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EXECUTIVE SUMMARY 
 
Title of Discussion: A STUDY ON TOPIC IMPACT OF CONTAINER TRADE ON PORT DEVELOPMENT AND GROWTH IN INDIA 
 
Containerization has made maritime trade much easier and standardised, Around 80 per cent of global trade by volume and over 70 per cent of global trade by value are carried by sea and are handled by ports worldwide. Maritime industry has grown with the invention of container trade with infrastructure and technology to handle the cargo. 
There is a huge increase in container traffic year on year, Asia being the home for major container ports India has a potential to develop as a maritime hub in the region. With the increase in traffic there would arise a question on handling capacity of ports, government has initiated various projects to develop the existing ports. 
This thesis will give a clear picture about the container traffic in the ports and various factors, trend and strategies focusing on port development. The thesis mainly deals with the factors that effect port development both internal and external and the scope of transhipment in gaining the container business and there by leading development of nation as well.  
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CHAPTER – 1
INTRODUCTION
 
1.1 INTRODUCTION 
India's economy and foreign commerce growth are primarily reliant on its ports. Seaports are critical for India's international trade because its ports handle over 90% of trade volume and 70% of trade value. India has a 7517-kilometer coastline with 12 major ports and 200 minor ports.
Maritime trade is important for global trade since it enables goods to be moved by sea. As a result, containerisation allows different items to be transported in containers with standard dimensions. Container transport was a logical alternative for ensuring the effective maritime services and compatibility with shipyard, gantry, and storage equipment. Massive traffic in seaports has been reported since the introduction of containers in the transport industry.
Management and tracking have become much more complex as the container population has increased. Since India's sector is rapidly growing, China's economic growth has increased container shipping growth since 2000. The increase in trade supported the expansion of container ship transportation capacity. Since then, production has increased to include ultra-large container ships. As a product of digitalization, automation, and other factors, trade is growing with considerably more infrastructure.
Containers today carry around 55 percent of India's total trade, and this number is continuously increasing. India's container traffic has grown much faster than the rest of the world, improving India's share of global container trade. Container traffic in the country has grown at a CAGR of 15%, compared to 8% globally, expanding the country's share of global container traffic from 0.6 percent in 1991 to 1.8 percent this year, when both exports and imports are included. According to World Bank data, container traffic increased by 0.8 percentage in India's trade container ports, suggesting that capacity has to be increased. The public-private partnership (PPP) is seen as a key approach to container port development because it brings in both capital and efficiency. The government's function

Container transportation is one of the most important breakthroughs in marine trade since it decreased manual labour, enabled economies of scale, and standardised operations. Dry bulk, RORO, and liquid bulk terminals have different customer profiles than container ports. Customers who deal with bigger volumes benefit from having a warehouse or processing business close to the port. Agglomeration is the phrase for increased economic activity around a port, and it is one of the key advantages of container transportation, aside from cheaper costs and globalisation.
As a result, the port development process entails the agglomeration of a nation's development, resulting in an increase in the country's GDP. The importance of ocean trade in the global concentration of economic activity cannot be overstated. The Indian government has taken several initiatives, such as the Sagarmala Project for port-based development, to address the need for greater container traffic and development. The key development priority is the transhipment hub.
 
HISTORICAL BACKGROUND 
Containerization is a system of intermodal freight transport using intermodal containers (also called shipping containers and ISO containers). Containerization is also referred as "Container Stuffing" or "Container Loading", which is the process of unitization of cargoes in exports. Containerization is the predominant form of unitization of export cargoes unlike other systems viz the barge system or the palletization Containerization is a system of intermodal freight transport using intermodal containers also called shipping containers and ISO containers. Containerization is also referred as "Container Stuffing" or "Container Loading", which is the process of unitization of cargoes in exports. Containerization is the predominant form of unitization of export cargoes unlike other systems viz the barge system or the palletization.
The containers have standardized dimensions. They can be loaded and unloaded, stacked, transported efficiently over long distances, and transferred from one mode of transport to another container ships, rail transport flatcars, and semi-trailer trucks without being opened. The handling system is completely mechanized so that all handling is done with cranes and special forklift trucks. All containers are numbered and tracked using computerized systems. The containers have standardized dimensions. They can be loaded and unloaded, stacked, transported efficiently over long distances, and transferred from one mode of transport to another container ships, rail transport flatcars, and semi-trailer trucks without being opened. The handling system is completely mechanized so that all handling is done with cranes  and special forklift trucks. All containers are numbered and tracked using computerized systems.
Containerization originated several centuries ago but was not well developed or widely applied until after World War II, when it dramatically reduced the costs of transport, supported the post-war boom in international trade, and was a major element in globalization. Containerization eliminated manual sorting of most shipments and the need for dockfront warehouses.
 It displaced many thousands of dock workers who formerly handled break bulk cargo. Containerization reduced congestion in ports, significantly shortened shipping time and reduced losses from damage and theft. Containers can be made from a wide range of materials such as steel, fibre-reinforced polymer, aluminium or a combination. Containers made from weathering steel are used to minimize maintenance needs.
1.2 STATEMENT OF THE PROBLEM 
Containerization has massive benefits in the maritime trade, yet there are advantages and disadvantages to each and every aspect to consider. When it comes to global trade in general, the economy is so large and diverse that keeping it running effectively and without mistakes can be difficult. As the amount of shipments grows, space and capacity have become a major issue. Huge container traffic creates port congestion, which raises operational costs. When a result, as container traffic grows, ports must be efficient enough to handle the operation, requiring substantial infrastructural services. Additionally, as vessel capacity grows, ports must maintain yard facilities, improve vessel draught, and so on.
Thus a major problem with increase in trade is the efficiency and capacity of the port to meet the competition in trade within the region. Most of the top container ports in world operate in Asia, thus the requirement to develop as a maritime hub is essential for Indian port to compete with others. Considering the present Indian scenario most of the transhipment cargo is moving to Colombo port because of the higher freight cost etc. thus developing as a transhipment hub by retaining the customers can help to meet the competition for Indian container port.
1.3 SCOPE OF STUDY   
The point of the study is to measure the effects of increased container trade on port development and economic growth. The study will provide a detailed picture of the expansion in container traffic and how it impacts port development as well as the economy.

1.4 OBJECTIVES OF STUDY 
· To analyse container traffic in india
· To study the factors influencing growth in port development
· To analyse general issue in container port development
· To analyse the scope of transhipment hub in india
 
1.5 RESEARCH METHODOLOGY 
Due to the difficulty in obtaining primary data due to the global pandemic, this study relies on secondary data. Secondary data is gathered from literature sources such as textbooks, journals, and online-published studies and articles.
1.5.1 QUALITATIVE STUDY 
Qualitative analysis is concerned with the analysis of data that cannot be quantified. This type of data is about the understanding and insights into the properties and attributes of objects. 
Qualitative analysis can get a deeper understanding of “why” a certain phenomenon occurs. The analysis can be used in conjunction with quantitative analysis or proceed it. 
Qualitative research is expressed in words. It is used to understand concepts, thoughts or experiences. This type of research enables you to gather in depth insight on topics that are not well understood 
Quantitative research is expressed in numbers and graph. It is used to test or confirm theories and assumptions. This type of research can be used to establish generalizable facts about a topic. 
This thesis helps to understand the container trade and port development process, and will also give a deep knowledge about the subject. 
1.5.2 ANALYTICAL APPROACH 
An analytical approach is the use of analysis to break a problem down into the elements necessary to solve it. It is same as formal analysis. Difficult social problem require an analytical approach because they don‟t yield to any other approach. 
For the preparation of this report I performed the following analysis: 
1. Trend Analysis 
Helps to predict the future trade based on recently observed trend data 
2. SWOT Analysis 
Helps in understanding the internal and external factors to analyse opportunities and threat. 
 
1.6 LIMITATIONS OF THE STUDY 
This study will have all the limitations of research work. These are the following limitations of the study. 
· The study is more focused on secondary data than the primary data. 
· The Covid19 outbreak is having an impact on this study. 
· Difficulty in collecting information from various websites. 
 
1.7 CHAPTER SCHEME 
The chapter scheme of the project is as following; 
1. CHAPTER 1 deals with Introduction and design of study 
2. CHAPTER 2 deals with Review of literature 
3. CHAPTER 3 Concept, analysis and discussion 
4. CHAPTER 4 Transhipment on port development 
5. CHAPTER 5 Findings, Suggestions and Conclusion 
6. CHAPTER 6 Bibliography 	

CHAPTER 2 
REVIEW OF LITERATURE 
 
Significance of Ports and Shipping   
Ports are playing an important role in the economic development of any nation.  The port sector is a strong driver of economic and regional development and national integration to world markets Hussain, Afaq (2018).  In the case of India, the port sector has played a vital role in sustaining growth in the country‟s trade and commerce.  However, the growth of trade and subsequent maritime traffic has fast outpaced the development of port infrastructure in India. Hussain, Afaq  (2018). Studies in the past showed the relationship between maritime sector and economic development and the strong necessity to develop/upgrade the port infrastructure, the hinterland development through the freight corridor railway up gradation and improved the national highway program to upgrade the highways so that the business in the country‟s economic development is positively affected Mukundan, Harish, (2006).  Purandare, Avinash, Madurwar, Mangesh (2016) revealed the strong correlation between economic growth and container port development in a developing country like India.  The cargo traffic during the time period of twenty years (20 years) from 1994-1995 to 2014-2015 and found out the impact of economic growth indicators on cargo traffic handled in the Indian port Purandare, Avinash, Madurwar, Mangesh (2016).  Further they Purandare, Avinash, Madurwar, Mangesh (2016) also reiterated the significance of developing ports infrastructure in India and its significance in the increase of export volume through maritime trade.  In the last decade global container trade has noted growth of approximately 55 percentages with an average pace of growth of about 5 per cent yearly. Due to the importance of the container transport, the maritime container terminals are crucial part in global economy Charlampowicz, Jadrezej (2019).  Vijay, Sakhuja (2019) projected a positive outlook for global shipping which is expected to grow at an annual average growth rate of 3.4 percentages for the next five years.    
Trends in the Port Sector 
The researches will also examine into the changing structure of Indian ports in order to increase effectiveness, such as PPP projects Hussain and Afaq (2018). Vijay The researches will also examine into the changing structure of Indian ports in order to increase effectiveness, such as PPP projects Hussain and Afaq (2018). Vijay Sakhuja (2019) emphasised the importance of states intervening to address the shortcomings in port operations, noting that digitalization and automation are transforming the shipping sector and requiring new skills, and that new technologies and innovations are providing new opportunities to achieve greater sustainability in shipping and ports, as well as improved performance and efficiency. Vijay Sakhuja (2019). These are apparent trends in the use of digital technologies to improve efficiency and productivity in the maritime trading eco system.2019) emphasised the importance of states intervening to address the shortcomings in port operations, noting that digitalization and automation are transforming the shipping sector and requiring new skills, and that new technologies and innovations are providing new opportunities to achieve greater sustainability in shipping and ports, as well as improved performance and efficiency. Vijay Sakhuja (2019). These are apparent trends in the use of digital technologies to improve efficiency and productivity in the maritime trading eco system.
particularly in port operations Sakhuja, Vijay (2019).  The Indian government has promoted the idea of ‘Digital India’, and Indian ports are pursuing this objective Sakhuja, Vijay (2019). Over the past few years, the present Central Government in India has shown interest in adopting new forms of technology Sakhuja, Vijay (2019). Ports are designing innovative business models not only to lower operational cost but also to add efficiency through real time tracking and tracing shipment Sakhuja, Vijay (2019).  
  Issues in Maritime sector 
Due to inherent problems in Indian port sector, Indian containers are transhipped through the Colombo transhipment port Bandar, Surya, Ryoo, D. K., Ahn, Ki-Myung (2018).  Further they Bandar, Surya. Ryoo, D. K., Ahn, Ki-Myung (2018) revealed that the Port of Colombo is complementary to India‟s economic growth aspirations.  As of 2018, 4.7 million (TEUs) transhipment volumes of port of Colombo, close to 40% are Indian transhipments coming from east and west multiple ports of India and a major portion of the Indian transhipment container traffic handled by port of Colombo is down to India Bandar, Surya., Ryoo, D. K., Ahn, Ki-Myung (2018).  Further the inherent issues in Indian Port sector is also studied extensively.  K Sricharan (2018), studied the container seaborne trade in the Indian subcontinent and also attempted to distil factors contributing to the growth and development of container hub seaports in the Indian region. The ports of Colombo (Sri Lanka), Vallarpadam (India), Vizhinjam (India), and Enayam (India) are compared in terms of potentiality, implications and benefits are also studied extensively K Sricharan (2018).  Since there is increase in container trade at the rate of 5% every year, most of the customers in India make use of the neighbouring port Colombo for transhipment K Sricharan (2018). The main reason is because of the huge cost incurred and the draft requirements in Indian ports K Sricharan (2018).  
 
 
Studies based on geographical locations 
The studies even compare the expansion of maritime operations in developing countries like India and China. Harish Mukundan (2006). Leszek Mindur (2019) highlighted the significance of maritime container transport in today's international economy, taking into account China, Japan, South Korea, and India's positions in the global system of containerized freight transport. Mindur, Leszek: The increase in transhipment volume, as well as the development and investment structure, are also worth noting (2019).
Variables of the study 
The growth of cargo traffic can be analysed by the trend analysis method,   Purandare, 
Avinash, Madurwar, Mangesh (2016) by considering three variables namely 
1. Agricultural GDP growth,  
2. Industrial GDP growth and  
3. Service GDP growth  
as economic growth indicators.  The management model of container terminal is connected with the port management model, which influences on the duties and the autonomy of the terminals Charlampowicz, Jadrezej (2019). Due to volatile market conditions expressed through mergers and acquisitions and establishing strategic alliances which proved the need to promote the location as an attractive hub in the global supply chain Charlampowicz, Jadrezej (2019).     
 	 



CHAPTER-3 
CONCEPTS ANALYSIS AND DISCUSSION 

3.1 MAJOR PORTS AND CONTAINER TRAFFIC IN INDIA: 
India has 12 major ports and 205 notified minor and intermediate ports. India‟s key ports had a capacity of 1,534.91 million tonnes per annum (MTPA) in FY20. In FY22, all major ports in 
India handled 719.38 million metric tonnes (MMT) of cargo traffic.  Major ports are as follows 
 
 
 
 
 

Chennai Port
 

Tuticorin Port
 

Visakhapatnam Port
 

Paradip 
Port
 

Kolkata Port
 

Ennore Port 
 

Mumbai Port
 

JNPT
 

Kandla Port
 

Mangalore Port
 

Murmugao Port
 

Cochin Port
 

According to the Ministry of Shipping, 95% of India‟s foreign trade is mainly via sea ports. These ports play a crucial role in the International North-South Trade Corridor (INSTC), which connects the Indian Ocean to trade with the Eurasian trade corridors and the Artic. The coastal regions of Maharashtra, Kerala, Goa, Karnataka, Gujarat, Andhra Pradesh, Tamil Nadu, Odisha and west Bengal are home to nine of the total thirteen major Indian Sea pots. As India continues to stir up high volumes of global imports and exports, here are ten of India‟s most substantial container and cargo shipping ports. 
1. Nhava Sheva Port:  
                                       The Nhava Sheva port, also known as Jawaharlal Nehru Port Trust (JNPT), is one of the busiest container ports in India with annual traffic of 5.05 million TEU. It features in the World’s Top 30 seaports and has seen a steady rise in traffic in the past five years. It is responsible for 56% of India’s container traffic and will see almost double the capacity once the construction of its fourth terminal is completed. . Also known as the King Port across the Arabian Sea, it was built back in 1989 and is situated in Navi Mumbai. The main shipments exported from the port include machinery, chemicals, pharmaceutical products, textiles, carpets, plastics, and sports goods. This port is located on the eastern shore of Mumbai harbor off Elephanta Island and is accessed by the Thane creek. It is also considered as one of the busiest ports in the country.

2. Mundra Port: 
 Mundra Port is the second busiest port in India, with the annual traffic of 4.4 million TEU. It is ranked 32nd position in the world‟s top 50 sea port. With fast-rising traffic, it is a natural gateway to cargo clusters in North & Northwest India offering undisputable logistics cost advantage to exporters and importers. It has a combined container capacity of 7.5 million TEUs. 
3. Chennai Port: 
The port of Chennai is the third biggest port in India and has an annual traffic of 1.5 million TEU. The port is one of the oldest in India. It has an honour of being the location of India‟s first dedicated container terminal, which opened in 1983. It is an artificial and all-weather port with wet docks. Its second container terminal opened in 2009 and is entirely run by PSA International. It is situated along the Coromandel Coast and is the main source of import and export in the state of Tamil Nadu. Belonging to the Chennai Port Trust. Trades: Iron Ore, Coal, petroleum products, and chemicals
4. Kolkata Port: 
The Port of Kolkata is the fourth busiest in India and has annual traffic of 796,000 TEU. Also dubbed as “Gateway of Eastern India,” the port manages cargo that arrives from Australia and Southeast Asia.  It‟s a natural river port and can comfortably accommodate ships up to 500 feet in length. The Kolkata Port was the first major port in India and a crucial trading post in colonial times. Trade: Jute, tea, Coal, Steel
5. V.O Chidambararanar Port : 
This port also known as Tuticorin Port has annual traffic of approximately 698,000 TEU. The all-weather port is also the fourth-largest container terminal facility in India by size. The Sethusmudram Shipping Canal project, which concerns the shallow waters between India and Sri Lanka, will make the area viable for mega-ships and increase the traffic substantially. 
6. Kandla Port: 
 It is one of the oldest ports in India and was constructed back in the 1950s following the India-Pakistan partition. It was the first export processing port in India. Based on the amount of cargo and value of the shipment moved through this port, it is the biggest container port in India. It‟s also known as the most affluent and the busiest port, due to its high profitability for exporting grain and importing oil. The imports include petroleum, heavy machinery, salt, textiles, and chemicals. 
7. Mumbai Port: 
The western coast city of Mumbai is home to India‟s largest port by size and shipping traffic. The Mumbai Port is critical to the Indian economy and trade operations as it handles 20% of the foreign trade. It was the first container terminal in India, which handled over 2 million TEU per year. 
8. Vishakhapatnam Port: 
Located in the East Coast of India, the Vishakhapatnam Port, also known as Vizag Port, is the oldest shipyard in India. it manages 1.2 million metric tons of cargo every year in its 24 berths. Noting that Vizag‟s proximity to feeder port is one of the crucial advantages for VPT. Officials said the transit time for a container transhipped via Vizag is lower than other transhipment hubs such as Singapore and Colombo. Trade: Iron Ore, Coal, Alumina and oil.
9. Cochin Port: 
The Port of Cochin is one of the major ports in South-West India, and it moves 11 million metric tonnes of imports every year. Cochin Port also handled highest ever Transhipment traffic of 12326 TEUs in the month of November 2020 outshining the previous highest figure of 6792 TEUs. It has an anchorage depth of nearly 14 meters, and a cargo depth of over nine meters makes it possible to host ships of over 500 feet in length. Exports of spices, tea, and coffee.
 
10. Port Blair: 
The Andaman and Nicobar islands are home to the Port Blair Port. It is one of the youngest ports in India and sits inside a natural harbour with a depth of twelve to thirteen meters. Due to its significant economic contributions, Port Blair was declared an official shipping and cargo port by the Indian government. Port Blair serves as a connection point between the Bay of Bengal and the Andaman Sea and can comfortably accommodate ships up to 500 meters in length. 

[image: ] 
Fig 3.1: Cargo traffic at major ports in India 
 
3.11 Commodity wise growth of cargo traffic handled  

	 COMMODITY-WISE GROWTH OF CARGO TRAFFIC 
	

	
	(In '000' Tonnes) 

	Commodities 
	August, 2020 
	August, 2021 (P) 
	(April-August, 2020-21)  
	(April-August, 2021-22) (P) 
	% 
Change 
{(Col.8/C
ol.6 -1)*   
100} 

	
	Cargo handled  
	% 
share 
	Cargo handle d  
	% 
share 
	Cargo handled  
	% 
share 
	Cargo handled  
	% 
share 
	

	POL Crude 
	10141 
	19.6 
	11830 
	20.5 
	50841 
	20.6 
	56533 
	19.3 
	11.2 

	POL Products 
	4250 
	8.2 
	4887 
	8.5 
	22104 
	9.0 
	23891 
	8.1 
	8.1 

	LPG or LNG 
	1197 
	2.3 
	1355 
	2.4 
	5748 
	2.3 
	6285 
	2.1 
	9.3 

	Edible Oil 
	987 
	1.9 
	840 
	1.5 
	4063 
	1.6 
	4356 
	1.5 
	7.2 

	FRM-Liquid 
	523 
	1.0 
	542 
	0.9 
	2421 
	1.0 
	2489 
	0.8 
	2.8 

	Iron Ore Pellets/ Fine 
	5604 
	10.8 
	3557 
	6.2 
	27397 
	11.1 
	25255 
	8.6 
	-7.8 

	Other Ores 
	311 
	0.6 
	485 
	0.8 
	1906 
	0.8 
	2535 
	0.9 
	33.0 

	Thermal Coal 
	5114 
	9.9 
	6767 
	11.7 
	26429 
	10.7 
	38589 
	13.2 
	46.0 

	Coking Coal 
	2168 
	4.2 
	3254 
	5.7 
	11538 
	4.7 
	15824 
	5.4 
	37.1 

	Other Coal 
	1807 
	3.5 
	1756 
	3.0 
	8708 
	3.5 
	8199 
	2.8 
	-5.8 

	Fertilizer 
	1095 
	2.1 
	498 
	0.9 
	4442 
	1.8 
	3090 
	1.1 
	-30.4 

	FRM-Dry 
	741 
	1.4 
	786 
	1.4 
	2919 
	1.2 
	3231 
	1.1 
	10.7 

	Food Grains excluding Pulses 
	93 
	0.2 
	376 
	0.7 
	234 
	0.1 
	1577 
	0.5 
	574.7 

	Pulses 
	53 
	0.1 
	74 
	0.1 
	88 
	0.0 
	98 
	0.0 
	11.8 

	Sugar 
	233 
	0.4 
	240 
	0.4 
	1860 
	0.8 
	1285 
	0.4 
	-30.9 

	Cement 
	157 
	0.3 
	169 
	0.3 
	876 
	0.4 
	992 
	0.3 
	13.2 

	Iron and Steel 
	932 
	1.8 
	1256 
	2.2 
	5569 
	2.3 
	5010 
	1.7 
	-10.0 

	Project Cargo 
	35 
	0.1 
	37 
	0.1 
	210 
	0.1 
	236 
	0.1 
	12.1 

	Contai ner 
	Tonnes 
	11462 
	22.2 
	13835 
	24.0 
	49270 
	20.0 
	68466 
	23.3 
	39.0 

	
	TEUs (in 000 nos.) 
	762 
	- 
	924 
	- 
	3256 
	- 
	4563 
	- 
	40.1 

	Others 
	4816 
	9.3 
	5047 
	8.8 
	19626 
	8.0 
	25297 
	8.6 
	28.9 

	Total 
	51718 
	100 
	57589 
	100 
	246249 
	100 
	293237 
	100 
	19.1 



 
Table 3.2: Commodity wise cargo traffic handled 
Amongst all the commodities, containers handled 12,906 million TEU with the percentage of share 21.0 in January 2020 to 13,747 million TEU with the increase in percentage share of 21.4 in January 2021, followed by POL Crude with an increase of 1.3 per cent in January 2021. The above mentioned table gives an image about the different commodities and the growth of commodities happened during the period Jan 2020 to Jan 2021. 
 
3.2 GLOBAL CONTAINER FORECAST 
Factors such as growing population, accelerating economic growth, rising demand for shipping containers, increase in steel production and rapid urbanisation are set to drive market growth. A few notable trends include dropping in oil prices, surging coal demand, advancements in container shipping and a growing trend of containerization.
The global container shipping market is predicted to reach US$ 10.93 billion in 2025 as per studies, progressing at a CAGR of 8.49% over the period 2021-2025. Container volume to and from India increased 9 percentage in 2017 compared to 2016. India‟s trade growth has been well above the global average of 4 per cent, which makes the emerging Asian economy, one of the fastest growing markets in the world.



	YEAR 
	CONTAINER (in million TEU) 

	2016-2017 
	124.58 (8.45) 

	2017-2018 
	133.63 (9.14) 

	2018-2019 
	145.45 (9.88) 

	2019-2020 
	146.98 (9.98) 


 
Table 3.3: Container traffic in major ports 
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Fig 3.4: Container traffic in major ports 
From the above table 3.2 and fig 3.3 we can see the increase year by year from 2016 to2020. This icrease in container trade is a huge opportunity as well as a problem because it requires the capacity and efficiency enhancement at the existing ports. 
  

3.3 Role of container Transport and Ports in the Countries Economy 
3.3.1 ECONOMIC ASSUMPTIONS : 
Growth in container trade is ultimately driven by economic growth. The structural relationship between the growth in container trade will remain basically unchanged, there by increasing the future economic growth. Learning from history, shipping is a cyclical industry and has been so literally for centuaries. Looking at the past decade after the financial crisis, container demand has grown basically in line with global economic growth as measured by GDP. Looking at any individual year, such a link is not always very accurate- and tends to fluctuate quite a bit- in a long term the growth trend relatively match well.  
There are several factors that can be analysed to understand the countries performance indicator in shipping like: 
· Port and related infrastructure ( capacity, utilization, size) 
· Trade profile ( GDP, % of trade) 
· Trade facilitation (EODB, regulations and policies) 
· Competitors ( ports, trade sector) 
These factors can be analysed with actual performance of the shipping sector. Alongside infrastructure, size of economy and shipping performance, the role of government in trade facilitation is a big factor to find the pottential of the shipping market. Considering India one of the largest economy in world, the Indian shipping sector and fleet size is relatively smaller compared with the world fleet size.  
The role of trade in a countries GDP is critical and depend immensily on the ability of a firm can competitevely export its products and services internationally. Given the link between the global economy and the container trade and the latest GDP data from the International Monetary Fund in its April 2021 World Economic Outlook, we can project global container volumes to grow approximately 18 percent from 2021 to 2024. In the below fig 3.1 we can find that the India‟s GDP projection is increasing within the region.  
[image: ] 
Fig 3.5 : world economic outlook GDP projection.



3.3.2 Global Performance Indicators: Importance of Economic Performance Review 
As with any commercial or non-commercial activity. It makes more sense to analyse its performance with review and measuring are purely performance analytics, and ranking is finding the relative position peers or competitors. Competition from ranking and social pressure is a known method to increase performance, and it is evident from the fact that Indian ports use EODB as the main performance indicator in their operational strategies. 
Ease of Doing Business (EODB) is a GPI developed by the World Bank to highlight the importance of regulatory performance. It ranks 190 countries. This GPI measures several sectors of business, including Starting a Business, Getting Credit, Enforcing Contracts, 
Trading across Borders etc. Amongst all these from a transportation perspective „Trading Across Border' would be the essential measure the logistics sector would be interested in more. India ranks only at 80th position amongst the sub GPI “Trading Across Borders”. 


	RANK
 

	COUNTRY
 

	[image: ]DB SCORE 

	[image: ]1
	 
New Z
eland
 

	86.8
 


	2
 

	Singapore
 

	86.2
 


	3
 

	[image: ]Hong Kong SAR, China 
	85.2
 


	12
 

	Malaysia
 

	81.5
 


	29
 

	Japan
 

	78.9
 


	31
 

	China
 

	77.9
 


	
	
	

	63
 

	India
 

	71.0
 


	99
 

	Sri Lanka
 

	61.8
 




Table 3.6: EODB 2020, Country Territory and Doing Business Score													                  From the above table 3.5, EODB 2020 we can see New Zealand stands in the number one position followed by Singapore which is a maritime hub for maritime industry. Comparing with India where it ranks 63, Sri Lanka is ranked 99 with score 61.8., Sri Lanka being a country of interest as it is the country India wanted to emulate or outperform when it comes to transhipment business. The government tries to bring lot of reforms in 2018, particularly in 3 areas: starting business, registering property and resolving insolvency. The main area of Ease of doing Business are: starting a business, Dealing with construction permits, getting electricity, registering property, getting credit, protecting minority investors, paying taxes, Trading across borders, enforcing contracts, Resolving insolvency and employing workers. GPI has relation with the maritime business with certain factors like Trade across borders, enforcing contracts, getting credit and doing business. Thus India has a weaker legal aspects considered with other countries, this might can deter many companies to invest in India as contract and standard operating procedures are primarily legal instruments that bind the stakeholders or partners legally in each node and link in the maritime supply chain.  
Another GPI measure is logistics performance indicator (LPI), This is measured to rank the nations regarding the trade logistics. Certain factors are considered to find LPI, they are  
1. Customs ( performance of clearance with customs)  
2. Infrastructure ( transport and trade structure) 
3. International Shipments 
4. Logistics competency ( quality logistics service) 
5. Tracking and tracing 
6. Timeliness  
Each factor are considered and ranked which provides several aspects of logistics that can be improved. Singapore is considered as a competitor in the transhipment sector, China is a direct competitor with India not only in transhipment but in several other sectors. Sri Lanka is a major competitor as they have Colombo port, largest transhipment hub in the region and competitor for Indian Ports.  
From those indicators we can see the position of India in container throughput, ease of doing business (EODB) and logistics performance indicators (LPI). As container throughput is the leading ranking and second preference in GDP size rank. Before a port call there will be a number of factors that is considered by the shipping company these factors can be one among them. Those above mentioned global indicators helps the country to understand the area which is lacking and how it is performing as compared with the competitors and helping to reform and improve its position. 
3.4 Factors influencing development of port 
There are certain factors that influence on the development of a port, it can be divided into external factors and internal factors. The port should improve all the relevant things to adjust itself to fulfil the increasing amount of requirements by the customers and to attract more cargo to get the further development. 
3.4.1 External Factors Influencing port development 
1. Hinterland: 
As the gateway within the supply chain, the ports are reflected by the changing circumstances of the hinterland. And the port function is normally be related to the development of the inland area. The growth of economic drives the demand of the port development. The relationship between the port and the hinterland is always close. The area of hinterland is affected by the nature, society and economic factors. The demand for shipping transportation can be increased by the development of the economic prosperity. The development of the hinterland leads to the expanding of the port scale and improving of the port structure. On the other hand development of port can create the positive conditions for the hinterland. With the growing capacity of the port, the area of the hinterland can spread. The scale of regional economy, the vigour of the economy development and the area of the hinterland decide the development of the port. The regional economics plays an important role in the development of the port. 
2. International Trade: 
Countries all over the world rely more heavily on trade and trade linkages increasingly foster global interdependence. International trade is increasing significantly with the expanding global economic integration. And the developing countries that have rapidest growth in the international trade are more dependent than the developed nations. International trade is increasing significantly with the expanding global economic integration. Data shows that an increase in the world output leads to the increase in both the export and import. The greater container trade drives the mass of demand for the container shipping, which can lead to the high volume of the port.  
Many kind of product can be transported by the container. And the cost of the sea transportation is always much cheaper than the land or air transportation. About 90% of the international trade goods are delivered by shipment due to the low transportation cost. The lower transport cost can reduce the final price for the trade product and lead to the growing trade volume. And the bigger trade volume can decrease the price of transportation through economies of scale and specialization of the shipping operation. Not only has the volume of the cargo, but also the distance between the place of departure and the destination affected the transport demand. 
3. The policies: 
The attitude of the government is also important for the development of the shipping industry. The restrictive policy can decrease the throughput of the port, while the introduction of the policies to encourage can help the shipping industry to develop. The port is one of the basements of the national economics, so both the national government and the local government should consider it more seriously. In other words, competition between different ports is part of the competition of policies. The investment from the government and the support of the policy can enhance the competitiveness of the port. Some countries carry out accommodative policies or supportive policies to ease the environment of the transportation to support the competition of the port.  
3.4.2 Internal Factors Influencing Port Development 
1. Competition: 
The competition of the port is to gain more cargos as they can. The facilities and the location is the “hard infrastructures”, while the other elements such as the management and service level, the efficiency of the port and the operation of information system is the “soft infrastructure”. 
· Frequency of the ship calling 
· 
More routes the port has and more frequently the ships calling at the port always lead to competitive carrier cost, greater flexibility with more choices and lower transit time for the customer. 
 
· Port efficiency 



Port efficiency is another factor which means not only the speed but also reliability of the port service. The longer time ship stays at birth will increase the cost of liner company and then the cost will be passed to the final customer with higher freight rates. Nowadays with the fast-paced industries, almost every product should be delivered to the market on time, so the terminal operators and the transportation company for the port must be reliable and quickly response to the delivery order from the customers. To reduce the unproductive waiting time and enable quicker turnaround, some ports operate on a 24-h round the clock basis to provide convenient times for anchoring and unloading of vessels
 
 
2 
 
26 
 
Logistics Infrastructure 
Adequate infrastructure means the proper operation facilities and equipment like high quality and big quantity of berths, cranes and tugs, the size of terminal area and container yard can guarantee the capacity of the port. So that there will not be heavy traffic in the port area which can cause the serious delay to the consignee. 
 
Effectiveness of information system 
The information system becomes more and more important in every industry contemporarily. For port management, the high effective information system with reliable security can make the production for the container easier with smooth cooperation. The information systems can allow the shipping to function efficiently and effectively. 
 
Inland transportation and location of the port 
The developed chain of inland transportation can lead to higher efficiency and lower cost for the whole logistics chain of the cargo. Excellent connection to the port includes the rail, road and short sea shipping. Location is also an important for the port.  The ocean and the inland distance can influence the choice of the port due to the different cost. 
 
Port management 
The development of the port relies on the land equipment and the management level of the port. The service can be improved by the management to satisfy the customers need to attract more cargoes.  Besides these factors lower port charge, quicker response to the customers need, higher reputation for cargo damage, easier access to the other ports can attract more cargo in market





2. The Cooperation 
The port cluster will not only cause the fierce competition of prices and services but also lead to cooperation between each to serve the general economic interests of their hinterland. There are the two kinds of container ship, one is mother ship and other one is feeder ship. The feeder ship is used to transport the containers from small port to the big basic port, and then the container can be reloaded onto the mother vessel from one big basic port to the other basic port. The feeder ship has the basic capacity of 1000 TEU while many of the mother ship can load 10000 TEU. And the feeder service between different ports is playing crucial role in the hub and spoke network system in terms of container transportation. 
3.5 SAGARMALA PROJECT 
The Sagarmala Programme is an initiative by the government of India to enhance the performance of the countries logistics sector. The programme envisages unlocking the potential of waterways and the coastline to minimize infrastructural investments required to meet these targets. 
The sagarmala programme is the flagship programme of the ministry of shipping to promote port-led development in the country by exploiting India‟s 7,517 Km long coastlines, 14500 km of potentially navigable waterways and its strategic location on key international maritime trade routes. Sagarmala aims to modernize India‟s port, so that port-led development can be augmented and coastlines can be developed to India‟s growth. It also aims at “ Transforming the existing ports into modern world class ports, the industrial clusters and hinterland and efficient evacuation systems through road, rail, inland and coastal waterways resulting in port becoming the drivers of economic activity in coastal areas.  
	[image: ]Concentration on increasing intermodal options to reduce domestic freight 
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	[image: ]Reducing Container transports lead time for exporting and importing 


Table3.7: Objectives of sagarmala Project 
 



Components of Sagarmala Project.


 
	[image: ]	1.	Transforming and updating current ports and building new ports: 
Updating capacity and quality of port infrastructure.  

	       2. Improving Port connectivity 
[image: ]Improving network both in maritime and hinterland regions including Inlands and coastal water transport  

	       3. Investing in Port centric logistics cluster  
[image: ]Focusing on port-centric logistic and attracting investment from manufacturing and trading sectors in special economic zones and logistics cluster. 
 

	 
      
4.
 
Coastal community Development
 
Advancement of 
coastal community through education and employment, enhancing blue 
economy.
 



 
Table 3.8: components of sagarmala project 
 
3.6 Recent Trends and strategies: 
3.6.1 Increasing Private Partnership: 
Strong growth potential, favourable investment climate and scope provided by the state governments have encouraged domestic and foreign private players to enter the Indian port sector. In addition to the development of ports and terminals, the private sector has extensively participated in port logistics sector. 
 
3.6.2 Setting up of Port based SEZs: 
 SEZs are being developed near several ports, thereby providing strategic advantage to industries within these zones. Mundra port, Krishnapatanam port are such examples. 
3.6.3 Focus on draft depth: 
 All the green field ports are being developed at shores with natural deep draft and existing ports are investing on improving their draft depth. Higher draft depth is required to accommodate large sized vessel, it provides cost and time advantage associated with large vessel. 
3.6.4 Specialist terminal based ports: 
 Giving more focus on terminals that deal with a particular type of cargo will be helpful for handling special cargo such as LNG that require specific equipment and hence high capital costs. Thus forming specialised terminal result in optimal use of resources and increased efficiency.  
3.6.5 Ports to operate on green energy: 
 Government of India is planning to make the country the first in the world to operate all 12 major domestic government ports on renewable energy. 
 
3.6.6 Landlord port Model: 
 To promote private investment the government has reformed the organizational model of seaport from service port model where the port authority offers all the services to Landlord port model where port authority acts as a regulator and landlord while port operations are carried out by private companies.  
 
3.7 SWOT analysis 
SWOT analysis is used to find the status of the current scenario in Indian Ports and its potential for the developments. SWOT analysis is one of the main strategic management tool tools to understand an organisation or sector‟s internal or external factors which decides the current situation, future potential and forms strategies to remain competitive and ensure survival. This analysis does an internal analysis of the firms strengths and weakness in the market and the external analysis surveys its threat from competitors, external environment and other potential opportunities it can take an advantage. 
The context of port SWOT analysis aims to find the internal and external characteristics that effects the business as a whole and formulate a strategy to retain or expand its market share. SWOT analysis can not only be done on a level of certain port but also port sector that a country has and even a group of competing ports belonging to different countries which exist in the same region 
 
	STRENGTH 
· Increasing traffic 
· Near to trade route 
· Investment policy 
	
	WEAKNESS 
· Expensive maintenance 
· Less hinterland connections 



 
 
 
 
 
OPPORTUNITIES
 

 
Positive trade growth
 

 
Revised regulations
 

 
Private party participation
 
THREAT
 

 
Entry of new port
 

 
Reduced cost in foreign port
 

 
Unfriendly 
regulation 
between countries
 

Table 3.9: SWOT analysis in context of port development 
 
This chapter presents a review of Indian container market, the various factors effecting port development and follows. It begins with container market in India and then identifying the economic relationship with the trade on the economic development. Thus it gives a picture about the increase in container traffic and thereby ensuring the need for improved capacity and efficiency for the existing port to meet the competition. This chapter is providing the concepts of port development and SWOT analysis helps in understanding the current situation of Indian Ports on the development process. 
 
 	 


CHAPTER 4 
TRANSHIPMENT ON PORT DEVELOPMENT 
 
Transhipment is the process where containers are transferred from one vessel to another at one location, before being shipped off to their intended destination. Fuelled by the growth in global trade through the years, transhipment plays a vital role in the global supply chain today, allowing cargo to reach different parts of the world. It offers logistics players a high level of flexibility that can bring about significant cost benefits. A supply chain manager, for instance can look at consolidating several small shipments to fill a large container or breaking up a large shipment into smaller once to be shipped off to various locations. 
As size of container ship have increased and the volume of containers have grown, container shipping network have increased in complexity as well as in scale. The key development has been the evolution of hub-and-spoke system with large mainline vessels serving a limited range of major ports to which cargoes are carried from tributary ports by feeder vessels. 
Shipping cargo via a vessel making a single direct voyage, on the other hand, can often be costlier as the ship may not be fully utilized. Large ships that tend to ply these direct routes may not be able to call at smaller, less travelled ports as well. Transhipment activities usually takes place in specialized hubs, such as port of Singapore the world‟s busiest transhipment hub, accounting for almost one-seventh of the world‟s total container transhipment volumes. 
Asia has led the world in this type of development. Singapore emerged in the late 1980s as the first port in the world that has depended primarily on transhipment cargo for its existence. Since, it had been joined by other ports in Asia like Colombo, several port in Persian gulf etc. In addition, a number of port that have substantial volume of hinterland cargo also play a major role in the transhipment system. 
Transhipment cargoes offer port authorities and terminal operators an opportunity to develop their business at a faster rate than the development of their economic hinterland would permit. It is therefore not surprising that the competition for this business is fierce and also can be very volatile. 
It is therefore particularly useful to obtain some assessment of both the overall scale of this important market sector, and the extent to which individual ports are likely to be successful. It should be noted that the success will be possible only if the competitive position of the individual port is determined by the quantifiable characteristic such as location and cost structure. Thus considering the Indian ports in southern part stays closer to the maritime trade routes, it can have a great impact on the transhipment business. 
 
[image: ] 
Fig 4.1: international maritime trade route 
 
The increase in traffic would be in the pendulum service or the hub-to-hub direct trade in the transhipment network. As along with the containers to be shipped as transhipment there will be direct shipments from important hubs to Indian transhipment hub which goes into hinterland via road or rail. For a country looking for a competitive transhipment hub, the two factors mentioned above is vital, nautical features can be developed to an extend with financial implications, but port location is fixed and only thing authorities can attain is choosing the best location from the available coastal area and develop it. 
In case of India, government realised that to have a growth in container volume there is a need for transhipment hubs. Transhipment hub required low-cost service and a bigger draft. 
The government of India with the sagarmala project has the vision to make India a major transhipment hub in south Asia and aims to be the next Singapore. 
4.1 Transhipment types and operation 
Maritime transportation is a derived demand business, thus to seek opportunity it looks on economies of scale. Thus by transporting container on bigger vessel helps in saving cost and time. To tap into the economies of scale of operation, liner industry is increasing its vessel size with new navigation technology. All those updates put a strain on the resources and infrastructure of the ports. With the advent of mega ships the port that effected are one with smaller draft. To solve the problem of connectivity, Model of Hub and Spoke system started evolving. In this model the mega vessels connecting to the hub port (or transhipment port), offloads the required containers which are then dispatched to spokes or smaller ports using feeder vessels. 
[image: ] 
Fig 4.2: transhipment model 
4.2 Transhipment volumes from Neighbouring countries: 
As transhipment relies mainly on the trunk route connectivity about major trade lane and the cheap and flexible availability of feeder connection from hub ports, Government of India need to provide a feasible solution in both areas. 
The port of Singapore is the busiest transhipment hub in the world accounting 20% of the world transhipment traffic. It second busiest handled 37.2 million TEU in 2019. Colombo port is already the most preferred regional hub for transhipment of Indian containers. Nearly 25% of all containers originating from India are transhipped through foreign ports. Around 80 percentage of this is handled by Colombo, Singapore and Port Klang.  
 
4.3 Frame work for Transhipment Hub 
4.3.1 Influencing factors 
 Geographical location and inherent potentials are undoubtedly important factors which favour the growth and development of a port, however researchers in the past have shown that the behavioural dynamics also plays a vital role by introducing biases in the decision making process. To make transhipment viable, certain difficulties have to overcome such as additional handling costs, port charges and extra voyage distances. Biggest reason for a port becoming hub is its location, infrastructure to handle additional cargo loading and unloading operation and tax benefits. Thus in transhipment hub port small feeder vessels bring and pick up containers from large mother vessels (liners), creating economies of scale and lowering the freight cost. 
4.3.2 Transhipment Container Ports Of The Region –Developed, Developing & Proposed 
India and Pakistan are the countries which contribute maximum towards the container volumes of the Indian Subcontinent. India is the prime contributor both for exports and imports. However, India is lagging behind in having global cargo handling efficient transhipment container hub ports. The Exporters and importers of India incur an additional charge per TEU due to extra port handling at foreign transhipment hubs, making them less competitive, adding huge costs to the economy. About 25% of India‟s cargo containers are currently transhipped at ports outside India mainly at Colombo, Singapore, Port Klang, Salalah and Jebel Ali which builds inefficiencies in logistics and supply chain. India is also losing out on the opportunity to become a large hub for Asia–Africa, Asia-US/ Europe container traffic trade. Thus, to further boost trade and revenue the Indian subcontinent needs to develop transhipment container hub ports in its region. The southern portion of India and Sri Lanka are ideally suited for transhipment because of strategic location in the Indian Ocean being close to the busy Suez - Far East Trade lane. With this opportunity available the Indian government with the initiative of sagarmala project focuses new developing port as a transhipment hub which includes vizhinjam port, Enayam port and also includes vallarpadam port on the development process. And one of the major competitors for those ports is Colombo port in Sri Lanka. The following table gives a clear picture about the port parameters of the above mentioned four ports. 
4.3.3 Port parameters 
There are many parameters that are required for a port to be successful as a transhipment hub. For the sake of relevant information and data availability following factors can be considered for comparing the ports mentioned above. 
 
	PORTS 
	No. 	of 
berths 
	Capacity 
(per Annum in million 
TEU’s) 
	Distance 
from EastWest Lane 
(In 	Nautical 
Miles) 
	Terminal Cranes 
	Draft 
(in meters) 
	Terminal Area (ha) 

	Colombo 
	14 
	12 
(proposed) 
	19 
	47 
	18 
	297 

	Vallarpadam 
	2 
	3.6 
(proposed) 
	76 
	6 
	14.5 
	109 

	Vizhinjam 
	5 
(proposed) 
	5.5 
(proposed) 
	25 
	Nil 
	19 
	238 

	[bookmark: _GoBack]Enayam 
	10 
(proposed) 
	9.6 
(proposed) 
	14 
	Nil 
	20 
	330 
(proposed) 


Table 4.3: port parameters 
 
4.3.4 Analysis of Ports 
1. Vallarpadam  
The Kochi International Container Transhipment Terminal (ICTT), locally known as the Vallarpadam Terminal, is India‟s first container trans-shipment facility which is part of the 
Cochin Port in Kochi, Kerala, India. The ICTT terminal is operated by DP world. The terminal is India‟s first international transhipment hub. The Vallarpadam terminal was expected to bring back India international cargo that otherwise was being transhipped from foreign ports.  
Based on the T/S incidence of Kochi ICTT, the port has only 7% of Transhipment incidence, which makes it a Gateway Port. ICTT has excellent Infrastructure due to its operator DP World. One of the main issues ICTT faces is that Draft is only 14.5, which is not enough for Larger Container vessels to call at the port. Also, the Dredging cost is very high. Port charges for ICTT are approximately 30% higher than Colombo port, one of the main reason is dredging costs is borne by DP world and is being indirectly charged to liners as marine charges to cover the expenses. One of the main features of Kochi is that it is just 11 nautical miles from the main route to Australia and Far East routing from Europe. 
The terminal provides fast and reliable connectivity to the hinterland through multi-modal transportation including rail and inland waterways. DP World Cochin launched a direct weekly rail connection to Bengaluru. This resulted in an impressive five-fold increase in rail volumes. In 2020, DP World Cochin handled 6.31 lakh TEUs, registering a marginal decline of 0.35 per cent over 2019 volumes. 
2. Colombo (Sri Lanka) 
The Port of Colombo is the largest and busiest port in Sri Lanka as well as in South Asia, Located in Colombo. It serves as an important terminal in Asia due to its strategic location in the Indian Ocean. The cargo handled and discharged and loaded annual data of Colombo was reported 89,035 Metric ton for 2017, which was increasing annually. The annual container volume is 7 million TEUs. Colombo is also having major expansion plans for competing with the ports not only by reducing the cost and connectivity, but a national strategy like any other maritime nations. 
3. Vizhinjam (India) 
The Vizhinjam International Deep water Multipurpose Seaport is undertaken by Government of Kerala for economic development. The port is touted to be a Greenfield port and is proposed to be located in the state of Kerala. Besides container transhipment it is also being designed to cater to break bulk, passenger and multipurpose cargo. VISL and M/s Adani Vizhinjam Port Private Limited have agreed to develop the port as per landlord model under design, build, finance, operate and transfer (DBFOT) basis. This Port is a Government of Kerala Initiative and is aided by Sagarmala Project as well and costs around 1 billion USD. The First phase of Vizhinjam is expected to have a capacity of 1.8 million TEU. As per studies the most significant advantage for Vizhinjam is its natural depth of 18 meters, and mothers hips of up to 18000 TEU can be handled easily in this port.  
The port has great hinterland connectivity as well as a deep natural draft which reduces the cost of dredging. Vizhinjam is proposed to be the answer to Colombo, which handles the 4050% of transhipment send from India. It has all the features of a transhipment hub including lack of Exim Cargo (ICTT operating near). 
 
	 

	Phase 1 
	Phase 2 
	Phase 3 

	Gateway Traffic 
	138,459 
	392,371 
	768,904 

	T/s Traffic 
	683,798 
	1,292,842 
	2,054,545 

	Total 
	822,257 
	1,685,215 
	2,823,449 


Table 4.4: Traffic forecast of Vizhinjam in 3 phases 
	 
 
	STRENGTH 
19 meter draft 
Can handle the increase in traffic. 
 
	 
 
	WEAKNESS 
ICTT terminal at Kochi port. 
Construction delay. 
 

	 
 
 
	OPPORTUNITY 
Cabotage relaxations. 
Investment from 
Sagarmala 
Increase in trade. 
	 
 
	THREAT 
Upcoming port Colachel. 
Rates at Colombo Port. 


Table 4.5: SWOT analysis of Vizhinjam 
 
4. Enayam (India) 
Enayam port is proposed and located in Colachel, Kanyakumari district, Tamil Nadu, India. 
The Port is just 36 km away from Vizhinjam and much closer to trade lanes than Vizhinjam Port. Another Key advantage for Colachel is that it is located near to Industrial and Trade hubs such as Tirupur, Erode, Siva Kasi etcetera. All these cargos are being transhipped via Colombo, and once Colachel is operational, this traffic can be caught back. Connectivity to other states is one of the crucial factors for this and Colachel has link via Railway and National Highways. It is expected to attract significant traffic from other states through its pricing and ease of transhipping. The Estimated volume of Colachel even in the base case is substantial, with 1.7 million TEU in 2020 and 4.9 million in 2025. The reason for this is due to the knowledge that to com
pete with other Transhipment Ports; the said port needs to have similar or better capacity/volume that the competing ports are projecting in the future. 
 
	 
	2020 
	% 
	2025 
	% 

	Gateway 
	1 
	59% 
	2.1 
	43% 

	T/S 
	0.7 
	41% 
	2.8 
	57% 

	Total 
	1.7 
	 
	4.9 
	 


Table 4.6: Estimation of cargo (source: secondary from report) 
As per the Projections this Port plans to be Regional Gateway rather than a transhipment hub or pure transhipment port as T/S incidence is around 50%. The Capital invested in Colachel Project is three times bigger than its neighbouring Port Vizhinjam, so the scale that the Port plans to develop and achieve is immense. 

	 
 
 
	STRENGTH 
20 meter draft 
Can handle traffic from east and west India. 
	 
 
	WEAKNESS 
Proximity to two T/s ports. 
Customs clearance. 

	 
 
 
	OPPORTUNITY 
Possible 	transhipment volume. 
Sagarmala project 
	 
 
 
	THREAT 
Adani group operating Vizhinjam. 
Rates at Colombo port. 


Table 4.7: SWOT analysis of Enayam Port (Colachel) 
 
4.4 Interpretation 
Based on the geographical location India has an opportunity to become transhipment hub. Since the ports in Indian subcontinent should seek much development because of the busiest trade happening. And India contributing much can play a lead role. From the above data we can see the upcoming new ports Vizhinjam and Enayam (Colachel) are deep sea ports being developing. Considering Indian port container throughput JNPT has most container transhipment ability but because of shorter draft it is not possible. Considering upcoming ports Vizhinjam have better capability according to the transhipment indices but Colachel being much closer to trade route (4 Nautical Mile) can have benefit over the port. Anyhow it can benefit the Indian port sector to regain the container transported through Colombo port which is approximately 400-600 US$. Thus with enhanced efficient, developed transhipment can make a huge Impact on the Trade business of India, there by developing the nation. 
 













                                                    CHAPTER 5
 FINDINGS, SUGGESTIONS & CONCLUSIONS 
 
FINDINGS 
· From the study conducted it is clear that the container trade market in India is expanding. 
· The quality of port infrastructure has a positive effect on national economy mediated through logistics performance and seaborne trade. 
· Cabotage Rule relaxation can boost port volume for transhipment and will help the traders in India. Those relaxations will allow foreign flagged vessel to tranship container cargoes or operate coastal feeder services. 
· Conversion of port management model from service port to land lord port model is much efficient in operation. With land lord model more private party consideration is given to develop the infrastructure facilities and operate. 
 
· New green field port projects under sagarmala by the government of India can make a huge impact to reduce the congestion at Ports.. 
 
· Scope of becoming a transhipment hub is high for new ports under development because of various reasons like close to trade routes, deeper natural draft conditions etc.  
 
 
 	 




CONCLUSION 
In this study I found that India has a good potential to improve as a maritime hub, the container traffic is increasing at a percentage Year on year and this would benefit better efficient ports to grow the business. As we see in the above chapters how the ports in a country is contributing to the economic growth and is contributing to the agglomeration in that region. By improving as transhipment hub with new ports under development there will open a new opportunity and will help in the economic growth. Various initiatives like greenfield projects, Transhipment hubs, improving private participation can change the phase of India in Maritime industry.  
 
 
 	 

SUGGESTIONS 
· Private party involvement on port infrastructure development should be given due consideration by state governments as well. 
· Customs clearance and documentary compliances should be liberated which can improve India‟s ranking In Ease of Doing Business. 
· Adani ports SEZ (APSEZ) involvement in Colombo WCT (West container terminal) is a situation to consider when APSEZ‟s are developing Vizhinjam port as transhipment. 
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