LINER SHIPPING ROUTE STUDY

FINAL REPORT

VOLUME Vv

EASTERN VISAYAS SHIPPING SERVICES

EVALUATION REPORT

November 199¢

Submitted to
United States Agency for International Development
Manila, Philippines

Support for Development Program II:
Philippine Sea Transport Consultancy
Project No. 492-0450

Prepared by Nathan Associates Inc.
under Contract No. 492-0450-C-00-2157-00



FOREWORD

The Liner Shipping Route Study (LSRS) and the MARINA and
SHIPPERCON STUDY (MARSH Study) were conducted, during 1993-1994,
under the Philippine Sea Transport Consultancy (PSTC). The Final
Report of the LSRS comprises 14 volumes and the Final Report of the
MARSH Study comprises 5 volumes.

This technical assistance was made possible through the
Support provided by the Office of Program Economics, United States
Agency for International Development (USAID) Mission in tHhe
Philippines. The views, expressions and opinions contained in this
and other volumes of LSRS Final Report are those of the authors and
of Nathan Associates, and do not necessarily reflect the views of
USAID,
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1. INTRODUCTION & SUMMARY OF FINDINGS
Introduction

The terms of reference (TOR) for the Liner Shipping Route
Study (LSRS) specify, as one objective of the study, that the LSIRS
shall "survey and review the adequacy of existing liner shipping
services, including ferry services, in the Philippines, and
identify priorities for new franchises and franchise amendments to
provide expanded services, new types of services, and better
standards of service". The workscope section of the TOR states
that, "The LSRS must identify, from shipping aperators reports on
operations, from SHIPPERCON records, and from extensive field
interviews with users of cargo and passenger liner services, the
standards of services being performed on each liner shipping route,
including especially the availability of appropriate services,
convenience of schedule, service reliability, passenger care and
comfort standards, and safety considerations...". The TOR £0 on to
State that, "current low service standards, as wel] as high load
factors, annually or seasonally, are to be criteria by which the
LSRS will identify needs for increasing service frequency,
including just seasonal frequency increases, and for approving new
route franchises",

The TOR also identify the limits of LSRS responsibility

regarding shipping service evaluation stating that, "It is not
expected that the LSRS wil] recommend precise adjustments to
service schedules, but merely will indicate where, and the

approximate extent to which, service schedule flexibility should be
incorporated in existing and new route franchises, and to indicate,
approximately, the new route franchises that should be approved
during the cargo rate deregulation period, i.e., 1293-1996", and
further that, "It will subsequently be the responsibility of MARINA
to invite ‘applications for new or expanded services, and then to
evaluate applications received...".

To carry out the shipping service evaluation portion of the
LSRS workscope, the LSRS divided the areas to be surveyed into six
groups:

- Northern Islands. The areas surveyed include the islands
of Mindoro, Marinduque, Romblon, Tablas, Sibuyan,
Masbate, and Catanduanes, and survey ports include the
principal ports of these islands, as well as the Luzon
ports of Manila, Batangas, Lucena (Dalahican), Tabaco,
and Legaspi.

- Eastern Visayas. This Survey area is Region VIII of the
Philippines, and ports where LSRS surveys were conducted
included Tacloban and Catbalogan.
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- Central & Western Visayas. This area corresponds to
Regions VI and VII. LSRS survey ports included Cebu,
Iloilo, San Jose De Buenavista, Dumaguit, New Washington,
Culasi, Bacolod, Dumaguete, San Carlos, Tagbilaran, and
the ports of Guimaras Island.

- Northern Mindanac. This area approximately corresponds
to Region X and the northern provinces of Region XII, and
includes the survey parts of Cagayan de Oro, Surigao,
Nasipit, Iligan, and Oramis.

- Southern Mindanao. This area approximately corresponds
tc Region XI, the southern provinces of Region XII, and
the mainland provinces of the Autonomous Region of Mus!lim
Mindanao (ARMM), and includes the survey ports of Davac,
General Santos, and Cotabato/Polloc.

- Zamboanga & Sulu Archipelago. This area includes the
ARMM offshore provinces of Sulu and Tawi Tawi, Basilan
Island, and most of the Zamboanga Peninsula, and ports
where LSRS surveys wecre conducted include Zamboanga,
Paga.ian and Jolo.

The LSRS prepared a draft shipping service evaluation report
on each of the six areas identified above. In this Final Report,
however, the Northern Mindanao and Southern Mindanao reports have
been combined in Volume VII. The other service evaluation reports
are Volumes IV through VI, and Volume VIII.

The shipping services of Palawan Province are discussed in the
Final Report’s Volume IX, wherein the LSRS focus is mainly on the
needs for additional services, rather than on the improvement of
existing services.

The port of Manila North Harbor (MNH) is discussed to some
extent in most volumes of the Final Report, because of the
importance of shipping connections to the MNH for all other areas
of the Philippines. The principal discussion of the MNH is
included in Volume XII, however, which focuses on the potential
role of Batangas Port as a terminus for interisland liner shipping
services.

Northern Luzon and the Bicol Peninsula have very limited
interisland liner shipping services, in 1994, The LSRS did not
conduct any developmental route evaluations for these two large
areas of Luzon, but both areas are discussed in Volume III of this
Final Report, which provides profiles of the sea trade of various
areas and islands of the Philippines.

Each of the five service evaluation reports examines the
adequacy of both cargo and passenger liner shipping and ferry
services, identifying: routes that are franchised and the extent to
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wnich they are being operated; operators and vessels with vessel
rated or estimated capacities; route capacities for passenger
traffic and capacity utilization, including seasonality; shipping
service standards and problems; underlying, contributory causes for
any identified low service Standards and problems; and desirable
actions to be taken to better ensure that shipping service
standards are satisfactory in the future.

After this brief introduction, each of the shipping service
evaluation reports presents its findings and recommendations as the
remainder of Chapter 1, and is comprised of five other chapters and
two or three annexes. Chapters 2 through 6 of each report presernt,
respectively, available information on services franchised and
orerated, an evaluation of cargo services, an evaluation of
bassenger services, the identification of factors affecting service
adequacy, and a recommended approach to improving the adequacy of
services. Annexes A and B, in each of the five reports, provide
detailed cargo and bassenger survey information, respectively,
Only Volume VIIT, discussing the shioping services of Zamboanga antl
the Sulu Archipelago, includes a third annex which examines the
economy and trade of the area.

Summary of Findings

LSRS findings in regard to the liner shipping and ferry
services performed to ports of the Eastern Visayas are based mainly
on fieldwork that was undertaken, during August 1993, at the ports
of Tacloban and Catbalogan. The detailed results of these surveys
are presented as Annexes A and B of this Eastern Visayas Shipping
Services Evaluation Report (EVISSER). Principal findings in regard
to interisland liner shipping cargo and passenger services provided
to ports of the Eastern Visayas are presented below, first for
Samar and then for Leyte. For each island, cargo services are
first discussed and then passenger services.

Samar
Cargo Services

Samar Island is provided with very limited liner shipping
cargo seryices. What services are provided are mainly to the port
of Catbalogan, and to a more limited extent to the port of
Calbayog. The two operators providing services between these two
Samar Island ports and Manila accommodated 37,000 freight tons to
and from Catbalogan, in 1992, and more than 10,000 freight tons to
and from Calbayog. However, most of the Catbalogan cargo was
accommodated in just seven months out of the year, while Calbayog
traffic was almost entirely concentrated in the first four months
of the year. During the other months of 1992, there were very
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limited services being performed between these ports and Manila.
The two Samar ports are also provided with liner shipping services
linking them to Cebu, but MARINA traffic information in regard to
these services is very incomplete.

The limited liner shipping cargo services at Samar ports is
due mainly to the following:

> Low cargo traffic demand, mainly in the outward
direction, with the principal outward-moving commodity
being copra, which can best be accommodated in bulk, by
tramper vessels.

> Inadequacies of Samar ports.

> The availability of roll-on roll-off (RORO) ferry
services between Samar and Luzon, which makes road
transport competitive with liner shipping cargo service
to Manila for at least some commodities.

> The San Juanico Bridge and the Leyte port of Tacloban,
which permits this Leyte port to serve a sizable porcvion
of Samar Island.

The southern coastal area of Samar Island is too distant from
both the northern RORO ferry services and the San Juanico Bridge to
use either of these transport options economically for
interregional cargo shipment, Ferry services are operated from
this southern coastal area to the port of Tacloban, but some of the
southern Samar shippers complained, in 1993, that this shipment
alternative, also, was not very economic. Shipper suggestions for
reducing their shipment costs included: (i) transformation of the
Tacloban-southern Samar conventional ferry operation to a RORO
ferry operation; and/or (ii) providing the Samar south coast with
a direct liner shipping connection to Cebu.

Either of these approaches would avoid the Tacloban
transshipment delays and costs. The RORO option would be useful
for the shipment of perishable, fisheries products, especially,
offering the same options which Tacloban shippers of fisheries
products indicated they preferred: either road transport and use
of the Isabel-Carmen RORO ferry, to reach Cebu Port and shipping
services; or road transport all the way to Manila. In regard to
the latter, some Eastern Visayan shippers of fisheries products
indicated a preference for road transport to Manila vis-a-vis the
direct sea transport option for the former’s advantage in regard
to: shipment time flexibility and shorter transit time; lower
total freight cost, due to avoidance of having to pay cargo
handlers; convenience and direct delivery to the consignee; and the
relative ease of collecting on claims, whenever there might be
damage or deterioration losses.



One of the two operators serving the Manila-Catbalogan-
Tacloban route indicated to the LSRS that the company was
contemplating the discontinuance of service on the route, in part
because of the erosion of the operator’s passenger traffic, as the
road transport/RORO ferry market share was continuing to grow, and
in part because there was a large imbalance of cargo traffic on the
route, with relatively light volumes of cargo moving northward.

Catbalogan shippers, meanwhile, argued that they required more
frequent and more reliable services to both Manila and Cebu. Oon
the other hand, the shippers indicated that, whenever the port of
Catbalogan was by-passed by an operator on the Manila route, due to
inadequate volumes of traffic offering at the port, the shippers
had no difficulty in arranging for trucking services to either
Manila or Tacloban. Where the Catbalogan-Cebu route is concerned,
the LSRS could identify, from shipping operator 1992 reports, only
about 4,000 freight tons moved on the route in that year. However,
one of the two operators on the route did not report to MARINA on
cargo traffic accommodated.

Passenger Services

The passenger traffic accommodated at the two RORC ferry
terminals of northern Samar, 1{.e., the government owned and
operated terminal at San Isidro and the privately owned and
operated terminal at Allen, reached a combined level of 860,000
passengers, in 1992. These traffic volumes included considerable
numbers of through traffic (i.e., traffic between Luzon and either
Leyte or Mindanao), but it isg probably also true that most
residents of northern Samar travel to and from Luzon via one of the
ferries. Thus, the unreliability of some of the services operated
between Manila and the rnorthern Samar ports of Catbalogan and
Calbayog probably was not creating a serious problem for northern
Samar travellers. The LSRS was unable (due to time constraints) to
conduct passenger surveys on the Luzon-Samar RORO ferry routes.

The LSRS did, however, conduct passenger surveys on two iiner
shipping routes between Cebu and Samar, viz., routes serving the
Samar ports of Catbalogan and Calbayog, and surveys were also
conducted of two ferry services vetween the Samar southern coast
ports of Guiuan and Balangiga and the Leyte port of Tacloban.
Principal findings of these surveys are:

- Catbalogan-Cebu Route. The route was being served by a
175 GRT vessel, the MV Elizabeth Lily, of Western Samar
Shipping Lines. According to MARINA's Annual Domestic
Shipping Route Inventory (ADSRI), this vessel has a
capacity to accommodate 80 passengers. A sample size of
only 25 passengers was obtained by the LSRS, but a few
significant results were nevertheless derived, because
nearly all of the passengers rated operator management
attention to service quality and staff attitude toward
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passengers as satisfactory, and all the passengers
approved of the space reservation system. The only
complaint of a majority of the passengers was that the
eating area on board the vessel was not kept clean.

- Calbayog-Cebu Route. The route was being served by
Palacio Shipping lLines, with a vessel having a rated
capacity for 262 passengers. All of the passengers

interviewed (39) expressed the view that services
provided were adequate to meet demand, yet the majority
also stated that congestion during the peak period of
traffic constitutes a serious problem. The passengers
were nearly unanimous in expressing satisfaction with
schedule adherence, and they had no general complaints
regarding any aspects of service.

- Tacloban-Guiuan Route. This ferry route was being served
by two operators, Roly Shipping and K & T Shipping, and
the LSRS obtained a survey sample of 91 passengers aboard
the two vessels surveyed. A large majority (90 percent)
of the passengers felt that services were adequate to
meet demand. Majorities of the passengers gave low
ratings to several aspects of physical accommodation,
however, and maintenance of toilets/sanitation facilities
was given an "unacceptable" rating by 29 percent of the
respondents to the question.

- Tacloban-Balangiga Route. This ferry route was being
operated just two days a week at the time of the LSRS
survey, and the operator was Proceso Canillas. The LSRS
survey was not very useful, with a sample size of 21
passengers, and the only significant result obtained was
that all 13 of the respondents to the question regarding
peak period travel thought that traffic congestion
constituted a serious problem.

Leyte
Cargo Services

Leyte island is mainly served by liner shipping cargo services
connecting to Cebu and Manila. Shippers of various commodities
based in Tacloban, Leyte were utilizing these liner services, in
1993, at which time they were found to be adequate in one
direction, i.e., from Tacloban tc either Manila or Cebu. In the
opposite direction, there was an insufficiency of capacity for some
commodities, due to large imbalance of cargo flows in two
directions. Shut-outs and delays in shipment were therefore
experienced mostly by shippers to Tacloban of general merchandise,
flour and animal feeds. The cargo trade imbalance in the route was
affecting the viability of liner operations, and one of the
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operators indicated to the LSRS that the company was contemplating
possibly quitting the route. Further, additional <container
capacity was required in the Cebu-Tacloban direction since shippers
preferred that their cargoes be containerized, in order to minimize
or eliminate pilferage and damage losses.

The lack of direct shipping services to major trading areas
had forced shippers to charter tramper vessels, in order to ship
out bulk copra from Tacloban to I'ligan and ship in sugar and rice
from Bacolod and I'loilo, and salt and rice from Mindoro. Some
shippers indicated that there was potential! for a regular liner
service between Tacloban and Batangas, mainly to enable Mindoro
shippers of rice and salt to ship on a fairly regular basis to
Tacloban, but also to generate the trading of fruits, vegetables
and livestock, since Leyte was a deficit area in these agricultural
products. Such direct service would also benefit Leyte copra
snippers, some of whom indicated their intention to ship copra to
Lucena City, Quezon, if possible via Batangas.

One major problem for Leyte exporters of marine products was
the lack of appropriate shipping capacity for refrigerated cargoes
in the Tacloban-Manila route, compelling them to ship via Cebu for
transshipment at Manila. To export fishery products from Tacloban,
the products were being trucked to the RORO ferry port of Isabel,
moved aboard a RORO ferry to Carmen, Cebu, trucked to Cebu Port,
and then shipped to Manila by sea. Shippers maintained that this
route was cheaper than moving the products to Cebu by sea for the
first of two transshipments, but more expensive and time-consuming
than if the cargo could be shipped directly from Tacloban to
Manila.

Passenger Services !

Two liner shipping routes connecting Tacloban with Manila and
Cebu and ferry routes between ports of Leyte and Cebu were surveyed
by the LSRS to ascertain the adequacy of passenger services.
Principal findings of these surveys are:

™ fanila-Tacloban Route. Vessels of William Lines and
Sulpicio were performing services on this route in 1993,
and passengers generally found the services to he both
satisfactory and sufficient. Capacity utilization of
these vessels, in fact, was quite low, at 30 percent or
slightly less. As a result of this low utilization, and
the ~continuing trend toward greater reliance by
passengers on road transport and RORO ferries for travel
between the Eastern Visayas and Luzon, Sulpicio Shipping
was contemplating ending services on the route.

- Cebu-Tacloban Route. In 1993, the route was being
adequately served by two liner vessels. However, service
of one vessel was found to be unreliable due to frequent
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engine breakdown. Most passengers interviewed were
regular travelers and were generally satisfied with
Space reservation and the operator’s concern with safety,
However, passengers were not fully satisfied with
accommodation standards, such as in regard to toilet
facilities, leisure facilities, ventilation, drinking
fountains, and space to move around. The crew’s culltesy
and willingness to provide assistance were found to be
satisfactory, as were the adejuacy and security of
baggage security.

Baybay, Leyte-Cebu Route. Passengers interviewed on this
route were generally satisfied with passenger services,
and considered that operators maintained the cleanliness
of facilities before and during the voyage such as.: the
seating/sleeping area, vessel open areas, waiting area
before boarding, and eating areas, as well as toilet and
washing facilities. Services were rated satisfactory in
regard to on-board drinking water availability, vessel
boarding procedure, convenience and security of booking,
professional attitude of management, and the attitude of
shore-based staff and vessel crew toward passenyers.
Dissatisfaction was expressed only in regard to adherence
to service schedule, although service speed was found to
be satisfactory.

Cebu-Bato, Leyte Route, Fassengers interviewed on this
route felt that services were adequate to meet demand and
were being reliably operated. The majority noted that
the management had developed a good space reservation
System, ensured satisfactory baggage accommodation and
security, showed adequate concern for safety, and had
established an organized boarding procedure. Likewise,
accommodation standards were satisfactorily provided.
Congested trave! during the peak season, however, was
seen by the passengers as being a problenm.

Hilongos-Cebu Route. Services of the three vessels
surveyed on this route were judged by the passengers to

be fairly adequate and reliable, Aspects of service
which interviewed passengers generally found to be
satisfactory included sleeping/seating areas,

toilet/washing facilities, eating areas on board, meals
and meal service, open areas for passengers, waiting area
for passengers, boarding process, baggage security, and
convenience and security of booking. Likewise, the
passengers expressed general satisfaction with the
attitude of management, and viewed the operator’s land-
based staff and vessel crews to be efficient and
responsive to the needs of the passengers. Moreover, the
passengers noted the reliability, convenience and
sufficiency of services.
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Naval-Cebu Route. Two vessels serving the route were
surveyed. A majority of the passengers were satisfied
with the adequacy and cleanliness of the sleeping/seating
area, toilet and washing facilities, vesse] open areas,
waiting area before boarding, meals served and meal
service and baggage security, However, passengers
complained of the inadequacy of on-board drinking water
supplies.

Palompon, Leyte-Cebu Route. Three vessels were surveyed
on this route, and rassengers expressed satisfaction with
the cleanliness of seating/sleeping area, toilet/washing
facilities, eating areas on board, pre-boarding waiting
area, meals and meal service, baggage security and the
vessel open areas for passengers. However, on-board
drinking water supplies were found to be inadequate.
Passengers noted that there was convenience and security
of booking, and passengers generally viewed favorably the
operator’s attitude toward quality of service and the
attitude of operator staff toward passengers. The
service schedule was likewise deemed to be sufficient and
convenient and adherence to schedule and service speed
were considered to be satisfactory.

Ormoc-Cebu Route. There were two vessels surveyed on
this route, and bassengers interviewed found the services
to be reliable. There was good space reservation as wel!
as good baggage accommodation/security. Most passengers
were satisfied with the provision and maintenance of the
seating/sleeping area, toilet/washng facilities, cating
arcas, vessel open area and pre-boarding waiting arca.
Meals and meal service, baggage security, the operator’s
concern for safety and vessec boarding procedure were
likewise deemed to be satisfactory, Passengers had no
problems with security of booking, or with the management
and staff attitude to service and efficiency.

Maasin-Cebu Route. Two vessels were surveyed in the
Maasin-Cebu route, and services were found to be adequate
and reliable. Almost al] facilities and services were
favorably rated by interviewed passengers as satisfactory
and they were likewise satisfied with the convenience and
sufficiency of services, adherence to schedule, and
service speed. Fassengers indicated that they had
observed improvement in the services of one of the two
vessels serving the route.

Cabalian-Cebu Route. This route was being served by K &
T Shipping Lines, with a vessel of 243 GRT, and the LSRS
obtained a passenger survey sample of 60. The passengers
had no general complaints about services, and rated
several aspects of services highly, including operator
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management and staff, vessel cleanliness, drinking water
adequacy, the Space reservation system, schedule
adherence, and other aspects.

In regard to passenger service fares, the LSRS learned that
operators were adhering to officially sanctioned rates of MARINA,
excepl that the third class passage was even lower than the
official ranges in the liner routes connecting Cebu with Maasin,
Naval, Tacloban and Baybay, Leyte. However, in the liner routes
connecting Tacloban with Manila and Ormoc with Cebu, third class
passage rates were found to be on the high side of the official
range. There were no stipulated rates for the ferry routes
connecting Cebu with Hilongos and Bato, Leyte.



2. EASTERN VISAYAS LINER SHIPPING
& FERRY SERVICES

Introduction

The purpose of this chapter is to identify the liner shipping
and ferry services that were franchised to serve one or more ports
of the Eastern Visayas, during the period of conduct of the LSRS,
and to provide information on the services actually being operated
in 1992 and 1993. It is left to Chapters 3 and 4 to discuss the
adequacy of service connections, capacities, and standards from the
standpoint of the users (shippers and passengers, respectively).

MARINA and the LSRS jointly worked to produce the first ADSRI,

in 1994, which involved a major effort to "clear" MARIN records
of vessels and franchises which had become out of date. ADSRI
includes all of the liner shipping, ferry, and coastal shipping
franchiszes which were valid as of the st of April, 1994. Although
ADSRI represents an improvement in MARINA's records regarding
{ranchised vessels and services, there remain needs for further
i

mprovement. In particular:

> The list of franchised operations is, at any given time,
not entirely in accord with the services actually being
operated. This occurs in large part because the shipping
industry is not static, but rather is dynamic, and
shipping operators are often in the process of exchanging
vessels in their respective fleets among routes. There
are also some services being operated which do not show
up in the records of MARINA.

> Vessel information is incomplete. Even the type of
vessel is not always accurately or sufficiently
identified, and information on deadweight tonnage,
container twenty-foot equivalent unit (TEU) capacity,
passenger car unit (PCU) or bus equivalent unit (BEU)
capacity. and passenger capacity 1is frequently not
provided. ,

> Operating schedules are frequently not provided,
especially in the cases of cargo vessels which are
franchised for a route. :

> Traffic information is incomplete, with some operators
reporting no traffic information at all in the annual
reports they are required to submit to MARINA. A few
operators do not even regularly submit these reports.
Even where traffic information is submitted, it 1is
sometimes unclear and at other times clearly inaccurate.
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Shipping Operators, Routes & Vessels

There are at least four things striking in regard to the
shipping services being operated to the Eastern Visayas:

> Nearly all of the liner shipping services operated Lo one
Or more ports of these islands are competing with ferry
services and road transport,

> The islands are dependent upon the port of Cebu for
shipping connections to Negros, Panay and wmuch of
Mindanao.

> There are many services franchised between Leyte and
Surigao.

> Except for its northern public and private RORO ferry

ports, the island of Samar has no port accommodating
large volumes of traffic, and the Leyte port of Tacloban
Serves as the interisland port for much of Samar.

Tables 2.1 and 2.2 identify the franchised liner shipping and
ferry services, respectively, operating tc one or more ports of the
Eastern Visayas. These services are also identified in Figure 2.1,
The principal liner shipping and ferry operators, and the services
they are franchised to provide, in 1994, are summarized below:

- Aboitiz Shipping Corp. serves only one Eastern Visayan
port, viz., the port of Ormoc on the west central coast
of Leyte Island. The shipping line provides both ferry
and liner shipping service to the port, The ferry
services are between Ormoc and Cebu Port, and Aboitiz is
franchised to operate with three vessels. One of these
vessels, the MV Ramon Aboitiz, appeared no longer to be
serving the route in 1993-1994, however, and may in fact
no longer be in the company’s vessel fleet. The MV
Elcano and the MV Legaspi have a combined capacity for
1,871 passengers. The Legaspi operates this route only
when it replaces the Elcano for the drydocking of the
latter. Normally, the Legaspi was being employed, in
1992-1993, at least, for the liner service connection to
both Manila and Surigao.

- C.A. Gouthong Lines performs services to the Eastern
Visayan ports of Tacloban, Palompon and Catbalogan. The
company’s vessel, the MV Don Calvino, calls at Catbalogan
oniy after ecvery third voyage from Cebu to Tacloban,
i.e., once each week. Three of the operator’s vessels
are franchised to serve the Leyte west coast port of
Palompon.

12
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LADLLE £.1

EASTERN VISAYAS LINER SHIPPING ROUTE FRANCHISES

(As of 13t Apcfl, 1994)

OPERATOR PAX SERV. FRANCHIZED %O0.OF ROUND VEESEL ANNUAL |
VESSEL NAME GRT__| cap. TYPE ROUTE TRIPYYEAR PAX CAPAVYCG LEG
ABOTTI SHIPPING CORP. ; N
MV II.CANO 204761| 98| PARS/CARGO |CEBU-ORMC-CERU - 1% 145 30
MV LEGAZPL 204761) _ 893] PASS/CARGO |CEBU-ORMC-CEBU % 13890
MV RAMOR ABOTIIZ 1,038.% PASH/CARGO |CEBU-ORMC-CEBU
MV LEGASPT 204761 _ £98| PABWCARGO DMGT-MNLA-ORMC SGAC-ORMC MNLA _ =0 “a0
BADJAO NAVIGATIOR CORP.
MY BADJAO PASY/CARGO |IBFL POGO-IBEL-CRWIN-IBEL
CA GOTHONG LINES, IRC. _
MV OUR LADY OF MT. CARMEL 2071200| _ 840] PASS/CARGO |[CEBU-PLMP- CEBU-0ZMS-CEBU-OZMS-CEBT = <00
MY DOK CALVINO 8818|  7S8| PASS/CARGO |CEBU-TCLB-CEBTI-TCLB-CEBU-TCLB-CTBG-TCLE- CEBU 19 113,20
MV OUR LADY OF FATIMA 236680]  1824| PAST/CARGO |MNLA-DMGT-PLMP-CEBU PLMP_DASGT-MNLA = 51.20
COKALTONG SEIPPING LINES
MV FILIPINAS SURIGAO 45581| 36| PASR/CARGO |CEBU-MASK-CEBU-MASH-SGAO-MASH-CEBU-SGAC-CEBU SGAOCERD 50 &100 18,100 & 36.20
MY FILIPINAS SIARGAO 33638]  292] PASS/CARGO |CEBU-MASN-BLGN-MASN-C EBU.BYBY-CEBU.BYBY CEBU.BYBY.CEBU S0 & 150 14,600 & 43,90
MV FILIPINAS MAASTH 1385.64] = 683| PASV/CARGO |CEBU-SGAO-INDG-8GAC-CEBU-MASN-SGAO MASN - CEBU-SGAC-CEBT L) /0
GABISAN SHP G, LINES, INC.
MV FLORANTE 158.14] _ 225| PASS/FERRY |CEBUHNGO-EDROIPCI-HNGA CERT ) 11.30
MV GLORIA G 1540] _ 106} PABS/CARGO [CERBU-HNGO-BDRG-IPCH-BNGO- CEB0 L) $.30
GEORGE & PETER LINES, INC
MV GEORICH 69418] " 565| PASSFERRY |CEBU-MASKN-5GAO-MASN.CEBU ) % 30
HLIOSDE F. ESCANO, IRC. T -
MV RAJAH SULIMAN RD. MINLA-CBYG-CEBU-BUTU-CHYG-MNLA
¥ & T 8HIPPING LINES, INC _ _
MV GUIUAN 26808] _ 205] PABS/CARGO [CEBU-LILO-CBLN-SGOD-CBLN-L1LO-CEBYLILO-CELN-LILOXERT N 0 10,30
MY SAMAR QUEEN $13.14| — 280| PASYICARGO |CEBUTCI.E-CEBU - 5 1400
NEWPORT SHIPPING CORP.
| MV TRINIDAD -1 D, LANG-CERU-LANG ___
MV TRINIDAD - I KD. LANG-CEBU-LANG .
MV TRINIDAD - I ND. ILANG-CEBU-LANG -
PALACIO SHFG. LINES, INC.
"MV DOR MARTIR, SR 3955  262] PASS/CARGO [CEBU-CBYG-CEBU _ - 15 .30
PINAT, RODOLFO - — R
ML ALEVOOD 37 PASSFERRY [LRTO-TUJN-OSMA-SROG_SGAO-SR0G-OSMA. TUIN.LRTO -
ROBLE SHIPFING LINESINC _
MV CEBUDIMOD PASS/CARGO [CEBU-ORMC.CEBU R
SANVICTORES DEV-I. CORP. _ o . ]
MV SANDECOR 698,00 GEN. CARGO |CEBU-TXCI.B-ARAS MANC-ARAS TCLE CEBU -
SULPICIO LINES, INC. —— _ __
V_CEBU PRINCESS 109787 _ 784| PABY/CARGO |CEBU-ORMC-CBYG-MSEI-MRIA- MSHI-CBYG-OFPIC CEB0 - = »20
MV PALAWAN PRINCESS 149727 0S| PASY/CARGO [MINLA-CLBR-MASK-$SGAO-NSPT-E GAO-TAASK- CL BN BINLA 0 3520
MV_SURIGAO PRINCESS L0357 812| PASS/CARGO |MINLA-VSBT-ORMCCEBUGRMCMISBTMNIA ___ _ _ —~ _ £ 40,80
TRANSASIASHPGLINESING |~ — —[—— | ——— _
10302 668| PASSFERRY |CEBU-MASR-JGNA- BUTL":(_:_I;EU DIASN-BUTU-JGNA- w_g;gq ________ 100 66,80
964.15|  565| PASSFEREY ) 28 %0
24850] _ 200] PASS/CARGO 200 40.00
A covm\omm T PASS/CARGO
MV _GOVERNORS sm'm PASS/CARGO N-CEEU_ -
T s 80| PASY/CARGO cmucmc—@:gx_ag-vrcr.csm __: _ — T 400
AV TACLOBAN O L6 44| 1026] PASS/CARGO M4 CTBG-TCLB-CIBG MALATCLE MNIA _ "=~ = |~~~ 100 102,60
| sivwncon.n T 156900 CONTAINER |MNLA-TCI B-NSPT-TGBL CEBU-MSBL.MNLA 1 -

Reference: Amrus) Doreestic Shippiag Route Invenrory
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TABLE 2.2
EASTERN VISAYAS FERRY ROUTE FRANCHISES
| (As of 1st April, 1994)

OPERATOR
VESSEL NAME

SERV.
TYPE

FRANCIHISED
ROUTE

NO. OF ROUND
TRIPS/YEAR

ANNUAL VESSEL
PAX CAP./VYG LEG

ALCARAZ SOCORRO |

MV_SOUTHPACIFC [

..MV GUADA CRISTY
SQUTHERN PACIFIC TRANS. |

RY [MING-ALIN-MTNG 777

[PASS/CARGO

O| CERU-BATT-

TCLR-GUUN-TCLR

LIN-LPTA-LIN

GOJCEBU-INGO CERU. " T

CEBU-BATT-CERU

175
CT000

BELUE

348,600
140,000

152,250

Reference: Annual Domestic Shipping Route Inventory
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FIGURE 2.1
EASTERN VISAYAS LINER SHIPPING & FERRY SERVICES 1994
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- Cokaliong Shipping Lines calls at two Leyte ports,
namely the ports of Maasin and Baybay. Cokaliong
provides the port of Baybay with a service from Cebu, and
provides Maasin with service connections to Cebu, Surigao
and Camiguin Island.

- K & T Shipping l.ines serves the Leyte ports of Tacloban,
Cabalian, Sogod, and Liloan, operating two vesseis to
provide shipping connections to Cebu. :

- Sulpicio Shipping Lines is franchised, in 1994, to serve
the Leyte ports of Cabalian, Ormoc, and Maasin, and the
Samar port of Calbayog. The operator’s vessel, MV
Tacloban Princess, was serving the Manila-Catbalogan-
Tacloban route, in 1993, The franchises identified in
Table 2.1 are for the Cebu Princess, the Surigao
Princess, and the Palawan Princess. The first two provide
the Leyte west coast port of Ormoc with connections to
Manila, Cebu, and Masbate, and the Cebu Princess includes
the Samar port of Calbayog in its route, as well. The
Palawan Princess is franchised to serve the Southern
Leyte ports of Maasin and Cabalian, providing service
connections to Manila and Surigao.

- Trans-Asia Shipping Lines is serving only Maasin, of
Eastern Visayan ports, operating two vessels to that
port, and providing service connections to Cebu, Jagna,
Butuan, and, in the case of one vessel, also to Cagayan

de Oro.

- William Lines provides Catbalogan and Tacloban with a
service connection to Manila. In 1993, the shipping line
was employing the passenger/RORO vessel, MV Masbate [, to

perform services on this route, and the services of that
vessel are discussed in this LSRS report.

Besides the Leyte-Surigao services provided by Aboitiz,
Cokaliong and Sulpicio, George & Peter Lines and Visayan Transport
Co. each have a vessel franchised to operate between Cebu and
Surigao, via Maasin. The greatest competition, however, may come
from PSEI Transport Corp. which operates the MV Maharlika IT RORO
ferry between a Leyte terminal at Liloan and a Surigao terminal at
Lipata. Thus, a total of six operators are franchised, in 1994, to
operate between Leyte ports and Surigao

The Northern Samar port of Calbayog is provided w.th liner
shipping services by a vessel of the Visayan Transport Co. and by
the MV Don Martin, Sr. of Palacio Shipping, with both vessels
providing a service connection to Cebu. The MV Elizabeth Lily of
Western Samar Shipping is franchised to serve the Cebu-Catbalogan
route.
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The liner shipping services between Tacloban and Cebu face
very stiff competition from Leyte-Cebu ferry services, which
operate out of the Leyte ports of Palompon, Isabel, Ormoc,
Hilongos, Baybay and Bato. The ferry service at Isabel is a RORO
service, connecting to the port of Carmen, north of Cebu City.
Together with the general improvement of the Leyte arterial road
network, this RORO port and service is attracting cargo that would
otherwise have moved by sea between Tacloban and Cebu,

In the northern direction, it is the RORO ferries operating to
the Samar ferry ports of Allen (two private terminals) and San
Isidro (a public, Maharlika Highway terminal) that are providing
stiff competition to liner services between Manila and the Eastern
Visayan ports of Tacloban, Calbayog and Catbalogan. Much of the
former liner shipping passenger traffic has, by 1994, already been
lost to the road/RORO ferry travel opticn.

Table 2.3 presents the Tacloban Fort vessel call schedule for
1993, for passenger/cargo and general cargo vessels operating to
fixed routes, although only the passenger/cargo vessels have fixed
schedules. The table shows that, between them, the Cothong Lines
vessel and the K & T Shipping vessel were providing six services
pcr week between Tacloban and Cebu, and the vessels of Sulpicio and
William Lines (which are both passenger/container vessels), were
together providing four round-trip services between Tacloban and
Manila.

The Tacloban-Cebu services were being operated as franchised,
in 1993, except that K & T Shipping was employing the Leyte Queen,
with approximately twice the passenger capacity of the Samar Queen
identified in Table 2.1.

Table 2.4 identifies liner shipping cargo 'traffic of the
Eastern Visayas in 1992, as such traffic was recorded in shipping
operator annual reports submitted to MARINA. Points which might
A

usefully be made on the basis of information presented in Table 2.4
are:

> Aboitiz Shipping employed mainly the Elcano on the Cebu-
Ormoc route, and brought in the LLegaspi only when the
Elcano needed temporarily to be taken out of service. If
reported traffic figures are correct, the introduction of
the Legaspi on the route greatly expanded cargo volumes.
The MV Ramon Aboitiz did not operate at all on the route
in 1992,

> Gothong Shipping operated its route between Cebu and the
ports of Tacloban and Catbalogan throughout the year, but
operated to a Leyte west coast port in one month only.
If the traffic information js correct, the Don Calvino
accommodated an average of about 35 tons per voyage in
the outbound direction at Tacloban, but accommodated
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TABLE 2.3

VESSELS CALLING AT TACLOBAN PORT, 1993

: SFRV]CESCHIIDULE-‘-I-? i
E : ; ETA : G BED

PASSFNGER / CAR(,O (P/C)

Don Calvino Gothiong Lines Cebu - Tacloban - Catbalogan 881.33 57.20 671} TTh Sat. 7:30 A.M. Sun 12:00 Noon Tues -Thurs-SsL 4:00 PM. Sun 1:00 PM.
 LevteQueen K &T Cobu-Taclotan ¢ 654.44]  65.00 559| Wed Fri-Sun 7:00 AM. Wed -Fri-Sun 4:00 AM

Flo-Soccour RSL ™~ Guiuan - Tacloban 231,07~ 3750 300|Eveyotherday 5:00PM. 7 |Evaydherday 1100PM T T
_Stacey ] K&T Guitan - Tacloban 99.33 3200 327| Evayother day 5:00 PML Every other dav 1 1:00PM. T

Masbate I William Lines Magila - Tacloban - Catbalogan | 4,41127] " 799.06] " 1300| Tuesday 5:00 P.M., Saturday 11:00 AM. | Wednesday, 10-00 A Saturday 4:00 M~
_Taclobm Princess  {Sulpicio Lines Manila - Tacloban - Catbalogan 3351.24) 10450} 800| Monday 10:00 AM., Thursday 3: 00 P.M. | Monday 5:00 P.M,, Friday 1¢:00 AM.

San Lorenzo 7. Baleos Balangiga - Tacloban 5305 23.78] 48| Tues & Thurs S00AM. | Tues & Thurs. 12:00 Midnight ]
GENERAL CARGO (G(C)

Melucina J. Gumaguy Balangiga - Tacloban 45.34 25.91

Virgiu de la Asancicn 8. Caparroso Jr. Palapag - Tacloban 75.00 24.00 T o ) 7
CEarel T T Family Shipping Lincs | Danao - Tacleban X - D s T T

Paco T | Tones Carier Inc. Mandae - Tacloban 464.02 48.26] R
" Gatimcol 7 I'Catimeo Shipping | Cagayan de Oro - Taclobam | 1 100.00f  “soool T CTm e R i T T
Dign Exportar | IBEC Cagayan: de Oro - lligan - Tacloban | 1,021.91 50.99 i T CTT T
Danoyll NC. 77| Batayan- Tacloban - Bacolod | 3198 7 i4Fe| T N R D -

Glacy Iarg;l;r- R E Guiuan - Tacloban - Cebu 26732 37.00 . T T T T -
TEdagonr 7 ELpl Toile - Tacloban - Cagyan R S N e T T

Marvi < Maripipi - Tacloban 32.20 1402| :—" R
THigmn Expees ec Cagaym - Tacloban -Thigan | 1,021.51]  suo0] R T T

Tigan Trader ~ [BEC Tligan - Tacloban 1,00595] " 6850] ) I
“yhen T Y se 7T Bacoled - Tacloban - Tloilo TR S | N e T T o

Pharnie " {Tehan Shipping Maasin - Tacloban - Cebu 474.40]  51.50 ] R
TPalawwb Star  [MSLTTT T T ] Céu - Taciobun - Gen, Samos B R R e T T
_Ma_Loreto AGSLI Danao - Tacloban 44697 44.50] _ o ]
Princess Antiks | {10 Shipping Dimao - Taclcban - Polioe I | X I e
_JoscEmery TRSI Bacolod - Tacloban - Cebu 22333 37.50] T e

Pranstip VI{ 7 TpSL™ T T Cém - Taclobun - Bacoled 38077) _ Avo9| T o T

Ma. Cristina ARMCORP San Carlos - Tacloban 24937 41.02 | e
MT

Rafloro VII | CPMC | Digan - Tacloban 1 97.72]  18.86] ]

BOAT (B)

Jenwifer | CPMC | Tigan - Tacloban | 491 02f  3049] ]
Source: Philipplne Ports Anthoity
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ABOITIZ SHIPPING CORP,

TABLE 2.4
EASTERN VISAYAS LINER VESSEL CARGO TRAFFIC, 1992
( FREIGHT TONS)

HGTAL

ECAHO

CEBU  ORMC

6,345

7362

3,650

2715

3765 2373 2

950

3074

038

399951 734

ORMC  CEBU

444

330

533

e2e

218 406 10

163

302

—LigiE

3131

CEBU _ ORMC

136

16,219

6,991

s

ORMC  CEBU

39,124

26,871

124,508

MHLA  ORMC

3,169

5495

5130

MNLA SQAO

655

8237

463

604

283 442 3

129

800

sail

RENCE] I
10,265

A0  MNLA

8230

4377

4,915

7,100 4,541

ORMC ~ MNLA

6371

918

9,368

11,633

14,068| 9,661

—=

ALESON SHPG. LINES, INC,

ALESON .1

LYTZ Lot

6

ALEXANDER

25,163) 733
3303000

MNLA DOTE

369

MNLA  2BOA

191

MHLA CTBT

34

CEBU  LYTE

LYTE _ MHA

FELICIANO JR.

LYTE MNLA

276

CkBU ORMC

324

CEBU __ JMNZ

341

DVAG  TCLB

MHLA TCLR

393

NELSON

MNLA

385

TCLB
C.A. GOTHONG LINES, INC.

DON CALVINO

(%0:]

633

9%

247

265

1,248 244 737

175

CmBy

7480

1023

3,563

3102

IACC] 2012|1906

1,319

TCLB

50

CEBU

n2

199

249

338 49

CTBO

953

.38

LB

24

TAB  CDOR

TAB  BUTN

OUR LADY OF GUADALUPE

CDOR

929

835

1416

CaBy

1683

299

739

TCLB

55

25

24 121 70

MNLA

200

CEeU

115 26

JONA

IQHA _ CDOR

OUR LADY OF MT. CARMEL

CEBU __ PLMP

EVER SHPG. LINES, INC.

EVER TRANSPORT . I

MNLA 718

GO, PHILIP L.

VIKINOS

DOAS _ SCAR

220

7)) CEBU

MACABATA, DANIELL M.

JOHN DAVE

ROMD BYBY

156

SULPICIO LINES, INC.

CEBU FRINCESS

CEBU _ CRMC

2215

2,020

1417

3,134

2,122

2,801

2,050

427

CEBU  CEYO

1353

1,507

2,083
2

CIEU  M3BT

2,200

2,409

7,660

1789

3264 653

2837

1,697

1603

708

ORMC
ORMC

MIBT
MHNLA

5,361
275

380
P RAL]

336
438

377
4770

145

709 107] 1

N
3,748

225

452
1,097

5,007
5,391

260

402

85

3,137

2,309

3,828

631

959

1,010

1,196

1483

T619] _4.787] 1,552

5041

612

434

1627

1,329

1,205

1,799 1,958 400

1777

1347

163

A IR
103

EER

1177
3

203

331

1,039

1,068

1,337

1205

1,209 1,035 32

1,040

1,141

907

11

24]1

190

132

3,358

2,896

2,813

3601

21 3,009 §0

154

2476

1,038

15,576

7,656

127

105

17.657] 6923 531

8,360

610

626

781

1,001 3

1602

3,560

49

1,001

235

319

183

3,883

9,323

11,853

196

63

883

238
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TABLK 2.4
EASTERN VISAYAS LINER VESSEL CARGO TRAFFIC, 1992

( FREIGHT TONS)
(Continued)
I L, S L I,
Wi e 379 €19 ~ b IR N _ 109
MNLA CTBO il TTTTIOCT T 210 210
''''' TTctea | MNLA 106 106 106
- TCL  MNLA 934 501 1435 718
SULCON . X2
MNLa__TCLE 748] 2113|2133 5,014 1,671
3 X ] 28 179 . 200 1t
T U Tama 124777 870 T T 2117 1,059
i MNLA  ozM3 713 713 713
" Tmma poe [T 642 - - 642 642
DCTE _ MHNLA 484 484 424
OZM3  MNLA 90 90 90
TCLE  CERU 2 3 3
-v -
MNLA TCLB 1,423 1,941 3,36¢ 1,603
- TCLE _ MNLA 681 454 1,175 588]
MNLA 110! 754 754 154
WOl MNLA 210 210 210
svposoPRNC® b o
e 1018 i 7 6| 4300 7 8 6 535 5973 664
21 11 T+ § 1 53 1]
51 4 34 17 B 3¢ T4 19 8 195 24
14,585 ¢80] 1963|1171 481]_ 2,003 1244] 1160 343 24230 2,692
1,849 541 $66] 1,124 64 333 130 737 41 3628 648
hd . 2 9
U TS I AU USRI D . o -1 =
12 £34 1 846 202
400 200 - N 560 300
R 2 [4 8 4
1,673 Z1 677 012 438 136 7.400 522
? . W12 .
0| N 1} 2401 7717038 2] T T38| T Is
1 1 1
424 4 101 1,330 694 199 853 459 364 25 4450 494
27 86 13 4 46 9 33 218 34
73 57 86 79 2z 140 77 197 781 98
25 67 ... 26
22 T 22 22
9194 9,778| 9246] 62591 108021 7432] 6653 58,564 8,366
846 4941 1,260 591 4790 10271 9634 18,778 2,683
323 4442 4390 250 108] 9390 326 13471 2,210
39 124300 2283 13l 121 78] 1352 28323} A0S
6,036 6036 6,036
TRANS-ASIA SHPG LINES INC
...... AYIA THAILAKD
) _CCOR _ceBY _ f 3071 4926] 4903|5431 847] 4469 27,646 4,608
CEBU _ CLUR_ 54991 2962  4,149] 39331 3,061 17,626 3,525
- S S N SRS R S U RO st sl gy
33 33 33
R N 1= N 391 391 301
R R R 88 88 28
| 48 43 48
B B 1 N I - ! B SO 11 -
10 10 10
Y 755 7262|1061 754 594] 1311 5237 873
CECY _ JGHA 42 28 48 14 35 161 33
. __MASN_ BUTN 101 726 2z 849 283
Jewa  wwm g A9l gy 63| _ 57 36 84 380 63
BUTH  JGHA IR ) 1 I D 1 I YT 183 1,172 195
| A sy 105 29 35 29 54 38 290 48
CDOR__ JONA 266 113 304 213 66 113 1,082 180
CDOR__ MASN 94 140 128 61 42 7 472 79
COR  CERU 162 735 311 1,808 603
e e 26 26 20 m 91
MASH  CEsu 247 370 646 361 336 433 2413 402
BUTN  MAIN 7 14 113 335 14 i 250 43
BUTN __ CIaU 206 152 314 19 [ Y LE2)
MASH G 28 28 28
WILLIAM LINES, INC.
MASBATE. |
TCLB MNIA 25271 3114| 3,585{ 3649] 3031| 3,173] 33504 11,7491 2289] 2645| 2386] 1,853 33504 2792
MNLA _TCLB 14763 20,611 12,280 19,278 15,985] 25092] 21,469| 14,641] 11,812 17,551 16,994] 20,846 213,320 17,377
MNLA  CTI 1,374 59 40 233 43 103 47 40 19 [K] 45 34 2,161 180
CToG _ MMLA 28 79 141 101 173 53 70 55 2 28 14 15 781 éf
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-nearly 200 tons of cargo per voyage in the other
direction. (LSRS passenger surveys, discussed in Chapter
4 and Annex B of this report, provide evidence that
Cothong was more actively serving the west coast port of
Palompon in 1993).

> Sulpicio Lines provided some services to the Eastern
Visayas in every month but November, mainly with its
vessels, the Cebu Princesa and the Tacloban Princess. The
former served the port of Ormoc, mainly, but also served
Calbayog for several months, mostly early in the year,
The Tacloban Princess served the Manila-Catbalogan-
Tacloban route during 7 months of the year.

> One of the franchised vessels of Trans-Asia served the
port of Maasin during the first half of the year, but
then discontinued services to the port.

> Only the Masbate Uno, of the vessels of William Lines,
performed any services to Eastern Visayan ports, in 1992,
and this vessel served Tacloban throughout the year.

None of the other operators identified in Tables 2.1 and 2.2
submitted traffic information to MARINA for 1992, so it is not
possible to know the extent to which they actually operated their
franchised routes. Where ferry operators are concerned, however,
it is likely that services were more-or-less regularly operated.

Route Capacity Analysis

From the foregoing discussion, it is not useful to do any
route capacity analysis on the basis of franchises, but only on the
basis of identified actual services, including service schedules.
Following are some comparisons between route capacities and 1992
bpassenger traffic volumes for those routes where capacities can be
estimated on the basis of actual operations.

- Manila-Catbalogan-Tacloban. The combined capacity of the
Masbate Uno and the Tacloban Princess is 2100 passengers,
and, with each vessel operating two round-trips per week,
the weekly capacity is 4200 passengers per direction, and
annual capacity is more than 200,000 passengers per
direction. ' Actual traffic between Manila and Tacloban,
in 1992, was approximately 98,000 passengers, nearly
evenly divided in two directions. Additional passengers
would have embarked and disembarked at Catbalogan.
Although the LSRS has not learned the distribution of
Catbalogan traffic by route, total passenger traffic at
that port was under 35,000, in 1992, so that passenger
capacity utilization on the route could not have exceeded
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JJ percent, and was probably in the 25-30 percent range.

- Tacloban-Cebu. The combined passenger capacity of the
Don Calvino and the Leyte Queen is 1230, and with three
round-trips per week by each vessel, the approximate
weekly single direction capacity is 3690 passengers.
Annual capacity is about 185,000 passengers per
direction. 1In contrast, the two-direction total on this
route was 70,000, in 1992, with nearly 40,000
disembarking at Tacloban. That is an average capacity
utilization of only 19 percent.

- Cebu-Baybay. The ferry vessel operating the route has a
capacity for 200 passengers, and was operating to a
schedule, in 1994, that should result in approximately
200 trips operated per annum. Thus, the annual capacity
of the operator is the accommodation of 40,000 passengers
per direction. In addition to this vessel, the MV
Filipinas Siargao of Cokaliong Shipping is scheduled to
operate three round-trips per week between Cebu and
Baybay. The vessel has a capacity for 292 passengers, and
an annual capacity for nearly 44,000 passengers per
direction on the route. Passenger traffic at Baybay, in
1993, totaled 98,000 passengers, suggesting that
utilization of shipping passenger accommodation capacity
averaged 58 percent in two directions at the port.

- Cebu-Ormoc. The Aboitiz vessel which regularly served
this route, in 1992, has a passenger capacity of 978
passengers; with a schedule of three round-trip voyages
per week, the vessel has an annual capacity for
accommodation of more than 146,000 passengers per

direction. The route is also served, as one leg of
longer liner-shipping routes, by Sulpicio’'s MV Cebu
Princess and MV Surigao Princess. Combined, these

vessels can serve the Cebu-Ormoc portions of their routes
100 times per annum in each direction. The average
passenger capacity of these two vessels is approximately
740, so that they have a joint capacity for accommodating
74,000 passengers per direction each year between Ormoc
and Cebu. The combined single-direction capacity of the
three vessels is 220,000 passengers per annum. In 1992,
total passenger traffic at Ormoc was 330,000, some
portions of which were traveling’in one direction or the
other on the Manila-Ormoc route and other routes, and not
only in the Ormoc-Cebu connection. If all had been
traveling between Ormoc and Cebu, and estimated 1994
capacity had been available in 1992, then capacity
utilization on the route would have been 75 percent.

From PPA statistics, the two-way passenger volumes at the RORO
ferry terminals of San Isidro and Allen, in 1992, were 463,000 and
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397,000, respectively, for a combined total of 860,000. Not all of
these were long-distance passengers coming from and traveling to
the National Capital Region (NCR), but the fact that it is nearly
9 times the passenger volumes accommodated on the Manila-Tacloban
liner shipping route is nevertheless worthy of note. According to
one of the two operators serving the Manila-Tacloban route, the
loss of passenger traffic to road transport/RORO ferry is
continuing, and may make it unremunerative to serve the route with
a passenger/cargo (container) vessel in the future.

The ferry between Liloan and Lipata has a capacity for 400
passengers, so that it can accommodate more than 140,000 passengers
per direction per year. In 1992, traffic was 71,000 passengers in
the northward direction and 56,000 bassengers in the southward
direction, i.e., approximately 50 percent and less than 40 percent
capacity utilization, respectively.



PORT OF TACLOBAN, LEYTE

RORO vessel with separate entry and exit doars for embarking
and disembarking passengers.

i

A passengers/cargo RORU vessel.
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3. CARGO SERVICES EVALUATION
Introduction

Somewhat over a decade ago, two island linkages were
established that have since altered the pattern and role of
shipping services provided to the islands of Samar and Leyte. Both
of these island linkages, one being the establishment of RORO
services between Samar and Luzon and the other being the
construction of the San Juanico Bridge between Samar and Leyte,
form links in the Maharlika Highway. The RORO ferry services,
which ply between the Sorsogon port of Matnog and Samar terminals
at Allen and San Isidro, have converted a sizeable proportion of
bPdssenger travel between the Eastern Visayas and Luzon from
shipping to the road/ferry route. The bridge converted short-
distance passenger volumes from sea to road transport, and expanded
the hinterland of the Leyte port of Tacloban, for both cargo and
passengers, to include a significant portion of Samar Island.

These changes are still evolving, as there is some evidence
that the road/ferry mode is becoming competitive for Luzon-Eastern
Visayas cargo traffic, and continued improvement of the Samar and
Leyte road networks is likely to result in further expansion of the
Tacloban port hinterland.

The following section of this chapter discusse., the Cargo
traffic at the ports of Samar and Leyte. Subsequent sections of
the chapter present an evaluation of the liner shipping cargo
services provided to these two islands. The evaluation is divided
into three parts: first, the LSRS examines the adequacy of cargo
services from the standpoint of available capacity to accommodate
all cargo transport demand, taking into account the appropriateness
of the capacity and service connections; second, cargc services
are examined for their service standards, oprincipally their
adherence to service schedule and the avoidance of cargo
deterioration, damage or loss; and finally, the charges for
shipping services are considered, to ensure that they are
reasonable and are more-or-less in line with official tariff ranges
(i.e., fork tariffs). Anniex A presents the detailed shipper,
shipping operator, and other survey information which forms the
basis for the evaluation presented in this chapter.

Ports and Cargo Traffic
Samar
Other than the northern public and private RORO ferry ports,
the island of Samar is served by five public ports, as loading and

unloading points for both cargo and passengers, namely: Catbaliogan,
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Calbayog, Guiuan, San Jose Carangian, and Borongan. The ports of
Catbalogan, Calbayog, and San Jose Carangian serve the hinterland
of Northern Samar and the ports of Guiuan and Borongan serve the
municipalities of Eastern Samar. All the public ports of Samar
Island handle only domestic cargce, which is mostly shipped as
Lreakbulk cargo. The 1992 cargo traffic volumes and seasonality
indices computed for these ports are presented in Table 3.1.

The cargo tonnage handled in the port of Catbalogan amounted
to 91,868 mt in 1992, with inbound cargo volume almost equal to
cutbound cargo flow. There was very little containerized cargo,

while bulk cargo, virtually all copra, comprised 21 percent of
total cargo handled and the remainder of the cargo was breakbulk
cargo. Cargo traffic for the single month of December was 49

percent above the monthly average and more than 140 percent higher
than the leanest month of November.

The port of Calbayog registered cargo tonnage of 57,800 mt in
1992, with outgoing cargo accounting for 60 percent of total
volume. More than 50 percent of total tonnage comprised outward
movement of copra, shipped in bulk aboard trampers, whereas all
inward cargoes were breakbulk, and comprised 40 percent of the
port’s traffic. The lowest monthly cargo tcnnage was in August,
when throughput dipped to under 1,000 tons, and there were no
outward shipments of copra.

The port of Guiuan registered a cargo throughput of 13,514 mt
in 1992, entirely breakbulk. Guiuan had a good balance of traffijc
in two directions, and seasonality was not pronounced, ranging from
64 to 144 percent of the average month.

Total cargo tonnage at the port of San Jose Carangian was
20,547 mt, of which bulk cargo, all outgoing, comprised 89 percent
of cargo handled. Cargo traffic during the two-month period
October-November accounted for almost 50 percent of total cargo
volume, -

The port of Borongan had the lowest cargo tonnage of any of
the Samar ports, just 6,279 mt. Incoming cargo comprised 94
percent of total cairgo volume. Cargo handled in bulk was 63
percent of the total tonnage. Cargo traffic during the three-month
period, May-July, accounted for 40 percent of total cargo handled
in 1992.

The aggregate cargo tonnage of the five Samar ports was nearly
190,000 mt in 1992. Total inbound cargo traffic, which amounted to
36,857 mt, accounted for less than half (46 percent) of total cargo
tonnage and outbound cargo traffic comprised 54 percent of the
total* cargo traffic at the five ports. As regards type of
handling, cargoes handled were predominantly breakbulk (58 percent)
and bulk (38 percent) and very little cargo was containerized. The
lowest traffic volumes were recorded during the period January-
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SAMAR ISLAND PORT

CARGO TRAFFIC , 1992
(In Metxic Tons)

Table 3.1
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March, but the month of least traffic was August.

Table 3.2 indicates the 1993 cargo traffic volumes at the same
five ports of Samar. The port of Borongan almost ceased to operate
in 1993, and Guiuan Port suffered a sharp decline in cargo volumes,
but the other three ports considerably increased their volumes of
outbound cargo shipments. The five-port combined cargo throughput
exceeded 264,000 tons in 1993, approximately 39 percent up from the
preceding year. Outflows increased by a greater extent, rising to

74,000 tons in 1993, from only 103,000 mt the preceding year,
which represented a rise of 69 percent. It is pertinent to the
LSRS, however, that more than two-thirds of total cargo outflows
from these principal ports of Samar constituted bulk cargo (nearly

20,000 mt in 1993). Copra shipments are, in 1994, mostly
accommodated by barges and other tramper vessels, partly as bulk
and partly as breakbulk cargo. Thus, the rapid increase of Samar
cargo outflows by sea, in 1993, did not necessarily result in any
significant rise in the accommodation of outbound cargo by
interisland liner shipping.

Leyte Island

Other than the Maharlika Highway ferry terminal at Liloan,
Southern Leyte, there are nine principal public ports which serve
the hinterland of Leyte and Southern Leyte. The ports of Leyte
Province are Tacloban, Baybay, Ormoc, Isabel, and Palompon, and the
ports of Southern Leyte include Maasin, Cabalian, Hilongos and
Bato. These ports fall uncer the jurisdiction of the PPA Port
Management Office of Tacloban. The port of Tacloban is the PPA
baseport, and accounts for more than 50 percent of the total cargo
traffic of Leyte Island ports.

Table 3.3 presents the inbound and outbound cargo traffic and
the seasonality indices for 1992 for seven of the Leyte Island
ports.,

Total cargo tonnage, domestic and export, for the port of
-Tacleban amounted to 448,563 mt in 1292, and comprised 64 percent
of the total tonnage of the seven ports. Domestic cargo handled in
the port of Tacloban constituted 94 percent of that port’s total
cargo tonnage., There were more incoming cargoes than outgoing,
with the former constituting 62 percent of total traffic. Inbound
traffic consisted of breakbulk (66 percent) and containerized (34
percent). Outbound cargo was mainly bulk (70 percent). Export
cargo handled was all bulk, and all copra. The fact that only 30
percent of the outhbound cargoes from the port comprised breakbulk
and containerized cargoes tends to create an imbalance of
interisland liner shipping cargoes in two directions. Any large
imbalance, in turn, tends to limit the attractiveness of liner
shipping routes serving the port.



TABLE 3.2

SAMAR ISLAND PORT

CARCGO TRAFFIC, 1993
( In Metric Tons)
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Table 3.3

LEYTE ISLAND PORT

CARGO TRAFFIC, 1992
(In Metric Tonx)

AR TOTAL|" AVK -
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Table 3.3

(Continued)
LEYTE ISLAND PORT
CARGO TRAFFIC, 1992
(In Metric Tons)
BATO
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wurce ; Piallippine Ports Antherity
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The port of Baybay registered total cargo tonnage of 19,875 mt

in 1992. There was a good balance of cargo flows in two
directions, with outgoing cargo comprising 53 percent of total
tonnage. Cargo traffic registered was much higher during the

period, October-December, than during the first three quarters of
the year.

Cargo tonnage handled in the port of Ormoc amounted to 135,342
mt in 1992. Inbound cargo, which was mainly breakbulk, comprised
54 vercent of the total tonnage. Outbound cargo was comprised of
bulk cargo (42 percent) and breakbulk cargo (51 percent). Cargo
traffic during the period August-December was 26 percent above the
monthly average for the whole year.

The port of Palompon registered a cargo throughput of 34,387
mt in 1992, Inbound cargo comprised 70 percent of total cargo
tonnage, which was all breakbulk. Outbound cargo was comprised of
breakbulk (53 percent) and bulk (47 percent).

The port of Hilongos registered total cargo tonnage of 20,520
mt in 1992, all breakbulk. Incoming cargo accounted for 70 percent
of total volume. Average cargo traffic flow during the months of
September, November and December was 40 percent above the monthly
average.

The port of Bato had the lowest cargo traffic among the seven
Leyte Island ports, of just 7,042 mt. Around 60 percent of the
cargo handled at the port was incoming. Cargo flows were more or
less evenly distributed throughout the year, with the exception of
the month of December, when cargo tonnage was 23 percent above the
monthly average.

The combined tonnage for the seven Leyte ports amounted to
696,570 mt in 1992. Incoming cargo was larger in volume than
outgoing, accounting for 61 percent of the total domestic cargo at

the seven Leyte ports. As regards type of handling, cargoes
handled were predominantly breakbulk (58 percent) and bulk (25
percent) and the rest were containerized. The lowest traffic

volumes were recorded during the first half of the year and cargo
volumes picked up in the second semester of 1992,

Table 3.4 presents the seasonality of cargo traffic flows in
the routes connecting Tacloban with other ports and seasonality is
shown graphically in Figure 3.1. Two-directional cargo imbalance
existed in the Manila-Tacloban-Manila route. Cargo traffic, for
1992, in the Manila-Tacloban direction, amounting to 72,000 mt, and
was four times the cargo traffic registered in the Tacloban-Manila
direction, viz. 17,620 mt.

Cargo Voiumes peaked in the periods of April to July and
November-December in the Maniia-Tacloban direction. Almost 74
percent of the total cargo accommodated on this route was
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TABLE 3.4

CARGO TRAFFIC AT TACLOBAN PORT, BY SHIPPING ROUTE AND DIRECTION 1992

( In Metric Tons)
IC P k TOTALA:
6,869 7,611 6,888 8582 91,5194
Conventiogal 902 1,009 1,813 4,089 1,107 4,385 1,588 1,124 1,359 586 467 1,010} 19430 1,620
Contsinerized 3,842 4,572 5469 4,451 6,352 4,845 6,685 5,745 6252 6302 8,116 9,149] 72,0201 6,007
Seassmiity Index 62 73 98 112 100 122 168 90 1064 9% 113 133 ‘
 Tacloban-Manlia 1,153 2,156 2,285 1,261 1,618 2,228 1,173 1,510 1,980 1438 1,785 2,187} 20,745 1,729
Conventional 314 1,052 31 k* ) 359 39 246 559 109 148 18§ 87 3123 260
Containerized 89 1,108 2,254 1,227 1,259 2,189 927 969 1,871 1287 1,633 2,070] 17,520 1,468
Seasenmlity Index 67 125 132 73 94 129 68 87 118 3 103 128
Tadoban 4,065 2,764 5,896 5,926 3,631 4,261 5579 4,089 5,598 4444 3,762 6,914 57,298 4,715
Conventional 2,673 2,537 4,729 4,692 2339 3,032 5,157 2,564 4,427 2,398 2,272 4,851] 41912 3493
Contsinerized 1,392 227 1,166 1,233 1,252 1,228 822 1,495 1,171 1,846 1,499 2,023] 15,386 1,282
Seasonality Index 85 58 123 124 76 89 125 8% 117 93 79 145
Tacloban-Cebu 407 261 1,836 723 1,503 1,903 1,502 1,071 1,450 938 3,382/ 1,755] 16,725 1,394
Conventional 297 230 1,684 493 1,319 1,452 1,018 762 77 662 3,015 1,211 13,121 1,093
Containerized 110 n 146 230 184 451 484 308 473 276 367 543 3.604 300/
Seasonsllty Index+ 29 191 131 52 108 137 108 77 104 67 243 126
Guinan-Tacdoban 626 677 426 393 1,158 420 637 678 667 268 565 563 7380 615
Seasonaliry Index 102 110 68 64 188 68 104 110 108 174 92 92
Tadoban-Geluan 850 874 805 551 633 879 6354 564 484 3281 327 398 7347 612
Sessonality Index 139 143 131 90 193 143 107 92 79 24 53 (1
[olle- Taciobsn 2,020 727 506 120 548 558 595 449 1,978 3433 2,519 1,873] 13315 1,276
Semsonality Index 158 57 40 9 43 43 47 34 15§ 269 197 147
 Tacloban-Tiollo - - - - 210 - - 1,199 120 - - 33s 1,864 155
Seasomality Index - - - - 13§ - - T2 77 - - 216
Digan-Tacloban 2,446 1,856 1,896 3,403 - 2,017 $60 1,000 . 2,198 - 1,504] 17,280 1,440
Sessanality Index 170 129 132 236 - 140 67 69 - 153 - 104
Tacloban-Iigan 5,608 9,005 2450 - 3,000 572 10,035 8,753 6,842 9,744 7,608 6,788} 75,520 6,293
Seasonality Index 89 143 - 48 21 159 139 109 158 121 107
Mandmie-Tacleban 1,654 1,600 556 686 2,192 1,342 1,649 979 822 . 838 1,654] 13,902 1,117
Sessonality Index 152 143 50 61 196 120 94 B7 T4 - 75 148
Ta cdoban-Mandage 897 916 312 458 695 898 368 754 392 254 478 2,301 8,765 73
Seasonality Index 123 1258 37 64 95 123 50 103 54 35 65 315
Bacolod-Tadoban 250 1,009 670 513 579 740 4504 531 1,442 450 7401 1,100 8,474 706
Seasonality Index 35 143 ys 73 82 10S 64 75 204 64 185 156
[Taclaban-Bacolod - - - - 120 - - - - . - - 120 10
Scasonality Index - - - - 1,209 ; - - - - - .
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FIGURE 3.1

SEASONALITY OF CARGO TRAFFIC

AT TACLOBANPORT, 1992
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FIGURE 3.1
(Continued)
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containerized. In the Tacloban-Manila direction, cargo volumes
peaked during the months of February, March, June, and November-
December. Cargo was 85 percent containerized in this direction.

In the Tacloban-Cebu direction, the cargo traffic volume was
only 16,725 mt in 1992, equivalent to about 30 percent of the total
cargo volume of 57,300 mt in the opposite, Cebu-Tacloban direction.
Cargo traffic in the Tacloban-Cebu direction was lowest during the
months of January to February and peak volume occurred in the month
of November, which was 140 percent higher than the monthly average.
Cargoes shipped to and from Cebu, despite the provision of service
by a passenger/container vessel, were predominantly breakbulk.

In the Cuiuan-Tacloban direction, peak volume occurred in May
and was 88 percent above the monthly average. In the opposite
Tacloban-Guiuan direction, highest monthly cargo volumes were
registered in February and June, more than 40 percent above the
monthly average computed.

Peak months for cargo traffic in the Iloilo-Tacloban route
direction were during the period September to January, while during
the rest of the year, the monthly cargo volumes were below 50
percent of the monthly average. In the opposite Tacloban-Iloilo
direction, cargo traffic was recorded to occur in just four months
of 1992, with the peak volume recorded in August. Outgoing cargo
volume from Tacloban destined to Iloilo was only 12 percent of the
total incoming cargo volume from Iloilo.

In the Tacloban-Iligan direction, the cargo tonnage shipped
out was more than 300 percent higher than incoming cargo volume
from Iligan. This was due to the heavy movement of copra to Iligan
processing mills. The opposite trade pattern could be discerned in
~the routes Mandaue-Tacloban and Bacolod-Tacloban direction, where
incoming tonnage to Tacloban was higher in volume thkan outgoing
cargo traffic,

Table 3.5 identifies the cargo volumes which were accommodated
at the same seven ports of Leyte in 1993. There was an overall
growth of cargo traffic for the seven ports of about 6.6 percent,
as cargo throughput grew from slightly less than 700,000 mt 1in
1992, to more than 742,000 mt the following year. Cargo traffic
declined slightly at Tacloban Port, but this decline was more than
offset by high percentage increases in cargo traffic at four of the
other ports, viz: Ormoc (30.3 percent), Baybay (24.6 percent),
Maasin (42.3 percent), and Bato (42.8 percent). Although the west
coast ferry ports of Palompon and Hilongos suffered declines in
their respective cargo throughputs from 1992 to 1993, the overall
trend from 1992 to 1993 was definitely toward greater reliance on
the west coast ports in comparison with past heavy reliance on the
port of Tacloban. This trend is not surprising, because the
improvement of the Leyte arterial road network, which has been
proceeding over several years, permits shippers and travelers at
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TABLE 3.5

LEYTE ISLAND PORT

CARGO TRAFFIC, 1993
(In Metric Tom)

CTASSICAT
ACLOBAN

Total Cargo Throughpat 3081 NAW_ 372641 38,9771 AL 11,M0]_H3,381] 36009 AI846] 442515 36,903
Domestic 2081] 37650 249%2] 30983 31660] 37,264] 29.777] “IBO01| 42340 40,181] "35.695| 23 846| 416,712| 34,736
Inbound 13,067 24942 18,857] 21,083 24,1731 26,718 20,782] 24,612 20,716 270 2,128 29,758] 274915 22,910
Breskbulk 7497) 15,632| 11,506 12,857 13.727| 15,535 10,1191 13,340 12019 17,537{ 12302 17163 139484 13290
Contaicrired 5,57 9,310 7351 82261 10,445 11,133| 10,663 11,072 8,697 9,34z 10,826 12,595 115,431 9,619
Outhound . 9,014| 1228 7,073 9,809 T,496] 10,346 89051 1437 21,624 13,102 12,874 14,088] 141,797 11,816
Breskbulk 1,302 1,110 838 3,241 1,658 1,280 1,877 1,300 1,361 1,209 1,823 2,024] 19,318 1,626
Bulk 5,839 9,385 5,124 3,038 431 6,800 53371 10,903 17288 9,827 9,133 _1_(2149_ 99,134 8,261
Contsinenzed 1,679 2,213 1,116 1,620 1,518 2,466 1,741 2,173 2,778 1,976 1,913 194 Iy 148 1,929
Fordgn . 5,000 2,756] 2,750 4200|2700 5,100 2100] 2,100 26,106]  2.176

Liagurl (breukbulk) 3,000
Brpart (ulk)

omestic Cargo L3] 9201 6AT TLIGAT 133] 902 129] 13| i3z 18] 1I20] 128 14®1] 1241
Tnhound (hreakhulk) 1,047 633 47 608 o4 o0 /13 f13 RRR !
9

Demestic Cargo 8] 3,01 T4A]__ 2071 1389|3433 1760
Tnhoaind (bresichull) 668 1,243 a7 ]32 an 601 637

1,027 1,374 444 1,550 1,370 1477 1,520/ 12,214 1,018
Breakbull: 376 439 369 339] . 303 260 387 444 618 679 306 1,027 3,749 L1y

[Total Cargo Throughpwt 38,106) 64,607| 48918] 377333 34.547| 61,0891 359840] 71,139 78,1831 ,558] 68,720 72826| 742,816 61,901

Domestic 38,106| 30607| 48918 34,377 31,97] 61,080] 33640] 69,019 73,033{ 68458] 63,620 73,826 716,710] 39,726
Inbouud 20866| 36357| 30915] 33,108 35,547| 40,268] 36,552 40,723 37,060] 43,987 38205 s50480| 445177] 37,008
Breakbulk 14870] 27,002] 23.564] 24881 26,191] 29,135] 24870 27.691 25,348 32951] 25,162 ; 5,740] 317606] 26.467
Conteinerived 35996 9355 7,351 8,226 0456 11,133] 1i682] 13,002 11,512 1,086] 13043 4,749] 127,574] 10,631
Outhound 17240] 23,250] 18,003 21 459 5,150] 20 19088] 28,296] 35993 24471 254181 22337 3 71,333] 22428
Dreakbulk 7,085 9,894 9,772 11,438 7,861 9,755 89851 12318] 13335 8,430] 11,983 7,777 119,663 9,97
Bulk 8,460] 10975 7,113 6,806 35383 8.533 7921 13,5 19,36] 13,724 11434] 12,208] 135923 10,494
) Cog_az_nggzg ] 1,695 1,381 1,116 2,138 1,906 2,533 2,180 2,458 2912 2,297 1,976 2333 239471 1162
[Favegn 5,000 2,756 2,750 4,200 2,100 5,100 2,100 2,100 26,106 2,176
Import (brexkbulk) 3,000 3,000 230
Export (bulk) 3,000 3,756 2,750 4,200 3100| 2,000  2,100] 2,100 23,106 1,926
Grand-total

Bulk & Containwised) 38,106] 64,607] 48918] 57313 34,347] 61,080 30340 7,119

'Note: At berth only
Sonrce : Phittppine Ports Ambortty 3 7



Tacloban, in 1993-1994, to economically use the west coast ports.

Adequacy of Appropriate Cargo Service
Capacity and Linkages

As discussed in Annex A, there were alternative fneans of
transport available to shippers as the LSRS survey team !earned,
depending on the type of cargoes and shipment destination.

The regularly scheduled shipping services in the Manila-
Tacloban-Manila and Cebu-Tacloban-Cebu routes serve the majority
of shippers in Leyte, including shippers of general merchandise,
animal feeds, bottled cargoes and general cargo. Shipping capacity
in these routes was fairly adequate in one direction, i.e. from
Tacloban to either Manila or Cebu, mainly because of the fairly
small amount of outgoing cargoes from the hinterland being loaded
on liner vessels. There was, however, an apparent lack of liner
shipping capacity in the opposite direction, i.e. from Manila or
Cebu to Tacloban, which was attributed to the large cargo volumes
loaded in shese ports destined to Tacloban.

Major Commodities.

The adequacy of shipping services provided to various shippers
is summarized per commodity shipped below:

Copra

The large copra traders and shippers have limited their
shipment of copra on liner vessels destined to Cebu, considered to
be a secondary market for copra. By 1993, only the small shippers
were still utilizing liner ‘shipping services in shipping copra
destined to Manila or Cebu. The regular shippers, who ship copra
in bulk to the major processors in the vicinity of Iligan, have
been chartering tramper vessels for several years. One factor
which has been influencing this trend is the continuing absence of
any liner shipping capacity between Iligan and Tacloban. One large
copra trader has its own vessel fleet which it utilizes in
transporting copra to Iligan coconut oil mills on & regular basis.

There was no available shipping capacity connecting Tacloban
with other potential markets for copra, such as Lucena, Quezon. A
shipper indicated that the possibility exists for a direct liner
service between Tacloban and Batangas, and from the latter port,
the copra shipment could be transported by land to Lucena.

Crains

Grain traders who have been procuring both rice and salt from
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San Jose, Occidental Mindoro, during certain months of the year,
utilize tramper vessels for these shipments, due to the lack of any

liner shipping connection between Leyte and Mindoro. Shipment
volumes have to be fairly large, however, at least 2,000 mt, to
enable shippers to economically charter vessels, The shippers

indicated to the LSRS that they would prefer obtaining their
supplies on a more regular basis, and in smaller quantities. In
their opinion, there is potential for introducing regular liner
service between Tacloban and Batangas, to enable shipments of rice
and salt originating from Mindoro Island to be shipped on a fairly
fcgular basis. The proposed diicct service between Tacloban and
Batangas may directly benefit ncot only shippers of rice and salt,
but also Mindoro traders of other commodities such as fruits,
vegetables and livestock, considering that Leyte is a deficit area
in these agricultural products, whereas they are all produced in
surplus on Mindoro Island.

Another principal source of grains for Leyte and Samar islands
is Iloilo, which is a major surplus area for rice in the Visayas.
Due to the lack of a liner shipping service connection between
Panay Island and Tacloban, traders have been chartering tramper
vessels to accommodate these shipments to the Eastern Visayan
Islands. Their other option for shipment has been transshipment of
the rice at Cebu, but inadequacies of Cebu Port have made that
option less attractive than the chartering of tramper vessels.

Shippers of grains who ship rice from Tacloban to Guiuan in
consignment sizes of 100 bags or less indicated to the LSRS that
they were being adequately served by the regular shipping service
between these two ports.

Shippers of rice based in Catbalogan, Samar complained of the
inadequacy of shipping capacity in the Manila-Catbalogan route, due
to the refusal of the liner shipping operators serving the route to
accept the rice shipments from Manila destined for Catbalogan.
This situation has forced the rice shippers to ship through the
port of Tacloban, thereby incurring the cost of transporting the
rice shipment to Catbalogan by truck. The incremental cost
amounted to P10 per sack in 1993,

Fishery Products

Fishery products which are for export must wusually be
transshipped at Manila, yet there has been an apparent lack of
shipping capacity for the accommodation of refrigerated cargoes on
the Tacloban-Manila route. One shipper of fishery products has
acquired his own truck fleet, and now transports his refrigerated
cargo by the road/ferry transport option to the port of Manila.
Other shippers who were selling fishery products to markets in
Manila (i.e., not for export) were also not utilizing the direct
Tacloban-Manila shipping service, but preferred the employment of
land transport service from Tacloban to Manila. Despite the

39



adequacy of shipping capacity in the Tacloban-Manila direction,
road transport was preferred by these shippers mainly due to the
avoidance of port cargo-handling costs, the availability, frequency
and cost comprtitiveness of trucking services, and the convenience
of direct delivery to market destinations in Manila.

Other Tacloban fishery product shippers, who ship to export
markets, have opted to use the RORO ferry service which operates
between Isabel, Leyte and the port of Carmen, north of Cebu City.
This transport option permits them to use the refrigerated cargo
capacity which exists on the Cebu-Manila route. The route is made
more attractive to the shippers by the fact that the Aboitiz
vessels serving the Cebu-Manila route have direct access to the
Manila International Container Terminal (MICT), thereby
facilitating the Manila transshipment.

In moving their fishery products to Cebu, the Tacloban
shippers have preferred the road-ferry-road option over the direct
sea transport option mainly because it was cheaper (the shippers
indicated that they were saving P5,500 per container in 1993). The
option was also found to be quicker and more reliable, particularly
because the domestic port at Cebu does not permit ready vessel
access to docking facilities during periods of low tide. Although
the Tacloban shippers did not evince dissatisfaction with their
current shipping arrangements, their least-cost shipment option
would clearly be to avoid the need for a Cebu transshipment
altogether, if adequate refrigerated cargo capacity would be
provided between Tacloban to Manila.

Shippers of fishery products which originated from Guiuan
indicated to the LSRS that they were being adequately served by the
regular Guiuan-Tacloban ferry service.

The regular shippers of fishery products based in Catbalogan,
Samar noted the adequacy of shipping service in the Catbalogan-
Manila route direction for their shipment of marine products packed
in styrofoam boxes. However, the fish dealers had not oeen
availing of these shipping services for two years (i.e., 1992-
1993), due to the advantages of road transport which included:
reduced delivery time (an 8-hour saving); competitive freight
rates, with avoidance of payments for port cargo-handling services;
a flexible schedule for shipping; the convenience of direct
delivery to the consignees; and ease of collecting for cargo damage
losses, if any.

A few of the Samar shippers of fishery products argued, on the
other hand, that additional vessels should be franchised to provide
services In the Catbalogan-Manila and Catbalogan-Cebu routes,
considering the infrequeacy of existing shipping services. They
pointed out that one of the operators serving the Manila route was
simply not accepting highly perishable cargo, such as fishery
products, at Catbalogan.
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Bottled Cargo

According to shippers interviewed by the LSRS, in 1993,
regular liner shipping services were providing adequate shipping
capacity to shippers of bottled cargoes which originated from
Manila and Cebu. Shipping operators were reportedly giving
preference to shippers of bottled cargoes mainly due to the
regularity of their shipments, as well as the relatively high
tariff for bottled cargoes, which fall under Class A commodity
category (i.e., the highest-paying category, as MARINA has
classified commodities for tariff identification purposes). Shut-
outs of such cargo, therefore, were rarely occurring, even during
peak months of sea cargo traffic.

General Merchandise

Shippers of general merchandise complained of the lack of
adequate capacity in the Manila-Tacloban and Cebu-Tacloban route
links, particularly during the peak months of cargo traffic. Shut-
outs of shipments were being experienced, in 1993, due to a
shortage of container vans.

Sugar from Iloilo was being shipped aboard chartered tramper
vessels, due to lack of direct liner shipping service between Panay
Island and Leyte. Small shippers of flour noted the lack of
container capacity in the Cebu-Tacloban route, particularly during
peak months, resulting in shut-outs of their shipments.

Shippers of general merchandise based in Cuiuan were being
forced to ship via Tacloban due to the absence of a direct shipping
service between Cebu and Guiuan. Hence, these shippers were
incurring additional sea freight and handling cost and additional
travel and transit time. The shippers indicated that they either
required a direct liner service to Cebu, or they needed a RORO
ferry service to Tacloban, in which case their trucks could proceed
to Cebu by crossing Leyte and using the Isabel-Carmen RORO ferry.

Principal Routes

In addition to the foregoing discussion of adequacy of
shipping services provided to the shippers of a few principal
commodities and commodity groups, the adequacy of shipping services
in certain routes is discussed in the following paragraphs.

Tacloban-Catbalogan

The Tacloban-Catbalogan route has been greatly affected by the
opening of the San Juanico bridge in the 1980s. This bridge has
resulted in the provision of trucking and regular bus services
between Samar and Leyte. One shipping operator who used to provide
shipping service in the Tacloban-Catbalogan route indicated to the
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LSRS that services had had to be discontinued due to financial
losses incurred, as cargo and passenger volumes sharply declined.
Effectively, the construction of the San Juanico Bridge has
rendered shipping services between Tacloban and a large portion of
the island of Samar superfluous.

Manila-Tacloban

Shut-outs of cargo were commonly being encountered, in 1993,
due to the large volume of cargo from Manila destined to Tacloban.
Therc was a shortage of container vans available to shippers in the
Manila-Tacloban direction.

The survey of liner shipping operators identified that the low
volumes of passenger and cargo traffic in the Tacloban to Manila
direction had directly affected the viability of providing the
regular weekly liner service in the route. One liner operator
indicated that they had under consideration possibly quitting the
Tacloban-Manila route, since it had become unprofitable for the
company; according to the shipping line, their operating expenses
incurred on the route were significantly higher than their
revenues. This shipping line explained that the majority of
interisland passengers had already diverted to land transport, and,
further, that the depressed economy of the Eastern Visayas had
adversely affected the level of passenger travel demand and caused
a decline in the commodity consumption of the Eastern Visayas.

To respond to the problem of cargo trade imbalance and the
seasonal demand and supply of cargoes, as well as to the diversion
of passenger traffic to road transport, shipping operators might
look into the potential for converting from infrequent calls by
large passenger/cargo vessels to more frequent calls of smaller,
pure cargo vessels. This should result in lower operating costs to
the shipping operator and, at the same time, adequately serve the
transport needs of both regular and small shippers,

Cebu-Tacloban

As discussed in the previous section on cargo traffic, a two-
directional cargo traffic imbalance exists on the Cebu-Tacloban
route, with cargo traffic in Cebu-Tacloban direction being greater
in volume than in the opposite Tacloban-Cebu direction. Such a
trade pattern created an oversupply of shipping capacity in
Tacloban-Cebu direction, and excess demand in the opposite Cebu-
Tacloban direction. Shut-outs of cargo in Cebu were, thus, being
experienced, particularly during the rainy season, with delays of
2-5 days before the shut-out cargoes could finally be shipped.

The majority of shippers indicated that they preferred that
their cargoes be containerized and desired that another
passenger/container vessel be franchised to eliminate the problem
of apparent lack of container vans in the Cebu-Tacloban direction,
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and meet the container capacity required by shippers.

Cargo Service Standards

Major Commodities

Following is a discussion of cargo service standards, as these
were identified for the LSRS by shippers of different types of
cargo.

Copra

Small shippers of copra were continuing, in 1993, to utilize
regular liner services for shipping copra to Cebu in sacks, in
consignment sizes of 500 tons to a maximum of 1,000 tons. The

shippers indicated that they found the liner services to bhe fairly
reliable for the accommodation of these shipments. The regular
liner vessels were also being utilized to transport copra cake in
container vans destined to Manila.

One Samar trader was shipping copra on tramper vessels via the
port of Borongan, rather than through the port of Tacloban,
destined for Cebu, because, he explained, he wanted to avoid paying
high pilotage costs at Tacloban Port (these high costs arise
because of the problem of shallow water at the entrance channel of
the San Juanico Strait, and the logistic difficulties of moving
pilots to the nothern entrance of the Strait, 32 kilometers from
the port).

Copra, which was mostly shipped in bulk in consignment sizes
of 2,000 mt and above, was being adequately served at Tacloban Port
by chartered tramper vessels.

Grains

Shippers of rice who were shipping to Cebu aboard a
passenger/container vessel had been experiencing delays, in 1993,
due to repeated engine trouble of the vessel, with a frequency of
approximately once every month. The passenger/container vessel
was, nevertheless, preferred by the shippers over the conventional
passenger/cargo vessel which was also serving the Tacloban-Cebu
route, since pilferage was minimized when rice shipments were
containerized. In contrast, pilferage was commonly compiained of
by shippers whenever their rice was shipped as breakbulk cargo.

Agricultural Inputs

Shippers of agricultural inputs, such as animal! feeds and
agricultural chemicals, expressed themselves as being satisfied
with the liner shipping services they were utilizing, and noted
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that the services were quite reliable. Delays were being
encountered during the rainy season, but these delays did not pose
much of a problem since shipments could generally be accommodated
in the next vessel scheduled. Pilferage, although being commonly
experienced, was equivalent to less than one percent of total
shipment volume. Losses of such limited magnitude were reportedly
quite difficult to claim.

A few shippers noted that cargo damage was generally limited
to less than five percent of total shipments. Pilferage losses
amounting to only few kilos were more difficult to claim than if
losses were of a number of sacks. One shipper indicated that
pilferage losses might be valued at about P1,500 when 150 kilos of
feeds was missing. Such losses in shipment were due either to
pilferage or to cargo-handler mishandling of bagged cargoes. Both
causes of loss represented long-time problems. Although bot:
operators and shippers had long ago fully recognized the extent of
these problems, nothing had so far been effectively done to
eradicate them.

Bottled Cargoes

Bottled cargoes were mainly being shipped on regular liners
from Cebu and Manila. From Manila, breakage of bottled cargoes
inside a container van was reported to be a common occurrence, and
was ascribed to improper handling, by the crane operator and/or the
forklift operator. Shippers were able to claim damage losses from
the arrastre contractors and indicated that they had not found it
difficult to obtain reimbursement for cargo damage. Bottled
cargoes originating from Tacloban were, by 1993, being transported
by land to areas in Samar such as Catbalogan, Borongan and
Catarman, as well as to other parts of Leyte, due to the improved
road networks of the islands, and this trend was anticipated by
shippers and consignees to continue in the future.

GCeneral Merchandise

Onboard vessel pilferage was reported to be common for general
merchandise shipments since some vessel crews had developed the
practice of taking goods from the packages/cartons. Pilferage
losses were also reported for sugar and flour shipments, running at
about 2 kilograms for every 10 sacks. Likewise, pilferage was
commonly experienced in the case of vegetable shipments. Claims
for damages were reported to bhe very difficult to obtain.

Fishery Products

There were small shippers of wmarin. products based 1in
Catbalogan, Samar who were inconverienced by the infrequency of
shipping service in the Catbalogan-Manila route direction, with
only once-a-week service. Only one of the two passenger/cargo
vessels providing service to Catbalogan was accepting marine

44



product shipments.

Delays in shipment were being encountered due to non-
adherence to vessel schedules, and this was a major concern to
shippers of fishery products, considering that this type of cargo
is highly perishable.

Principal Routes

Highlights of service standards in the principal liner routes
connecting Tacloban with other interisland ports are presented in
the following paragraphs. :

Manila-Tacloban

In 1993, one operator had instituted the practice of providing
regular shippers (those shipping with the company since 1980) free
container stuffing service, as an act of goodwill. Shipping
services provided were reliable, according to shippers, and the
shippers expressed satisfaction with the quality of container vans
provided. The shippers complained, however, about pilferage of
breakbulk cargo on board, especially in the cases of a few selected
commodities being shipped in the Manila-Tecloban direction. Damage
and pilferage losses were reportedly difficult to claim from some
of the shipping operators, whereas other operators had a policy of
responding quickly to cargo damage and loss claims.

Cebu-Tacloban

In the Tacloban-Cebu direction, there were no delays of
shipments being encountered, and the schedules of the two vessels
providing liner services on the route were being strictly adhered
to. In the opposite Cebu-Tacloban direction, the same
passenger/container vessel was complained of by shippers as having
frequent engine trouble, thereby causing delays of shipment.
However, shipping on this passenger/container vesse! had minimized
the pilferage of cargoes on board and shippers noted the
satisfactory door-to-door service of the operator for containerized
cargoes.

As regards the other vessel, a conventional passenger/cargo
vesscl, shippers complained about frequent pilferage of cargoes and
slow payment of claims by the operator for pilferage losses. These
shippers indicated that there was a need for another
passenger/container vessel on the route, Dbecause of the
unreliability of the passenger/container vessel that was then
serving the route.

" The introduction of container service, even though limited,
had resulted in improved cargo loading and unloading efficiency,
lower handling and transport costs, and the minimization of
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pilferage losses.
Catbalogan-Manila

Two passenger/cargo vessels were serving Catbalogan, calling
once a week. There were cases when the vessels encountered engine
trouble, and preferred to bypass the port of Catbalogan and proceed
directly to Manila. At such times, Catbalogan shippers had to
truck their cargoes to Tacloban to be loaded on these same liner
vessels.

Tacloban-Guiuan

The Tacloban-Guiuan route was being adequately served, in
August 1993, by two operators with two conventional passenger/cargo
vessels which were viewed by shippers as being reliable. Shipment
delays were occurring in berthing at the port of Guiuan, mainly due
to the shallow water depth. Shippers indicated that they needed
the provision of RORO services in the route.

Cebu-Ormoc Route

In 1993, shippers had complained, to the provincial office of
the Department of Trade and Industry and to the Ormoc City
Government, about the sole operator on the route, who was
considered to be providing substandard services to the shippers.
Frequent delays were being encountered, due to engine breakdown, as
a result of poor vessel maintenance. Shippers indicated that, to
improve the existing service, there must be another vessel to
provide competition to the existing vessel in the route.

To summarize the above discussion on cargo service standards,
the existing shipping services provided to shippers in Leyte and
Samar, in 1993, were found to be fairly reliable, except for the
operators serving the Cebu-Tacloban-Cebu, Cebu-Catbalogan-Cebu, and
Cebu-Ormoc-Cebu routes; the operators on these three routes were
considered by shippers to be providing unreliable and substandard
cargo services. There were shipper and government official
suggestions given on improving the standards of service such as:

> Allowing another operator to provide additional shipping
service in the Cebu-Ormoc route.

> Providing RORO service in the Tacloban-Guiuan route.

> To call to MARINA’s attention that the operator of the
passenger/container vessel on the Cebu~Tacloban route was
experiencing frequent engine trouble, and a second
passenger/container vessel needed to be franchised to
serve the route,

Shippers generally considered that, in regard to cargo damage
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and pilferage losses, the operators should be more strict with
their vessel crews, to minimize cases of on-board pilferage of
cargoes.

Charges for Cargo Services

Operators on the principal liner shipping and ferry routes in
Eastern Visayas generally were adhering, in 1993, to officially
sanctioned rates for different classes of cargo. Table 3.6
identifies the actual cargo rates paid by shippers interviewed by
the LSRS survey team.

The official 1993 fork tariffs for cargo classified into
Classes A, B, C and C (Basic) for the Eastern Visayas routes are
presented in Table 3.7,

The 1993 sea freight of rice in the Tacloban-Cebu route
direction was found to be 28 percent lower than the MARINA's
stipulated minimum rate for Class C (Basic) of P0.14 per kilo or
P5.10 per bag. However, in the Manila-Catbalogan direction, the
existing sea freight charge for a bag of rice was 45 to 67 percent
higher than MARINA’s stipulated maximum rate of around P9 per bag,
Finally, in the Tacloban-Guiuan route direction, the tariff for a
bag of rice was relatively high, about P3-4 per bag.

The sea freight for copra in the Tacloban-Cebu direction was
less than the Class B minimum rate or Class C maximum rate.

The sea freight for steel products in the Manila-Tacloban
route was slightly higher (around 1 percent) than MARINA’S maximum
rate for Class A products. Truck tires in the Cebu-Tacloban route
were being charged sea freight of P35 per piecs.

Flour, shipped from Manila to Tacloban, was being charged sea
freight equivalent to MARINA's stipulated minimum rate for Class C
(Basic) cargo. The 1993 sea freight for corn product shipment
(corn grits and grains) shipped from Catbalogan to Manila was found
to be 44 percent higher than the MARINA’s stipulated maximum rate.
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Table 3.6

Actual Cargo Rates by Route, 1993

(In Pesos)
Sea Freight
Carjo Route Per Unit Per Weight Ton
Rice Tacloban - Guinan P 34/bagl P 60-80
Tacloban - Ccbu 4.95 /bag 99
Hoilo - Tacloban 15-18 /bog 300-360
Manila - Catbalogan 13-15 /bag, 260-300
Doilo - Catbalogan 12 fbag 240
Flour Cebu - Tacloban 3.51 /bag 70.2
Mantla - Taclohan 7 fhag 140
Corn Catbalogan - Mmnila 13 /gack 260
Copra Guiusn - Tacloban 3,00 /basket (10-15 kgs.) 200-300
Tacloban - Cebu .18 /kilo 180
Tacloban - Manila 11,000 /20-£ bag 611.11
Sugar Bacolod - Tacloban

| Bottled Cargo | Cebu - Tacloban 3-5 /case (15 kg.) 200-333.33
Manila - Taclobon 9-12 /case 600-800
Animal Feeds Cebu - Tacloban 3.53 /bag (breakb.) 70.6
2,00 /bag (cont.) 40
Sardine Cebu - Tacloban 8.90 - $.90 /carton (15 kg.) 393.33 . 660
 Plastic Manila - Tacloban 30-50 /bundlc (40 kg.) 750 - 1,250
Dry Goods Manila - Tacloben 5 /carton (15 kg.) 333.33
Manila - Tacloban 6,020 /10-ft. van (mt) 752.5

Salt Mindoro - Catbalogan 10-15 /sack (45 kg.)
Paper Products | Manila - Tacloban 50-60 /large carton (100 kg.) 500 - 600
23-30 /amall carton (50 kg.) 300 - 600

Truck Tire Cebu - Tacloban 35 /piece
Steel Manila -~ Tacloban 331 fon 331

P81.50 /P1,000 value
5,500 /10-f. van (8 mt) 687.5

P850 /cbm

Source: Fastern Visayas Survey Results.
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Table 3.7

SCHEDULE OF EASTERN VISAYAS ROUTE CARGO SHIPPING RATES
( EMective Junuary 1993)

107.30

BAYBAY CABALIAN 100 . . A

BAYBAY CEBD 37 116.85 151.20 2.0 87.40
BAYBAY MANILA 3821 257.20f 33280 205.%0 216.55 148.70] 192.45
DATYDAY ORMOC ) 93.85 124.05 76.70 99.30 62.35 80.65 35.40 71.70
BAYBAY SOGoD 81 131.65 17040] 10535{ 13635 85.65 110.35 7615 98.50
BAYBAY SURIGAO 89| 13860 176.75 109.30 141.45 88.85 115.00 79.00 102.20
BOPONCGAM CEBU 24) 19630] 254.00] 157.00] 2031s8] 12778 165.30 113.55]  146.95
CABALIAN CEBU 136 145.6 1884 116451  150.70 94.75 122.60 £4.20 108.95
CALBAYOQ BULUAN 210§ IBB.20| 24358 150.58) 19400 122.50]  1s4.80 108.5%0 140.90
CALBAYOG CATBALOGAN 26 97.10 126.45 78.20] 10120 63.58 82.28 $6.50 73.10
CALBAYOG CHBU 120 143.40 18585  114.75] 14848 9330 120.70 .90 107.30
CALBAYOG MANILA 322 240.0% 310.55 102,00 248.45 156.285 202.20 138.90 179.70,
CALBAYOG MASBATB 661 12240 158.40 97.95] 12675 79.60 103.08 70.78 91.60
CALBAYOG ORMOC 91 137.85] 1783S] ~ 10.30] 142.70 89.65 116.05 79.70 103.15
CALBAYOQ ‘TAGBILARAN 171 16378 214.%] 13258 171.58 107,88 139.60 95.90 124,08
CALBAYOG SURIGAO 10| 17845 22090 142.70]  184.70 116.10 150.28 103.20 133,55
CALUBIAN MAASIN 114 143.40 185.58 114.78 148.48 93.30 120.70 82.90 107.30
CALUBIAN PALOMPON 43 10045 141.60 $7.60 113.35 71.18 92.10 63.28 81.85
CATARMAN CEBU 169] 16460 21300 131.65| 17038 107.10 138.60 $3.20] 12320
CATBALOGAN CAGAYAN 224 196.30 254.00 157.00 203.13 127.75 165.30 113.53 146.95
CaTanludaN CEBU 127 143.40 185.55 114,75 146.45 93.30 120.70 82.90 107.30
CATBALOGAN MAASIN 142) 149.051 19290 119.20|  134.30 97.00 125.50 8620 111.58
CATBALOGAN MANILA 346 240,05 310.65 192.00 248.43 136.23 202.20 138.90 179.70
CATRATOGAN MASRATR 8 134.00 17598 108.80 140.80 RR.45 114.45 T8.6% 101.7%
CATBALOGAN ORMQC 109 143.40 183.88 114.75]  148.45% 93.30 120.70 890 107.20
CATBALOGAN TACLOBAN 35 113.60 149.60 92.50] 119.70 73,20 97.30 66.85 84.50
ISARFL CEBU ) 108.80) 140.80 §7.10] 11270 70.75 91.60 62.90 81.10
MAASIN DAVAO 3607 24540 2317.60 196.10] 253.80 159.70]  206.60 141.90 183.65
MAASIN JAGNA 45 109.45 141.60 8760 11338 7118 92.10 6325 81.85
MAASIN DNUTUAN #i 130390 112.% 106.85] 138.2% 86,85 112.40 71.20 99.90
MAASIN CERU 70 124.88 161.60 99.90| 12930 81.20 105.10 7220 93.48
MAASIN MANILA 44| 27430] 35495 219.5| 283.65] 17850] 230998 158.60]  205.25
MAASIN MASBATY 170 165.20) 71378 13210 17095 wr.%0 139.10 93.55 123.63
MAASIN MATI 280] 885 29875 182.75] 236.35 148.78 192.50 132.20 171.10
MAASIN SURIGAO 48 11130|  144.00 89.08] 11825 72.40 93.65 64.35 83.28
MAASIN NASIPIT &4 133.50| 172.80 106.88{ 138.25 86.83) 112,40 77.20 99.90
MAASIN PALOMPON 71 125.50 162.40 100.40| 129.95 81.60] 10565 72.55 93.89
NAVAL CEBU 90 137.20 177.58 109.80]  142.10 89.28 113.50 79.38 102.70
ORMOC CABALIAN 118 143.40|  185.38 114.78]  148.45 9330 120.70 82.90 10730
ORMOC CEBU 63 121.60| 157.60 97.45| 126.10 79.20 102.50 70.40 91.10
OBRMOC MANILA 375 253.45 328.00 202.50 262.10 164.90 213.40 146.55 189.65,
ORMOC MASBATE 134 144.45 18690] 11555] 149.%0 94.00f 121.65 83.55 108.10
ORMOC NONOC 110 143.40 183.33 114.75 148.45 93.30 120.70 82.90 107.30
ORMOC SOGOD 99 142,73 184.75 11425]  147.85 92.90 120.20 82.35 106.53
ORMOC SURIGAO 107 143.40] 185.33 114.73]  148.45 93.30|  120.70 82.90 107.30
PALOMPON CERIT htl 115.60 140.640 .51 19m™m 7520 97.30 6785 £6.50
PALOMPON MANILA 344 240.08] 31068 19200 24848 1328 202.20 138.90 179.70
PALOMPON NEW WASHINGTON 138 145.00]  1%7.68 116.00] 130.10 94350 122,10 8390 108.35
PALOMPON BUTUAN 143 150.80f 19510 120.60| 156.08 98.10 126.95 §7.20 112.85
PALOMPON SURIGAO 116 143.40f 185.55 114.78] 14848 930 120.70 82.90 107.30
SAN ISIDRO CEBU 751 12195] 16560 1240 123.% 8.25| 107.70 74.00 95.75
S0GOD CIDy 107 143.90] 18558 114.75]  148.43 9330]  1a0.70 82.90 107.30
SOGOD MANILA 48] 291.50| 37830 23370 30245 19030]  246.23 165.10 218.85
50GOD NONOC 60 118.70] 153.80 95.00| 12290 T1.20 99.90 48.63 88.80
SOGOD SURIGAD a 113.15] 146.40 90.35] 117.13 73.60 95.25 65.40 84.65
TACLOBAN ILIGAN 212 189.35| 24508 15145] 196.00] 1n25] 19.% 100,55 141,75
TACLOBAN CAUAYAN 1% 17210 132.63] 17410 112001  144.95 99.38 128.80
TACLOBAN CEBU 189 176.10] 22790 140.85] 18230 114.60] 14835 10190 131.85
TACLOBAN MANILA 373| 25238) 32660 20185 26100 16420| 212.50f 1455 188.85
TACLOBAN MASBATR 17| 1440) 18855 11478] 14848] " ow00| 12070 82.90 107.30
TACLOBAN SURIGAO 08 142.15) 183.98 113781  147.20 92.50] 119.68 $2.20 106.40
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4. PASSENGER SERVICES EVALUATION
Introduction

The Eastern Visayas comprise the principal islands of Leyte
and Samar, and their offshore islands. The LSRS survey team
conducted passenger surveys at the ports of Tacloban, Leyte and
Catbalogan, Samar and supplemented those surveys by undertaking
surveys in Cebu of the routes connecting Cebu to the Eastern
Visayas. The detailed results of those surveys are given in Annex
B of this report volume.

The Eastern Visayas are served both by ferries, connecting
them to TLuzon, Cebu, and Mindanao, and by longer-distance liner
shipping services. Principal connections are to the port cities of
Manila and Cebu.

The primary objective of the LSRS passenger survey was to
obtain an assessment of the adequacy of shipping services, and to
identify those aspects of services which might require improvement.
To whatever extent serious shortcomings of services might be
identifizd, such as an insufficiency of services and passenger
overloading, service unreliability, low standards of accommodation,
or unsafe operating practices, the surveys could lead to
conclusions and recommendations in favor of new service
franchising.

In this chapter, the LSRS presents only the more relevant
findings from the passenger surveys conducted for the Eastern
Visayas, and greater detail is presented in Annex B.

The following sections of this chapter discuss passenger
traffic and the adequacy of ferry and liner shipping services, by
route. A final section of the chapter identifies passenger service
charges (passage), and compares actual third class passage with the
official (MARINA) ranges for 1993,

Passenger Traffic

Samar

Table 4.1 indicates the passenger traffic volumes at the Samar
Tsland ports of Catbalogan, Calbayog, and Guiuan, in 1992, and
gives the combined totals for the three ports. Slightly over half
of the 3-port total is represented by passenger traffic at the port
of Guiuan, and the ferry service between the Leyte port of Tacloban
and Guiuan accounts for a sizable proportion of the Guiuan traffic.
Notable is the fact that the port of Calbayog apparently had no
passenger services during the month of August. At the port of
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TABLE 4.1

SAMAR ISLAND PORT
PASSENGXER TRAFFIC , 1992

Total Passengers 39931 2421 1941 2442] 4250] 5266 3695 748] L726] 2663] 29%| 2,59 34638] 287
Disembarked 1969 1326] " 8s&] 1387 1,790 1,464 958 482 858 591 719] 1,280 13712 1,143
Embarked 2024]  109s| 1053 1,05s| 2460 38w 2737 266 868 2072] 2215| 1,779] 20926] 1744

Seasonglity Index
Disembarked 17 116 78 121 157 128 84 42 75 52 63 112
Embarked 116 63 60 60 141 218 157 15 50 119 127 )

CALBAYOG

Total Passengers 2968 2740] 2450 4231] s.948] 408 852] 0 757| 249%] 3136] 41400 32.173] zes1
Disembarked te68]  1,53| 1357 2477 1,951 2372] 460 0 342] 1494 1292 1721 1edes| 1372
Embarked LSOl  1,206] 1093 1754 1,897] 2036 392 o]  4lIs 998| 1834|2415 15705 1,309
Seasonaltty Index _

Disembarked 107 112 9% 180 142 173 H 0 25 19 o4 125
Embarked 115 [ 34 134 133 156 30 0 32 76 145 185

GUIUAN

Total Passengers 61481 69251 5767 7.669] 7717 8,342] 6206] 6950 5210] 5503] 5303 6413 78802 €567
Disembarked 31220 37%0] 3019] 4,035| 3765| 4,178] 3,192] 3,693] 2685| 3023 2436 3,359 40309] 3,359
Embarked 3,261 3,175| 2748] 3,634| 359521 4,064] 3,014] 3,297 25| 2880|2827 3,253]  38493] 3208
Seasonallty Index
Disembarked 93 112 90 120 112 124 95 110 8 % 7] 100
Embarked 94 99 86 113 1 130 94 103 7 % 38 101

GRAND-TOTAL
Total Passengers 13,110 12086 10,158| 14,342] 15915] 18,016] 10,753 7.738] 7.693 1L08] 11433 B3] 1561 12134
Disembrarked 6559 6610] 5264] 7.899| 7.506] 8,014] 4,610] 4,175 3887 S.108| 4497 6,360 70.485| 5,874
Embarked 6551 5476|4894 6443] 5408 10,002]  6,143] 3.563| 3.806] 5950 693 _ 6951] 75124 €240
Sesnsonality Index . »_ B _ 1 -
Disemtrarked CLc SO L I S = A SO N T I DT I
Embarked 105 87 78 103 134 160 98 57 61 95 | 1

Source : Philippina Ports Autharity



(athbalogan, it appears that many more people wanted to leave than
cared to return, or perhaps they didn’t care for their sea voyage
experience in the outward direction, and decided to return hy
another mode or route.

The seasonality is that typical of many shipping routes in the
Philippines, i.e., a pronounced peaking of traffic during the
months of April-June. The 1992 seasonality was less pronounced at
Guiuan than at the other two ports, but even at Guiuan, during
April through June, traffic averaged 25-30 percent above the
average for the other nine months of the year. At Catbalogan, the
April-June peak actually applied to only disembarking passengers,
in 1992, and the peak period for embarking passengers was May-July.
For the three Samar ports together, in 1992, traffic in two
directions was roughly 45 percent higher, during the April-June
quarter, than the average for the other three quarters of the year.

Table 4.2 identifies the 1993 passenger volumes at these same
three ports of Samar. As shown in the table, Catbalogan had a
sizable increase in 1993, as compared with 1992, whereas passenger
volumes declined at both Calbayog and Guiuan. The combined traffic
of the three ports declined by 6.3 percent.

Leyte

Table 4.3 presents traffic information, for 1992, for seven
ports in Leyte and Southern Leyte, which accommodated liner
shipping and ferry passenger traffic. (The Leyte ferry ports of
Isabel and Liloan also accommodate large volumes of passenger
traffic, connecting to Cebu Island and Mindanao, respectively.) oOf
the seven liner shipping and ferry ports shown in Table 4.3,
Tacloban and Ormoc were the major ports in terms of passenger
volumes, with combined passenger traffic of 665,945 passengers, in
1992, or 55 percent of the 1.2 million passenger total of the seven
Leyte Island ports in that year. Table 4.3 indicates the monthly
passenger traffic for the seven Leyte Island ports, as well as the
seasonality indices computed for embarking and disembarking
passenger traffic.

As shown in the table, passenger traffic volumes peaked, at
Tacloban, during the periods of April-June and December. Palompon
showed a similar seasonality, but other Leyte ports had distinctly
different seasonalities. Traffic at Hilongos was significantly
higher than the monthly average only during November-December, and
Ormoc experienced very even traffic levels, over the year, with a
peak only in December. Baybay traffic peaked both in April and
June, but May traffic levels were lower even than the monthly
average. Maasin had much higher traffic volumes throughout the
first half of the year than it experienced in any month after June.

Seasonality of passenger traffic in the routes connecting
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TABLE 4.2

SAMAR ISLAND PORT
PASSENGER TRAFFIC, 1993

CATBDALOGAN
Total paisengers 2.994] 3415 1685 2,570f 4,5%0| 5839] 48871 3.542] 3469 3002] 4018] 3628] 43646] 3,
Disaningked 1,334 1,631 5 1,115 2317 1,784 1,923 686 2,826 901 1,706 146541 15,82 1,
Embarked 1,660 1,794 740 1,458 2,273 4,055 2,964 2,856 643 2,101 2,309 1974 24,824 2,
Scascnality Index
Digembarked L5 14 60 71 148 114 123 £4 180 57 109 108
Embarked 80 87 38 70 110 196 143 128 31 102 112 95
CALBAYOG
Total pasgengers 1702] 1970| 1,826 19s6] :86]  2200] 12%[ 1367[ 18] 1563] 19851] 1.868] 21.145] 1.
Disembarked 884 1,144 £ 1,162 846 1,106 757 790 840 £54 956 1,098 11,405
Emberked 818 826 558 794 970 1,004 533 377 999 809 995 767 9,740
Seasonalily Index
Disemnbarked 93 120 102 122 69 116 80 3 88 ) 101 116
Embarked 101 102 & 98 120 135 66 7 123 100 123 ]
GUIUAN
Totsl peszengers 64001 3692] 3,306 47631 o6ba2i 5613  eamd| 2,874 7a18|  7043] s7s0] 987 71.998] .
Disembarked 3,528 1,767 1,685 2,478 2,962 2,812 3,119 328 3975 3,368 3,229 39%0] ae)st 3,
Embarked 2,573] 19231 1,820 23071 3060 z®od| 3004 42910 3a98] 347s|  z:81] 3ew| as2a4| 2
Seasansltty Tndex '
Disembarked 114 58 © 82 o8 9 103 108 131 118 107 130
Emberked 98 6 62 7 104 95 102 146 109 118 86 135
RAND TO'TAL SAMAR
Totd passengars 11,096 2,087) 6717} 9308] 12,4481 13,652] 12300] 12,483] 12481] 11,708 11,7261 13,380 136,2386) 11,
Discmbarked 3,743 4,32 3,599 4712 6,145 5,702 5,799 47591 7641 5323 5,891 6,682) 66,578 §,!
Imbarked 5,353 4,543] J,118] 4,55 6203 7,950 6,501 T4 4,040 6,385 5,833 6,093 69,808 51
Seasonality Index :
Disaubarked 104 82 65 86 111 103 105 86 138 96 106 120
Embarked 2 78 54 78 108 137 112 133 2] 110 100 115
Nota ; At berth only

Source: Phillppine Port Autherity
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TABLE 4.3

Seurce ; Phillppine Perts Anthesity

LEYTE ISLAND PORT
PASSENGER TRAFFIC , 1992
TALEAVE:
27,718| 23,675| 25,391| 32,104] 34,834| 42.508] 23,198 23,960| 20,959{ 22,328| 22,969{ 35,858| 335,953] 27,963
13,91 12,000] 13,388 1539 x| 20,160 V6T 1,617 10,6e8] 12,138) V1,99 20070 172,089 14,338
13,8601 11,383 12,003 16,346] 16,123] 22348] 11,321 12,343 10,311] 10,190] 105578 15,688] 163,49¢| 13,625
97 24 93 109 130 141 81 81 74 83 84 141
102 35 88 121 118 164 83 91 76 73 81 115
11,736] 10.024] 8732 8,762] 827] 11270 12,185] 11,797] 8179 11,529| 13367f 17,088 132542 11,079
6033) 5.123] 4208] 4408] 4037 se08 3929 3.880] 4,103] 6,133] 6358] 9,703] 67.538] 5,628
5,703 4,901 4,327] 47358] 4,216 5,662 6,256 5,917 4,076 3,396 7,009 7383; 63,404 5,430
107 91 75 78 72 100 108 104 73 108 113 172
105 90 83 80 77 104 115 109 75 99 129 135
ORMOC
Total Pussengers 24462) 26431] 21,732] 26,823] 29.420] 31,238] 23.951] 30358 26,7911 23,781 17,878 33481 330390] 27,533
Discmbarked 10914 12,692] 10,949 13433 14,774 13363] 11,220] 15,175 13,182 13,134] 12,288] 16,766] 183,097 13,175
Enbarked 13,348) 13,735] 10,803 13,390] 14,646] 17,6751 12,734 15,178] 13,612| 12,647] 15,590 18,7131 172,293| 14,358
Seasanality Index
Disembarked 83 96 83 102 112 103 8} 115 10 100 93 117
Embarked 94 96 75 93 102 123 89 106 95 88 109 130
BAYBAY
Total P saomgors 3963 3,708 5,109| 9.886] 6397| 10,89s] 7,586] 7,983] 8715 8,966] 9,632 9,118 95958 7,997
D sembarked 3,050| 3,437] 3,290[ 6,167 3,668| 5,856 4,682 4432] 5,259] 5317|8308 S.438] 36,254] 4691
FEmbarked T73] 2251 T1BIS| 3719 2729|3039 3904|3331 3436 3449] d314[ 3.6B0[ 35664 3303
Seasonality Index ’ '
Disembarked 68 74 70 13) 78 125 100 95 112 118 113 116
Embarked 84 68 35 113 83 132 88 107 163 104 131 111
MAASIN
Total Passaugars 8479 9.638f 9421} 11,951 13312 11376] 5.325] 3.893 2,809 3399| 3,840[ 5,875 89,340 7,445
Dissmbacked 3919 4,073 4404| 5707 6725] 4,801] 2207 2,161 1,549] 1450 1,374| 3,073] 41,614 3,468
Embarksd 4,560] 53,5851 4,927) 6164| 6,386] 6,575| 3,118] 1,734] 1,260 1,945 2466] 2,802 47,726 3,977
Seasenality index
Disembarked 113 17 130 167 194 138 64 62 43 42 40 89
Emberked 113 140 124 155 166 163 T8 44 32 49 62 7c
PALOMPON
Total Passengers 10,661; 10,797 9,667{ 12,833] 13,056/ 16,797 8,656 8,792 8,279 8,558 10,612] 16,913 137,621 11468
Disembarked 5.159] 5,860 5.496] 6,047 8,103 7.237) 3,937 4.836] 3,815] 4439 5431 9.037] 69417 5,788
Hmbarked 5,502) 4.937| 4171 6,786] 6933] 9,560] 4,719] 3,956 4,464 4,119! 5181} 7,856| 68204] $.684
Foern wal'ty Index
Disemb wked 89 101 95 108 140 125 68 84 66 77 94 157
Embarl :d 97 87 73 115 122 168 83 70 79 n 91 138
BATC
Totnll’uwu 3038, 6527 57130] 6,533] 62310 6,353 73221 10,1361 7.483] 10,881 9,630] 11,213} 93,440 7,787
Disccbaked 2230{ 3,100] 2969| 3463( 2979 3,179 3,623 4,7621 3,591 5,349 4,2277 6,049 45.521 3,793
Embarked 2828) 3427| 2761] 3,090] 3331 3376] 3,699 5394] 3,89 5832 5423] 5,164] 47919] 3,993
Seasenality Index
Disembarked 39 82 T8 91 79 84 96 126 95 141 1 159
Embarked n 86 69 77 83 83 93 135 98 139 136 129
GRAND-TOTAL
Tetal Passcngers 94,130{ 92,843] 83,802] 103,912] 113,802 130,639| 88226 96,936] 83,220 91442 97.948] 131,546]1,213,246 101,271
Disembarked 435,336] 46402] 44,791| 34,859 39,018; 60,404| 43,278 48,883 42,147| 48,160] 46,987 70,258] 610,340 50,878
Embarked 48,774] 46441| 41,011 54,053) 54,584 70,238 44,951] 48,053) 41,073{ 43282] 3096L| 61,288 604,706 50,392
Seavomality Fadax
Disembarked 89 91 88 108 116 119 85 26 83 95 92 138
Embarksd 97 92 8l 107 108 139 89 95 81 86 101 122
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Tacloban with Manila, Cebu, Guiuan and Balangiga was likewise
compiled, and is presented in Table 4.4, and shown graphically in
Figure 4.1. In the Manila-Tacloban route, the highest traffic
volume was registered during the period May-June, with disembarking
passengers at Tacloban larger in volume in May, and being comprised
mostly of vacationers, while Manila-destined passengers from
Tacloban reached their highest level in the month of June,
presumably comprising returning vacationers and students.

In the Cebu-Tacloban route, the peak month for disembarking
passengers at Tacloban, was in December, with volumes being 60
percent higher than the monthly average of passenger traffic.
Passengers destined for Cebu embarking in Tacloban attained their
highest volume in the months of April and June, comprising mainly
returning students and vacationers.

In the Guiuan-Tacloban route, passenger traffic was highest
during the month of June, with 40 percent and 30 percent higher
than the monthly averages for embarking and disembarking
passengers, respectively. The Balangiga-Tacloban route exhibited
a different seasonality pattern, with the peak volumes occurring
during the period August to December, and the highest monthly
volume being in December, when traffic registered 85 percent higher
than the monthly average for passenger traffic in the route.

Table 4.5 indicates the 1993 passenger volumes at the same
seven Leyte ports shown in Table 4.3. The seven ports together had
a rise of 10.3 percent in passenger traffic from 1992 to 1993. The
increase at Tacloban was 15.4 percent. Whereas the port of Ormoc
was challenging Tacloban to be the leading passenger port of Leyte
in 1992 (see Table 4.3), Ormoc experienced only very slight growth
of passenger traffic from 1992 to 1993. Very rapid traffic growth
occured at the ferry port of Hilongos (41.9 percent) and at its
near neighbor, the port of Bato (34.4 percent). More modest growth
occurred at the Leyte Province ferry port of Baybay (2.4 percent).

Passenger Service Standards

The LSRS survey team covered 14 Eastern Visayas routes, with
4 routes connecting Tacloban with Manila, Cebu, Guiuan and
Balangiga, Samar; 3 routes connecting Samar with Cebu, and 7 routes
linking Leyte and Cebu. Survey results and service standards are
disrussed below, by surveyed route. Details are in Annex B.

Tacloban-Manila Route. The LSRS interviewed 144 passengers,
sailing on two vessels (identified in Table B.1 and other tables of
Annex B), in the Tacloban-Manila direction. The surveyed vessels
were the Masbate Uno with a 1,300-passenger capacity and the MV
Tacloban Princess, with a capacity for 800 passengers. Around 81
percent. of the surveyed passengers answered the survey question
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Table 4.4

Passenger Traffic at Tacloban Port, by Principal Route, 1992

Manils - Tacloban
Disentbarked 3,729 3,513] 3,758 4,309 63%4] 6,576] 3617 3,325 2,612] 2337 2530 4,383] 49,2831 4,10
Embarked 5193) 3352 3144] 4,941 5197 1924 3,992 3744 2,559) 2212] 2566 4.412 49,036 4,08
Seasonallty Index
Disembarked 139 86 92 110 156 160 88 81 64 57 62 107
Bmbarked 127 82 77 121 127 194 93 92 63 34 83 108
Cebu - Tacloban
Disentbarked 333 2,262 2,652 3.938] 4,21*] 4361 2247 2910f 2649 2953] 3.027 3,301] 39,768] 3,314
Embarked 3151} 1661 2236] 3.896 3.092] 3.663] 2352] 2,183 2.203]  1,955] 2,276 2.623] 31.392 2,608
Seasonaliy Index
Disembarked 98 68 80 119 127 132 68 88 80 89 91 160
Embarked 121 64 86 149 119 140 90 84 84 75 87 101
Cutuan - Taclohan
Disesnbarked 3.075] 3224] 2748] 3722 3.662] 4,555] 2,891 3304 2572 2839] 2937 33516} 39,065] 3,255
Entbarked 3,142] 3,676 3.018] 4,067 3.569] 4388 3,056] 3,704 2,665] 3,001 2443 3674 40,403] 3,367
Sesconalily Index -
Disarmbarked o4 99 84 114 112 140 89 101 79 88 90 108
Embacked 93 109 90 121 106 130 91 110 79 89 73 10¢
Balangiga - Tacloban
Disenbarked 172 228, 185 211 173 251 215 296 320 363 372 308} 3,294 273
Embarked 179 231 187 210 172 240 212 281 336 374 379 518{ 3316 276
Seasonaliy lndex
Discmbarked 63 83 67 Wi 63 91 78 108 117 132 136 18s
Embarked 65 84 68 76 62 87 77 102 1221 . 138 137 186
Total *
Disensbarked 12231 9227 9343 12,380] 14,442] 15,743 8970 9,83s5] 8153] 8512 8,866/ 13,708] 131,410] 10,951
Embarked 11,665 8920] 8585 13.114 12,030] 16.215] 9412{ 9913 7.763] 7542  7.664] 11,224|1 24,047§ 10,337
Searonality index
Disembarked 112 84 85 113 132 144 82 90 74 78 81 128
Emharkerd 113 86 83 127 16 157 o1 9 T8 73 74 109

' Toluls lu Uds (uble are lower U (otu] Tudubun pussenger trafilc u!lo\;ru InTuble 4.2
because o] the exclusion of several routes.

jource: Philippine Ports Authority.
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Flghre 4.1

Seasonality of Passenger Traffic at Tacloban Port by Route, 1992
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TABLE 4.5

LEYTE ISLAND PORT
PASSENGER TRAFFIC, 1993

TACLOBAN
Total passengers 249| 25003| 16627] 33418] 3,508 47| 26.08] 30110 28,196 25940 26180 39327 387.640] 32.300
Disembartced 14756) 12410f 9319] 18463 31,494| 24,446] 13991 15,748| 14,604 12,766] 12,685] 19.967] 199,879] 16,657
Embarked 14683] 124231 7308] 16952] 24,003 23387 14,060 14362 13,562 13,174] 13293 20360] 187,761 18,647
Seazomally Index
Disembarked 9 75 56 111 189 147 “ 93 ] 77 77 114
BFmbarked o 81 99 103 13 149 90 92 57 34 33 130
H.ONGOR
Tetal parsengiry 12,908/ 13,037 13,503 18447] 24017 14,93] 16,008 37 15340] 18613] 15000] 21,4%2] 188654 18737
Disembarked 6.018) sl 7229] 8237| 13492 6944 .84 61831  7.466] 7.622] 8132 1,197] 96,511] H.G43
Embarked 63%0] 3808|6274 70| 10625] 7789 7184 TIM] 7683 7991 1768] 10240] 92,1531 7 679
Seasonality Index - ’ h
Disembarked 75 64 50 102 163 (73 110 77 ) < 101 139
Dabarked (] 77 82 (Y] 138 101 93 ) 100 104 101 133 T
ORMOC
Tolul pussengers 018 3714} 21964] 29189] 35937 36474] 4757 23,294) 23,198 2S447] 28,188] 32.12] 331487 N6
Disembariced 99601 9.686) 9.612] 13,540] 19242] 17305 12,5 12,067 12,127) 13,532] 13645| 17,799] 161,083] 13424
Embarked 14,058| 14,008 12352] 18619 19,695 19.169] 12,209 10.227] 11,066] 1191S] 145D 14,523] 170384| 1409
Seasonaltly index
Disembarked 74 72 72 101 143 129 9 %0 90 101 102 133
Frbarked 99 99 87 110 139 135 73 79 78 84 i 102
(BAVBAY
Total passangers 8110|8607 7765 9s0t] 7976] s.sin 6947] 4381] 7990| 89sd] &97s] 10331 98243  eis7
Disambarked 4613) sre|  4316)  sous| spaa| a70s]  uw 2741) 3p%6] 8080] sAe0| s340| sss21] 4710
Embarked 34271 336] 39| 3918 298| 3sen| 27%| isk0 4134|  3868)  ATRs|  4W1|  41,724] 3,477
Scazonality Index
Disembarkod 99 110 92 126 107 100 89 38 78 169 110 124
Enmbarked 99 102 99 14 & 110 79 47 119 1l 109 126
(MAASIN
Tetal paasengers 4302) 499 4133] 60n2] @] s7143] 8803 €42 6,197) 886| o486] 193] 76731 6994
Disembarked 30| 201 17:] 1625 368[ sus| 1,809 2,57 2203|  22711| 2979|4387 31007 2,584
Prhaked 72| 2488| 20R| 4467 4068] sen| Ao A92S| 39921 WSl 3| dao] T as7za| 3ge
Beavouality Index ' -
Disembarked R 96 (5] ] 141 120 72 9 8s 68 115 170
Fmbarked a2 65 3] 117 130 118 108 103 105 Y] [7) 116
PALOMPON
Total passengers 10788] 11,061) 8930] 11,908] 1s428] 12,748] 70| 9741 9278 8886 10,446] 15476] 132.297] 11.02%
Disenbarked S803] 55241 4940 6277 8,636] s5948] 3831] 5240 47| 4805] s001] 865] 69,166] 5764
Embarked 4933 5537] 3990| $5631| 6,789 6,500] 3749 4501] 4,535} 4061] s4as|  7110] 63,131]  S261
Sewsvaulily Index
Disembarked 101 05 [ 109 150 103 7 91 () [x) 87 145
Embarked 95 108 76 107 129 129 71 & 8 77 10 135
BALO
|_Total passengers $913] och2| 9712] 11,504] 14283] 10463] ouana] <97 798| 10427] 13344 15,398] 125685] 10,471
Diseinbarked 3606{ 4238| 4p47] 6361] 7333| s199] 400 2278 3880 sx6| &s71] 7,80] 62s63|  s2a
Embarked 5307) SA2] s088] S143|  6950| 5264 4214 2,598 4082 s101] &378] 7,568] &3p02]  s28
| _Beasemality Indox
Dissnbarked & s1 (%) 122 141 100 o4 4 74 102 134 150
Emberioed 101 108 98 o8 132 100 % 49 " o 121 144 o
GRAND-TOTAL LEYTE
Total passcngesy 99158 94,1451 82,656] 119,426] 164,868 139,312] 99370] sZ.iem 97,763| 101,113| 109,519] 142,991]1,340,699] 111,725
Lisunbarked 46958 44529] ar.m0| do.00] e84 61,600 302% 46801 487511 s1ann| s4.822] 74381] 676730] 6394
Pmbarked S51200f 49514 4036] S8.993| 75954] 71.832] 4s.138] 43587 49034} 49,702] 54697 68600 6ad969| 8301
Seasonnlity Infex
Discbarked © 79 74 107 158 120 ) (%) %6 91 97 132
Frbarked n 0 74 107 137 19 7 82 80 90 ) 124
Nete : At berths onty
Sowrce: Phtippiae Port Authority
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regarding travel frequency, and, of those who responded, 44 percent
indicated that they traveled the route once a year and 34 percent
traveled the route 2-4 times a year.

Almost 100 percent of the passengers interviewed responded to
the question as to purpose of their travel; 33 percent were
traveling for vacation/holiday and 27 percent were traveling on
business.,

Passengers on the two vessels surveyed by the LSRS generally
viewed the services being provided favorably, although one of the
vessels was rated significantly higher in a number of respects,
than was the other vessel. The principal findings of this survey
are:

> About 76 percent of total passengers interviewed
indicated that services were adequate for demand.
Despite this response, nearly half of the surveyed
passengers responded to another question by expressing
the view that congested conditions during the peak season
of travel constituted a serious problem. As the LSRS has
learned in earlier surveys, infrequent travelers may
judge market adequacy according to whether or not the
particular voyage they are on is overcrowded or not.

> Whereas a sizable majority (69 percent) of the passengers
aboard one of the two vessels surveyed by the LSRS viewed
operator schedule adherence as satisfactory, a majority
(57 percent) on the other vessel indicated that services
were not being operated reliably.

> A total of 127 of the 144 passengers interviewed aboard
the two vessels expressed satisfaction with the space
reservation system.

> Respondents to the survey question regarding the adequacy
of various aspects of physical accommodation generally
rated one of the vessels highly, whereas passengers on
the other vessel were apparently, from their responses,
much less pleased with most of the same aspects of
physical accommodation. On the former vessel, more than
20 percent of the LSRS survey sample gave the vessel a
"good to excellent” rating in regard to food/canteen,
bedding/blankets, leisure facilities, ventilation, crew
courtesy, drinking water availability, and space to move
around, and the majority of other respondents rated these
aspects of accommodation as "fair". On the other vessel,
the large majority of surveyed passengers (65 to 78
percent) rated these same aspects as "fair", but a higher
rating was given by about 10 percent of the passengers
for a few things, including space, ventilation, water
availability, and crew attitude. On both vessels, the
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state of the toilets and sanitation facilities was rated

much lower than any other aspect of accommodation; on one
vessel nearly 30 percent of the passenger sample thought
that a "poor" or "unacceptable" rating was appropriate,
and on the other vessel the percentage of interviewed
passengers expressing these views leaped to just short of
one-half. Not surprisingly, the most common "suggestion"
by passengers on both vessels, with 19 percent of the
passengers on one vessel and 22 percent on the other
making the suggestion, was to improve vessel cleanliness,
and especially of the comfort rooms.

> Baggage stowage space and security was viewed as
satisfactory by nearly two-thirds of passengers on one
vessel, whereas on the other vessel, 57 percent of the
passengers interviewed considered both space and security
to be unsatisfactory.

> A large proportion (87 percent) of the combined interview
sample considered the boarding procedures to be
satisfactorily organized. .

Some of the passengers interviewed complained of high
porterage fees, and of porters not having proper identification at
Tacloban. The porterage fees varied with both size of load and
distance carried, as shown below:

Tacloban Bappa Porterage Fees e50S

Distance 5 kg. or less 6-23% kgs. 26-50 kgs.
Up to 100 meters 6 7 11
101-200 meters 7 9 16
201-250 meters 10 12 22

Tacloban-Cebu Route. There are two vessels, the MV Léyte
Queen (a conventional passenger/cargo vessel, with a passenger
capacity of 559), and the MV Don Calvino (a RORO vessel, with a
passenger capacity of 671) serving the Tacloban-Cebu route. A
combined total of 159 passengers were Interviewed. It should be
pointed out, for purposes of comparing responses of passengers on
board the two vessels, that the survey sample was skewed toward
first and second class passengers for one vessel, and the sample
interviewed on the other vessel was mainly third class, with a
significant number, also, of second class passengers. One-third of
total passengers surveyed were traveling for business reasons, 21
percent for vacation/holiday and 25 percent did not specify their
purpose for’travel.

Passengers in this route indicated that they travel fairly
frequently, with half of the passengers responding to the travel-
frequency question indicating that they travel the route between 1
and 5 times per month. Principal findings of the Tacloban-Cebu
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passenger survey are listed below:

»

Services in the route were rated adequate by a large
majority (81 percent) of "passengers aboard the two
vessels.

Around 80 percent of total respondents indicated that
service reliability was good. Only 24 passengers, of
which 19 were aboard one vessel, expressed
dissatisfaction with service reliability.

More than 80 percent of total respondents indicated that
there that was good space reservation.

In regard to operator concern with safety, a large
majority (77 percent of the respondents) expressed
general satisfaction with shipping operator attention to
safety considerations.

About 82 percent of total passengers surveyed on both
vessels were largely satisfied with the organized
boarding procedure.

Besides these principal findings of the LSRS Tacloban-Cebu
passenger survey, there were a few more specific findings that
offer insight into needs for service improvement:

»

More than 60 percent of the passengers surveyed on one
vessel indicated that the food/canteen was poor to
unacceptable, and none of the passengers on that vessel
could bring themselves to offer a rating of "good". The
other vessel more nearly met the expectations of
passengers, but one-third nevertheless thought that what
was offered was "poor". The dissatisfied passengers on
both vessels were mainly first and second class
passengers, whereas third class passengers were more
nearly satisfied (43 of 59 third class respondents to the
question rated food/canteen as "fair" or "good to
excellent"),

The toilet/sanitation facilities were rated highly on one
vessel (23 percent "good" and 54 percent "fair"), while’
nearly half of the respondents on the other vessel gave
a "poor" to "unacceptable" rating.,

The crew’s courtesy and assistance to passengers was
given a "fair™ rating by more than 60 percent of total

passengers and 25 percent rated this aspect of passenger
service as excellent.

More than half of total passengers on one vessel rated
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drinking fountains and ventilation as poor, while the
Same percentage of passengers aboard the other vessel
gave the amenities a fair rating.

> Half of the passengers aboard one vessel were
dissatisfied with space to move around, while two-thirds
of passengers aboard the second vessel gave a fair to
good rating to this aspect of accommodation.

> Only a small majority of 53 percent of total respondents
gave suggestions on how to improve existing services. of
significance were: maintain vessel cleanliness, add

leisure facilities, and improve service reliability.

Tacloban-Guiuan Route. For this route, the MV Flo Soccour and
the MV Stacey (with 300 passenger capacity) were surveyed. A total
of 91 passengers were interviewed, 54 passengers on the MV Flo
Soccour and 37 passengers on the MV Stacey. Thirty-one percent of
the passengers were traveling for vacation/holiday, while another
30 percent were either students or traders. Most of the passengers
travel this route at least once a8 year, while nearly 50 percent
take this particular voyage one or more times a month. Services
were noted, by 90 percent of total passengers surveyed, to be
adequate to meet demand. Following are the specific findings as
regards services and facilities:

> All passengers interviewed on both vessels surveyed by
the LSRS responded to the question about the adequacy of
services to meet demand. On one of these vessels, only
a single passenger doubted the adequacy, and just 8 of 37
responding passengers on the other vessel shared his
opinion. Combined, fully 90 percent of the survey sample
maintained that services are adequate. There was not
this same unanimity of view when the passengers were
asked whether or not peak travel period congestion
constituted a serious problem, but nevertheless, slightly
over one-half of the sample and 60 percent of the
respondents to that question indicated that, even in the
peak period, congestion was not serious. (As indicated
earlier in this chapter, the Guiuan-Tacloban route does
not have a pronounced seasonality.)

> In terms of reliability of service, good space
reservation, adequate concern for safety and organized
boarding procedvre, the majority of the passengers
surveyed, ranging from 68 to 92 percent of the total
respondents, answered favorably.

> Regarding accommodation standards, the toilet/sanitary
facilities were given an "unacceptable” rating by 29
percent of the respondents. Food/canteen services,
leisure facilities, ventilation and drinking facilities
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were all rated as "poor" by most of the passengers. The
bedding/blankets provided on board and the crew's
courtesy and assistance were acceptable to the
passengers.

Tacloban-Balangiga, Samar Route. The single vessel surveyed
on this route was providing only third class accommodation. The
surveyed sample size was just 21 passengers, of whom one-third were
students. Eight of the passengers interviewed did not provide any
~indication of their travel frequency, but all respondents to the

question traveled at least once a year on the route, and seven
passengers traveled at least once a month.

When survey samples are quite small, as in this case, near
unanimity of view is required if the results are to be considered
significant. The LSRS obtained just one * result that can be
interpreted as significant from its passenger survey on the
Tacloban-Balangiga route: all 13 of the respondents to a question
regarding the peak travel period indicated that a serious problem
of congestion occurs on the route. Otherwise, the most nearly
significant result was regarding space reservation, where 15 out of
19 responding passengers indicated that there was not a
satisfactory system. Especially where accommodation standards were
concerned, many of the passengers did not respond to the questions,
and no significant results were obtained.

Catbalogan-Cebu Route. The LSRS surveyed only one vessel on
this route, the MV Elizabeth Lily, which was providing only third
class accommodations. The survey sample obtained was just 25
passengers, the majority of whom were traveling for social and
vacation reasons, and only one person was traveling for any sort of
business reason. All of the passengers interviewed travel the
route at least once a year, and 10 of the passengers indicated
their travel frequency on the route was between 3 and 12 times a
year.

Again, with only a small sample, a near unanimity of view is
required in order that survey results might be deemed significant,
In the case of this route and service, there were a number of
points on which the passengers largely agreed. These points
include:

» The entire survey sample agreed that the operator’s space
reservation system was satisfactory, both in regard to
the convenience of booking and the assurance that there
would not be any overbooking. None of the passengers had
ever experienced being "bumped" after having made a
reservation.

> The passengers were nearly in as complete agreement in
regard to vessel crew and operator shore-based staff
attitudes toward passengers and their efficiency, giving
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a satisfactory rating in both cases, with the exception
only that two passengers felt the crew deserved an
"excellent" rating.

> Management’s attention to service quality earned one

"~ "nay" vote, but the other 24 passengers expressed

themselves as satisfied With operator concern in this
regard.

> Of the 21 passengers who indicated that they were in a
position to judge whether services had improved on the
route over a 2-year period, 17 felt that there had been
a slight improvement of service.

> Nearly all (23 of the 25) passengers expressed themselves
as being satisfied with service speed.

In response to most other LSRS questions, majorities of the
basseéngers expressed favorable views, but there were significant
numbers of dissenters. Only in regard to the comfort and
cleanliness of eating areas on board did a majority of the
passengers express a negative view, and 7 of the passengers even
opted to give this aspect of service an "unacceptable" rating.

Calbayog-Cebu Route. There were 39 passengers surveyed aboard
the vessel, MV Don Martin 6. Most of the passengers were traveling
in third class accommodation, and were traveling on
holiday/vacation. Around 54 percent of the passengers take this
route at least once a month. All 39 passengers interviewed stated
that the services offered were adequate to meet demand. However,
30 of these same passengers indicated that congestion during the
peak period of travel constituted a serious problem. Eight of the
passengers also suggested that there was a need for another vessel
on the route. '

Other significant findings include the following:

> All but one of the passengers interviewed were satisfied
a5 to the reliability of service. Sizable majorities of
the passenger interviewed also expressed satisfaction
with space reservation (82 percent), operator concern for
safety (69 percent), and organized boarding procedure (72
percent),

> All the passengers interviewed rated the courtesy and
helpfulness of the vessel crew as "fair".

> Large majorities of the passengers gave various aspects
of physical accommodation a "fair" rating, and none of
the passengers viewed any aspect of physical
accommodation as deserving a "good to excellent" rating,
or, at the other extreme, as being "unacceptable".
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Accommodation aspects rated as "fair" included space to
move around (77 percent), ventilation (95 percent), and
food/water (85-90 percent).

Cabalian-Cebu Route. The only vessel surveyed on this route
was the MV Guiuan. A survey sample of 60 passengers was obtained,
with passengers about evenly divided between second and third
class. The passengers indicated a variety of trip purposes, with
the largest single group constituting the 18 passengers who were
non-students traveling on vacation or to participate in a local
fiesta. The passengers all indicated that they traveled the route
one or more times a year, and one-quarter were frequent travelers,
who sailed the route at least once a month. The LSRS obtained high
percentages of responses to the majority of questions, with the
exceptions being that many of the surveyed passengers did not
respond to questions about meals and eating areas. Those survey
results which are significant and useful are identified below:

> Almost all of the passengers interviewed found the
seating and sleeping areas to be clean at the start of
the voyage and the air comfort level if these areas to be
satisfactory. During the voyage, the cleanliness of
eating, toilet and washing facilities were also found to
be satisfactory, and the drinking water supply provided
on-board to be adequate. '

> The vessel open areas and pre-boarding waiting areas were
found to be comfortable and clean and the boarding
process to be satisfactory.

> Most passengers felt that they needed to pay close
attention to thelir belongings, though they have never
encountered actual losses on board the vessel.

_» Most passengers found the Space reservation process
employed by the shipping line to be convenient and
secure. None of the responding passengers (4 did not
respond to this question) had been bumped from a voyage
during 1991-1993.

. Land-based operator staff and crew attitude and
efficiency were deemed to be satisfactory, by 92-98
percent of the passengers.

> Service schedule and adherence were rated generally good
and service speed, satisfactory. None of the passengers,
however, were inclined to rate the service schedule,
reliability, or speed as "excellent”.

Baybay, Leyte-Cebu Route. The LSRS surveyed one vessel on
this route, the MV Pink Rose, and obtained a J4-passenger sample,
three-quarters of whom were traveling second class, with only a few
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first class and third class passengers. The survey sample was
somewhat unusual, as it included no students, and the principal
travel purposes were business and non-student vacationing. Nearly
all of the passengers had traveled the route before, and almost
one-half of the passengers indicated that they traveled the route
three or more times a year.

The most significant finding of this passenger survey was the
extraordinarily high ratings given by the passengers to the
operator’s personnel., Just over one-third of the passengers gave
the vesse! crew’s efficiency and attitude toward passengers an
"excellent" rating, and all other bassengers gave the crew a rating
of "satisfactory". The operator’s land-base staff were rated
nearly as highly, with all 34 of the interviewed passengers
agreeing that the staff’s attitude and performance was at least
satisfactory. Management also was thought highly of by the
passengers, with all agreeing that management showed a concern for
attaining good service quality.

All passengers responding (only one did not) to a question
regarding the reservation System of the shipping line found it to
be satisfactory in terms of both convenience and security of
booking, i.e., avoidance of overbooking. Nearly all passengers
found service speed to be satisfactory, with only one third class
passenger dissenting.

Other than the above, the passengers did not achieve a
unanimity of view in regard to the various aspects of passenger
services, However, at least two-thirds of the interviewed
passengers found the cleanliness and air comfort of
seating/sleeping areas and the vessel boarding process to be
satisfactory. The vessel was rated significantly lower in regard
to schedule adherence, service sufficiency and convenience, baggage
security, and cleanliness of toilets and washing facilities, but it
was only in regard to food and drinking water, where majorities of
responding passengers expressed their dissatisfaction.

Bato, Leyte-Cebu Route. Thie LSRS surveyed one vessel, the MV
South Pacific, and obtained a survey sample of 38 passengers,
apprcximately two-thirds of whom were third class passengers, with
the remaining one-third about evenly divided between first and
second class. More than half of the passengers were non-students
on vacation or holiday and there were also a few students, so
approximately two-thirds of the total passengers surveyed were on
holiday. From the standpoint of travel frequency on the route, the
bassengers can be divided into distinct groups: 58 percent of the
sample, obviously including some of the holiday takers, were
frequent travelers, taking the voyage one or more times per month,
whereas nearly all of the other passengers traveled the route only
once or twice a year.
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Despite the high proportion of frequent travellers, the LSRS
obtained a very contradictory result in regard to service adequacy.
Whereas all 38 interviewed passengers agreed that services were
adequate to meet demand, 30 of these same passengers maintained
that congested travel during the peak travel season constituted a
serious problem on the route.

The passengers rated the service favorably in regard to
reliability (97 percent), the operator’s space reservation system
(82 percent), evidence of operator concern with safety (71
percent), and how well organized the vessel boarding procedure was
(66 percent). In the case of both the safety question and the
question regarding boarding procedure, very few passengers
disagreed with the majority view, but several passengers did not
feel they had a sufficient basis for rendering a judgment.

By majorities ranging from 68 to 100 percent, the passengers
viewed the various aspects of physical accommodation as "fair", and
none of the passengers offered either a "good" or an "unacceptable"
rating. These aspects included food/canteen, drinking water
availability, toilet and sanitation facilities, ventilation,
leisure facilities, space to move about, bedding and blankets, and
vessel crew attitude toward passengers.

Hilongos-Cebu Route. The LSRS surveyed three vessels
operating the route connecting the Leyte port of Hilongos with
Cebu, viz., the MV Gloria 2, the MV Queen Belinda, and the MV Guada
Cristy. The results obtained for the surveys aboard the first two
of these vessels are not entirely addable to the MV Guada Cristy
survey results, because different survey forms were used by the
LSRS. In the following paragraphs, however, the three vessels are
discussed together, except where questions are significantly
different between the two forms employed.

The combined sample size was 101 passengers, of whom 57 were
second class passengers and most of the others were traveling third
class. Vacationers constituted the largest single group, slightly
under 40 percent when considering only non-students, or just under
half of the total sample when student and non-student holiday-
takers are considered together. There is no apparent reason why
the changeover in survey forms should have significantly affected
responses to a traveled frequency question, yet fewer than 10
percent of the passengers aboard the Gloria 2 and Queen Belinda
indicated that they trave! the route more frequently than once a
month, whereas just over one-half of the passengers aboard the
Guada Cristy indicated that they traveled the route one or more
times a month.

One reason the survey form was changed was the common
discrepancy obtained, when using the original form, in regard to
two questions regarding the adequacy of services to meet demand.
The Guada Cristy survey, using the original form, gives an example
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of this type of discrepancy. Whereas S5 percent of the passengers
interviewed answered that services on the route were adequate to
meet demand, 56 percent of these Same passengers expressed the view
that congested travel during the peak season constituted a serious
problem. On each of the other two vessels surveyed 55 percent of
the passengers interviewed had favorable views regarding the
sufficiency and convenience of services, and, of these passengers,
21 percent (26 percent on one vessel and 13 percent of the other)
offered an "excellent" rating, while the others gave a "generally
good" rating. An average of slightly over one-third of the
passengers, however, thought that service sufficiency deserved only
a "fair/poor” rating.

Other significant survey results obtained from surveys
conducted on the Hilongos-Cebu Route are: .

> Passengers aboard the Gloria 2 and the Queen Belinda gave
high marks to the operators and their staffs, with all
interviewed bassengers aboard each of the vessels
expressing favorable views regarding management attitude
toward attaining good service quality and land-based
staff efficiency and attitude toward passengers. There
was only one dissenting view in regard to rating vessel
crew efficiency and attitude favorably. The Gloria 2 was
actually rated higher in regard to its personnel, since
an average of one-third of its passengers gave an
"excellent" rating for operator management and staff,
whereas only the vessel crew were given such a rating by
some of the Queen Belinda passengers, and management and
land-based staff were rated by all interviewed passengers
on that vessel as "satisfactory". The originaJ survey
form only asked for passenger assessments of the vessel
crew, and passengers aboard the Guada Cristy
overwhelmingly (81 percent) rated the crew’s courtesy and
willingness to be helpful as "fair".

> Operator adherence to schedule, or service reliability,
was favorably viewed by passengers on all three of the
surveyed vessels. On the Guada Cristy, 39 of 43
interviewed passengers expressed satisfaction -ith
operator schedule reliability, and on the other two
vessels 21 percent rated schedule adherence as
"excellent", and 53 percent gave service reliability a
"generally good" rating.

> Passengers on the Guada Cristy were not asked a question
about service speed, but 93 percent of the survey sample
on the other two vessels deemed service speed to be
satisfactory.

> A sizable proportion of the passengers on the Gloria 2
opined that services had improved, over the past two
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years, with 13 of the 32 passengers who had traveled ‘the
route before indicating that services had "considerably
improved”, over the period, and another 9 passengers
expressing the view that there had been a "slight
improvement" of services. Only 5 passengers felt that
there had been no detectable improvement in service
standards. On the Queen Belinda, about one-third of the
passengers, all but one of whom had traveled the route
before, thought that there had been a slight improvement
of service standards, over the past period of two years,
but none of them thought that there had been considerable
improvement. A smaller proportion of the Guada Cristy
passengers thought that they could detect improvement in
service standards.

> Fassengers aboard all three surveyed vessels felt that
operator reservation systems were good. All of the
interviewed passengers on board the Gloria 2 and the
Queen Belinda thought that the space reservation systems
of the operators were satisfactory in regard to both
convenience and assurance of space, i.e., avoidance of
overbooking, and three of the passengers offered a rating
of "excellent". Cuada Cristy passengers were not
unanimous in their view, but 86 percent, nevertheless,
viewed space reservation as satisfactory.

> Nearly all of the passenrers aboard the Gloria 2 viewed
the boarding process as atisfactory or excellent. On
the other two vessels, 70-80 percent of the passengers
thought the boarding process was satisfactory.

With regard to the various aspects of physical
accommodation, passengers were mostly disinclined to
offer very high or low ratings, but generally found the
verious aspects tc be "satisfactory" or "fair". A few
physical accommodation aspects received "inadequate" or
"poor" ratings from sizable proportions of the passengers
on one or more of the three vessels, however, including:

2 percent of the Queen Belinda passengers complained of
poor ventilation; 47 percent of the Guada Cristy
passengers and 46 percent of the Queen Belinda passengers
thought that the toilet and washing facilities were not
kept clean during the voyage; two-thirds of the Queen
Belinda passengers complained of inadequate availability
of drinking water; and 38 percent of the Queen Belinda
passengers felt that the limited space to move around on
the vessel was "unacceptable”.

Naval-Cebu Route. This route represents the only Biliran
Island passenger service that was surveyed by the LSRS. Two
vessels were surveyed, the MV My Katrina and the MV Michael I1I,
and a combined sample of 49 passengers, nearly equally divided
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between second and third class, was obtained. The passengers had
a variety of reasons for traveling, with nearly half traveling for
vacation or holiday purposes, and almost one-quarter indicating
that their trip purpose had to do with family affairs. There were
very few frequent travelers in the survey sample, with 57 percent
indicating that they trave! the route no more than twice a year,
and only 8 passerngers 'traveling the route one or more times a
month.

Significant results of this survey are:

> All passengers on one vessel and nearly all on the other
found the cleanliness and the air comfort level of their
seating/sleeping areas to be satisfactory, and on one of
the vessels 70 percent rated air comfort as "very
comfortable",.

> Passengers on both vesseis rated the crew attitude to
passengers and efficiency as satisfactory, and all the
passengers aboard one vessel considered that the
operator’s land-based staff were satisfactory in their
attitude and efficiency.

> Although majorities of the passengers on both vessels
deemed services to be sufficient and convenient, 37
percent of the passengers on each of the vessels offered
only a "fair/poor" rating 1in regard to service
sufficiency.

> A large majority of the passengers found service speed
and schedule adherence to be satisfactory.

> Nearly half of the passengers on board one vessel thought”
they could detect some slight improvement of services
over the past two years, and all of the passengers on
that vessel rated management attitude toward service
quality as satisfactory.

> It was only in regard to the availability of drinking
water and the maintenance of toilets and washing
facilities that sizable proportions of the passengers
lodged complaints. A bare majority (51 percent) rated
water supplies as inadequate, and a large minority (47
percent) found toilet/washing facility cleanliness to.be
unsatisfactory.

Palompon, Leyte-Cebu Route. Three vessels were surveyed on
:his route, including the MV Michael III which was also surveyed on
‘he Naval-Cebu route. The other two vessels were the MV Our Lady
'f Mount Carmel and the MV Our Lady of the Sacred Heart. A fairly
arge sample of 196 passengers was obtained, of which 156
'assengers were traveling third class, and most of the others were

71



second class. Only six students were included in the sample. The
single most common trip purpose was non-student vacation travel (28
percent of the sample), and another 9 percent of the passengers
were traveling to or from provincial fiestas. Eighty-one percent
of the passengers indicated that they traveled the route no more
frequently than four times per year, and only 12 of the passengers
traveled the route more frequently than monthly.

Results from the survey which the LSRS deems to be significant
are:

> A high proportion (97 percent) of the passengers
interviewed aboard the three vessels felt that the
cleanliness of seating/sleeping areas at the start of the
voyage was satisfactory (85 percent) or "very clean" (12
percent).

> The air comfort level of the seating/sleeping areas was
rated nearly as highly as cleanliness, with 82 percent of
the passengers rating air comfort as "satisfactory", and
another 10 percent giving a "very comfortable" rating.

> An unusually high proportion of the passengers offered a
favorable view of the cleanliness of toilets and washing
facilities, with 76 percent rating maintenance of these
areas as "satisfactory" and another 7 percent giving a
rating of "clean & well maintained”. In the LSRS Surveys
of passenger services, it was uncommon that no more than

¢ 17 percent of the passengers had any complaint regarding
toilet and sanitation facility cleanliness.

> The other most common complaint in LSRS surveys was the
inadequacy of drinking water supplies, and half of the
passengers interviewed on the Palompon-Cebu route also
complained of lack of drirnking water. On one of the
vessels, which was rated highly in most other respects,
80 percent of the passengers indicated that water supply
was either "inadequate" (77 percent) or "unacceptable" (3
percent).

> The comfort and cleanliness of eating areas were also
viewed favorably by passengers on board each of the three
surveyed vessels, with 75 percent indicating that the
eating areas were "satisfactory" in these respects, and
another 8 percent giving an "excellent" rating.

> On one of the three vessels, 27 percent of the passengers
indicated that services had improved "considerably" over
the past two years, and another 21 percant thought that
services had improved "slightly".

> Passengers aboard all three vessels had a favorable view
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of the shipping operator space reservation systems (97
percent "satisfactory" or "excellent"), and of management
attitude toward service quality (85 percent
"satisfactory” and 14 percent "excellent").

> Both the vessel crews and the land-based staff received
favorable ratings from 96 percent of the interviewed
passengers.

> Schedule adherence was rated ag "excellent" by 22 percent

of the passengers, and another 49 percent considered
adherence to be "generally good".

> Service sufficiency and convenience were considered to be
"excellent" by 27 percent of the passengers and
"generally good" by another 37 percent.

Ormoc, Leyte-Cebu Route. As in the case of the Hilongos-Cebu
route, discussed earlier, the LSRS used two different survey forms
to survey the Ormoc-Cebu route, and not all of the results can be
added. The new form was used to survey the MV Cebu Princess, and
a sample of 76 passengers was obtained, most of whom (60) were
traveling third class. The original survey form was used to survey
the MV Elcano, and the 37-passenger sample obtained was nearly
evenly divided among the three passenger classes. The make-up of
the survey samples on the two vessels was quite different, with
only one student on school break on the Cebu Princess, and 35
percent of the Elcano sample being students. Frequency of travel
was also very different between the two groups of passengers, with
73 percent of the Elcano passengers indicating that they traveled

that the Cebu Princess actually was operating a longer, liner
shipping route, of which Ormoc-Cebu constituted ‘only one leg,
whereas the Elcano was operating a ferry route of just 65 n.m.

Significant findings from the survey of the Ormoc-Cebu route
are:

> The Elcano passengers provided an extreme case of
contradiction with 36 of 37 passengers indicating that
services being provided were adequate to meet demand, yet
35 of the 37 indicating that congestion during the peak
travel season was a serious problem. These passengers
were mostly frequent travelers, and probably were
providing accurate insight into the seasonal
accommodation problem, while answering the first question
with reference to the voyage they were on (they were
interviewed in September, an off-peak period). The Cebu
Princess passengers, responding to a differently-worded
question, rated service sufficiency and convenience as
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"excellent" (18 percent) or ‘"generally good" (41
percent), but 34 percent also gave only a "fair/poor"
rating.

The passengers on the Elcano rated it highly in several
respects, with favorable views in regard to service
realibility (97 percent), the space reservation system
(95 percent), baggage accommodation/security (97 percent)
and concern for safety (84 percent, but 31 of 32
responding passengers). Seventy-three percent of the
passengers viewed the vessel boarding procedure as
satisfactory.

Where physical accommodations were concerned, the
passengers in the Elcano graded the vessel's services
less highly, generally offering a "fair" rating. Tt was
only in regard to drinking water availability that the
majority had an unfavorable opinion, with 41 percent
giving a "poor" rating, and 11 percent viewing the
drinking water supply limitation as "unacceptable".

The Cebu Princess passengers also gave their vessel some
high ratings, with 88 percent viewing the vessel boarding
process favorably, 87 percent giving baggage security a
"fair" to "excellent" mark, 99 percent indicating that
seating/sleeping areas were "satisfactory" or "very
clean” at the start of the voyage, 94 percent expressing
satisfaction or pleasure in regard to air comfort levels,
81 percent viewing drinking water supplies as adequate,
77 percent deeming toilet/washing facility cleanliness
and maintenance to be at least satisfactory, and 95
percent rating the vessel open areas for passengers as
satisfactory or better.

Considering these several high ratings, it 1is not
surprising that the Cebu Princess passengers assessed
management attitude to service quality highly, with 25
percent giving an "excellent" rating and 68 percent
viewing operator management attitude as "satisfactory".
Operator staff were rated nearly as highly in regard to
their attitude toward passengers and their efficiency;
vessel crew received a 92 percent "satisfactory" or
"excellent" rating, and shore-based staff got the support
of 88 percent of the passengers for such ratings.

Maasin-Cebu Route. As in the case of the Ormoc-Cebu route,
the LSRS surveyed two vessels on the Maasin-Cebu route, using the
original survey form for the MV Filipinas Maasin, and the revised
form for the MV Asia-Brunei. A survey sample of 57 passengers was
obtained on the former vesse! and a sample of 73 passengers was
obtained on the latter, for a combined sample size of 130. As in
the cases of most other LSRS passenger surveys, the most common
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single trip purpose on each of the vessels was vacation/holiday-
taking by non-students, which was the purpose of travel for 49 of
the 130 passengers. Approximately one-quarter of the passengers
indicated that they traveled the route at least once a month, but
the large majority of passengers traveled no more frequently than
five times per year.

The passengers on neither vessel had much to complain about.
Significant survey results are:

> One hundred percent of the passengers interviewed on the
Filipinas Maasin expressed the view that services were
adequate to meet demand, yet 68 percent of the same
passengers opined that congested travel constituted a
serious problem in the peak season of travel. On the
Asia-Brunei, 23 percent thought service sufficiency and
convenience to be "excellent", and 49 percent considered
these aspects of service to be "generally good".

> Service reliability obtained a 91 percernt favarable
rating and space reservation a 56 percent favorable
rating aboard the Filipinas Maasin. Seventy-nine percent
(100 percent of respondents to the questions) felt that
there was adequate concern for safety and good baggage
accommodation/security on the same vessel. Forty-three
of 44 respondents to a question regarding the boarding
procedure expressed a favorable view.

> Passengers on board the Asia-Brunei were just as
satisfied with services, with 93 percent finding the
cleanliness of the seating/sleeping areas to be either
"satisfactory"” or "very clean", 89 percent finding the
air comfort level to be at least satisfactory, and a high
78 percent expressing satisfaction with toilet/washing

facility cleanliness and maintenance. Management
attitude toward service quality, staff attitude toward
passengers, service adherence, service speed, the

operator's space reservation system, and all other
aspects of service received favorable ratings from large
majorities of the passengers. Also, just over half of
the interviewed passengers felt that they could detect
service improvement over the preceding two years.

Passenger Service Fares

In general, operators on the principal liner shipping and
‘erry routes were adhering to officially sanctioned rates for third
‘lass passengers, i.e. the passage was within MARINA’s 1993 fork
ariffs for the respective routes in Eastern Visayas. Table 4.6
dentifics the actual passage paid by first, second, and third
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TABLE 4.6

EASTERN VISAYAS ROUTE
ACTUAL PASSENGER FARES, 1993
(In Pesos)
Tacloban Princess - - 366
Tacloban-Cebu Leyte Queen 130 130 120
Don Calvino 180 150 130
Tacloban-Guiuan Flo-Soccour 85 75 65
Stacey 75 65 65
Tacloban-Balanggiga, Samar | San Lorenzo - - 35
Catbalogan, Samar-Cebu Elizabeth Lily - - 150
7
Calbayog-Cebu Don Martin 6 - 200 200
Cabalian-Cetn Guivan - 110 100
Baybay, Leyte-Cebu Pink Roso 70-80 60 50
Bato, Leyte-Cebu South Pacific 70 70 56
Hilongos-Cebu Glonia 2 65 55 45
Quenn Belinda - 55 45
Guada Cristy - 55 45
Naval-Cebu MY Katrina - 100 75
Michael II1 - 90 64
Palompon, Leyle-Cebu Our Ludy of Mt. Cuninel 110 90 64
Michael 111 - 90 64
Sacrcd Heart - 123 64
[ Ormoc-Cebu Cebu Princess - 115-159 76
Elcano 140 123 76
Maasin-Cabu Asia-Brunei - 70-80 70-72
Filipinas Maasin - 100-115 82
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class passengers interviewed by the LSRS, and Table 4.7 indicates
the official 1993 fork tariffs for third class passage on Eastern
Visayan routes.

MARINA did not stipulate the third class passage rates for the
following ferry routes: routes connecting Cebu with Bato,
Hilongos, and Cabalian, as well as the routes connecting Tacloban
with Guiuan and Balangiga, Samar.

The third class passage for the liner routes connecting Cebu
with Maasin, Naval, Tacloban and Baybay were all within the
official ranges, and the rates were even on the low side of these
ranges. Still within the range, although on the high side, were
the third class passages for the liner routes connecting Tacloban
with Manila and Ormoc with Cebu.

Two liner services were imposing high passages on third class
passengers:

> Calbayog-Cebu liner service, where third class passage
was 47 percent higher than the upper end of the official
fork tariff.

> Catbalogan-Cebu liner service, where third class passage
was around 5 percent higher than the upper end of the
official fork tariff.

Policies regarding passage fares include: (a) children below
6 years old are free on board and (b) disabled passengers and
elderly passengers are given discounts.

There were, in 1993, land transport services from Tacloban to
fanila and Davao, as well as to various points on the island of
samar, and the rates for these services were competitive with
shipping passage, as shown below:

Passenger Fares

Tacloban-Manila Airconditioned P444.50

(24 hours) Ordinary 364.00

First Class 382.00

Tacloban-Davao Airconditioned 280.00

(16 hours) First Class 250.00
(Reclined Seat)

Tacloban-Catbalogan Airconditioned 90.00

(2 hours) Ordinary . 42.00

Tacloban-Allen Airconditioned 123.00

(6 hours) First Class 105.00
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TABLE 4.7

SCHEDULE OF OFFICIAL EASTERN VISAYAS ROUTE

THIRD CLASS PASSAGE
(Elfective Jamaery 1993 )

BAYBAY CeBy 37 54.13 70.10
BAYBAY MANILA a5 304.20 393,45
BAYBAY ORMOC 23 21.88 28.30
BAYBAY S000D 8] 77.00 99,65
BAYBAY SURIGAO 89 84.60 109,45
BORONGAN CEBU 224 195.60 253.18
CABALIAN CEBU 136 118.78 1837
CALBAYOQ BUTUAN 210 183.40 237,30
CALBAYOQ CATBALOGAN 26 24.70 32.00
CALBAYOQ CERU 120 104.80 138.60
CALBAYOG MANILA 322 2£2.00 339,08
CALBAYOG MASBATE 66 62.75 5120
CQALBAYOQ ORMOC 91 86.50 111.93
CATRAYOQR TAGRIWWARAN m 149.35 193.2%
CALBAYOG SURIGAOQ 19 168,45 218.10}
CALUBIAN MAASIN 114 %.55 128.85)
CALUBIAN PALOMPON 15 AL7S 55.38)
CATARMAN CERU 169 147.60 191.00}
CATBALOGAN CAGAYAN 4 195.60 25315}
CATDALOQAN CIDU 127 110.90 14.50]
CATBALOGAN MAASIN 42 124.00 160.45
CATBALOGAN MANILA 346 275.%0 356.53
CATBALOGAN MASBATH 88 83.45 1082
CATBALOGAN ORMOC 109 95.20 $2320
CALBALOUAN ‘TACLOBAN ) 5230 67.63
ISABFL CEBU 44 41.80 54.10{
MAASIN DAVAO 150 286.65 371.00]
MAASIN BUTUAN 84 79.85 10130
MAASIN CEBU 70 66.55 86.10
MAASIN JAGRA 45 42,78 58.38
MAASIN MANILA 414 32965 42660
MAASIN MASDATE 170 148.43 192.10
MAASIN MATI 280 24450 316.40
MAASIN SURIGAO 48 4550 39,05
MAASIN NASIPIT 2] 79.88 103.30
MAASIN PALOMPON 71 67.50 83733
NAVAL CEBU X 83,55 110.70
ORMOC CARATJAN T 100.08 1338
| ORMOC CERU 6% sL8l T 7508
ORMOC MANILA 378 298600 38645
ORMOC MASBATE 1M 117.00 151.15
ORMOC NONOC 110 26.08 124.30
ORMOC S0GOD 99 94.10 2178
ORMOC SURIGAO 107 95.03 123.00
PALOMPON CEBU 53 52.25 6765
PALOMPON MANILA M 273.90 384.50
PALOMPON NEW WASHINGTON 135 117.90 152.55
FALOMPUN BUTUAN 145 126.60 163,85
PALOMPON SURIGAO 116 101.30 131.10
SAN ISIDRO CEBU 75 71.30 92.25
SOGOD CHEBU 107 95.08 123.00
SOGoD MANILA 448 356.75 461.68
SOGOD NONOC 60 57.08 73.80
SOGOD SURIGAQ 31 48.48 62.78
TACLOBAN CAGAYAN 182 158.95 208.68
TACLOBAN CEBU 189 165,08 213,00
TACLOBAN ILIGAN 212 18515 240.00
TACLOBAN MANILA 373 297.00 384,39/
TACLOBAN MASBATE 117 10213 132.20
TACLOBAN SURIGAO 98 53.15 120.55{

Seurce: MARINA (Maritime Industry Authortty)
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5. FACTORS AFFECTING SERVICE ADEQUACY
Introduction

The preceding chapters have identified the ferry and liner
shipping services being provided, in 1993, to ports of the Eastern
Visayan Islands of Samar and Leyte, and have evaluated most of
these services in regard to their adequacy to accommodate all
demand, their performance standards, and the charges for services.
samar Island is well]l served by the RORO ferry operations that
orovide service connections to Luzon, but is otherwise not well
served by the interisland shipping industry. Leyte Island is well
served by its several ferry connections to Cebu, and passenger
:raffic is also well served by liner shipping operators, but the
‘onger-distance cargo transport requirements are less well served
)y the industry. The current chapter attempts to identify the
inderlying causes of any inadequacies and problems of shipping
‘ervices being provided to the Eastern Visayas.

Fossible causes of service inadequacies and problems might
nclude any of the following:

> Government interference with market responsiveness and
competitiveness, i.e., constraints placed on operator
actions by the regulation of ferry and liner shipping
services and rates.

> Port limitaticns and operating problems.
> Market characteristics and shipper-related problems.
> Level of competition and liner operator problems.

Liner Shipping Service and' Rate Regulation

Regulation of services and rates does not appear to have
.used any serious market distortions or other problems where
.stern Visayas shipping services are concerned, although rice
ipments in the southward directicn on the Manila-Tacloban route
pear to have been priced out of the ma-ket under the rate
gulation regime which existed prior to December 1993 (when the
west paying commodity category was abolished by MARINA). With a
avy imbalance of trade in two directions, liner shipping
erators must carry high-paying cargo in the "heavy" traffic
rection, if they are to operate profitably. This is discussed
re fully under "market characteristics” below.
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Also, a decreased level of ferry operation regulation could
help to relieve the only significant problem identified in LSRS
passenger surveys, viz., the inadequacy of service capacity during
the peak season of travel on some of these routes. In 1993-1994,
the Certificates of Public Convenience (CPCs) of ferry operators
restrict them to providing services according to schedules approved
by MARINA, and the operators must seek MARINA’s approval before
making any adjustments to their service schedules. This means that
the operators cannot readily respond to variations in the levels of
travel demand.

Regulation has not interfered with development of a
competitive situation in the Eastern Visayas, however, and a
genarally good competitive situation had developed there by 1993,
as there was more than one operator franchised for most routes, and
routes were also competing for most travel and cargo transport
markets. 1In particular, liner shipping and ferry services were
competitive, the latter combining with road transport services to
give very stiff competition to liner services being operated on
priucipal routes. Tramper shipping had also made some inroads into
the liner cargo market shares, particularly where copra was
concerned. The effect of this competitive situation on liner
shipping services is discussed in the final section of this
chapter.

Port Limitations and Operating Problems

The Eastern Visayas do not have even one good liner shipping
port. Tacloban is the principal port of the region, but currently
has some severe limitations, and cargo handling services are not
offered on an around-the-clock basis at the port, and, at the time
of the LSRS survey, at least, were also expensive. The principal
problems with the port include the following:

> The entrance channel to the port from the north passes
through the San Juanico Strait, extending for 32
kilometers, and is relatively shallow, making it necessary
for arriving and departing vessels to use the services of
pilots for the full distance, and tugboat assistance is
also required by some vessels. Nighttime negotiation of the
channel is not possible because of the absence of lighted
navigational aids, and pilots are unavailable after 1600
hours. The cost of hiring pilots and transporting them to
the far northern end of the strait is expensive, and
tramper operators complain of pilot alleged arrogance.

> The port does not have adequate and well-maintained
facilities. Port lighting is said by operators to be
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inadequate for 24-hour operations, and port labor generally
did not work during nighttime hours, in 1993, although some
shippers indicated that they were able to arrange for
nighttime cargo-handling services. Th= surfacing of the
port area was in poor condition in 1993. The port’s RORO
ramp is fixed, and not wusable at low tide, so that
dual-forkiift cargo handling operations become necessary,
i.e., one forklift is stationed on the vessel and one on
the pier, and they hand off the cargo between them.

> The port was also not being well operated in 1993, PPA
personnel were reportedly absent for up to 14 hours per
24-hour day, and vessels were unable to dock until PPA
personnel were once again present at the port. Port
security personnel were apparently lax, since many
non-users of the port, including peddlers, were able to
find their way inside the port area, and shippers ascribed
the high incidence of breakbulk cargo pi'ferage to the
presence of these non-users. Some shippers complained to
the LSRS that PPA police at the port had to be bribed to
safeguard the shipper’s or consignee’s cargo, and other
shippers/consignees were hiring their own agents/personnel
to watch over breakbulk cargo in the port area. Finally,
some port users expressed unhappiness with PFPA because PPA
was not controlling the rate of tramper loading/unioading
operations, particularly the "very :low" unloading of
cement. Reportedly, the problem in this case was that the
consignees did not provide adequate trucking capacity,
thereby limiting the rate at which tramper vessels could be
unloaded.

> Leyte Integrate! Port Services Inc. (LIPSI) has long held
an exclusive contract for cargo-handling services at the
pori, and allegedly had been subcontracting out these
handling services "for the past 15 years". Some shippers
complained that arrastre workers were not well trained,
and, as a result, there was frequent damage to breakbulk
cargoes. The principal complaint regarding arrastre
services, however, was that they were too expensive,
sometimes as much as three times the level of charges at
Cebu, for example. Arrastre charges had also to be paid
when the shipping operator or the shipper/consignee
undertook the cargo-handling operations eniploying their own
lzbor. Shippers pointed out that there was cargo-handling
competition at the port of Cebu, whence the reasonable
arrastre charges and satisfactory services at that port,
aad they were very much in favor of having the LIPSI
monopoly on cargo-handling services at Tacloban ended.

Cattalogan is the principal liner shipping port of Samar
Island. The port was, reportedly, neve: formally turned over to the
PPA, because the PPA found the port’s pier to be substandard in
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construction and Sstructurally weak. The port, in 1993, had no
capability to handle containers larger than 10-ft, so shippers
wishing to utilize 20-ft. containers and larger had either to have
these containers trucked to Manila, or to send their containers to
Tacloban port for loading aboard vessels. Shippers indicate that
PPA exercised no effective control of entrance to the Catbalogan
port area. and that, by 1993, pilferage was rampant as a result;
this contention was disputed, however, by the arrastre contractor
at the port, who maintained that pilferage at the port had been
brought under control. Catbalogan and Calbayog are both ports
which are open to the sea, without any breakwater protection, which
limits the number of days per year when ships can safely and
usefully be docked at the ports’ piers. PPA was in the process at
constructing a RORO berth at Catbalogan in 1993.

At the Leyte west coast port of Ormoc, the efficiency of
loading/unloading operations was constrained by the fact that only
one truck at a time could enter onto the port’s finge. pier. The
L5RS understands, in 1994, that PPA has plans for the expansion and
improvement of this port.

One ferry operator at the port of Guiuan informed the LSRS
that the shallow water depth at that port was causing delays in
operation. The condition of the port also tended to disincline
operators from investing to provide the RORO ferry service that
shippers of that port’s southeastern Samar hinterland are
requesting.

One port inadequacy outside of the Fastern Visayas region is
significantly, and adversely, affecting the competitiveness of
liner shipping with road/RORO ferry transport. This inadequacy is
at the domestic port of Cebu, where water depth is inadequate at
low tide to permit some liner vessels to enter the port, with the
resvlt that they may have to wait outside for several hours; such
delays constitute a significant consideration when highly-
perishable fisheries products are being shipped and/or when a
foreign vessel "connection" (transshipment) must be made on time.

Market Characteristics and Shipper-Related Problems

An important limitation to the liner shipping servizes which
can profitably be operated to ports of the Eastern Visayas is the
na‘'re of the cargo market. Cargoes moving in the outwazd lirection
fr : the Eastern Visayas are mainly copra and fisheries oroducts.
The former is now almost entirely carried by tramper vessels; one
of the liner oprrators on the Tacloban-Manila route indicated, in
1993, that the shipping line had not carried copra since 1984,
Fisheries products, on the other hand, constitute an appropriate
liner shipping commodity, but there is increasing competition from
road transport/RORO ferries for the movement of Eastern Visayan
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fisheries products.

Liners, therefore, carry little Eastern Visayan cargo in the
outward direction, whether to Manila or Cebu, but accommodate
larger quantities of cargo in the inward direction. Profits, if any
are to be had with such an imbalance of cargo traffic, must be
earned from inbound cargoes, which means that Class A and Class B
cargoes must be accommodated, and Class C cargoes are to be
avoided. In the outward direction, where only one-quarter of the
containers being moved were loaded, in 1993, any cargo was welcome.

As a result of this market Structure, the Catbalogan-Cebu
route lost an operator, in 1993, and the Tacloban-Manila route was
in danger of losing an operator.

In addition to the two-directional imbalance of liner cargoes,
shippers and consignees were contributing, in 1993, to shipping
service inefficiency in the Eastern Visayas in the following ways:

> The inadequacy of consignee trucking units for the unloading
of cement at the port of Tacloban was causing the unloading
operation to be very slow, which, in turn, created congestion
at the pier, adversely affecting other shipping operators,
shippers, and consignees.

> The National Food Authority (NFA) was causing delays in the
unloading of its inward shipments of rice at Tacloban Port,
since unloading could not begin until there were an NFA
checker, a Commission on Audit (CoA) auditor, a classifier,
and a military security officer present’.

The east coast of Samar has no good interregional transport
option, and this is largely due to the need to reach "threshold"
levels of cargo flows that will attract vessels that are large
enouglk to sail on the open ocean; i.e., high waves are the "rule"
along that coast of Samar,

Level of Competition & Liner Operator Problems

The construction of the San Juanico Bridge, which opened to
traffic in the early 1980s, effectively ended the sea transport
services between Tacloban and Catbalogan, and this bridge, together
with the RORO ferry services which operate between Samar and Luzon,
and between Leyte and Mindanao, have provided most of the two
islands with competitive transport alternatives to liner shipping
services. As a result, a considerable portion of passenger traffic
between the Eastern Visayan Iclands and Luzon was, in 1993, being
accommodated by road transport and RORO ferry. Liner operators
serving the Tacloban-Manila Iroute took the view that some action to
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limit the shift of passenger traffic was desirable, or the
operators might need to discontinue their liner services, thereby
leaving Tacloban and Catbalogan bereft of economically-desirable
cargo services.

Leyte east cost ferry services, nearly all of which provide
service connections to Cebu, including a RORO connection, are
providing competition to the Tacloban-Cebu and Catbalogan-Cebu
liner shipping services. Tacloban shippers of fisheries products
indicate that they were realizing a saving of P5,500/container by
using the land/RORO ferry route to Cebu, instead of the much longer
sea route, and the former transport option also assured them that
foreign vessel transshipment connections at Cebu and at Manila
would not be missed.

This liner shipping/ferry competitive position was at a time
when the road networks of Samar and Leyte were not yet highly
developed, although these networks have been undergoing improvement
in recent years. As the networks continue to be improved, the road
transport/ferry options will become increasingly attractive for
traffic between Cebu and the Eastern Visayas.

There 1is, on the other hand, at least one case where
initiation of a new liner shipping service could divert from a
ferry operation a sizable proportion of its traffic: this is the
ferry between the southeastern Samar port of Guiuan and Tac!oban
Port. Shippers from the hinterland of Guiuan Port are agitating
for either transformation of the ferry operation to a RORO ferry
operation, or initiation of a direct liner shipping service between
Guiuan and Cebu. Either one of these actions would eliminate the
necessity to load/unload cargo at the port of Tacloban. A possible
new liner shipping connection between Cebu and Guiuan was not
included among the developmental routes which were given
consideration by the LSRS, but probably deserves to be given
consideration by MARINA.
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6. APPROACH TO IMPROVING SERVICE ADEQUACY

General Assessment & Agproach
7

The Eastern Visayan Islands of Samar and Leyte have ferry
service connections to the three economically most important
islands of the Philippines: Luzon, Mindanao, and Cebu. Leyte also
is served well by a number of liner shipping routes. Samar has
only limited liner shipping services provided to its ports, but the
existence of the San Juanico Bridge connecting Samar and Leyte
permits much of Samar Island to have access to liner shipping
services at the Leyte port of Tacloban.

A few problems with shipping services have been identified in
the preceding chapters of this report volume; most of these,
however, are rot major ones, and most are caused by circumstances
beyond the control of the shipping industry and of the individual
shipping operstors. The problems and their causes are:

> Limited and irregular calls by liner operators at Samar
ports, caused mainly by the limited cargo outf)ows of the
island, by the competitiveness of the road transport/RORO
ferry travel and shipment option, and by the availability
of liner services at Tacloban,

> Unavailebility of liner shipping cargo service to move
rice from Manila to the Eastern Visayas, caused mainly by
the large imbalance of trade in two directions, making
low-paying commodities, like rice, very unattractijve in
the "heavy" traffic direction (i.e., Manila-to-Fastern
Visayas).

> Passenger capacity inadequacies during peak periods of
travel on some routes.

> Liner shipping time delays and inefficiency, caused
mainly by problems at ports.

Besides the needs to address these identified problems, there
may be needs to franchise new services on existing routes, and to
franchise new routes. Actions that might be taken both in regard
to identified problems and new service opportunities are discussed
in the remaining sections of this chapter. One action which is
needed, yet is not discussed below, is the establishment of an
effective system for the monitoring of interisland liner shipping
and ferry services. This institutional need is discussed in Annex
B of Volume I of this Final Report. That annex presents the
recommended Domestic Shipping Service Monitoring System (DOSSMONS) .
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Deregulation

The LSRS has concluded in this report volume that shipping
service and rate regulation have not caused any serious problems in
regard to Eastern Visayas ferry and liner shipping services, and
that a good competitive situation exists, in fact, with ferry/road
transport options providing liner shipping with stiff competition
for most interisland markets. Nevertheless, there are two steps
toward deregulation of services and rates that appear desirable,
and these are discussed in the following paragraphs.

Cargo Rate for Rice

MARINA-specified cargo rates are arrived at through industry-
wide analyses of liner shipping costs and revenues. Rates so
derived may not be appropriate for every shipping route. In
particular, in cases where routes have a large imbalance of cargo
in two directions and/or where the proportion that low-paying
cargoes to total cargo traffic is especially high, it may be very
difficult for liner shipping operators to operate profitably when
they must adhere to the official fork tariffs for cargo.

The Manila-Catbalcgan-Tacloban route is a route with a very
large imbalance of cargo traffic in two directions, with the
volumes of liner cargo being accommodated 1in the northward
direction being equivalent to only about one-quarter of the cargo
traffic that the liner operators are accommodating in the opposite
direction. As such, it is essential to the operators, if they are
to operate profitably, that they accommodate mostly high-paying
cargoes in the "heavy" traffic direction. The two operators, in
1993, were not accepting rice shipments from Manila to the Fastern
Visayas. In order for the operators to accept these shipments, the
revenue so carned needs tc cover not only the cost of accommodating
the rice itse!f, but also the incremental costs associated with the
additional repositioning of empty containers.

MARINA’s Memorandum Circular (MC) ®o. 80, which became
effective in December 1993, abolished the Ciass C (Basic) group to
which rice belorged (together with corn, vegetables and fruits),
and reclassified rice as a Class C commodity. This
reclassification permits operators to charge slight!y more than ten
percent higher for the accommodatiion of rice than they would have
been able to ctherwise, and therefore should improve somewhat the
attractiveness of rice to the operators on the rcute connecting the
Eastern Visayas to Manila.

The rate adjustment may not be sufficient, however, to give
good assurance of adequate liner shipping capacity to accommodate
all demand for rice movement on the route, and to better enable the
two operators to achieve profitability. A 1991 study done for
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MARINA recommended discontinuance of industry-wide cargo rates, and
the adoption of a route-specific approach to rate identification,
and the Manila-Catbalogan-Tacloban route may be one route where
this approach should be taken. Alternatively, the cargo fork
tariff might be widened for this route.

Ferry Schedule Flexibility

The LSRS is recommending, in regard to ferry services
evaluated in other volumes of this Final Report, that all ferry
operator CPCs be amended to permit schedule flexibility, in order
that the operators can then immediately respond to variations in
the level of ferry transport demand. It is especially important
that these operators be permitted to operate "seasonal schedules",
wherein the number of their voyages per day can be increased to
accommodate peak season travel demand, which, on many routes, is
higher by 50 perceat, or even more, than the average traffic
accommodated on those same routes during other periods of the year.
Commonly, ferry vessels are underutilized, and couid add a full
round-trip or at least a one-way trip per day. With 24-hour
operation of ferry terminals, even two round-trips might be added
on soine routes,

This change would, at very low incremental cost, overconle the
orly serious ferry service problem on the majority of ferry routes,
i.e., peak-period travel congestion. These seasonally congested
routes include some of the routes connecting Leyte to Cebu (the
LSRS was unable, due to time constraints, to evaluate the ferry
services connecting Samar to Luzon and Leyte to Mindanao, and
therefore cannot comment on the adequacy of those services to
accommodate demand during the peak seasons of passenger travel),

Port Development & Operations Improvement

The PPA is already constructing a RORO berth at the Samar port
of Catbalogan, and has indicated to the LSRS that there is a plan
for the expansion/improvement of facilities at the port of Ormoc.
The comments below, therefore, have to do with only the ports of
Tacloban and Guiuan.

Tacloban Port

The Eastern Visayas require one adequate port for interisland
liner shipping, with long-term potential for also becoming one of
the international ports of the Philippines. The LSRS cannot assess
the relative desirability of Tacloban and the Leyte east coast
ports to be so developed, except to note that the location of
Tacloban is a considerable advantage for Samar Island vVis-a-vis
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Leyte east coast ports, whereas Leyte itself might benefit from an
east coast location. The long, shallow approach channel to
Tacloban from the north is certainly a major disadvantage, even in
1993, and could become a imore serious disadvantage of the port’s
location in the future, as interisland trade grows and the
international trade of the Eastern Visayas develops. The only
recommendation which the LSRS is able to make in regard to this
medium-term and long-term port development, however, is that it
would be helpful to have a decision on the matter, and this will
probably require that a study be conducted. The study would need
to assess the potential and associated costs of major upgrading
(probably in two or three stages) of Tacloban Port, and,
alternatively, the potential for major upgrading of a Leyte east
coast port, with identification of the road investment which would
permit an east coast port to serve Samar Island adequately, as well
as serving the island of Leyte.

Short-term improvement that is required for the port of
Tacloban includes the following:

> Placement of one or more lighted buoys along the San
Juanico Strait, to enable vessels to sail the Strait
during nighttime.

> Institution of "open" licensing of pilots, whereby
qualified interisland vessel captains and chief mates who
call regularly, or at least frequently, at Tacloban can
be licensed as pilots for that port by MARINA (but tested
jointly by MARINA and the PPA).

> Improvement of lighting at the port, to enable the port
to operate 24 hours a day.

> Reopening of the contract for cargo handling services at
the port, on the ©basis  that the practice of
subcontracting has led to substandard services and
excessive charges, and requiring in the new contract
(whether won by LIPSI or any other cargo-handler) that:
standards of performance be set and maintained, or the
contract can be terminated; 24-hour cargo-handling
services will be provided; subcontracting will not be
permitted; a minimum of investment in cargo-handling
equipment will be made; and charges for cargo-handling
services shall extend only to services actually
performed, and shall never exceed by more than 50 percent
the prevailing charges for similar services at the port
of Cebu.

> Institution of strict rules and rule enforcement to

ensure that non-users of the port do not enter into the
port area at any time.
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Guiuan Port

This port represents the lifeline for southeastern Samar,
without which the area cannot economically engage in eijther
interisland or international trade. The port requires dredging in
the very near term, but may also require development of facilities
to enable it to accommodate a RORO ferry and/or to accommodate
liner shipping, as well as ferry service. Either of two
developmental routes might prove desirable for Guiuan Port, viz.,
a RORO ferry service between Guiuan and Tacloban and/or a liner
service between Guiuan and Cebu. The LSRS is recommending, that
MARTNA design and carry out such a developmental route evaluation
during 1995.

Liner Shipping Route Franchising

One liner shipping operator discontinued serving the
Catbalogan-Cebu route, in 1993, and one of the existing operators
serving the Manila-Catbalogan-Tacloban route informed the LSRS that
the company was considering possible discontinuance of service on
that route. Shippers and buyers at Tacloban have indicated that a
Tacloban-Batangas liner shipping service could usefully be
initiated. There is also a question as to whether or not the
Eastern Visayas should need to rely on the port of Cebu for many of
their trade and travel connections, such as to Panay and Iligan.
There may also be a need to institute new services at the port of
Guiuan. This last possibility was discussed in the preceding
section, and will not be discussed again here. The other possible
needs for new service connections are discussed below.

> Catbalogan-Cebu. The sea transport distance between
Catbalogan and Cebu is just two-thirds of the distance
between Tacloban and Cebu, and it therefore 1is not
desirable for the northwestern Samar area to need to rely
on the port of Tacloban for a liner shipping connection
to Cebu. Complete traffic information is not at present
available at MARINA, so the optimal vessel and service
schedule, to replace the services that were discontinued
in 1993, cannot Ye readily identified. It is desirable
that this information be obtained, and that MARINA
subsequently identify the optimal service for the route,
and issue a public invitation for applications to provide
such services.

> Manila-Catbalogan-Tacloban. Should one of the existing
operators discontinue services on this route, it would be
desirable that another service replace the one being
lost, but probably not with the same type and size of
vessel. The LSRS recommends that the time series on
passenger traffic between Luzon and Samar be analyzed to
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determine the extent to which the conversion of sea
traffic to road transport/RORO ferry is continuing, and
whether the "replacement" operator need have passenger
capacity, as well as cargo capacity, or whether the
replacement should be a general cargo vessel! or a
containership. Consideration might also be given to
increasing the frequency of call by the operator
continuing its passenger/container vessel service;
increased frequency might be possible once the San
Juanico Strait can be negotiated at all times, and 24-
hour operations are instituted at Tacloban Port.

Batangas-Tacloban. This route would eliminate the
current needs for Eastern Visayan buyers to charter
tramper vessels to accommodate rice and salt from
Mindoro, doing so only when their cumulative needs reach
the threshold level that makes it worthwhile to hire the
"vessels. The route would also supplement the service
being provided on the Manila-Catbalogan-Tacloban route,
discussed above, and would probably be preferable to the
latter route for some significant portions of passengers
and shippers otherwise using the existing service, i.e.,
passengers and cargo consignments having their ultimate
trip ends in the provinces of Batangas, Cavite, and
Laguna. The LSRS recommends that, whether or not one of
the current operators between Manila and Tacloban
discontinues services on that route, a public invitation
be issued for submission of applications to initiate
services on the Batangas-Tacloban route; however, PPA
concurrence on the timing of such an invitation by MARINA
would be essential, since the Batangas Port development
project is not yet underway, in November 1994, and
traffic congestion at the port is mounting.

Other Routes. In the view of the LSRS, there does not
appear to be sufficient immediate need for direct
connections between the Eastern Visayas and ports other
than Cebu in the Central and Western Visayas, or ports of
western Mindanao. It should be part of the port study
recommended earlier in this chapter, however, to consider
the future needs for such connections, once the economies
of Samar and Leyte have become more varied, and a variety
of markets for local production becomes an important
objective of the region.
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PORT OF CATBALOGAN,SAMAR

Pumpboat overloaded with passengers.

Loading and manual handling of cement cargoes in bags.
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ANNEX A
RESULTS OF EASTERN VISAYAS CARGO SURVEYS

Introduction
The LSRS conducted surveys of shippers, shipping operators,
freight forwarders, and government officials at Tacloban City and
Catbalogan City, in August 1993, to assess the adequacy of
interisland shipping cargo services at Tacloban and Catbalogan
ports. In Tacloban, totals of six shipping operators and 33
shippers were interviewed, and interviews were also conducted at
the MARINA Regional Office (MRO), the Office of the Tacloban City
Mayor, the Tacloban Chamber of Commerce and Industry (TCCI), the
Office of the Leyte Province Governor, the regional office of the
Department of Trade and Industry (DTI), and the Philippine Ports
Authority (PPA) office at the port. Other government agencies, the
arrastre contractor at the port, and three freight forwarders were
also interviewed. At Catbalogan, the LSRS was able to interview 26
shippers, PPA officials and the arrastre operator at the port, and

officials of three government agencies.

Tacloban City

Shipping Operator Interviews

Interviews were held in Tacloban with representatives of six
shipping lines that provide services to Tacloban port, viz.,
William Lines, Rolly Shipping, Sulpicio Lines, Western Samar
Shipping, K & T Shipping Lines and Carlos Gothong Lines.
Information provided by the operators to the LSRS in their
interviews is set forth as 37 points, below.

1. William Lines wes charging shippers the CISO and MARINA
approved freight and passage rates. (CISO had a rule for its
membership, wherein a fine of P50,000 had to be paid for any
case in which a CISO member was found to be giving shippers
discounts or rebates.)

The William Lines RORO vessel, Masbate I, was plying the
Tacloban-Manila route; its size is 4,411 GRT and it has a
container carrying capacity of 90-100 TEUs. The vessel has
separate entry and exit points for passengers in order to
minimize the interference of passenger movements with cargo
handling operations.

One of the outbound cargoes from the port of Tacloban is abaca
from Southern Leyte (mainly from Sogod) which was being

[ B

1

q'b'



trucked to Tacloban on ten-wheeler trucks. Abaca was charged
a Class C freight rate. Average shipment per shipper was 300
bundles and shipment was twice a week (every Wednesday and
Saturday). A shipper based in Sogod, Leyte was shipping in
the range of 2-6 vans per voyage. William Lines charged the
same sea freight for breakbulk cargo and containerized cargo.

William Lines was paying the arrastre contractor for handling
operations, even though they were using their own laborers in
loading, or stuffing, containers. They were providing their
regular shippers, who had been shipping with the company since
1980, free stuffing service as an act of goodwill.

The bottled cargoes shipped from Manila inside a container van
usually experienced breakage of 3 percent of total shipment
due to. improper handling. Claims for the damaged cargoes were
being processed in 15 days. Due to poor handling, breakbulk
cargoes such as cars (which were charged the rates for rolling
cargoes) were sometimes dented when being unloaded at the port
of Tacloban. The sea freight from Manila to Tacloban was
P3,000 for & 10-ft. van.

There were four or five shippers of fishery products shipping
iced fish in styrofoam boxes placed inside a dry van every
voyage. Each shipper had a minimum of 5 boxes of 50 kilograms
each. Maximum shipment was 3 vans and the styrofoam boxes
measured either 40 by 40 by 40 inches or 40 by 40 by 80.
Eight of the smaller si~e or four of the larger size of these
boxes were being placed inside 20-ft containers.

Fish was being charged Class A rates by William Lines. Voyage
time took about 24 hours from Manila to Tacloban, and William
Lines was accommodating perishable cargo at the owner’s risk.
However, there were no reported cases of spoilage of fish.

William Lines was also accommodating one van of scrap metal
per week from Tacloban to Manila, shipped by junk
silops/shippers. There were small shippers, who were mostly
walk-in customers, shipping empty bottles and abaca with a
total volume of more-or-less two vans a year.

William Lines was no longer accommodating copra, having
stopped copra accommodation in 1984, when the regular copra
shippers such as Granex, YKS, Cocomart, Glory and SB started
chartering tramping vessels. Buying stations for copra were
located in various municipalities of Samar and Leyte. There
was a Russian vessel that procured copra pellets from Tacloban
four to six times a year.

Sulpicio Lines noted that there was a trade imbalance in the
Tacloban-Manila route, with the vessel carrying an average of
90 full container loads (FCLs) from Manila and no empties,
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whereas on its return trip from Tacloban, the vessel carried
only 20-25 FCLs and mostly empties. Out of the 25 FCL
containers, 10 were usually 10-ft. vans and 15 were 20-ft.
vans. A locally manufactured 20-ft. van cost P 50,000,
whereas a 10-ft. van cost P25,000.

There were existing trucking services between Southern Leyte
and Samar. Travel time took about 4 hours from Sogod to
Tacloban. Trucking service rates within Tacloban were P1,405
for a 20-ft. van (one-way) and P985 for a 10-ft. van. Outside
Tacloban, trucking service cost P75/kilometer (one-way).

Arrastre workers were able to stuff a 20-ft. container in 3
hours, utilizing 8-10 laborers. Leyte Integrated Port
Services, Inc. (LIPSI), the only contractor of Tacloban Port,
charged reasonable rates, in the estimation of the Sulpicio
Lines official. The operators had no problems with the

~policies of PPA and PCG.

Drydocking was being done once a year by Sulpicio. It cost
about P25 million for drydocking, with repairs and
improvements. There was no problem encountered by the company
in recruiting qualified vessel crews. '

No shortage of container vans had been experienced by shippers
in the Tacloban-Manila route leg, according to both William
Lines and Sulpicio Lines.

Rolly Shipping was transporting 500 cases of empty botties
from Guiuan to Tacloban and full bottles from Tacloban to
Cuiuan. Cargoes f{rom Cebu to Guiuan include plywood and
cement.

There was double-handling of cargo for cargoes originating
from Cebu destined for Guiuan since these cargoes were
unloaded first at the port of Tacloban before they were loaded
on the Tacloban-Guiuan passenger/cargo ferry destined for
Guiuan. It took about 6 hours steaming time from Cuiuan to
Tacloban.

Rice was being shipped from Tacloban to Guiuan for retail by
two or three shippers, with an average shipment of 29 sacks
per voyage. The freight rate was P3.00 per sack. Other goods
shipped to Guiuan included dry goods and canned goods.

From Guiuan to Tacloban, cargoes shipped were copra in kaings
(large baskets), with sea freight of P3.00 per basket. The
average consignment size was of 10 kaings. Fruits, fish,
onions and tomatoes were also being shipped from Guiuan to
Tacloban.

Shippers of f{ishery products were shipping iced fish in
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styrofoam boxes from Guiuan to Tacloban once a week and ice
was provided by the shippers. Upon reaching Tacloban, the
fish boxes were loaded on trucks and transported to Manila and
charged the following trucking rates:

Large box - P120/box
Medium box - 60/box
Small box - 20-30/box

Rolly Shipping was having a problem with the shallow water
depth of the port of Guiuan. They could not immediately berth
and the vessel had to wait at anchorage for high water.
Maintenance cost was not a problem, and they had not
encountered any engine breakdown in any of their trips.
Diesel fuel consumption for 5-6 hours trip was 10 liters.
Cost was P7.13/liter or P7,130 for a one way-voyage. Lube oil
consumption was P650 every round-trip.

The shipping line found the Tacloban-Catbalogan route to have
been affected by the availability of trucking and bus services
since the opening of the San Juanico bridge in the 1980s.. The
Tacloban-Borongan route is made difficult for small vessels by
high waves, and therefore the vessels to be deployed on the
route need to be greater than 100 GRT in size.

Western Samar Shipping used to have a vessel plying the Cebu-
Catbalogan route but stopped operation in 1992, due to losses
incurred in the route. In 1993, they were accommodating salt
on one of their vessels from Occidental Mindoro to Tacloban.

- This cargo totaled 3,000 tons every 3 months. There was not

much demand for salt in Leyte Province, however. Their
tramping operation was based in Cebu.

Sulpicio Lines and Carlos Gothong Lines pointed out the need
for providing a lighted buoy at San Juanico Strait to enable
vessels to enter the port of Tacloban even during nighttime.
This lack of a lighted navigational aid had been a problem to
operators since 1980,

Pilots were required by both incoming and departing vessels
because of the shallow water at the entrance channel of San
Juanico Strait, The operators argued that the charge of B 540
per vessel for tugboat assistance should be removed. Tramper
operators, especially, were being discouraged from calling at
the port because of the charges for pilot and tug services.
At the waterfront, the RORO vessel required no tughoat
assistance, but still they were charged for the service.

Pilots were not available after 1600 hours and vessels had to
wait for the pilot until 0400 hours before they could enter
San Juanico Strait. The high cost of getting a pilot was a
problem since the pilot usually charged 75 percent more for
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overtime, whereas PPA allowed only a charge 1ncrement of 50
percent for overtime. There were, also, 1n01dental expenses
of meal allowance, car hire, etc.

Whenever a CISO vessel entered the Strait, the CISO operators
(William Lines, Carlos Gothong and Sulpicio Lines) provided
the car instead of hiring one. A tramper operator, however,
was compelled to pay P1,200 to the pilot for car hire. The
car hire, as charged by the pilot, was hlgher than the going
rate of P600-900 (two-way).

There were illegal arrastre gang leaders operating inside the
port who were not connected with LIPSI, and they charged very
high arrastre rates.

The CISO operators complained of the trade imbalance in the
Manila-Tacloban route. There was a larger volume of incoming
cargo to Tacloban than outgoing cargo. Sulpicio Lines
indicated that the company incurred an unwelcome expense in
having to pay arrastre for empty vans handled at the port of
Tacloban.

There was a decline in the outgoing shipments of cargo as:
(a) abaca production fell due to a 1992 typhoon in Southern
Leyte; and (b) copra was no longer shipped on liner vessels,
but was directly shipped to Iligan on tramping vessels.
Sulpicio Lines was accommodating only 2-4 vans per voyage to
Manila, and revenue was only P6,000 per van, or P24,000 per
voyage, which was unremunerative when compared with expenses
amounting to P100,000.

There was little passenger traffic on the Manila-Tacloban
route, in part because the people were economically hard up,
due to a depressed copra industry. Sulpicio Lines was
contemplating "pulling out of the route" serving Tacloban
because of: (a) the perceived lack of economic growth in the
province; (b) the diversion of passengers to land transport;
and (c) most importantly, the lack of outgoing cargoes.

The shipping operators maintained that the Land Transportation
Office (LTO) should be more strict in the issuance of
franchises for passenger buses since these services directly
compete with shipping services and adversely affect the
profitability of providing shipping services for both shippers
and passengers. Shippers still preferred water transport from
Manila, considering that the existing regular land transport
services were unable to effectively accommodate container
vans.

Pilferage was minimal, in 1993, 'mainly due to the
containerization of cargoes, but shippers of breakbulk cargoes
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34.
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were still complaining of losses from pilferage.

K & T Shipping Lines had a vessel, the Leyte Queen, which was
plying the Tacloban-Cebu route. Regular cargoes were flour,
rice, corn, corn grains and oil. Peak season for cargo was
May, June, and December, and the lean months were February-
March and July-August.

There were no ,PPA personnel in charge of Tacloban Port for 1
hours/day. Considering that the port was supposed to be in
service for 24 hours, action was needed to correct this
situation. The K & T vessel was unable to berth upon arrival
at the port, since it had to wait for PPA personnel to return
to work in the morning.

PPA was charging for mooring and unmooring, but there were no
persons doing this, and operators were paying for pilotage
without actual service at times. Shippers complained of
pilferage losses and high freight rates. If any package was
destroyed, K & T Shipping Lines had to replace the bags or
cartons.

The port lacked appropriate cover for cargoes. Also, the PPA
did not, in 1993, provide any berthing permit forms, due to
lack of budget, and shipping lines had to provide their own
forms.

Carlos Gothong Lines owns ‘the MV Don Calvino that, in 1993,
was plying the Tacloban-Cebu route (a steaming time of 12
hours). Arrival at Tacloban from Cebu was Tuesday, Thursday
and Sunday. On Saturdays, the vessel! went to Catbalogan and
came back to Tacloban on Sunday at 0700 hours. It then left
for Cebu at 1600 hours.

The cargoes regularly carried originating from Cebu included
vegetables, dressed chicken, fresh eggs in trays, oil, and
softdrinks in 10-ft. or 20-ft. vans. From Tacloban, the
vessel carried charcoal, copra, abaca, scrap metal and empty
bottles for recycling. The Don Calvino can carry a maximum of
50 10-ft. containers.

Carlos Gothong Lines was paying a clearing fee of P200 to FPA.
Two hours before departure, all passengers and cargo had to be
on board, to permit the MV Don Calvino to leave on schedule.

The fixed RORO ramp at Tacloban port, at low tide, would not
permit the forklift to move between vessel and pier. It is
necessary, therefore, for another forklift stationed outside
the vessel to complete the handling operation.

Port problems identified by the shipping operator were the
lack of trained arrastre personnel, PPA police asking bribe
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money from shippers, and harbor pilot arrogance. The shipping
line was renting a container yard from PPA (400 sg.m.) at
P2,332/month. They suggested that there should be another
arrastre contractor at the port to upgrade arrtastre and
stevedoring services.

36. Carlos Gothong Lines hired their own security personnel to
minimize theft and pilferage. They indicated that they had
plans for replacing the Don Calvino with a larger vessel, and
they would then deploy the MV Don Calvino in another route.

37. All the operators pointed out that both water and electricity
rates were high in Leyte FProvince, and these high costs
constituted the main concerns of potential investors in the
lime, gypsum and cement industries.

Shipper Interviews

Copra
P

The copra shippers interviewed included the largest shipper,
Cranexport, and other smaller shippers such as lLeyte Export and
Trading Corporation, Lucio Kao Copra Dealer, Cocomart, Leyte Samar
Copra Traders (LEYSAMCO), and YKS 0Oil Manufacturing, Inc.
Information provided by these shippers is summarized in 29 points
below.

1. The largest copra shipper, Granexport, was shipping copra from
Tacloban to Iligan on chartered vessels. About 90 percent of
the outgoing copra shipments were destined to Mindanao (SMC,
Agrotex and Granex).

2

Copra was being handled in bulk and the company was shipping
1,000-1,500 tons weekly during the months of January to June
and twice a week from July to December. In 1992, there were
8 vessels chartered for their shipment. 1In 1993, Cranexport
owned five vessels.

3. The smaller, regular shippers of copra (Cocomart and Southern
LLeyte Oil Mill) were getting their copra from Leyte and Samar
traders and shipping it out from Tacloban to Cebu-based
coconut oil mills which have private port facilities. They
were using K & T Shipping Lines and they had no problems with
delays. Minimum weekly shipment wes 500 tons and maximum
shipment was 1,000 tons.

4, The sea freight was 18 centavos per kilo. Copra was loaded in
"loading boxes" with carrying capacity of 2.5 tons. Loading
of 1,000 tons took 1.5 days. The trucking rate for copra
within Tacloban was P1.50 per kilo.

7
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The shippers were experiencing problems with the congestion at
the wharf, particularly when ther: were tramper vessels
unloading cement. Due to the port congestion, a vesse! which
arrived at 0700 hours at the port might only be able to dock
at around 1700 hours. Unloading of cement was so slow due to
inadequacy of trucking capacity, which ought to have been
provided by the different consignees of cement in Tacloban.
The shippers felt that PPA should be strict with the unloading
time and cement consignees should provide more trucks during
unloading, and also sufficient numbers of laborers.

The repair of the port’s flooring was not satisfactory and
heavy vans were causing further deterioration of the already
deteriorated condition of the flooring.

The port had lighting facilities, in 1993, which were not
adequate for 24-hour operation. The port security personnel
were not strict with outsiders and peddlers were allowed to
enter and steal copra and other cargoes during loading
operations.

The buoy at the entrance channel was not a lighted buoy, 5o
that the vessels were unable to depart in the evening. Hence,
the tramper vessels were losing 12 hours (waiting time from
1800 hours to 0600 hours), before they were able to leave in
the morning. Further, the tramper operators were complaining
of the high pilotage rates for services which are essential
because of the depth limitation of the entrance channel.

LIPST had bheen subcontracting the handling operation to
various gang leaders for the past 15 years, according to the
shippers, and these subcontractors charged on a per-ton basis.
The arrastre rate was P22.80/ton while the stevedoring rate
was P92.30 per ton.

The shippers noted that arrastre rtates in Cebu were Jlower
because of the presence of competition. In Cebu, flour was
handled at PO.S51/sack whereas in Tacloban the arrastre rate
was P1.80/sack. There was incoming domestic shipment of flour
at 300 to 1,500 tons per consignment. Loading of 300 tons of
flour taok less than a day, whereas 1,500-ton ships required
2 days to load from the truck to the loader and then to the

‘vessel.

There were two coconut oil mills based in Tacloban - YKS Oil
Mill and Fiesta, with milling capacities of 25 and 20
tons/day, respectively.

Some Southern Leyte copra producers were shipping copra to
Dipolog at an average shipment of 1,650 tons per month on
vessels of 500 CRT, and also shipping copra to Cebu as
breakbulk cargo, in sacks.
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The buying rrice of Granex and other shippers frbm copra
traders in Tacloban was P7.30 per kilo. Demand for copra very
much depends on market demand in Europe and the US.

The domestic demand for copra was equivalent to only 5 percent
of total Philippine copra production and most of the copra
production was milled into crude coconut oil and copra meal
before it was exported.

In regard to economic development of Leyte and the potential
for private sector investment, Granexport and other copra
traders held a view in common that transport and power
infrastructure was well in place and telecommunication
facilities were available (direct dial service). Electricity
and water rates were thought to be high, however. :

The copra traders noted that the Guiuan-Tacloban shipping
service provided by Rolly Shipping was relatively
"acceptable", but needed improvement. The route was thought
to require a RORO service, to lower the shipping cost.

The shippers indicated that the MV Don Calvino, plying the
Cebu-Tacloban-Catbalogan route, always had engine trouble.

A copra trader preferred to ship out from Borongan to Cebu on
tramper vessels, rather than ship through the port of
Tacloban, because of the problem of the entrance channe! of
San Juanico Strait. When they use the port of Tacloban, they
had to pay pilotage rates of P2,500 to P6,000 which consisted
of meal allowance, car hire and overtime. Moreover, Tacloban
Port arrastre rates were high.

There were only two tramping vessels which regularly called
the port of Tacloban from Bacolod carrying sugar. Sea freight
was P15-18 per bag to Tacloban, and sea freight for rice from
Iloilo was also P15-18 per bag, whether shipped by NFA or by
private traders.

Copra was sold at P7.20 per kilo in Tacloban and P7.50 per
kilo in Cebu. The buying price for export was P7.40 per kilo
and shipment was 3,000-5,000 tons per shipment. The cost of
transport and hardling from Tacloban to Cebu was P0.25 per
kilo (including pilotage), which meant that shippers gained
only 5 centavos per kilo by shipping to Cebu, whereas if they
were avle to export directly they gained 20 centavos per kilo.

The arrastre rate for copra was considered by the shippers to
be vary high at Tacloban Port; it was P4.35 per sack (loaded
on the MV Leyte Queen) whereas it was only P1.50 per sazk at
the port of Cebu. At Western Samar ports, such as Catbalogan
and Calbayog, the arrastre rate was P3.50/sack. Arrastre for
canned goods was P3.00 per carton for ecither loading or

9
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unloading and P3.00 per sack for rice.

Trucking cost within Tacloban was P1.00 per carton of 15-20
kilos.

Sometimes the copra traders had problems with' delays in
unloading due to the unwillingness of arrastre workers to work
after 1700 hours, and working must then resume the next day at
0700 hours.

YKS O0il Manufacturing was shipping in chemicals and materials
from Manila on the MV Masbate I of William Lines or the
Tacloban Princess of Sulpicio Lines. Copra cake was being
shipped on a door-to-door basis to Manila. The all-in charge
for each of 3-6 20 ft. containers shipped weekly to Manila was
B 11,000.

There were no problems with pilferage, delays in departure and
arrival of vessel, no engine:trouble and no shut-outs for
Manila-bound shipments. YKS was experiencing shut-outs from
Cebu, however, on either the Leyte Queen or the Don Calvino
(due to engine trouble), although the company’s shipments
were accommodated in the next vessel scheduled. They found
arrastre rates in Tacloban to be higher by 30 percent,
although the company officials viewed the arrastre services as
efficient.

The trucking rate from their warehouse to the pier was P500

" per trip and this rate was considered by them to be

reasonable. YKS was also shipping in flour from GCeneral
Milling Company in Cebu on the Don Calvino, with consignment
sizes of more than 500 bags. There were 10 consignees of
flour in Tacloban and they were chartering a vessel whenever
their combined shipment reached 2,000 bags.

Whenever a consignment was only a few bags of flour, they
shipped on the Leyte Queen, as breakbulk cargo. However, the
sea freight for containerized cargo of flour worked out to be
cheaper per ton than breakbulk, with the added advantage that

.a door-to-door service-was provided.

YKS also procuring salt and rice from Occidental Mindoro about
6 times a year, and shipped it aboard a chartered vessel
carrying 200-300 tons. That vessel, however, was usually

""grounded" in San Juanico entrance channel three times a year.

It would be advantageous for the company if there were a liner
service provided between Tacloban and Batangas, in order that
their rics and salt shipments might then become regular, and

it would no longer be necessary for the company to charter

vessels.
YKS preferred shipping by container van rather than as

10
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breakbulk cargo to and from Manila and from Cebu, due to
faster loading and unloading and the avoidance of pilferage
losses. The service was door-to-door, and offered lower
handling and transport cost,

LEYSAMCO was finding Lucena City to be a big market for copra.
However, liner shipping lines were unable to dock at Lucena
port because of shallow water depth. Only small vessels were
able to dock at the port, and the need to employ small vessels
resulted in higher delivery cost because the smaller capacity
of the vessel required more frequent trips.

Cocomart expressed the view that Lucena City i3 a potential
market for copra, although there were no available commercial
vessels plying the route from Tacloban. It would be
beneficial if the Batangas-Tacloban route were to bhe opened
for shipping cargoes from Tacloban. In that case, the copra
could be trucked from Patangas to Lucena at a relatively low
cost,

Rice

One rice shipper was interviewed, viz., Burauen Marketing

Corporation, and the information provided is summarized in 12
points below:

1.

(oS ]

There were six or seven '‘regular rice shippers from Tacloban
who were shipping rice from Tacloban to Cebu in amounts of
400-500 sacks of 50 kgs. From Cebu, they were shipping corn
at the rate of 200 sacks a week.

The wholesale price of rice in Tacloban was P10-12 per kilo
and retail price was P12-14 per kilo. 1In Cebu, the wholesale
price of rice was P572-580 per sack (which, according to the
rice shipper, was usually 49 kilograms only).

The company was utilizing the Don Calvino because their
shipments were containerized. There were delays of about six
hours encountered, due to engine trouble, once every month.
Occasionally, the company was shipping through K & T Shipping
Lines. A

The freight rate, including labor, terminal fees and whérfage
fees, was P10-12 per sack to Cebu for rice shipment and P12
for a 60-70 kg. sack of corn shipped in the reverse direction.

The Tacloban arrastre operator, LIPSI, charged P17.20 per sack
for rice and P37.20 per bag for sugar. The arrastre workers
worked until 1800-~1900 hours and they did not charge overtime.
Four arrastre workers were able to unload 200 sacks in 30
minutes, and 8 workers could unload 400 sacks in around 45
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11.

Coca
Asia
in 7

minutes.

The gang leaders did not ask "extra" payment since they had

their own checker who oversaw the loading and unloading

operation.

Rice was being shipped to Guiuan at an average shipmeni of 50-
100 sacks, on the K & T Shipping Line vessel every other day,
with a freight rate of P3-4 per sack. When another vessel,
the MV Stacey, was back from drydocking, the freight on the
route was lowered to P3.00 per sack. Tacloban to Cebu sea
freight was P4.95 per sack.

Pilferage was common for rice shipped as breakbulk cargo, with
tosses of 20 kilograms for every 400 sacks. The handling rate
was P0.80 per sack from forklift to pallet and from pallet to
truck. During the rainy season, shipments from Cebu
experienced spoilage losses of a minimum of 2 kg. for 10
sacks.

The trucking cost from Tacloban to nearby places in Leyte
(Palo and Baras-Baras) was P2.50 per sack, while from Ormoc to
Tacloban, the trucking cost was P10 per sack.

In Ormoc, "shippers encountered the problem of only one truck
being able to enter onto the finger pier at a time. PPA
indicated that there were plans for expanding the port.

About 11,000 sacks of rice were being shipped by sea fiom
Tacloban to San Jose, Samar and Allen, Samar every 10 days -
1n both areas, shippers complained of the poor efficiency of
arrastre workers.

Rice bought from local rice millers was priced at P570 per
sack, and rice was being sold in the Tacloban market at P585
per sack.

It was noted that a direct shipping service between Tacloban
and Ratangas might foster trade between Oriental Mindoro and
Leyte province because of the salt and rice trading
activities.

Bottled Cargoes

The three shippers of bottled cargoes interviewed included
Cola Physical Distribution Division, SMC Beer Marketing, and
Brewery. Results of the interviews conducted are summarized
points below. ‘

~Bottled Cargoes were being transported by passenger/cargo

vessels. From Cebu, they utilized Gothong and K & T Lines.
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From Manila, their cargo was being loaded on vessels of either

Sulpicio Lines or William Lines. For their raw_materials,
they contracted tramper vessels to transport sugar from either
Victorias or Iloilo.

Coca Cola and SMC Beer Marketing were using trucking services
(haulers) to transport bottled cargoes from Tacloban to other
locations within the reg;on (Samar and Leyte) such as
Catbalogan, Catarman, and Borongan, FEastern Samar. The
trucking rate was P9,000-10,000 per round-trip transporting
200 cases from Tacloban to Catarman.

A ten-wheeler truck can carry 600 cases. The trucking rate
from Tacloban to Catbalogan was P3,000 per round-trip, and
Tacloban-Ormoc was also P3,000 per round-trip.

Arrastre and trucking were included in the door-to-door
service rate. A 20-ft. van can accommodate 600 cases of
reguiar size Coca Cola, while for bigger size Coca Cola, the
load size is 300 to 400 cases. Breakage of bottled cargoes
was common - on the average 10 cases for every 5,000 cases -
due to improper handling at the port.

Pilferage was common for Coca Cola bottled cargoes. One case
of regular size Coca Cola cost P120/case and the price was
P145 for a case of bigger size Coca Cola. Sea freight from
Cebu to Tacloban was P3-5 per case, prepaid in Cebu.

Coca Cola was paying P1.00 per case for unloading from boat to
wharf, and they were using their own forklift from wharf to
truck. The port police sometimes were asking for grease
money.

SMC Beer ‘Marketing was chartering vessels in transporting its
beer products from Mandaue to Tacloban, Catbalogan, Calbayog,
Catarman and Cuiuan. Arrastre rate was P0.81/case, including
loading on the truck, and trucking from pier to warehouse was
P0.45/case for fulls and P0.30/case for empties.

Breakage losses were running about 1 case for every 200 cases.
There were only minimal losses due to pilferage. The company
was maintaining a fleet of trucks for delivery.

The Asia Brewery branch in Tacloban wag receiving beer cargo
from Manila in either 10-It. or 20-ft. container vans aboard
either the  Tacloban Princess or the Masbate I, with sea
freight being prepaid in Manila. The arrastre charge was
included in the door-to-door service rate paid by their Manila
6ffice. They were shipping out empty bottles to Manila. One
case of 24 bottles of beer was priced at P195.60.

Breakage of incoming beer bottles (fulls) was happening due to
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improper handling and their Manila office usually received the
claims for the damaged bottles.

Agricultural Raw Materials

There were eight shippers of agricultural products/materials
interviewed by the LSRS survey team: Farmhouse Marketing, Pacifica
Agri-vet, St. Jude Farmers Trade, Agro Mine Marketing, PNG,
Blackgold, Philippine Phosphate Fertilizer (PHILPHOS) and Imperial

Trading. The information provided is summarized in 29 points
below.
1. There were four large shippers of fertilizér - Pacifica,

Agromine, Agrovet and .St.Jude. They found the shipping rates
to be reasonable between Cebu and Tacloban. ,

2. Freight rate was P6.88 per carton of 20-30 kilos, wharfage in
Cebu was P0.40 per 5-10 kg. bag and P2.10 per carton. LIPSI
(Tacloban) was charging P3.53 per carton.

3. The shippers were utilizing the Leyte Queen of K & T Shipping
Lines and the Don Calvino of Gothong Lines for shipments from
Cebu. There were monthly shipments of chemical products from
rehu to Tacloban of 100 50-kg bags of animal feeds twice a

. month and 100 bags of fertilizer per shipment. Animal feeds
(hog feeds/poultry feeds) cost more than P300 per bag.
Shipping cost was P5.00.per bag from Cebu to Tacloban.

4. Sacks were improperly handled by arrastre workers énd forklift
operators, causing damage as well ds breakage of bottled
chemicals. The forklift operator had not been properly

trained in handling sacked cargoes such as poultry and animal
feeds which were frequently being damaged. Pilferage losses
were 5 kilos per sack and an average of 2-3 sacks were being
damaged per shipment of 500 bags.

on

Agrovet, Agromine and St. Jude said that pilferage was being
encountered once every five shipments and claims were
difficult to get from K & T Shipping Lines. Their own checker
had to be present at the port to look after the cargo.

K & T Shipping Lines maintained that their vessel strictly
followed the scheduled times of arrival and departure.

6. Pacifica Agri-Vet was shipping poultry and hog feeds regularly
from Cebu to Tacloban on the Leyte Queen of K & T Shipping.
The company found the other vessel on the route, i.e., the Don
‘Calvino, to be unreliable because of its usual problem of
engine trouble every month. Pilferage was a common problem
both in the port and on board that vessel.
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Pacifica Agri-vet and St. Jude Farmers Trade also were
shipping in from Cebu everything from insecticides and
sprayers to fighting cocks destined to nearby towns of Leyte
(Dulag, Abuyog and Naval). September was the peak month for
their shipments and the lean months were January-February and
July-August. According to Pacifica Agri-vet, there was a
large potential for the poultry industry on Samar and Leyte
islands.

Pacifica Agri-vet found the combined arrastre, stevedoring and
wharfage charge high, at P7.80 per bag. Arrastre work covered
only the transfer of the shipment from the vessel to the pier
and the shipper was paying an additional B 3.00 per bag for
labor, in having their cargoes moved from the pier to the
truck. The freight rate from Cebu, to Tacloban was P10-12 per
bag. The purchase price for a bag of animal/poultry feeds was
P380 per bag.

r1lferage was reportedly high for poultry feeds and the
breakage of bottled chemicals was characterized by shippers as
being quite a usual occurrence. Shut-outs were being
experienced three times a month, during the rainy season.
Shut-out shipments were then normally accommodated within the
next two voyages, for a normal wait of 2-5 days.
Alternatively, the shipping line could ship their consignment
in stages, with small volumes moved each voyage.

Before, Pacifica Agri-vet used to have difficulty with getting
claims from William Lines, taking theém 2-3 years, mainly due
to the centralized processing in Manila of claims being filed
by regional shippers. By 1993, processing of claims took only
1-2 weeks because the branch »ffice of William Lines was able
to decide on paying for the claims. ’

There was, in 1993, a need for another vessel to ply the Cebu-
Tacloban route because of the unreliability in schedulie of one
vessel, the Don Calvino, which was not always in running
condition. :

PNG was a regular shipper of Gothong Lines, using the Don
Calvino every voyage (Tuesday, Thursday and Saturday). If
there were repairs to be done on the vessel, the manager of
Gothong Lines was immediately informing PNG.

The PNC shipments constituted both containerized and breakbulk
cargoes of poultry and hog feeds, of about 160 bags of 50 kgs.
every shipment. The containerized rate was cheaper than
breakbulk cargo and it was deemed by the shipper to be safer;
also, if there were damages, PNG was able to immediately claim
them.

PNG used to ship with K & T Lines but noted that since the
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cargo accommodated by K & T was not containerized, pilferage
was common and claims for pilferage losses were not
immediately paid by the shipping line. Hence, PNG preferred
the service of Gothong Lines.

There were cases of shut-outs of PNG shipments in Cebu since
the supplier (Island Feed Mills) sometimes failed to meet the
schedule of the vessel. The PNC shipments, in such cases,
were usually loaded on the next scheduled departure of the
same vessel from Cebu.

PNG was being given free cargo storage by Gothong Lines.

Pacifica Agri-vet and PNC noted that the poultry industry very
much depended on the copra trade; when the buying price for
copra was low or when there was a very low supply of copra,
people did not have enough money to be used as capital for
their poultry businesses. Hence, shipments of poultry feeds
and products were affected.

St. Jude Farmers Trade was shipping in 100 bags of animal
feeds every two weeks, which the company bought from General
Milling in Cebu. These cargoes were being loaded on board the
Leyte Queen of K & T Shipping. The sea freight was P3.53 per
bag.

The company was shipping in fertilizer during the months of
April-August and November-December on a chartered vessel, with
a shipment total of 500-1,000 bags per month. During lean
months, incoming shipments were only 100-200 bags per month.
There was no problem with pilferage.

It was taking 2 days to unload 500 bags of fertilizer and 1
day to unload 200 bags. Arrastre and stevedoring charges were
P2.10 per bag, and there was a charge of P1.00 per bag for
wharfage.

The buying price of fertilizer in Cebu was P290 per sack, and
prices were P400 for a bag of poultry feeds and P250 for a
sack of hog feeds.

Another shipper, Blackgold Enterprise, was shipping from Cebu
in container vans on the Don Calvino, with consignment sizes
of about 200-250 sacks of poultry and hog feeds. The freight
charge was P2 per bag.

Arrastre rate was P2.00 per bag for labor (from pier to truck)
and P1.75 for stevedoring (from vessel to pier) and wharfage.
Blackgold Enterprise maintained a checker at the port to look
after the incoming shipments since pilferage was common for
breakbulk cargo. A
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Shut-outs of shipments in Cebu were being experienced by
Blackgold, but the company’s shipments were then being
accommodated in the next vessel scheduled. The dealers in
other provinces were buying directly from the Blackgold
Enterprise store in Tacloban.

Blackgold Enterprise noted that pilferage was rampant in the
vessel of K & T Shipping Lines, the MV Leyte Queen, and the
sacks were frequently damaged due to improper handling,
causing the feeds to become dirty.

The forklift operator was not being careful with handling
palletized cargo and the sacks were, as a result, frequently
damaged, with losses estimated to be 1 bag for every 500
sacks. Poultry feeds were purchased at P400 per sack in Cebu
and the retail price in Tacloban was P8.25 per kilo. '

PHILPHOS, a fertilizer manufacturing company based in Isabel,
Leyte, was chartering barges in delivering its fertilizer
cargoes to different destinations in the Visayas and Mindanao.
For Tacloban, PHILPHOS was contracting trucking services, and
most of their deliveries were made directly to buyers. Their
shipping department was based in ‘Isabel, Leyte.

Imperial Trading was receiving shipments of commercial feeds
from General Milling Industries in Cebu on the vessels of K &
T Shipping (breakbulk cargo) and Gothong Lines (container
van).

The enterprise encountered problems of pilferage in regard to
their breakbulk cargo shipments. Containerized shipment sea
freight was cheaper by P1.20 per sack, as compared with the
breakbulk cargo shipment.

The pilferage losses which were due to damage to sacks, were
not difficult to claim from K & T Shipping Lines. The 'shipper
was paying P20 per sack sea freight from Cebu to Tacloban.
Arrastre rate was P3.00 per sack in Tacloban, for unloading
from the vessel to the pier. '

Imperial Trading was shipping in about 200-300 bags of
commercial feeds per month. For every shipment of 150 bags,
there were about 6-7 sacks damaged. They could not claim
their pilferage losses of 12 kilograms per sack. However,
whenever they lost whole bags, they could easily claim the
losses.

The company was encountering shut-outs with K & T Shipping
Lines and their shipments might only be accommodated after 3-4
days. The shipper considered this problem to be serious
enough to warrant follow-up efforts.
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29. There were eight consignees of commercial feeds according to

’ the manager of Imperial Trading. The price per sack of feeds
ranged from P330 to P500 per bag. They were encountering
pilferage of their shipment of corn products, priced at P9-10
per kilo. :

Ceneral Merchandise

. There were seven shippers of general merchandise interviewed:
R Marketing, SMC Magnolia Corporation, Paper House, Ben Hua
Trading, RL Marketing, Leyte Dry Goods Trading and Anzon Plaza.
Results of the interviews conducted are summarized in 22 points
below.

1. R Marketing was shipping flour in from Cebu, in volumes of
about 3,000 bags per month, and 500-1,000 cartons of dry
goods. They were utilizing 10-ft. container vans of Gothong
Lines. The sea freight of flour from Cebu was P3.51 per bag
and arrastre was P4.75 per bag (combined charges at the ports
of Cebu and Tacloban), for a total of P8.20. Whenever, they
shipped on the Leyte Queen of K & T Shipping Lines, they paid
total freight and arrastre charges of P7.80.

Cargoes from Manila consisted of sardines, with sea freight of
P3.90-9.90 per carton. R Marketing was shipping on the
Sulpicio Lines vessel, the MV Tacloban Princess.

(a8

3. R Marketing was having a problem with slow discharging of
cargoes from the Leyte Queen, since handling was done manually
and the arrastre contractor was being paid by the hour and not
on the "pakyaw" system (per job order). '

4. Cases of pilferage were reported for sugar and rice shipments,
averaging about 2 kilograms for every 10 sacks, and likewise
fpr vegetables. Shippers could not complain, since they felt
that making "claims" was a long and tedious procedure. They
preferred containerization of their cargo.

5. Shippers were complaining about the delayed payment for claims
and damagns from K & T Shipping Lines. The shipping company
was offsetting claims through reduction of freight for the
succeeding shipments of the shipper. The shippers said that
they would nr longer make claims for damage to cargoes.

6. There was a problem of the lack of vessel capacity in the
Manila-Tacloban route, with shut-outs being experienced due to
lack of vans.

7. Sea freight was P9-12 per case of bottled cargoes, P30-50 per
burdle of plastics, based on measurement, and P7 per bag of
flour from Manila to Tacloban. For other cargoes, freight was
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P10 ﬁer bag.

The selling price of flour in Tacloban was P210 per bag and
the price in Cebu was P200 per bag. They realized a net
profit of P3.00 per bag for flour, by shipping from Cebu to
Tacloban. Similarly, the shippers were realizing a net profit
of P5.00 per carton of dry goods.

Salt was being bought by R Marketing from salt producers in
Occidental Mindoro (FOB Mindoro port) and the company was
paying freight of P63 per bag, of which P5.00 per bag was paid
for arrastre and stevedoring at Tacloban port.

There were four regular buyers of salt based in Tacloban and
the salt was being shipped on chartered vessels with a minimum
shipment level of 500 bags per month, and & maximum of 3,000
bags per shipment. For Western Samar, the demand for salt was
around 6,000-8,000 bags annually.

R Marketing complained of the port security personnel asking
for grease money from shippers, whenever there were cargoes to
be looked after. :

SMC Magnolia Corporation was shipping in dry goods three times
a month from Manila consisting of softdrinks in tetrapacks
sent by the Manila-based manufacturing company in 20-ft.
container vans, either aboard the vessel pf Sulpicio Lines or
that of William Lines. Sea freight was being prepaid in
Manila. Arrastre charges were included in the door-to-door
service rate, as well as the additional labor for discharging
the cargo at the company’s Tacloban warehouse.

Shipping services were delayed only during bad weather. SMC
Magnolia Corporation noted that the William Lines
passenger/cargo vessel was always on schedule from Manila to
Tacloban. It took longer to ship cargo on Sulpicio Lines
vessel from Manila to Tacloban, since that vessel had to call
at several ports first in Mindanao before it called at the
port of Tacloban. '

Some of SMC Magnolia products were coming from Cagayan de Oro
aboard a Sulpicio Lines cargo vessel, and it usually required
24 hours to reach Tacloban. The sea freight was prepaid in
Cagayan de Oro. The Cagayan-baséd Magnolia plant also
distributed products to Surigao and Liloan, Leyte .in
refrigerated trucks. .

Paper House was shipping in paper products from Manila once a
month, in volumes of about 10-20 cartons, as breakbulk cargo
on either a William Lines or Sulpicio Lines vessel. Sea
freight was P50 per carton which was being paid (v the
company’s freight forwarder, Pambato. The arrastre charge at
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Tacloban port was about P10 per carton.

Ben Hua Tracing was shipping in every week 5-10 cartons of
various goods such as towels, lotion, etc. in container vans
from Manila through a freight forwarder. The company was
sharing the container van with other consignees and the sea
freight was a flat rate per carton of P50-60 (large carton)
and P25-30 (small carton).

The company was encountering no delay in incoming shipments,
although pilferage losses were high and it was quite difficult
to claim for losses directly from a shipping’ line. This was
the reason why the company preferred to ship through a freight
forwarder.

RL Marketing was shipping in appliances, at a rate of about 3-
4 container vans from Manila once a month. The company found
the sea freight of both William Lines and Sulpicio Lines to be
reasonable on the Manila-Tacloban route.

The company complained of the high arrastre rates in Tacloban,
as compared with the arrastre rates in Cebu, although the
company thought that the Tacloban arrastre services were
efficient.

From Cebu, RIL Marketing was shipping on K & T Shipping and
Cothong vessels, and was not encountering any delays in
arrival of these vessels. Engine trouble was happening only
very seldom. Shut-outs were no longer being experienced, as
they had been in earlier years.

The freight forwarding companies who formed an association
based in Tacloban charge very high transport rates, according
to RL Marketing. Rates weére increased by 15 percent, without
advance advice to the shippers. The freight forwarder rates

“were then 20 percent higher than the rates charged by the

shipping companies. Shippers therefore tended to limit their
shipment through freight forwarders.

Leyte Dry Goods Trading was shipping in container vans every
two months from Manila with cargoes comprising dry goods such
as ready-to-wear clothing, umbrellas and shoes. The company
was paying sea freight of P6,020 per 10-ft. van. The services
provided by the Sea Line freight forwarder, endorsed by their
supplier in Manila, were efficient. A 10-ft. container could
accomr:odate 71 bundles ~of goods, and they were paying PPA and
arrastre in Tacloban P580 per container. Pilferage seldom was
encountered when the cargo was containerized.

For their cargoes coming from Cebu (mostly breakbulk cargo),
they were using the freight forwarder, Pambato, to eliminate
the problem of difficulty in settling claims. Leyte Dry Goods
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was being charged quite high freight forwarding rates of P800-
900 for every P15,000 value (ad valorem).

On board the vessel, pilferage was common. Some vessel crews
had developed the practice of taking some goods from cartons
and then just closing the boxes as neatly as possible, in
order that the consignees might not become suspicious.

Anzon Plaza had been utilizing a freight forwarder, either Sea
Line or Pambato, from Cebu and Manila, since 1980. These
forwarders provided door-to-door service. Anzon Plaza had not
experienced shipping directly with shipping 11nes, and they
had not encountered any problem with .the services of their
freight forwarders.

Marine Products

Two shippers of marine products were interviewed: the Supreme

Aqua Products and AA Export The information provided by the
shippers is summarized in 8 points below.

Supreme Aqua Products Corporation was exporting marine
products (prawns, cuttlefish, shellmeat) in 40-ft.
refrigerated vans (15-ton capacity) once a week to,Manila

dur1ng the dry season, and one sh1pment every two weeks during -

rainy months.

The routing of the container van (either 20-ft. or 40-ft. ) and
the corresponding charges are shown below:

Exports of Marine Products

From-To Mode of Freight Travel Time
Transport.

(1) Empty Van:

Manila-Cebu Vessel P 9,000 24 hours
Cebu-Carmen Truck 2,500 3 hours
Carmen-Isabel Ferry 6,050 3 hours
Isabel-Tacloban Truck 2,500 3 hours

Total P 20,050 31 hours

(2) Loaded Van for Export:

Tacloban-Isabel Truck P 6,000 3.5 - 4 hours
Isabel-Carmen Ferry 6,050 . 2.5 - 3 hours
Carmen-Cebu Truck 2,500 3.5 hours
Cebu-Manila Vessel 10,000 24 hours
Total P 24,550 33.5 hours
21



In Cebu, the van was being loaded on an Aboitiz vessel and it
was being transshipped at Manila on a X-Line vessel.

The company had not been experiencing spoilage. Supreme Aqua
Products Corporation was utilizing the trucking services of
First Pacific Trucking Service of Sulpicio Lines.

K-Line, the foreign shipping line of Supreme Aqua, preferred
that the empty van should come from Manila via Cebu port. The
van would then have to be trucked to Carmen, Cebu and moved
from there via RORO ferry to the port of Isabel, Leyte and
then trucked to Tacloban.

When a shipment would leave Tacloban at 0600 hours, its
arrival at Cebu port would be 1800 hours. Total transport
cost was P14,550. When the van would be loaded on the
Tacloban-Cebu vessel, the Don Calvino, the shipper had to pay
a total sea freight of P20,000. Hence, the company was saving
about P5,450 per shipment when they used trucking and ferry
service as compared with the direct sea service from Tacloban
to Cebu.

Further, trucking and ferry service was quicker. When the van
was loaded on a Tacloban-Cebu vessel, the vessel left Tacloban
at 0400 hours anl arrived at Cebu port at 0600 hours the
following day. Moreover, during low tide at Cebu port, the
vessel was unable to berth, and hence unloading of cargoes was
delayed.

A year earlier, the company had shipped their 20-ft.
refrigerated vans on the Don Calvino from Tacloban to Cebu,
but K-Line complained of the delayed departures from the port
of Cebu, which resulted from the waiting time at anchorage due
to shallow water depth at the domestic port.

Supreme Aqua was sourcing their fishery products from
Tacloban, Leyte and from Samar, and maintained a buying
station at Catbalogan. The company no longer was exporting
marine shrimp because of the problem of inadequate supply and
very high prices.

The company was buying prawns at P460/kilo (extra large), and
cuttlefish at P30 per kilo (largest size). There were no
domestic shipments of these products.

AA Export was buying marine products, mainly prawns, directly
from fishfarms in Leyte (Abuyog and Ormoc) and from Samar.
The fishpond owners had discovered an alternative for high-
priced imported commercial feeds, which was the locally
developed feeds. There were twenty existing fishfarms (10

- large and 10 small), since landowners were opting for

conversion of their farms to prawn farms.
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Transport Equipment

There were five shippers of transport equipment, including

vehicles, spare parts, and accessories, who were interviewed by the

LSRS.

These shippers included Norkis Industries, Gleen Marketing,

Am-Cor Marketing, Best Motors and Tacloban Trucking Service. The
information provided to the LSRS is summarized in 14 points below.

1.

b

~J

Norkis Industries’ cargoes were incoming shipments from Cebu
twice a week of about 15-20 units of motorcycles on the Don
Calvino. The company was encountering problems of "scratches”
on approximately 60 percent of the motorcycle units. One unit
was priced at P29,000-32,000.

Norkis was experiencing no shut-outs of their shipments. The
company was paying arrastre {from the vessel to the pier) and
wharfage charges of around P1,600 for 22 units at the port of
Tacloban.

Shippers had either to obtain a Tacloban Port sticker for 2200
to be regularly permitted to enter the port, or to pay a
receipted entrance fee of B 10 per visit.

Gleen Marketing was receiving shipments from Manila once a
week of 10 or 20 units of Honda motorcycles. These were being
shipped in 10-ft and 20-ft containers aboard the Vvessels of
William Lines (10-ft or 20-ft containers) or Sulpicio Lines
(20-ft vans only). The door-to-door service was prepaid in
Manila by their supplier. Arrastre rate was P30/motorcycle at
Tacloban Port.

GCleen Marketing complained that it was their own laborers who
loaded the motorcycles from the pier to the truck and not the
arrastre workers at the port, despite the fact that the latter
were being paid by their company. The arrastre and
stevedoring contractor maintained that their services did not
extend to loading cargoes onto trucks.

In regard to GCleen’'s shipments of appliances, refrigerators
were being damaged whenever they were unloaded from the vessel
to the pier. The company was being charged PPA tariffs based
on measurement, and they never complained of the rates being
charged.

Gleen was also receiving shipments of truck tires from Cebu
through the Fast Cargo Transport Corporation of William Lines.
Sea freight was P35 per tire and P2.00 for wharfage.

Pilferage of spare parts at Tacloban Port had been very
rampant the preceding year (i.e., 1992), Parts which were
stolen included the signal light lenses, side car covers and

other small spare parts. This problem had, by 1993, been .
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largely corrected. However, Gleen Marketing was still
encountering problems of "scratches and dents"” on their units,
and claims for damages were processed by Sulpicio Lines within

-one month.- The gompany had stopped shipping with William

Lines because of higher sea freight.

Both Am-cor Marketing and Best Motors were regularly receiving
from Manila consignments of 10-15 motorcycles. The two
companies were experiencing slight damage to many of their
units, i.e., scratches and dents. Prices of these motorcycles
ranged from B 37,000 to B 66,000.

Mr. Robert Tan, consignee of rubber tires, noted that because
of the high freight rates from Cebu to Tacloban, the shipper
preferred to ship cargo via Ormoc and from there, truck the
cargo to Tacloban and save about P2,000 per shipment.
Shipments of tires were 100 tires per month, on the average,
and total savings amounted to more than P10,000-15,000 per
month.

The Cebu-Ormoc RORO vessel was regularly carrying about 6
trucks loaded with cargo, or around 120 tons of cargo per
voyage. According to Mr. Tan, the Philippine Coast Guard at
Ormoc was asking for grease money.

The pilotage charges were very high for tramper vessels
entering the port of Tacloban; charges exceeded P5,000 for a
barge entering the port of Tacloban carrying about 5,000-
10,000 bags of cement. There was no problem with the arrastre
workers, since they were willing to work at night.

An empty ten-wheeler truck from Cebu to Isabel, Leyte was
being charged P1,800 by the ferry operator, and loaded
vehicles of the same size were being charged F3,000-4,000.
The trip required about 2 hours and forty-five minutes. The
Matnog-Allen, RORO ferry was charging an 8-wheeler P330 per
trip.) A cargo jeepney or a car was being charged P650 per
trip in the Carmen+Isabel ferry crossing.

Trucking rates from Tacloban to various destinations were as
follows:

Tacloban - Catbalogan P 3,000
Tacloban - Ormoc 3,000
Tacloban - Davao 40,000
Tacloban - Cag. de Oro 35,000

The trucks are ten-wheeler trucks with payload of 15-20 tons,
except that the indicated Tacloban-Davao charge is for a
tractor/semitrailer hauling a 20-ft container.
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The ferry serving the Isabel-Carmen route was not issuin
receipts and bills of lading, and therefore the cargoes wer:
not being covered by insurance. The ferry also was no:
operating to its schedule. T

The ferry’s scheduled departure from Carmen, Cebu was 093¢
hours but it usually was departing the port at 1230 hours, o
even at 1330 hours. The reason for these delays was that the
ferry waited for its sister company’s bus service (Ceb:
Autobus). It also cancelled trips without prior notice t¢
passengers and shippers. At the time of LSRS surveys, onl)
one ferry was serving the Carmen-Isabel route.

Construction Supplies

There were three shippers of construction supplies

interviewed, namely, Go Pao Trading, Leyte Lumber Yard and Manil:s
Construction Supply. The information gathered is summarized in 1(
points below.

1.

(a8 ]

Tn

Go Pao Trading was shipping in construction supplies such as
steel bars and barbed wire from Manila on passenger/cargo
vessels of William Lines or Sulpicio Lines. There were no
delays being experienced in their shipment, and pilferage was
minimal. A year earlier, one shipment was lost with Sulpicio
Lines and it took 3-5 months before the company could claim
the loss.

Sea freight was being prepaid in Manila, and it represented 6-
7 percent of the price of the steel bars. The arrastre rates
were relatively high but the shipper felt that they could not
do anything to reduce the charges. They maintained a checker
at the port to look after their cargoes, in order to prevent
theft.

Go Pao was also shipping in whole barges of cement from
Iligan, with consignment sizes of 15,000-20,000 bags, about 3-
4 times a year. Unloading proceeded at Tacloban at a rate of
2,000-3,000 cement bags per day, and arrastre workers would
stop unloading whenever they had finished their daily quota.

The company was also shipping in plywood from Cebu on K & T
Shipping Lines. The sea freight was lower than the rates
charged by Carlos Gothong Lines for accommodation aboard the
Don Calvino. Shut-outs were being experienced at Cebu, but
their shipments were then being accommodated in the next
vessel scheduled.

Leyte Lumber Yard was shipping in construction supplies from -

Manila, and they utilized the vessels of William Lines and
Sulpicio Lines. The company suggested that additional vessels
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be given franchises to encourage competition, and thereby
lower the sea freight from Manila. They felt that they could
not compete with the Cebu-based construction supply dealers.

Manila Construction Supply (MCS) was shipping in construction
supplies and hardware from Manila, such as steelbars, nails,
etc., and was shipping from Cebu electric pumps, pipes,
paints, and plumbing and electrical supplies. Cargoes were
received 2-4 times weekly, depending on the orders of their
customers. Lumber shipment's were coming from Samar and were
trucked to Tacloban.

MCS was sharing the container vans with other consignees and
they utilized the vessels of K & T Lines and Carlos Gothong
Lines from Cebu (supplier’s preference). The sea freight
charged for steel bars was deemed by MCS to be high, i.e.,
Class A rate of P331 per ton.

MCS found the arrastre rates at the port of Tacloban to be
almost double the rates at Cebu Port: P39.15 per ton at
Tacloban against P20.00 per ton at Cebu. Some of their steel
bars and cargoes were damaged because of the forklift
operation. The company had not experienced pilferage of
cargo. :

MCS was paying storage fees of P6 per ton per day to PPA, when
they failed to get their cargoes from the port. There were
times during the rainy season when the arrival of a vessel was
delayed and part of their cargoes could not be unloaded
because the vessel had to depart on schedule. In those cases,
the remaining portions of their cargoes were then unloaded on
the next vessel trip.

MCS was encountering few shut-outs from Cebu and to them there
was no problem. Shut-outs did constitute a problem with their
Manila shipments, however, and their cargoes could sometimes
be loaded only after 2 vessel trips, particularly during the
summer months. The company had not experienced problems of
cargo damage. They were obtaining construction supplies from
about ten suppliers in Manila.

Freight Forwarder Interviews

Freight forwarders interviewed 1included Pambato Freight

Forwarder, LBC and LIBCAP. The information provided is summarized
in 8 points below.

1.

Pambato Freight Forwarder was shipping about forty 10-ft. vans
monthly: Sulpicio Lines with 15 vans and William Lines with
25 vans. The freight forwarding rates were either weight
charges or valuation charges (P6.00/P1,000 cost of item). A

26

\



10-ft. van cost PS,SOO and Pambato was charging the shippers
P81.50/P1,000 value or P850/cbm.

Sulpicio Lines was dropping the rate levels due to lack of
shippers and in order to compete with William Lines. From
Cebu to Tacloban, the forwarder’s shipments consisted of
office supplies, hardware and dry .goods.

Pambato was always being charged Class A rates by the shipping
lines and was not aware of the ;existence of MARINA's fork
tariffs. Since William Lines and Sulpicio Lines started their
own trucking services, Pambato had a hard time competing with
the rates.

William-Lines was charging the following: freight charge of
P4,053, wharfage of P3.00, handling of P214.50, for a total of
P4,270.50 per 10-ft. wvan. With other charges, the total
transport and handling cost would reach to about P5,500.
Private trucking charges were P475/20 ft. van FCL to the
warehouse within Tacloban.

LBS, another freight forwarder was shipping only documents,
and was charging P30 minimum or P65 per pouch. Transpac was
charging P100 for a minimum of 3 kgs. and P40 per kilo in
excess of 3 kgs.

PAL was charging cargoes of any shipper per kilo. LBS used to
ship their cargoes by sea; however, constant delay in the
ports forced them to avail only of air services, S1nce their
delivery service had to be within 24 hours.

LIBCAP was shipping with Sulpicio Lines because William Lines
was charging higher rates. Sulpicio Lines was charging
P311.75/cbm and William Lines charged more. Most of LIBCAP’s
cargoes were personal effects and documents.

Customers with breakbulk cargo preferred to ship with freight
forwarders rather than go direct to shipping lines, because
forwarder service was door-to-door and they would not have to
go through the hassles of dealing with cargo handling
services.

Air freight charge was P65 for the first 3 kilos and P16.00
per kilo after the first 3 kilos, and there was also a
handling charge of P1.00 per kilo or a valuation charge of
P1.00/P100 value.

Agency Interviews

Agencies interviewed included MARINA-Tacloban, Leyte Chamber

of Commerce and Industry, the Department of Trade and Industry, the
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Philippine Ports Authority and Leyte Integrated Port Services, Inc.
Other government agencies interviewed included the National
Economic Development Authority (Region VIII), the Department of
Agriculture, the National Statistics Office, the Office of the
Mayor, the Office of the Governor, and the National Food Authority.
The information gathered is summarized in 30 points below:

1. The OIC, MARINA-Tacloban said that the decentralization policy
of MARINA had been effected. In 1993, operators no longer had
to go to Manila for the processing of permits to operate.
Regarding service monitoring, the office had so far not
encountered any complaints from shippers and operators.

The Leyte Chamber of Commerce had chapters established in the
municipalities of Borongan and Biliran and at Tacloban City.
Its members comprised traders of rice, marine products and
general merchandise.

[ 8}

3. The problems cited by the Chamber in regard to port and
shipping services were:

(a) Tacloban had high arrastre rates. Hence, Eastern and
Northern Samar based copra shippers preferred to ship
their copra directly to Cebu, rather than via Tacloban
Port.

(b) In San Jose, Northern Samar, there was a problem of
pilferage of "beer and softdrink cargoes by arrastre
workers which had been going on for 50 years. Hence
shippers preferred to ship from the ports of Victoria and
Calbayog, although San Jose port was considered to be one
of the best ports in Northern Samai.

(c). The port of Tacloban could not accommodate foreign
vessels and the port required dredging; it could only
accommodate 4,000-ton vessels and smaller.

4, Shipping rates were found to be reasonable because of the
existing competition with the door-to-door trucking services.
It was still cheaper to ship by sea, but with the high
arrastre charges at Tacloban, the cost to the shipper
increased, and the cost differential between the sea transport
and long-distance trucking options narrowed.

5. Leyte and Samar islands were thought to have potential for
harnessing their forest and mineral resources, as well as
being a source of geothermal electricity.

6. The ports of Catbalogan and Calbayog needed breakwaters to
protect boats during typhoons.

7. The Chamber found the DTI not to be sufficiently aggressive
28
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in pushing livelihood industries, and considered that DTI was
only providing lip service. Further, the Department of
Agriculture was not providing assistance to increase
agricultural productivity on the two islands.

The present (1993) advantage of Leyte in terms of
accessibility to Manila and Luzon was not fully utilized; nor
was its supply of labor fully utilized. Other advantages of
Leyte were thought to include infrequent visitation by
typhoons and. a satisfactory peace and order situation.

According to the Department of Trade and Industry, exports
were coming from Isabel, Leyte and Tacloban. Exports from
Isabel, Leyte, in 1992, amounted to US &52 million.
Agricultural exports were fishery products shipped +via the
port of Tacloban, destined either to Manila or Cebu.

Leyte traders were directly affected by the increase of cargo
freight rates of the Aboitiz vessel, MV EI Cano, which
operated in the Ormoc-Cebu route. Aboitiz claimed that the
cargo throughput of the vessel had decreased, but the data
gathered by DTI from PPA statistics showed that cargo traffic
from Ormoc to Cebu rose by 60 percent from 1991 to 1992, while
cargo volumes in the opposite direction declined by just 13
percent. The two-directional total of 1992 was nearly 11,000
tons, up by about 11 percent from 1991.

Cargo Traffic (in metric tons)

1991 1992 1993 (January-June)
Ormoc-Cebu 3,187 5,147 3,871
Cebu-0Ormoc 6,705 5,839 2,843
2 directions 9,842 10,986 6,714

The PPA General Manager noted that they had received
complaints from tramper operators and even CISO operators
regarding the high charges of compulsory pilotage, including
the costs of car hire and pumpboat hire. :

Delays were also being encountered by trampers at the entrance
to the Juanico Strait waiting for a pilot. During low tide at
San Pedro Bay, the channel depth was only 17 feet. The water
depth was 19 feet during high tide.

PPA had scheduled dredging of the channel for 1993, estimated
to cost P11 million. '

PPA’s Port Management Office (PMO) at Tacloban had
29
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14.

15.

16.

The

jurisdiction over 13 terminal ports and 27 municipal ports in
Samar and Leyte. The terminal ports 1included Ormoc,
Catbalogan, Palompon, Maasin, Liloan, Bato, Baybay, Borongan,
San Jose Carangian, San Isidro, Calbayog and Isabel, Leyte.
Other government ports included the Liloan fecrry terminal,
Hilongos, Guiuan, Sogod, Pingag, Cabalian, Oras, Bantique,
Tanauan, Babatngon and St. Bernard.

There were more incoming cargoes to Tacloban, in 1993, than
outgoing. Incoming cargoes comprised eggs, vegetables, meat
and machinery. Outgoing cargoes were charcoal, copra, fish and
abaca.

According to the PPA port operations office at Tacloban, most
of the outgoing copra was being shipped on chartered vessels
destined for Iligan and Legaspi oil mills. Minimal volumes of
copra were being shipped to Manila on the William Lines
vessel. There was an oil mill based in Tacloban which also
procured copra from Leyte and Samar copra traders. There were
cargoes originating from Mindoro, such as rice and salt, which
were shipped on chartered vessels, and a direct liner service
between Batangas and Tacloban would benefit these shippers.

PPA Tacloban was coordinating with the various shipping
operators on their plans for replacing 2xisting vessels.

The Chief Pilot, Capt. Ramon Pulay, said that the pilots were
coordinating with PPA and the various operators to agree on
the rates to be charged regarding compulsory pilotage. The
fee itself was minimal but the incidental charges were very
high consisting of car hire and pumpboat hire, since the
entrance channel was about 32 kms. away from Tacloban.

According to the Chief pilot, following were the pilotage
rates, which were minimal, and the corresponding incidental
expenses: )

Vessels Docking Fee Channeling Fee
100-under 500 gross tons ' ‘R 41.70 B 100
500-under 600 gross tons 55.60 150
600-under 1,000 gross tons 69.60 200
1,000-under 3,000 gross tons 139.20 250
3,000-under 5,000 gross tons 194.80 300

incidental expenses include:

Launch assistance for docking/ ‘

undocking, below 1,000 GRT 180.00
. above 1,000 GRT 270.00
Car hire from Tacloban to Babatngon to meet
incoming vessel at Canauay I ? 600
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19.

Car Hire from Babatngon to Tacloban after

deboarding outgoing vessel at Canauay I 600
Launch service to meet incoming vessel
at Canauay I 300
Launch service to meet outgoing vessel
at Canauay I 300

The above rates were not being followed, however, and the
actual rates, according to operators, are much higher, car
hire being P1,200-1,600 (one-way).

LIPSI noted that their productivity rates were within the
approved rates of PPA. They had not received any complaints
regarding damage resulting from improper handling. When
handling NFA cargo, LIPSI had to wait for the NFA checker, COA
auditor, and a military security and classifier before they
could start unloading rice shipments. Hence, they could work
only for 5 hours instead of 8 hours. Each laborer was being
paid P104/day.

LIPST could not stockpile cargoes because they had to wait for
trucks, and this decreased their productivity, particularly
for cement cargoes being received from Union Cement df Iligan,
with consignments of 30,000-35,000 bags. Hence the palletized
cargo vessel was being used as a temporary "bodega" or
warehouse.

LIPST provided both stevedoring and arrastre services, with
the latter extending to loading/unloading of trucks or
stacking/unstacking in the port's transit sheds and other
storage areas. Stevedoring and arrastre services were being
charged for separately, with a combined total of 2 1.10 per
bag of cement.

LIPST preferred to unload palletized cargo since it is easier
and faster than unpalletized cargo to unload and move into
transit sheds. They had a total labor complement of fewer
than 500 persons. The total number of registered employees was
521.

In earlier years, they had hired gangleaders, but had
discontinued this practice since they had then no control over
productivity. These gangleaders would pay the laborers P20,
which was less than what LIPSI was paying the gangleader,
viz., P104 per laborer per day.
The charges for heavylift cargoes were as follows:

Arrastre Stevedoring

5-15 tons 62.4 59.30
15-20 tons 104.45 9.30
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The productivity rate of LIPSI was 20 containers per hour.
They had 3-4 forklifts, cable slings and palletboards.

There were also rolling cargoes at the port, such as trucks
and graders.

LIPST noted that the sea freight was higher than the trucking
rate from Manila to Tacloban so that shippers were shifting
from transporting their cargoes by sea.

The arrastre workers were not allowed to do stripping and
stuffing inside the warehouse of the shipping lines, and hence
it was the shipping line labor who did such work.

Arrastre charges at the port of Tacloban were as follows in
August 1993, in pesos per revenue ton:

Non-Palletized Palletized

Arrastre Steved. Arruastre Steved.
Non-Prime Commod. 37.40 9.30 29.15 6.60
Rice 17.20 9.30 13.40 6.60
Corngrits 18.20 9.30 14.10 6.60
Refined sugar 22.00 9.30 17.15 6.60
Fresh eggs 37.40 9.30 29.15 6.60
Canned milk 37.40 9.30 29.15 6.60
Canned' fish 35.40 9.30 - 27.50 6.60
Edible oil 36.85 9.30" 28.50 6.60
School supplies 37.40 9.30 29.15 6.60
Dressed chicken 37.40 9.30 29.15 6.60
Bulk (copra, in mt) 22.80 9.30

NFA indicated the problems of rice distribution within the
region:

- pilferage by arrastre workers at Catarman port because of
arrastre.

= poorly organized arrastre at Borongan port.

- shipping lines did not want to accept NFA rice shipments

because they were strict in terms of security, and, they
always made the shipping lines pay for damaged cargo or
pilferage. ‘

™ shipping lines did a poor job of stowage, with different
commodities being piled together.

= container vans were too expensive.

32



28.

29.

30.

NFA Tacloban was chartering vessels for their rice shipments,
They usually had a contract with tramper operators that any
camage or pilferage would be shouldered by the tramper
operator. .

A team of five persons from NFA was taking care of loading and
unloading of rice: 1 Port Operations Officer, 3 checkers and
1 security officer.

NFA was proposing to obtain its own vessel, with financing
from the Australian Government. Unfortunately, according to
the NFA, the Philippine Government did not think it was
feasible for NFA to own and maintain its own vessel, due to
the high cost of vessel maintenance.

Catbalogan City

Shipper Interviews

ftatine Products

There were sixteen- shippers of marine products interviewed.

The information provided by the shippers is summarized in 10 points
below.

1.

There were only four shipping operators calling at the port of
Catbalogan every week. These were:

Tacloban Princess - Sulpicio Lines
Masbate I - William Lines
Don Calvino - Gothong Lines
Elizabeth Lily ~ Western Samar Shipping

Daily shipment of marine products to Manila included fish,
squid, shrimps, black tiger prawns, crabs, octopus, lobster,
and cuttlefish. These were usually packed in styrofoam boxes
of 25-45 kilos per box.

During 1992-1993, wmost of the fish dealers had not been
availing of shipping services. Instead, their commodities
were being transported to Manila by trucks. They cited the
following advantages of trucking over shipping:

- Less travel time trucks - 14-16 hours
ships - 22-24 hours

- Freight rate was competitive at P105-135/box, or "pakyaw"
ranging from P12,000 to P18,000 for a full load per trip,
with no need to deal with and pay arrastre, FPA, and
other shipping/port charges, except for the ferry cost
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from Allen to Matnog, which ranged from P850 to P1,900
(depending on the size of the truck).

- Door-to-door service (commodities were delivered directly
to the consignee). ‘

- Faster cargo handling.

- Flexible schedule. Unlike 1in shipping, ,where the
shippers have to adhere to schedules, trucks can leave
anytime,

- Dealers could easily make and settle claims in cases of

pilferage and losses.

On the other hand, trucking service was seen by the shippers
to have two disadvantages:

- Problems with checkpoints "lagay" (minimum of P100) and
Highway Patrol "tong" (up to P600, plus fish and other
products on load).

- The roughness of land travel affected the physical
quality of marine products.

However, other fish dealers, who did not own trucks, were
willing to shift to shipping services provided there would be
daily services on the Catbalogan-Manila route. In August
1993, only the Tacloban Princess of Sulpicio Lines accepted
marine products for shipment to Manila, and the vessel called
at Catbalogan just once a week.

Since most of the fish dealers were members of the Magqueda Bay
Fish Dealer’s Association, they transported their goods
together. Shipments ranged from 5 to 50 boxes per dealer/day,
utilizing either 10-ft. or 20-ft. vans.

Black tiger prawn producers were not directly exporting their
products because there were buyers in Catbalogan and Tacloban
who exported them to the US, Japan, Hongkong, Australia and
Taiwan. These producers found the prices of exporters
competitive with fanila  buyers, with no additional
costs/charges and no problems of packaging and transporting.

The three biggest exporters of marine products were Solid
Exports, SMI Fish Industries, Inc. and the Philippine Marisco
Corporation. Solid Exports had its own shipping fleet (Sta.
Flena series), while SMI and Marisco shipped their cargoes
from Catbalogan to either Naga or Tacloban, from which cities
they could be moved by refrigerated vans to Manila. Their
Manila offices handled the shipments to their final (export)
destination. Their offices in Catbalogan were only buying
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stations.

The fish dealers mentioned the following disadvantages of
shipping by sea:

- Pilferage at Catbalogan Port was uncontrollable.

- Additional costs were incurred in cargo handling
(stevedoring, arrastre and other port charges).

- Longer travel time by sea.

- Delays were encountered in shipping (this was considered
to be very important, since their products were highly
perishable).

- Sea shipment nevertheless entailed trucking expense at
Manila, in moving fish from North Harbor to consignees in
Malabon. : .

Suggestions from fish dealers:

- Additional vessels were needed in the Catbalogan-Manila
and Catbalogan-Cebu routes.

- The PPA should look into the problems of pilferage and
losses because of the free movement of vendors, illegal
porters and other persons with no business in the port
area.

- An additional arrastre operator was needed at .Catbalogan

to improve service.

Other Cargo

Other shippers interviewed included five rice shippers, two

dry goods/grocery shippers, one hardware shipper, one salt dealer,
and one shipper of bottled cargo. The results of the survey are
summarized in the following 9 points.

1.

Sulpicio Shipping Lines and William T.ines were seldom
accepting rice shipments from Manila direc.> to Catbalogan.
Rice dealers were often coursing their shipments -ia Tacloban,

with trucking services costing them an additional P10/sack (50

kilos).

These rice dealers were hiring trampers in lieu of liner
services for covering the rice shortfalls of the Catbalogan
area. They were paying P13 to P15 per sack from Manila, P12
per sack from Iloilo and P10 per sack from Tacloban, which
were their sources of rice. Regular shipments ranged from 400
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to 1,000.sacks in lean months and 3,000-4,000 sacks during
peak season.

3. Trampers were also being chartered for the shipment of salt
from Mindoro to Catbalogan with freight rates ranging from P10
to P15 per sack of 45 kilos.

4, The rice dealers were willing to pay additional freight cost
and to waive the right to make any complaints just so the
liner operators would accept their shipments. However, it was
the Manila offices of the shipping lines that did not accede
to accepting higher payments.

6. Corn by-products like "ipa" (45 kilos/sack) and "tiki-tiki"
(60 kilos/sack) were being shipped to Manila weekly. These
were loaded in 10-foot containers (100-110 sacks/van), with a
maximum of 6 vans per week. . Freight rate was P13 per sack.
Arrastre services (forklift only, because cargo handling was

. being done by their own men) was P2 ‘er sack. PPA was
charging them P0.35 per sack.

7. In cases when the vessels of Sulpicio Shipping Lines and
- William Lines experienced engine trouble, the ships were
proceeding to their destination without calling at the port of
Catbalogan (this was possible because Catbalogan Fort was only
an intermediate ca!! for these shipping lines). When this
happened, shippers were left with no choice but to avail of
trucking service from Tacloban to Catbalogan. Trucking cost
ranged from P40 to P60/sack, or "pakyaw" amounting to
P20,000-25,000 per truckload.

8. Since the port of Catbalogan was unable to handle 20-ft. vans
(limited handling equipment imposed a 10-ft. van maximum
size), hardware and dry goods dealers were availing of
trucking services from Manila, instead of shipping services.
They coordinated with transporters who accommodated other
commodities to Manila and then loaded the dealers’ goods going
back to Catbalogan. Freight cost ranged from P40 to P60 per
carton/box (depending on the size).

9. Asia Brewery had its own barge that handled the shipment of

its bottled cargo and empty bottles.

Agency Interviews

The agencies interviewed as regards the shipping and support
services in Catbalogan, Samar included the Philippine Ports

Authority, Ocenar Maqueda Bay Port Arrastre Stevedoring, Inc. .

(OMBPASI), NFA, Department of Agriculture, and Department of Trade
and Industry. Information gathered is summarized in 9 points
below.
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contractor to PPA because PPA found the pier to be of sub-
standard quality and structurally weak. For example, the
rubber or cluster fenders were designed for small fishing
vessels, so when big vessels would hit these fenders, they got
destroyed/damaged.

A second pier, RORO-type, was under construction, with
completion scheduled for 1994. However, there had been a
delay in the construction because of a change that would
lengthen the RORO ramp from 6 meters to 20 meters.

PPA had no control at the gate because of lack of manpower.
Vendors were able to go in and out of the port area at will.
When PPA tried to ban the vendors, the vendors would g0 in by
bancas via the sea.

Management contract of Ocenar Maqueda Bay Port Arrastre was
five years (1991-1996).

PPA said that when trampers were docked and regular liner
ships arrived, the trampers were pulled out because the liner
vessels were given priority. However, shipping operatcrs
contested this statement.

In 1993, PPA had approved the following charges

Arrastre - P5.95/ton
Stevedoring - 7.75/ton
Wharfage - 1.65/ton

Sulpicio Lines provided a 15-ton forklift for OMRPASI’s use.

Pilferage in the port area was said by OMBPASI to be under
control. However, in rare cases of pilferage, if proven to be
OMBPASI’s fault, they paid right away.

OMBFAST considered that there should be another vessel to
serve the Catbalogan-Cebu route more often than did the
Elizabeth Lily of Western Samar Shipping because the MV
Elizabeth Lily was out calling regularly at Catbalogan, but
only when it could.
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ANNEX B

EASTERN VISAYAS PASSENGER SURVEY RESULTS

Passenger surveys to assess the adequacy of Eastern Visayas
ferry and liner shipping services were conducted during the period
August-September 1993. Surveys were undertaken aboard 23 vessels
to assess the adequacy of services on 14 routes. The LSRS survey
schedule is shown in Table B.1

Questions asked of passengers for the purpose of shipping
service evaluation include the following:

- Passenger travel purpose and frequency of travelling the route
being evaluated.

- Adequacy of services to meet demand on the route

- Adherence to service schedule (service reliability)

- Space reservation system.

= Baggage accommodation (including stowage space adequacy and
baggage security).

-~ Operator concern for safety (as viewed by the passengers)

- Vesse! boarding procedure.

- Physical accommodation standards.

- Vessel crew - attitude toward passengers (courtesy and
helpfulness). :

- Passenger baggage and extra charges paid (in addition to
passage), if any.

- Service improvement, if any, over 2-year period.

- Other 'services taken by passengers, and comparison of service
standards.

- Seriousness of problem of traffic congestion during peak

travel period.

- Passenger suggestions for service improvement.



In September 1993, the LSRS made some changes in the passenger
survey form, and three of the routes between Cebu and the Leyte
west coast were surveyed partially with the original form and
partially with the revised form. The results in these cases are
separately tabulated, with the results obtained through use of the
revised form being signified by (A), and (B) signifying results
obtained by using the original form for the same route. 7ot all
other routes only the original form was used.

Results of LSRS surveys are presented in tables B.2 through
B.289. The tables that apply to each of the 14 routes surveyed
are:

Tacloban-Manila (B.2 through B.17)

- Tacloban-Cebu (B.18 through B.33)

= Tacloban-Guiuan (B.34 through B.49)

- Tacloban-Balangiga, Samar (B.50 through B.65)

- Catbalogan-Cebu (B.66 through B.83)

- Calbayog, Samar-Cebu (B.84 through B.99)

- Cabalian, Samar-Cebu (B.100 through B.117)

- Baybay, Leyte-Cebu (B.118 through B.135)

- Bato, Leyte-Cebu (B.136 through B.151)

- Hilongos, Leyte-Cebu Route (A) (B. 152 through B.169)
- Hilongos, Leyte-Cebu Route (B) (B.170 through B.185)
- Naval, Leyte-Cebu (B.186 through B.203)

- Palompon, Leyte-Cebu (B.204 through B.221)

- Ormoc, Leyte-Cebu Route (A) (B.222 through B.239)

- Ormoc, Leyte-Cebu Route (B) (B.240 through B.255)

- Maasin, Leyte-Cebu (A) (B.256 fhrough B.273)

- Maasin, Leyte-Cebu (B) (B.274 through B.289)

[ 8]
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TABLE B.1

Schedule of Vessel Surveys
and Number of Passengers Interviewed

Routes Name of Sample
Date of Interview Vessel/Company 1st 2nd ird Total
Tacloban ~ Manila
08/18/93 Masbate Uno/WLI 7 - 36 23
08/23/93 Tacloban Princess/SLI - - 51 S
Sub-total : Tacloban - Manila 7 - 137 144
Tacloban - Cebu
08/18/93 Leyte Queen/K & T .18 41 7 66
08/03 & 19/93 Don Calvino/GL 1 2 70 93
Sub-total : Tacloban - Cebu 19 63 77 159
Tacloban - Guiuan
08/20/93 Flo-Soccour/Roly Lines 6 35 13 54
08/19/93 Stacey/K & T 8 21 S 37
Sub-total : Tacloban - Guiuan 14 56 21 91
Tacloban - Balangiga, Samar
08/20/93 San Lorenzo/Proceso Canillas - - 21 21
Catbalogan, Samar - Cebu .
08/31/93 Elizabeth Lily/WSL - - 25 25
Calbayog - Cebu
09/04 & 06/93 Don Martin 6/PSL - 5 34 39
Cabalian - Cebu
09/17/93 Guiuan/K & T - 29 31 60
Baybay, Leyte - Cebu
09/01/93 Pink Rose/Rose Lines 5 23 6 34
Bato, Leyte - Cebu .
09/01/93 South Pacific/SPSL 7 6 25 38
HKilongos - Cebu
09/01/93 Cloria 2/Gabisan Lines 2 18 14 34
08/31/93 Queen Belinda/RSL - 12 2 2:
09/01-03/93 Guada Cristy/RSL - 27 16 43
Sub-total : Hilongos - Cebu 2 57 42 101

3
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Naval - Cebu

09/04/93 MY Katrina/MMYE Shipping - 20 10 30
08/31/93 Michael III/MMYE Shipping - 4 15 19
Sub-total : Naval - Cebu - 24 25 49
Palompon, lLeyte - Cebu
9/13/93 Our Lady of Mt. Carmel/GL 4 21 52 77
0s/31/93 Michael III/MMYE Shipping - 3 40 43
09/C01/93 Sacred Heart/GL - 12 64 76
Sub-total : Palompon, Leyte -~ Cebu 4 36 156 196
Ormoc - Cebu
09/06/93 Cebu Princess/SLI - 4 60 76
09/08/93 Elcano/ASL 15 11 11 37
Sub-total : Palompon, Leyte - Cebu 15 27 71 113
Maasin - Cebu .
09/06/93 Asia-Brunei/Trans-Asia - 35 38 73
09/02/93 Filipinas Maasin/CSL - 15 42 57
Sub-total : Palompon, Leyte - Cebu - 50 80 130
TOTAL | 73 376 751 1,200

Note

GL (Gothong Lines), ASL (Aboitiz Shipping Lines), SLI (Sulpicio Shipp:
lLines), RSL (Robles Shipping Lines), SPSL (Southern Pacific Shipping Line:
CSL (Cokaliong Shipping Lines), K & T (K & T Shipping Lines), PSL (Palac
Shipping Lines), WSL (Western Shipping Lines), Roly Lines.(Rolly Shipp:
Lines), Rose Lines (Rose Shipping Lines).
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TACLOBAN - MANILA ROUTE

TABLE B2
PURPOSE OF TRAVEL

EMPLOYEE

BUSINESS

STUDENT

VACATION/HOLIDAY

OTHERS

NO ANSWER

TOTAL

e L L LRI
Blw|2{Blw|8]w

-

TABLE B.3
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

1- 2 times & monfh 2 4 3 4 5 p o 8 ~ 6
1-5 tirnes a yess . b] -1 61 66 34 M 670 - O o 9S 66
6-10 times 8 year 2 2 2 1 1 2 3 3 2
Once evesry 24 vears R J 3 10 . 1 Y | N . 10 7
No mswer 17 17 18 11 11 22 L 18 28 19
Tatal 7 86 93 100 51 S1 100 7 137 144 100
TABLE B.4
SERVICES ADEQUATE FOR DEMAND
MV TACLOBAN PRINCESS
e __YES
NO
NO ANSWER
TOTAL
_ TABLEB.S
RELIABILITY OF SERVICE
s e TN MASBATE UNO - - 27 MY TACLOBAN PRINCESS
CFIRST THIRD | % L THIRD:] ] FIRST g
CLASS /| 'CLASS | TOTAL -| SHARE { CLASS: | "TOTAL | SHARE | CLASS
- —— ._.YES R 3 ey o eal e ol om0 43 3 .= 86 60
.o No Tl e T | T T | 57] i <] sl %)
- _HO ANSWER 1 3 S 2 . 2 I [T S | _I.P_, . 2 1
TOTAL 7 &6 93 100 51 1 100 7 137 144 100




TABLE B.6

GOOD SPACE RESERVATION

E;:'I - | -MANCTACLOBAN PRINCESS - -
 YEBs s 74 T 53|
IR . B I | B w1y 13 3 3L L]
NO ANSWER 1 1l 2 2
TOTAL 7 86 93 160 51 51 100
TABLEB.7
GOOD BAGGAGE ACCOMMODATION/SECURITY
SUMIVMASBATE UNO - MV TACLOBANPRINCESS - -
| THIRD o T e T THIRD :
NO
NO ANSWER _
TOTAL 51 51 100 137 144 100
TABLE B.§
ADEQUATE CONCERN FOR SAFETY
S CLASS SN
YES 3 3
NO 3 3
NO ANSWER 1 1
TOTAL 7 86 93 100 51 51 100 7 137 144 100
TABLE B.9
ORGANIZED BOARDING PROCEDURE
—_YES
NO
~_ NO ANSWER - 1] 4
TOTAL 7 86 93 100 51 51 130 7 137 144 100
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ACCOMMODATION STANL axunr

M TACLOBAN PRINCESS
FOOD/CANTEEN
UNACCEPTABLE 6 G = 6 6 4
| "POOR —T il 73 R i3 18 L A P ) I -1 I £
FAIE. _ ] S1 s3] 59 33 3 65 q (Y 88 6l
GOOD/EXCEL. _ b1 ) ] D7) R B ] ) > 13
NO ANSWER 1 G 5 N - _ I N
TOTAL 7 86 93y (0 s1 51 100 R 1 T I )
TOILET/SANITARY FACILITIES
UNACCEPTABLE 5 3 5 9 9 18 14 i4 10
POOR 2 19 21 23 16 16 31 ] 33 37 26
FAIR 3 45 48 2 24 24 47 3 &9 7] 50
GOODVEXCEL.. 2 10 12 13 1 1 2 2 11 13 9
NO ANSWER 7 7 8 1 1 2 8 ) 6
TOTAL 7 8 93 100} 51 51 100 7 137 144 100
BEDDINGS/BLANKETS
POOR 2 2 2 6 6 12 8] _ g [
FAIE ] 46 51 35 13 i3 35 5 9 64 44
| GOOD/EXCEL. 2 19 321 33 4 4 8 ] pX] zs 17]
NO ANSWER 19 19 20 28 = $5 _ a7 a4 33
TOTAL 7 86 93 1C 51 51 100 7 137 144 100
LEISURE FACILITIES
UNACCEPTABLE 1 1 1 1 1 1
POCR 2 2 p) 7 7 14 9 9 6
FAIR E; 38 43 46 35 35 65 3 7 78 54
GOOD/EXCEL. 2 26 28 30 i 1 2 2 27 29 20
NO ANSWER 19 19 20 8 8 16 27 77 19
TOTAL 7 86 93] 100| s1 51 100 7 137 Y] 100
VENTILATION .
POOR 1 8 9 10] 5 s 10 1 i3 14 10
FAIR 4 46 50 14 a0 40 78 4 36 %0 ]
GOOD/EXTEL. 2 27 29 31 é 3 12 2 33 3% 24
NO ANSWER s s 5 3 s 3
TOTAL 7 86 93 0N 51 51 100 7 137 144 100
CREW'S COURTESY/ASSISTANCE
UNACCEPTABLE | [ 1 N N A P | It
POOR T b} I/ N ) I P I 7 At 1 R ) Y
FARL AT Tael T Taal  ad 3636l | T 78 80 54
I o A I N NN ) S ) SN | SR | SN ) NN | MM 1 N i B
NO ANSWER 8 8l ) IS 2 R P I |
R 75 Y A I I <] R T 51 100 7 137 T 144 100
DRINKING FOUNTAINS ETC.
POOR 1 1C 11 12 10 10 g 1 0] 21 13
FAIF 4 46 50 ) 35 35 68 4 3] Tes 59)
GOCOD/EXCEL 2 21 23 15 3 5 10 2l 260 x| T 1s
NG ANSWER H 9 9 10 1 1 2 T 7
- TOTAL T 7 86 93 1¢0 51 51 100 7 137 1% " 00
SPACE TO MOVE ARQUND




TABLE B.11
BAGGAGE CARRIED BY PASSENGERS

M MASBATEUNO . - - :MA TACLOBAN PRINCESS | - o T
CLASS | 1 C S TOTAL | SHARE | "CL
1 - 34 2 1 1 1o 1 3 33 1
2 2 13 2 2 0
SR W ) B =) I o] 1) 43 SCE- N | S -] At T 89
11 11 69 2 . 2 67 33 13 65
1 13 14 13 3 3 5 1 16 17 10
3 3 19 1 1 a3 4 4 20
1 I 1] 1 1] 1] 2] I 1] 1f 1
9 102 —m]____ &7 57 [ 88 £ 89
16 16 13 3 3 s 20 2 11
T 2 4 3 s s 8 9 ) s
9 118 127 100 65 6% 100 9 179 188 10§
" TABLE B.12

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID

a

WEIGHT
1-10 kilos 2 19 11 23 18} 18 35 2 37 39 27
11-20 kilos 2 11 13 14 18 16 31 2 27 29 20
21-30 kilos 4 4 4 4 4 8 8 8 6
31-40 kios 1 1 1 2 2 4 1 2 3 2
41-50 Xilos 8 8 9 1 1 2 9 9 6
Abowve SO kios s £ S 2 2 4 7 7 5
No mswer . 2 ¥» 41 4 8 8 16 2 47 49 34
TOTAL 7 86 93 100 51 51 100 7 - 137 144 100
EXTRA CHARGES PAID
No answer 7 86 93 100, 51 51 100 7 137 144 100
TOTAL 7 & 93 100 S1 S1 100 7 137 144 100
TABLE B.13
ADEQUATE BAGGAGE STORAGE
SMIVMASBATETING:
CETHRD b b e THIRD L e IRET | THIR
TS e e e e i SO AL b SHARK - CLASS: 5‘
NO 43
NO ANSWER 3
TOTAL 100 51 51 100 7 137 144 10C
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TABLE B.14 .
IS BAGGAGE STORAGE SECURED

YES 65 21
__No 20 29 28] 57 i
NO ANSWER 5 1 1 2 ? 7 5
TOTAL 100 51 51 100 137 144 100
TABLE B.15
CHANGE OF SERVICES OVER THE PAST TWO YEARS
NV MASBATE UN
. YES 43
NO 1 38 39 42 40 40 78 78 79 55
NO ANSWER 14 14 15 ] 1 2 15 15 10
TOTAL 7 86 93 100 5} 51 100 137 144 100
TABLE B.16
CONGESTED TRAVEL DURING PEAK SEASON
BEEN A SERIOUS PROBLEM
MY TACLOBAN PRINCESS [~
YES
e —.NQ
NO ANSWER
TOTAL
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TABLERB.17

PASSENGER SUGGESTIONS
'} MV TACLOBAN PRINCESS:
- SUGGESTIONS - S |-
Impose regulations/check time schedule 1 2
Improve accommodation/services offered 1 3
Shipping agencies should monitor the porter 1 1]
Put/add more leisure facilities 1 _4
Maintain cleanliness especially the comfort room 1 17
Impose penalty to vessel who does not follow rules 1 2
Crew must be courteous & should assist passengers in “ﬂ I NS —
boarding the veszel 3 3 3] 2f 2 ap N - 3]
Lower the price of commodities sold @l the cantee T TR T3 T2 T2 4 R .. 4 3
Iinprove food preparation/meal service, provide water 5 5 s 7 i I =) I e v 1 8
Provide medicine for the passenger who have headaches or
allergy 1 1 1 o Y R N | S | 1
Porters should force the passengers to cary their baggages ! 1 1 - 1 1 1 1
Prrring peak season authorities must have a represertative to
check wether the vessel is in geod condition 2 2 2 2 2 1
Provide trash cans/waste baskets 1 1 1 ) Y A DU | SIS | A 1
Provide baggage storage’compartment s 3T T3 3 1 1 2 4 4 3
Impose restriction on the number of passengers allowad
on board 1 1 1 1 1 1
Systematic procedure during disembarkation to avoid danger 1 1 1 L1 1 1 1
Put safey measure for the passenger 1 1 1 1 1 1
Repaint the veszel 1 1 2 o1 1 1
Discounts should be given to students & AFP 2 2 4 2 2 1
Provide enough veatilation in the economy class 1 1 . e e | 1 1
Vendors shoukd not be allowed to erter thevasddunng T -
embarkation/dis embarkation 1 1 2 - 1 1 1
Provide faster service 1 1 2 1 1 1
N> answer/nc suggestions 1 34 35 38 13 13 as R | .1 _ 48 33
" Total 7 86] o3 Tioc 51 51 10¢]” 7 137 144 100
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TACLOBAN - CEBU ROUTE

TABLE B.1S
PURPOSE OF TRAVEL
EMPLOYEE 2 4 2 7 14 9
BUSINESS g 6 14 n 17 pa) 39 42 8 n 2 b1 a3
STUDENT 3 1 4 6 9 9 10 3 1 9 n 8
VACATION/HOLIDAY 1 11 4 16 u 17 17 18 1 1 21 e 21
OTHERS 2 18 2 22 13 1 1 14 16 17 3 19 16 38 24
NO ANSWER 2 4 6 s 2 2 2 2 4 2 8 S
TOTAL 18 41 7 &5 100 1 22, 70 93 100 19 63 77 19 100
TABLEB.19
FREQUENCY OF TAKING THIS PARTICULAR YOYAGE
[ Moohly 4 1y 5 8 16 11 27 29 4] 17 11 2 20,
 2-3 times & month 4 3 7 11 2 13 15 16 6 16 P 14
| 4-5 times amonth 1 2 3 1 _6_{"___ 9 I 1 4 4 4 2 3 5 10 6
Once: 2 yvear 7 11 1 19 29 3 s 3 9 7 14 6 z 17
Astheneeduises | 2 I3 I ) (1Y I DY 2 2| 2| w2 x| 23
No answer 3 11 1 15 3 1] 16 17 13 4 11 17 vl 20
Total 18 41 7 (2] 100 1 22 70 93 100 19 63 77 19 1¢0
TABLE B20
SERVICES ADEQUATE FOR DEMAND
H
e YES
IS 1 Y SOROU BRSSO - S | S - S
. NOANSWER |
TOTAL 18 41 7 6
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TABLE B21

RELIABILITY OF SERVICE
—n MA LEYTE QUEEN MV DON CALVING. I
THIRD | - D o s L FIRST
CELASS | TOTAL S | TOTAL | SHARE { TLASS |
___YES 2 £4 %0 ny
—._.XNo __ & 8 3K 2 Y- | -] PR -
NQ ANSWER 2 2 4 4
‘TOTAL 1& 41 7 3 100 19
TABLE B.22
YES
____No
NO ANSWER
TOTAL
TABLE B.23
k
! . i
r YES 2
NO 4 B »
NO ANSWER 1 1 13
TOTAL 1€ 41 7 66 103 1 n 70 3 100 19 63 % 100
TABLE B.24
ADEQUATE CONCERN FOR SAFETY
YES
NO
NQ ANSWER
TOTAL
: TABLE B2S
ORGANIZED BOARDING PROCEDURE
YES
NO
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ACCUOMMODATL

QTALY:
{FOOD/CANTEEN
UMACCEPTAELE. 2 5 1 6 9 2 2 1 2 3 3 g 5
PGOE: € 23 1 34 52 1 18 12 31 33 9 43 13 65 a1
FARR 1 s 4 3 20 4 34 38 41 1 12 38 51 32
GOODVEXCEL. 5 5 3 3 s 3
NO ANSWER 7 s i i3 20/ 17 17 18 7 5 18 30 19
TOTAL 1€ 41 7 6 100 1 pr) 70 93 100 19 63 I 1% 1o
TOILE TSANITARY FACILITIES
| UNACCEPTABLE 2 1 3 3 5 s G 2 6 8 5
POOE 5 p) 1 B a2 11 11 7] 5 2] 12 39 5
FAIR 10 15 4 ] 44 14 36 50 54 10 29 40 ] 50
GQOOD/EXCEL. 3 2 5 8 1 B iz 21 b 4 1) 12 % 16
NO ANSWER 1 1 2 [ 6 [3 9 7 4
TOTAL i8 41 7 73 100 1 22 7 93 100 19 63 pzi 159 160
{PEDDINGS/BLANKETS
UNACCEPTAELE 1 1 2 1 1 1 1 1 2 1
POOR 7 18 1 2 39 ] 8 9 7 13 s 34 1}
FAR 12 15 25 38 i 14 45 60 65 11 23 43 g5 3
GOOD/EXCEL. 1 1 2 8 10 18 19 9 10 1 12
NO ANSWER 1 6] 6 J¥] 20 G 6 3 1 5 12 19 12
TOTAL 18 41 7 6 100 1 22 [ 93 100 19 63 77 1% 100
URE FACILITIES
UMNACCEFTABLE 2 1 3 5 1 i 1 2 1 1 4 3
| POOR 7 26 4] 50 4 10 14 18 23 10 I 30
| FAIR 1 2 1 4 3 12 36 48 52 1 TS I £ 2 33
| GOOIV/EXCEL. _ 1 5 9 13 73 Y HE] 15 9
| WO ANSWER_ 8 12 3 28] 39 1 14 15 L0 ] D) ) 2]
TOTAL 18 41 7 6 100 1 2 7 93 100 19 5] R 71 T 100
VENTILATION
UNACCEPTABLE 3 2 1 5 ) 1 1 1 3 2 2 7 4
PCOR: 6 27 1 34 52 3 5 10 11 6 32 6 44 28
FAIR s 9 3 19 2 1 i3 45 59 ] 6 22 50 £3 9
GOOD/EXCEL. 2 2 3 4 13 17 18 5 13] 19 12
NO ANSWER 4 1 s g 3 6 6 “al 1 6 1 7
TOTAL 18 41 7 66 100 1 2 70 93 100 19 63 kil 159 100
ICREW'S COURTESY/ASSISTANCE
UMACCEPTAELE ] I ) o —_ 3 3 2
| PeOR_ T 4 4 ® 14 2 Y 4 1 3 1 7
TPAR T T 12 28 6 % 70 ) JE) 52 £33 S I 4 ] DO
| GOOD/EXCEL__ 2 s ] TR 1] 12 20 33 8 3 W TTE| T T w 25]
NO ANSWER — T S I I § ! 1 s 6 s 1 b3 R 4]
_ TOTAL . 18 41 7 66 100 1 2 70 93 100 e T AT 1T T 10
EDRINKING FOUNTAINS ETC.
UNACCEPTAELE p) 1 13 2] 1 4 3
| pCoR 8 27l 3 38 58 8 23 31 3, 8 3s | ® 3
“FaRR , ) 12 1 21 32 1 12 34 47 51 S| 24 R 68 43
~ GOODEXCEL _ ] 1 7 8 o T 1 7 8 5
" NOANSWER 2 1 3r 3 1 6 7 I T 1 10 6
"’_' TOTAL_ 18 41 7 6 100 1 2 70 93 100 is 63| il 159 100
iISPACE TO MOVE AROUND
| MMACCEPTAELE ——t L2 s T T . 2 1
CPOOR_ T T T N T AN ) Nt IO - AN () I B 4 -1 I ) N 1 N ¢ -7 D
7 N AT ) N IO 1 I R D 3] @3] 4 T al” T[T UTwal T Tl @
CGOODEXCEL T T T £ N | R AU 1 NN | A R+ I M ) 2 31 ST T TR T T
NOANSWER ~ —~ TTTTTTTTyTTTT 1|72 iy ] I N ) R e
I (¢} VN PSS NS ) NN Y SO 1 N3 A 1 NS ¥ D% I MO - | NN U JON ) Iy <) i o B T et 1
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TABLE B.27
BAGGAGE CARRIED BY PASSENGERS

LMV LEYTE QUEEN - _  MVBHONCALVINOG 5o o] 0
EIND OF BAGGAGE. | " BECOND THIRD |~ % . | FIRST BECOND THIRD [ 5] FIRST SECONLY
.. NO. OF BAGGAGE - 'CLASS ['CLASS | TOTAL | SHARF. { CLASS | CLABS | CLASS | TQTALL S | CLASS | CLASS
BOXES
L2 6 1 11 15 q 1 13 20 3] 1] B3] [ 7
g T OO Y ES O A -1 S O AT I A B | R Y ISR IS B~
5 above 1 7 1 1
BAGS
1.2 - 14 37 7 58 77 1 17 20 38 76 5] sa] a3 116 77
| 3.4 T " 2 2 4 67 5 1 16 80 2 7 T 0 77
S above 1 1 100 1 1 7 1 1 2 13
SACKS
| 1.2 2 3 1 3 3 3 1 O] D | ) ) 6
5 above I D TR T3 R I 12 12 73
CANS
S above 1 T I 1 [ I T [ 1] [ 1 i3
TOTAL
| 1-2Bagrege 19 46 oy 35 &l 1 A L 76| 63| 20f 671 _ 64] 151 LE]
| __3-4Bagape - 3 3 S S R 15 200 17 3 8] sl s 13
| __SshoveBagpage 1 1 iy 15 15 SV I PR Y I T - ]
INCANSWER _~ — — — 2 i 3 il I 10 10 ] ] Y 0] 13 é
TOTAL 24 51 10 8 100 1 26 94 121 100 25 77 104 206 100
TABLE B28
WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID
WEIGHT
1-10 kilos 3 13 25 32 16 15 31 33 6 33 13 3 35
11-20 klos 1 4 3 8 14 14 15 1 Al 14 19 12
[ 2130 kilos 3 3 6 9 [ 6 3 ) 9 12 8
3140 kilos 1 1 2 3 3 3 i 3 4 3
Above 30 kilos 3 b1 ] 8 6 6 3 k) I 1 7
No suswer 1 11 2 Y] 36 1 3 26 33 33 12 7] 33 Fxd 3
TOTAL 18 41 7 [ 100 1 2 70 93 100 19 63 77 1% 100
EXTRA CHARGES PAID
Noune 18 3 p] 35 1 26 27 2 19 31 30 31
Freight Charze 39.00 1 1 1 1 1 1
P10.00/ack 1 1 1 1 1 1
No_answer 18 23 1 4 65 1 pa| 2 64 69 19 49 A4 107 57
TOTAL 18 41 7 66 100 1 2 70 93 100 19 63 7 139 100
TABLE B29
ADEQUATE BAGGAGE STORAGE
YES




St

TABLE B.30
IS BAGGAGE STORAGE SECURED

YES
NO
NO ANSWER
TOTAL
TABLE B.31
CHANGE OF SERVICES OVER THE PAST TWO YEARS
YES
O
. NO ANSWER
TOTAL
TABLE B.32
CONGESTED TRAVEL DURING PEAK SEASON
BEEN A SERIOCUS PROBLEM
= 3k
NO _ 2 )
NO ANSWER 2 T2 3 T 2l 7 8 2 2 5 5 6
TOTAL 18 41 7 66| ~ 100 i 2 70 93 100 B 63 771 158 100
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TABLEB.33 ‘
PASSENGER SUGGESTIONS

------ MV LEYTE QU EEN
""" - ;;ﬁl-:com: THIRD|
- -'SUGGE&'HONS:-.- L -1 CLASS | CLASS' I TOTAL
Addxlmnal leisure facilities 5 1
No increase of fare e if possible/discount for students K]
[ Change the chars o provide zppropriate - 1T
accamnodation/enough space 1 1 2 1 . )1
Makie the vessel foster R | I A | M R R 3
Provide focd for passengers/sutficient food to be - . - o
sold with fower price 2 1 3 5 1 2 3| 3l 3 3 6 4
Free beddings/blankets for all passengers - 3 1 1 s 8 - 3 1 1 5 3
Cleanliness and orderliness st be practiced I ] R | 2 HE I I 3 7 13 o
Put suggestion box ind complaints should be given -
aftention/action 1 1 2 3 1 1 2 1
Change the vessel/Co. operating this route because
of poor services they offered 1 1 2 1 1 1
Strict implernentation & regulation of rules to provide
safe & quality service 2 1 3 5 2 1 3 2
Put bagpage compartment/storage 4 4 6 4 4 3
Have enougli space 1 1 2 - T 1 1 1
Safetravel & passenger security 2 2 3 2 2 1
Drydock the vessel since it appears dilapidated 1 1 2 T 1 1 1
Vessel should leave on time given 6 4 10 11 6 4 10 6
Upgrade the quality of service offered by adopting -
modermn techniques 1 s 6 6 1 s 6 4
Additional vessel for this route 2 2 2 2 2 1
Do not allow vencors inside the vessel s 5 5 5 5 3
Crew member should assist the passengers 1 1 T N 1 1 1
Installation of separate drinking water 1 1 1 1 1 1
No comments/no answer/no suggestion 2 20 1 23 35 10 4] s ss{ 0 2 30 12 74 47
TOTAL 13 41 66 100 1 22 TO 93 100 19 63 77 159 100
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TABLE B.34
PURPOSE OF TRAVEL

EMPLOYEE 2 4 2 2
BUSINESS 3 3 s 11 20 s s ] s 16 18
STUDENT 2 5 2 9 17 1 2 3 8 3 2 12 13
VACATIOM/HOLIDAY 12 4 16 0 1 11 12 32 | 1 4 28 31
OTHERS 1 12 2 15 28 1 6 8 15 41 2z 10 30 e
NO ANSWER 1 1 2 2 2 5 3 3
TOTAL 6 38 13 L] 100 8 21 8 37 100 14 21 91 100

TABLE B.35

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

1 -1 : R CESHARE | IS S CLASS “SHARR:
Weeldy 3 6 2 1 20 1 5 8 4 7 3 14 15
Moathly 2 3 1 [ 11 2 4 1L 3 4 3 10 11
2-4 timess 1 moath 6 4 10 19 8 7] 1 4 18 2
Once & vear 9 1 10 19 1 11 30 3 16 2 21 3
2-Stimes 8 year 1 4 s 9 3 10 27 1 10 4] 15 16
If needed 3 2 b 9 3 2 b S
‘Nomswer 4 3 7 13 1 1 3 T 8 9
Totsal 6 35 13 54 100 8 2 3 37 100 14 56 21 91 100

~ TABLE B.36

SERVICES ADEQUATE FOR DEMAND
YES 5

)_4() _ 3 -3 IR SOV -1 - A 9 10
TOTAL 6 35 13 100 B 21 3 37 100 14 S6 21 91 100

TABLE B.37

RELIABILITY AND ON TIME
- YES —
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TABLE B.38
GOOD SPACE RESERVATION

R
e NO
NO ANSWER
TOTAL
TABLE B.39
GOOD BAGGAGE ACCOMMODATION/SECURITY
—¥Es 5
NG 3
NO ANSWER 1 ] 7
TOTAL ; 35 B 5 100 8 31 ) 39 100 1a 56 2 o1 100
TABLE B.40
ADEQUATE CONCERN FOR SAFETY
YES 6 32 13 3 12] 3 26 70 14 4|19 7 s
NO 3 8 2 10 77 I 2 3 14
NO AMSWER 1 1 3 1 1 1
TOTAL 3 5 B 5 160 8 71 3 37 100 1s 36 2 o1 100
TABLE B.41
ORGANIZED BOARDING PROCEDURE
YES
NG
NG ANSWER

TOTAL
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- ACCOMMODATION STANDARDS

6T

FOOD/CANTEEN
POOR 4 9 S 18 0 s 4 9 24 g 13 < 77 20
FAIR 2 B 3 18 B 2 1 1 4 1L 4 14 4 2 24
NO ANSWER 13 5 18 kY] 1 16 7 24 65 1 2% 12 2 %
TOTAL 6 3s B 54 100 8 21 3 37 100 14 5 21 91 100
TOILET/SANITARY PACILITIES
UNACCEPTABLE i 14 3 18 ES) 3 8 2 1 20 < 26 Fo)
POOR. 4 20 g = > 3 3 8 5 4 23 13 ) 44
FAIR 1 2 3 6 s 11 16 43 ¢ 11 2 19 2
GOOD/EXCFL. 3 1 4 1L 3 1 4 4
NO ANSWER 1 1 2 1 1 3 2 2 2
TOTAL ¢ 35 13 4 100 8 31 3 37 100 14 6 21 o1 100
BEDDINGS/BLANKETS
POOR 1 8 1 10 19 [ 2 2 9 24 6 ) 3 1 21
FAIR. 3 B 6 2| ° a 2 11 3 16 4 5 24 9 38 2
GOOD/EXCEL 1 1 Z 5 1 1 3 2
NC ANSWER. 2 14 6 2 a [ E) 10 7 F 1y ] » 35
TOTAL 6 35 3 ] 100 8 21 8 37 100 14 3 21 91 100
ILEISUF-E FACILITIES
POOF. 1 3 1 s 9 6 5 1 12 2 7 &) 2] %
FAIR 1 1 3 1 1 1
NO ANSWER < 7] 2 ) 91 1 16 7 24 65 & 4| 19 ) 80
TOTAL i 35 B 54 100 8 2 3 37 160 14 71 T o1 100
VENTILATION
POOF. _ 'F_ 2 18 a]_ 24 a4 3 3 18 49 _ o €] 10 2] 6
FAIR 1 4 15 25 q ) 1 14 38 4 20 < 9 E7)
NO ANSWER T4 6 s 15 2% 4 1 s 14 4 R ) 7]
TOTAL 6 35|’ B 7 100 3 21 3 37 100 14 sel Tl T Tal T T e
CREW'S COURTESY/ASSISTANCE
POOE. 5 I T 3 2 s 14 o 8§ 2] 10 11
"TFAIR T I 18 13 % 85 3 17 3 25 68 & o T T
._GOODEXCEL. - I 4 5 4. 1 7 19 SN IS .| N ) R - N (¢
NO ANSWER 1 1 F1 ] 1 1
TOTAL 6 3s 13 7] 100 8 21 g 37 100 14 [ 1 91 100
DRINKING FOUNTAINS ETC.
POQOE. 1 16 s 7]
FAIR R T - 13
CGOODEMNCH. T T T T
NOANSWER /T e el T s T
R X Y T 35 13 54
SPACE TO MOVE AROUND
UNACCEPTABLE ) PR - | M (Y DU DO Y D) D - 4 4
TPOOE.. T T T TN T T T s 5 Bl ) 1 - 3 2 1 ) ) T | "
I O T R A Y] s of . 4 e Y ) 7] R ] )
C T . - - _2f ] 1 i B 2 I R -}
T 2 RN 3 6 | 1 16 1 7 Y ) 10
- I - D = 21 D ) I S Y D | S 7 100 T S S T R )




L\

014

TABLE B.43

BAGGAGE CARRIED BY PASSENGERS

T MV FLOSOCCOUR - MV STACEY
KIND OF BAGGAGE | FIRST [SECOND| THIRD % | FIRST [SECOND] THIRD % FIRST [SECOND]
- :NO. OF BAGGAGE . | CLASS | CLASS | CLASS | TOTAL | SHARE | CLASS | cLASS | cLass | TOTAL | SHARE | crass | CLASS
BOXES
1-2 1 4 1 6 12 5 2 7 16 I3 ¢ i 13 14
T3a O Y T N | D et St ) i S R ] ] | =
SAbove T T |TTTTTET I TTOAE A ) I o ) I | |
BAGS
1-2 5 24 11 40 80 8 19 4 31 12 12 a3 15 71 76
34 1 Y 1 Y - R -] ol 2 3 20
-—S-Abo'./e ------- I - 5 o ——:i; [ I A I o T __—ﬁ-—3 - 3 60
SACKS
1-2 3 3 6 2 2 4 g 2 2 3 7 8
34 4 R D Y R | Y A7) I ] B I
5 Above ] I S R I A Y Sty Bl A ety T 1 20
CANS
) [ [ 1 i 1 [ T ] 1 1] i | [
OTHERS
Gas range (1-2) | I 1] I 1| 2| [ 1] I 17 2] ] 2] | 2] 2
TOTAL
1-2 Baggage 6 29 15 50 78 15 24 4 43 18 21 53 19 93 78
__ 3-4Baggage 1 5 6 9 2 2 5 9 16 2 il 10 15 13
'S - Above baggage I D ] 7 T B D 1 10 1 5 4
NO ANSWER 1 2 1 4l 6 2 2f 4 1| 2 3 6 5
TOTAL 71 38 2|” 6| 100] i8] 26 11 55 100] 25 T 6l 33 119 100
TABLE B.44
WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID
WEIGRT
1-10kilos
11-20 kilos
21-30 kilos
31-40 kilos
" 60¥iles above
Mo answer
Total
EXTRA CHARGES PATD
None 9 4) 13 24 () 4 13 14
P5.00/Box 1 9 10 19 T 1 9 10 11
P6.00/Sack X 1 1 3 1 1 1
No answer 6 25 D 57 8 21 7 36f  e7f  14] 46 7 67 74
Total 6 35 ) T 100 8 21 8 37 100 14 56 21 o1 160
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TABLE B.45
ADEQUATE BAGGAGE STORAGE

MV FLO-SOCCQUR —.o s “M/VSTACEY
srxox\m : THIRD:
|-CL CLASS |-
YES 8
——NO R L
NO ANSWEK  — _
TOTAL ' 8
TABLE B.46
IS BAGGAGE STORAGE SECURED
MV FLO-SQLROOUR ’5'51 MIV STACEY
TR nl o AR CLASS | CLASS | CLASS | TOTAL | SHARF | CLASS.
NO
.. NOANSWER 3
TOTAL 100

14 56 21 91

TABLE B.47
CHANGE OF SERVICES OVER THE PAST TWO YEARS

8
L 18 - I O ) 4 3 12 6| sl
“NO AMIWER [ 2 3 6 2N 2 1 3 3
TOTAL 6] 35 54 100 B 21 8 37 100 14 56 21 91 100
TABLE B.43

CONGESTED TRAVEL DURING PEAK SEASON
BEEN A SERIOUS PROBLEM

MV S'I’ACEY s

) THIRD 1.

NO AND\VER

TOTAL
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TABLE B.4$

PASSENGER SUGGESTIONS
MY FLO-SQUCOUR:

Discount fare for students 1 N 1 2 1 1 1
| Maitain cleanliness of facilities 1 7 O - D s 1 3 1 T I )
Irmprove passenger services 1 1 1 3 3 L 2 5 2 1 5 5
Limit the passenger especially in peak season - 3 I D I R Y | 7] 3] 3
Regaint the vessel ance in a month 1 1 2 1 1 1
Reading materials should be available 1 1 2 1 ] i1
Don't increase the fare 1 1 2 1 1 1
[ Space should not be overcrowded 2 1 3] 6 1 1 3 3 1 4 4
Save foodto passengers and provide canteen 1 2 1 4 7 1 1 5 1 3 2 6 7
Crew should always assist the passengers 1 1 2 4 2 2 7 19 3 4 9 10
| Asthorities should monitor/inspest the vessel 4 4 7 i 4 4 4

Fuli coardination of Authorities. PPA. MARINA - 7]
%% Coastguard 5 1 6 11 5 1 6 7]

Chenge the folding beds to double-deck for a -

better epace Lo move around 3 1 4 7 1 1 3 4 1 5 5
Limit the cargoes of the passengers 1l 73 6 2 1 3 3
Put leisure facilities 1 1 2 4 1 1 2 5 1 1 2 _ 4 4
Provide storage 1 1 2 1 1 3 1 1 2 2
Vessel musi icave an time given 1 1 2 1 1 1
Maiitain go->d condition of engine 1 1 3 1 1 1
Impiove the vessel facilities 1 1 3 1 1 1
No answerfno comments/no suggestion 2 1 3 6 4 11 3 18 49 6 12 3 21 23
Total 6 35 13 54 1¢0 8 21 8 37 100 14 56 21 91 100




TACLOBAN - BALANGIGA, SAMAR ROUTE

TABLE B.50

PURPOSE OF TRAVEL

EMPLOYEE

BUSINESS

14

STUDENT

33|

TIOLIDAY/VACATION

14

OTHERS

NO ANSWER

TOTAL

100

TABLE B.51

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

Once a month

3-4 times a month

Once a year

4-5 times a year

No Answer

Total

100

TABLE B.52

SERVICES ADEQUATE FOR DEMAND

YES

NO

NO ANSWER

TOTAL

RELIABILITY OF SERVICE

TABLE B.53

23
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TABLE B.54

GOOD SPACE RESERVATION

. MIV SAN. LORENZO, (3rd Class Only).

NO.OF.

 passENGERS |

BRI
" BHARE

o YES A S 14
TNo T ' ) 15 71
e S TR, B -
TOTAL 21 i 100

TABLE B.5S

GOOD BAGGAGE ACCOMMODATION/SECURITY

YES

NO

"NO ANSWER

TOTAL

TABLE B.56

ADEQUATE CONCERN FOR SAFETY

YES 8 38

NO 8 38

NO ANSWER 5 A
TOTAL 21 100

TABLE B.57

ORGANIZED BOARDING PROCEDURE

YES

NO

NO ANSWER

TOTAL

100

24
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ACCOMMODATION STANDARDS

TABLE B.58

FOOD/ CANTEEN
UNACCEPTABLE 1 3
POOR 10 a8
FAIR 6 29
NO ANSWER 4 19

TOTAL 21 " 100]

TOILET FACILITIES
POOR 5 24
FAIR S L
NO ANSWER 7 T m

TOTAL 21 100

BEDDINGS/BLANKETS
POOR 3 13
FAIR 16 8
NO ANSWER 8 38

""""" TOTAL 21 T

LEISURE FACILITIES
UNACCEPTABLE 1 S
POCR 3 14
FAIR 10 T
GOOD/EXCEL. 2 10
NO ANSWER 5 2

TOTAL 21 100

VENTILATION
POOR 4 19
FAIR 2 10
GOOD/EXCEL. 2 10
NO ANSWER 13 6

TOTAL 21 100

CREW'S COURTESY/ASSISTANCE
POOR 2 10
FAIR 3 14
GOOD/EXCEL, 2 10
NO ANSWER 14 67

7 TOTAL 21 100

DRINKING FOUNTAINS ETC.

UNACCEPTABLE 1 5
POOR 4 19
FATR 2 10
NO ANSWIR 14 67

TOTAL 21 100

SPACE TO MOVE AROUND
GOOD/EXCEL. 1 5
NO ANSWER 20 95

TOTAL 21 100
/
25 /S



TABLE B.59
BAGGAGE CARRIED BY PASSENGERS

BOXES

1-2 | 3] 20
BAGS

1-2 | 11{ 73
SACKS

1-2 | 1 7
TOTAL

1 - 2 Baggage 15 65
No Answer 8 35

TOTAL 23 100

TABLE B.60
WEIGIIT OF BAGGAGE AND EXTRA CIIARGES PAID

WEIGHT
1-10 kilos 6 2
11-20 kilos 3 14
21-30 kilos 1 5
No Answer 11 52
Total 21 100
EXTRA CHARGES PAID
No Answer 21 100
Total 21 100
TABLE B.61
ADEQUATE BAGGAGE STORAGE
. NC
NO ANSWER
TOTAL
TABLE B.62
IS BAGGAGE STORAGE SECURED
YES
NO 3
NO ANSWER 8 38
TOTAL 21 100]

4

b



TABLE B.63

CHANGE OF SERVICES OVER THE PAST TWO YEARS

NO

NO ANSWER

TOTAL

100

TABLE B.64

CONGESTED TRAVEL DURING PEAK SEASON

BEEN A SERIOUS PROBLEM

YES
NO ANSWER
TOTAL 21 100
TABLE B.65
PASSENGER SUGGESTIONS

i UVGOESTIONS o PAGSENGERS 7 i
Improve £ maintain services of thir vessel 2 10
Strictly impose the existing laws & regulations 1 5
improve ventilation 1 5
Give corresponding penalties in every non-

compliance 1 5
Authorities would monitor compliance of

motor boat/banca operators in observance

of public safety 1 3
Upgrade the vessel by maintsining cleanliness

& provide proper comtort room 6 29
Additional ferry service that would offer

good quality of service 2 10
Crew must assist the passengers on boarding

the vessel 1 5
Provide a fix schedule 1 3
No further conunents/suggestion 3 14
No answer 2 10

Total 21 100

27



CATBALOGAN - CEBU ROUTE

TABLE B.66
PURPOSE OF TRAVEL

Marketing of goods 1 4
Medical 2 8
Family affairs 4 16
Provincial fiestas 1 4
Vacation (non-student) 7 28
School break/holiday 3 12
Other travel purposcs 7 28

Total 25 100

TABLE B.67
FREQUENCY OF TAKING THIS PARTICULAR YOYAGE

| Monthly

1.2 tmes a year

3-4 times a year

5-7 times a year

8-9 times a year

Total 25 100

TABLE B.68
CLEANLINESS OF SLEEPING/FEATING AREA
AT THE START OF THE VOYAGE

(314 Clag

W

Satisfactory 15 ‘ 60

Not clean 16 40
Total 25 100
TABLE B.6%

AIR COMFORT LEVEL OF SEATING/SLEEPING AREA

Satisfactory

Not Comfortable
Total
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CLEANLINESS AND MAINTENANCE OF TOILET
AND WASHING FACILITIES DURING THE VOYAGE

TABLE B.70

Satisfactory

Ungatisfactory

Total

TABLE B.71

ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY

Excellent

Satisfactory

Inadequate

Total

TABLE B.72

COMFORT AND CLEANLINESS OF EATING AREAS ON-BOARD

Satisfactory

Not satisfactory

Unuccepluble

Total

MEALS AND MEAL SERVICE ON BOARD

TABLE B.73

Meals:

Excellent

32

Satisfactory

28

Unsatisfactory

40

Total

100

Meal Service:

Excellent

kY]

Satisfactory

24

Unsatisfactory

44

Total

100

VESSEL OPEN AREAS FOR PASSENGER

TABLE B.74

Satisfactory

Inadequute

Total
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TABLE B.78
WAITING AREA BEFORE BOARDING,
IN TERMS OF COMFORT & CLEANLINESS

Satisfactory
Unsatigfactory
Unacecptable .

Tolal 25 100

TABLE B.76
BOARDING PROCESS

Satisfactory
| Unsatigfactory

Total

TABLE B.77
BAGGAGE SECURITY ON BOARD THE VESSEL

5 MN%JZ‘-ABE'IHHLY(SNCISSXORM B
Yo

Fair (but psngrs. need pay close

__attention to their baggage 19 76
Poor (security inadequale, and
. Josses occur) 6 24
Total 23 100
TABLE B.78

ANY BAGGAGE LOSSES FOR THIS ROUTE

CUNIVCELTZABETH LILY (3d Class Omlyy:

)
| Buggage wre safe
Never been experienced

No comments/no answer

Total

TABLE B.73
SHIPPING LINES RESERVATION SYSTEM IN
REGARD TO CONVENIENCE & SECURITY OF BOOKING

Convenience of Booking .

Satisfactory 25 100
Total 25 100

Security of Booking :
Satisfactory 25 100
Total 25 100
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TABLE B.50
BUMPED AFTER HAVING RESERVATION WITH THIS
SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993

Not yet experienced
Total

TABLE B.81
RATING OF MANAGEMENT AND STAFF

Management Attitnde of Service (Juality :
Satisfactory 24 96
Varinble/Poor 1 4
Total 25 100
Land Based StalT Attitude to Passenger & Efficiency :
Satisfactory 25 100
Total 235 100
Vessel Crew Atiltude to Passenger Attitude & Efficlency :
Excellent 2 8
Satisfactory 23 92
Total 25 100
TABLE B.62

RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED

Sufficlent and Convenient :
Excellent 6 _ 24
Generelly good 16 64
Fair/Poor 2 8
Don't have view : 1 4
Total 25 100
Adherence to Schedule/ReHabllity:
Excellent 1 4
Generally good 17 68
Fair/Poor 5 20
Don't have view 2 ’ 8
Total 25 100
Service Speed:
Excellent 1 14
Satisfactory 22 88
Slow 2 8
"l'otal 25 100

TABLE B.§3
CHANGE OF SERVICES OVER THE PAST TWO YEARS

Havenot travelled this route before
Slight improvement on services
Service standards have not changed
Services are less good now
Cannot estimate change

Total

\bl



CALBAYOQG, SAMAR - CEBU ROUTE

TABLE B.84
"PURPOSE OF TRAVEL

EMPLOYEE B 1 2 3 8
BUSINESS 1 3 5 3
STUDENT 2 5 7 1
HOLIDAY/VACATION 20 20 3
OTHERS 1 3 4 10
TOTAL 5 3 9 100

TABLE B.85

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

Once a moith 2 9 11 28

2-4 times a month 10 10 26

Once a year 2 2 4 10

24 timcs a ycar 1 2 3 8

] No answer 1 11 28

I Total 5 34 39 100
TADLE B.86

SERVICES ADEQUATE FOR DEMAND

3| 100

YES 5 3
TOTAL 5 A 39 100
TABLE B.87
RELIABILITY OF SERVICE

YES
NO 1 1 3
TOTAL ‘ 5 34 39 100
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TABLE B.88
GOOD SPACE RESERVATION

YES

NO

TOTAL

TABLE B.B9
GOOD BAGGAGE ACCOMMODATION/SECURITY

YES

NO

NO ANSWER

TOTAL

TABLE B.90
ADEQUATE CONCERN FOR SAFETY

YES B Y Y

NO 2 2 5

NO ANSWER 10 10 %

TOTAIL, 5 34 39 100
TABLE B.91

ORGANIZED BOARDING PROCEDURE

YES
NO 1 1 3
NO ANSWER | 10 26
TOTAL 5 M T 00
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TABLE B.92
ACCOMMODATION STANDARDS

FOOD/CANTEEN
POOR 4 4 10
FAIR 30 35 90
TOTAL 34 39 100
TOILET FACILITIES
POOR 11 11 28
FAIR 23 28 72
TOTAI, 34 39 100
BEDDINGS/BLANKETS
POOR 9 9 23
FAIR 18 20 51
NO ANSWER 7 10 26
"""""""" TOTAL 34 39 100
LEISURE FACILITIES
POOR 10 14 36
FAIR 22 23 59
NO ANSWER 2 2 b
TOTAL 34 39 100
VENTILATION
POOR 1 1 3
FAIR 32 37 95
_NO ANSWER 1 1 3
T TOTAL 34 30 100
CREW'S COURTESY/ASSISTANCE
FAIR . 34 39 100
TOTAIL 34 3o 100
DRINKING FOUNTAINS ETC.
POOR 6 6 15
FAIR 28 33 85
TOTAL 34 39 100
[SPACE TO MOVE AROUND
POOR i) 9 23
FAIR 25 30 77
TOTAL 34 39 100

TABLE B.23
BAGGAGE CARRIED BY PASSENGERS

100
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TABLE B.94

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID

WEIGHT

1-10 Kilos 5 7 12 31
11-20 kilos 10 10 2__
40-50 kilos 1 i 3
No Ansyyer 16 16 441
Total 5 M 39 100
EXTRA CHARGES PAID .
None 5 17 22 56
No Answer 17 17 44
Total 5 M 39 100

TABLE B.95

ADEQUATE BAGGAGE STORAGE
YES

No DR
NO ANSWER 1 1 __.'j
TOTAL 5 M 39 100

TABLE B.96

IS BAGGAGE STORAGE SECURED

TV DON MARTING (Onty Vesel Burvevedy
YES 4 nl 17 a4
NO 1 21 22 J6
TOTAL 5 M 39 100

TABLE B.97

CHANGE OF SERVICES OVER THE PAST TWO YE

YES

NO

TOTAL
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CONGESTED TRAVEL DURING PEAK SEASON
BEEN A SERIOUS PROBLEM

TABLE B.98

MV ROR MARTIN § (Only Vessel Surveyed) -

30

YES
NO 9 9 23
TOTAL 5 k7| 39 100
TABLE B.99
PASSENGER SUGGESTIONS

Additionsal vessel for this route ‘ 8 8 , ‘21
Don't agree with 20% increase 1 1 3
Discount of fares for students 3 3 8
Lower the fare 4 4 10

Vendors should not be allowed
inside the vessel 1 1 3
No ans./no comments/suggestions 5 17 2 56
Total S M 39 100
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CABALIAN, SAMAR - CEBU ROUTE

TABLE B.100
PURPOSE OF TRAVEL
Marketing of goods 3 4 7

Medical 3 3 5
Family affairs 5 2 7 12
School break/holiday 1 1 2 3
Provincial fiestas 4 3 7 12
Vacation (non-student) 5 6 11 18
| Employment change 1 ] I 7
Other business related 3 7 10 17
Other travel purposes 4 5 9 15
Total 29 31 60 100

TABLE B.101

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

1-2 times a year 17 12 29 48
3-4 times ayear 6 5 11 18
5-7 limey u yeur 1 1 2 3
8-9 times a year 1 2 3 5
12 times a year 3 2 b 8
17times a year 1 1 2
24-26 times a year 1 4 s| s
36-52 times a year 4 4 7

Total 29 31 60 100]

TABLE B.102
CLEANLINESS OF YOUR SEATING/SLEEPING AREA
AT THE START OF THE VOYAGE

Satisfactory
Not clean
Total 29 31 60 100
TABLE B.103
AIR COMFORT LEVEL OF SEATING/SLEEPING AREA
:A:glE(‘-.‘OND.'I
Satisfactary . B R %R
Not clean 6 6 10
Unacceptable 1 1 2
Total 29 31 60 100
37

4



TABLE B.104
CLEANLINESS AND MAINTENANCE OF TOILET
AND WASHING FACILITIES DURING THE VOYAGE

Clean and well maintained
Satisfactory
Unsatisfactory

Total

TABLE B.105
ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY

Satisfactory

Inadequate

Unacceptable 2 2 3

Do not drink water 4 2 6 10
Total 29 31 60 100

TABLE B.106
COMYFORT AND CLEANLIN 'S OF EATING AREAS ON BOARD

Satisfactory 17 11 . 28 47
Not satisfactory 4 2 6 10
Unacceptable 1 ? 2 3
No answer 7 17 24 40
Total 29 31 60 100
TABLE B.107
MEALS AND MEAL SERVICE ON BOARD
MV GUIDAN: (O
ECOND: IRD:
Meals:
Sutisfactery 5 14 23
Unsatisfactory ] 11 K} 14 23
No answer 9 23 32 53
Total 29 31 60 100
Meal-Service
Satisfactory 11 5 16 27
Unsatisfactory 9 2 11 18
Unaccecptable 1 1 2
No answer 9 23 32 53
Total 29 31 60 100
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TABLE B.108
VESSEL OPEN AREAS FOR PASSENGERS

Excellent
Satisfactory
Inadequate

Total

TABLE 109
WAITING AREA BEFORE BOARDING,
IN TERMS OF COMFORT AND CLEANLINESS

Satisfoctory
Unsatisfactory
Unucceplable

“Total

TABLE B.110
BOARDING PROCESS

Made very easy & safe, with

avoidance of discomfort 4 5 9 15
Satisfactory 23 17 40 67
Unsatisfactory 2 9 11 18

Total 29 31 60 100

TABLE B.111
BAGGAGE SECURITY ON BOARD THE VESSEL

Excelient (bapgage securely stowed,

and losg/theft rare unlikely) 4 4 7
Fair (but psngrs. need pay close

attention to their baggage) 24 29 53 88
Baggage security is a seriuos problem

with frequent lozses/thefts 2 2 3
No Answer 1 1 2

Total 2 31 60 100
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TABLE B,112
ANY BAGGAGE LOSSES FOR THIS ROUTE

Never encounter (use to be careful/

baggage are safe) 25 28 53 88
Wallet/hags 2 2 3
Can't remember 1 1 2
No unswer 4 4 7

Total 29 31 60 100
TABLE B.113

SHIPPING LINES RESERVATION SYSTEM IN
REGARD TO CONVENIENCE & SECURITY OF BOOKING

Convenlence of booking:
Excellent 1 1 2
Satisfactory 27 27 54 50
Diffionht 1 3 4 7
No answer 1 1 2
Tolul 29 31 60 100
Security of booking:
Excelient 1 1 2
Satisfactory 27 25 52 87
Uncertain 1 5 6 10
No answer 1 1 2
Total 29 31 60 100

TABLE B.114
BUMPED AFTER HAVING RESERVATION WITH THIS
SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993

No yet happened/experienced

No answer

Total
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TABLE B.115
RATING OF MANAGEMENT AND STAFF

Management attitude of service guality:
Excellent 21 2 4 7
Satigfactory 26 27 53 88
Unacceptable 2 2 3
No answer 1 1 2
Total 29 31 60 100
Land based staff sttititude to passenger & efficlency:
Fxcellent 5 5 R
Satisfactory PX) 31 54 e
No answer 1 : 1 2
s Total 29 31 60 100
Vesscl crew attitude to passenger attitude & cfficlency:
Excellent 4 q4 7
Satisfactory 24 27 51 85
Variable/Poor 4 4 7
No answer 1 1 2
Total 29 31 60 100
TABLE B.116
RATING OF SERVICE SCHEDULE, ADHERENCE & SPEED
L NV GURUAN 401y Vessel Silrveyed)
ECQNDE'-
Sufliclent and convenlent :
Geacrally good 17 14 31 2
Fair/Poor 11 11 18
Very poor/bad 4 4 7
No Auswer 9 2 11 18
Don't have view 3 3 5
‘Total 29 31 60 100
Adherence to schedule/rellability
Generally good 22 16 38 63
Fair/Poor 3 6 9 15
Very poor/bad 4 4 7
Don't have view 7 12
No Answer 1 1 2 3
Total 29 31 60 100
Service Speed
Fast 3 3 S
Satisfactory 23 17 40 67
Very slow 3 3 b
Slow 1 4 5 8
Don't have view 4 4 8 13
No answer . 1 1 2
, Total 29 31 60 100
TABLE B.117

CHANGE OF SERVICES OVER THE PAST TWO YEARS

11ave not travelled this route before 1 1 2 3
Services have considerably improved 3 2 5 8
Slight inproveuent ou services 10 7 17 28
Services standards have not chenged 9 12 21 33
Service are less good now 1 1 2
Cannot estimate change 3 8 13 2
No answer 1 1 2

Total 29 31 60 100
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BAYBAY, LEYTE - CEBU ROUTE

TABLE B8.118
PURPOSE OF TRAVEI,

Marketing of goods 3 3 Y
Medical 1 1 3
Family affairs 1 1 5 15
Provincial fiestas 2 1 3 9
Vacation (non-student) 5 2 7 21
Employment change 2 2 6
Other business related 3 3 2 8 24
Other travel purposes 5 5 15
Total 5 23 6 34 100

TABLE B.119

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

1-2 times a yesr 2 14 3 19 56
3-7 times a year | 5 1 7 21
8-12 times a year 1 1 1 3 9
19-24 times a year . 3 1 4 12
36 times a year 1 1 3
Total 5 23 6 M 100

TABLE B.120

CLEANLINESS OF YOUR SEATING/SLEEPING AREA
AT THE START OF THE VOYAGE

Satisfactory

Not clean

Total

TABLE B.121
AIR COMFORT LEVEL OF SEATING/SLEEPING AREA

Satisfactory

Not comfortable

Total

A A‘J
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TARLE R.122

CLEANLINESS AND MAINTENANCE OF TOILET
AND WASHING FACILITIES DURING THE VOYAGE

Satisfactory

Unsatisfactory

Unacceptable 1 1 3
Total 5 23 6 M 100

TABLE B.123
ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY

Satisfactory 14

Inadequate 4 7 6 17 50

Do not drink water 1 2 3 9
Total 5 2 6 M 100

TABLE B.124
COMFORT & CLEANLINESS OF EATING AREAS ON BOARD

Satisfactory
Not satisfactory
Unacceptable
No answer
Total
TABLE B.125
MEALS AND MEAL SERVICE ON BOARD
Meals:
Satisfactory 3 4 1 8 24
Unsatisfactory 5 5 10 29
No answer 2 14 16 47
Total 5 23 6 Kl 100
Mecai-Service
Satisfactory 3 5 6 14 4]
Unsulisfuctory 5 5 15
No answer 2 13 i5 44
Total 5 2 6 M 100
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TABLE B.126

YESSEL OPEN AREAS FOR PASSENGERS

Satisfactory
Inadequate 4
Unacceptable 1
Total 5 2 6 3 100
TABLFE RB.127
. WAITING AREA BEFORE BOARDING,
IN TERMS OF COMFORT AND CLEANLINESS
Satisfactory
Unsatisfactory
Unacceptable
Total
TABLE B.128 ,
BOARDING PROCESS
Satisfactory
Unsatisfactory
Total

TABLE B.129

BAGGAGE SECURITY ON BOARD THE VESSEL

Excellent (baggage securely stowed,
and lossithefl rare unlikely)

Fair (but pangrs. need pay
close attention to their

baggage) 5 15 1 21 62
Poor (sccurity inadcquatc,
and losses occur) 3 5 8 24
Baggage security is a serions
problem with frequent losses/
thefls 4 4 12
Total 5 23 6 34 100



http:Unaccepta.le

TABLE B.130
ANY BAGGAGE LOSSES FOR THIS ROUTE

Never encounter
No answer
Total

TABLE B.131
SHIPPING LINES RESERVATION SYSTEM IN
REGARD TO CONVENIENCE & SECURITY OF BOOKING

Convenience of booking:
Satisfactory 5 22 6 33 97
No answer 1 1 3
Total 5 23 6 34 100
Security of booking:
Satisfactory s 23 6 k) 100
Total 5 23 6 3 100
TABLE B.132

BUMPED AFTER HAVING RESERVATION WITH THIS
SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993

12

No yet happened/experienced ) - 3 1 4 .
No answer 2 22 ] 30 88
Total 5 23 6 3 100
TABLE B.133

RATING OF MANAGEMENT AND STAFF

Management attitude of service quality:
Excellent 11 11 32
Satisfactory 5 12 6 23 68
Total _ 5 23 6 M 100
Land based staif attitiiude to passenger & efficlency:
Excellent 10 10 29
| Satisfactory 5 13 6 24 71
Total 5 23 6 M 100
Vessel crew attitude to passenger attitude & cfficiency:
Excellent 12 12 35
Sulisfuctory 5 il 6 22 65
Total 5 23 6 34 100
45



RATING OF SERVICE SCHEDULE, ADHERENCE & SPEED

TABLE RB.134

Sufficlent and convenlent :
Generally good 4 4 10 29
Fair/Poor 1 13 5 19 56
Very poor/bad | 1 3
Don't have view 4 4 12
Total 5 23 6 34 100
Adherence (o schedule/reliablity
Generally good 5 8 13 38
Falr/Paor 5 6 11 32
Very poor/bad 1 1 3
Don't have view 9 Y 26
Total & 23 6 34 100
Service Speed
Satigfactory 5 21 5 31 91
Very slow 1 1 3
Don't have view 2 2 6
Total 5 23 6 34 100
TABLE B.135

CHANGE OF SERVICES OVER THE PAST TWO YEARS

Have not travelled this route before 1 2 6

Services have considerebly improved 1 3 9

Slight improvement on services 3 6 18

Services standards have not changed 3 3 17 50

Cannot estimate change 6 18
Total 5 6 3
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BATO, LEYTE - CEBU ROUTE

TABLE B.136
PURPOSE OF TRAVEL

EMPLOYEE

BUSINESS

STUDENT

HOLIDAY/VACATION

OTHERS

TOTAL

‘TABLE B.137

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

Daily 1 1 3
1-3 times a week 5 5 13
1-3 times a2 month 3 3 10 16 42
Once a year 2 5 7 18
1- 2 times a year 4 3 7 18
4 times a year 1 1 3
No Answer 1 1 3
Total 7 6 25 38 100
TABLE B.138
SERVICES ADEQUATE FOR DEMAND
YES
TOTAL
TABLE B.139
RELIABILITY OF SERVICE
YES
NO 1 1 3
TOTAL 7 6 25 38 100
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TABLE B.140
GOOD SPACE RESERVATION

YES

NO

NO ANSWER

TOTAL

TABLE B.141
GOOD BAGGAGE ACCOMMODATION/SECURITY

YES - 6 24 31 82

NO 5 1 6 16

NO ANSWER ] ] 3

TOTAL 7 6 25 38 100
TABLE B.142

ADEQUATE CONCERN FOR SAFETY

YES

NO ANSWER

TOTAL

TABLE B.143
ORGAN!ZED BOARDING PROCEDURE

YES

NO

NO ANSWER

TOTAL
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TABLE B.144
ACCOMMODATION STANDARDS

FOOD/ CANTEEN
FAIR 7 6 25 38 100
TOTAL 7 6 25 38 100
TOILET FACILITIES
POOR 1 7 ) 21
FAIR 7 5 18 30 79
TOTAL 7 6 25 38 100
BEDDINGS/BLANKETS
POOR 1 5 6 16
“TAIR 7 5 20 32 34
TOTAL 7 6 25 38 100
LEISURE FACILITIES
POOR 1 1 3
FAIR 7 6 22 35 92
NO ANSWER 2 2 5
TOTAL 7 6 25 38 100
VENTILATION
POOR 1 1 3
FAIR 7 6 24 37 97
TOTAL 7 6 25 38 100
CREW'S COURTESY/ASSISTANCE
POOR 2 2 5
FAIR 5 6 25 36 95
TOTAL 7 6 25 38 100
DRINKING FOUNTAINS ETC.
POOR 5 1 6 12 32
| FAIR 2 19 26 68
TOTAL 7 6 25 38 100
SPACE TO MOVE ARQUND
POOR 6 4 10 26
FAIR 1 6 yal 28 74
TOTAL - 7 6 25 38 100
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TABLE B.145
BAGGAGE CARRIED BY PASSENGERS

M SOUTH PACIRIC

5 - Above l l 100
SACKS

1-2 | { 3| 3 9
TOTAL

.1 - 2 Baggage 7 5 23 35, 85

3 - 4 Baggage 3 1 1 5 12

5 - Above baggage 1 1 2

TOTAL 10 6 25 41 100

TABLE B.146

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID

B MN:S()UTH PACIFIC HON
WEIGHT

1-10 kilos 3 1 10 14 37
11-20 kilos 4 1 6 11 29
21-30 kilos 1 5 4 11
41-50 lalos above 1 1 2 5
No Answer 2 5 ) 18
TOTAL 7 6 25 38 100

EXTRA CHARGES PAID
None 3 4 12 19 50
No Answer 4 2 13 19 50
TOTAL 7 6 25 38 100

TABLE B.147
ADEQUATE BAGGAGE STORAGE
NO 7 4 10 21 55
NQ ANSWER 2 2 5
TOTAL 7 6 25 38 100
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TABLE B.148
IS BAGGAGE STORAGE SECURED

YES o 13] 5] 39

NO 7 4 10 21 55

NO ANSWER 2 2 5

TOTAL 7 6 75 38 100
TABLE B.149

CHANGE OF SERVICES OVER THE PAST TWO YEARS

YES
NO 2
TOTAL 7 6 25 38 100
TABLE B.150
CONGESTED TRAVEL DURING PEAK SEASON
BEEN A SERIOUS PROBLEM
YES
NO
TOTAL 7 6 25 38 100
TABLE B.151
PASSENGER SUGGESTIONS

MIVS0

UGGESTION

Vendors should not be allowed
Provide additional vessel 3
Crew must be courteous 1

Maintain the cleanliness of the toilet
Reduce the prices of goods sold

Improve drinking facilities
Does not agree with the 20% _
increase of fare 1 1 3
Provide beddings 1 1 3
No answer 3 6| - 14 23 61
Total 7 6 25 38 100




FaRN

EYAN)

(4]

HILONGOS - CEBU ROUTE (A)

TABLE B.152
PURPOSE OF TRAVEL
Marketing of goods 3 4] 7
Medical 1 3 5
Family affairs 1 6 10
Provincial fiestas 1 1 1 2
Vacation (non-student) 1 2 10 25 S 9 38 1 6 12 19 a3
_Emplovment change 2 2 6 1 1 4 3 _ 3 5
Other business related (3 2 8 24 1 3 4 17 7 5 12 21
Buying/Shopping 1 1 4 1 1 2
Other travel purposes 4 2 6 18 3 13 7 2 9 16
. Tatal 2 18 14 M4 100 12 12 24 100 2 30 26 58 100
TABLE B.153
FREQUENCY QF TAKING THIS PARTICULAR VOYAGE
1-4 times a year 7 » 8
5-12 times avear 1 21 10 3 13 22
19-24 times a year ) 1 3 3 13 3 3 5
3-4 times a month 1 1 3 1 1 4) 2 2 3
Total 2 18 14 34 100 12 12 24 120 2 30 26 58 100
TABLE B.154
CLEANLINESS OF YOUR SEATING/SLEEPING AREA AT THE START OF THE VOYAGE
Vety clean . .
Satisfactory 2 18 14 k7 100 7 8 15 43 2 25 22 49 84
Not clem S 4 9 38 _ 3 4 9 16
Unacceptable ]
Total 2 18 14 34 100 12 12 24 190 2 30 26 58 100




4
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1ABLE B.1&

85

AIR COMFORT LEVEL OF SEATING/SLEEPING AREA

o MV .QUEEN BELINDA:

Sy =
Not comfortable 6
Total 30 26 58 100]
TABLE B.156
CLEANLINESS AND MAINTENANCE OF TOILET
AND WASHING FACILITIES DURING THE VOYAGE
Setisfactory | 27|
Unsatistactory 6
Umacceptable 1
Total 34
TABLE B.157
ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY
Satisfactory
Inadequate
Unacceptable
Donot drink water
Total
) TABLE B.1s8
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD
Satisfactory
Not satisfactery
Unacceptable
Total




TABLE B.159
MEALS AND MEAL SERVICE ON BOARD

14°]

Meals:
Excellent o 2 5 7 29 2 5 7 12
Satisfacicry _ ) R I = 13 _ 30 88 8 4 12 50 2 23 17 42 7
Unsatisfactory I 2 2 8 2 2 3
Unacceptable 3 1 4 12 3 3 13 3 4 7 12
Total 2 18 14 34 160 12 12 24 120 2 30 26 58| 100}
Meal-Service
Excelleat ] 2 5 7 29 2 5 7 12
Saigfactery 2 is 13‘1 30 88 8 4 12 50 2 23 17 42 7
Uncatiafectory | _ 2 2 [ -2 2 3
Unacceptable 3 1 4 12 3 3 13 3 4 7 12
Total 2 18 14 34 100 12 12 24 120 2 30 > 26 58 100
TABLE B.160
VESSEL OPEN AREAS FOR PASSENGERS
Excellent
 S-4i factory
naccquate
Unacceptable
Total
TABLE B.161
WAITING AREA BEFORE COARDING,
IN TERMS OF COMFORT AND CLEANLINESS
Excellent
Satisfactory 3 9 S 8
Unsatistactory 6 1 3 9
Unacceptable 5 2 4 9
Total 2 18 14 34 100 12 12 24 120 2 30 26 58 160




GS

T TABLEB.ISZ
OARDING PROCESS

Made very easy & safe,
with avoidance of
discomfort 1 © 9 26 - . 9 9 16
Satisfactory 2 e 12 23 68 11 8 19 79 2 20 20 42 7
Unsatistactary 2 2 I3 1 3 5 21 1 6 7 12
Chactic . N N
Total 2 18 14 34 100 12 12 24 130 2 30 26 S8 100
TABLE B.163
BAGGAGE SECURITY ON BOARD THE VESSEL
Fair (but psngrs. need
pay close attention
to their baggage) 2 12 13 27 79 12 10 22 92 2 24 23 49 84
Poor Geaurity inadequate,
and losses occur) 1 1 4 1 1 2
Baggage security is a
serious problem with
frequent lossesthefis (3 1 7 21 1 1 4. 6 2 8 14
Tatal 2 18 14 34 100 12 12 24 120 2 30 26 58 100
TABLE B.164
ANY BAGGAGE LOSSES FOR THIS ROUTE
None
No answer
Total




9s

IN REGARD TO CONVENIENCE & SECURITY OF BOOKING

TABLE B.163

SHIPPING LINES RESERVATION SYSTEM

Convenfence of beoking:
Excellent
Satisfactors
Total
Security of booking:
Excellent 3 . 3 3] 3 3 5
Satisfactory 2 18 14 34 100 9 12 21 88 27 26 55 95
Total 2 18 14 34 100 1 12 24 100 30 2 58 100
TABLE B.166

WITH THIS SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993

. BUMPED AFTER HAVING RESERVATION

Yes, on a first come first

RATING OF MANAGEMENT AND STAFF

scrve basis 3 3 9 3 3 3
Mone, never, not yet 12 12 24 100 12 12 24 41
No answer 2 15 14 31 91 15 14 31 53

Total 2 18 14 34 100 12 12 24 100 30 25 58 100
TABLE B.167

Management attitude of sexvice quality:
Excellent 10 10 29 10 10 17
Satisfactory 2 8 14 24 71 v} 12 24— 100 20 2 48 (4]
Variable/Poor
Unacceptable |
Total 2 18 14 34 100 12 12 24 100 30 25y 58 100
Land based stafl attititnde to passeager & efliciency:
Excellend 10 10 29 T 10 10 17
Sutisfactory 2 8 14 4 71 12 12 24 100 20 26 48 83
Varimble/Poor i
Unacceptable —_t - :
Total 2 i8 14 34 100 12 12 24 100 30 26 58 100
Vessel crew attinade to passerger qititude & efficlency:
Exaclent 11 2 13 38 4 2 6 25 15 4 19 33
Satisfuctory 2 7 2 21 62 8 9 17 ] 13 pil 38 66
r__V_u:i:blr.’Poor 1 il 4 1 1 2
shRASEile, — L
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TABLE B.168
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED

MV-QUEENBELINDA -7 0|
Sufficient and corvenient :
Excelient @ 9 26 1 2 3 13 10 2 12 21
Fair/Poor 2 s s 12 35 5 4 [ 38 2 10 9 21 36
Generally good i 4 € 10 29 4 6 U ] 12| 20 34
Dont have view 3 3 9 3 3 5
No answer 2 P 2 2 3]
Total 2 18 14 34 100 12 12 24 100 2 30 26 58 100
Adherence to schedale/rellabfilty
Excellent 10 10 29 1 1 2 8 11 1 12 2
Fair/Poor 1 2 3 [ 18 1 4 5 21 1 3 11 19
Generally good - 1 3 g 15 Y 9 7 16 67 1 15 15 31 53
Dont have view 3 3 9 3 3 5
No answer 1 1 4 1 1 2
Total - 18 14 34 100 12 12 24 100 2 30 26 58 100
Service Speed
Fast
Satisfactory 2 18 11 31| - 91 11 12 23 96 2 29 23 54 93
Don't have view 3 3 9 3 3 5
No answer 1 1 4 1 1 2
Total 4 18 14 34 100 12 12 24 100 2 k{}] 26 58 100
TABLE B.169

CHANGE OF SERVICES OVER THE PAST TWO YEARS

Have not travelled this route before 1 1 2 6 1
Slight improvement on services 1 2 3 9 26 5
“Services have considerably improved 1 1z 13 38
Services standards hiave not changed 2 3 5 15 4
"Cannt estimate change 1 4 s 15 2
Total 2 18 14 34 100 12 12 24 100 2 30 26 58 100




HILLONGOS - CEBU ROUTE (B)

TABLE B.170
PURFPOSE, OF TRAVEL
EMPLOYEE
BUSINESS
STUDENT
HOLIDAY/VACATION
| OTHERS
TOTAL

TABLE B.171
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

Once a week 4 2 6
2 times a week 1 2 3 7
1-2 times a month 8 4 12 28
7 imes a month | 1 2
1.2 times a year 8 5 13 30
3-6 times a year 5 2 7 16
No Answer 1 1 2
Total 27 16 43 100
TABLE B.172

SERVICES ADEQUATE FOR DEMAND

YES
NO 2
TOTAL 27 16 43 100
TABLE B.173
RELIABILITY OF SERVICE
YES
NO .
TOTAL
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TABLE B.174
GOOD SPACE RESERVATION

YES

NO

TOTAL 27 16 43 100

TABLE B.175
GOOD BAGGAGE ACCOMMODATION/SECURITY

YES

NO

NO ANSWER

TOTAL

TABLE B.176
ADEQUATE CONCERN FOR SAFETY

YES 9

NO 1
NO ANSWER 4 6 10 23
TOTAL 27 16 43 100

TABLE B.177
ORGANIZED BOARDING PROCEDURE

YES 21

9
NO 2 1 3 7
NO ANSWER 4 6 10 23
TOTAL 27 16 43 100
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TABLE B.178

ACCOMMODATION STANDARDS

FOOD/ CANTEEN
POOR 3 3 6 14
FAIR 22 13 35 81
GOOD/EXCEL. 2 2 5
TOTAL 27 16 43 100
TOILET FACILITIES
POOR 10 10 20 47
FAIR 14 6 20 47
GOOD/EXCEL. 3 3 7
TOTAL 27 16 43 100
BEDDINGS/BLANKETS
POOR 8 5 13 30
FAIR 12 9 21 49
GOOD/EXCEL. 3 3 7
NO ANSWER 4 p 6 14
TOTAL 27 16 43 100
LEISURE FACILITIES
POOR 4 2 6 14
TFAIR 14 12 26 60
GOOD/EXCEL. 3 3 7
NO ANSWER 6 2 8 19
TOTAL 27 16 13 100
VENTILATION
POOR 2 2 3
FAIR 22 16 38 88
GOOD/EXCEL. 3 3 7
TOTAL 27 16 43 100
CREW'S COURTESY/ASSISTANCE
POOR 3 ] 4 9
FAIR 2] 14 35 81
GOOD/EXCEL 3 1 4 9
TOTAL 27 16 43 100
DRINKING FOUNTAINS ETC.
POOR 4 1 S 12
FAIR 20 15 35 81
GOOD/EXCEL 3 ) 7
TOTAL 27 16 43 100
SPACE TO MOVE AROUND
UNACCEPTABLE 1 1 2
POOR 4 1 5 12
FAIR 20 14 3 79
GOOD/EXCEL 2 2 5
NO ANSWER 1 1 2
TOTAL 27 16 43 100§
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TABLE B.179
BAGGAGE CARRIED BY PASSENGERS

1-2 2 2 4 13
3-4 2 2 33
BAGS
1-2 18 9 27, 84
3-4 3 3 50
5- Above 1 1 50
SACKS
3-4 1 1 17
5- Above 1 1 50
CANS
1-2 | 1 | 1 3
TOTAL
1 - 2 Bagpage 21 11 32 73
3 - 4 Baggage 1 5 6 14
5 - Above bageage 2 2 5
None/No answer 4 4 9
TOTAL 28 16 44 100
TABLE B.180

WEIGIIT OI' BAGGAGE AND EXTRA CITARGES PAID

WEIGHT
1-10 kilos 12 7 19 44
11-20 kilos a 2 5 12
21-30 kilos 2 2 4 9
41.50 kilos above k] 3 7
No Answer 7 5 12 28
TOTAL 27 16 43 100
|[EXTRA CHARGES PAID
None/Nothing 13 11 24 56
No Answer 11 B 19 44
TOTAL 24 19 43 160
TABLE B.181
ADEQUATE BAGGAGE STORAGE
YES
NO
NO ANSWER 1 1 2
TOTAL 27 16 43 150
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TABLE B.182
IS BAGGAGE STORAGE SECURED

YES

NO
NO ANSWER
TOTAL 27 16 43 106

' TABLE B.183
CHANGE OF SERVICES OVER THE PAST TWO YEARS

YES 5 2 7 16
NO 20 12 32 74
NO ANSWER 2 2 4 9
TOTAL 27 16 43 100
TABLE B.134
CONGESTED TRAVEL DURING PEAK SEASON
BEEN A SERIOUS PROBLEM

YES
NO
TOTAL

TABLE B.185
PASSENGER SUGGESTIONS

UGGESTIONS: J B
Vendors should not be allowed H 2 3 7
Agree with the 20% increase 1 1 2
Does not agree with 2096 increase 1 1 2 5
Maintain the cleanliness of the toilet 1 2 3 7
Improve drinking, faciliiies 3 1 4 9
Give assurance of safety on board 2 2 5
Reduce the price of goods at the canteen 1 1 2
-Vé_swsuéi'ﬁﬁﬁfaﬁmcnt 4 2 6 14
Avoid gambling inside the vessel to avoid
accident 1 1 2
No suggestion 11 ] 20 47
TOTAL 25 18 43 100
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TABLE B.186
PURPOSE OF TRAVEL

o r T A VN L\ WA WA B W]

B 2 2
Shermedapess 3T Y | N ) O Y N A N B § I ] I
Total 20 10 30 100 4 15 19 100 24| 25 49 100
TABLE B.187
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
| Monthly
2-3 times a yerr
1.2 times a yemr
:3-7 tincs ayew
Total
TABLE B.188
CLEANLINESS OF YOUR SEATING/SLEEPING AREA
AT THE START OF THE VOYAGE
MJVMIC‘![AELE(
| Satisfactory
Not dean
Total TS

TABLE B.189

- TOQTAL -

TIOED [
‘CLASS |
| Very comfortable |
| SatisTactory 8 6 . 0 28]
Nor ¢omfomblc I S SR 3 M NN § SN} SN 3 -
Total 20 10 30 10C 4 15 1% 100 24 15
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TABLE B.190
CLEANLINESS AND MAINTENANCE OF TOILET
AND WASHING FACILITIES DURING THE VOYAGE

MY MY KATIUNA MV MICHAEL na L TOTAL
R “THIRD % SECOND -THIR]
{.cLASS. | TOTAL | SHARE | CLASS LA
Satisfactory 10 o 13 :__~__b_'§_ _’_]5_ ________ bl
| Unsatifactory SR | N M-~ 1 SR | S | D Y
Total 15 19 100 24 25 49 100
TABLE B.191
ADEQUACY OF ON-BOARD DRINKING WATER AVAILARBILITY
Satisfactory
Inadequate
Unacceptable
Don't drink water
Total
TABLE B.192
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD
Satisfactory
Unsatisfactory
No answer
Total
TABLE B.193
MEALS AND MEAL SERVICE ON BOARD
Meals:
No answer 20 10 30 100 4 15 19 100 z24 25 49 100
Total 20 10 30 100 4 15 19 100 24 15 49 100
Meal Service:
__ Satisfactory 1 1 _ 3 SN U I I S | B | 2
20 9 20 97 4 1S 19 100 24 24 “as| T Tog]

No answer

2 — 4 - - N PR = -
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TABLE B.194
VESSEL OPEN AREAS FOR PASSENGERS

Satisfactory
Inadequmte
No aoswer
Tatal
TABLE B.195
WAITING AREA BEFORE BOARDING,
IN TERMS OF COMFORT AND CLEANLINESS
Excelent
Satisfactory
Unsatisfactory
Unacceptable
Tatal
TABLE B.196
BOARDING PROCESS
Satisfaclory
Unsatisfactory
Total
TABLE B.197
BAGGAGE SECURITY ON BOARD THE VESSEL
Excdlent
| Pair
Poor
Total




0\
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TABLE B.198

ANY BAGGAGE LOSSES FOR THIS ROUTE

S MV MY KATRINA -

SCLASS | CLASS | TOTAL | SHARE | “ClASS:

Never encountered (use to be

| _careful/baggage are safe 8 2 1o} 33 8 2 10 20
Nocomment 8 2 1y 33 | 3§ 2 10 20
No answer a6 of 33 4 15 19" 100 8 21 29 s9
Total 20 10 30 100 4 15 19 100 24 25 49 100
TABLE B.199
SHIPPING LINES RESERVATION SYSTEM IN
REGARD TO CONVENIENCE & SECURITY OF BOOKING
Converdence of Booking:
Satisfactory 16 7 23 77 4 14 18 95 20 21 41 84
| __ Difficuls . 31y 4 13 1 1 5 3 2 5 10
No answer 1 2 3 10 1 2 3 6
Total 20 10 30 100 4 15 19 100 24 25 49 100
Security of Booking:
| Satisfatary 16 10 26 87 1 12 16 84 2 22 42 86
Difficult 3 3 10 3 3 16 3 3 6 12
| Nomswa 1 1 3 1 1 2
Total 20 10 30 100 4 15 19 100 24 25 49 100
TABLE B200
BUMPED AFTER HAVING RESERVATION WITH THIS
SHIPPING LINE ON THIS ROUTE, DURING 1991,1992 & 1993
Abvzays happened during peak season ) - 2
Neverowcountered — - 2
No answer 14 6 20 67 4 15 19 100 18 21 39 80
Total 20 10 30 1c0 4 15 19 100 24 z5 49 100




TABLF R.2R6

IS BAGGAGE STORAGE SECURED

NO ANSWER
TOTAL

TABLE R.2R7

CHANGE OF SERVICES OVER THE PAST 2 YEARS

FILIPINAS MAASIN -7 o

p e TO.TA:L’;ET SHARE

YES 13 23
NO Y 63
NO ANSWER 8 8 14
TOTAL 15 42 57 100

TARILE R.288

CONGESTED TRAVEL DURING
PEAK SEASON BEEN A SERIOUS PROBLEM

YES
NO
NO ANSWER
TOTAL
TABLE B.289
PASSENGER SUGGESTIONS

Do not allow vendors inside the vessal 1 1 2
Provide television. drinking fonntain in the vessel 7 2 9 16
Asgure safety on board 1 1 2
Limit passenger capacity 1 1 2
Lower price of beddings 1 1 2
Crews must wear uniforms l i 2
There should tight security ! 1 2
Improve ticket area/cleanliness 3 6 9 16
No commenls/suggestionsio wiswer 4 29 33 58
Total 15 42 57 100
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TABLE B.283
BAGGAGE CARRIED BY PASSENGERS

3
3-4 3 a 43
5 Above 1 1 20
BAGS
1-2 6 M 40 91
3-4 4 4 57
5 Above ; 3 3 60
SACKS
1-2 1 1 2
5 Above 1 1 20
TOTAL
1- 2 Baggage 7 37 44 79
3- 4 Baggage 4 3 7 13
5 Above baggage 5 5 9
TOTAL 16 40 56 100
TABLE B.284

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID

WEIGIIT
1.10 klos
11-20 kilos
21-30 kilos
31-40 kilos
41-50 kilos above
No answer
TOTAL
EXTRA CHARGIS PAID
None 8 26 M 60
No answer 7 16 23 40
TOTAL 15 42 57 100

TABLE B.285

ADEQUATE BAGGAGE STORAGE

NO ANSWER
TOTAL
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: TABLE B.282
ACCOMMODATION STANDARDS

FOOD/CANTEEN
PQOR 1 6 7 2
FAIR 14 29 43 75
GOOD/EXCEL. . 6 6 11
NO ANSWER 1 1 “
Totai 15 42 §7 100
TOILET FACILITIES
POOR 7 4 11 19
FAIR 8 31 35 68
GOOD/EXCEL. 6 6 11
NO ANSWER 1 1 2
Total 15 42 57 100
BEDDINGS/BLANKETS
POOR 8 16 74 42
FAIR 6 13 19 33
GOOD/EXCEL. 6 6 11
NO ANSWER 1 7 8 14
Total 15 42 s7 100
LEISURE FACILITIES
POOR 1 10 11 19
FAIR 11 24 35 61
GOOD/EXCET.. 3 6 9 16
NO ANSWER 2 2| 4
Total 15 42 57 100
VENTILATION
POOR 2 1 E) s
FAIR 13 33 46 81
GOOD/EXCEL. 6 6 11
NO ANSWER 2 2 4
Total 15 42 57 100
lcrews COURTESY/ASSISTANCE
FAR 15 35 50 88
GOOD/EXCEL. 6 6 11
NO ANSWER 1 1 2
Total 15 42 57 100}
RINKING FOUNTAINS ETC.
POOR 9 1 10 18
“FAR G 3s al  Tm
GOOD/EXCEL. S S 9
NO ANSWER 1 1 2
Total 15 42 57 100
SPACHE TO MOVE, AROUND
POOR 1 3 4 7
FAIRR 13 30 43 75
GOOD/EXCEL. 1 7 8 14
NO ANSWER 2 2 4
Total ' 15 42 57 100




TABLE B.278
GOOD SPACE RESERVATION

YES

NO

TOTAL 15 42 57 100

TABLE B.279
GOOD BAGGAGE ACCOMMODATION/SECURITY

YES

NO ANSWER

TOTAL

TABLE B.280
ADEQUATE CONCEEN FOR SAFETY

TABLE B.281

ORGANIZED BOARDING PROCEDURE

YES
NO ! 1 2
NO ANSWER 10 3 13 23
TOTAL 15 42 57 100
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MAASIN - CEBU ROUTE (B)

TABLE B.274
PURPOSE OF TRAVEL,
EMPLOYEL 5] S 9
BUSINESS 2 6 8 14
STUDENT 5 5 10 18
HOLIDAY/VACATION 6 20 26 16
OTHERS 2 6 8 14
Total 15 42 57 100

TABLE B.275
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

1-3 times a week 5 2 7 12
1-2 times a month 3 12 15 26
3-5 limes a year 1 11 12 21
1-2 times a year 5 13 18 32
As the need arises 2 2 4
No answer 1 2 3 5

Total 15 42 57 100

TABLE B.276
SERVICES ADEQUATE FOR DEMAND

M- FILIPINAS MAASIN

YES 15

TOTAL 15 42 57 100
TABLE B.277
RELIABILITY OF SERVICE

YES

NO

TOTAL
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TABLE B272
RATING OF SERVICE SCHEDULE, ADHERENCE & SPEED

Sufficient and Convenlent:
Exceljent 12 s 17 23
Generzlly good 17 19 36 40
Fair/paor 4 14 18 25
Don't have view 2 2 3
Total 35 38 73 100
Adlierence Lo Schedule/Rellabiliy:
Excellent 9 10 19 26
Generally good 21 12 33 45
Fair/Poor 3 16 19 26
Don't have view 1 1 1
No answer 1 1 1
" Total 35 38 73 100
Service Speed:
Fusl 3 3 6 8
Satisfactory 30 35 65 89
Don't have view 2 2 3
Total 35 38 73 100

TABLE B273
CHANGE OF SERVICES OVER THE PAST TWO YFARS

Have not travelled this route before
Slight improvenient of services
Services have considerably improved
Service standards have not changed
Cannot esimate change

Total 35 38 73 100
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TABLE B.269
SHIPPING LINES RESERVATION SYSTEM IN
REGARD TO CONVENIENCE & SECURITY OF BOOKING

Convendence of Booking:
Excelient 2 3
Satisfactory kX 28 61 84
Difficult 5 7
No answer 5 5 7
Total 35 38 73 100
Security of Booking :
Satisfactory 35 33 68 93
No answer s s 7
Total 35 38 73 100

TABLE B27¢
BUMPED AFTER HAVING RESERVATION WITH THIS
SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993

Not yet happened/experienced 32 28 60 82
First. come, first Rerve hagis 2 2 3
Priorities are with serial no. 1 1 1
During peak gcason 4 4 3
No unswer 6 6 8
Total. 35 38 73 100
TABLE B271
RATING OF MANAGEMENT AND STAFF
CLASY 1ot t
Management Altitude of Service Quulily:
Excellent 10 4 14 19
Satisfactory 25 34 1Y 81
Total 35 38 73 100
Land Bascd Staff Attitude to Passenger & Efficlency:
Excellent 11 1 12 16
Satisfactory 24 as 59 81
Unasatisfactory 2 2 3
Total 35 38 73 100
Vessel Crew Attitude to Passenger Attitude & Efficlency:
Excellent 10 2 12 16
Satisfactory 23 34 57 78
‘Variable/Poor 2 2 4 s
Total 33 38 73 100
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TABLE B.264

VESSEL OPEN AREAS FOR PASSENGERS

Excellent
Satisfactory
Inadequate 1 11 12 16
Total 35 38 73 100
TARLF R.265
WAITING AREA BEFORE BOARDINGC
Excellent
Satisfactory
Unsatisfactory 4 4 5
Unacceptable 7 2 9 12
Total 35 38 73 100
TABLE B.266
BOARDING PROCESS
Made very easy & safe, with
avoidance of discomfort 1 1 1
Sulisfuctory 30 23 53 73
Unsatisfactory 4 15 19 26
Total 35 38 73 100
- TABLE B247

BAGGAGE SECURITY ON BOARD THE VESSEL

Fuir

Poor

Serious problem

Total
TABLE B.268
ANY BAGGAGE LOSSES FOR THIS ROUTE,
Never encounter/experienced
Big box/sacks
No.answer/no comments
TOTAL 35 38 73 100
86



TABLE B260

CLEANLINESS AND MAINTENANCE OF TOILET
AND WASHING FACILITIES DURING THE VOYAGE

Clean & well maintained 3 z s 7
Satisfectory 32 20 52 71
Unsatisfactory 14 14 19
Unacceptable 2 2 3

Total 35 38 73 100

TABLE B.261
ADEQUACY OF ON-BOARD
DRINKING WATER AVAILABILITY

Excellent
Satisfactory
Inadequate
Do not drink water

Total

TABLE B.262

COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD

Satigtactory
Unacceptable
No answer
Total
TABLE B.243
MEALS AND MEAL SERVICE ON BOARD
Meals;
Satirfhctory 10 R 18 25
Unacceptable 1 1 1
No answer 25 29 54 74
Tolal 35 38 73 100
Meal Service:
Satisfactory 10 8 18 25
Unsatisfactory 1 1 1
No answer 25 29 54 74
Tatal as 38 73 100
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MAASIN - CEBU ROUTE (A)

TADLE D256
PURPOSE OF TRAVEL

Marketing of goods 7 7 10
Medical 3 3 4
Family affair 8 S 13 18
School break/Holiday 4 4 ]
Provincial fiectas 2 7 9 12
Vacation (non-student) 8 6 14 19
Employment change 3 3 6 8
Buying/Shopping 2 3 hi 7
Other business related 3 3 1
Other travel purposes 6 3 9 12

Total 35 38 73 100

TABLE B.257

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

1-2 times ayear

3-4 times ayear

5-7 times ayear

1-3 times a month

No answer

Total 35 38 73 100

TABLE B.238
CLEANLINESS OF YOUR SEATING/SLIEPING AREA
AT TIIE START OF TIIE VOYAGE

Very clean

Satisfactory

Not clean

Total 35 38 73 100

TABLE B.259
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA

Very comfortable

Satisfactory

Not comtfortable

Unacceptable

Total
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TARLK R.2%2

BAGGAGE STORAGE SECURED

NO ANSWER
TOTAL

TABLE B.253
CHANGE OF SERVICES OVER THE PAST 2 YEARS

YES 1 1 3

NO 15 9 11 35 95

NO ANSWER 1 1 3

TOTAL 15 11 11 37 100
TABLE B.254

CONGESTED TRAVEL DURING
PEAK SEASON BEEN A SERIOUS PROBLEM

YES 15 10 35 95

NO 1 1 2 bt
TOTAL 15 11 11 37 100
TABLE B.255%
PASSENGER SUGGESTIONS
Additionsl vessel tor thic route 7 1 4 12 3
Improve gangplank, make it wider 1 1 3
-S—rrongly opposed the 2025 increase in fare 2 2 5
More security to protect the baggages 1 1 3
Discount fere for students 2 2 5
Crew must be courteous/approachable 1 1 3
Gambling & drinking inside the vessel
should be prohibited 1 1 3
Improve ticket area/cleantiness 1 2 3 8
Vendors should not allowed on board 1 1 3
Improved facilities and servicea 1 1 3
No commenta/suggestions/no answer 5 3 12 32
Total 15 11 11 37 100
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TABLE B.249
BAGGAGE CARRIED BY PASSENGERS

SACKS
1-2 2 2 8
5 Above 1 1 33
TOTAL
1- 2 Baggage 9 9 7| 25 63
3-4 Baggage 5 5 2 12 30
5 Abovc baggage 2 1 3 ]
TOTAL 16 14 10 40 100
TABLE B.2%0

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID

WEIGHT
1-10 kilog 6 G 4 19 51
11-20 kilos 6 1 7 19
21-30 kilos 2 2 4 11
31-40 kilos . 1 1 3
41-50 kilos above 1 1 3
No answer 5 14
TOTAL 15 11 11 37 100
EXTRA CHARGES PAID
None 12 7 9 28 76
| Porter charge 1 1 3
No answer T 4 2 8 22
TOTAL is 11 11 37 100
TABLE B.251
ADEQUATE BAGGAGE STORAGE
YES
NO
TOTAL
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ACCOMMODATION STANDARDS

TABLE B.248

FOOD/CANTEEN
UNACCEPTABLE 2 2 4 11
POOR 4 1 5 11
FAIR 8 8 9 25 68
GOOD/EXCEL. 2 2 5
NO ANSWER 1 1 3

Total 1 11 11 37 100

TOILET FACILITIES
UNACCEPTABLE 2 2 4 11
POOR 1 9 < 10 27
FAIR 12 2 9 23 62

Total 15 11 11 37 100

BEDDINGS/BLANKETS
UNACCEPTABLE 2 2 4 11
POOR 1 2 4 7 19
FAIR 12 6 4 22 59
GOOD/EXCEL. 2 2 h
NO ANSWER 1 1 2 5

Yotal 15 11 11 37 100

LEISURE FACILITIES
UNACCEPTABLE 2 2 4 11
POOR 1 1 4 6 16
FAIR 12 8 5 25 68
GOOD/EXCEL. 2 2 5

Total 15 1] 11 37 100

VENTILATION
UNACCEPTABLE 2 2 4 11
POOR 1 1 1 3 8
TAIR 11 8 -8 27 73
GOOD/EXCEL. 2 2 5
'NO ANSWER 1 ] 3

Total 15 11 11 37 100

CREW'S COURTESY/ASSISTANCE
UNACCEPTABLE 2 1 3 8
POOR 9 1 10 27
FAIR 4 9 9 22 59
GOOD/EXCEL. 2 2 5

Total 15 11 11 37 100

DRINKING FOUNTAINS ETC.

UNACCEPTABLE 3 1 4 11
POOR 11 3 1 15 4]
FAIR 1 6 9 16 43
GOOD/EXCEL. 2 2 5

Total 15 11 11 37 100

[SPACE TO MOVE AROUND

UNACCEPTABLE 4 1 2 7 19
POOR 3 3 8]
FAIR 8 8 9 25 68
GOOD/EXCEL. 2 2 5

Total 15 11 11 37 100}
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TABLE B.244
GOOD SPACE RESERVATION

YES
NO
NO ANSWER 1 1 3
TOTAL 15 11 11 37 100

TABLE B.245
GOOD BAGGAGE ACCOMMODATION/SECURITY

YES 15 10 11 36 97

NO 1 1 3
TOTAL 15 11 11 37 100
TABLE B.246

ADEQUATE CONCERN FOR SAFETY

YES
NO 1 3
NO ANSWER 4 . 5 14

TOTAL 15 11 37 100

TABLE B.247
ORGANIZED BOARDING PROCEDURE

NO ANSWER

TOTAL
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ORMOC, LEYTE - CEBU ROUTE (B)

TABLE B.240
PURPOSE OF TRAVEL
EMPLOYEE 5 6 16
BUSINESS 5 2 9 2
STUDENT 4 7 13 35
HOLIDAY/VACATION 1 5 14
OTHERS 2 4 11
Total 15 11 37 100

TABLE B.241
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

Daily 1 1 3
1-2 times a month 8 7 8 2 62
34 times a month 1 2 3 8
1-2 times a year 2 2 3 7 19
34 tirnes a year 1 ! 3
No answer 2 2 5

Total 15 11 11 37 100

TABLE B.242

SERVICES ADEQUATE FOR DEMAND

YES

NO
TOTAL 15 11 11 37 100

TABLE B.243
RELIABILITY OF SERVICE

YES

NO 1 1 3
TOTAL 15 11 11 37 100
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TABLE B238
RATING OF SERVICE SCHEDULE, ADHERENCE & SPEED

CEDUPRINCESS:
Sufficient and Convenlent:
Excellent 14 14 18
QGenerally good 7 24 31 41
Fair 9 17 26 34
Very poor/bad 1 1 1
Don't have view 4 4 S
Tolxl 16 60 76 100
Adherence to Schedule/ReHabliity:
Excellent 1 14 15 20
Generally good 11 29 40 53
Fair 3 9 12 16
Very poor 1 2 3 4
Don't have view 6 6 8
Total 16 60 76 100
Service Speed:
Fast 2 2 3
Satiefactory 14 47 61 80
Very slow 1 1 1
Slow 2 5 7 9
Don't have view 4 4 h
No znswer 1 1 1
Total 16 60 76 100
TABLE B.239

CHANGE OF SERVICES OVER THE PAST TWO YEARS

Services have considerahly improved

Slight impruvement of services 7
Scrvicces have considerably improved 3
Service sturubrds huve ol cunged 5
Cannot esimate change i
Total 16 60 76 100
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TABLE B233

SHIPPING LINES RESERVATION SYSTEM IN

REGARD TO CONVENIENCE & SECURITY OF BOOKING

Conventence of Booking:
Excelient 2 2 3
Sstisfactory 13 51 64 84
Difficult 2 6 g 11
« No answer 1 1 2 3
Total 16 60 76 100
Secunity of Booking :
Exceilent 8 8 11
Satisfactory 15 48 63 83
Difficult 1 1 1
No snswer 1 3 4 h
Total i6 60 76 100
TABLE B2136

BUMPED AFTER HAVING RESERVATION WITH THIS
SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993

None/haven't experienced 12 39 51
Always happened during peak scason 1 1
Yey, [inil come, finst serve Liiy 1 1
No answer/no comment 4 35 46
Totel 16 76 100
- TABLE B237
RATING OF MANAGEMENT AND STAFF
CLAS
[Management Attiude of Service Quality:
Excellent 19 19 25
Satisefactory 14 38 52 68
Unsatisfactory 2 3 5 7
Total 16 60 76 100
Land Based Stall Attitude to Passenger & Efficiency:
Excellent 15 15 20
Satisfacto.y 16 36 52 68
Unsatistactory § 6 8
Unacceptable 3 3 4
Total 16 60 76 100
Vesscl Crew Attitude to Passenger Attitude & Efficlency:
Excellent 1 16 17 22
Satisfactory 13 40 33 70
Unsatisfactory 2 1 6 8
Total 16 60 76 100
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TABLE B230

VESSEL OPEN AREAS FOR PASSENGERS

Excellent
Satisfactory
Inadequate
Unacceptable
Total
TABLE B.231
WAITING AREA BEFORE BOARDING
BExcellent
Satisfactory
Unsatistactory
Unacceptable
Totxl
TABLE B.232
BOARDING PROCESS
Made very easy & safe, with
avoidance of discomfort 6 6 8
Satisfhctory 13 48 a1 R0
Unsatisfactory 3 6 9 12
Total 16 60 76 100

TABLE D233

BAGGAGE SECURITY ON BOARD THE VESSEL

Fxcellent

Fair

Poor

Sexivuy problan

Total

TABLE B.234

ANY BAGGAGE LOSSES FOR THIS ROUTE

Haven't experienced/none

| Bugge ure wfe

No answer/no comments

TOTAL

76



TABLE B.226
CLEANLINESS AND MAINTENANCE OF TOILET
AND WASHING FACILITIES DURING THE VOYAGE

Clean & well maintained

Satlafactory 13 40 53 70
Unsatisfactory 3 15 18 24
Total 16 60 76 100
TABLE B227
ADEQUACY OF ON-BOARD

DRINKING WATER AVAILABILITY

Excellent
Satisfactory
Inadequate
Do not drink water
Total 16 60 76 100
TABLE B.228
COMFORT & CLEANLINESS .
OF EATING AREAS ON BOARD
Satisfactory
Not satisfactory
Unacceptable
No answer
Total 16 60 76 100

TABLE B.229
MEALS AND MEAL SERVICE ON BOARD

Meals:
Satigfactory 10 26 36 47
Unacceptable 2 2 3
No answer 6 32 38 50
Total 16 60 76 100
Measl Service:
Satisfaciory 8 19 27 36
Unsatisfactory 1 8 9 12
No answer 7 33 40 33
Total 16 60 76 100
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ORMOC, LEYTE - CEBU (A)

TABLE B.222
PURPOSE OF TRAVEL

Marketing of goods 9
Medical 7
Family affuir 4
Provincial fiestas 0
Vacation (non-student) 8 8 11
School break/Holiday 1 1 1
Employment change 4 4 5
Other business refated 2 7 9 12
Buying/Shopping 1 1 1
Other travel purposes S 8 13 17

Total 16 60 76 100

TABLE B.223
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE

1-3 times a year

5-12 times a year 3

19-24 times o year 3

36-48 times a year 1

No answer 13 ;
Total 16 60 76 100

TABLE B.224
CLEANLINESS OF YOUR SEATING/SLEEPING AREA
AT THE START OF THE VOYAGE

Very clean

Satisfactory

Not clecan
Total 16 60 76 100

TABLE B.225
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA
VIV CEAU PRINCESS:

Very comfortable o 8 —h

Satisfactory 13 50 63 83

Not comfortable 1 4 5 7
Total 16 60 76 100
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RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED

Sufficiznt und convendent :

Excelleat

FairlP oor
Genesaly good
Dor't ave view
B No wmswer
Tatal
Adkerence to schedule/reliability
Bxcelleat
Generaly good
FairiGoad
Yery poorfad
Don't have view
Total
Service Speed
Past 3 12 15 19 1 2 4 12 16 ]
Satisfactory 4 1s 3 55 7l 35 37 86 1 56 67 &8 4 28 127 ) 81
Very slow 1 1 1 1 1 1
Slow 1 1 1 2 2 3 3 3 2
Doxft have view 1 1 2 3 3 3 7 1 s 9 12 2 12 14 7
No mswer 2 1 3 4 2 1 3 2
Total 4 21 2 77 100 40 43 100 12 64 76 100 4 3 156 196 100
: TABLE B221
CHANGE OF SERVICES OVER THE PAST TWO YEARS
NN OB EADY. OF MO UNE CARNELS:
Have ot travelled s roste before 7 8 B | 1 1 1 1 ) 10 []
Slight improvement an services 13 21 27 13 15 3s 1 17 18 2 T 0 54 28
Services bave considenably improved 17 27 38 2 2 5 10 10 13 3 7 29 » 20
Services standards have not chanzed 1 16 21 12 13 30 11 23 34 45 1 Tis a6 [~ a2
Canat estimate chonge 3 4 5 12 12 28 13 13 17 1 28 »| 15
No answes 1 1 1 ” T 1 1
* Total 4 21 7] 77 100 40 3 100 12 54 76 160 4 36 155 196 100

\
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TABLE B217
SHIPPING LINES RESERVATION SYSTEM IN
REGM\D TO CONVENIENCE & SLCURITY OF BOOKH\IG

MY M](,HAELIII B
THIRD |- -
CLASS 1'0111,. :
Courenlence of booking:
i t — 43 8] el TTue 2 o1 =1 N (N S S R LS ) S 9 15[ 8
[ Sasfuctar, T 1 R DO O B | N 1 ] SRR - DO Y RO ¥ SO | D21 I ] N | 30l 1anl " Trval g
Difficalt R N B I R | ) RN | D Y _ 2 1]
Unaceeptable — — - ~_~Z:i2;_*2;iff_:m_ww“':"fff:;I__»m__:mw_ ______ I A — —
Moamgwer | 1] S | -1 61 N R R R R e 1 4 - I
R 4 21 52 77 100 3] ) 3 160 2 64 76 100 4 36 156 196 100
Security of bookhiys
Exxelient 2 7 9 12 2 1 3 7 4 g 12 6
Salisfactary 4 18 40 ) 81 1 37 38 88 1 59 70 2 4 30 136 170 87
Uncertein 1 2 2 5 1 3 [ 8 1 7 g 4
Unaceeptable
No apswer 1 35 6 8 1 5 6 3
Total 4 a1 52 77 100 3 40 43 100 12 64 76 100 4 36 156 196 100
TABLE B218

BUMPED AFTER HAVING RESERVATION WITH THIS
SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993

Crew gave another deck
No mswer
Total

TABLE B2 19
RATING QF MANAGEMENT AND STAFF

1 14
3 8| 2 B4 93] 2 0] 62 2 4 3] 7 13 166] 85
Unsatisfactory - 1 | - | D 1 2| _ - _ 1 3 ] ]
| Umcecptable S DN S N BSOS A Sy A S B ] — _ —
Tatal 4 21 52 7 100 3 ) 43 100 12 54 75 100 4 36 156 196] 100
jLand based stalf attitimde to passenger & efficiency:
Exccllent 2 10 2 16 ] 10 5 13 20 12 15 27 14
Safisfactory 4 19 40 ) 82 3] 38 41 o5 2 S1 53 ) 4 24 129 157 80
Upsatisfactory 2 2 3 207 2 5 8 8 11 1 12 6
Unaceephabic R
Total 4 21 52 77 100 3 40 43 100 12 64 76 100 I 4 36 156 196 100
Vessel crew attitnde to Passenger altitude & cfMlidency:
| Excelat = - _ 8 17 25 20 L3l 37 10 10/ 20 2 + _
| “Satafactory _ 4 13 3] 2 e8] *:_:gt__ ES N EL] IS 2 53{_ ) | Y _'—“ "‘l TThal T
| Unutsfadory  —
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TAB

LE B214

BOARDING PROCESS

T MV B CHAEL T -

Made very casy & safe, w avoidance of| -

COl

discomfort 2 3] 15 20 0 2wy Ao
Safisfactory _ 2| T 3 13 IO 2 Y I | I 11 34
Unsatifactory 1 1 b I ) ) 2 [ 15
Total 4 21 52 77 100 3 40 43 100 12 64 76 100 -4 36 156 196 100
TABLE B.215
Excellent (baxgage securely stowed,
and los/thedt rare umlilkety) 1 1 12 16 a7 37 86 3 3 4 1 51 2 27
Fair (but psngrs. need pay close
sttention to their baggage) 3 21 a1 65 84 3 3 6 14 4 52 56 74 3 28 96 127 65
Poar (secarity madequste, and
imadequate losses ocour) 3 4 7 9 3 4 7 4
Baggage security is a serious problem
with frequen! losses/thefls 5 5 10 13 5 5 10 5
Total 4 21 52 77 100 3 40 43 100 12 64 76 100 4 36 156 196 100
TABLE B.216
ANY BAGGAGE LOSSES FOR THIS ROUTE
- MVGIIRGFMO
Yes, (medium size bag, carton,
shoes, but o claims made
d was not recover 3 3 q 3 3 2
No mswer 4 2 ) 74 56| E IR 43 100 120 64 7 100 4 36 10 193] o8
Total 4 21 52 77 100 3 40 43 100 12 64 76 100 4 36 155 196 100
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TABLE B.211
MEALS AND MEAL SERVICE ON BOARD

MUV SACRED IEART: L
“TIORD - o Bo. | FIRST -KECOND]
CCLASS | TOTAL | SHARE | CLASS | CLASE |-
Meals: )
Excelent 1 1 1 1 ) SRR N S | e t .
Stisfactery | 4] S Y I -] - | ) SRR SRR | S | - | 20 s ey Al B s 2 s
Unsetisfactory 10 10 pal 7 A | S R | 17 9
Unscoeptabde | | Y Bl B sy ST U RN A NS S e S ISR SN S I N S
No enswer 9 3% 45 3 3 8 11 26 SO ISR S N T 1 6 29]
Total 4 21 2 77 100 3 40 43 100 12 64 76 160 4 36 156 196 120
Mes)-Service
Excelent S N— e 1 N 301 _ ) SIS SN S— p— | N <) N
Satisfactory 3 12 27 42 55 22 22 51 12 53 70 92} 3] 24 107 134 63
| FarPoar NS S+ S 1 e U 10 10 L SO | NS | R ) S I N ) N ¢
Don't have view 1 1 2 3 R )] 1 2 1
No answer _ _ 1 2 2 3 3 8 11 _ e o3[ 10 Tl Ty
Total 4 21 2 77 100 3 40 4 100 12 64 76 100 4 36 156 196 100
TABLE B212
VESSEL OPEN AREAS FOR PASSENGERS
MY OUR LADY OF MOUNT. CARMEL.
Exceflent
Satisfactory 3 8 24 as a5 88
Inadequate _ 1] 13 28 42 55 n
Total 4 21 2 77 100 3 40 43 100
TABLE B213
- WAITING ARFA BEFORE BOARDING,
IN TERMS OF COMFORT AND CLEANLINESS
BACREDHEART
[Exeelent | 1] a3
Satisfactory
Dnsatizfactory __
Unacceptable
Totat
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AIR COMFORT LEVEL OF SEATING/SLEEFING AREA

o MV OTR LADY.OF M()Um CARJ!I",I. o

Very comfortsble
Stisfactory 4 4y 18
Notromfortable | | T T T T
Unacceptable I
Total 4 L R
TABLE B.208
CLEANLINESS AND MAINTENANCE QF
TOILET AND WASHING FACILITIES DURING THE VGYAGE
Qem & well mantained 2 7 B 12| 1 3 1 =sI 3 “10
Sefisfactory 4 18 37 % 77| 3 28 3y 2n u 48] 5 78 4 32 113]
Unsatisfactory 2 2 3 1 11 26 13 13 17 25
Unacceptshle 1 5 7 9 1 _ 1 2 1 7 8 _A4]
Total 4 21 52 7 100 3 40 43 100 12 64 76 100 4 36 156 196 100
TABLE B26%
ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY
; _M{V O’UR IJ\DY (!TMOUNT' CAR:‘!I"I- :
Satifactory
| adecuate
Unacceplable
Domotdrickwets L VM el qp Sl T TRl el T es a7 sl [ 3 m
Tetal 156 196 100
TABLE B.210
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD
MIV SACRI‘J) HEAR
Excelleat
ey 2w B el el TRl R s T el Ty s eS| w| | s i) 7] ]
Not sutist uctory___-
 Doacceptable i : : -
No mswer | 11 11 14 1 2 ¢ R Y]
Total 4 21 2 77 100 3 40 43 100 12 o4 75 100 4 36 156 196 100
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PALOMPON, LEYTE - CEBU ROUTE

TABLE B.204
PURPOSE OF TRAVEL
MAV-OUR LADY.OF MOUNT. CARMEL
| Marketing of goodss —— 2 3] 2 3 : 1 13 =l
_h_l_tlica! 2 3 5 6 2 2 5 8 3 11 2 13 15 8
_f_a_n_l;i_y afiyrs _ 5 10____ 15 19 . 4 4 9 1 6] _____’7_“_____9&__ 6 20 26 1)
Provindal fiestas 2 [] 8 10 3 3 7 2 5 7 9 4 14 18 9
| Vacation (non-student) 1 3 22 2 34 1 o] 11 6] 4 14 13 A 8 45 55 28]
School brealsHokday 1 1 1 2 2 5 3 3 4 ] 6 3
Exgployment chenge 1 1 1 2 2 3 N _ 2 2 3 S 5 3
Qther business rdated 3 2 S 6 1 7 8 19 8] 3 11 3 15 21 11
Buying/Shopping 1 2 3 4 1 R 3] 2 3 s 3
Gther travd perposes 6 5 11 14 1 8 9 21 4 8 12 16 11 21 32 16
Tatal 4 21 52 77 100 3 40 43 100 12 64 76 100 36 156 196 100
TABLE B285s
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
14 fmes ayerr
5-12 times a year
19-24 times a year
34 tmes amanth
Total
TABLE B.2 06
CLEANLINESS OF YOUR SEATING/SLEEPING AREA
AT THE START OF THE VOYAGE
| Veryclean
Salifactory
Not clean e
Tatal
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RATING OF MANAGEMENT AND S. AFF

Ismnagement Attiude of Service Quality:
Satishactory 20 10 30 100 4 [ 13 68 24 19 43 38
“arieble/Poor 6 6 e} 6 6 12
Totad 20 10 30 109 4 15 19 100 24 25 49 100
1L and Based Stafl Attiinde to Passenger & Efflddency:
| __Sstisfactory _ 20 10 30 100 4 9 13 68 2 19 43 38
Variable/Poor 6 6 32 _ 6 6 12
Tatal 20 10 30 10D 4 15 19 100 24 25 49 100
(Vessd Crew Attitude to Passenger Attitude & EMciency:
Satisfactery 20 6 26 87 4 14 18 95 pz] 20 44 90
WVariable/Poor 4 4 13 1 1 5 5 s 10
Tatal 20 10 30 10) 4 15 19 100 b 25 49 100
TABLE B.202
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED
Sullicient and Convenlent:
Generally good
Fur
Don” have view
No snswrer
Total

Adherence to Schedale/R clfability:

Excellent

CHANGE OF SERVICES OVER THE PAST TWO YE..RS

7 7 37 7 7 14
Generally good 16 2 18 60 3 5 8 Q 19 7 26 53
Fair/Poor 3 8 11 37 3 8 11 22
Very poor/bad i 2 11 2 2 4
Don't have view 1 1 3 1 1 2 11 2 1 3 6
Tatal 20 10 30 100 4 15 19 100 - 24 25 49 100

Savice Speed: .
Satisfactory 17 7, 24 80 3 14 17 89 20 21 41 84
Slow 3 3 5 17 i 1 2 11 3 [ 7 id
No snswer 1 1 3 L 1 1 2
| Total 20 10 30 100 4 15 19 100 A 25 49 100

TABLE B.203

| Skght anprovement of services

| Sarvices are less good now

| Savices have considerably fmproved 1 1 ) | SR DR Y B _3
Sarvice standards have not changed 1 5 6 201 2 7] 3 a3 1 1 -
| oot Sstimate change 8 8 27 T 3 E] I 9 3j__ _m| T i
[~ Total 20 10 30 109 i 15 19 0] I T Y] 100




