53 881.17 667.56 714.29 764.29

- Administration & General expenses 216.29 231.43 247.65 212.62 227.50 243.43
Total 1711.31 1831.10 1959.31 1545.65 1653.84 1769.61

III Depreciation 50.05 53.60 94.18 50.05 53.60 94.18

IV Allocated share of Management and General 
overheads 645.20 690.34 738.26 629.38 673.44 720.58

V Operating Surplus/ Deficit  (I) – (II) - (III) - (IV) -782.00 -787.57 -826.02 -600.52 -593.41 -618.64

VI Allocated share of FMI 41.21 32.82 35.44 41.21 32.82 35.44

VII Allocated share of FME 855.00 902.99 947.78 763.66 810.85 854.41

VIII FMI Less FME (VI) - (VII) -813.79 -870.17 -912.34 -722.45 -778.03 -818.97

IX Surplus  / deficit (V) + (VIII) -1595.79 -1657.74 -1738.36 -1322.97 -1371.44 -1437.62

X Capital Employed for the activity 1808.35 2208.75 2363.57 1839.74 2248.94 2408.96
- Business Assets 1681.77 2054.14 2198.13 1655.76 2024.05 2168.06
- Business Related Assets 126.58 154.61 165.44 128.78 157.43 168.63
- Social Obligation Assets 0.00 0.00 0.00 55.19 67.47 72.27

XI Return on Capital employed 277.12 338.48 362.21 209.42 256.00 274.21
- Business Assets 269.08 328.66 351.70 198.69 242.89 260.17
- Business Related Assets 8.04 9.82 10.51 10.73 13.11 14.05
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00

XII Capacity Utilization 63.54% 63.28% 63.00% 52.33% 52.49% 53.44%

XIII RoCE adjusted for Capacity utilization 277.12 338.48 362.21 209.42 256.00 274.21

XIV Net surplus / (Deficit) (IX) - (XIII) -1872.91 -1996.22 -2100.57 -1532.39 -1627.44 -1711.83

XV Net Surplus / (Deficit) as a % of Operating 
Income (XIV/I in %) -115.29% -111.68% -106.86% -94.33% -91.05% -87.08%

XVI Average Net Surplus / (Deficit) as a % of 
Operating Income 

KOLKATA DOCK SYSTEM

Estimates at the existing level of tariff 
as given by KOPT

Estimates at the existing level of tariff 
as moderated by TAMP

Annex - II (n)

-111.28% -90.82%

Cost statement for Railway Activity 

Sr. No. Particulars



` in Lakhs

2013-14 2014-15 2015-16 2013-14 2014-15 2015-16

I Operating Income 
- Rent from land 6068.91 6159.66 6246.15 6068.91 6159.66 6246.15
- Rent from Building, Sheds & Godowns 8844.79 8973.10 9099.08 8844.79 8973.10 9099.08
- Others 6086.50 6367.38 6654.77 6086.50 6367.38 6654.77

Total 21000.20 21500.14 22000.00 21000.20 21500.14 22000.00
    

II Direct Expenses
- Estate Maintenance 415.83 444.96 476.08 405.68 434.08 464.46
- Administration and General Expenses 1435.69 1536.03 1643.73 1378.45 1474.94 1578.19

Total 1851.52 1980.99 2119.81 1784.13 1909.02 2042.65

III Depreciation 14.72 15.12 27.00 14.72 15.12 27.00

IV Allocated share of Management and 
General overheads 1799.60 1925.17 2059.89 1703.55 1822.80 1950.39

V Operating Surplus/ Deficit  (I) – (II) - (III) - 
(IV) 17334.36 17578.86 17793.30 17497.80 17753.21 17979.96

VI Allocated share of FMI 531.78 394.38 397.05 531.78 394.38 397.05

VII Allocated share of FME 367.73 388.53 408.07 328.45 348.88 367.87

VIII FMI Less FME (VI) - (VII) 164.05 5.85 -11.02 203.33 45.50 29.18

IX Surplus  / deficit (V) + (VIII) 17498.41 17584.71 17782.28 17701.14 17798.70 18009.14

X Capital Employed for the activity 852.27 927.50 1014.45 867.06 944.38 1033.93
- Business Assets 792.63 862.59 943.44 780.36 849.94 930.54
- Business Related Assets 59.64 64.91 71.01 60.69 66.11 72.38
- Social Obligation Assets 0.00 0.00 0.00 26.01 28.33 31.02

XI Return on Capital employed 130.61 142.13 155.45 98.70 107.50 117.69
- Business Assets 126.82 138.01 150.94 93.64 101.99 111.66
- Business Related Assets 3.79 4.12 4.51 5.06 5.51 6.03
- Social Obligation Assets 0.00 0.00 0.00 0.00 0.00 0.00

XII Capacity Utilization 63.54% 63.28% 63.00% 52.33% 52.49% 53.44%

XIII RoCE adjusted for Capacity utilization 130.61 142.13 155.45 98.70 107.50 117.69

XIV Net surplus / (Deficit) (IX) - (XIII) 17367.80 17442.58 17626.83 17602.44 17691.20 17891.45

XV Net Surplus / (Deficit) as a % of Operating 
Income (XIV/I in %) 82.70% 81.13% 80.12% 83.82% 82.28% 81.32%

XVI Average Net Surplus / (Deficit) as a % of 
Operating Income 

82.48%

Estimates at the existing level of tariff as 
moderated by TAMP

Estimates at the existing level of tariff as 
given by KOPT

81.32%

Annex - II (o)
KOLKATA DOCK SYSTEM

Cost statement for Estate activity

Sr. 
No. Particulars



SUMMARY OF THE COMMENTS RECEIVED FROM THE PORT USERS / DIFFERENT USER 
ORGANISATIONS AND ARGUMENTS MADE IN THIS CASE DURING THE JOINT HEARING 

BEFORE THE AUTHORITY 
  
F. No.TAMP/8/2013 - KOPT - Proposal from the Kolkata Port Trust for general 

revision of its Scale of Rates. 

 
A summary of the comments received from the users and the comments of 

Kolkata Port Trust (KOPT) thereon are tabulated below: 
 

Sl.  
No. 

Comments of users Comments of KOPT 
 

1. Tamil Nadu Generation & Distribution 
Corporation Ltd. 

 
 

 It is noted from the proposal that HDC has 
proposed to increase cargo related charges by 
30%, Vessel related charges by 9.28% and plot 
rent by 131% from the present rates: 

 

(i). Cargo Related charges:  
Coal a/c TANGEDCO at Haldia Dock complex is 
handled through mechanized system. The 
proposed hike in cargo related wagon tippling 
and shipment charges is 30%. TANGEDCO’s 
linkage is 14.25 lakh tonnes per annum through 
Haldia. If this proposal is implemented 
TANGEDCO will have to incur an additional 
expenditure of `26.2/MT for wagon tippling and 

Shipment charges which will amount to an 
additional expenditure of `3.73 crores (14.25 LT 

X `26.2) per annum. 

 
Regarding wagon tippling charges, the present 
rate of `43.76/MT at Haldia port is higher than at 

Paradip Port i.e. 20.40/MT by 215% and the 
proposed rate of `56.86/MT is still higher by 

179% of the rate at Paradip port. Hence, TAMP 
is requested to maintain the present scales of 
rates at HDC. 
 
In the event of failure of mechanized system, 
TANGEDCO has to carry out the unloading/ 
loading by manual means, this results in 
additional financial burden to TANGEDCO. 
KOPT has proposed hike in manual loading 
charges also at HDC. Hence, TAMP is requested 
that in future, if TANGEDCO is forced to arrange 
for manual unloading/ loading for reasons 
attributable to port, the additional expenditure 
has to be borne by HDC. 

 
Thermal Coal Berth (berth No-4) of HDC 
exclusively caters to the requirement of The 
TANGEDCO (earlier known as TNEB) since 
inception of HDC. It has a mechanical wagon 
unloading and loading system. 
 
For years the plant is plagued with different 
types of problems. Some problems are 
related to poor quality of coal brought by 
TANGEDCO, which often comes with 
stones/ foreign materials of large size. These 
foreign materials often disrupt plant 
operation. The vessels chartered by 
TANGEDCO are also often very old vessels 
and requires frequent breaks in loading for 
de-ballasting. 
 
Some problems are related with the plant 
itself requiring considerable investment.  To 
mitigate the issues relating to plant, HDC has 
already initiated a tendering process for 
procurement of a Stacker and Reclaimer for 
the plant at an estimated cost of about  
`20.02 crore. 

 
However, due to very low rate as well as 
poor capacity utilization, the plant has not 
been able to even recover the operating cost 
for years now. The financial position of the 
plant is reflected below: 
 

Pars. COAL BERTH (THERMAL 
COAL ONLY) 

 11-12 10-11 09-10 

 (` in lakhs) (` in lakhs) (` in lakhs) 

Operating income:    

cargo handling 
income  

1954.31 1722.81 1051.13 

Total operating 
income (A) 

1954.31 1722.81 1051.13 

Operating 
Expenses 

   

Salary Excl. 1384.35 1372.01 1336.94 



Overtime 

Overtime 53.70 62.89 86.41 

Stores 176.46 133.85 232.72 

Fringe Benefits 162.22 132.15 121.05 

General 
Expenses 

379.43 366.44 671.73 

Total operating 
expenses excl. 
overheads (B) 

2156.17 2067.31 2448.85 

Mgt. & Gen o/h(C) 829.00 981.00 357.37 

Total Operating 
Expenses (D=B-
C) 

2985.17 3048.31 2824.22 

Operating 
Surplus (+) / 
Deficit (-) [E=A-D) 

-1030.87 -1325.50 -1773.09 

Share of FMI (F) 159.00 194.00 170.56 

Share of FMG 
(G) 

2127.00 2684.00 1008.41 

Net surplus 
(+)/Deficit (-) 
[H=E-F+G] 

-2998.87 -3815.50 -2610.95 

Cargo handled 
(In MMT) 

2.141 2.083 1.489 

 
KOPT has considered a projection of 2.00 
MMT of thermal coal during the next tariff 
cycle. It may be seen that KOPT has only 
made an endeavor to recover the basic 
operating cost from the proposed increase in 
rates. To avoid any sharp increase in rate, 
we have not even considered recovery of 
management overhead, while proposing the 
rate for handling of thermal coal. 
 
TANGEDCO has mentioned about the 
wagon tippling rates of Paradip Port being 
much lower than the proposed rate of KOPT. 
However, the existing total rate of unloading 
of wagon and loading through mechanical 
plant at Paradip is `155.20 per MT  
(`129.20 + `26.00), while the total cost at the 

proposed rate of KOPT is `113.72 per MT. It 

may not be out of place to mention that the 
rate of Paradip Port is already due for 

revision. 
(ii). Vessel related charges: 

Haldia Dock Complex has proposed the revision 
of the scale of rates viz. port dues and berth hire 
charges as `11.081 per GRT and $0.0524 per 

hour per GRT respectively for vessels less than 
30000 GRT and the Pilotage charges has been 
kept unaltered. 
 
Due to the revision in the scale of rates for the 
vessel related charges, the port dues will be 
increased by 20% and the Berth hire charges by 
20%. 
 
The cost implication due to the above proposed 
revision in the scale of rates has been worked 
out assuming the GRT of vessels utilized for the 
Haldia sector as 27835 GRT and it is noticed that 
the overall increase in the total vessel related 

 
The total increase in vessel related charges 
as proposed by KOPT will increase the 
vessel related charges of TANGEDCO by 
about 9 %, which by any means cannot be 
considered as high as the same would 
remain fixed for the next 3 years. In any 
case, the proposal of KOPT is cost based. 

 
The comparison of vessel related charge of 
Paradip Port or Vizag Port is inappropriate, 
as KOPT has to maintain over 100km of 
riverine channel for navigation and the 
subsidy provided by Govt. does not match 
the expenditure incurred. KOPT has not 
proposed any increase in Pilotage charge 
either. 
 



charges payable works out to 9.28% (for the 
shipment). For moving the linkage quantity of 
about 14.25 LTPA through the HDC 
approximately 72 shipments have to be 
programmed resulting in an additional 
expenditure of `47 lakhs per annum for 

TANGEDCO. 
 
On comparison of the proposed revision in the 
scale of rates for the vessel related charges at 
HDC with the load ports of Paradip and Vizag, it 
is seen that the proposed revision for HDC in 
respect of port and pilotage are higher than at 
Paradip port by 86% and 9% and at vizag port by 
62% and 13.5% respectively. Also for the Berth 
hire charges, the proposed rate at HDC is higher 
than at Vizag port by 70.7%. Hence it is seen 
that the overall proposed vessel related charges 
at Haldia is very high. Moreover even the existing 
Port dues and Pilotage are higher when 
compared to Pradio & Vizag port and Berth Hire 
charges are higher than Vizag port. It is 
envisaged that any increase in the proposed 
Vessel related charges will not be viable. 
 
Further, the vessels calling up for loading at 
Haldia dock are facing numerous hardships like 
lesser draft, tide constraints, shortage of pilots, 
shortage of tugs, poor condition of reclaimers, 
crushers and loaders. Due to these conditions 
the TANGEDCO vessels are not being loaded to 
their full loading capacity for Haldia draft. 
 
In view of the above, TAMP is requested to 
atleast continue the present scale of rates for 
Vessel related charges at HDC without any 
enhancement. 

(iii). LANDS and BUILDINGS 
 
Now HDC was charging `105 per square mtr. 
Per quarter and the proposed rate is `243 per 

square mtrs per quarter which is 131% higher 
than the present rate.  TANGEDCO is utilizing 
45114 square mtrs of bare land (plot) at Dock 
interior zone of HDC for stacking of Thermal 
coal. Hence, the additional burden towards plot 
rent will be `2.49 crores per annum (`138 X 

45114 X 4). 
 
Paradip port charges `36 per square mtr. Per 

quarter and Vizag port charges `26.25 per 
square mtr. Per quarter for the plots utilized by 
TANGEDCO. The present plot rent at HDC is 
much higher compared to Paradip port (+292%) 
& Vizag port (+400%) and the proposed plot rent 
at HDC is very much higher compared to Paradip 
port (+575%) & Vizag Port (+825%). 
 
Hence TAMP is requested not to increase the 
plot rent at HDC and to reduce it to `26.25 per 

 
 
The present case does not relate to revision 
of rental charges. 
 



square mtrs. per quarter at par with Vizag. 
 
 
 

2. The Masters Stevedores’ Association  

(i). Sl. No. 1, Section 2, Definition (iv) 
Demurrage: 
Once cargo is stored in a licensed or leased plot 
taken from the Port, only the lease rent, as 
applicable under SOR should apply till vacation 
by the licensee / lease holder.  If any cargo 
remains in plot after expiry of license, but 
vacated by the license holder, it may attract 
provision of Schedule of Rent to be paid by the 
cargo interest and not by licensee / lease holder.  
This clarification may please be incorporated in 
the proposal 

 
 
To avoid any confusion in the matter a note 
has been appended under S.2 (iv) in the 
proposed Scale of Rates, which clarifies the 
position.  
 

(ii). Sl. No.3 (Section 4.1) : Wharfage on cargo : 
 
Wharfage for Fertilizer and Fertilizer Raw 
Materials and Other Dry Bulk Cargoes has been 
increased by 30% which looks disproportionate 
to the quantum of service provided by the Port. 
 
 
 
 
 
 
 
 
 
 
 
 
Wharfage on Project material, Project 
equipments, machinery and spares has been 
increased by 350%. The handlings of these 
cargo are generally done by the consignees by 
their own tackles, equipment and labour.  Hence 
an increase of 350% is not justified and will make 
the cost prohibitive. 
 

 
 
The increase proposed in wharfage of Dry 
bulk cargo like Coking Coal, Limestone, is 
20% only (from `38.88 per MT to `46.66 per 

MT) and not 30%. 
 
Similarly, in case of Fertilizer Raw material 
also the proposed increase in wharfage is 
20% only (from `68.04 per MT to `81.65 per 

MT) and not 30% as mentioned. 
 
The increase of 20% in wharfage rate has 
been proposed across most of the cargo 
class and accordingly no disproportionate 
increase has been proposed in case of 
wharfage of Dry Bulk Cargo and Fertilizer 
Raw Materials. 
 
The generic nomenclature of Project 
Material/ Project Equipment, Machinery and 
Spares has posed serious problems in 
classifying the cargo under these types, 
particularly as very seldom cargo comes with 
such description. Accordingly, unless the 
cargo description matches specifically with 
any specified nomenclature, it is charged at 
`200.00 per MT in the existing Scale of 

Rates.  It may be mentioned that KOPT is 
one of the very few Ports, which has phased 
out the ad-valorem rate for unspecified 
cargo.  

 
The ‘Project Material, Project Equipment’ 
were brought under a specified category in 
the Scale of Rates of 2007. This was done 
as the ad-velorem rate determined on the 
basis of CIF value used to be very high for 
such materials.   

 
However, the classification of cargo under 
the said category posed innumerable 



problems. As with the phasing out of the ad-
valorem rate, the need of keeping such 
cargo class in any specified category was no 
longer there, KOPT also proposed removal 
of this cargo type from specified category, 
during the last revision. As TAMP did not 
accept the said re-classification of cargo 
wharfage in the last revision, KOPT 
continued to face the same problem in the 
classification of cargo under the said 
category. 

 
In may be pertinent to mention that the 
productivity of Project Materials is 
considerably lower than that of all other 
break bulk cargo classified under the same 
group in the existing Scale of Rates. In fact, 
the productivity is much lower even than that 
of Iron & Steel, which are presently charged 
at higher rates. The position can be 
appreciated from the following table: 

                   [Average hook shift output] 
 2009-10 2010-11 2011-12 

Murate of 
Potash 
[Finished 
Fertliser] 

586MT 614 MT 665MT 

Iron & 
Steel 

458 MT 514MT 747MT 

Project 
Materials 

82 MT 92MT 124 MT 

                       
It may be clearly seen that the productivity 
of Project Material and Project Equipment 
are so low that it should not be classified 
under any of the specified category.  

 
In the proposed Scale of Rates, we have 
only increased the wharfage of the 
unspecified category by 20% (from `200.00 
per MT to `240.00 per MT) which is in 

consonance with the increase in rate 
proposed in case of most of other cargo 
types. 

(iii). Sl. No. 11 (Section 4.7) : Wharfage for 
Overside discharge : 
In the case of cargo discharged overside at 
Sandheads, Virtual Jetty or any other Anchorage 
point, 90% of applicable wharfage is payable 
under Section 4.5 and when the same cargo is 
off loaded into Port, 50% additional is being 
charged under Section 4.7.  In our view, the total 
wharfage should be restricted to 100%. 

S.4.7 of the proposed Scale of Rates does 
not deal with cargo discharged overside at 
Sandheads, Virtual Jetty and other 
Anchorage. This section deals with cargo 
first discharged overside at berth/jetty/dock 
buoy and then landed at quay. The definition 
of ‘Overside Discharge’ given under S.2 (xvii) 
may be referred.  

(iv). Sl. No. 31 (Section 14.1) 
Charges for miscellaneous Services rendered 
to container / container vessels: 
 
On board Lashing / delashing of containers, 
fixing & unfixing of Twist Lock and ancillary 
documentation : 

 
KOPT intends to start providing this service 
primarily because of the very high charges 
being levied by the private agencies 
(stevedores and handling agents) which is 
adversely affecting the container traffic. 
 



 
This is a new Tariff item. These operations have 
never been done by KOPT and Stevedores/ 
Handling Agents are attending to it.  The Port 
have no labour not machinery of their own to 
attend to such work.  The cost of such operation 
is paid by Steamer Companies based on market 
force as per guidance of the Shipping Ministry 
under “Stevedoring Policy for Major Ports”.  
Since this is not the job of the Port nor have they 
done nor have they any labour for such work, it 
should not be included in SOR. 

(v) Sl. No. 34 (Section 17) : 
Permit & Licenses : Dock Permit per person / 
Vehicle / Mobile Crane / Reach Stacker etc. 
 
The rate on the above has been increased by 
50% which is not justified. The users have to 
bring in labour and equipment because of Port’s 
failure to provide such service. In the past all 
such services were being provided by the Port 
within the cost of Wharfage.  There should be no 
penalty for support services being provided by 
escalating the cost.  Therefore the existing rates 
may be maintained.  As a matter of fact, manning 
strength of the Port in Permit Offices have been 
reduced. 

 
 
 
 
Private Operators deploy labours and 
different types of cargo handling equipments 
for handling of cargo in the Docks for 
furtherance of their business. While the said 
operators use the infrastructure created by 
Port extensively they only pay the permit 
charges. 

 
 The cost position of the port is showing 

substantial deficit. KOPT has proposed 
around 20% increase in wharfage rates of 
major dry bulk and break bulk cargo rates 
which is recovered directly from the cargo 
interest.  

 
The increase of 50% in permit fees has been 
proposed partly to take care of the increase 
in cost of deployment of the man and 
machinery in controlling access into the 
docks, partly to recover the cost of 
maintaining the civil infrastructure etc. and 
partly to distribute the increase in the burden 
of cost hike. Moreover, the proposed rates 
would remain firm for the next three years. 

 
As the cost of permit is insignificant when 
compared to the earning of the private 
operators engaged by Importers/Exporters 
for different cargo handling activity within the 
docks, it is expected that the same would not 
result in proportionate hike in total cost of 
handling in the Port.  

(vi). Stevedoring License / Handling Agents 
License : 
This charge has been increased by 500% which 
is totally unjustified.  Services provided for Port 
functioning should not be taxed heavily. 
Therefore, a substantial reduction in the fees for 
Stevedoring License and Handling Agents 
License, is sought. 
 
Permit for using Truck Terminal at HDC / KDC 
per truck / lorry / trailer has also been increased 
by 500%.  This must be substantially reduced for 

 
 
It may be pertinent to note that no separate 
parking fee is levied for stayal of trucks in the 
truck terminal and only permit fee is charged.  
If the rate of permit for use of truck terminal 
over the last seventeen years were seen, it 
would be evident that only a very insignificant 
increase has been effected in this regard. 
The port is not in a position to even recover 
the operating cost at the existing rate. Thus, 
this facility is presently being cross-



the same reason stated above. subsidized by other services, which is not 
desirable. Therefore, an attempt has been 
made to reduce the requirement of cross 
subsidization. It may be mentioned that the 
present market rate for parking is much 
higher than the proposed rate and is on hour 
basis. Moreover, the proposed rates would 
remain firm for the next three years. 
Regarding the Stevedoring License fee port 
had followed the recent guidelines issued by 
Ministry on Stevedoring Policy for Major 
Ports. So far as the Handling agency license 
fee is concerned it was always pegged at the 
same level as that of Stevedoring License. 

3. Calcutta Customs House Agents’ Association  

(i). The increase in the rates sought by the KOPT is 
mainly to fund the pensioners. They have not 
stated what amount of the extra revenue 
generated by these increase in rates will be 
invested in development of the Port in terms of 
service and infrastructure. 

The decision of investment in infrastructure 
developments of the Port is always taken 
considering the growth and demand of traffic 
at the port and availability of funds.  The 
investment decisions are normally in the 
nature of Plan or Non Plan projects and the 
same have been duly considered by KOPT 
while firming up of the proposal for revision 
of tariff.  
The rate increase proposed by KOPT has 
been made on the basis of tariff guidelines. 

(ii). KOPT has stated that they will generate revenue 
through overall improvement in performance, 
reduction in expenditure and increased earnings 
from Dry Docks. Railways etc. Therefore, out of 
the total revenue generated through increased 
rates and other such activities, only a minor or no 
portion will be injected to the development of the 
port and to attract trade in general. 

The submission is not clear.  As KOPT has 
not proposed recovery of the full Return on 
Capital Employed of 16% through rate 
increase, it had been submitted by KOPT 
that endeavor to bridge the revenue gap 
would be made by overall improvement in 
performance, reduction in expenditure and 
increase in earnings from dry docks etc.   

(iii). Clarity is also sought regarding classification of 
‘Machinery & Spares’ under S/L No. 16 under 
5.4.1. Presently, when only spares/ parts are 
imported, they are classified under S/L No.20 
with a much higher Wharfage charge. When, 
both machinery & Spares are imported together, 
the same is charged under S/L/No.16. This has 
no logic and the wordings in the description 
column under S/L/ 16 should be re-framed so as 
to include both spares/ parts and Machinery 
under the serial. 

The issues arising out of problems in 
classification of cargo under the category 
'Machinery & Spares' has been duly 
considered while making the proposal for 
revision of Scale of Rates. 

(iv). Custom House Agents (CHA) are using the port 
to facilitate the trade. In the present scenario 
where competition is at its highest and it is a 
challenge to get new business through Kolkata 
Port, we are unable to increase our service 
charges to the trade. Such a steep increase in 
our rates is a huge burden on us. This is 
especially when we as a body hardly use any 
facility of the Port which is not paid for 
separately. There are no basic amenities for us 
within the Port premises. Port does not have to 
bear any extra expense due to our presence in 
their premises. Customs do not charge us 
anything for carrying on business except a 
minimum security deposit. Therefore, increase in 

 
 
 
 
 
 
 
 
 
In 1996 the CHA license fee was `12,000/-, 
`900/- and `2,000/- per month, per year and 

par three years respectively.  Over the last 
seventeen years, only a very insignificant 
increase has been made on this score, even 



the CHA license fee is totally un-justified. though the administrative cost of KOPT has 
gone up manifold in the intervening years. 
Therefore, the proposed increase in rate is 
considered inescapable.  Moreover, the 
proposed rates would remain firm for the 
next three years.    

(v). Similarly increase of Sirkar license is also not 
justified. Proposals are already on where most 
portion of the cargo will be handled from the 
CFS/ ICDs. Only some LCL and break bulk cargo 
will be delivered from the Port area. Therefore, 
use of the port premises by the Sirkars will be a 
minimum. However, licenses will have to be 
procured. Hence these charges should not be 
increased afresh. 

4. Metals & Minerals Trading Corporation Ltd.  

 The present ‘Charges on Break-bulk and Bulk 
Cargo’ and ‘Charges on container and 
Containerized Cargo’ of KOPT is already high 
when compared with other Indian ports. Thus, 
trade is shifting to these ports, so that cargo can 
reach destination at lower cost. Hence it is 
requested to maintain present level for PART 1 – 
Charges on Breaks Bulk and Bulk Cargo and 
Part II- Charges on container and Containerized 
Cargo’.  
 
Large vessels cannot enter the Port, due to 
problem of Draft and this effect economies of 
scale for the consumer. 
 
Global trade is in recession and trade margins 
are under pressure. Thus, companies are trying 
to cut costs particularly on account of Freight and 
Logistics, Demurrage payment etc. The increase 
in tariff by KOPT may be kept on hold till the 
recessionary trend continues. 
 
A further increase in Tariff ‘Charges on Break-
Bulk and Bulk Cargo’ and ‘Cargo on container 
and Containerized cargo’ under the present state 
of economy may result in lower volume and 
revenue to KOPT. At the same time it will be 
additional hardship to the consumers, who 
continue to use the port. 
 
MMTC do not have any comments to offer on 
Tariff heads PART III to PART VIII. 

The comments of MMTC are generic in 
nature and no specific comments had been 
given by MMTC. Accordingly, no specific 
reply to the comments is being furnished.  

5. The Bengal Chamber of Commerce & Industry  

(i). The KOPT is seen to have sought an increase in 
the following:  
(a). There is a general increase proposed on all 
cargo wharfage by 20%, but on some 
commodities this increase is as much as 30-50% 
e.g. Iron Ore exported by ‘other than mechanical 
means’, the increase is by 50%: 
(b). Wharfage on Project Material, Project 
Equipment, Machinery – the increase proposed 
is 257.73%. 
(c). The 200 Ton Cantilever crane at No.1 
N.S.Docks extensively used for heavy machinery 
has been increased by 50%. 
(d). Berth hire charges and port dues on all 
foreign going sea vessels has been increased by 
20%. 

The Bengal Chamber of Commerce and 
Industry in their letter has agreed that there 
needs to be some increase in the Scale of 
Rates due to ever increasing costs. Their 
only objection is in respect of the proposal 
seeking higher increase in some of the 
cargo/ activities/ services as well as Special 
rates and expressed their fear of probability 
of loss of cargo. The reasons for higher 
increase in the rates of some of the cargo/ 
activities/ services have already explained/ 
clarified to the Authority in various replies. 
Therefore, the same may not require further 
elaboration. 
 
 



(e). No increase has been proposed in Towage & 
Pilotage of Vessels, presumably since this item is 
the highest amongst all Indian Ports. 
(f). Shifting charges from one berth to another is 
been increased by 20%. 
(g). Anchorage charges for any vessel in the 
Hooghly River is being increased by 20%. 
(h). Special Rate of 4% on all port charges was 
introduced in March 2011 as a new item in its 
Scale of Rates for ‘only the 2 year term of the 
SOR’ which ends on 31 March 2013. This item 
was introduced for a temporary 2 year period to 
cover ‘cost of purchase of LIC Annuity for 
payment of Pension to staff who retired prior 1 
April 2004. But as the amount did not cover the 
cost of 100% purchase of LIC Annuity and there 
is also a shortfall in amount for purchase of LIC 
annuity for pensioners who retires after 1 April 
2004, KOPT has not only insisted on continuing 
this Special Rate – but also proposed increasing 
the quantum to 10% on all items in the Scale of 
Rates. 
(i). There is general increases on all other items 
under the heading ‘Miscellaneous’ in the Scale of 
Rates. The increases vary from 5-20%. Just as a 
point of interest, Renewal of Stevedoring License 
has been increased by 372% from existing  
`10800 to `51000 for a 2 year validity. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

(ii). In general, the Chamber agrees that due to ever 
increasing costs including revision of Port & Dock 
Workers’ Wages every 3-5 years, there must be 
some increase in the Scale of Rates. However, 
any increase must be reasonable & in line with 
the existing tariff of other Major Ports in the 
country especially the nearby ports, where 
Kolkata Cargoes can easily be diverted. BCCI 
regrets to state that the increases proposed by 
KOPT for the new Scale of Rates is exorbitant in 
many areas. 

(iii). The wharfage general increase of 20% and for 
some commodities much more than 20% will 
surely be a damper on the Exim Trade. 
Wharfage increase on any commodity should not 
be more than 8-10% at the most. 

(iv). The proposed increase of 257.73% in Wharfage 
for Project Material, Project Equipment, and 
Machinery is ridiculous. About 18 months ago, 
when iron ore exports was banned by 
Government of India, it was this very Project 
Equipment, Machinery which kept Haldia Docks 
fed with ships. Now at this exorbitant proposed 
increase by 257.73%, there is every chance of 
total loss of this cargo through KOPT docks. 

(v). The 50% increase in hire charges of 200 Ton 
Cantilever Crane at No.1 N.S.Docks should be 
limited to max 20%. 

(vi). Increase of 20% on Vessel related charges of 
Berth Hire, Port Dues, Shifting charges, 
Anchorage charges is very high. In fact BCCI 
have made a thorough study on Vessel related 



charges of all Major ports and it is being placed 
on record, that Vessel related charges of KOPT 
is the highest amongst all Indian ports. In every 
revision of the Scale of Rates of KOPT every 2/3 
years, vessel related charges are increased by 
10-20%. BCCI can only accept a max increase of 
8% and nothing more. The major cargo of KOPT 
is ‘container cargo’ which is fed to the 
Transshipment Ports of Colombo, Singapore & 
Port Kelang by Feeder Vessels. These Feeder 
Operators are already charging the Container 
Lines very high ‘Feeder Slot Rate’. Hence any 
further increase in vessel related charges by 
KOPT will result in ‘exorbitant Feeder Slot Rates’ 
which will surely be passed onto the Exim Trade 
by the Container Shipping Lines.  

 
 
 
 
 
 
 
 
 
 
 
 

(vii). The ‘Special Rate of 4%’ was to take care of 
‘purchase of LIC annuity for payment of Pension 
to retired staff’ and it was for a specific 2 year 
period. Now KOPT wants to continue this Special 
Rate at a higher rate of 10%. It KOPT has not 
managed to conclude the LIC Annuity Purchase 
for reasons best known to them, the Exim Trade 
and Shipping Lines should not be penalized. This 
Special rate must be abolished. However, if the 
fund situation of KOPT is so desperate, then this 
Special Rate may be allowed to continue, but 
only at the same previous rate of 4%. 

6. Association of Shipping Interest in Calcutta 
(ASIC)                                  

 
 

(i). Vessel related charges (PART – VI) 
 KOPT % increase Our Suggestion 

Berth Hire 
(S.21)  

20 Nil 

 
In view of the present tariff and in conjunction 
with the tariff in neighbouring Ports, KOPT 
proposed increase to the tune of 20 % is way 
above the berth hire charges for neighbouring 
Ports. Also in view of the longer Port stay at 
KOPT due to turnaround factor, the average 
payout for a vessel owner is any time more than 
the neighbouring Ports. Any further increase 
would make the overall cost of vessel handling in 
these dock systems (KDS & HDC) costlier, which 
will have adverse effect on the end users and the 
transaction cost will go up for the trade. 
 
In the present depressed market condition, when 
Indian EXIM cargo is trying to compete with 
international competition, any further cost 
escalation in their transaction cost will adversely 
impact the EXIM trade of this region. 
 
In this connection, we also wish to enclose copy 
of a communication dated 14

th
 March 2013, 

addressed to the Hon’ble Chairman KOPT by 
CALFO and AFDG (Asian Feeder Discussion 
Group), a body representing feeder vessel 
operators / owners servicing shipping lines for 

 
ASIC in its submission to TAMP has 
suggested for NIL increase against KOPT’s 
proposal for 20% increase in Berth Hire 
charges. For this, the reasons cited by them 
merits no consideration because the 
proposed increase in Berth Hire Rate has 
been made as because the Cost Statement 
for the said sub-activity shows huge deficit 
and demands more revenue for sustenance. 
Comparison of rates with neighbouring port 
has no meaning as determining of rates of 
each port is guided by some definite 
guidelines of TAMP and the physical and 
financial parameters of the port varies from 
each other. ASIC should appreciate that over 
the years TAMP, for the users benefit; from 
per shift rate of Berth Hire has modified it to 
hourly unit rate, which has hugely benefitted 
the users. It is appreciated that ASIC is very 
much worried about increase in the 
Transaction  Cost whenever port go for an 
increase in the rates, but before generalising, 
it would be more appropriate if total 
transaction cost is analysed by them vis-à-
vis the infrastructural facilities and services 
provided by each component of the total 
transaction cost.  Is it really because of the 
port cost, which is a negligible percentage of 
the total cost, that the Exim trade of the 



carrying their containers between Singapore / 
Port Klang and Colombo to/fro this dock system. 
Their appeal too has been duly substantiated 
with the comparative costs between various 
Ports and Kolkata, evidencing the already 
existing disparity in vessel related costs.   

region is suffering?  
 

(ii).  KOPT % increase Our Suggestion 

Vessel moored at any dock 
buoy (S. 22.1 Sl no. 1) 

20 5% 

Vessel moored at any river 
mooring / any other mooring 
(S. 22.1 Sl no. 2) 

20 5% 

Vessel anchored at any river           
anchorage or any other 
anchorage 
(S. 22.1 Sl no. 3) 

20 5% 

 
It is relevant to mention here that the very scope 
of mooring arises out of berth / river draft 
availability, which at time does not allow to dock 
the vessel alongside Port berth. Therefore, the 
vessel is anchored at river anchorage point and 
through midstream operation, the vessel is either 
lightened or has to wait till the working berth is 
free to occupy and the river draft allows the 
vessel to dock in. 
 
Therefore, any proposed increase is going to 
affect the vessel owner since Kolkata bound 
vessels are already facing high operational costs 
and low turnaround time and underutilization of 
vessel’s capacity to load due to draft restrictions. 
 
However, if it has to be reviewed, there should 
not be any increase higher than 5%. 

The increase in this item of vessel related 
charge has been proposed on the similar 
grounds as clarified for Berth Hire. It may be 
seen from ASIC submission that mooring/ 
anchorage facilities are only to overcome the 
deficiencies of a riverine port like KOPT. If 
that be so, it is more reasonable that the 
vessel owners should encourage port to 
maintain the said facilities for greater 
benefits. Although, the cost position has 
substantiated the justification of 20% hike in 
rates, ASIC submission for 5% increase 
against KOPT’s proposal for 20% is devoid 
of any logic.   
 

(iii).  KOPT % increase Our Suggestion 

Shifting Charge within 
KDS or within HDC 
only 
(S.24.11 Sl. No. (a)) 

          800          Nil 

Shifting Charge  
between KDS and 
HDC  
(S.24.11) 

          800          Nil 

 
With falling draft, when users are forced into 
placing smaller vessels, KOPT, claiming to have 
handled the highest vessel traffic amongst Indian 
major Ports, has hiked up the shifting charge, 
with proposal of vessels with GRT less than 7500 
MT to pay minimum charges. 
 
Also there are situations when shifting of vessel 
is not attributable to the vessel owner and is 
done purely based on Port convenience. There is 
no logic behind levying this charge. 
 
In the proposed SOR, if a vessel completes its 
cargo operation at Kolkata Dock System and 
plans to call Haldia Dock System but the working 
berth is not free at Haldia, no such shifting 
charge or berth hire is supposed to be levied. 
Further, this is an area / segment, wherein KOPT 
claims to have over-achieved the target income. 

KOPT has proposed for increase in shifting 
charge rates by 20% and not 800% as 
represented by ASIC. It is felt that ASIC is 
referring to the minimum total charge that 
KOPT has proposed to levy for each shifting. 
Regarding Minimum charge, it has already 
been submitted under the Reasons for 
change column in Form –I: Item 4 of 
Highlights of the Proposal that the existing 
minimum charge for shifting is not even 
covering the minimum charge of even a 
single tug used for shifting. Therefore, 
minimum charge reasonably now proposed 
to be at par with that of minimum charge for 
use of KOPT’s 1 (one) tug (exceeding 1000 
HP) as provided under Section S.14.16.    
KOPT never levied charge for shifting of 
vessels on port convenience. Shifting of 
vessels with levy of charge on the user is 
done only when such shifting become 
inevitable for failures & reasons attributable 
to the ship or the users. Such cases are very 
limited and are always done with prior notice 
to the ship and the user(s) concerned.  
The issue of over achieving targeted income, 
as pointed out by ASIC could not be 
understood. Waiting of ships at KDS for 
subsequent calling to HDC may be 



Therefore we strongly object to any such 
increase on this account. 

rationalised through proper & timely planning 
of ship and their working by the concerned 
users including the lines. In many cases, the 
lines prefer and decide to hold the ship at 
KDS on their own option due to lack of 
generation of adequate cargo/container at 
HDC as per their target, delay in completion 
of documentation, disputes with owners etc. 
However, it is not befitting for ASIC to 
consider foregoing payment of charges for 
the facility e.g. (secured accommodation) 
enjoyed. 

(iv).  KOPT % increase Our Suggestion 

Use of KOPT tugs/ 
despatch/survey 
vessel etc. 
(S.24.16) 

 
20 

 
5% 

It may be pertinent to mention here that there 
has been substantial shortage of tugs and 
mechanical output in terms of productivity have 
not been satisfactory. However, to ensure 
adequate supply of tugs, which is a crucial 
support for riverine Ports like Kolkata and Haldia, 
we agree to an increase of 5%, with a hope that 
KOPT will improve users’ expectation. 

The constraint of tugs is taken due care of by 
KOPT and the same is not found to affect 
vessel movements any significantly. 
Regarding tariff increase, ASIC needs to 
take into consideration the rocket shooting 
global hike in fuel price as well as steep rise 
in the national inflation rate over the years, to 
which KOPT could not be an exception. 

(v).  KOPT % 
increase 

Our 
Suggestion 

Port dues for 
foreign & coastal 
vessels (S.25.1) 

 
20 

 
Nil 

 
A comparative analysis of the neighbouring Ports 
reveals the present handling cost of a vessel at 
Kolkata exceeds its competitors. This further 
increase is without any logic as to why Port dues 
should be upwardly revised, in absence of any 
clear road map to score upon the infrastructural 
bottlenecks. We cannot agree to such proposals 
of KOPT for the interest of the trade, since higher 
transaction cost will lead to uncompetitiveness of 
these dock systems further.  
 
With regard to the revision for coastal vessel, it 
contradicts the Ministry’s guideline for promoting 
coastal shipping, which is under achieved so far 
in India, as well as the advantage of less 
pollution. KOPT should rationalize the tariff for 
coastal vessel, instead of hiking it further. 

At the first place, comparison with other 
neighbouring ports is not appropriate due to 
unique features possessed by each 
individual port. As unlike other ports, Kolkata 
Port Trust has a long navigational channel 
stretching over 232 KM, thereby involving 
substantial cost in maintenance of the 
channel to keep it ship worthy. ASIC may 
consider the same with a practical view in 
the matter. It is reiterated again that the 
proposed tariff is submitted with detailed cost 
statement, as required by TAMP. As such, it 
is not wise to unilaterally say the proposal to 
be without any logic. However, ASIC may 
like to submit the comparative analysis, as 
stated by them, for a look by KOPT.  

 
The coastal traffic is already enjoying a 
concessional rate as per policy directive of 
the Govt. of India and adopted in the tariff 
guidelines to encourage coastal movement 
of cargo.  However, expectation of increased 
volume of coastal traffic to offset the 
reduction/concession allowed has not 
matured till date. Rather, compared to 
previous years, the coastal movement of 
cargo has been indicating a declining trend 
reasons of which are best known to the trade 
including the lines.  It is felt that, reduction in 
marine freight for coastal movement may be 
crucial and key for promotion of such traffic. 
ASIC may consider the same favourably in 
the interest of the trade. 

 
Therefore, increase in the rates for coastal 
vessels at the same % level as has been 



proposed for foreign going vessels within the 
framework of tariff guidelines is logical and 
reasonable.  

(vi).  KOPT % increase Our Suggestion 

Misc. services to 
vessels          
(S.23.1 Sl no. 1 to 6) 

20 Nil 

Supply of electricity 
(S.23.1 Sl no. 7) 

25 Nil 

Charges for 
treatment of ballast-      
water from POL 
tanker / other 
vessels (S.23.3) 

20 Nil 

 
Given the fact that KOPT’s scope of job is highly 
restricted so far as the miscellaneous services 
goes, due to the depleting labour pool, as 
claimed during various communications and 
conversations of KOPT Traffic Department, we 
question the rationale and logic behind seeking 
this increase, instead of lowering it further and 
therefore cannot give our accord to such 
proposal. 

As regards Misc Services and supply of 
electricity to vessels, the impact is not 
significant, as hardly any such services are 
availed by ships at KOPT.  
Yet, considering the overall increase in 
electricity cost, and manpower cost, hike in 
tariffs in respect of electricity supply and, 
treatment of ballast water are at parity with 
the actual position and is, therefore, 
unavoidable.  
 

(vii). New charge –  
 
Service for providing pneumatic fenders (S.23.1 
Sl no. 9) – `100 per fender per day for foreign 

vessel and `3,300 per fender per day for coastal 
vessel. 
 
Since this cost head was absent in the present 
SOR, it requires further clarity and scope of job, 
before our observation are given. 

 
 
This is an additional service/facility 
envisaged by port for providing to ships 
requiring the same. Considering the requests 
for such fenders at times, port has procured 
the same at substantial cost. Charge will be 
levied on them only who avail such service 
on request. Hence, there does not remain 
much to clarify further on the issue. Detail 
calculation of the proposed rate will be 
submitted before the Authority, if directed. 

(viii). Container and containerized cargo related 
charges (PART – II) 
 

 KOPT % 
increase 

Our 
Suggestion 

Laden composite box rate 
other than over dimensional 
Container (S.11.1 Sl. No. 1) 

10 Nil 

Laden over dimensional    
container composite box rate 
(S.11.1 Sl. No. 2) 

10 Nil 

Empty container composite 
box rate             
(S.11.1 Sl. No. 3) 

10 Nil 

ICD & IWT container 
composite box       rate (S.11.2 
Sl. 1 & 2) 

10 Nil 

 
In above points, it has been explicitly expressed 
the reason behind our refusal to any handling 
charges which may prove counterproductive, 
both for these twin dock systems of Kolkata and 
Haldia, as well as the trade. 
 
We strongly recommend that any such proposal 
be kept in abeyance till the time EXIM cargo 
movement gets into a fair weather and growth in 
business is achieved, due to volatility in the 

 
 
 
Increase in rates has been proposed as cost 
position of container activities demand so. 
ASIC has requested TAMP to keep the 
proposal of KOPT for increase in tariff in 
abeyance till the time EXIM cargo movement 
gets into a fair weather and the growth in 
business is achieved. ASIC’s concern on the 
issue is well taken – then its need to be 
analysed details of cost that is affecting 
Indian Trade in the International market, 
which ASIC has quietly avoided. Instead, 
they have pointed to the most insignificant 
cost, i.e.  port cost (which provides and 
maintain huge infrastructures) in the entire 
logistics of International trade. Till such 
analysis is done in entirety, there is no 
reason why port should not be allowed to 
recover its cost by increase in tariff. Further, 
for sustenance cost recovery is essential, 
unless subsidized. 

 
The matter of volume discount/ concessional 
rates etc. cannot be taken as matter of right. 



international trade, including the monetary and 
fiscal market. As the Indian trade is surely finding 
a breathing space, imposition of any hike should 
be deterred at the moment. 
 
It may be relevant to mention here that in the 
past SOR when container related Port charges 
used to be settled by the cargo interests, KOPT 
would give a volume discount on the annual 
traffic that were being handled by respective 
customers. But from the present SOR when the 
Port charges payment is being settled by the 
shipping / container agent, the facility of volume 
discount has been withdrawn. 
 
Therefore Port is already saving a substantial 
amount collected in this head, and no further 
increase is justified here. 

It is for the provider of the facilities/ services 
(here port) to decide on the same based on 
its strategy to encourage cargo/container.   

 
It is a fallacy that on the one hand ASIC is 
agreeing to the KOPT’s proposal for increase 
in the rates of rebate for not  providing the 
services by KOPT, at the same time it is 
requesting TAMP not to consider the 
increase in the rates when such services are 
provided by port.  
 

(ix).  KOPT % increase Our Suggestion 

Rebate at KDS 
(CPY) & HDC for         
services not 
provided 
(S. 12.1) 
 

           10 10% 

 
ASIC agree to the proposed quantum of increase 

 
 

(x). New clauses in Note for sections S.11 & S.12  
 
Item (ii) -  If the shutout export load container or 
container received without shipment paper is 
taken delivery, instead of being shipped, for any 
extra handling services, relevant as specified at 
S. 14 shall be levied 
 
Item (vii) –  In case of IWT Containers, the rates 
of rebate shall be 45% of the rates specified at 
S.12.1 above applicable for Foreign Containers 
 
Item (viii) –  
 
(a).Composite Box rate shall be levied separately 
by each dock system for container operation 
within their system, unless otherwise specified in 
this SOR. 

 
 
 
 
 
 
 
 
 
 
 

 
 

(b). In case of overside discharge / shipment of 
container from/to vessel, composite box rate as 
per S.11.1 shall be levied after allowing rebates 

 
 
Item (ii), (vii): Reference by ASIC to these 
items, without any specific comments, could 
not be understood.  
 
 
 
 
 
 
 
Item (viii) :  

 
(a).  ASIC’s observations do not embark 
upon the factual position in the matter. There 
is no duplication of Composite box rate 
charge. It is quite obvious that for any 
container, if the Agent use the facility/service 
of the port twice that is once at HDC and 
once at KDS, then they have to pay for the 
service at the respective dock system where 
the service/ facility so availed. Similar 
provision is already in existence in the 
existing Scale of Rates of KOPT at Section 
S.4.7 in connection with levy of wharfage for 
break bulk and bulk cargo. Only the same 
principle has now been laid down in the 
proposed Scale of Rates under Container 
chapter for better understanding and clarity.  

 
(b).  As regards overside operation of 
containers at the docks, port has not 
proposed levy of any charge for which 



under S.12.1 against services not rendered. 
 
We oppose for any duplication of composite box 
rate charge in both the dock systems, since both 
are part of the same Port. Further, in case of 
overside discharge / shipment, it is the vessel 
operator who is engaging both equipment and 
workforce, where Port does not come into the 
picture, in terms of work involvement. 
 
Moreover, the scope of work defined under box 
rate cannot be used as a governing factor to 
proportionately charge for onboard services, if 
any, for overside operations, since a large 
component of the box rate does not, in any way, 
apply for such activities. Hence, such charges 
should be applied specifically for activity 
performed by Port for cargo operations. 

service is not rendered by port. Port has only 
proposed to levy that part of charge for which 
port service/ facility is availed for the 
container. ASIC has failed to appreciate that 
composite box rate includes wharfage, which 
is basic dues recoverable in all cases of 
landing, shipment and transhipment within 
port limit and approaches or passing through 
declared landing stage of the port in terms of 
the definition given under section S.2(xxiii) of 
the existing Scale of Rates and also 
continued in the proposed Scale of Rates. 
Therefore there is no justification in ASIC’s 
contention.  
 

(xi).  KOPT % 
increase 

Our 
Suggestion 

Charges for transshipment  
containers (S. 13.1) 

10 Nil 

 
Kolkata Port is a gateway Port for Eastern India 
and many ICDs in the region. If transshipment 
takes place, due to operational requirement, the 
activity should not have any penal charge by way 
of hiking the given tariff, since KOPT is already 
having a fixed charge for transshipment of 
containers. 

Transhipment operation is a rare 
phenomenon at KOPT. However rate has 
been proposed following the tariff guidelines.  
 

(xii). 
 

  KOPT % 
increase 

Our 
Suggestion 

Charges for onboard shifting of     
container  via quay head, 
without involvement of Port 
labour (S. 14.1 Sl no. 1 (i)) 

25 Nil 

 
New charges  
1. `1200 for onboard shifting of container via 

quay head, where Port labour is involved - (S. 
14.1 Sl no. 1 (ii)) 
 
2. `350 for onboard shifting of container without 
via quay head where Port labour is deployed - 
(S. 14.1 Sl no. 1 (iii)) 
 
As stated in earlier paras that due to depleting 
work force and inadequate supply of labour / 
equipment by Port, the vessel operator is mostly 
managing the job and due to operational 
competitiveness and logistical reasons towards 
such shifting of containers mostly attributed to 
draft conditions / heavy nature of cargoes, it 
should be regarded as a routine and regular 
phenomenon and Port should not impose any 
such hike for reasons stated. 

ASIC’s contention is not based on the factual 
position in the matter. Such charge is 
leviable, when KOPT deploys its own 
workforce on the ship for on board shifting of 
container with or without via quay head and 
vessel operators do not deploy such 
operational personnel for the purpose. 
Requirement of such operation arises due to 
faulty planning by the vessels at one port, 
which affects the operation and productivity 
at the next port required to undertake the 
operation. As service is provided by port, 
applicability of charge should not be 
questioned. Port has always endeavoured 
and pursued with the lines to avoid or at 
least to reduce the emergence of such 
situations through proper prior planning and 
co-ordinations with all concerned, but 
unfortunately the reluctance on their part still 
continues affecting not only the port 
productivity but also calling of other ships at 
times. ASIC may take up the issue 
appropriately with the lines and to ensure 
proper and timely planning & co-ordination to 
avoid such situation in common interest of 
the trade, the lines and the port. ASIC may 
also appreciate that to mitigate the cost; 
such undesired operations should be done 
away with through proper planning, as 
aforesaid.  

(xiii).     KOPT % increase Our Suggestion The proposed 10% hike in rates is in line 



Charges for inter-
berth and intra-
berth transfers 
(S. 14.1 Sl no. 2 (a) 
& (b)) 

10 Nil 

 
In course of cargo operation, vessel queueing up 
or bunching due to mechanical failure of both 
shore support and ship’s own handling 
equipment may be affected. In those situations, 
the inter berth or intra berth transfers becomes 
essential to vacate one berth to call in other 
waiting vessels, since such transfers are integral 
part of any traffic management. 
 
Continuous increase of such charges in each 
SOR should be discouraged to mitigate the 
growing handling cost of a vessel in Kolkata / 
Haldia, vis-à-vis it’s underutilization of capacity 
due to poor draft condition. 

with the principle followed in the proposal for 
revision of container related charges due to 
cost deficit in the container related activity. 
This charges are occasionally levied when 
additional transportation of container had to 
be undertaken other than the transportation 
included for transfer between hook point and 
yard in the Composite Box rates. 
 

(xiv).  KOPT % increase Our Suggestion 

Power supply to 
reefer container           
(S. 14.1 Sl no. 3) 

10 Nil 

 
We wish to place on record that KOPT does not 
have any captive power facility in the event of 
power shedding. It is the container / shipping 
agent, who are made responsible to manage the 
DG supply on their own for interrupted power, to 
rule out any loss or damage to the cargo stuffed 
inside. This kind of exercise requires additional 
manpower deployment and cost, including 
procedural approval from competent authority 
like Customs. 
 
Over the years, the reefer park in Kolkata has not 
been maintained and due to the fact that 
refrigerated cargo of this region has already been 
diverted to a particular neighbouring Port, any 
further increase will demotivate the customers to 
come forward and use this Port for their shipment 
of cargo. 
 
We therefore propose to rationalize the present 
tariff to make it attractive for an end user and 
with the incremental volume, KOPT can ensure 
additional revenue income from this portfolio. 

The proposed increase in the rate for power 
supply to reefer container has in effect will 
not even restore the charge what port used 
to levy in 1996. A table showing the rates 
prevailing since 1996 is furnished below:  
 

1996 2001 2007 2011 2013 
 (Proposed) 

`500/- 

per shift 

`750/- 

per shift 

  `135/-   

 per 4 hrs. 

`145.80 

per 4 hrs. 

`218.70 

per 4 hrs. 

 
KOPT’s gesture of reduction of rates in 2007 
had not transformed into any growth in the 
volume of reefer container traffic in port since 
then. Therefore, to meet the increasing cost 
of electricity, maintenance of reefer yards, 
electrical installations etc. KOPT has no 
other alternative but to propose for a 
substantial increase in the rates of power 
supply.  

 
 

(xv).  KOPT % 
increase 

Our 
Suggestion 

Charges for stuffing / de-
stuffing (S. 14.1 Sl no. 6) 

10 Nil 

 
As explained in earlier paras, KOPT does not 
have adequate pool of labour and thus the scope 
of job is very limited. In view of the recent 
initiatives taken by Port to encourage the off dock 
facility for such activities, such increase is not 
well envisaged. 

In view of the rise in overall cost, the 
increased tariff has been proposed to take 
care of any incidental requirement of stuffing/ 
de-stuffing by KOPT. This increase is all the 
more important to discourage users from 
taking such services from the port. Port is 
encouraging the users to undertake such 
services at off dock CFS and discouraging 
such activities inside the docks. Therefore, if 
the services are not availed inside the docks, 
the question of payment of proposed higher 
tariff will not arise. 

(xvi). New Charges– 
 

 
 



(i). Proposed charge of `500 for Gate delivery / 

receiving charge on container on which 
Composite box rate is not levied - (S. 14.1 Sl no. 
10). In this regard, more clarity is sought on the 
category of containers and applicability of such 
charges 
 
(ii).  Proposed charge of `120 / teu for on board 

lashing / de-lashing of containers , fixing and 
unfixing of twist locks and ancillary documents - 
(S. 14.1 Sl no. 11) 
 
In this regard, it may be further clarified here that 
this charge is being implemented on a particular 
berth type, where onboard activity is outsourced 
to an operator, while the shore support is still 
being provided by the Port at Kolkata, but in view 
of KOPT’s present levy of `950 / TEU for laden 

container and `700 / TEU for empty container 

towards Dock Labour Board charges, the Port 
users are already paying this charge over and 
above the composite box rate prescribed in the 
present SOR. 
 
Therefore, it will be additional burden if this 
charge is again collected over and above the 
CDLB charge as mentioned. Clarification is, 
therefore, sought on the applicability of CDLB 
charge over and above the composite box rate 
and seek to know your authority’s approval on 
same, as we do not find mention of such charges 
visualizing CDLB charge for containers, either in 
the present SOR. 
 
(iii). Proposed charge of `1000 for export laden 

containers entered after the cut-off period or 
export load container made ready after the cut off 
period for readiness - (S. 14.1 Sl no. 12) 
 
Due to the fact that KOPT being a city Port and 
for its perennial issue of ever congested 
peripheral roads leading to the dock system, 
higher percentage of  warehouse stuffed cargoes 
coming from hinterlands, intermittent breakdown 
of Port Community System, public holidays etc, 
generation of containers may miss the original 
cut-off. Thus, extension of cut-off is required, 
subject to the suitability of vessel operators. 
Therefore it is felt that Port is not rendering any 
special service by accommodating the request of 
extra cut-off being given to the customers and 
agreed by the vessel operators. 
 
Port should not target this as an income portfolio 
and this proposal should be rested with. 
 
New clause in Note for sections S.15 - Item 
(2b) – In case of over-dimensional loaded 
container, Demurrage shall be levied @ 2 times 
the rate applicable for respective size and type of 

The rate has been introduced to take care of 
the events when a container moves through 
the port without going through any ship face 
handling. Levy of charge in reference to 
composite box rate would, otherwise, result 
in a higher rate.  
 
The existing Scale of Rates clearly specifies 
the various services and the tariff thereof, as 
approved by TAMP, wherein the aforesaid 
service was not included earlier. Supply of 
the service is now envisaged by KOPT to be 
provided due to higher charges levied by 
private agencies undertaking such services 
at this port.  

 
The charge will be no extra burden to the 
users, as they are already paying for such 
service even at higher rates. Instead, the 
service and the tariff proposed by KOPT will 
invite relief to such users as they are already 
overburdened with the exorbitant rate levied 
by private agencies, who are still now not 
accountable for justifying the cost and the 
charge.   
 
 
 
 
 
 
 
 
The provision has been envisaged, as on 
many occasions the ship and the valuable 
port resources are made to idle and suffer for 
lack of timely planning and action on the part 
of the concerned user, which are mostly 
avoidable. Re-opening of export actions by 
port officials involving wastage of valuable 
time as well.  

 
Hence, the proposed tariff to discourage 
such activities deterrent to overall interest of 
the trade and port. Port would be happy if the 
lines leave no scope for occurrence of such 
events which may attract such tariff and thus 
do not allow port to earn any revenue out of 
it.  Proper planning and co-ordination on the 
part of the lines can easily stop occurrence 
of such event and so, ASIC may take up the 
issue appropriately with the lines.  
 
 
 
The logic given by ASIC does not sound 
reasonable. It may please be appreciated 
that the container yard developed has its 
own cost and in any business logic, no 
facility and/or service is affordable free of 



container 
 
In view of the present holding berth capacity and 
for the fact that import delivery is largely 
happening from the CFS, Port should be able to 
provide the space in CY and there should not be 
any constraint in keeping the over dimensional 
loaded container, which as per Port may restrict 
the stack capacity on a particular bay. 

charge. Over dimensional containers, 
besides occupying larger area, also renders 
the adjacent slot unusable by other container 
and un-operable by yard equipment. Hence 
the proposed tariff is absolutely reasonable 
and appropriate. 

(xvii). Miscellaneous charges (PART – III) 
 

 KOPT % increase Our Suggestion 

Supply of staff for 
escorting lorry          
(S. 16.1 Sl no. 4) 

108 Nil 

Deployment of 
extra labour (S. 
16.1 Sl no. 5) 

177 Nil 

 
As per above paras, supply of labour is limited 
and in absence of the proper service, any 
increase is not justified. 

 
 
The charge is levied only when the service is 
rendered by port upon receipt of requisition 
for the same from the user concerned or 
their agent. The hike is inescapable in view 
of rise in overall manpower cost. 
 

(xviii).  KOPT % increase Our Suggestion 

Dock Permit and 
licenses 
 (S. 17.1 Sl no. 1 
to 11) 

50 10% 

Stevedoring 
license / handling 
agent 
license (S. 17.1 Sl 
no. 12) 

363 No comment 

Permit for using 
truck terminal at           
HDC / KDS per 
truck / lorry / 
trailer 
(S. 17.1 Sl no. 16) 

394 No comment 

 
 
 
 
 
 
 
 

In this connection, an analysis of permit and 
licence charges since 1996 is enclosed for 
perusal of the Authority. It may be seen that 
there was no increase in the rates for nearly 
10 years. The rates notified by TAMP in 
2001 was valid till 2011 revision. No revision 
in rates was made in 2007. The present 
increase has been proposed to correct the 
past action, the benefit of which has already 
been reaped by the trade.  
 
Regarding Stevedoring Licence, it is stated 
that the rate has been proposed following the 
new stevedoring policy adopted by Ministry 
of Shipping. 
  
The facilities of truck parking terminal have 
been introduced for convenience of the users 
who use to pay much higher charges for 
such parking facilities run outside or other 
than by port, where rate on per hour basis 
are levied which calculates too much higher 
rate than proposed by KOPT’s facilities 
created by it. This facility cannot be allowed 
to be continuously subsidised by other 
activities, therefore, the proposed minimum 
hike is unavoidable.  

(xix). Other Observations 
 
(i). As per TAMP Guidelines, all rates should be 
on cost plus basis but increase in rates are either 
anticipated or assumed figures, as there is no 
clue of cost increase for any particular rate hike. 
No related cost figures are given. 
 
(ii). There is an increase in the operating surplus 
of 61% in FY 2011-12 and 29% in 2012-13, if the 
projections and actuals are compared. This 
implies that non-operational items are 

 
 
(i). KOPT, with its proposal, has duly 
submitted detailed cost statement as 
required under the tariff guidelines stipulated 
by TAMP. Hence the contention of 
assumptions or anticipations does not hold 
ground.  
 
(ii). ASIC must appreciate the phenomenal 
increase in the inflation rate over the years 
resulting in substantial increase in 



responsible for bringing down Port’s bottom line. 
Trade should not be expected to bail out the Port 
on non-operational expenses. 
 
 
 
 
 
 
 
 
 
 
(iii). Levy of 10% Special Rate compared to 
existing 4%: 4% special rate was imposed from 
March, 2011 specifically to meet pension liability 
prior to 01.04.04.  In fact, this special levy of 
existing 4 % was to be withdrawn within the 
tenure of the present SOR, as committed by 
Port, during the joint hearing held last. Hence, we 
request same to be abolished. 
 
(iv).The annuity value of pensions prior 01.04.04 
is admittedly `1,693.38 Crores. Port states that it 

has not recovered this amount, without 
specifying exactly how much has been collected 
under this head in the last 2 years and what the 
shortfall is. The actual shortfall is first to be 
assessed and the percentage it is to be then 
ascertained for estimating collections determined 
prior to any arbitrary increase.  
 
(v). When interest rates are falling, KOPT 
proposes to raise penal interest from 14.25% to 
16.50%. It is also to be noted that Port does not 
pay any interest to users on late refund of 
charges collected from them, including TDS. 
 
(vi). The deficit of `1,862.36 crores is after 
providing for `4,319.67 crores towards loss on 

sale of asset and arrear pay & allowances in FY 
2012-13. Surprising that there was no such item 
in the previous 2 years. In any event, present 
trade cannot be expected to finance past under-
recovery / excess commitment of Port. Moreover, 
Port’s cashflow may be sought to plug the 
possible loopholes. 
 
Port has arrived at net deficit figure by providing 
a return on capital employed @ 15.55%, 
although it has admittedly achieved capacity 
utilization of only 58.60%. In other words, it 
wishes to be remunerated @ 15.55% (i.e. more 
than 50% more than bank FD rate) when its 
capacity is almost 50% idle. It implies that Port 
expects trade to fund its under-utilization of 
capacity and inefficient use of capital.  
 
(vii). The rise in export cost of empty containers 
would affect lines adversely. Empty containers 

operational as well as overhead cost. The 
same is not uncommon in case of the lines 
as well, who too could not help passing on 
the increased cost to the trade. Intermittent 
levy of ‘fuel surcharge’ by the lines can be 
cited for example. It’s not fair on the part of 
ASIC to forget the positions taken by the 
lines to counter their cost as well as to earn 
more profit and to expect port to absorb the 
whole lot of pain illogically. Port has always 
voiced that to offer the trade a comfort zone, 
rates levied by private agencies too need to 
be controlled with tools of proper 
accountability.  
 
(iii). The Special Rate is allowed by TAMP 
for some specific purpose. KOPT has 
submitted required information in this regard, 
which are subject to examination by TAMP.  
 
 
 
 
 
(iv). Detail account has been submitted by 
KOPT to TAMP.  
 
 
 
 
 
 
 
 
(v). The increase in interest rate is as per 
guidelines and stipulations of TAMP.  
 
 
 
 
(vi). The pay & allowances of Class III & IV 
employees of all the major ports in India is 
due for revision w.e.f. 01.01.2012. 
Accordingly, a provision for the same has 
been made in accounts w.e.f. the FY 2012-
13 onwards following the accounting 
procedure. Therefore, there was no question 
of such item’s appearing in the previous two 
years accounts for which ASIC has 
expressed their concern. The entire amount 
of `4319.67 lakh (and not in crore, as 

mentioned by ASIC) is on account of arrear 
pay & allowances and does not include any 
element of loss on sale of asset.   

 
The Return On Capital Employed (ROCE) 
has been calculated as per Tariff Guideline 
of TAMP in respect of allowable return vis-à-
vis capacity utilization.  
 



pile up because of trade imbalance and trade 
pattern, for which lines are not already suffering 
and not responsible. The only saving grace is 
that demurrage on container and containerized 
cargo has remained the same. With falling draft 
and barging being the likely solution going 
forward, wharfage on IWT cargo has been 
increased by 50%, which we are opposed to. 
 
 
 
 
 
 
 
 
 
 
(viii). The difference between the Financial & 
Misc income and expense is actually 36% more 
in FY 2012-13 compared to estimated figures 
provided during revision in 2011. It clearly implies 
that it is the financial cost only that is responsible 
for the poor bottomline. It would be interesting to 
seek the Port’s current list of Debtors and the 
amount owed by such individual entities. It can 
be guaranteed that more than 75% of such 
debtors are either government agencies or 
PSUs. Delayed recovery from such entities, 
resulting in interest cost incurred by Port, is 
proposed to be met by trade which always works 
on advance payment. 
 
(ix). Port has applied ceiling rate of return on 
capital employed (Max allowed 16%; minimum 
6.35%). It is trite knowledge that for infrastructure 
projects (like ports/bridges etc) such high return 
on capital employed is never achieved. 
Moreover, Port being a non-profit organization, it 
is surprising that it seeks ceiling rate of return 
rather than the floor rate, totally ignoring its social 
responsibility. 
 
To conclude, it is hereby appealed to grant us an 
opportunity for hearing, enabling us to present 
more facts in line with our above submission, vis-
à-vis if proper deliberation would deem fit to 
preside over the proposal and any revision 
should be implemented only with a prospective 
date and not in a retrospective manner. 
 
We seek sufficient notice period of 3 months to 
be given before implementing any revision, since 
trade in general should be given an opportunity 
to plan their shipment, taking into account the 
factoring of all costs that may be differential. 

(vii). For IWT containers KOPT has proposed 
for 10% increase in the Composite Box Rate, 
which is in line with the increase proposed 
for other container activities.   In case of IWT 
cargo in bulk and break bulk form, handled at 
declared Inland Vessel Wharves of KOPT,  
KOPT has proposed for 20% increase in 
wharfage, which is also in line with the 
increase proposed for other cargo. However, 
to reduce the disparity in rates for handling of 
IWT cargo vis-à-vis other cargo at 
Berth/Jetty meant for handling Sea-going 
vessel, KOPT has proposed to reduce the 
discount in wharfage from 50% to 25% in the 
proposed Scale of Rates. It appears that 
ASIC has not properly analysed this part, 
while representing the matter. Just for the 
sake of opposing the hike in rates they have 
made the submission.  
 
(viii). The main reason for difference with the 
estimated figures provided during revision in 
2011 is that a provision for Arrear Pay & 
Allowances has now being made in FY 2012-
13 as explained in (6) above. So far debtors 
are concerned, it may be stated that in 
computing cost statement, KOPT has 
followed the Clause 2.9.9 of the of the tariff 
guidelines and therefore, there is no scope of 
any interest cost being proposed to be met 
by the trade. 
 
 
 
(ix). KOPT, in their Tariff Proposal, has 
asked for around 12% return and not 16% 
allowable under the tariff guidelines. It is not 
understood, by floor rate of return, what 
ASIC has intended to mean. No such 
concept exists in the tariff guidelines.  
 
 
 
[ASIC has participated in the joint hearing 
held on 07 August 2013 and expressed its 
view, as brought out in the later part.] 

7. Container Shipping Lines Association (CSLA)  

 The global economic situation is yet to fully 
recover and Trade is still facing a lot of 
uncertainties in India. Any increase in port/ 

The comments of CSLA are generic in 
nature and hence no specific comments are 
furnished.  



vessel related charges at this point in time would 
be detrimental to efforts made to sustain the 
trade. CSLA has done a comparative study on 
vessel related port costs (attached sheet which 
can be used for reference). The study clearly 
indicates with this hike in rates, Kolkata Port will 
by far be the most expensive port in the region. 
 
Over all the tariff of all other services have also 
seen an increase and with the attached levy of 
10%, the customers will have to pay a much 
higher charge and to tune of 20-25%. All the 
stated charges need to be reviewed and Kolkata 
ports submission to increase tariff to meet liability 
of port by way of wages, pension and other dues 
to staff is not justified explanation as not much 
has happened by way of improvement of facilities 
toward cargo interests in port.  
 
Below mentioned are few issues with Kolkata 
Port, due to which CSLA doesn't support these 
rate increase. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

(i). Port facilities have not been enhanced anyway at 
par with other major ports where facilities and 
equipment provided by port has grown far ahead 
of what is being provided at Kolkata Port. 

(ii). Cargo lies haphazard in port at various locations 
accruing dust and subject to inclement weather 
and damages and claims are high. This can be 
very much be seen in case of cargo of 
automobiles which lies scattered all over the port 
and even in waste areas sustaining damage. 

(iii). Container CY is haphazard and cargo is handled 
with equipment which is nowhere at par with 
other ports and terminals. Equipment at port 
terminal is old and run beyond time and no 
replacement has taken place ever since 1992. 
Re-stackers are on hire from private operators 
and costs for hire of such equipment is much 
higher than any other ports. Due to this the lines 
have to pay much higher handling cost in Kolkata 
port. 

(iv). Roads in the port are in poor state and despite 
frequent repairs they do not last out heavy 
vehicle traffic and load. 

(v). Cargo Sheds are in poor condition and cargo lies 
completely open to damages due to roof 
leakages and bad maintenance of sheds. 

(vi). There has not been much improvement in quay 
condition and berths do not have effective 
mooring arrangement and fenders. There are 
frequent damages due to vessels coming 
alongside berths without proper fenders. 

(vii). Entrance to the docks is in poor condition. 
Entrance wall to the locks is not fendered and 
damaged at places and same has not been 
repaired over period of time. Vessels sustain 
damages while coming inside the docks because 
of this and strong tides. 

(viii). Vessels for Kolkata docks are still restricted to 



day navigation only and no measures have been 
taken to have night navigation facilitated in upper 
reaches of the river. Due to this the vessel have 
to navigate at reduced drafts on at least 7-8 days 
a month. 

(ix). Navigation facilities in the river are not up to the 
mark and emergency facilities available in river 
are almost negligible. 
 
It is also suggested that before approval of new 
tariff, a professional team is set to assess the 
condition of Kolkata port and facilities provided 
by Kolkata port and review the same with other 
major ports and judge the viability of such 
increase.    

8. Indian National Shipowners’ Association  

(i). Taking some important facts from the proposals 
made by the port in its proposal 
 
“KOPT has created two funds………Necessary 
contributions to the two funds are being made 
every year depending upon the availability of 
surplus cash in hand after meeting the revenue 
and capital expenditure………. The present fund 
position stands at `1141.12 crores. The shortfall 

of `832.58 crores in the said funds is proposed to 

be met from internal resources of KOPT 
generated through revision of it’s scale of 
rates…….” 
 
Thus the sole reason for seeking increase in 
SOR seems to be, to supplement the existing 4% 
Special Rate levy allowed by TAMP for this 
purpose which is now found to be inadequate. 
And the inadequacy (832.58/1141.12) is nearly 
73% of the present fund position.  
 
The proposal of the KOPT is to levy a Special 
rate @ 10% for making up this short fall. The 
reasons for this short fall, from the submissions 
of the port admittedly are:  
 
i) All round inflation. 
ii) Recession in Market adversely affecting 
growth rate of traffic. 
 
While we are aware of the general adversity in 
the EXIM trade and overall slowdown in the 
economy, the situation is in congruence with 
general situation prevailing in International 
Shipping.  However, this slowdown coupled with 
increase in costs is something that the shipping 
trade too has seen. Shipping freights have fallen 
by 80% since 2008 but costs have continued to 
spiral. It is, therefore, submitted that for reasons 
of inflation and recession, the port cannot be 
justified in wishing to impose a levy as proposed. 
This will increase the cost of handling of cargo 
and will have a consequent effect on cargo and 
logistics costs.  

 



 
However, should the short fall (i.e. 73% of 
current fund position) be made up by making 
provision of increased rates for cargo and ship 
handling is an important core point. Because 
quantity of cargo or number of ships   would still 
remain an uncertainty. So there is no guarantee 
that the increase would provide a permanent 
remedy to port problem. 
 
Instead, would it not be prudent to look at option 
of utilizing Commercial Assets that the port may 
have in shrewd and tactical manner to ensure 
that the identified liabilities remain secured 
against the inflation. Trade can be asked to 
contribute only for development and growth of 
the port’s core business if it is found necessary. 
Otherwise, is feared that port will continue to 
seek hike without ability for development or 
improved service. 
 
It is not our place to recommend, but as users of 
the port we would have been happy to see the 
port attempting to increase revenue by 
increasing productivity or controlling and 
reducing costs. Tragically, that does not seem to 
be the case. We strongly oppose the levy on this 
ground alone. 
 
INSA also notes that the port estimated volume 
for 2012-13 at 42.43 Million tonne is expected to 
increase to 46.01 Million tonnes next year i.e. 
annual increase of 8.4%, and further to 50.873 
million tonnes in 2015-16 i.e. increase of about 
20% in 3 years,  i.e. the validity period of  SOR. 

(ii). It’s heartening to note that the proposal is 
seeking hike only to achieve ROCE to the extent 
of 12% instead of the general trend of asking for 
maximum possible i.e. 16% . The Officers and 
the Board of Trustees of the Port deserve to be 
commended for this.  However the reason for not 
seeking further increase is indicated as:  
 
-  that it will make it a costlier port. 
-  that this may have negative impact on the port 
traffic. 
 
It would be helpful to understand why the port 
feels so. We have seen cases where sliding 
scale of rates could ensure higher revenues and 
productivity linked bonuses would help increase 
revenue without actually causing an increase in 
cost of operations. It is strongly recommend that 
the port management examines such a 
proposition rather than simply seeking to limit 
itself.  

KOPT has not sought the full return of 16% 
on ROCE as the same would have required 
steeper increase in basic rates than what 
has already been proposed. The charges 
can be made productivity linked only if 
loading unloading is done by cranes 
arranged by Port and not by vessel’s gear. 
The specific productivity linked tariff has 
been proposed in case of all charges for 
mobile Harbour crane which may be seen.  

 
KOPT board has taken a decision to 
progressively mechanize the berths and 
already order for providing MHC at Berth No-
4B of HDC has been placed. So as such 
schemes come to reality, Port may move 
towards productivity linked tariff. 
 

(iii). The covering letter of the port indicates extent of 
increase from the present 4% Special Rate levy 
to 10%. However, we notice the actual increase 
is much more. Below are few examples from the 

In case of vessel related charges, KOPT has 
proposed increase of ‘Port Due’ and ‘Berth 
Hire Charges’ by 20% but no increase has 
been proposed in the ‘Towage and Pilotage 



port proposal. 
  

Foreign 
Going Ships 

EXISTING 
RATES 

PROPOSED 
RATES 

Increase 

Port dues 
34.50 
cents/grt 

41.40 cents 
cents/grt 

20% 

Berth hire  
0.2875 
cent/hr/grt 

0.345 
cent/hr/grt 

20% 

  
Thus the increase in vessel related charges is 
20%, though the average increase in vessel cost 
is shown to be about 6-8%. This needs to be 
explained and corrected.  

charges’. As Towage and Pilotage charges’ 
constitute the major portion of the total 
vessel related charges, the overall vessel 
cost is expected to go up by only  6% to 8% 
even after considering 20% increase in the 
‘Port Due’ and ‘Berth Hire Charges’. 
 

(iv). Though the port has reported considerable 
decline in cargo volume, port has not shown if 
the lesser traffic helped them to achieve higher 
productivity & improve efficiency parameters. 
Since the FORM 6 giving “Analysis of Efficiency 
& Productivity Improvement” is not attached, we 
cannot comment further and hope Port would be 
able to provide the details. 
 
INSA notes that the Efficiency targets mentioned 
in the MOU between port and Ministry are kept at 
same level.  A target of 355 TEUs a day at a 
major port is very dismal in comparison to other 
ports in India.  We expect a proposal seeking any 
increase should reflect commitment of tangible 
improvement in port operations. 

The efficiency target mentioned in the MOU 
between Port and Ministry have been 
calculated as per the Ministry’s guidelines. 
Incidentally, with the end of 2012-13, the 
actual value of shipday output for containers 
at KDS was calculated to be 364 TEU’s.  
 

(v). INSA also notes from the table giving cost per 
tonne for users for different commodity that the 
increase sought is not uniform i.e. the increase is 
not affecting all users uniformly. We are unable 
to understand the logic of this and the port 
management needs to clarify the reasons for this 
lack of uniformity. Once the reasons are 
provided, we shall be glad to comment on the 
same and should be provided an opportunity to 
do so.  

KOPT has proposed an increase of 20% in 
Wharfage and 5% increase in the on board 
charges almost uniformly against all cargo 
classes excepting for a very few cases, 
where higher increase has been sought for 
specific reasons. For example, the 
mechanical cargo handling charges for 
handling of thermal coal is presently being 
cross-subsidized by the other cargo classes. 
KOPT has sought a higher rate of increase in 
case of mechanical handling to ensure that 
the earning from the plant at least covers the 
operating cost of running the plant. If the said 
increase is not resorted to, then the 
uncovered operating cost would have to be 
met by higher increase in rates of other types 
of cargo. So far as a rate of Iron Ore is 
concerned, the same was substantially 
reduced earlier to promote the cargo years 
back. The difference in rates of iron ore vis-
à-vis similarly placed other cargo can be 
seen in the existing scale of rates.  

 
As the iron ore and coal handling activity is 
showing a deficit, port has no other option 
but to seek a higher increase in tariff for the 
same.  

 
So far as the other charges are concerned, 
KOPT has only sought higher increase in 
rate of Mobile Harbour Crane charges.  The 



higher increase in rates has been 
necessitated due to steep rise in the HSD 
price which would have further detrimental 
effect with the coming into effect of the policy 
of no subsidy on institutional purchase of 
HSD. 

 
KOPT has already initiated actions to 
progressively mechanize the other berths of 
HDC and an appropriate rate for mobile 
harbour crane, which is a value added 
service, will go a long way in making the said 
efforts successfully.  

(vi). Dredging appears to be one of the major cost 
activity. Kolkatta port has earned a dubious 
distinction of consistent decrease in permissible 
drafts over decades. And this is in spite of special 
provisions made by the Government for the port. 
To prevent further deterioration we expect the 
dredging contracts would put the obligation of 
maintaining the desired minimum depth instead 
of just quantifying dredged material by volume, 
which is of little relevance to available draft. 
Otherwise, port users will continue to be soft 
target for enhancing revenue. The Port 
management must be encouraged to use private 
operators for the purposes of carrying out 
dredging and the TAMP must be able to extract 
some confirmation from the port regarding 
dredging targets in the next 3 years, year on 
year. 

Dredging: - The maintenance dredging 
contract of KOPT is based on maintaining 
minimum stipulated depths over the 
governing bars with the provision of 
incentive/ disincentive for rise/ fall from the 
minimum depth. Dredgers are engaged on 
daily hire basis where the quantity dredged is 
merely an indication of work done for 
academic purpose. DCI has been entrusted 
with the maintenance dredging of the Port on 
nomination basis as per present Dredging 
Policy of the GOI & the cost of dredging is 
reimbursed by GOI. However, KOPT is not 
levying such charge on the port user. Ports 
are not averse to the idea of dredging by 
private operators subject to suitable revision 
of the said dredging policy. 
 

(vii). INSA wishes to draw attention to the issue of 
facilities & services required to be provided by 
port under MARPOL. These should be spelt out 
with correct SOPs with applicable tariff as part of 
SOR. GOI is a signatory to the convention, and 
these services are required to be provided by law 
and should therefore be treated as integral part 
of Port services. The Port needs to create this 
and provide for the same in its services. 

Regarding facilities and services required to 
be provided by the port under MARPOL, 
these are adequately spelt out and available 
on KOPT’s website and presently no charge 
is levied on this account.               
 

9. Steel Authority of India Limited  

(i) The reasons for revision in Scale of Rates 
(SOR), as proposed by KOPT, have been 
indicated as "Recovery of cost".  The details of 
such cost are not ascertainable by SAIL, hence 
same may be examined by TAMP. 

No comments. 

(ii). The proposed rates of increase under different 
category heads (wharfage, shore handling etc.) 
are different.  The reasons for such differences 
may be clarified by KOPT. 

The On-Board charge, which is a charge 
against supply of labour on-board of the 
vessel and shore handling charges which is 
a charge against shore handling services are 
to a large extent linked with the cost of such 
service. So while proposing the increase in 
rates of such heads, KOPT had given 
cognizance to the same.  

 
So far as Wharfage is concerned it covers 
the cost of maintaining overall Port 
Infrastructure, which is uncovered under any 
specific service related tariff. Accordingly, the 
cost which are not so directly linked to 



specific services like On-board and shore 
handling services are absorbed in wharfage. 

 
In view of the above the required increase 
may not be uniform across all charging 
heads. 

(iii). SI.14-On-Board Handling charges 
The proposed rates should be linked with 
productivity. 

In the berths where KOPT does not have any 
shore crane, the productivity to a large extent 
depends on the quality of ship’s gear. 
Accordingly, it is difficult to have a 
productivity linked on-board charge. It may 
be noted that so far as charges of Mobile 
Harbour Crane is concerned, which is used 
in ship shore transfer, the same is already 
productivity linked. 

(iv). SI.No. 33- Charges for Miscellaneous services 
-use of MHC 
The increase is about 64%.  The reasons for 
such steep increase may be clarified by KOPT.  
The proposed rate may be linked with 
productivity and rate for coastal cargo should be 
clearly indicated. 

(i). The charge for MHC included in the 
existing Scale of Rates was derived from the 
cost of providing the service through the 
contract for equipping of Berth No-2&8. 
However, the said contractor has abandoned 
the work and a process of retendering is on. 
Besides, KOPT has also awarded an order 
for providing MHC at Berth No-4B. The same 
service may be provided in other berths 
progressively. 

 
It may be also be mentioned that all such 
contracts have a in built provision of payment 
of fuel escalation and with the 
implementation of dual charge mechanism of 
pricing of HSD, one for retail and one for 
institutional purchase, the applicable rate for 
fuel escalation has gone up substantially. 
Further, to have a uniform rate for MHC in all 
berths, the proposed rate has been derived 
considering the cost of such services vis-à-
vis expected cargo throughput, following a 
normative approach. In fact while proposing 
the rate we have not considered the higher 
price of HSD as is applicable for institutional 
purchase, as the rate was not readily 
available at the time of computation. 

 
Further, the charges payable by KOPT to the 
contractor for handling coastal cargo will be 
same as for handling foreign cargo, while as 
per tariff guidelines, KOPT will be entitled 
charge only 60% of the rate of foreign cargo, 
against handling of coastal cargo. This factor 
has to be taken into account while proposing 
the rate for MHC. 
 
It may be pertinent to note that unless KOPT 
gets a proper rate for such services it may 
not be possible for KOPT to extend such 
value added services in berths. The 
equipping of berths by providing MHC helps 
the customers in reducing the vessel 
demurrage to a large extent and accordingly, 
the cost incurred in payment of such charge 



is very well offset by the saving vessel 
demurrage.  
 
(ii). The rate of coastal cargo has been 
specifically indicated as note (f) of S.16.1 
(13). 

(v) SI.No. 33- Charges for Miscellaneous (a) - 
Despatch related services …… Through MHC 
It may be clarified that in case of operations like 
weighment etc. are not undertaken, the same 
should not be charged.  Also detail of dispatch 
related services may be clarified and it may be 
confirmed that charges includes wagon loading 
following rules / regulations shall not be on user. 

(i). The despatch related services include 
various services like cleaning, trimming, 
lebelling, lime spraying in addition to 
weighment. We agree that in case due to 
any reason the service of weighment can not 
be provided, the full rate of desptach related 
services should not be levied. As the 
prescribed rate for weighment charge in the 
proposed Scale of Rates is `5.00 per MT 

[S.16.1 (6)], the Authority may consider 
discount, if any, limited to `5.00 per MT in 
the rate of  Despatch related service, if 
weighment services is not provided but other 
despatch related services are rendered. 
 
(ii). The charges proposed do not include 
any railway penalty/demurrage/detention.  

(vi). "Cleaning charges" for handling cargo is an 
integral part of on board charges and should not 
be charged additionally.   

We do not agree that cleaning charge is an 
integral part of on-board charges. This 
service is completely a separate service and 
nothing to do with handling operation of 
cargo. 

(vii). The proposed charges at KOPT are higher than 
other port in ECI.  With hardly any improvements 
in infrastructural facilities proposal.  TAMP may 
consider this aspect while examining the 
proposal of KPT. 

The port charges vary from port to port due 
to various reasons. The cost structure for 
tariff is influenced by physical conditions and 
cargo profile of each port. Therefore, it may 
not be proper to compare KOPT’s rate with 
rates of other ports.   

10. Calcutta Electricity Supply Corporation 
Limited                                    

 

 CESC Ltd., for its Southern Generating Station, 
is operating and maintaining at its own cost, a 
stretch of 6.58 kms of KOPT rail track (Line 
No.11) from KP Dock to the in-plant shunting 
yard under an agreement with KOPT to bring 
coal to the power station.  This itself is a 
considerable amount which CESC has to bear to 
maintain the operation of Southern Generating 
Station.  In addition, CESC also pays to KOPT 
the "Miscellaneous charges" under its current 
"scale of rates" applicable w.e.f. 17 March 2011.  
These include Off Track Charges, Terminal and 
Supplementary Terminal Charges, Consolidated 
Charges, Demurrage & others (viz. Re-railment 
charges at actuals). 
 
The resultant total effect of the above on CESC's 
freight cost for Southern Generating Station is 
considerably higher than the cost incurred by 
other power stations which are procuring coal 
directly from mines to the power station siding 
through Indian Railways. 
 
The latest revision in KOPT's Scale of Rates 

CESC Ltd.’s Southern Generating Station is 
served by Kolkata Port railway System. 
Against the railway services rendered, 
KOPT, as per agreement, levies various 
railway related tariff as approved by Indian 
Railway authorities from time to time. Under 
KOPT’s Scale of rates, only the Consolidated 
Charge provided under Sr. No. 11 of Section 
16.1 is being levied.  In the instant proposal, 
no upward revision for the said rate has been 
proposed and the same remains at `35/- per 

ton. Therefore, the current proposal will not 
affect CESC Ltd. at all excepting the 
proposed increase in the ‘Special Rate’. 
 



w.e.f. 17 March 2011 (published through Gazette 
Notification No. 30 dated 15 February 2011 in the 
Gazette of India Extraordinary (Part III Section 4) 
additionally imposed 4% "SPECIAL RATE" on 
KOPT charges which was levied for a period 
from 1 January 2011 to 31 March 2013. 
 
This has already reflected in increased freight 
costs for CESC.  Any further upward revision 
would have direct adverse impact on the tariff for 
electricity which is an essential commodity for a 
large section of consumers. 
 
CESC Ltd. states its objection against any 
upward revision of charges and specifically 
appeal for abolishing the Special Rate which was 
imposed for a finite period ending on 31 March 
2013.   

11. Iron Ore Exporters’ Association (IOEA)  

 IOEA is a registered body of Merchant Exporters 
of Iron Ore Fine from Eastern India. IOEA 
members made appreciable contribution by 
generating huge foreign exchange, besides high 
volume of maritime traffic for the ports including 
Haldia, which almost came to halt due to a shift 
in Govt. policies and sharp fall in international 
demand. Consequently, the flourishing trade 
nearly became extinct and both exporters and 
Major Ports suffered huge loss. 
 
Due to partial revival of the market in China 
recently, IOEA members are trying hard to revise 
the trade and mobilizing all resources to 
converge cargo and line up vessels in 
anticipation that the business would sustain. 
 
In a crucial juncture as of now, when Haldia port 
is languishing for lack of adequate traffic and 
exporters are struggling to survive, it is 
understood that KOPT has proposed about 50% 
hike in wharfage charges from `19.44 to `29.16 
per MT. 
 
Since TAMP invite comments from trade before 
implementation of draft guidelines for Tariff 
setting for Major Ports, it is requested to note that 
the handling rates charged by contractors at 
Haldia are substantially higher compared to 
charges prevailing in other major ports in East 
Coast and hence there is no scope for increasing 
the wharfage charge at Haldia at present, unless 
there is a corresponding reduction in handling 
costs. 

The increase in wharfage of iron ore 
proposed by KOPT is `9.72 per MT only. 

However, in terms of % increase the same is 
50% MT, which apparently may appear to be 
high. But it is so because, years back KOPT 
had proposed a promotional rate for handling 
of the said cargo and the same had 
continued in the existing Scale of Rates also. 
Therefore, comparison with the existing 
promotional rate may not be reasonable. 
 
Moreover, the increase has become 
imperative as KOPT is facing a very higher 
revenue deficit in case of cargo handling 
activity in general and iron ore in particular. 
With the said petition, it is no longer possible 
for the KOPT to continue offering of 
promotional rates any more.  
 
Further, even after considering the proposed 
rate, the wharfage applicable to Iron Ore 
would be considered lower than that of 
comparable other dry bulk cargo like coking 
coal/ limestone etc., even though the extent 
of usage of port infrastructure is similar. 
 
With regard to the contention of the 
association that the handling rates charged 
by the contractors at Haldia is substantially 
higher than other ports, it is mentioned that 
such contractors are engaged by the 
Exporters themselves and not by the Port. 

12. TATA Steel Limited  

(i). TSL is importing 2 million tonnes of cargo per 
annum at HDC (Fin.Year 2013) through the 
facilities provided by the port. 

KOPT has awarded a contract through 
competitive bidding process for operation of 
MHCs at Berth No-4B of HDC. The contract 
rate for a 20000 MT/ day productivity through 
two Mobile Harbour Cranes is `51.91 per 

MT. The contract has an in built clause for 

(ii). HDC, KOPT vide its letter dated 29 May 2013 
has informed about the commissioning of 2 nos. 
of MHC and other equipment through M/s. 



Universal Seaports Pvt. Ltd. (USPL) for cargo 
loading/unloading operations only at Berth No.4B 
of the port. 

fuel escalation and general escalation. With 
the new pricing policy of HSD already 
implemented by Govt. the cost of 
procurement of HSD by any institutional user  
has already increased manifold and the 
contractor has already become entitled to 
fuel escalation. 
 
As per the fuel consumption study 
undertaken by the Petroleum Conservation 
Research Association (Under the Ministry of 
petroleum & Natural Gas,  Govt. of India) in 
case of Birth No-2 &8, the rate of 
consumption of HSD by the Mobile Harbour 
Cranes and Pay loaders were determined as 
0.167609 ltr per MT and 0.078 ltrs per MT 
respectively. 
 
Following the cost plus return approach 
stipulated in the 2005 Guidelines for tariff 
fixation, had the Management & Gen 
Overhead and Finance & Miscellaneous 
Expenses (net of Fin & Misc Income) allotted 
to cargo handling activity of KOPT (as 
evident from Form 5A(i) was considered, the 
rate chargeable to trade would have been 
more than `124.00 per MT and that too 
without considering Foreign coastal ratio. 
Further, this approach would have resulted in 
different rates for handling of cargo with 
MHC at different berths depending upon the 
rate quoted by the respective bidders in the 
tender for equipping of the said berths.   
 
Accordingly, for deriving an acceptable rate 
which can be applied to all berths, as the 
equipping of the berths is contemplated 
progressively, the capital cost of Mobile 
Harbour Crane (as considered by the 
Authority while determining the upfront tariff 
of Haldia Dock-II Project after applying the 
exchange rate fluctuation thereon 
considering then prevailing exchange rate), 
various components of applicable operating 
costs like fuel cost (as per the aforesaid rate 
of fuel consumption determined by PCRA), 
depreciation as per Companies Act, an 
estimated rate of 5% of capital cost as repair 
and maintenance cost, 1% capital cost for 
Insurance and 5% of capital cost for other 
miscellaneous cost including salary and 
ROCE of 16% have been considered to 
arrive at the estimated rate considering 
handling of 3.00 MMT per year per berth. 
 
In this regard, it may be pertinent to mention 
that during the period of operation of MHC in 
erstwhile comprehensive equipping contract 
of Berth No-2 & 8 of HDC, the actual cargo 
handling at the two berths were much lower 

(iii). KOPT has also informed TSL that the existing 
SoR applicable for HDC does not have any rate 
for use of MHC with grabs and payloader on 
board the vessel for loading/unloading operations 
for dry bulk cargo at only at Berth No. 4B and the 
proposed rate of `85.44 per tonne for the same. 

The same rate has been proposed in the 
proposed revision of SoR of KOPT presently 
under consideration of TAMP. 

(iv). It is observed that with the proposed rate of 
`85.44 per ton, the cost of unloading cargo from 

vessel onto shore would become `158.22 per 

tonne (including wharfage of @ `38.88 per 

tonne, onboard charges @ `27.81 per tonne and 
special rate @4% on the above charges) and 
would be the highest for similar facilities in other 
Major ports in the country.  

(v). The rate of Paradip for unloading vessel is `113 

per ton (including prorated MHC charges `52 per 

ton, wharfage `41 per ton and stevedoring which 

is equivalent to onboard charges @ `20 per ton).  

(vi). Also, the rate for similar activities at Berth Nos. 2 
& 8 are as follows: 

Sr 
No. 

Operation Scale of 
Rate as per 
TAMP/6/20
10-KOPT 

dated 
29.11.2010 
(` per ton) 

1. Use of MHC with grabs and 
pay loaders on board the 
vessel for loading/unloading 
on Berth No.2 and 8 of HDC 

52.00 

2. Wharfage 38.88 

3. On-board charges 27.81 

4. Special levy on above 3 
charges @4% 

4.75 

 Total 123.44 
 

(vii). It may be seen from the above that the cost of 
unloading imported coal as per the proposed 
tariff at Berth No.4B would be the highest. 

(viii). It is also noticed that while proposing the rate, 
port has considered the extant tariff guidelines 
which provides that wherever a specific tariff for 
a service/cargo is not available in notified SoR, 
the port can submit a suitable proposal and 
simultaneously with the submission of proposal, 
the proposed rate can be levied on an adhoc 
basis till the rate is finally notified. 

(ix). The tariff at HDC today are highest amongst the 
major ports. Unless the tariffs are rationalized to 
a realistic level, it may no longer be economically 
viable for TSL to use HDC as a maritime 
gateway. Hence it is requested to review this 
tariff. 



than 3 MMT per annum per berth (it was 
around 2.75 MMT per annum  per berth). 
Further, even in case of complete 
mechanical facility of Berth No-4A (which is a 
BOT berth), the Operator could handle cargo 
less than 3 MMT. Considering the numerous 
constraints in operation at HDC including 
tidal fluctuation, lock constraint etc, it is 
practically not possible to handle more than 
3 MMT of cargo per annum at different 
berths on a sustainable basis as the number 
of vessels that can be accommodated 
through lock in a day is limited and so is the 
parcel load of a vessel.  
 
It is also mentioned that when any bidder 
submits bids for equipping of any berth he 
will not consider any theoretical capacity of 
equipment’s but will base their quotation on 
their assessment of realizable traffic. In that 
respect, the 3 MMT per year traffic 
considered for calculation of the estimates 
rate of MHC is logical, reasonable and 
justified. 
 
While arriving at estimated rates, the coastal 
cargo proportion envisaged by KOPT in 
coming three years has been considered for 
arriving at the applicable foreign rate and 
coastal rate. 
 
Further, it is mentioned that the capital coat 
of MHC has already increased in comparison 
to what was considered by TAMP while 
determining upfront tariff of Haldia Dock-II 
project. Then the cost of crane was 
considered at `23.97 crore per crane, while 

as per the available information the basic 
cost of MHCs recently installed at Berth No-
4B is 32,00,000 Euro per crane, which at the 
existing rate of exchange (i.e. `81.50 per 

Euro) translates to `26.08 crore per crane. 

This is again without the cost elements 
towards Customs Duty etc. 
 
The Authority’s attention is also drawn to the 
fact that the fuel cost considered in the 
calculation has also gone up substantially. 
For example on 29 July 2013 KOPT have 
purchased HSD from IOCL (Institutional rate) 
at `64.65 per ltr (`7,75,856.00 for 12 KL of 

HSD), while in the calculation of the MHC 
rate, earlier proposed in the Scale of Rates, 
the fuel cost was taken as `49.19 per ltr. 

 
With regard to the comparison with Paradip 
made out in the representation of Tata Steel, 
it may be mentioned that the operation at 
Paradip is intrinsically different. In Paradip 
Port due to availability of much higher draft, 



vessels with full parcel loads are handled 
and besides there is no tidal or lock 
constraint. This inherent advantage of 
Paradip Port, inter alia, means that the only 
limiting factor of traffic handling at that Port is 
perhaps the logistic feasibility and total 
logistic cost. 
 
In HDC on the other hand, under the various 
constraints like handling of bottom cargo, 
tidal restriction, lower draft of the channel 
and lock constraint, the operators can never 
achieve theoretical capacity of the 
equipment’s. 
 
In view of the above the MHC rate applicable 
to a riverine port like HDC having severe 
draft and other constraints cannot be 
compared with any high drafted port like 
Paradip. 
 
In this regard it may be reiterated that if the 
equipping of the births of KOPT is to become 
successful, it is imperative that KOPT gets a 
proper rate for providing such value added 
services. 
 

13. Container Corporation of India Limited 
(CONCOR)  

 

(i), The KOPT has issued new Scale of Rates w.e.f 
17 March 2011, wherein the system of 
consolidated port charges on wagon carrying 
loaded or unloaded containers at CONCOR/ 
CTKR terminal on per TEU basis has been 
introduced as given below: 

 
 

TEU FEU 

`525 `787.50 

Prior to 2011 Scale of Rates, for the services 
rendered to CTKR terminal of CONCOR by 
port railways, Local Haulages, Terminal & 
other railway charges used to be levied. 
However, on CONCOR’s request in various 
meetings/forums for introduction of a 
consolidate TEU rate for simplifying the 
methodology of charging, instead of 
aforesaid various charges, a TEU rate was 
proposed to the Authority for their 
examination, approval and notification. The 
Authority, after due process of examination, 
had approved and notified rates as `525/- 

per 20’ container and `787.50 per 40’ 

container in 2011 Scale of Rates of KOPT. 
The Authority while Tariff at Major Ports 
2004’ for fixing the rate for 40’ container and 
had not considered KOPT’s proposal of 
double the rate of 20’ for 40’ container, 
although the services covered under the 
consolidated rate are all related to wagons 
for which different ratios prevails in railway 
system. 
 
As per Clause 5.4 of the guidelines, which 
deals with the ratio to be maintained in 
charging different sizes of containers, the 
ratio for handling charges of containers of 
length above 20’ but upto 40’ is 1.5X, where 
X is the rate for containers of length upto  
20’. Accordingly, in case of 22 length 

(ii). As per the Circular, there are separate rates for 
20’ (TEU) and 40’ (FEU) applicable for CONCOR 
for handling of wagons at the CTKR terminal. But 
in the domestic circuit, CONCOR has some 22’ 
special size of containers to accommodate 
voluminous cargo for facilitation of trade. 

(iii). KOPT rail division has been charging 22’ 
containers at par with 40’ i.e. `787.50 instead of 

`525/-, which is ultimately passed on to the 

trade.  

(iv). It is to be noted that like 20’, two 22’ containers 
can also be accommodated on a wagon and 
loadability of 20’/ 22’ containers are 28 MT/ 27.5 
MT respectively (less for the later). 

(v). Indian Railways are also treating both the 
species (20’ and 22’ containers) at par for the 
purpose of freight calculation. 

(vi). Due to the CONCOR’s expansion plans in the 
eastern region and with good number of 
industries coming up, there is a good prospect 
for the growth of domestic traffic of which 22’ 
containers are an essential component. 



CONCOR being one of the biggest user of the 
KOPT Railway system, it is earnestly requested 
to consider the proposal for treating 22’ 
containers at par with 20’ and not 40’. This will 
help us to pass on the margin to the trade and 
further increase the volumes for KOPT. 

containers, CONCOR has been charged with 
the rate for 40’ container as notified in the 
Scale of Rates. 
 

 

2.1.   A joint hearing in this case in reference was held on 07 August 2013 at the KOPT 
premises in Kolkata.  The KOPT made a power point presentation of its proposal.  At the joint 
hearing, the KOPT and the concerned users/ organisation bodies have made the following 
submissions: 
 

Kolkata Port Trust  
 

(i). Ours is a riverine port. We have to incur on an average `400 Crores per year for 

maintenance dredging. Our pension liability is huge. We have to revise the 
pension and wage structure of our employees with effect from January 2012. 
Withdrawal of operations at Berth No. 2 and 8 of HDC by the private operator has 
added to our financial problems. 

 
(ii). We have attempted to strike a balance between our revenue requirement and 

tariff burden to the users. We have proposed a moderate increase in tariff. We 
have asked only 11% return against 16%. We will take efforts to cover the 
remaining revenue gap by improving our performance, cost reduction, 
improvement in earnings from other areas like optimum utilization of Dry Docks. 

 
(iii). We are in the process of modernization of our facilities. We have placed order for 

procurement of Reclaimer for HDC. KOPT is committed for value added service to 
the customers. 

 
(iv). Our cost of operations has increased considerably over the years due to high rate 

of inflation. There is drop in revenue from berth No. 2 and 8. Our iron ore and POL 
traffic has come down by 5 MT and 4.5 MT since last tariff revision. 

 
(v). Promotional tariff in the wharfage for iron ore is withdrawn by us. Therefore, 50% 

increase sought in iron ore wharfage appears to be high. 
 
(vi). We want to apply the MHC charges across the berths without reference to any 

specific operator. Therefore, we have proposed MHC charges based on normative 
cost. 

 
(vii). Power tariff has gone up by over 40% over the last two years. We have to cover 

the increase in power tariff. Therefore, increase in power supply rate is proposed. 
 
(viii). The vessel works with her own gears in most of the berths. Therefore, the 

productivity in the on-board services depends on the quality of the ship’s gears. As 
far as our MHC charges are concerned, our proposal is productivity linked one. 

 
(ix). We do not want to update the cost of MHC with the present day cost for working 

out the charges. We have considered 2010 rate from HDC-II project.  
 

(x). Every year we pay around `220 Crores for purchase of annuity for pension. When 

purchase of annuity to cover pension payment for the pre-January 2004 pension is 
over, annual out go for annuity purchase will get slashed down. Special levy rate 
also may gradually come down. 

 
(xi). We are targeting the revenue deficit in two ways, by more and effective utilization 

of warehouses and effective utilization of land. We also intend to mechanise 2 
more berths. We are in a transient stage. Things are expected to improve in 
another 2 to 3 years. We seek the co-operation of the Trade. 



 
Association of Shipping Interests in Calcutta (ASIC) 

 
(i). Our members are container operators and bulk cargo operators.  
 
(ii). The port should attempt for increasing productivity and efficiency in performance 

to increase revenue rather than seek tariff increase. 
 
(iii). Special rate for pension liability is going to continue. How long it will continue? 

Effective increase in tariff will be more than the increase sought by KOPT due to 
the special levy. 

 
(iv). KOPT vessel tariff is higher as compared to other ports at Chennai, Vizag, Cochin 

and Tuticorin and gives a comparative chart in this regard. 
 
(v). Composite box rate is proposed to be levied separately by HDC and KDS. We 

oppose any duplication of composite box rate in both the dock systems since both 
are part of the same port. 

 
(vi). More clarity is required on the category of containers on which the proposed 

charge of `500 will be levied for gate delivery / receiving charge. 
 
(vii). The container charges at KOPT are composite rates. Therefore, the proposal of 

the port to levy `120 towards lashing / delashing would amount to duplication. 

 
Bengal Chamber of Commerce & Industry 

 
(i). We fully agree with the comments of ASIC. 
 
(ii). Though general increase proposed on all cargo wharfage is 20%, wharfage of iron 

ore and charges for cantilever crane are proposed to be increased by 50%. It will 
dampen the trade. 

 
(iii). No increase in demurrage is sought. Trade is using port as a warehouse.  

Demurrage should be increased from 50% to 200% to discourage the use of 
facility as warehouse.  
 
{KOPT: Land is given to users on rental basis. There are penal provisions for over 
stayal of cargo. Demurrage is not part of rentals} 
 

(iv). Around 257% increase in wharfage for project material will make the KOPT to lose 
this cargo. 

 
(v). Special rate of 4% to take care of purchase of annuity for payment of pension was 

for a specific period of 2 years. KOPT wants to continue the special rate at a 
higher rate of 10%. If KOPT could not conclude the purchase of annuity, the trade 
should not be penalized. If the fund situation so warrants, the rate may continue 
between 4% to 10%. 

 
(vi). Increase sought in vessel related charges is very high. The rates in Kolkata is 

already the highest among all Indian Ports. The major cargo of KOPT which is 
container cargo is fed to the transshipment ports of Colombo, Singapore and Port 
of Kelong by Feeder vessels. These feeder vessels already charge the Liner very 
high Feeder Slot Rate. Therefore, any increase in vessel related charges in 
Kolkata Port will result in increase in Feeder Slot Rate which will be passed on to 
the trade by the Liner. 

 
(vii). We agree that port’s finance is under strain due to increase in cost and wages for 

port employees. But, increase must be reasonable and comparable to the rates in 
nearby ports.  



 
Container Corporation of India Ltd. (CONCOR) 
 
(i). We have given our written comments. 
  
(ii). We have 22’ containers for voluminous cargo. KOPT equates 22’ containers with 

40’ containers for charging purpose. Two 22’ containers can be accommodated in 
a single wagon like 20’ containers. Indian Railways treat both at par for charging 
purpose. Since volume of 22’ containers is only 15% of the total volume handled 
at the KOPT, the KOPT also treat both containers at par and charge accordingly. 
This will result in passing on the benefit to the trade and increase the volume for 
KOPT. 

 
Master Stevedores Association 
 
(i). We have given our written comments. 
 
(ii). Port has no labour / equipment to render lashing / delashing of containers. The 

cost of this service is borne by the agents who undertake the operation. The 
proposed rate of `120 should not be included in the SOR. 

 
(iii). Increase in wharfage on Project material, Project equipment, machinery and 

spares is too steep. These cargo are generally handled by consignees deploying 
their own resources. Therefore, increase is not justified. 
 
{KOPT: We face serious problems in classifying these cargo under these types as 
cargo seldom comes with such description. Productivity of the cargo mentioned by 
MSA is very low. It cannot be classified under any specified category. If the cargo 
description does not specifically match with any specified category, it is charged at 
`200 per MT relevant for unspecified category. We have increased only 20% on 

the wharfage for unspecified category} 
 

Steel Authority of India Ltd. 
 
(i). Financial position of KOPT may warrant increase in tariff. But, hike should not be 

too steep. 
 
(ii). On board handling charges should be linked to productivity. TAMP guideline calls 

for linking tariff to productivity. 
 
(iii). Rate of provision of miscellaneous services on board by use of MHC is too high. 
 
TATA Steel Ltd. 
 
(i). Levy of onboard charges and charges for use of MHC looks like dual recovery. If it 

is so, no onboard charges should be levied. 
 
{KOPT: On-board charge is for provision of labour only. MHC charge is for 
provision of equipment. Both the charges would be levied. Both the rates were 
levied when Berth no. 2 and 8 were operational) 

 

2.2.  As decided at the joint hearing, the concerned users/ user organisations were also 
advised to furnish additional comments, if any, on the KOPT proposal. In response, two users viz., 
ASIC and CONCOR have furnished their comments. A copy each of these comments was 
forwarded to the KOPT as feedback information.  The KOPT has responded to the comments of 
CONCOR only. The comments received from the ASIC and CONCOR and the comments of KOPT 
on the comments of CONCOR are given below: 
 
(1). Association of Shipping Interests in Calcutta 
 



(a). Vessel Related Charges (PART - VI) 
 

Port has increased the minimum charges ( i.e. if GRT X Unit rate is less ) for berth 
hire (S. 21) and shifting charges (S. 24) which makes such minimum amount 
applicable to smaller vessel. With falling draft, when users are forced into pressing 
smaller vessels, Port finds this as a revenue opportunity. For shifting within KDS 
or HDC, vessel with GRT less than 7500 MT will have to pay minimum charges 
compared to vessel with GRT less than 1000 mt earlier. There seems logic behind 
increasing vessel related charges when KOPT reportedly have handled highest 
no. of vessels. 
 

 (b). Container and containerized cargo related charges (PART - II) 
 

(i). Increase in Composite Box Rates (S.11 onwards) – It is requested to 
review the increase in box rate for empty container shipment in a scenario 
when shipping lines are facing trade imbalance between export and 
import and large number of containers are repositioned as empties, for 
which Shipping Lines are incurring huge costs, both at shore and sea. 
Needless to mention here that Shipping Lines have no course of recovery 
from trade for this exercise.  

 
(ii). New Charges (S. 14.1 Sl no. 10 & 11) - The applicability of CDLB 

payment in MHC operated berths in Kolkata for container shipment, in 
addition to composite box rate, as well as objection for new charge for 
lashing & unlashing @ `120 per TEU and explanation sought for new 

charges like "Gate delivery / receiving charge" 
 

The CDLB charges paid on each laden and empty container is `950 & 

`700 per TEU respectively. We understand from the deliberations of other 

stakeholders’ association during the joint hearing that Port's scope of 
managing the job of lashing and unlashing is in view of its depleting work 
force. 

 
The compensation and payment mechanism was also apprehended if the 
said job of lashing and unlashing is being managed by outside agencies. 
It was also pointed out during the hearing that Port as Terminal operator 
in MHC operated berth should take care of shore support, although it is 
charging CDLB charges as above, which is beyond the scope of SOR. 
 
Further, additional `120 per TEU towards lashing & unlashing of 

containers will only add to the burden of port users. Besides, when its 
applicability is questioned in absence of proper SOR provision for 
applying CDLB charges on container at MHC operated berths in Kolkata 
which is missing and nowhere mentioned even in the present SOR of 
KOPT. 

 
 (c). Miscellaneous charges (PART - III) 
 

There has been no logical conclusion for increase in miscellaneous charges and 
permit and license charges which seem to be very high. For example, hire of 
locomotive has increased by 100%, whereas hiring of port equipment  has 
increased by 50% across the board, supply of staff escorting lorry has increased 
by 108%, deployment of labour (on requisition by port user) has increased by 
178%. The differential rate between foreign cargo and coastal cargo for use of 
MHC has been abolished and increased by 64% for foreign cargo and 174% for 
coastal cargo. 

  
 (d). Observations and Objections 
 



(i). There should be a serious and close review on proposed 10% Special 
Rate for indefinite period and the accumulation as such. As mentioned in 
our letter, special levy of existing 4% was to be withdrawn within the 
tenure of the present SOR. 

 
(ii). Increase in IWT cargoes by 50% (S. 25) when barging is the future for 

KOPT. 
 
(iii).  Port's rationale and logic behind not adopting Cost plus approach as per 

TAMP guidelines in fixing the tariff proposal. 
 
(iv).  Port’s approach to burden Port users for financial and miscellaneous cost 

expenditure, in spite of operational surplus. 
 
(v).  Passing on the deficit of sale to Port users for about `4319.67 crore 

towards loss on sale of asset, arrear pay & allowances in FY 2012-13, 
which was not there for last two revisions. 

 
(vi). Concerns on cost escalation for end users due to proposed hike, ranging 

from 5%-800% in the areas of box charges to berth hire, Marine to 
Miscellaneous Charges, especially when the guideline from the Ministry & 
Planning commission is to reduce/ mitigate transaction cost. 

 
(vii).  Study on vessel handling cost in East Coast of India was also shared for 

comparative vessel handling cost for VTZ / TUTI / ICCT Kochi / Chennai 
vis-à-vis Kolkata. 

 
Further it is really striking to note that KOPT proposes to raise penal 
interest from 14.25% to 16.25%. Hence, we would like to know the 
amount of penal interest paid by KOPT in FY 2011-12 & 2012-13. 

 
Port has arrived at net deficit figure by providing a return on capital 
employed @ 15.55%, although it has admittedly achieved capacity 
utilization of only 58.60%. In other words, it wishes to be remunerated 
@15.55% (i.e. more than 50% of FD rate) when its capacity is almost 50% 
idle. It implies that Port expects trade to fund its underutilization of 
capacity and inefficient use of capital. 

 
Port has applied ceiling rate of return on capital employed (max 16%, 
minimum 6.35%) to a very high percentage. Such high return on capital 
employed is never achieved. Moreover it is surprising that Port being a 
non-profit organization, seeks ceiling rate of return rather than the floor 
rate, ignoring its social responsibility. 

 
To conclude, ASIC requests TAMP to provide sufficient notice period of 3 
months prior to implementation of any revised SOR in view of respective 
changes in our members’ tariff in turn. As mentioned during the hearing, 
operators those who operate in US trade lanes have to observe the 
Federal Maritime Commission strict statutory guidelines as per which any 
revision should be intimated prior 1 month of notice. 

 
ASIC feel that KOPT should aim at better productivity and incremental 
traffic through effective use of its resources and it's improved efficiency 
through rationalized tariff proposal, which can prove to be show stopper 
for the twin dock system of KDS & HDC. 

 

Sl. No. Comments of users Comments of KOPT 
 

2. Container Corporation of India Ltd.  

(i). Kindly recollect CONCOR appeal for exercising In the matter of CONCOR, appeal for 



parity with respect to charges applicable for 20’ & 
22’ size containers.  
Contentions of CONCOR with regard to 
composite port haulage charge raised in the joint 
hearing meeting may please be referred. 

exercising parity with respect to charges 
applicable to 20’ & 22’ size containers, the 
comments of KOPT has already been 
forwarded to the Authority vide our letter 
dated 20.08.2013. 

(ii). CONCOR has been operating the CFS at 
Majerhat since 28.3.2011. Rail evacuation of 
container being main forte, CONCOR operate 
through Merry go round on KOPT’s system for 
hauling import/export containers from / to port 
and decongesting the port on 24x7 basis. In this 
movement, CONCOR is charged `888/- per TEU 

+ 4% special charge and in case of 40’ container 
this is exactly the double. This pattern is not 
applicable for any category for containerized 
movement/handling as per `Scale of Rate’ for 
Kolkata Port w.e.f. 17.3.2011. 
 
Therefore, it is requested to kindly consider the 
revision of the haulage rates for MGR for 40’ 
containers and bringing this at par with the rating 
for composite box rates that is 1.5 times as 
against 2 times of 20’ containers. This will not 
only benefit trade but also the port authority to 
decongest port by facilitating large scale 
evacuation and will ultimately help us in 
ascertaining our volume and sustaining it. 

In the present communication, the charges 
referred by CONCOR is the Local Haulage 
Charge (LHC), which is being levied at the 
rate notified by Railway Board from time to 
time for this port. Clause 16.1 Sl.No. 10 of 
the KOPT scale of rates also confirms the 
said position. The present rate of LHC for the 
KOPT dock system is `1775/- per 8 wheeler 

wagon. The KOPT has enclosed the copy of 
Railway Board letter no.TCR/1055/95/1 
dated 25 March 2013 communicating the 
present rate. 
 
In this connection, it is informed that an 8 
wheeler wagon used for transporting takes 
either one 40’ container or two 20’ 
containers. Therefore, in consideration of the 
same, port, for the purpose of charging LHC 
against 20’ container has considered half the 
above rate of the `1775/- to make the sum 

total of LHC for 2 x 20’ container equal to 
LHC for one 8 wheeler wagon which it 
accommodates. It appears that CONCOR is 
mixing up the whole issue, by referring to the 
approach made by the Authority in notifying 
the rates for 40’ container equivalent to 1.5 
times of 20’ container rates in the Scale of 
Rates. It may be clarified that this principle 
does apply to LHC. 

 

***** 
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