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Executive Summary  
The Directorate of Ports, Government of Kerala entrusted to the consultants the task of preparation of 

the  detailed project report (DPR) for development of Thankassery port as per the scope of work 

mentioned in section 1.1. 

 

The Consultant subsequently undertook  

¶ detailed traffic study ,  

¶ review of the technical studies earlier undertaken  

¶ environmental studies, 

¶ detailed topography and route profiling,  

¶ Port planning and phasing of the project based on the traffic flow and site conditions 

¶ Financial feasibility  

 

Based on the above activities, a suitable business model has been proposed for the Thankassery port 

development as spelt out in the subsequent sections of this document.  

 

Traffic projections 

The state government has constructed a wharf in Thankassery in November 2006. However the existing 

facility has not witnessed significant traffic apart from coastal movement of sand and the occasional 

movement of construction material to Male. 

 

To firm up the type of infrastructure that would be required, its phasing, capacity and supporting 

facilities, to be established at Thankassery port, an understanding of the cargo movement from the 

identified hinterland was essential. Hence a comprehensive primary survey covering the hinterland of 

both the states of Kerala and Tamil Nadu was undertaken covering cumulatively a respondent sample 

size of more than 150 numbers. The respondents included all the relevant stakeholders in the exports, 

shipping and logistics sector covering customs house agents, commodity boards, trade associations, 

regional export promotion trade bodies, commodity export promotion body, major industries, customs 

officials, district industries centre, inland container depots, and container freight stations. 

 

 The likely open cargo that would flow through the port of Thankassery has been considered based on 

the following: 

 

ω Assessment of the EXIM commodities in the identified hinterland Topography and connectivity 

issues that may impede / hasten the cargo flow through Thankassery port.  

ω Distance of the cargo belts to Thankassery port vis-à-vis the other existing  and upcoming ports in 

the region.  

ω Acceptability of the relevant stakeholders ( shippers) on diverting their cargo to Thankassery port. 
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ω The indicative cost savings. 

ω Identification of such open cargo in terms of commodities and their indicative quantum. 

ω Forecasting of cargo growth and traffic based on the commodity profiles and growth potential for 

EXIM trade / coastal shipping that reflects the above ground realities. 

 

A detailed commodity profiling was undertaken and was categorized into containers and bulk / break-

bulk cargo. The above commodity categorization included both overseas and coastal movement. 

Subsequently, three different alternatives were developed for traffic forecasting with each one of them 

having low, medium and high case scenarios. The summary of cargo projected is furnished in the below: 

 
Total traffic (both bulk and containerized) in '000 Tonnes 

 2015 2020 2025 2030 2035 2040 

Low 2,024 2,215 2,445 2,695 2,966 3,275 

Medium 2,207 2,718 3,388 4,255 5,343 6,806 

High 2,306 3,073 4,140 5,596 7,505 10,281 

 

Only containerized traffic in TEUs 

 2015 2020 2025 2030 2035 2040 

Low 37,122 40,429 44,992 50,298 56,548 63,773 

Medium 43,568 51,863 62,907 77,173 95,364 118,300 

High 44,332 55,879 70,574 89,208 115,293 149,651 

 

Based on the detailed analysis of the macro and micro economic scenarios, the medium growth scenario 

has been decided as the base case for cargo. The entire port planning and the subsequent financial 

modelling has been undertaken considering the medium growth scenario of traffic.  

 

Port Planning  

In a typical PPP port related project, the private developer is required to invest a substantial amount of 

time and resources in establishing the infrastructure for commencing port operations, while the 

government provides the waterfront and other hand holding related support. In this aspect, the port of 

Thankassery is very much unique, since the State Government has already established facilities at the 

port. 

 

This would provide the private developer a ready-made infrastructure set-up which would facilitate him 

to commence commercial operations from Day 1. Accordingly the envisaged port planning focuses on 

the optimum utilization of the existing facilities to its full capacity. It is only when the capacity of the 

existing facilities is fully utilized that the private developer would be required to plan and install 

additional infrastructure for catering to the cargo traffic. 

 

Accordingly the port planning exercise had been divided into the following phases -  

¶ Phase 1 ς The planning objective of the referred phase would be to utilize the existing facilities to its 

full capacity. In this regards, the private developer would be required to augment the existing 

infrastructure by: 

  

- Providing mechanical material handling equipment / cranes etc 
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- Strengthening existing facilities  

- Facilitating  connectivity ( with active support of the state government) 

- Improving the storage requirements 

- Managing the port operations 

 

The installed capacity of wharf with the above strengthening would be around 3.60 million tonnes 

per annum and actual capacity utilized would be 2.70 million tonnes per annum with operating 

efficiency of 75%. Considering above, the phase II would be required to be commissioned by year 

2020  when the above capacity is utilized and traffic exceeds the above threshold.  

 

¶ Phase 2 ς A separate wharf 200.0 m long X 20.0 m wide is proposed in the port area towards 

North/East direction which will be mainly for handling container cargo with higher capacity cranes 

than considered in Phase I with increase in cargo handling rate by about 25 to 30%. 

 

The area earmarked for future extension of about 20 hectares is proposed to be developed by 

reclamation upto deck level of wharf the shore protection using rubble bund using of required sizes 

of stones as per the design. The area so developed will be utilized for container / bulk/ break bulk/ 

other cargo stored separately with provision for both open / covered storage as per the need.   

 

After commission of new wharf mainly for containerized cargo, the existing wharf will be used for 

handling bulk and other cargo of comparatively less weight. After  addition of second wharf, the 

installed capacity would get increased to about 7.60 million tonnes per annum and actual capacity 

utilization would be about 6.0 million tonnes per annum with operational efficiency of 75%. 

 

The Thankassery port is planned considering dredging in future upto -10.0 m level thereby allowing the 

vessels upto 9 m draft at all tides. Considering this the vessels of size upto 15,000 dwt can be 

maneuvered inside the harbour and berth at the existing wharf structure. At present the depths 

available at wharfs and inside the harbour are about -6.5 m to -7.0 m, which will allow vessels having 

draft upto 5.5 to 6 m to operate in the harbour. This will allow vessels of size 6,000 to 7,000 dwt to berth 

at all tides.   

 

Financial Feasibility  

The State Government of Kerala had the foresight to tap the potential of Thankassery for the 

development of a port and had accordingly invested in a phased manner to develop the region into a 

coastal / feeder gateway terminal. The immediate focus is hence to utilize the existing infrastructure 

created by State Government and accordingly complement the facilities so created resulting in  

commercial operations of the port. To that extent the private developer would be required to invest 

around Rs. 400 million especially in machineries and equipment to commence operations for Phase 1. 

Once the threshold capacity of the existing facilities is reached in Phase 1, the private Developer would 

be required to invest Rs. 1,250 million for creating new infrastructure in Phase 2  to cater to the 

envisaged cargo . Based on the assumption and estimates, the profit and loss statement and cash flow 

statement for the project was prepared. The projected gross revenues and profitability so worked out 

has been indicated below ς 

 

Projected revenues  - 

Rs. Million 
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Year Revenues 
 

2015 176.43 

2020 423.20 

2025 596.75 

2030 1077.54 

2035 1945.62 

2040 2411.78 

 

 

Profitability - 

In Rs. Million  
Year EBIDTA 

2015 91.53 

2020 253.17 

2025 365.20 

2030 689.53 

2035 1525.75 

2040 2273.77 

 

Overall financial analysis for the proposed investments and the project was undertaken for a period of 

30 years. DSCR calculations have been carried out for each phases from availing the debt till its 

repayment. 

  

While a positive NPV shows that the project as feasible, the purpose of the IRR calculations is to assess 

whether the returns are adequately above the hurdle rate the stakeholders would have in mind in terms 

of an adequate return on investment and the purpose of DSCR is to evaluate the overall debt payment 

capability. 

  

 Following is the summary of these financial indicators: 

 

Description Amount 

Internal Rate of Return (IRR) in % 12.51 

Net Present Value (NPV) in Rs. Million 205.09 

Payback period in years 15 

DSCR ς Phase I 1.82 

DSCR ς Phase II 2.81 

 

Strategy for implementation  
¶ It is important for Thankassery port to pre-empt direct competition with existing major ports such as 

Cochin port and Tuticorin port as these ports already have huge volumes of business and state of 
the art infrastructure in place. Accordingly Thankassery should be positioned as a coastal port 
complementing the existing operations of Cochin Port and the proposed operations at Vizhingham 
port. 
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¶ At present the depths available at wharfs and inside the harbour are about -6.5 m to -7.0 m , which 
will allow vessels having draft upto 5.5 to 6 m to operate in the harbour. This will allow vessels of 
size 6,000 to 7,000 dwt to berth at all tides.  Hence in phase 1 it is proposed to commence 
operations using 6,000 to 7,000 DWT vessels with minimal investment as this option obviates the 
requirement for deep dredging. In other words, the huge capital and maintenance dredging costs is 
pre empted here. In phase 2 from 2020, the port would be able to handle 15,000 DWT vessels ( after 
dredging) considering the increased traffic.  
 

¶ The State Government has already done a significant amount of the effort over the period of years 
to provide a ready gateway facility. This obviously becomes a selling point for Thankassery port, 
since the prospective Developer can invest the minimum amount required for material handling 
equipment, strengthening of berth and other minor contingencies and this also minimizes the risk 
for prospective private developers who can start operations within two to three months of signing 
of the concessionaire agreement. 
 

¶ Having an existing infrastructure also offers the prospective developer to utilize the facilities to its 
optimum capacity. Accordingly the private developer can observe the traffic flow to the port for a 
period of 5 to 6 years and based on the prevailing circumstances can ramp up capacities. This 
provides the port developers a leeway in terms of port planning. 

 
¶ The evacuation of the cargo is a critical parameter for Thankassery port and hence it is necessary 

that the existing road network is augmented by additional dedicated four lane road corridor from 
the port complex upto a suitable point on the National Highway ς 47 connecting Trivandrum and 
Cochin. The port connectivity is to be incorporated as part of development plan of Kollam city and 
surrounding areas in consultation with urban development authorities of Government of Kerala.   
 

¶ With regards to the development of the rail connectivity to the Kollam ( Thankassery)  port, 
presently the inland movement of the cargo type being generated from the hinterland identified for 
Thankassery port is mainly through road since the primary cargo generators are within the radius of 
150- 200 kms from the port. Cargo generators in the secondary hinterland of Tamil Nadu for the 
Kollam port is expected to use the rail connectivity, though this cargo expected is not very significant 
due to the same being routed towards Tuticorin port. Presently, based on the cargo identified for 
the port, rail connectivity is not a pre-requisite. However, if such a connection exists, it will provide 
additional advantage to the project.  
 

¶ The cost for the development of road connectivity and that of the rail (if required) should preferably 
be undertaken by the government for making the project  feasible and attractive to a private 
developer 
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1. Introduction  

1.1 Project background & rationale 
 

This chapter encapsulates the background information about the Client and purpose of this project 

report. 

 

The Client, Directorate of Ports (DoP) has been mandated to undertake all activities of the Kerala State 

Government for the development of port sector in the State. Kerala is endowed with a nearly 590 km 

long coastline and enjoys proximity to the international sea route. To leverage on this geographical 

advantage, the DoP has embarked on an ambitious mission of developing several green field ports along 

the Kerala coast under the Public Private Partnership (PPP) model. This initiative bodes well with its 

endeavor of becoming a maritime state and ensuring world class infrastructure as articulated in the 

ŘƻŎǳƳŜƴǘ Ψ±ƛǎƛƻƴ нлнр ŦƻǊ {ǘŀǘŜ ƻŦ YŜǊŀƭŀΩ ŎƻƳǇƛƭŜŘ ŦƻǊ ǘƘŜ YŜǊŀƭŀ {ǘŀǘŜ /ƻǳƴŎƛƭ ƻŦ /ƻƴŦŜŘŜǊŀǘƛƻƴ ƻŦ 

Indian Industry (CII). Furthermore, with US $ 18 billion likely to be invested in port sector in India over a 

time frame of next 5-7 years, this initiative is well justified1. 

 

The port of Thankassery figures in the priority list of ports to be revived and developed for small modern 

vessel shipping. With a view to gauge the future potential of the proposed port at Thankassery (Kollam), 

the Directorate of Ports entrusted Deloitte Touche Tohmatsu India Pvt. Ltd. (DTTIPL) the task of 

preparing a detailed project report (DPR). The broad level scope of work is spelt out below: 

 

¶ Conduct a detailed study of the cargo movement to & from the hinterland regions 

¶ Market analysis including traffic forecast for the port for 20 years 

¶ Determine the location & types of cargo handling facilities and back up area required with detailed 

land acquisition plans 

¶ Determine and fix levels to which capital and maintenance dredging is required along with a detailed 

dredging plan 

¶ Details of fire fighting, sanitary arrangements, water and waste water management and obtaining of 

all necessary clearances from relevant authorities in this regard 

¶ Preparation of Master plan with berth orientation, berth dimension, services, and facilities along 

with proper security plan under ISPS code 

¶ Conduct a Rapid Environmental Impact Assessment (EIA) & Technical studies to ensure an 

environment friendly and sustainable port development 

¶ Detailed cost estimation, both capital and operation maintenance 

¶ Fixation of tariff structure and revenue estimates 

¶ Project structuring option along with recommendation 

¶ Project implementation methodology, phasing of infrastructure, and suggesting  timeline for 

development 

¶ Recommendation of the structure of Special Purpose Company (SPC) 

¶ Funding options / arrangements for the project and identify the resource for meeting the project 

                                                
1
 Shipping Industry Update - September 2009 
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¶ Evaluate the possibility for establishing alternate source of revenue like commercial complexes, SEZ 

etc. 

 

1.2 Structure of the Report 
In the course of compiling this report, DTTIPL has ensured that specific requirements as outlined in the 

RFP have been addressed appropriately. The report contains chapters on project background, overview 

of business landscape, traffic and hinterland analysis, site investigations, port planning aspects, 

operational aspects, determination of tariff and other revenue streams, project cost estimation, 

financial analysis and recommendations as structured in the table below: 

 

Chapter Topics Covered 

Chapter 1 This chapter on introduction covers project background , rationale, & report 

structure 

 

Chapter 2 This chapter deals with the overview of business landscape ς PESTLE and SWOT 

analyses 

 

Chapter 3 This chapter addresses the Traffic Analysis component which includes Deloitte 

approach to traffic study, hinterland mapping, commodity profiling, traffic 

forecasting by commodity based potential and traffic projections under low, 

medium and high growth scenarios. 

 

Chapter 4 This chapter covers the details of the site investigations including environmental 

details, connectivity issues, topography of the region, bathymetry, tide, wave, wind, 

current and profile of the existing infrastructure such as power, water, roads, 

railway, telecommunications etc. 

 

Chapter 5 This chapter deals with Port planning and narrates the  

¶ Existing port facilities 

¶ Planning methodology 

¶ Strategy for project planning  

¶ Port layout 

¶ Port facility requirements ς governing vessel size, berth requirements, 

Dredging, etc. 

¶ Planning criteria ς tranquility requirements, turning circle,  

marine operational criteria and storage area levels 

¶ Planning consideration and specifications of operations - width and depth of 

channel 

¶ Cargo handling equipments ς for general cargo, bulk and containers 

¶ Navigational aids etc. 

 

Chapter 6 This chapter provides details of capital costs and operation & maintenance costs for 

the various facilities so planned 
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Chapter Topics Covered 

Chapter 7 This chapter covers the overview of tariffs, regulatory framework, tariff setting and 

tariff determination 

 

Chapter 8 This chapter deals with the financial analysis covering the identification of revenue 

streams, cost structure, debt-equity ratio, projected profitability and cash flow 

statements, estimation of net present value (NPV), internal rate of return (IRR) and 

debt service coverage ratio (DSCR) 

 

Chapter 9 The last chapter of the main report provides the strategic recommendations about 

the proposed project at Thankassery (Kollam) 

 

Annexure This includes the details of the stakeholders contacted for the primary survey, the 

rationale behind the cargo growth rates, connectivity map, topography and contour 

map of port area, borehole tests results, report on REIA study undertaken by CED, 

port development layout plan, detailed financial calculations and the clarifications 

provided  on the draft report submitted based on the queries raised by the 

Directorate of Ports 
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2. Overview of business landscape 

 
The business landscape is considerably influenced by the macro-economic environment such as 

Government policies, legal framework, etc. Despite having a commendable Human Development Index 

(HDI) and impressive socio-economic indicators, Kerala is lagging in terms of industrialization. This 

chapter provides broad contours of the business environment with analysis of strengths, weaknesses, 

opportunities and threats for the proposed project. 

 

2.1 PESTLE analysis 
Business environment covers factors affecting the business which are external and needs to be assessed 

for its likely impact on port development. PESTLE is an acronym for the six key strategic areas of change, 

namely: Political, Economic, Social, Technological, Legal, and Ecological and a technique for 

understanding the impact of various external influences on a business. The study aims to analyze the 

following - 

a) Regulatory policies, legislation and standards imposed on the industry 

b) Enabling technologies and trends in the port sector 

c) Developments in the region and international scenario 

d) Social and political factors likely to impact the proposed Thankassery port 

 

2.1.1  Political 

 

The port sector in India is influenced by political developments at both, the Central and the State levels. 

Although political developments at the Centre do not have a direct bearing on port operations, it 

manifests in form of hinterland developments and also affects EXIM trade. 

 

Kerala has been under coalition politics ruling at the State level most of the time. The state has achieved 

a high degree of success in social health care, literacy, land reforms, education, and social service 

initiatives. However, in terms of industrialization, it is way behind other states like Gujarat, Maharashtra, 

Tamil Nadu and Haryana. Traditionally, it has been home to small scale industries like coir making, 

fishing and agricultural / horticultural products like spices, cashew, rubber, etc.  

 

To its credit, Kerala was the first state to successfully develop an airport under the Public Private 

Partnership mode. Cochin International Airport (CIAL), a public company, was set up with the support of 

Non-resident Indians, a 13 % holding each by the Government of Kerala and the Central government and 

the balance 74 % majority held by private players. Today, Kerala boasts a total of eleven contracts under 

PPP mode, the values of which total up to approx INR 11,973 Crores2. With PPP now covering most of 

the infrastructure projects including highways & ports, and the state having demonstrated its 

                                                
2
 www.pppindiadatabase.com 

http://www.pppindiadatabase.com/
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commitment with CIAL, the road ahead for other project developments under the PPP mode should not 

be difficult. 

 

2.1.2  Economic 

An extensive secondary research was carried out in order to determine the impact of economic factors 

on development of Thankassery port. The economic analysis aims at covering the following two 

dimensions in a nutshell: 

 

¶ Economic trends in India 

¶ Sectors and industries in Kerala 

 

LƴŘƛŀΩǎ ƎǊƻǎǎ ŘƻƳŜǎǘƛŎ ǇǊƻŘǳŎǘ όD5tύ ŜȄǇŀƴŘŜŘ тΦф ǇŜǊ ŎŜƴǘ ƛƴ ǘƘŜ ǎŜŎƻƴŘ ǉǳŀǊǘŜǊ ƻŦ нллф-10 fiscal, up 

from 6.1 per cent in the first quarter. The government is optimistic about the spurt in GDP growth and 

ǾƛŜǿǎ ǘƘŜ ŦƛƎǳǊŜǎ ŀǎ ŦǳǊǘƘŜǊ ŎƻƴŦƛǊƳŀǘƛƻƴ ƻŦ ǘƘŜ ŜŎƻƴƻƳȅΩǎ ǊŜŎƻǾŜǊȅΦ CǳǊǘƘŜǊΣ ǘƘŜ hǊƎŀƴƛȊŀǘƛƻƴ ŦƻǊ 

Economic Co-operation and Development (OECD) has forecasted GDP growth for India at 7.3 percent 

and 7.6 per cent in 2010 and 2011 respectively. Real GDP growth is forecast to average around 6% for 

the next nearly 20 years, making India one of the fastest-growing economies in the world. 

 

YŜǊŀƭŀΩǎ ŜŎƻƴƻƳƛŎ ǇŜǊŦƻǊƳŀƴŎŜ ƛǎ ŘǊƛǾŜƴ ōȅ ǘƘŜ ǎŜŎƻƴŘŀǊȅ ŀƴŘ ǘŜǊǘƛŀǊȅ ǎŜŎǘƻǊǎΦ ¢ƘŜ ǎǘŀǘŜΨǎ D5t ƎǊŜǿ ŀǘ 

a compounded annual growth rate (CAGR) of ~ 12 per cent between 1999-00 and 2008-09 to reach US$ 

40.5 billion3. Driven by manufacturing, construction, electricity, gas and water, the secondary sector has 

been the fastest growing sector, at a CAGR of around 14.5 per cent. The per capita income of Kerala was 

US$ 1,040 in 2007-08, as compared to all-India average of US$ 850. 

 

¢ƘŜ ǘŜǊǘƛŀǊȅ ǎŜŎǘƻǊΣ ǘƘŜ ƭŀǊƎŜǎǘ ŎƻƴǘǊƛōǳǘƻǊ ǘƻ YŜǊŀƭŀΨǎ ŜŎƻƴƻƳȅΣ ƎǊŜǿ ŀǘ ŀ ǊŀǘŜ ƻŦ мнΦ5 per cent in 2007-

08, over 2006-07. The sector was driven by trade, hotels, real estate, transport and communications. 

 

2.1.3  Social 

The socio-cultural setup plays a pivotal role in determining the future business potential of a proposed 

venture and port development is no exception. Given the current state of affairs and future growth 

potential of South Malabar region, port development activities would provide the necessary impetus for 

development of trade and industry in the region.  

 

Investor perception, is no doubt improving with time, but needs to be nurtured by organizing regular 

workshops with a view to facilitate interaction and exchange of thoughts between different stakeholder 

groups. Certain section of the fishing community in the Thankassery region expressed concern on 

sharing of the waters with a port.  Hence, efforts will have to be focused on moulding community 

opinion & getting the locals to support port development.  On the other hand, perception of local units 

in cashew & seafood processing has been extremely encouraging. All these factors were identified while 

conducting the primary research and stakeholder analysis. 

 

                                                
3
 Kerala State - Budget in Brief 2009-10 
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2.1.4  Technological 

As the world economies come closer with globalization, ports are being increasingly cast as partners in 

assisting customers to compete for business share in the global market. Advancements in port 

technology, particularly relating to containerization and information exchange, are warranting the need 

for major financial commitments to stay ahead of the technology wave. In India all the major ports and 

airports are being linked to the centralized Electronic Data Interchange (EDI). 

 

Cochin is the ŦƛǊǎǘ ǇƻǊǘ ǘƻ ƘŀǾŜ ǎǳŎŎŜǎǎŦǳƭƭȅ ƭŀǳƴŎƘŜŘ ǘƘŜ ŎƻƴŎŜǇǘ ƻŦ ΨŜtƻǊǘΩΣ ǿƘƛŎƘ ŜǎǎŜƴǘƛŀƭƭȅ ƛƴǘŜƎǊŀǘŜǎ 

ǘƘŜ ǇƻǊǘΩǎ ƻǇŜǊŀǘƛƻƴŀƭΣ ŦƛƴŀƴŎƛŀƭΣ ǊŜŀƭ ŜǎǘŀǘŜΣ ϧ ƘǳƳŀƴ ǊŜǎƻǳǊŎŜǎ ƻƴ ŀƴ ƛƴǘŜƎǊŀǘŜŘ tƻǊǘ LƴŦƻǊƳŀǘƛƻƴ 

system. It also ensures a single window facility to trade for filing out application, receiving service bills, 

payments & enquiries. Once fully functional, ePort will provide interface between customs, port users, 

banks, and port community system of all India Ports Association. 

 

A late entry in a competitive setup implies immense potential to incorporate the best and latest of 

technology in their proposed operational set-up, without worrying about the compatibility with the 

legacy systems.  Upcoming ports like Thankassery can draw on this opportunity by providing advanced 

technologies like Global Positioning System (GPS), Warehouse Management System (WMS), Radio 

frequency identification (RFID), and thereby gain competitive edge over the operational ones. 

 

2.1.5  Legal and Regulatory 

Regulation in infrastructure, be it maritime / ports or any other area, must be aimed at achieving 

inclusive growth. Nationwide, some of the commonly faced regulatory hurdles in maritime and logistics 

space can be broadly grouped as under ς 

 

¶ Customs 

1. Outdated customs formalities including documentation causing huge delays 

2. Complex / unclear rules & regulations leaving interpretation to the discretion of Customs 

officials 

 

¶ Taxation / Bureaucracy 

1. Multiple taxes render Indian shipping internationally uncompetitive 

2. Involvement of multiple agencies such as Commerce Ministry for ICD/CFS/SEZ, rail ministry for 

private rail terminals, Ministry of Surface Transport for Roads, & Shipping Ministry for Ports / 

Shipping leading to cost overruns, inconvenience & delay 

3. Applicability of multiple acts such as Railway Act, Merchant Shipping Act, Indian Ports Act, 

MMTG Act rendering compliance cumbersome as regards multi-modal operations 

 

Intervention at the Central level is indispensable in getting these issues resolved. However, pro-

activeness & commitment of State Maritime Boards / Port departments can go a long way in helping the 

ǎŜŎǘƻǊ ǎŀƛƭ ǘƘǊƻǳƎƘ ǊŜƎǳƭŀǘƻǊȅ ƘǳǊŘƭŜǎΦ DǳƧŀǊŀǘΩǎ ǎǳŎŎŜǎǎ ƛƴ ŘŜǾŜƭƻǇƛƴƎ ŀ ƎƻƻŘ ǇƻǊǘ ǎŜŎǘƻǊ ǿŀǎ ŀƭǎƻ 

possible due to phased privatization followed by fully private ports. 
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2.1.6  Environmental 

YŜǊŀƭŀΩǎ coastal stretch is characterized by the presence of lagoons, kayals, estuaries and coastal dunes. 

It also has a rich biodiversity and is home to many exotic species of birds, animal and plants. 

 

Any developmental activities along the coast may pose a threat to the environment in form of soil 

erosion, pollution, salt-ǿŀǘŜǊ ƛƴǘǊǳǎƛƻƴΣ ŜǘŎ ŀƴŘ ǘƘƛǎ Ŏŀƴ ŀŘǾŜǊǎŜƭȅ ƛƳǇŀŎǘ ǘƘŜ ǊŜƎƛƻƴΩǎ ōƛƻŘƛǾŜǊǎƛǘȅΦ 

Hence, environment assumes a very high significance for developmental projects including ports and 

airports. 

 

A Rapid Environmental Impact Assessment (REIA) has been conducted by DTTIPL through its technical 

associate, Centre for Environment and Development (CED) to diagnose the future likely impact of port 

development on various aspects of environment. The summarized findings of the same have been 

indicated in section 4.8. 

 

2.2 SWOT Analysis 
SWOT analysis is a strategic planning method used to evaluate the Strengths, Weaknesses, 

Opportunities, and Threats involved in a project or in a business venture. The SWOT analysis facilitates a 

ǘƘƻǊƻǳƎƘ ƛƴǾŜǎǘƛƎŀǘƛƻƴ ƛƴǘƻ ǘƘŜ ǇƻǊǘΩǎ ƛƴǘŜǊƴŀƭ ϧ ŜȄǘŜǊƴŀƭ ŦŀŎǘƻǊǎ and helps set a blueprint for further 

development action. 

2.2.1 Strengths 

Kollam has been enjoying commercial and trading reputation since ancient times. The Thankassery port 

ƛǎ ƪƴƻǿƴ ǘƻ ƘŀǾŜ ŀǘǘǊŀŎǘŜŘ !ǊŀōǎΣ tƻǊǘǳƎǳŜǎŜΣ DǊŜŜƪǎΣ /ƘƛƴŜǎŜ ŀƴŘ .ǊƛǘƛǎƘ ŦƻǊ ǘǊŀŘƛƴƎΦ !ƭǎƻΣ YŜǊŀƭŀΩǎ 

cashew-nut industry is centered here. To begin with, this can ensure minimum regular volumes of 

cashew cargo for the port. Sooner or later, port development will trigger growth of cashew industry, 

leading to substantial cargo volumes over the longer horizon. 

 

Based on the foresight that infrastructure development is the prime ςmover for industrial development, 

the State Government developed existing port facilities that would provide the private developer a 

ready-made infrastructure set-up to commence operations from Day 1. A 116 m long wharf and a 6.3 m 

deep draft are currently available at the port. The designed draft of 10 m will enable the port to handle 

vessels up to 15,000 ς 20,000 DWT.  

 

Again, the Port is a protected harbour and conducive for all-weather operations. It is outside the normal 

ǇŀǘƘ ƻŦ ǘǊƻǇƛŎŀƭ ŎȅŎƭƻƴŜǎ ŀƴŘ Ŏŀƴ ǘƘŜǊŜŦƻǊŜ ōŜ ǊŜƎŀǊŘŜŘ ŀǎ ŀ ά{ŀŦŜ tƻǊǘέΦ Lǘ Ƙŀǎ ƘŀŘ ƴƻ ƘƛǎǘƻǊȅ ƻŦ άŀƴŎƘƻǊ 

dragƎƛƴƎέ ŜǾŜƴ ƛƴ Ŧƻǳƭ ǿŜŀǘƘŜǊ. 

2.2.2 Weaknesses 

Narrow approach roads to the jetty have been a hindrance so far. Nevertheless, work is in progress to 

broaden it to a four lane road connecting NH-47.  Coastal road from Thankassery to Vadi is also 

underway. Seafood exporters further suggest widening of existing 5 m wide road between Thankassery 

and Neendakara.  Labour related issues is a concern at Thankassery port, but can be managed. 
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2.2.3 Opportunities 

Besides being able to handle exports of a variety of items including processed minerals, cashew, and 

marine products from the region, 

Thankassery has the potential to 

cater to a booming coastal trade. 

 

If rail connectivity to Tamil Nadu 

hinterland is enhanced, it will enable 

the port to also cater to the 

industrial belt of Madurai / Theni. 

Further, development of 

Vallarpadam & envisaged Vizhinjam 

International Container Terminals 

(ICTs) will boost the possibility of 

feeder services from Thankassery to 

these locations. 

 

With the State Government support 

& initiatives headed in the right 

direction, the port development is 

likely to sail through without much 

difficulty. 

 

 

Figure 1 : SWOT analysis of Thankassery port  

2.2.4 Threats 

Although the overall picture is quite encouraging, alternative modes of transport such as rail / road and 

other potentially competing ports & their relative locational advantages pose a threat to the proposed 

port at Thankassery. Primarily, it is the ability to attract a good private developer that can hold the port 

in good stead and help it to develop a competitive advantage over time. 

 

Initially a minor port, Tuticorin today has captured a significant market share & has flourished over the 

past more than two decades. It caters to some portion of Kerala cargo in addition to the cargo having 

origin / destination in Tamil Nadu & other states. Not only does Tuticorin port share some part of 

¢ƘŀƴƪŀǎǎŜǊȅ ǇƻǊǘΩǎ ǎŜŎƻƴŘŀǊȅ ƘƛƴǘŜǊƭŀƴŘΣ ōǳǘ ǎƻƳŜ YŜǊŀƭŀ ōŀǎŜŘ 9·La ǇƭŀȅŜǊǎ ŀƭǎƻ ǇǊŜŦŜǊ ¢ǳǘƛŎƻǊƛƴ ǇƻǊǘ 

for operations. 

 

Ports & shipping has been one of the severely affected industries during the recession. Although cargo 

outlook in the medium to long term looks favorable, private players would continue to face several 

challenges. 
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3. Traffic assessment  
 

3.1 Approach to the traffic study  
 

There has been no exhaustive past cargo trends recorded from Thankassery port.  Accordingly, to 

determine the type of infrastructure facilities (off-shore and on-shore) that would be needed to be 

developed at the port, it was essential to understand the nature of commodities and their indicative 

quantum that might call on the Thankassery port.  This necessitated the need of a comprehensive traffic 

study.   

 

Cargo traffic based on Origin-Destination (OςD) analysis , with contribution and share of Kollam and 

adjoining districts including Pathanamthitta, Thiruvanthapuram, part of Alappuzha, Kottayam, Idukki 

and the bordering districts of Tamil Nadu was undertaken.  

 

 The likely open cargo that would be routed through the port of Thankassery has been considered based 

on the following - 

ω Primary survey in the areas identified as hinterlands (cargo belts) to obtain insights from the 

stakeholders on -  

- Assessment of the EXIM commodities in the identified hinterland 

- Topography and connectivity issues that may impede / hasten the cargo flow through 

Thankassery port  

- Acceptability of the relevant stakeholders ( shippers) on diverting their cargo to Thankassery port 

- The indicative cost savings 

ω Distance of the cargo belts to Thankassery port vis-à-vis the other existing  and upcoming ports in 

the region 

ω Identification of such open cargo in terms of commodities and their indicative quantum 

ω Forecasting of cargo growth and traffic based on the commodity profiles and growth potential for 

EXIM trade / coastal shipping that reflects the above ground realities. 

 

3.2 Hinterland mapping 
 

The competitive position of a port is largely dependent upon the quality and reach of its hinterland 

connections. In order to identify the different market segments, the entire hinterland has been divided 

into different cargo belts.  

 

Cargo belts are defined as discrete geographical areas which can be identified with a particular set of 

commodities i.e. containers, bulk and break bulk generated from  these areas and which have a 

reasonable share in Export Import (EXIM) trade from the hinterland. 
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Based on this classification, the entire hinterland for Thankassery port has been divided into two major 

cargo belts. For the purpose of this report, the primary hinterland has been treated as the districts of 

Kerala adjoining to the Thankassery port and the secondary hinterland as the border districts of Tamil 

Nadu. The cargo belts identified based on the above assumptions are as follows: 

 

Table 1: Regions in the primary and secondary hinterland 

  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 2 : Indicative primary hinterland for 

Thankassery Port 

 

Figure 3 : Indicative secondary  hinterland for 

Thankassery Port 

 

In order to determine the potential of each cargo belt, a desk based research was undertaken initially. 

Subsequently, various stakeholders were identified, shortlisted and contacted for detailed interaction. 

Accordingly, all the relevant stakeholders concerned with a Gateway Port were contacted and these 

included - 

¶ Major industries, 

¶ Coastal shipping companies, 

¶ Customs house agents, 

¶ Commodity boards,  

¶ Trade associations,  

¶ Regional export promotion trade bodies, 

¶ Commodity export promotion body,  

¶ Customs officials, 

¶ District Industries Centre, 

Primary hinterland Secondary hinterland 

ω Kollam 

ω Pathanamthitta 

ω Thiruvanthapuram 

ω Parts of 

Alappuzha, 

Kottayam and 

Idukki 

ω Kanyakumari 

ω Theni 

ω Madurai 

ω Virudunagar 

ω Tirunelveli 
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¶ Logistics service providers including inland container depots, container freight stations. 

 

A judicious combination of structured as well as unstructured questionnaires were administered by the 

survey team in order to obtain a better understanding of the cargo flow pattern of various commodities 

in and out of the respective hinterland. More than 150 stakeholders from the referred sectors were 

covered across the primary and secondary hinterland region and the details of the same are enclosed as 

Annexure 1.  The indicative profile of the cargo commodities considered as per the inputs obtained 

during the primary survey is indicated in the table below. In addition to the EXIM cargo, the coastal 

cargo movement pre-dominantly between Gujarat and South Kerala has also been taken into account.   

 

Cargo belts Commodities considered  

Primary  1. Cashew nuts, 

2. Cashew kernels, 

3. Cashew nut shell liquid, 

4. Seafood, 

5. Clay, 

6. Timber logs, 

7. Sillamanite, 

8. Titanium-di-oxide, 

9. Marbles / tiles, 

10. Blood bags, 

11. Sand, 

12. Newsprint / waste paper, 

13. Equipment / raw materials 

14. Cement 

15. Finished fertilizers (Urea & Muriate of Potash) 

Secondary 1. Marbles / tiles, 

2. Timber logs, 

3. Rubber, 

4. Food & agri products, 

5. Cement 

 

Table 2: Cargo profile of the primary and secondary hinterland 

 

Note ς The hinterland analysis was achieved based on the information obtained from the respondents 

contacted in the primary survey. While the overall cargo traffic at respective major ports is available 

from secondary research, the individual district wise cargo flow of the state of Kerala is not readily 

available on secondary domain. To gauge the indicative traffic that would be expected from a particular 

hinterland and their willingness to divert the cargo to an alternate port required the inputs from the 

relevant stakeholders from the region.  
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3.3 Primary hinterland analysis  
Considering the distances between the primary hinterland districts & Thankassery (Kollam) / Cochin 

ports, it is quite justifiable that cargo meant for / originating from Alleppey, Kottayam, & Idukki would 

be more or less tied to Cochin port or to the cargo harbour of Alappuzha ( once it is commissioned).   

 

Hinterland districts Kollam Cochin 

Alleppey 77 km 57 km 

Kottayam 86 km 72 km 

Idukki 238 km 132 km 

Pathanamthitta 64 km 131 km 

Trivandrum 61 km 194 km 

Table 3: Indicative road distances between the identified primary cargo belts and gateway ports 

Source: http://www.mapxl.com/highway-path-finder/map_routing.phtml?config=routing 
 

Possible cargo from the districts of Kottayam & Idukki has also been considered in calculating the likely 

open cargo for Thankassery port.  Most hinterland cargo is in containerized format.  Marine food 

exporters and log importers seem to use FEU reefer and FEU4 normal containers respectively.  

3.3.1 General observations based on the primary survey 

The observations are based on the discussions from the various respondents contacted about the future 

potential of Thankassery port  

 

¶ All respondent cashew & sea food exporters at Kollam were very much in favour of port 

development & anticipated almost 100% diversion of their cargo to Thankassery. To the extent to 

which Kollam based cashew exporters have units in Tamil Nadu, exports would be tied to Tuticorin 

port. 

 

¶ Significant coastal movement (around 2,100 TEUs per month) between ports of Gujarat to Cochin 

with almost 25% of the cargo meant for the primary cargo belt region. 

 

¶ Kottayam Port / ICD is being marketed in terms of having connectivity to Cochin port by way of 

inland waterways. It also caters to the landlocked districts of Kottayam, Idukki & Pathanamthitta. 

This could further mean a portion of Pathanamthitta cargo being moved to Cochin via Kottayam ICD, 

and therefore a possibility of diversion of lesser cargo to Thankassery port. 

 

¶ Generally, the EXIM players seem to be comfortable with Cochin port. Labour strikes and 

disturbances seem to be the only problem faced. In such instances or at times when the orders are 

on the higher side or at the insistence of the buyer, they use Tuticorin port. Chennai port is rarely 

used. 

 

                                                
4
 The logs are imported both in bulk and in FEU containers depending ƻƴ ǘƘŜ ƛƳǇƻǊǘŜǊΩǎ ǊŜǉǳƛǊŜƳŜnt. Those brought in FEUs 

are however transported to their inland destination by removing the logs from the containers at the timber storage yard and 
routing it to the importer in trailers in loose / bulk basis. 

http://www.mapxl.com/highway-path-finder/map_routing.phtml?config=routing
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¶ Shipping companies, logistics players have indicated that Thankassery can easily expect around 

2,000 to 4,000 containers per month , subject to - 

- the port charges, vessel related charges (pilot age, tug etc), ground rent charges , THC should be 

almost half of that charged by Cochin port 

- Storage free time should be more than Cochin port 

 

3.4 Indicative traffic of the primary hinterland and 

potential open cargo  
The potential open cargo for Thankassery port for the hinterland has been analyzed based on the district 

wise commodity flow and the coastal cargo. The analysis of the potential open cargo has been analyzed 

in the subsequent sections. 

3.4.1 Open cargo from Kollam district  

The potential open cargo from Kollam district for the base year 2009 has been indicated in Table 4 based 

on the following analysis - 

1. Raw cashew nuts - The import of raw cashew nuts into India rose from 2.49 lakh tonnes in 2000-01 

to a 6.05 lakh tonnes in 2008-09, showing a CAGR growth rate of around 11%. The lion share of 

imported raw cashew (upto 60%) was utilized by processing units in Kerala. The imports of cashew 

nuts in Kerala from Cochin port has increased from 2.9 lakh tons in 2003-04 to 3.72 lakhs in 2007-08.  

Almost 80-90% of imported cashews is routed to Kollam and adjoining areas.  Accordingly taking 

80% of the import to Kollam, we have - 3.72 lakhs x 80% = 2.97 lakh tons (18,600 TEUs).  CHAs are 

also of the opinion that annual imports of raw cashew nuts at Thankassery could range around 

17,000 TEUs.  

 

2. Equipment - Import containers for raw materials, etc. other than major cargo items & Less than 

Container Load (LCL) equipment cargo  are assumed to total up to 100 annually. We have divided 

this equally among Kollam & Thiruvanthapuram. i.e., approx. 50 TEUs p.a. each. 

 

3. Cashew kernels - The total exports of Kollam / Pathanamthitta units (obtained as a percentage of 

the total exports from India and data provided from The Cashew Export Promotion Council) is to the 

tune of around 60,000 tons. Assuming the proportion of usage of Cochin & Tuticorin ports as 99:1, 

we arrive at 59,400 tons or 3,960 TEUs for Cochin. We can safely assume that cashew cargo would 

be tied to Kollam, in which case the likely quantum at Kollam for base year would be around 3,960 

TEUs. The figure also matches with the actual figures indicated by Seaway Shipping ( 300 TEUs per 

month i.e.  around 3,600 TEUs per annum) and the minimum possible cargo predicted by one of the 

leading CHAs in the region, Jai Narayana Shipping. 

 

4. Frozen Marine Foods - Total number of seafood containers from Kollam as per primary survey is 

around 1,260 numbers of TEUs. 

 

5. Titanium di-oxide & Sillimanite: These represent the minimum annual export quantities of Kerala 

Minerals & Metals Ltd (KMML) and Indian Rare Earths, Chavara respectively. 
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6. Cashew nut shell liquid: Aggregate of quantities currently being exported by Kollam units, as sourced 

from (Cashew Export Promotion Council) CEPC website is given below: 
 

Import Commodity Annual Qty in tons Annual Qty in TEUs 

Raw Cashew Nuts 297,600 18,600 

Equipment 500 50 

(A) 298,100 18,650 

Export Commodity Annual Qty in tons Annual Qty in TEUs 

Cashew Kernels 59,400 3,832 

Frozen Marine Foods 15,120 1,260 

Titanium di-oxide 7,200 400 

Sillimanite 400 18 

Cashew nut shell liquid 6,500 325 

(B) 88,620 5,835 

Total [(A) + (B)] 386,720 24,485 

Table 4: Potential open cargo from Kollam district 

3.4.2 Open cargo from Thiruvanthapuram district  

The potential open cargo from Thiruvanthapuram district for the base year 2009 has been indicated in 

Table 5 based on the following analysis - 
 

1. Equipment & Raw materials: As already indicated in the point number 2 of Kollam cargo 

calculations; Import containers for raw materials other than major cargo items & LCL equipment are 

assumed to total up to 100 annually and dividing this equally among Kollam & Thiruvanthapuram, 

we obtain around 50 TEUs p.a. for the region of Thiruvanthapuram. 

 

2. Blood bags: The quantum of blood bags is expressed in terms of cartons & not tons. It is a company 

specific quantity (requirement of Terumo Penpol) 

 

3. Clay & Titanium di-oxide: They represent the likely cargo quantities for English India Clays & 

Travancore Titanium Products Ltd respectively. 

 

Import Commodity Annual Qty in tonnes Annual Qty in 
TEUs 

Equipment & Raw materials 500 50 

(A)  50 

Export Commodity Annual Qty  in 
tonnes 

Annual Qty in 
TEUs 

Blood bags 740 148 

Clay 10,000 667 

Titanium di-oxide 1,980 110 

(B) 12,720 925 
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Total  [(A) + (B)] 13,220 975 

Table 5 : Potential open cargo from Thiruvanthapuram District 

3.4.3 Open cargo from Idukki district  

The potential open cargo from Idukki district for the base year  2009 has been indicated in Table 6  

Particulars Processed 
Cardamom 

Black 
Pepper 

Spice Oils & 
Oleoresins 

Total 

Item wise exports through Cochin Port in MT 243 26,371 5,802 32,416 

Export from Cochin and originating from 
Kerala 

231 25,052 5,512 30,795 

% of export cargo origination from Idukki 
district 

90% 70% 50% - 

Quantity of export item from Idukki district 208 17,537 2,756 20,501 

Quantity in TEUs 14 1,169 138 1,321 

Open cargo % 10% 10% 10% 10% 

Open Cargo in tons 21 1754 276 2050 

Total Open Cargo in TEUs 1 117 14 132 

Table 6 : Potential open cargo from Idukki District 

 

Working notes for Table 6 ς 

 

1. Item wise exports through Cochin port have been obtained by averaging figures for last two years 

2. 95% of Cochin exports of the above spice items are assumed to be originating from Kerala 

3. LŘǳƪƪƛΩǎ ŎƻƴǘǊƛōǳǘƛƻƴ ǘƻ YŜǊŀƭŀΩǎ ŜȄǇƻǊǘǎ of processed cardamom, black pepper and spice oils / 

oleoresins is assumed as 90%, 70%, & 50% respectively 

4. Taking percentage of open cargo for Kollam as 10%, we arrive at a total annual figure of 132 TEUs 

5. Tea cargo from Idukki would be tied to Cochin & Tuticorin ports. Regardless of where tea is grown 

(indicated by existence of tea estates), tea will be exported either from Cochin or from Tuticorin 

ports. It is not directly exported even by bigger players like Harrisons Malayalam & AVT, but is sold 

out at auction. Although ports may develop at several places along Kerala coast, it will not be 

feasible to have a Tea exchange set up at such small locations (at present, tea exchanges are in 

Coimbatore, Cochin & Coonoor) 

 

3.4.4 Open cargo from Kottayam district (Rubber)  

For Kottayam district, rubber related EXIM cargo has been considered and the calculation of such a 

possible open cargo has been indicated in the Table 7 below. The approach for arriving at the workings 

has been indicated in the working note after the Table:  

 

 

Particulars 1 2 3 4 Total 

Export 
  ( Natural 
rubber) 

Exports  
(Reclaimed 

rubber) 

Imports  
( Natural 
rubber) 

Imports  
(Synthetic  
rubber) 
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Particulars 1 2 3 4 Total 

Export 
  ( Natural 
rubber) 

Exports  
(Reclaimed 

rubber) 

Imports  
( Natural 
rubber) 

Imports  
(Synthetic  
rubber) 

Item wise Annual EXIM 
through Cochin Port in 
tonnes 

46,926 4,317 5,037 NA NA 

EXIM from Cochin and 
origin / destination in 
Kerala 

46,472 4,317 4,381 37,184 92,354 

% of export cargo 
origination from 
Kottayam district / import 
cargo landing in the 
hinterland districts 

55% 55% 39% 55% - 

Quantity of EXIM cargo 
from / to Kottayam & 
other hinterland districts 

25,604 2,374 1,709 20,451 50,138 

Quantity in TEUs 1,348 125 90 1,076 2,639 

Open Cargo % for 
Thankassery Port 

5% 5% 26% 5% - 

Open Cargo in tonnes 1,280 119 444 1,023 2,866 

Total open cargo in TEUs 
(max) 

67 6 23 54 150 

Table 7 : Potential open rubber based cargo from Kottayam district 

 

Working notes - 

1. In the table, in column number(1) , the total of party wise figures for 2008-09 obtained from Rubber 

Board is assumed to be quantum of natural rubber exported from Cochin port. The quantum of 

Cochin bound rubber cargo originating from Kerala is arrived at by excluding rubber exports by 

parties based out of Kerala from the above. 

 

2. Number of district wise manufacturing units is not available. Again district ǿƛǎŜ ǇǊƻŘǳŎǘƛƻƴ ƛǎƴΩǘ ŀ 

justifiable basis for apportionment. Hence in (1) above, percentage of rubber cargo generation 

(55%) from Kottayam has been derived based on available data i.e., Kottayam vis-à-vis Kerala. This 

percentage is assumed in (2) & (4) also. 

 

3. In (1) above, going by the factory locations of parties, natural rubber exports is to the tune of 25,604 

tonnes are assumed to originate from Kottayam based units. 

 

4. Lƴ όнύ ŀōƻǾŜΣ YŜǊŀƭŀΩǎ ŜȄǇƻǊǘ ƻŦ reclaimed rubber has been calculated by applying the proportion of 

Kerala based manufacturing units vis-à-Ǿƛǎ ŀƭƭ LƴŘƛŀ ǳƴƛǘǎ ǘƻ ŎƻǳƴǘǊȅΩǎ ǘƻǘŀƭ ŜȄǇƻǊǘǎ ƻŦ ǊŜŎƭŀƛƳŜŘ 

rubber. 
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5. Lƴ όпύ ŀōƻǾŜΣ YŜǊŀƭŀΩǎ ƛƳǇƻǊǘ ƻŦ ǎȅƴǘƘŜǘƛŎ ǊǳōōŜǊ ƛǎ ŎŀƭŎǳƭŀǘŜŘ ōȅ ŀǇǇƭȅƛƴƎ ǘƘŜ ǇǊƻǇƻǊǘƛƻƴ ƻŦ ǎǘŀǘŜΩǎ 

relative share in national consumǇǘƛƻƴ ǘƻ ŎƻǳƴǘǊȅΩǎ ǘƻǘŀƭ ǎȅƴǘƘŜǘƛŎ ǊǳōōŜǊ ƛƳǇƻǊǘǎ. 

 

6. We have assumed 5% diversion of Kottayam cargo to Thankassery for all types of rubber. The only 

exception is made to imports of natural rubber [In (3) above]. Since district wise number of dealers 

& total dealers of natural rubber in Kerala are available, we have considered natural rubber imports 

only by districts in the immediate hinterland i.e., Kollam, Pathanamthitta & Trivandrum (i.e., 39% 

share of Kerala imports). Based on the percentage of rubber dealers in the districts of Kollam, 

Pathanamthitta & Trivandrum which comes to around 26%, we are assuming an identical 

percentage diversion of cargo to Thankassery. 
 

3.4.5 Open cargo from Pathanamthita district   

Pathanamthitta is considered as an industrially backward district. At the most, some spice cargo can be 

expected to come from here to Thankassery port. Few spice exporters are also based out of Kottayam. 

As per primary sources, these districts could collectively account for approximately 10-15% of KeǊŀƭŀΩǎ 

pepper exports. Applying a ƳŜŘƛŀƴ ǊŀǘŜ ƻŦ мнΦр҈ ǘƻ YŜǊŀƭŀΩǎ ǇŜǇǇŜǊ ŜȄǇƻǊǘǎ ƻŦ ŀǊƻǳƴŘ нтΣрлл a¢Σ ǿŜ 

get 3,437.5 MT. Assuming 25% of this to be open cargo for Thankassery port , we get 859 tonnes or 

around 60 TEUs per annum. 

 

3.4.6 Coastal cargo movement between Gujarat and Kerala. 

Marbles /tiles / ceramics  

Kerala being pre-dominantly a consumer state, there is significant cargo movement from the Northern 

states to Kerala including marbles / granites. The movement of the same is in containerized format and 

each TEU has a capacity of 28 tons. Based on the interactions with the coastal shipping companies it is 

estimated that Thankassery may handle around 270 TEUs of marble / granite per month.  

 

For handling the marble containers, a higher capacity material handling equipment would be required. 

This would lead to additional investments to the tune of almost 70-80%, which would not seem prudent 

when, for handling almost 95% of the identified containerized cargo; a material handling equipment of 

lesser capacity would suffice.  Accordingly to keep the capital cost of the project to a reasonable value 

thereby facilitating a better probability of making the project feasible, the marbles / granites commodity 

have been excluded from the potential cargo possibility at Thankassery.  

 

 Clay powder  

English India Clays has a coastal movement from Cochin to Mundra meant for domestic consumption for 

the NCR region to the tune of around 2,000 TEUs (30,000 tonnes) per annum.  

 

Sand  

Sand is moved through the coastal route from Gujarat. In this regards, an existing shipping agent 

confirmed employing Thankassery port for coastal movement of sand from Gujarat. The quantum of 

sand indicated is around 72,000 tonnes per annum (parcel size of 6,000 tonnes and one shipment per 

month). 
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Cement 

 Based on the interactions with a leading cement manufacturing company ( Ultra Tech Cement) which 

has its plant in Gujarat, there does exist a strong possibility of Thankassery port being used as a 

shipment and distribution point for South Kerala.  The company has expressed its interest and based on 

the response shown by the cement manufacturer, around 0.6 million tons has been considered. The 

same has been considered based on the market side demand.  In addition to Ultra Tech Cement, 

another cement entity (Mehta Group)which has its base in Gujarat had approached DoP ( after the 

submission of the draft DFR) with an expression of interest to use the port of Thankassery as its gateway 

port in Kerala for its cement distribution. Accordingly the same has also been considered in the traffic 

estimates in this report ( to the tune of around 5 lakh tons per annum) 

 

3.4.7 Other import cargo  

A study was also undertaken on the cargo imported by companies located in the districts of Kollam and 

Trivandrum, which uses Tuticorin as the port of call. A dominant section of the imported cargo was logs 

and newsprint / waste paper.  

 

Newsprint / waste paper 

Companies importing newsprint / waste paper, do so in TEUs as well as in FEUs.  Most of these units are 

based out of Kollam , Trivandrum district and import the  cargo from Tuticorin.  These companies so 

contacted indicated that the import consignment is transshipped from Colombo to Tuticorin from where 

it comes via road to their units and were open to Thankassery port, once it is commissioned. The 

average annual imports of newsprint from Tuticorin for the past two years were 180 TEUs and 130 FEUs. 

 

Timber logs 

With regards to timber logs, the same are imported through Tuticorin port in bulk and also in FEUs. 

Imports of timber logs originate from the countries of West Africa, New Zealand, Burma, Indonesia, and 

South America.  Only imports from South America are through FEU containers, while the other countries 

are sending their consignment in bulk. However the logs imported through containers are offloaded at 

the timber storage yard near the port and the same is then dispatched to the consignee on truck. Hence 

for arriving at the quantum of timber imports, the same is expressed in tonnes. 

 

In Kerala, the major timber units are based in Trivandrum, Kollam and Pathanamthitta. The orders for 

the timber logs are placed through indenting agents based in Tuticorin. On interaction with these 

indenting agencies viz Hari & Co, Prabhat Saw Mills, it was mentioned that Kerala importers preferred 

Burma teak and around 2-3 vessels of timber meant for importers in Kerala call on every month in 

Tuticorin. The quantum of cargo of these Kerala importers is around 10,000 tons per month from 

Tuticorin. The quantum of timber cargo meant for the importers based in Kollam and Trivandrum is to 

the extent of 4,000 tons.   

 

The Kerala timber importers when contacted expressed their intention on using Thankassery port, since 

it would save the inland road transportation cost from Tuticorin to Kerala. However they have indicated 

the following factors that needs to be addressed in the event timber logs are being imported from 

Thankassery port ς 
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¶ Handling of timber logs requires specialized equipment and technical skills. Tuticorin has these 

resources at their disposal, which in turn attracts the timber importers. The same should be 

available at Thankassery port 

¶ After the timber is brought in the port, it is stored in the timber yards, before it is dispatched to the 

importer through lorry. Storage of timber requires huge space and a minimum area of 10 acres 

would be required for the storage of timber logs at Thankassery port. 

¶ The inland transportation of timber is through long axle trailers and the roads connecting the port 

should be adequately equipped for the same. 

¶ The logs are usually bought in vessels which have a draft requirement of around 10 m, which should 

be made available at Thankassery port. 

 

In the event the above factors are addressed, the timber importers based in Kollam and Tuticorin would 

be willing to divert their cargo to the extent of around 48,000 tons through Thankassery port.  

  

Finished fertilizers 

Aspinwall which acts as the principal shipping agent for FACT and Indian Potash Ltd have indicated that 

for the import of finished fertilizers (Urea and Muriate of Potash), Thankassery port can be utilized. 

Presently there is an import movement of finished fertilizers (Urea and Muriate of Potash (MoP)) to the 

tune of around 1,00,000 to 1,50,000 tons per annum. The same is imported by FACT and Indian Potash 

Ltd and repacked (without any processing) and distributed to the farmers in South Kerala.  
 

3.5 Total potential open cargo for Thankassery port from 

primary hinterland 
The total indicative open cargo based on the district, coastal and import quantities derived from 3.4.1 to 

3.4.7 above for Thankassery port is indicated below - 

 
Description Container Traffic Bulk / Break-

bulk Cargo 

In TEUs In Tonnes In Tonnes 

Primary 
Hinterland ( 
Kerala) 

Kollam 24,485 386,720  

Thiruvanthapuram 975 13,220  

Idukki & 
Pathanamthitha 

192 2,909  

Kottayam 150 2,866  

Coastal movement ( 
Clay) 

2,000 30,000  

Import  cargo  
( newsprint / 
wastepaper) 

440 5,280  

Coastal movement ( 
Cement) 

  1,100,000 

Coastal movement ( 
sand) 

  72,000 
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Description Container Traffic Bulk / Break-
bulk Cargo 

In TEUs In Tonnes In Tonnes 

Import cargo ( 
finished ferilizers - 
Urea & Muriate of 
Potash) 

  125,000 

Import cargo 
( timber logs) 

  48,000 

Indicative open cargo from Kerala ( 
primary) hinterland - A 

28,243 440,995 1,345,000 

 

3.6 Secondary hinterland analysis  
 

Unlike the Kerala hinterland wherein the cargo volumes are relatively limited, the identified districts of 

Tamil Nadu (Kanyakumari, Tirunelveli, Virudunagar, Theni and Madurai ) which form a part of the 

secondary hinterland have a comparatively higher industrialization spread and hence generate a 

significant amount of cargo.  The preferred port for these districts is Tuticorin given the distance and the 

good roads connecting these districts to the gateway. 

 

 Distance in Kms 

Town Tuticorin port Thankassery  port 

Madurai 134.49 256.11 

Bodinayakkanur(Theni) 223.23 215.69 

Tirunelveli 54.97 163.85 

Virudhunagar 155.32 261.76 

Kanyakumari  122.79 143.36 

Table 8: Indicative road distances between the identified secondary cargo belts and gateway ports 

Source : http://www.mapxl.com/highway-path-finder/map_routing.phtml?config=routing 
 

However considering the relative distance of some of the major cargo generators within these districts 

specially Shencottai and Nagercoil, which is at a distance of 92 kms and 136 kms from Thankassery , 

there does arise a case of possibility of diversion of the cargo from the identified secondary hinterland. 

Accordingly to ascertain the hypothesis, a comprehensive primary survey was also undertaken amongst 

the identified districts in the secondary hinterland.   

3.6.1 General observations based on the primary survey 

The observations are based on the discussions from the various respondents contacted -  

 
¶ The states of Tamil Nadu and Kerala are separated by mountainous terrain which might increase the 

cost of road transportation for the shippers in the event of them using the Thankassery port. 

 

http://www.mapxl.com/highway-path-finder/map_routing.phtml?config=routing
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¶ It was however indicated by the respondents that Kanyakumari district especially Nagercoil  and 

bordering areas of Tirunelveli can form part of the Thankassery port hinterland since the distance of 

these locations to Thankassery is slightly less than that to Tuticorin. 

 

¶ There is a general perceived apprehensiveness among companies in Tamil Nadu to use Kerala ports, 

due to issues like labour strikes, additional formalities, transportation issues, language problems, 

taxes etc.   

 

¶ Tuticorin is majorly a feeder port and cargo is transshipped from Tuticorin port to Colombo port for 

export to international destinations. Of late, even mother vessels have been calling at Tuticorin port 

but the frequency is less. Unless there are mother vessels berthing at the proposed Thankassery 

port and that too at frequent intervals, it is unlikely that companies in the secondary cargo belts 

would change their port preference. 

 

¶ Some of the respondents have their own warehouses in Tuticorin and shifting to any other port 

would mean they have to invest again in building new warehouses. It would an added cost and their 

existing investment would be made redundant 

 

¶ Certain respondents have indicated that they would be willing to shift to Thankassery port  only if 

port charges are lower as compared to other ports and their CHAs operate out of Thankassery port.  

 

3.6.2 Profile of EXIM commodities  

The port of call from the secondary hinterland is presently Tuticorin. The important commodities 

exported from the region through Tuticorin port is indicated below:  

  

Sr 
No  

Districts  Export Commodities  

1.  Madurai Textiles, cotton yarn, fabrics, garments, terry towels, granite slabs, 
made-ups, food products, tyres, coir products, etc 

2.  Tirunelveli Garnet sand, garnet abrasives, Gherkins, cotton yarn, dry flowers, 
coir products, etc.  

3.  Theni Coir products , coir pith, cotton yarn, fabrics, coffee, etc.  

4.  Virudhunagar Safety matches, cotton yarn, fabrics, polypropylene bags, spices, dry 
chillies, stationery items, printed books, etc. 

5.  Kanyakumari Coir pith blocks and coir products, sands & minerals, rubber/latex 
gloves, sea food,  Fish nets, cashew kernels, etc. 

6.  Dindigul Textiles, granites, gherkins, paper 

Table 9: Export commodities from Tamil Nadu hinterland 
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The imports in these districts consists of Timber logs, marbles, raw cotton, metal scrap, waste paper, 

machinery, chemicals, pulses, spices, raw cashews, maize, sugar, industrial coal, limestone,  cement, PP 

granules, etc.  

 

3.6.3 EXIM traffic of the secondary hinterland and potential open cargo  

 

To arrive at the likely open cargo that might be deviated towards the proposed port of Thankassery from 

the identified secondary hinterland, a drill-down concept was used.  

 

 Since the port of choice for the companies and industries situated in the districts of Madurai, Theni, 

Tirunelveli, Virudunagar, Dindigul & Kanyakumari is Tuticorin port, the amount of cargo through handled 

at Tuticorin port from these districts was considered. The calculation of open cargo for Kollam was 

based on the cargo that might be diverted to Thankassery port derived on the distance / cost advantage.  

 

A significant portion (40-50%) of the cargo handled at Tuticorin port is from the Coimbatore-Tirupur-

Karur belt. With regards to the identified secondary cargo belts, the district of Madurai contributes 

around 7-8% of the cargo handled at Tuticorin port and the other districts of Tirunelveli, Theni, Dindigul, 

Virudunagar and Kanyakumari contribute to 2-3% of the port traffic taking the total cargo contribution 

from the identified secondary hinterland to around 20-25%. 

 

The exercise for identification and obtaining the baseline traffic that might be diverted to Thankassery 

was undertaken in two phases.  The first phase involved obtaining an overview of the respective 

districts, identification of the major exporters and importers in the districts and communicating with 

certain exporters and importers identified to obtain an understanding of the nature of EXIM trade in the 

districts, their port of choice, etc.  

 

The second phase involved procurement of established EXIM figures, detailed analysis of the statistics, 

primary survey of select industries and substantiating the results to arrive at the open cargo figures for 

the port of Thankassery  from the districts of Madurai,  Theni, Tirunelveli, Virudhunagar and 

Kanyakumari. The methodology undertaken for arriving at  the indicative cargo possible from Tamil 

Nadu has been indicated in a step wise manner below  

 

1. Step 1 ς Procurement of Export / Import statistics  

We procured established export and import statistics for the districts of Madurai, Theni, Tirunelveli, 

Virudhunagar and Kanyakumari for the cargo handled through Tuticorin port from a consultancy 

firm based in Tuticorin. The statistics were for all commodities imported and exported through 

containers and bulk & break-bulk facilities for the financial year 2006-07, 2007-08 and 2008-09 from 

the port of Tuticorin.  

 

2. Step 2 ς Basic analysis of the EXIM data 

The process involved re-categorizing the export (5,000 line items for containers only) and import 

(3,000 line items) data for the five districts into 8-10 major categories for each districts to facilitate 

further analysis of data. The next step involved identification of top cargo categories and top EXIM 



    

Page 36 of 158  (c) 2010 Deloitte Touche Tohmatsu India Private Limited  

 

players using PIVOT table functionality. The idea was to use the concept of Pareto efficiency (80/20 

rule) to make the primary survey effective and efficient.  
 

3. Step 3 ς Primary Survey  

The primary survey involved establishing contact and one-to-one meeting with top EXIM industry 

players in the districts of Madurai, Theni, Tirunelveli, Virudhunagar and Kanyakumari. The idea was 

to obtain first-hand feedback from the actual port users on their priorities and choices. 

 

4. Step 4 ς Detailed analysis of the feedback  

This step involved quantifying the responses received during the primary survey from the EXIM 

players. More importantly, the exercise involved correctly extrapolating the responses so received 

to the entire population. The ά{ŀƳǇƭŜ ǘƻ ¢ƻǘŀƭ tƻǇǳƭŀǘƛƻƴ aǳƭǘƛǇƭƛŜǊέ was adopted for the same. 

The multiplier is a numerical value which represents the ratio of the selected sample to the total 

entire population. Two basic assumptions were made to correct the inherent errors of the multiplier 

ŀǇǇǊƻŀŎƘΦ CƛǊǎǘƭȅ ŦƻǊ ΨƳǳƭǘƛǇƭƛŜǊ ƳƻǊŜ ǘƘŀƴ ǘǿƻΩΣ ƻǇŜƴ ŎŀǊƎƻ ǿŀǎ ǘŀƪŜƴ ŀǘ рл҈ ŀǎ ǘƘŜ ǎŀƳǇƭŜ ƛǎ ƴƻǘ 

ǎǳŦŦƛŎƛŜƴǘƭȅ ǊŜǇǊŜǎŜƴǘŀǘƛǾŜ ƻŦ ǘƘŜ ǘƻǘŀƭ ǇƻǇǳƭŀǘƛƻƴΦ {ŜŎƻƴŘƭȅ ŦƻǊ ΨƳultiplier more than ŦƛǾŜΩΣ open 

cargo was taken as NIL as the sample is not representative of the total population and therefore 

cannot be extrapolated to arrive at the open cargo figures.  

 

5. Step 5 ς Identifying the open cargo category, baseline figures and cargo forecasts 

Based on above exercise the open cargo commodities which have the possibility for being imported 

and exported from the proposed port of Thankassery were identified and baseline cargo figures 

were established. The EXIM players are willing to divert their cargo through the port of Thankassery, 

provided they achieve cost savings by undertaking such a step. 

 

Commodity EXIM status Hinterland 
districts 

Containerised baseline 
open figure (base year 

2008-09) 

Bulk / Break 
bulk 

baseline 
open figure 
( base year 
2008-09) 

in TEUs in Tonnes in Tonnes 

Food / 
agricultural 
products & spices 

Export Madurai, 
Kanyakumari 

           1,160             17,400    

Textiles, yarns & 
fabrics 

Export Madurai, 
Theni 

           1,520             22,800    

Cement Import Madurai            1,067             16,000    

Timber & wood Import Kanyakumari, 
Thirunelveli 

            128,000  

Total                3,747             56,200          128,000  

 

Table 10: Potential open cargo from Tamil Nadu hinterland 

 

The inputs received from the EXIM players (of marbles and timber logs) which has resulted in the 

inclusion as a potential cargo for the port of Thankassery is indicated below:  
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Timber & wood 

¶ Sengottai in Tirunelveli district is the hub of timber saw mills and is almost equidistant from the port 

of Thankassery and Tuticorin.   

¶ Sengottai alone imports around 1.2 lakhs of timber logs annually.  

¶ Given the proximity of Sengottai to Thankassery (almost 92kms), the possible diversion of timber 

logs has been considered.  

¶ In addition, cargo for few of the timber importers from Nagercoil has also been considered as open 

cargo.  

 

Food / agri-products & spices 

¶ This category covers variety of food and agricultural products and spices as well. The main products 

are maize, corn, chillies, onions, gherkins, papads, etc.  

¶ /ƻƴŎƻǊŘ 9ȄǇƻǊǘǎΩ ŎƻƴǘǊƛōǳǘƛƻƴ ǘƻ ǘƻǘŀƭ ŦƻƻŘ ϧ ŀƎǊƛŎǳƭǘǳǊŀƭ ǇǊƻŘǳŎǘǎ ŀƴŘ ǎǇƛŎŜǎ ŜȄǇƻǊǘǎ ŦǊƻƳ aŀŘǳrai 

district was 40% during the FY 2008-09. The port of choice for the Company depends on its 

suppliers. The Company can consider using Kollam port provided the suppliers are ready to deliver 

the goods at Thankassery port and the overall costs are lower vis-a-vis Tuticorin port.  

¶ Hence limited cargo is expected to be diverted to Thankassery port. 

 

Cement 

¶ The major importers of cement from Madurai are S.S.N. Trading Company, Triumph Enterprises  & 

Investment Pvt Ltd, all companies managed by the same group. They together import 7,000 tonnes 

of the total quantum.  

¶ Most of customers for the import consignment are based in Kanyakumari district of Tamil Nadu and 

in Kerala state. And therefore the importers are keen about the prospects of using the Thankassery 

port for their trade.  

¶ The matter of concern though would be the terrain. The presence of ghats can hinder the 

movement of 40ft containers.  

 

Textiles, yarns and fabrics  

¶ This category of exports from Madurai and Theni districts consists of cotton yarn, garments, fabrics, 

made-ups, terry towels, etc.  

¶ There was a mixed response from the exporters in this category for use of the Thankassery port.  

¶ One of the major exporters (JVS Exports), though, has shown positivity for use of the Thankassery 

port if they are able to realize cost benefits and if mother vessels berth at Thankassery. They 

presently incur Rs. 3,000/- per truckload for transporting their good to Tuticorin port and any option 

whereby they spend a lower amount is welcome.  

¶ Exporters in Theni district are skeptical of using the Thankassery port due to the difficult terrain 

which they have to encounter on way to ports in Kerala.   

¶ Hence a modest estimate has been considered for diversion to Thankassery port. 

3.7 Open cargo from primary and secondary hinterland 
 
The table depicts the summarized indicative base-line open cargo figures for the Thankassery port 
arrived from the previous sections 
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Description Container Traffic Bulk / Break-
bulk Cargo 

In TEUs In Tonnes In Tonnes 

Primary 
Hinterland 
( Kerala) 

Kollam 24,485 386,720  

Thiruvanthapuram 975 13,220  

Idukki & 
Pathanamthitha 

192 2,909  

Kottayam 150 2,866  

Coastal movement ( 
Clay) 

2,000 30,000  

Import  cargo  
( newsprint / 
wastepaper) 

440 5,280  

Coastal movement ( 
Cement) 

  1,100,000 

Coastal movement ( 
sand) 

  72,000 

Import cargo ( finished 
ferilizers - Urea & 
Muriate of Potash) 

  125,000 

Import cargo 
( timber logs) 

  48,000 

Indicative open cargo from Kerala ( 
primary) hinterland - A 

28,243 440,995 1,345,000 

Secondary 
Hinterland ( 
Tamil Nadu) 

Export cargo 2,680 40,200  

Import  cargo 1,067 16,000 128,000 

Indicative open cargo from Tamil 
Nadu ( secondary) hinterland - B 

3,747 56,200 128,000 

Total indicative open cargo from the 
identified hinterland of Kerala and 
Tamil Nadu  ( A + B) 

31,989 497,195 1,473,000 

 

Table 11: Total open cargo from primary and secondary hinterland  
 

The statistical validation of data to arrive at the likely estimate of traffic at Thankassery port has been 

indicated in Annexure ς 2. 

3.8 Indicative traffic projections. 
In order to have a clear perception of the traffic projections, the results of the primary survey conducted 

were tabulated. The tabulation was done on a drill down approach viz. the cargo was initially broadly 

classified based on its origin i.e.  from primary or secondary hinterland. The primary / secondary 
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hinterland commodities were later further classified into import / export cargo and subsequently into 

containerized and bulk / break bulk commodities. By undertaking such a drilled down approach, it would 

be easy to understand the source of the cargo generation and facilitate in providing an easy overview of 

the growth projections of the identified commodities.  

 
Uniform growth rate has not been applied to the containerized cargo (for the purpose of traffic 

forecasting), since each containerized commodity has its own peculiarity. In addition, the possibility of a 

containerized commodity being diverted to Thankassery also depends on various regional factors and 

the same has to be accounted for during the forecasting exercise.  

For the determination of the projected traffic the following methodology was adopted: 

¶ As the first step the commodities identified by the process of primary survey were classified into 

import / export / coastal  cargo and subsequently into containerized and bulk / break bulk 

commodities groups 

¶ The major factor in deciding the commodities that could be identified as cargo have already 

been detailed in the previous sections.  

¶ Based on the trend analysis and the future expansion plans of the industries and the likely 

increase in the development of industries, the growth rates for high, medium and low scenarios 

of each of the cargo were identified. These growth rates are indicated in Annexure -3 

¶ The future growth of each commodity was analyzed based on its historical growth trends, 

Central / State ƎƻǾŜǊƴƳŜƴǘΩǎ ŀǎǎƛǎǘŀƴŎŜ ǘƻǿŀǊŘǎ ŀ ǇŀǊǘƛŎǳƭŀǊ ŎƻƳƳƻŘƛǘȅΨǎ ǇǊƻŘǳŎǘƛƻƴκ ŜȄǇƻǊǘǎΣ 

regional development which may have an effect (positive / negative) on the imports of a 

particular commodity, competition from existing and upcoming ports in the region, etc. 

 

The rationale for the cargo growth for the major potential commodities is derived in Annexure -4 

and the consolidated traffic projections under the low, medium and high scenario is indicated in the 

subsequent sections.  
 



                                                                   

 

3.8.1 Low traffic scenario  

 

Table 12: Consolidated traffic growth in tonnes ( Low growth scenario) 

 

 

 

 

 

 



    

Page 41 of 158  (c) 2010 Deloitte Touche Tohmatsu India Private Limited  

 

 

 

Table 13: Containerised traffic growth in TEUs (Low growth scenario) 
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3.8.2 Medium traffic scenario  

 

 

Table 14: Consolidated traffic growth in tonnes (medium growth scenario) 
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Table 15: Containerised traffic growth in TEUs (medium growth scenario) 
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3.8.3 High Traffic Scenario 

 

 

 

Table 16: Consolidated traffic growth in tonnes (high growth scenario) 
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Table 17: Containerised traffic growth in TEUs (high growth scenario) 
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3.8.4 Summary of the traffic projections 

Total traffic (both bulk and containerized) in '000 Tonnes 

 2015 2020 2025 2030 2035 2040 

Low 2,024 2,215 2,445 2,695 2,966 3,275 

Medium 2,207 2,718 3,388 4,255 5,343 6,806 

High 2,306 3,073 4,140 5,596 7,505 10,281 

 

 

Only containerized traffic in TEUs 

 2015 2020 2025 2030 2035 2040 

Low 37,122 40,429 44,992 50,298 56,548 63,773 

Medium 43,568 51,863 62,907 77,173 95,364 118,300 

High 44,332 55,879 70,574 89,208 115,293 149,651 

 

Based on the detailed analysis of the macro and micro economic scenarios, the medium growth scenario 

has been decided as the base case for cargo. The entire port planning subsequently has been 

undertaken considering the above mentioned scenario of traffic. (Please see chapter 5 on port planning 

for details). 

 

3.8.5 Comparison between total cost of transporting containers to 

Cochin by road and through coastal shipping 

Comparative analysis of transportation costs of containers by road to Cochin Port and likely costs 

through the proposed port at Thankassery to Cochin port forms an important part of the feasibility 

analysis.   From a generalised cost perspective, we have considered the following broad level costs:  

- Inland Transport Costs 

- Port Charges 

- Sea Transport Costs 

 

Results of the analysis along with explanatory notes have been given below. 

 

Kollam hinterland  

In Rupees 
Sr. 
No 

Activity Cochin 
Port by 

Road 

Activity Cochin port 
via proposed 

port at 
Kollam 

1 Road freight movement 
till Cochin 

11,000 Road freight 
movement till Kollam 

2,000 
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Sr. 
No 

Activity Cochin 
Port by 

Road 

Activity Cochin port 
via proposed 

port at 
Kollam 

2 CHA Charges / customs 
clearance at Cochin Port 

1,500 CHA Charges / 
customs clearance at 
Kollam 

1,500 

3 Terminal Handling 
Charges at Cochin Port 

4,955 Terminal Handling 
Charges at Kollam 

2,500 

4 Coastal Sea Freight - Coastal Sea Freight 
(Kollam- Cochin) 

4,000 

5 Transshipment charges - Transshipment 
charges 

3,309 

6 Documentation charges 1,500 Documentation 
charges 

1,500 

7 Storage charges ( if 
required) 

2,000 Storage charges ( if 
required) 

2,000 

8 Total 20,955 Total 16,809 

Table 18: Comparative cost of exporting One TEU from Kollam to Cochin port by Road vis-a-vis though 

the proposed Thankassery (Kollam) cargo terminal 

 
Average Road Transport Cost of a TEU from factory premises to Cochin Port obtained from industry sources. In case 
of current road movement to  Cochin Port, the rates mentioned are the to & fro charges incurred by the 
transporters i.e. the empty container movement from container yard at Cochin Port to Kollam  and the loaded 
container movement from the factory at Kollam  to Cochin Port. For coastal movement from Kollam-Cochin Port, 
empty containers are assumed to be available in Kollam.  

Total logistics cost from Kollam to Cochin Port per TEU     =  Rs. 20,955 

Total logistics cost Kollam - Thankassery (road) and Kollam - Cochin (coastal)  = Rs.16,809 

Potential savings per TEU       =  Rs.4,146  

  
Trivandrum hinterland  

In Rupees 

Sr. 
No 

Activity Cochin 
Port by 
Road 

Activity Cochin port 
via proposed 

port at Kollam 

1 Road freight movement 
till Cochin 

14,500 Road freight 
movement till 
Trivandrum 

5,082 

2 CHA Charges / customs 
clearance at Cochin 

1,500 CHA Charges / 
customs clearance at 
Jaigad 

1,500 

3 Terminal Handling 
Charges at Cochin Port 

4,955 Terminal Handling 
Charges at Kollam 

2,500 
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Sr. 
No 

Activity Cochin 
Port by 
Road 

Activity Cochin port 
via proposed 

port at Kollam 

4 Coastal Sea Freight - Coastal Sea Freight 
(Kollam- Cochin) 

4,000 

5 Transhipment charges - Transhipment 
charges 

3,309 

6 Documentation charges 1,500 Documentation 
charges 

1,500 

7 Storage charges ( if 
required) 

2,000 Storage charges ( if 
required) 

2,000 

8 Total 24,455 Total 19,891 

 

Table 19: Comparative cost of exporting One TEU from Trivandrum to Cochin port by Road vis-a-vis 

though the proposed Thankassery (Kollam) cargo terminal 
 

Average Road Transport Cost of a TEU from factory premises to Cochin Port obtained from industry sources. In case 
of current road movement to  Cochin Port, the rates mentioned are the to & fro charges incurred by the 
transporters i.e. the empty container movement from container yard at Cochin Port to Trivandrum  and the loaded 
container movement from the factory at Trivandrum  to Cochin Port. For coastal movement from Kollam-Cochin 
Port, empty containers are assumed to be available in Kollam.  

Total logistics cost from Kollam to Cochin Port per TEU     =  Rs. 24,455 

Total logistics cost Kollam - Thankassery (road) and Kollam - Cochin (coastal)  = Rs.19,891 

Potential savings per TEU       =  Rs.4,564 

 

Coastal movement from Gujarat to Kerala 

In Rupees 

S
Sr. 
No 

Activity Cochin 
Port by 
Road 

Activity Cochin port 
via proposed 

port at Kollam 

1 Coastal shipment charges 
from Mundra to Cochin 

38,000 Coastal shipment 
charges from Mundra 
to Kollam 

40,000 

2 CHA Charges / customs 
clearance at Cochin Port 

1,500 CHA Charges / customs 
clearance at 
Thankassery 

1,500 

3 Terminal Handling 
Charges at Cochin Port 

4,955 Terminal Handling 
Charges  at 
Thankassery  Port 

2,500 

4 Documentation charges 1,500 Documentation charges 1,500 

5 Storage charges 2,000 Storage charges 2,000 

6 Inland transportation to  Inland transportation  
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S
Sr. 
No 

Activity Cochin 
Port by 
Road 

Activity Cochin port 
via proposed 

port at Kollam 

to 

6-a Trivandrum 14,500 Trivandrum 5,082 

6-b Kollam 11,000 Kollam 2,000 

7 Total  Total  

7-a Trivandrum 62,455 Trivandrum 52,582 

7-b Kollam 58,955 Kollam 49,500 

Table 20: Comparative cost of exporting One TEU from Trivandrum to Cochin port by Road vis-a-vis 
though the proposed Thankassery (Kollam) 

The coastal shipment charges from Gujarat to Kerala have been obtained from industry sources.  

Total logistics cost per TEU from Gujarat to Trivandrum hinterland via 

coastal movement through Cochin Port   

: Rs. 62,455 

Total logistics cost per TEU from Gujarat to Trivandrum hinterland via 

coastal movement through Thankassery (Kollam) Port 

: Rs. 52,582 

Potential savings per TEU : Rs. 9,873 

 

Total logistics cost per TEU from Gujarat to Kollam hinterland via coastal 

movement through Cochin Port   

: Rs. 58,955 

Total logistics cost per TEU from Gujarat to Kollam hinterland via coastal 

movement through Thankassery (Kollam) Port 

: Rs. 49,500 

Potential savings per TEU : Rs. 9,455 

 

  

Accordingly, for EXIM related shipments which are presently moving from Kollam and Trivandrum region 

to Cochin, Thankassery port can be positioned as an ideal feeder port and can save the shipper the costs 

associated with the inland transportation to the tune of Rs. 4,500 per TEU. For the coastal cargo 

commodities flowing from Gujarat to Kerala, Thankassery port can serve as a  gateway port for the 

commodities meant for Southern Kerala , which would result in an indicative savings of around Rs. 

9,500/-  

 

Thankassery port can hence facilitate in reducing the overall logistics cost associated with the 

movement of cargo and can be positioned as a feeder / coastal port complementing the operations of 

the existing ports. 
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4. Site investigations 

4.1 Geographical setting 
Thankassery is situated in Kollam District about 70 km north of Thiruvananthapuram and 150 km south 

of Kochi (Latitude of 8o рнΩ орέ b ŀƴŘ [ƻƴƎƛǘǳŘŜ ƻŦ тсo опΩ 9ύΦ ¢ƘŜ ōŀȅ ƭȅƛƴƎ Ŝŀǎǘ ƻŦ ǘƘŜ Thankassery point 

is the site for the Port. The comparatively deeper hydrography of the Thankassery area along with the 

flourishing economic activity the old Kollam town made Thankassery an important Port along the west 

coast of India in older times. The land side of the Port area is within the limits of Kollam Corporation, 

which has an area of 57.31 km2 with a population of 361,441 (Census 2001) in 78,182 households. 

 

Geographically Kollam represents a sample slice of what Kerala is. The west of Kollam is a long wide 

coastline facing the Arabian Sea, while the eastern edge of Kollam district is hilly, and gradually merges 

into the fringes of Western Ghats. The plane midland lies between the western coastal strip and the hilly 

eastern region. Kollam town, where a large majority of the cashew manufacturing units of Kerala are 

situated, is only about 7 kms away from Thankassery port. 

 

Figure 4 : Overview of the Kollam Port area 

There are two breakwater structures to facilitate port operations. The seaward breakwater is 2100 

meters in length and the leeward breakwater is 500 meters. The port is also equipped with a 144 ft. light 

house built in 1902. The Thankassery light house is a major tourist attraction.  

 
























































































































































































































