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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 the
 
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 LSRS
 
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 operators 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 go on to
 
state that, "current low service standards, as well 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 will 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., 1993-1996", 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:
 

M 	 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.
 

M 	 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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m 	 Central & Western Visayas. This area corresponds to

Regions 
VI and VII. LSRS survey ports included Cebu,
Iloilo, San Jose De Buenavista, Dumagult, New Washington,

Culasi, Bacolod, Dumaguete, San Carlos, Tagbilaran, and
 
the ports of Guimaras Island.
 

m 	 Northern Mindanao. This area approximately corresponds

to Region X and the northern provinces of Region XII, and
includes the 
survey ports of Cagayan de Oro, Surigao,

Nasipit, Iligan, and Ozamis.
 

- Southern Mindanao. This area approximately corresponds

to Region XI, the southern provinces of Region XII, 
and
the mainland provinces of the Autonomous Region of Muslim
Mindanao (ARMM), and includes the survey ports of Davao,

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 were conducted include 
Zamboanga,

Pagadian 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
Report, which provides profiles of the 	
this
Final 


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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which 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 present,
 
respectively, available information on services franchised and
 
operated, an evaluation of cargo services, an evaluation of
 
passenger 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 passenger survey information, respectively.
 
Only Volume VIII, discussing the shipping services of the Zamboanga
 
Peninsula, Basilan Island, and Sulu Archipelago (ZAMBASULA) area,
 
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 Northern and Southern Mindanao are
 
based on fieldwork that was carried out over a period of more than
 
one year. LSRS fieldwork began in Southern Mindanao, in March
 
1993, when the survey tean visited the port cities of Davao,
 
General Santos, and Co'abato. Both the survey team and the
 
reviewers of the draft report considered that the survey period had
 
been too brief in these important port cities, and the team
 
revisited both Davao and General Santos in March 1994, both to
 
supplement the results of a year earlier and to identify what
 
changes might hav-, taken place during the 12-month interim.
 
Surveys in Northern Mindanao began in Cagayan de Oro, Nasipit,
 
Butuan, and Iligan in the September-November period of 1993.
 
Survey team visits to Ozamis and Surigao were possible the
 
following year, and a return visit was made to Cagayan de Oio to
 
supplement the 1993 fi¢Idwork at that city.
 

There is only limited discussion in the main text of this
 
report volume regarding the shipping services between Mindanao and
 
the Visayan Islands, since those services are discussed fairly
 
thoroughly in Volume VI of this Final Report, which evaluates the
 
shipping services being provided to the ports of the Central and
 
Western Visayas, including the service connections to Mindanao.
 
Annex A of this Volume VII, however, presents all of the useful
 
cargo service survey results obtained by the LSRS in Northern and
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Southern Mindanao, including comments regarding services between
 
Mindanao and the various Visayan Islands.
 

The summary of findings presented in the following paragraphs

is divided between the shipping services of Northern Mindanao and
 
those of Southern Mindanao, and, in each case, cargo services are
 
first discussed, followed by a discussion of interisland passenger
 
services.
 

Northern Mindanao
 

Cargo Services
 

Several of the LSRS findings with regard to the cargo services
 
being performed to ports of the Mindanao north coast are general

findings that are also true 
in other areas of the Philippines, and
 
are therefore also stated in other volumes of 
this Final Report.
 
These general findings include:
 

The ventilated container capacity, which would be
 
appropriate for shipment many types of
the of fresh
 
fruits and vegetables, was not yet available during 1993
1994.
 

Shut-outs of shipper cargo consignments were occurring,
 
and this was especially common where one liner operator
 
was providing most of the services 
on a route, and much
 
less common where a healthy competitive situation
 
existed.
 

Shut-outs were 
also partly the fault of 'ome shippers,

who booked more container space than they could act-ually

fill, and, in the process, left other shippers without'
 
containers.
 

Peaking of demand was also a contributory cause of cargo
 
shut-outs.
 

To some extent, the container "shortage", that existed
 
during 1993-1994, was actually only a shortage of well
maintained containers, and some shippers were willing to
 
bear container repair costs when "serviceable" containers
 
were not otherwise made available.
 

Operators tended to place their least reliable vessels on
 
routes where they had little competition, so "engine

failure" was frequently identified by shippers as a
 
problem on single-operator routes.
 

Shippers were unhappy 
about having to ship perishable

commodities "at the owner's risk", which meant that 
they
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could not make claims for cargo value losses due to
 
deterioration, rough handling, and theft, even if the
 
shipping operator was clearly at fault.
 

Only passenger/cargo vessels were operating regular
to 

schedules, although there were several cargo vessels that
 
regularly served a route without strictly adhering to 
a
 
schedule.
 

Some potentially desirable routes were not being operated
 
during 1993-1994.
 

Port congestion was beginning to occur at the principal
 
port of the north coast (i.e., Cagayan de Oro), and
 
planning was needed 
 in order to prevent service
 
deterioration at the port, as traffic continues to grow.
 

There were some problems with cargo-handling services at
 
ports, although shippers and shipping operators were
 
generally approving of the services being provided at
 
Cagayan de Oro (where there was competition between two
 
cargo-handling contractors).
 

Cargo services at Cagayan de Oro were found to be mostly

satisfactory, and and Iligan shippers were approving 
of the
 
services which were being provided between Iligan and Cebu. Cargo

services on the Iligan-Manila and Nasipit-Manila routes, however,
 
were much less satisfactory. These differentials among.routes in
 
service frequency, reliability and efficiency were causing some
 
shifts away from the most direct transport routes to less direct
 
routes. The latter entailed either incremental road transport
 
costs or incremental costs of transshipment in comparison with the
 
more direct routes. Increasing numbers of shippers were
 
nevertheless favoring the 
less direct routes because of the better
 
cargo service frequency and/or reliability that they offered, and
 
the resultant lower levels of cargo consignment risk and spoilage

losses, as well as the better compliance with consignee-specified
 
delivery schedules. Most of all, exporters did not want to miss
 
transshipment connections with foreign vessels, and services that
 
offered a high degree of reliability were valued for that reason.
 

Specifically, a number of Iligan and Nasipit/Butuan shippers

indicated to 
the LSRS that they had become disenchanted with the
 
direct liner shipping services being provided between those ports

and Manila. These shippers indicated that they had suffered through

repeated shut-outs of cargo consignments, schedule delays, and
 
engine failures, all leading to cargo deterioration and spoilage.

Despite the incremental costs they had to incur in moving their
 
cargoes from Butuan, Nasipit and Iligan to the port of Cagayan de
 
Oro, in order to avail themselves of more frequent, more reliably
operated services, these shippers had made that choice. Some
 
shippers of bananas at 
Iligan, however, indicated to the LSRS that
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they had chosen, instead, to have their Manila-bound produce
 
transshipped at Cebu, since botn the Iligan-Cebu services and the
 
Cebu-Manila services were frequent and were being reliab!y
 
operated. These cases make clear yet again what the LSRS found to
 
be true throughout the Philippines, namely, that it is service
 
adequacy, and not service cost, which is the paramount concern of
 
the large majority of domestic cargo shippers.
 

The same operator that was failing to provide satisfactory
 
services on the Manila-Iligan route (according to the shippers),
 
where the operator had little competition, was providing almost
 
exactly the services desired by shippers on the highly competitive
 
Cagayan de Oro-Manila route. Shippers of perishable commodities on
 
that route indicated that the operator was providing fast service,
 
was arranging their cargoes appropriately for rapid off-loading at
 
Manila, and was keeping to schedule. For services to have been
 
rated by the shippers as "perfect", however, would have required
 
that the operator could provide the desired ventilated container
 
capacity, and this the operator was unable to do. The vessel, the
 
Dofia Virginia, arrived at Manila on the day preferred by the cargo
 
consignees. The shippers suggested that a second, similar vessel
 
should be franchised to operate almost to the same schedule, in
 
order to ensure that there would be no shut-outs of cargo at
 
Cagayan de Oro, especially during the tomato harvest season, and to
 
minimize cargo spoilage. Also, both the existing vessel and the
 
second vessel should provide sufficient numbers of ventilated
 
containers.
 

Shippers of bananas were providing their own ventilated cargo
 
capacity, in 1993-1994, by shipping their bananas in crates made of
 
bamboo staves. These crates, which are about the size of a 5-ft.
 
container, were being accepted on board vessels calling at Cagayan
 
de Oro, but were not always accepted aboard the vessel that was
 
serving Nasipit, which was one reason why Nasipit banana shippers
 
were increasingly shipping their produce through the port of
 
Cagayan de Oro. These shippers indicated that whenever they had to
 
ship their produce in conventional (closed) containers, they
 
regularly lost 10-15 percent of their consignments due to
 
deterioration (this was despite leaving the door of the container
 
open for better ventilation). The principal reason for the
 
diversion of their cargoes to services provided at Cagayan de Oro,
 
however, was the unreliability of the services being provided to
 
Nasipit. The shippers said that delays at Nasipit were common, and
 
that a delay of a single day could result in a 25 percent reduction
 
of the value of their cargo. Engine failures occurred, during
 
1993, that caused even greater losses, including the total loss of
 
30 containers of bananas on at least one occasion.
 

Although shippers of grains were experiencing two or three
 
shut-outs per year, they were less concerned about shut-outs than
 
were shippers of more highly perishable commodities, for the
 
obvious reason that they suffered less cargo deterioration and lost
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value. The limited number of shut-outs which they were
 
experiencing had not caused significant cargo value losses. The
 
grain shippers indicated to the LSRS, however, that it would be
 
useful to them to have liner shipping services provided between
 
Cagayan de Oro and Batangas, since some of their principal
 
customers were in the Batangas area.
 

The other new liner shipping route which was proposed in LSRS
 
interviews is a connection between Cagayan de Oro and Leyte.
 
Buyers of'phosphatic fertilizers proposed this service, since they
 
had regular and sizable needs for shipments to be made from Leyte.
 
(Leyte shippers of copra also wanted to have direct liner services
 
to north central Mindanao, although, for them, a connection to
 
Iligan would be preferable, as identified in Volume V discussion.
 
Commoditity flows in the opposite direction, i.e., from Mindanao to
 
Leyte, should also be significant, since Leyte and Samar are
 
deficit areas for a number of commodities that northern Mindanao
 
produces in surplus.)
 

Four shipping operators warned the LSRS about the rising
 
traffic congestion at Cagayan de Oro, and the need for the
 
Philippine Ports Authority (PPA) to give attention to this port.
 
One operator indicated that, in addition to the need to increase
 
the number of berths at the port, the container stacking areas
 
required concrete flooring and the passenger terminal needed to be
 
enlarged, as it was not adequate to serve the sizes of vessels
 
already calling at the port in 1993. Another operator indicated
 
that shore-based cargo-handling equipment was not adequate at the
 
port. (Between the the time of the LSRS survey conducted at
 
Cagayan de Oro in 1993, and the survey conducted the following
 
year, the level of shipping operator and shipper concern about port
 
capacity constraints increased perceptably, probably due in large
 
part to the rapid increase which was then occurring in the number
 
of large interisland passenger/cargo vessels calling at that port.)
 

Passenger Services
 

The LSRS conducted passenger surveys on routes between Manila
 
and the Mindanao north coast ports of Cagayan de Oro, Iligan,
 
Ozamis, Nasipit and Surigao. The principal findings of these
 
surveys and related information are presented separately for each
 
of the fives routes, below.
 

Cagayan de Oro-Manila Route. Passenger traffic on this route
 
more than doubled from 1991 to 1992, but the addition of capacity
 
on the route, in both 1992 and 1993, has kept passenger
 
accommodation capacity sufficiently available on the route. The
 
LSRS surveyed passengers aboard two of the passenger/cargo vessels
 
serving the route. These passengers generally agreed.that services
 
on the route were sufficient, convenient, and reliable, and were at
 
least satisfactory in regard to speed. The passengers were
 
generally approving of shipping operator shore-based and afloat
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staff, and of the perceived attitude of management toward service
 

quality. Physical accommodation standards were also viewed
 

favorably by large majorities of the passengers. Nearly half of
 

the passengers (and three-quarters of those who expressed a view)
 

felt that had on the route the preceding
services improved over 


period of two years.
 

Passenger traffic declined considerably
Iligan-Mar.ila Route. 

on this route from 1991 to 1992, suggesting that diversion from
 

this route probably accounted for a portion of the very large
 

increase of passenger traffic that was occurring concurrently on
 

the Cagayan de Oro-Manila route. A single operator accommodated
 

virtually 100 percent of the passenger traffic on the route in both
 

years, and a single vessel of that operator accommodated
 

approximately 97 percent of the passenger traffic on the route over
 

the two-year period. Whereas shippers complained of the
 
expressed
unreliability of this same vessel, passengers 


passenger surveys conducted
satisfaction with services (the were 


two months before LSRS surveys of shippers at Iligan). Although
 

there was no competition for passenger traffic, at the time of the
 

LSRS sr eys (late 1993), the operator was employing two vessels on
 

the rouLe, and both vessels were surveyed. Nearly three-quarters
 

of the passengers surveyed expressed themselves as being satisfied
 

with operator adherence to schedule, and more than 80 percent of
 

the passengers considered services to be satisfactory in terms of
 

sufficiency, convenience, and speed. Large majorities of the
 

interviewed passengers were also satisfied with the various aspects
 

of physical accommodation and with the vessel crew. Slightly over
 
that services had improved over the
half of the passengers thought 


preceding period of two years.
 

Ozamis-Manila Route. This route was dominated in regard to
 

passenger traffic, during 1991 and 1992, by the same operator
 

accommodating most of the passenger traffic on the Iligan-Manila
 

route, but the situation had changed by the time the LSRS passenger
 
surveys on the route were conducted in February 1994. Two
 
operators were competing at the time of the surveys, and the LSRS
 

surveyed one vessel of each operator. The newer entrant on the
 

route received extraordinarily high ratings from the passengers of
 

its vessel. All of the 75 passengers interviewed aboard this
 
vessel expressed favorable views regarding the operator's
 

management, shore-based staff and vessel crew. They also favorably
 
regarded the vessel's open spaces for passengers and the comfort
 
and cleanliness of the vessel. More than 90 percent of the
 
passengers aboard this vessel expressed the view that services had
 

improved on the route over the preceding two years. The services
 
being provided by the prior operator on the route were also rated
 

highly, although not as highly, by that vessel's passengers, and 39
 

percent of the passengers aboard the prior operator vessel
 

considered that services had improved over the preceding period of
 
two years.
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Nasipit-Manila Route. This is another route where passenger
 
accommodation had been dominated by a single vessel, although

limited competition existed from 1992. The LSRS surveyed the
 
principal vessel on the route. As in the case of the Iligan-Manila
 
route, shippers were much more critical of service standards than
 
were the vessel's passengers. On the other hand, passengers rated
 
zervices somewhat less highly than services being provided to other
 
Mindanao north coast ports. On the average, approximately two
thirds of interviewed passengers expressed favorable views of the
 
vessel, its crew, the space eservation system, and baggage
 
security, and somewhat higher percentages were approving of
 
operator management, service sufficiency and convenience, and
 
schedule adherence. Most passengers who ventured an opinion in
 
regard to service improvement thought that services had improved

during the preceding period of two years.
 

Surigao-Manila Route. Both of the large passenger/cargo

vessels that were serving this route were surveyed by the LSRS in
 
February 1994. The two vessels were providing more than twice the
 
passenger accommodation capacity that had been available on the
 
route through the end of 1992. This rise in capacity may largely
 
explain why more than 80 percent of the surveyed passengers, who
 
ventured an opinion regarding service improvement, indicated that
 
services had improved over the preceding period of two years. More
 
than 80 percent of the entire survey sample expressed favorable
 
views regarding vessel comfort and cleanliness, the vessel's open
 
areas for passengers, baggage security, operator space booking
 
systems, and the vessel boarding process. Smaller percentages of
 
the survey sample (but most respondents to the survey questions)

indicated that they viewed operator management and staff favorably,
 
and considered schedule adherence and service speed, sufficiency
 
and convenience to be satisfactory.
 

Southern Mindanao
 

Cargo Services
 

LSRS principal findings in regard to liner shipping cargo

services provided to Southern Mindanao ports are:
 

Conventional container and breakbulk cargo shipping
 
capacity and services were more-or-less satisfactory
 
between the ports of Southern Mindanao and Manila, during
 
1993-1994. Some small shipper shut-outs were,
 
nevertheless, occurring during the peak shipment period
 
(May-October).
 

Grairs were being adequately accommodated on routes to
 
Manila, in contrast to the historical inadequacy of grain
 
accommodation on these routes. The accommodation of grain
 
between Southern Mindanao and Cebu was not adequate,
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however, because of the discontinuance of liner shipping
 
services on the General Santos-Zamboanga-Cebu route.
 
Services were reportedly discontinued by Trans-Asia
 
Shipping Lines because the operator could not make a
 
profit accommodating low-paying cargoes (grains).
 
Discontinuance of service occurred several months prior
 
to the reclassification of grains as Cla3s C commodities
 
(thereby permitting higher tariffs to be imposed for
 
services). Shippers of grains in Southern Mindanao
 
indicated to the LSRS, however, that Manila was their
 
"main market", so that the 
lack of regular services to
 
Cebu did not constitute a serious problem. Moreover,
 
tramper capacity was more readily available in 1993-1994
 
than in earlier years, according to the shippers, which
 
meant that capacity was available for any large
 
consignments of grains, such as the shipments of corn
 
from General Santos to Cebu and Dumaguete.
 

Through November 1994, there has been little or no
 
improvement in the accommodatioh of perishable
 
commodities, including fruit, vegetables, and fisheries
 
products, and this fact constitutes the most important
 
inadequacy of domestic shipping services provided to
 
Southern Mindanao. Rates for the accommodation of
 
perishable commodities in reefer (refrigerated)
 
containers and ventilated containers ara entirely
 
deregulated, with reefer rates being deregulated in
 
Noveitber 1990, and rates for ventilated container.
 
accommodation being deregulated in December 1993. Thus*,
 
there is no apparent impediment to increasing the numbers
 
of these specialized containers, and improving perishable
 
commodity accommodation. Shipping operators indicated to
 
the LSRS, however, that there was a need to "share the
 
risk" in the accommodation of perishable commodities,
 
since any significant amount of spoilage can "wipe out"
 
voyage profits, if the operators must meet all claims.
 
Shippers, on their part, complained that a number of
 
operators were adding the phrase, "at the owner's risk",
 
to thle bill of lading, in which case no claims could be
 
made for spoiled cargoes.
 

In an effort to reach an accord on needs for increasing
 
the numbers of specialized containers in interioland
 
shipping, and on other matters, the Domestic Shipping
 
Industry Consultative Council (DSICC) Was formed, in
 
1994, with charter members including the Conference of
 
Interisland Shipowners and Operators (CISO), the
 
Distribution Management Aesociation of the Philippines
 
(DMAP), the Philippine Shippers' Bureau (SHIPPERCON), and
 
the Maritime Industry Authority (MARINA).
 

Cargo capacity between Davao and Cebu was inadequate for
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a period of about three years, from the time that Sweet
 
Lines discontinued services (for financial reasons) in
 
1991, until Carlos Gothong Shipping began providing
 
services on the route in 1994. During the interim, only
 
Sulpicio Shipping Lines was serving the route. Although
 
Sulpicio maintained (in LSRS interviews) that it had
 
sufficient cargo capacity to serve this route adequately,
 
both shippers at Davao and buyers at Cebu, indicated that
 
the infrequent service on the route made it necessary for
 
them to ship via Manila, i.e., transship their cargoes,
 
and they objected to the much higher costs of having to
 
do this, as compared with having adequate direct services
 
between Davao and Cebu. Shippers at Davao also indicated
 
that they were "at the mercy" of Sulpicio, and had also
 
to ship their Davao-Manila cargoes with Sulpicio, if they

wanted to have their Davao-Cebu cargoes accommodated.
 
Another option, used by a number of Davao shippers of
 
perishable commodities, was to ship by road to either the
 
port of Nasipit or the port of Cagayan de Oro, and then
 
by sea from those ports to Cebu. This option, also, was
 
not entirely satisfactory, both because of the high land
 
transport costs involved, and because "missing" a
 
shipping connection at Nasipit meant high perishable
 
commodity spoilage and loss, since that port did not have
 
sufficient and appropriate storage capacity for such
 
cargo& (The LSRS did not have the opportunity to re
interview these shippers and consignees after a second
 
liner shipping operator had initiated services on the
 
route in 1994.)
 

'Theport of Polloc was not accommodating all of the cargo
 
traffic generated by its natural hinterland, partly
 
because of peace-and-order problems that caused shippers
 
in the Cotabato area tc prefer shipping through the more
 
distant ports of General Santos and Davao, and for other
 
reasons as well.
 

Despite the deregulation of rates on livestock shipments,
 
livestock shippers maintained that services had not
 
improved. In particular: (i) there were inadequate
 
numbers of livestock containers; (ii) many containers
 
that were available were in poor condition, and sometimes
 
collapsed in transit, thereby injuring or killing
 
animals; and (iii) weight loss in transit was the rule,
 
and stemmed in part from inadequate water supplies
 
provided by the operators, as well as from poor adherence
 
to service schedules (the latter was a problem since the
 
feed supplies for livestock consignments were based on
 
the anticipated lengths of voyages). Shipping operators
 
countered that some of the transport inadequacies for
 
livestock were being caused by the shippers themselves,
 
viz: (i) livestock shippers had been mooting for years
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the possible conversion to shipping chilled carcasses and
 
processed meats instead of livestock, and this
 
uncertainty regarding future levels of livestock
 
shipments deterred shipping operators from investing in
 
new livestock vans; and (ii) many shippers tended to
 
overstuff their hired livestock vans, thereby ensuring
 
that some number of animals would have little or no
 
access to feeds and water during the voyage (large
 
shippers of livestock were not doing this, but smaller
 
shippers and even an association of livestock shippers
 
admitted to the LSRS that overcrowding of livestock
 
containers was a common practice).
 

Passenger Services
 

LSRS principal findings in regard to liner shipping passenger
 
services provided to Southern Mindanao are:
 

At Davao, passengers expressed themselves as being
 
largely satisfied with services, noting that both
 
operators serving the Davao-Manila route had introduced
 
larger and better vessels on the route than those serving
 
the route two years earlier. Passengers indicated that
 
the operators closely adhered to schedule and showed
 
adequate concern for safety, as well as having good space
 
reservation procedures and boarding procedures.
 

Not only were the shipping operators at D&vao competing
 
with each other for passenger traffic, but the bus/ferry
 
travel option between Manila and Davao was highly
 
competitive with sea transport in terms of both time and
 
cost.
 

Port facilities at Davao's Sasa Wharf were found to be
 
unsatisfactory for passengers, as there was no sheltered
 
waiting area. PPA indicated to the LSRS that it was
 
planning to construct a passenger terminal at the port.
 
The matter was becoming urgent in 1993, as passenger
 
traffic at Sasa grew by slightly over 40 percent from
 
1992 to 1993 (such a rate of traffic growth reenforces
 
the survey findings to the effect that passengers were
 
finding liner services to be satisfactory).
 

At General Santos, passengers expressed satisfaction with
 
several aspects of services on one vessel serving the
 
route to Manula, but were much less pleased with the
 
quality of service of the other surveyed vessel.
 
Passengers complained of lack of adherence to schedule,
 
of lack of concern for safety, and of poor baggage
 
accommodation.
 

At Cotabato/Polloc, passengers were satisfied with most
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aspects of services .eing offered, but a large majority
 
complained of the unreliability of the service, as Polloc
 
was sometimes being "skipped", in 1993, by an operator
 
serving the route to Iloilo and Manila.
 

Despite the general adequacy of capacity for passenger
 
accommodation at all three ports of Southern Mindanao,
 
congestion reportedly was still occurring during the peak
 
season of travel. On the basis of 1991 traffic
 
information for Manila-Southern Mindanao routes, the
 
Manila-Davao route had the least pronounced peak period
 
of the three routes, with an average traffic inde-: during
 
April-May of approximately 50 percent above the average
 
month. At General Santos, traffic during the same period
 
was double the average month, and around 150 percent
 
higher than the average of the other ten months. The
 
Polloc peak period was May and June, when the index
 
averaged approximately 70 percent above the average
 
month.
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2. MINDANAO LINER SHIPPING SERVICES
 

Introduction
 

This chapter is for the purpose of identifying franchised
 
liner shipping services to principal ports of mainland Mindanao
 
(excluding only the principal mainland ports of Zamboanga and
 
Pagadian, which are discussed in Volume VIII of this LSRS Final
 
Report). The chapter also discusses the passenger accommodation
 
capacity of some routes connecting Manila to Mindanao ports. Cargo
 
capacity is not similarly discussed because there is insufficient
 
information in MARINA records on the bireakbulk, container, and
 
rolling cargo capacities of vessels. Routes connecting Mindanao
 
ports to ports of the Visayan Islands are also not discussed in
 
this chapter, since these are discussed in Volume VI of this Final
 
Repor,..
 

Mindanao north coast services are first discussed below, and
 
then the franchised services to ports of Southern Mindanao are
 
discussed.
 

Mindanao North Coast Shipping Services
 

Shipping Operators, Routes & Vessels
 

Table 2.1 indicates the liner shipping route franchises for
 
routes between the island of Luzon, mainly the Manila North Harbor
 
(MNH), and ports of the north coast of Mindanao. The table also
 
indicates shorter-distance shipping services to ports of the
 
Mindanao north coast. The franchises shown in the table are those
 
which were in force as of April 1994, and include Special Permits
 
(SPs) and Provisiona! Authorites (PAs) with expiration dates beyond
 
the end of 1994, as well as including the longer-term Certificates
 
of Public Convenience (CPCs). The information presented in the
 
table was taken from the first Annual Domestic Shipping Route
 
Inventory (ADSRI), which was the product of a joint effort of
 
MARINA and the LSRS in July 1994. (In November 1994, the LSRS is
 
aware that there have been a few additions to the franchises listed
 
in ADSRI, and in Table 2.1, but fuli information on the changes
 
will only become available when the second ADSRI is produced in
 
1995.)
 

Most of the liner operators franchised to serve MNH-Mindanao
 
routes are members of CISO, and only CISO members provide passenger
 
services on the MNh-Mindanao routes. These operators and the
 
services which they are franchised to provide, in 1994, between
 
Mindanao north coast ports and other ports, mainly the MNH are:
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TABLE 2.1
 

LINER SHIPPING & FERRY VESSELS FRANCHISED TO SERVE PORTS OF MIUNDANAO NORTH COAST, APRIL 1994
 

OPLRATOR PJAX SERV CV FRAkNCHIEFD NO.0 F ROUND iEss. ANNUAL PASS.
VIESSEL NAME, GRT CAP TYPE ROUTE TRIPS/YEAR CAP/V YG. LEG 

ABOflZSHIPING CORP.-
MV A MEGACARRER - 11 8 ____- CONMAfrtER MNA-CEBU-BGO-CD0R-CFWbi4NLA__________ 

-

KV A SUPEPYERY -I 4,511M0 2071 PASS/CARGO IA-11O1-MNIA-CDOP.-bAlA 5 
MAVA SUPERFRRY -11 11,40&16 2S32 PASSICARGO )MLA-CEB-SAO-CEBLt-ItA-CEBUCDCR-CBU-MNLA s0o2.6( 
MV LEGASPI 2,047-61 893 PASCAG IqA-D)MGT-IfrUA-OP.MC-SOGAO-OR-MC-MNLA 5851,794 

CAL GOTHONG LINES, INC. _______ 

MV OUR LADY oF AKITA PS/AG -DR3T-DRM1.1t-AL
 
MV OUR IADY OF HOPE 1,4.7 __PSS/CAkRGO BM-CBU-2AS*IlG-CORCEU-AA_____ 

XV OUR LADY OF THE RULE - PASS,/CARGO- CEBUCDORCtR-CDRCEU-CDORGCNA-(cDOR-c1mu-


CERIOLA MlARNE. INC. _________ _____________________ 

)AT PPCE CHRLSIAN ALBEkT V O4 AG EUMI*ETSA-VOSA-2U 
CHUA. SUSAN L _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 

UL GER&lD 2216* ___PASS/F!RY DP-ODP 
_ _ _ _ _ _ 

CTRaLAl8 VICENTE ___ ___ 

-ML EbmmmNE 7.28 40 PASFRYDL-GODL -30-14.00 

FSCANO LINES, INC. ___ _ _ _____ _ _ _ _ _ _ _ 

xv iaOWA 4.1 GEN. CAROO AChJSA-~UMI 
_ _ _ _ _ _ __ _ _ _ 

MIALEALTAD 9MiC2 __GEN. CARGO &NACElJIU-l-D0R4KLA 

MVMOHICAN 
 1,143.0 GIN4. CARGO MA-CMJU-S&rAO-BLTrU-mNLA__
 

LORENDO, ANTONIO B.__________________
 

LCT A2NIONIO J. 152.16,__ ROP.O FERRY TBOD-TNOE-ThOD 
GEORGE & PETER LINES INC. ____ ________________________________ 

MV DON VICrOIRIANO 35M8 310 PASS/CARGO CEBU-DOTE.DPLO-IUG3-DPLO3-DGTh-C EU Sol __5___ 5__
M)V DORA IIAONTA 241.85 164 PASS/CARGO CBU.LENA.DGTO'l.UUJA.DPL.-DGT-MUL14A-.DOFLrNAnIGPRDL-TaLC Sol 8,20

IUOSDEL.ESCANOO NC.--- - - - - - - -- -
MV MAGALLANIES ____ T~~~CORMUJNIA 

--

-4____ 
- 

-_-_-_-__-_-_-_
 
MV PESCANO PAC]FIC 31E,2.0CARG }LA. UCEOR4L1ZG-MIA----------------------------.---
MV RAJAH SUIMAN___ N.D. MUACBY-CEBU-BtrU-BYG(-MNIA._____ 

--

MV SUIA0 6MSC(3 -- 2751 PASS/CARGO INA-CEIU-S&rAOBtrUCBU-MNA 58- 13,95
OGRENZO SHIPPING CORP. -- -_______---__ -__ -- ---- ----


GE. 

MV LORCON LUZON 7CONTAINE. IA.-DVAO-DOAS-MNLA 

Mdv LOP.CON )a 1,.109.04 COINTA~iN MNA-CDO-MlvlA
 

MV CAGAYAN DORO EXPRESS 0L] CARO CORl-IA -J 

RGios RAy. CO- - -C-- -- -- -- -- -- -- -- ----- -- ----

XV STA. ANA------- 6,130-57 -2106 -PASSICARGO MNUAL401-DOR.OI-MNLA.LOI.WUA --------------------- 58- - 1248 
MdSSAN PAOLO ____ PASS/CARGO LJ-D BCD-CORa-CL3)-NZol-lJJWlA. 

RY TAMULA & SONS WW[GIN 
RE 90D3[FLIPA ___PASS7PRRY BAlN24.BpA____ 

MV RUPERTO, SL 229-W 153 PASS~fMRV CDOR-BNO3I-CEBU.-BNON-Cl>OR------------------------------50 
____ 

7.650 
MV AMTHU 12y.86 4E flO4SBOD-O2bIS-B1BG 00317100-- 53;& PASCAG 

-ML DM A ISABEL PASEY KLBCOZMS-TlB0n.O22dS-=Go 
ML MILY- C4.09 362 PASS/CARGO KBC- )ZM~S-7B0D-OZMTS-KLG 700 233^40 
ML MIY 719M3 270 PASSIFMY ELBJOOMS7OD-o~bS-BG.OZMSTBOD-23--OZ0321D.iO 700 18900 

ML BANUE S171 20 ASS/FflR1Y XIC-2S'O-2r-lGOM~)DOM-ak)oM-mKZ 700 1404M0ML DONA ANTOND4A 99-911 326 PASSFEMY 023dSIGZG-OZM-TBOD-OZS-KB-O2hS.ThO-O7'r-cuo-z'l 70D 228,27W 
ML IMLY 36.2' 10 PAS/CRG OZMSI(-KLGZMSTO-Z-U-OaIS-OzSKh.TI.TO-OUS-KuLB-02dS 700 70j=0

NC. ASCAG ---- - - ---------- - - - - - -----SuLPlao LINiS, 

MVDIpoLooppiNo 3- 3,7M&I 1650 PASS/CARGO MNLA-TG3L-DPLGr-MIO-CE1/-ILIG-DPLG-TGEL.MNIA 5D 
KV FWDPIAS PRINCESS; 13,705M3 29b0 PASS/CARGO CEB13 MNA CEBU SGAjO-DV kO-SGAO-M2U 59 171.68 
MV ILOILO PRINCESS PASS/CARGO _IMNADOZORSCEBU:OZMOSCDORDOT.V4IUA- -
MV PAIAWAN PRINCESS 1,9-7 -7051 PASS/CARGO MlILA-C13NLANSAO-NsT-sOAO,-MASN 

- - 

i aBNMM~A - ---- SO 33,250 

http:ELBJOOMS7OD-o~bS-BG.OZMSTBOD-23--OZ0321D.iO
http:1,.109.04
http:30-14.00


- -- -- -- ----

TABLE 2.1
 

(coudtmie4)

LINER SHIPPING & FERRY VESSELS FRANCHISED TO SERVE PORTS OF MIUNDANAO 
 NORTH COAST, APRIL1994 

OPERATOR 1VIU~- PA MA~hNCIMSFI NOW0FRTJ S ANNUAL ?~kVZSSEL NAME GRT CAP TJYPE ROMI TRIPS/YEAR CAPJVM. Iz 
XV SUAIM COYTAD4!P. - V 2,1M50 __ CONTAflDU' INLA ILOI-CMU-C)ORMjNL

XV SULFXC ') CONTrAfIN - VII 1,030.4 CONTAINR MLA-CDO-MANIA
 

Jmd--- v-m ai 9LBRfLJpo-u ----

)EV SULlCOi 2,677-59 CONTAINEP _A-DG -DPfL-ZLS-MANlA~-

Mv sulcm~-fl -3,501M~T I_ CONTAMIR~ LNLA-D~3T-O2M3*WlaA
 

UL 3'IICIS OF DAPA - lY _____O!N. CAPGO 0 .PAOAO-DAP 

3M SUPl43AO EXCPRESS ___ N.D. DAPA-SGAO-DAPA
 
%I LINS IKC.--

MV____________ 

__--

CEB7 PASJCA.O ILA-DMOr-DORDMO'r-frldkASB-d-)A5

XV I)ORAVIROIN 2,499.5A 2122 PASS=4RG0 )0A-DqM-CD0RDO .1 -APr0P4DA 
4 

W016.100VIRGNIA2,499.5.4 2122H PASCRO AD0--CDR-DGTE.1qlAN3PT-NL4 
___ 58 WX.06MV UGAN CrrY -1,505.35 571 PASS/CARGO CEB MCB-ZE-GKA OCB -U-L00M-EU0K-M 23,550MV WSAMIS OCCDENTAL 8(W0 PjACRGO1 MNLADPLO-IOC-IZ-DIGW-IMk1 54,

MV TAGBLRAN CrrY PASSICARGO MIA-DOM-COO-TBL-CoR-DrE.19or 

MV Wl.CO~.f 
--- *----------------

MV WLCON -vi 1,969.761- CONT-AMME - F-CBt-ABTW

K MW CON -vE - - -5 l CONT.ADaE rlmA-Doi7E-CDof-La-DG ~4 . --


V,-4; 4--
-

Reftnce: Amad,D~ruestich SWp~g Rmme IiwenicI7(ADSRI). 
- 

http:1,505.35
http:2,499.5A


- Aboitiz Shipping Corporation. Aboitiz is franchised to 
serve the Mindanao north coast with three passenger/cargo 
vessels, including two of the company's "Superferries". 
Both of the latter two vessels are calling at Cagayan de 
Oro, in 1994, and are sometimes docked at the port at the 
same time, one arriving from Cebu and the other from 
Manila. One of the Superferries and the Aboitiz vessel, 
the MV Legaspi, are serving the port of Surigao on routes
 
out of MNH, with intermediate ports-of-call being Cebu
 
(the Superferry) and Ormoc, Leyte (the Legaspi). Aboitiz
 
is also franchised to serve the MNH-Cagayan de Oro route
 
with one of its containerships.
 

- Carlos A. Gothong Shipping Lines. Gothong is franchised 
to serve the Mindanao north coast with two 
passenger/cargo vessels and a containership. All three 
of these vessels have Cagayan de Oro as a port-of-call. 
One vessel provides Cagayan de Oro with service 
connections to both Manila and Cebu, a second is plying, 
the Cebu-Cagayan de Oro route, with an occasional 
intermediate call at the Bohol port of Jagna, and the 
third is operating out of MNH and serves Nasipit (the 
principal Butuan City port) as well as Cagayan de Oro. 
This last vessel is the MV Our Lady of Akita, Gothong's 
newest vessel in early 1994. 

- Escano Lines. The company is franchised to perform only 
cargo services to the Mindanao north coast, and each of 
the three general cargo vessels which is franchised for 
these services calls at Cebu, from the MNH, and then 
calls at two ports on the Mindanao north coast. Two
 
vessels are franchised to call at both Surigau and
 
Nasipit, and the third to serve both Cagayan de Oro and
 
Iligan.
 

Hijos de F. Escano. The company is franchised to serve
 
the MNH-Cebu-Surigao-Nasipit route with a passenger/cargo

vessel, and has three other vessels franchised to perform
 
cargo services between MNH and Mindanao ports, each with
 
intermediate calls at Cebu.
 

Lorenzo Shipping Corporation. This company has two cargo

vessels which are franchised to serve the Manila-Cagayan
 
de Oro route, without any intermediate ports-of-call.
 

Negros Navigation Company (NENACO). NENACO is hemeported
 
at Iloilo, but nevertheless has two passenger/cargo

vessels which are franchised to operate from MNH to
 
Cagayan de Oro, with intermediate calls at either Iloilo
 
or Bacolod.
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- Sulpicio Shipping Lines. The company has four
 
passenger/cargo vessels franchised to serve the Mindanao
 
north coast out of the MNH in 1994, with one of these
 
vessels, the MV Filipina Princess, extending its service
 
to Sasa Wharf at Davao City (in terms of ORT, this vessel
 
is the largest in Philippine interisland shipping
 
service). The other three passenger/cargo vessels serve
 
the Mindanao ports of Dipolog, Iligan, Ozamis, Cagayan de
 
Oro, or Nasipit. Five of the company's containerships
 
are also franchised to serve one or two Mindanao north
 
coast ports operating from Manila, and three of these
 
have intermediate calls at* one or two ports of the
 
Central and Western Visayas.
 

m 	 William Lines. The company has five passenger/cargo
 
vessels franchised to serve ports of the Mindanao north
 
coast in 1994. The MV Dofha Virginia is the vessel
 
identified in chapters I and 3 as having exactly the
 
service schedule which Cagayan de Oro shippers of
 
perishable commodities preferred. Table 2.1 shows this
 
vessel as having two valid franchises, as it was in the
 
process of being shifted from Manila-Puerto Princesa
 
service, in April 1994, to permit it to serve the port of
 
Nasipit, in addition to continuing to serve the MNH
 
connections to Dumaguete, Negros Oriental, and to Cagayan
 
de Oro. Two other passenger/cargo vessels are franchised
 
to serve Cagayan de Oro; a fourth passenger/cargo vessel
 
serves the MNH connections to Iligan and Dipolog; and the
 
fifth passenger/cargo vessel is serving the Ozamis and
 
Iligan connections to Cebu.
 

Table 2.2 indicates the 1992 cargo traffic by month between
 
the Mindanao north coast and the island of Luzon, as reported by
 
shipping operators to MARINA. The table is being presented here
 
mainly to give an indication of the extent to which franchised
 
routes were, in 1992, being regularly served. In this connection,
 
principal points from the table are:
 

Only three passenger/cargo vessels, the Dofla Virginia,
 
the Sta. Ana, and the Our Lady of Lourdes, served their
 
routes throughout the year, without deviations to other
 
routes.
 

The Misamis Occidental served a portion of its route
 
(Manila-Iligan) for eleven months of the year, but
 
shifted from serving Dipolog to serving Ozamis, as the
 
other north coast port.
 

The Superferry I served the Cagayan de Oro-Manila route
 
for eleven months of 1992, but extended its services to
 
Surigao for two months, on what appears to have been a
 
"trial basis".
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TABLE 2.2
 
CARGO TRAFFIC ACCOMODATED BY LINER VESSELS BETWEEN THE MINDANAO NORTH COAST AND LUZON. 1992
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(Continued) 
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TABLE 2.2
 
CARGO TRAFFIC ACCOMODATED BY LINER VESSELS BETWEEN THE MINDANAO NORTH COAST AND LUZON, 1992
 

(I"RJMCHI'tONS)
 
(Continued) 

............ ivi j. 	 , 0
-jui....... 

IN1A7-.D 1 	 C8, 6, 72I 3,040 14.106 4170" 

I-7- 2=-,203! 2,203 2,20: 
---- -_ -------	 _
I i 	 14 10 10,2 03 11,03

--------- ------------ - -.
- .	 . .----------.-- 6,W,03oN-vm 

K. 	 l.,l , Tc,1 -[ 114271 3,690fl017jl5040" 6,2&-,4| 9780L 21.1851 10.935 2 145,1 13,19 

i- teipui ig u "Villiam Lities indlclrv buth cubic.mcci xuf ct gu wid Ot€ ut:U ic Lugs cugitw sve (asatutecatgu,TARINA, u uafit 

3o the LSRS e, only the cubic mctcr totals as the estimated total frclit tons.
 

Source: 1992 Annual Report submitted by liner Wipping operators to MARINA 
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Three other passenger/cargo vessels served all or some
 
portion of their routes for eight or nine months during
 
1992.
 

Only four containerships, namely, the Wilcon 1, Wilcon II
 
and Wilcon VIII of William Lines, and the Our Lady of
 
Hope of Carlos Gothong Lines, regularly served a route
 
for ten months, eleven mouths or throughout the year.
 

No general cargo vessels regularly served their
 
retspective routes throughout the year.
 

The cargo traffic figures for three vessels of Aboitiz
 
Shipping appear to have been overstated for the first two
 
or three months of 1992.
 

Route Capacity Analysis
 

The annual passenger accommodation capacities shown in the
 
final column of Table 2.1 are the capacities that would be
 
available on the individual routes if all of the vessels franchised
 
to serve those routes, until sometime beyond the end of 1994, were
 
dedicated to serving the individual route. A number of liner
 
vessels (although fewer passenger/cargo vessels than general cargo
 
vessels or containerships) operate over two or more routes, during
 
a year, so that actual capacities on liner routes ars frequently
 
less than the theoretical capacities.
 

Table 2.3 indicates the annual totals of passenger traffic
 
reported by shipping operators to MARINA for the years 1991 and
 
1992. The following points can be made on the basis of information
 
presented in the table:
 

The passenger traffic on the Cagayan de Oro-Manila route
 
increased substantially from 1991 to 1992. Instead of
 
the Sta. Ana and the Dofla Virginia experiencing
 
diminished passenger traffic, in 1992, as a result of the
 
advent of Superferry I operations on the route, both
 
vessels experienced sharply higher passenger traffic,
 
while the Superferry I was accommodating incremental
 
traffic of more than 106,000 passengers (two-directional
 
total). The three vessels have a combined capacity for
 
6,180 passengers, and once-a-week service on the route,
 
over an average of 50 weeks a year for the three vessels,
 
gives an annual capacity of 309,000 passengers per
 
direction. This is well over twice the annual 1992
 
traffic in the "heavy" (northward) direction. Moreover,
 
the Superferry II has now replaced the Superferry I on
 
the route, thereby increasing the annual passenger
 
capacity by approximately 23,000 passengers per
 
direction.
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Table 2.3
 

LINER SHIPPING PASSENGER VOLUMES BETWEEN MANILA & M]NDANAO
 
NORTH COAST PORTS, 1991 & 1992 

ROUTES & mulifi? 

.---.--..}N...............---- 3 m V - -----..--------. *--------- -____, _______ 

BUTN .N OUR LADY OF LOURDES 47,62 

SURIGAO PRINCESS 892 

CDOR MIA ABOITIZ SUPERFERRY - 1 155
51,516

DIPOLOG pRINCESS 
- - -. _------------_ --

48,015DONAVIRGNIA31,343 
1 

S............. ................ PALAWAN PRINCESS
........... ................
OUR LADY OF GUADALUPE 162 468 

- A+ANA 16,949 24,028 

SIt.C1ON -V 34
 
CDORICI CONZSUETINR - 1 5470 

DORA 'VIRGIA 22,76 34610 

OUR LADY OF FATItA 435 

PALAWAN PRIs _S 800 2,,Z72 

STA. ANA 
SULCON - V 

1_,365 
I! 

.20769' 

................ SUIUCIO CONTAINER - XV 7 

DP,G MNLA DIPOLOG PRINCESS
MISAMNS OCCMDENTAL 10.187 

3 9__23
_i 

------------------- PALAWAN PNCESV 5.274 .19,249 
SULON -V 23 

SULCON - VIII 25 32 

'__SULPICIO CONTAINER - IV 15 

MNLA DPLG DIPOLOG PRINCESS 3,862 

MISAMIS OCCIDENTAL 7,622 5,421 

PALAWANPRINCESS 4,976 11,066 

_ULCON -VIII 9 

IUG -- MISAMIB OCCIDENTAL 18,239 12,961 

SULCON - VIII 21 9 
SULPICIO CONTAINER- XV 4 
TACLOBAN CI1Y 1,152 

MN.A Ii TTG1AN CIY 

MISAMIS OCCIDENTAL 
73 

18,793 17,812 
SULCON -VIII 4 
TACLOBAN CITY 949 

OZMS MNLA CEBU CITY 10,516 
I DIPOLOG PRINCESS 535 

MISAMIS OCCIDENTAL 7,838 
PAIAWAN PRINCESS 935 1,294 

SULCON -V 1 

TACLOBAN c1 13,806 17759 

MNLA OzmS CEBU CITY 14,414 

DIPOLOG PRINCESS 287 

MiSAMIS OCCDENI'AL 8,63 
PALAWAN PRINCESS 438 871 

SULCON -V 1 

ISULPICIO CONTAINER -IV 2 
TACLOBAN CITY 14,469 20,96 

SGAO MNLA _LEGASPI 13,600 

SURIGAOPRINCESS 991 
SGAO L.EGASPI __15933 

SURIGAO PRINCESS 8__785 
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Passenger traffic accommodation on the Butuan-Manila
 
route was dominated by a single vessel, in 1991-1992, the
 
Our Lady of Lourdes. This vessel has a capacity for
 
1,824 passengers, which means that the annual capacity is
 
about 90,000 passengers per direction, when the vessel is
 
operating just one round-trip per week. The capacity was
 
more than adequate to meet annual demand, except that
 
once-a-week service is not satisfactory for either
 
passengers or shippers.
 

There was competition between two operators on the
 
Surigao-Manila route, in 1992, although during five
 
months of the year one or the other passenger/cargo
 
vessel was not performing services on the route (see
 
Table 2.2 traffic information for the MV Legaspi and the
 
MV Surigao Princess). The two vessels have a combined
 
capacity for 1,986 passengers, which translates into an
 
annual capacity of slightly under 100,000 passengers per
 
direction, with an annual average of 50 voyages per
 
vessel. In 1994, the two vessels serving the route are
 
the Superferry II and the Filipina Princess, with
 
capacities for 2,532 and 2,960 passengers, respectively.
 
With once-a-week service, the annual passenger
 
accommodation capacity on the route is approximately
 
225,000 per direction. This capacity is roughly nine
 
times the 1992 traffic level. Not all of the capacity is
 
available for traveling for the full distance between
 
Surigao and Manila, however, since Cebu is an
 
intermediate port-of-call. Nevertheless, considering that
 
capacity on the route more than doubled from 1992 to
 
1994, there should be no passenger capacity constraint.
 

Passenger traffic accommodation on the Iligan-Manila
 
route was dominated by a single vessel, the Misamis
 
Occidental, in both 1991 and 1992. That vessel has a
 
capacity for 857 passengers, which translates to an
 
annual capacity of approximately 43,000 passengers per
 
direction with once-a-week service. Traffic declined on
 
the route in 1992, as compared to 1991, and there is a
 
good likelihood that diverted Iligan passengers
 
contributed to the substantial growth, discussed above,
 
of passenger traffic at Cagayan de Oro. In 1994, William
 
Lines no longer has a monopoly on this route, as
 
Sulpicio's Dipolog Princess is serving both Dipolog and
 
Iligan. That vessel has a rated capacity for 1,650
 
passengers. Thus, passenger capacity on the route has
 
risen by nearly 200 percent from 1992.
 

Vessels of William Lines also accommodated most of the
 
passenger traffic between Ozamis and Manila, as shown in
 
Table 2.3. In 1994, however, the Iloilo Princess of
 
Sulpicio Shipping Lines is providing competition to
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William Lines' vessels on the route. (William Lines was
 
still employing the MV Tacloban City in February 1994,
 
when the LSRS passenger surveys were conducted for the
 
route, but that vessel was no longer holding a franchise
 
for the route in April 1994, and accordingly is not shown
 
in Table 2.1. The Tacloban City had accommodated more
 
than half of all the passenger traffic on this route in
 
both 1991 and 1992.)
 

William Lines and Sulpicio were competing on the Dipolog-

Manila connection in both 1991 and 1992, as the Sul-picio
 
share of passenger traffic on the route rose from
 
approximately one-third to two-thirds. Total traffic
 
accommodated grew from about 28,000 passengers, in 1991,
 
to nearly 39,000 in 1992.
 

Figure 2.1 shows the interisland liner shipping and ferry
 
connections from Mindanao north coast ports in 1993-1994.
 

Southern Mindanao Shipping Services
 

Shipping Operators, Routes & Vessels
 

The six CISO members which provide liner shipping services to
 
the ports of Southern Mindanao are identified below, and, their
 
services are summarized. Table 2.4 provides details on services
 
and the vessels which are employed. Figure 2.2 Indicates the, liner
 
shipping routes serving Southern Mindanao.
 

Aboitiz Shipping operates two containerships, both of,
 
which are franchised to serve both Davao's Sasa Wharf and,
 
General Santos' Makar Wharf from MNH. The company serves
 
the port of Polloc, near Cotabato City, with the MV
 
Superferry III. In February 1994, when the LSRS
 
conducted a passenger survey of the MNH-Davao route!, the,
 
Superferry II was serving Sasa Wharf, but the vessel was
 
not holding a franchise to serve that port in April 1994.
 

.Lorenzo Shipping serves Southern Mindanao with two
 
containerships, each with a capacity for 406 twenty-foot,
 
equivalent units (TEUs). Both of the Lorenzo vessels
 
serve the ports of Davao and General Santos.
 

Solid Shipping Lines employs six containerships and a
 
general cargo ship to serve Southern Mindanao. A11 of
 
these vessels operate simple routes, calling at either
 
Davao or General Santos, and then returning directly to
 
MNH. At Davao, the Solid Shipping vessels call at the
 
private port of Terminal Facilities and Services Company
 
(TEFASCO), rather than calling at the PPA port of Sasa
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FIGURE 2.1
 

• 	 NORTHERN MINDANAO LINER SHIPPING AND 
FERRY SERVICES 1994 
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TABLE 2-

FRANCHISED VESSELS C:ALLING SOIThERN MIINIANAO PORT, APRIL 1994
 

[OPE~rAtR PA.x 'rio SERV. FILANCIUSED 
IVESSl, NAME ORT CAP CA.P. TYPE P0 cJT 

NO. OF RO0UND VESSEL ANNAL 
TRIPSIITEAR PA4X CAP.VYG LEG 

03 

KMVA MEGACARPIER -1I 7,251:00 500 CON TADfEk btL4,DVA0-DGAS-ZbGA-MNN________________ 
KV A SUPERCONCARRIEP. -1 4,73:. 3C -330 C'ONTAUiER WNLA-DVAO-GESA-MNlaA 
MV A. SVEPERRYI - Mt 5,835.95- 2,0656 PASS/CARGO IANL.rDmQT-RO)AS-DMGT.)IflUA-ZBGAk-CTBT.ZBQA.MCL4 

ALENTfLX LINiES, NC.___ 
MlS ALEN'ER.-I - PASSCARGO Dvozr-)T-El-UPIO1MNAIIP-PCB.GEZ.ADA 

BAIENARIN COSAIN ____ 

RM NORBAINA ______P TB-ffL-CB 
BIXUAII, DATU X. 

UM IDdBAYAN. - V __ 34-32 49 PASS/CARGO CTBr-K~l4S--BT _ ____________3!0 

WBiRUAI, HWI LUCAS P.I 
UM CAROLYN-1 5 1.70 110 PAS-S/FERRY CTBT-ICLMS-C-TBT _______________3501 

CAROLYN.-M 27.41 PASS/FERPRY CBT-LBAK-Fa4S-LBAK.CThT-K-IS-C-TBT-aMS-LBAX.CTT___ 

BULUAR. HA.DJ ZAINAB 
W- PARMIA - I ND TTPD4-B 

NM PARMlA -VI ___PASS/FERRY CTBT-PGDN-CTI3T ___ ____________ 

RLAH, SALEM . 
NM NOROUIfrA ___PASS/CARGO CTBT-&ULEACTBT_____________ 

BOXIDIOS, AFRICO . 
MB 2.AUR}2NCIA K.23 49 PASS/CARGO BABK-SASA-BAEK 

BOILDIOS, W"~CELINO___ 
Mll CASILAC-U1 9.7! 48 PASSICARGO BABrI.SASA.EABK 

BORDIOS, PEDRO 
mm ZYRICK :.9! 30 R_ASS/CARGO BAD~tSA3A.BABK 

C:A. GOU*ONG LMNE", INC. ________________________ 

MV OUR LADY OF HOPE 2,36&.90 136U PASS-ICARGO biCL4.CEU-OfLSIG(-MfOR-CEBJ-NL4, 
WVOLR LADY OF MI1. CARM 7-103.04 M4) PASS/CARGO CEBU-PLMP-CMhU 02ZS-CEBU-OZMS-CEBU 

ZCERiOLA MARDU. INC. !Em _ 

Ul PRIIICZ CHRItI ALZER1 V___ GEN. CARGO CEUbM-EUSA-VOS3OCB 
CUH.L4N, VICMME _ 

um DI~ANr 7.2 401 PASS/CARGO DA~r-SS-BE 
UIIO1 S. GOD5HPG.LlUMt 

KV DORA, ANA ___ND. lLNL4-CEBU-DVAD-CEBUMNlN. 
MIST.AQUA SIII!1'G CORP. 

KV VICTORIA - 1 498-2 _ PASS/FERRY CTBT-PCIN-M(GA-CTBT-KLM4S-MLIK.GSACBT-TAEI-CMT.JESA.1,L_______ 

50 ___________ 

17.150 

3850() 

_____ 

350 17.150 

350 116,300 

350 10,50D 

350 14,000I 

ML flAI SARAH A. PEkDATON -_ _ - - PASS/FFRRY CTDT.MLBA-CT"BT 

b% NRA14RAHPASS/CARGO CThT-bnZA-CTBT 

MV SULTANA TRANSPORT -11 135.38 192 PASS/CARGO CTBT-ZBGA-CTBT-ZBaA-CTBr-ZBGA-CTBT 
MV SULTANA TRANSPORT ___PASSICARGO PDNCTBT-ZBDGA.CIBTI-rM-.LACTTZ.JACTT.PU3DN 

50 9,600 
_____ 

Mv LORCK LUZON 7,507.32 _ 4)6 CONTAIKER btNLA-DVA-DOAS..rL 
KV LORCC!K UMANAO 7,505.32 *)6 CONTAnImE lLXA.2GA-DGAS-DVAO-M2CA 

RADERA. ASIAXCO_ __ _ _ _ _ __ _ _ _ _ _ _ _ _ 

M13 ROSIZE-H 3.91 PASSICARGO jBABK-SASA-BAB1K 



TABLE 2.4
 
FRANC3MSE VESSELS CALLING SOUTHERN MINDANA.0 PORT, APRIL 1994
 

OPEATOR PAX Till SRV. EJUNJOUED 
VESSEL NAME GT CAP CAP. TYPE ROUTE 

MIRCANTXLE LU EMA, INC.____ 
ALV PEACE 59&.00 __ _ GEN. CARGO CTTCEU 
MB PI1OSPERrrY 249.00 GE_WN. CARGO CTBCEUCARKWAN-ADOAS LA-WANSCARCEBUCThT 

NO. OF ROT'D VESSEL MINAL 
TIUPSlMAR FAX CA..WGLEG 

________AD(A-MAKANSNCCBUCB 

Ma ALFA MARINE ___ ___PASSIF7MRY CThT-W6R-CTh'r 
NORA TRANSPORT. INC.,___ 

bM NOROLHAYA 402-4 9 PASSIERRY CTTCL 
UL SAE[IDAUXI 33.20 49 PASS/FERRY CrTT4E.K-XLU-QE-SA-KMS-CMhT 
ML NORAIL -I 9V.44 227 PASS/FERRY CTBT-PCI)N-CMhT 
M NORANN.A 92.07 190 PASS/FERRY CT3T-PCIDN-CTBT 
ML NORHMNVA 115.43 354 - PASS/FERRY CTBT.P N-CTr 
14L NORORRAHMA&N 119.5! 285 PASS/JERRY CTBT4PON-I)-MBUKCHSA.MBUKErrIS..PoDN.CrBT 
bM NORA - U 68.02 20D PASS/FERRY CrTPINZG-TIKA&MB-EA=-AIM-S-
ML NOMIAMA 55.22 64 __PJASS/FERRY Cr~-CD-BACEIEASIZ-EATB-FAkZ-lvsC 

________B-(N-BIAM-TB-TB-BCAP50 2,950 
s0 2,450 

350 79,450 
350 C,500 
350 123,90D 
175 49.875 

so 10,00 
so____5 3,200D 

N%) 

PACMFC AWLED LINE, INC I_______ ___________________ 

KV D 1DSAR - A 374.00 __ _ PASS/FERRY CEU-TD(3MANLBJ.M-AT-I.LBJ.MODCCEBU -

REDULIJ, CMMIO L._______ 
MB AEDA S.W. 40- PASSJCARGO BABEK-SASA.EAl2______ 

RUMANDA, HAIDJI AB)ULAH __________ 

ML AIIDA - 1 44.66 49 __ PASS/fCARGO CTT-BDGCThT _________350 

m AaDA-fU__ PASS/FERRY CrBT-BLDG-CThT 
D M AMDA - IV 39.3! 49 - PASS/CARGO CTBT-BLBC3-CThT 

MV AMAAIG3KT ____PASSMFY PGD?4-CTBT.POD)N 
SALILAJJ. MONA T. 

bM CRUISEP~l- __E____ GEN. CARGO CTBT-LBAK-CThT 
SAI.ONGA SMOAA 

M MARINE -I ___ __PASSIFERRY CTBT4-MLE.A-CflT _____________ 

SEBASU&JJ SKIING CORP. ___ 

M4V PROGRESS ____N.0. CBT-ZBA-LI-PU.PZBCA.C-TBT 
SEET SHUIPIIG CORP.__ 

__ 

"V ISABEL 34.00 GME CAkRGO ETBPON.Z3.JLOL-BO-SMBAO-SLAJOW)ZBA-PJI)-ERT 
mv IQ BAy ____ 236.17 GEN. CARGO ;TP 

SOLID SWPUG W415, LUC_____________________ 
MV MABURAY (lEM.CARGO ML-VO12JA __________ 

MV MAUJ3AYA I,222. 60 GEIN. CARGO IVLA-6iESA-MNLA 
MV POLE ST AR 2,671.43 _ 110 GlEN. CARGO MNL4-DVAO-W~.IL -- -_____ 

KV SOUD)DOS t.479-.38 ___ 0 GEIN. CARGO hL\L-GESA1,4IA- - -

MVSOLID TEES, 947.22 50 GUN. CARGO RN"Lk-DVAO-M)LA__ ___-1-
MV SOI iG986.06 s__:3 (lN.CARGO )ANLCS.vNA -

Mv SPARKLES 2,730.00 1 30GU.CROMXDVOMA--- --- -

SULXIC1O LIMES, C.____ 
MV COTABATC MRNCESS 7,977.00, 2,145 120) PASS/-CARGO 4SCIIZOCfT.hAO:CMXLI~l ---

MV FUPINAS i 
3
RINC-13130523 2,916D 150 PASS/CARGO C~rU-1-r-U-SAO-%DVAOSE'OOCE-BU - ---MfV PRINES OF E FA3]C 49^.9E: ___PASSICARGO IUL4,O.3ADA.BA-lC1MLk --

WV SULCON -a% 11IV_ 3,2.4 2033 CONTAINER -K~ACE-VOCB.NA- -

W; SULCJN -M - - -- 3,82L.54 2) OTAINE NL4.-C:EE.U-ZBhGA-CTIl-CEBU.MNL-A- -- ---- -

____ ______ 

350 14.000 

17,150 

350____________S 17.150 

___ 

_________.BA-TK-rAOSA.JL-ZO.la)-TBI. 

- - - _ _ -

____ 

___- -

37 11:6,615 
5 4, 

______ 

_____ 



______ 

_____________ 

_____ 

TABLE 2.4
 
FRANCHISED VESSEL'S CALl-ING SOU)TIERN MINDANAO PORT, APRIL 1994
 

(CandaaeAi 

OPEIIATox PAX TKlT SERV. FI-NC1{1siz! NO. OF ROTN1) VESSLL A)ThUAL 
VESSEL NAME GT CAP *AP.- TYPE ROUTE TIiPAR PAX CAL.VVG LEG 

KV SULPICIO CONTADft11I 3,505.56 170 CONTARICER BL4.kILOI-CEBJ.2BCIA.C-TBT-DGiA ;JlaA_______ 
MV SULPICIO COINTAMMU - XV 2,93.44 135 M-N CARGO 3L\,!NBLA-G-CTBT-LDaAS-.1NLA ___________ 

fl1AM~-ASIA SHPG LMNE INC ________ 

14V ASIA KDREA 1 ,8421 1,019 PASS/FLPRY CEBU-ILOI-ZDG,3-GESA-ZBCiA- (LOI.CE .U _ _________58 !9,102 
VISAVAN EitANL CO., INC. 

AV GOVERNOR Me=T ___ PASS/CARGO CEBt-TILDO-M&ASN-SG)AOLB-M-L IDVkOMATI.1J-GAL.MASN.CE&J _____ ______ 

WILLIAMLDMS INC.___ 
MV )W=LON -I 4,210.28- 148 CONTARCEI1 1ON-kOI-DVAO-?&J1A __ ___________ 

MV WILCON .IV 3 578.& 1200 C1)NTALDffX 3LA-APILC-DGAS-bNLA ___________ 

KV WILCON _x 3,600.00 ___ 215 CONTAniER XZA-ILOI-ZBOA4.DJVAO4ThiA___________ 

MV 'WILCON -MI 4,566.94 _ 2501 C)NTIDR W\L4,.ThGADVAO-DGAS-MAL ___________ 

Reference: Annual Domestic Shipping Route Inventory 

http:4,566.94
http:3,600.00
http:4,210.28
http:3,505.56


SOUTHERN 
FIGURE 2.2 

MINDANAO SHIPPING SERVICES, 1994 

* MISA MIS 
OCCIDENTAL 
OROQUIETA C OAYAN DE OR 

GINOO 
MISAMIS 
ORIENTAL 

AGUSAN DEL SUR 

LIANGA BAY 

ILIGAN DAY -INATUAN 
BAY 

IL--AN 

ILLANAaAY LV 

OZAMIZO 

TANOUS @' 

'aRC0LAVA 

DEL NORTE>A ( 

AAO 
DEL SLUR 

BUKIDNON O A 

ILLANA BAY 

MLTAGUJMMANILA 

CENTRAL 
WESTERN COTABATOC 
VISAYAS 

.M I N D A N A 

NORTH 
COTABATO 

0 

DAVAO CITY 

D A V A 0 

DA VA 0 
ORIENTAL 

RESA BAY MAGUINDANAO 

DIGOS 0 
TAGADULI 
BAY 

MATI 0 
MAYO BAY 

PORT LEBAK 
SULTAN 
KUDARAT 

< 

* 

TUNA BAY' 

SOUTH CO TA BATO 

DA VA 0 
DEL SUR 

VISA rAS GEN. SANTO OALABEL 

SITE 

Ge4NI STRAIT 

MINDANAO SEA 

10 



Wharf. The vessels carry mostly containerized cargo in 5

foot and 10-foot containers. Prior to 1993, Solid Lines
 
served only Davao, but three vessels now serve General
 
Santos and the remaining four serve Davao.-


Sulpicio Lines employs six vessels for serving routes to,
 
ports of Southern Mindanao. Three of the six are
 
passenger/cargo vessels, and the other three are
 
containerships. One of the former group, the MV Fiiipina
 
Princess, serves the Manila-Davao route, with
 
intermediate calls at Cebu and Surigao, as identified in
 
an earlier section of this chapter. A second
 
passenger/cargo vessel serves the Manila-Cotabato route,
 
with intermediate calls at both Iloilo and Zamboanga. The'
 
third passenger/cargo vessel serves General Santos from
 
MNH, also with calls at Iloilo and Zamboanga along the
 
way. The three containerships each serve Polloc, and
 
either General Santos or Davao.
 

Trans-Asia Shipping Lines is franchised to operate
 
between Cebu and General Santos, with intermediate calls
 
at Iloilo and Zamboanga. During fieldwork undertaken by
 
the LSRS, it was leared that this service had been
 
discontinued by Trans-Asia in 1993, reportedly because of
 
an excessive proportion of low-paying cargo.
 

P 	 William Lines operates four vessels to serve Southern 
Mindanao. According to the April 1994 franchises, the 
shipping operator no longer had a franchise to serve 
ports of Southern Mindanao with passenger/cargo vessels. 
LSRS passenger surveys included two such vessels of 
William Lines serving the ports of Southern Mindanao: the 
MV Maynilad was surveyed in both March and September 
1993, on the MNH-Davao route, and the MV Zamboanga was
 
surveyed on the Manila-Polloc-General Santos route in
 
March 1993.
 

Carlos Gothong Shipping Lines was not franchised to serve a
 
port of Southern Mindanao, in April 1994, but the shipping line is
 
identified in Table 2.4 because it is the understanding of the LSRS
 
that one of the company's routes was extended to Davao, during
 

1994, to provide competition to Sulpicio Lines betwee' Cebu and
 
Davao.
 

As noted in an earlier section of this chapter, many kiner
 
vessels do not operate their franchised routes throughout an entire
 
year, and this is especially true in the cases. of general cargo
 
vessels and containerships. Passenger/cargo vessels, and ferries,
 
especially, are more likely to closely adhere to their respective
 
franchised routes and service schedules. Table 2.5 presents
 
detailed information on the vessels which were serving ports of
 
Southern Mindanao in 1992. These data are as reported to MARINA in
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TABLE 2.5
 
SOUTHERN MINDANAO LINER VESSEL CARGO TRAFFIC, 1992
 

(FREGHTTONS)
 

.................... 

SULPICIO Lu S,INC. 

COTA3ATO PRINCESS 
X&LA CTBT 8,130 8,135 5,411 4,693 5.568 4.350 3,477 - - - 9O1_.943 .. .. 9..03798 4,676 

... CTBT 1,976 26,967 11,243 1,419 561 156 501 85 . i33 43,040 . 4,7"62 

4 ...".3................
4.".........
,034 2,484 .2_ "7-_7.1 _--- IZI- ..............................
. .-- -_.-i
4 196' ,681
ZBGATBT4 407
ThOA CTBT 4,407 4,196 1,681 1,034 2.484 24 5 0 -4 45 . 63 
CTBT ZBGCA 1,992 1.997 290 517 84 43 203 250 280 5.,657 629 
CTBT 11.31 3,446 2,770 1,349 2,305 1,198 1,377 1,864 142 425 14.879 1.6531 
CTBT E-TC 1 7 8 4 
C'MT MNTA 14,12. 14,873 11,497 11,8.%4 6,207 3,RW. 2,314 2,625 -'m68'.1w 7.6'1 

MILT CTBT _______122 122 . 
DAVAO PRINCESS 

A DVAO 
CEBU DVAO 
DVAo CEBU 

5,533 
7,189 
1,422 

1.087 1,G9 
-...... 
611 1,536 ,,. -

. 
7,669 
,189 

2,556
,1.9 
13,06 

DVAO 1flA 

DIPOLOG PRINCESS 

3,398 368 

4. . .. .. . .. .. . . . . . .. . . . . . . . . . . . . . . . . . . . 
3,766 

... ..... 
1,8831 

1Ni'.7WAS 

1o1 DOA 
- 489 

113 
256 

35 
- 533 

116 
_ 784 

139 
- 2,062 

4o3 
516 

10 
ZBOA DOAS 132 231 105 836 319 1,624 325 
LIJAS Z.A 413 621 135 3 58 1.27 365 
DGAS I1I1 

DOLAS 101LA 

W"L DVAO)__ 
cum 

97 364 

1,074 953 __548
1,074...... 

3A623 3,640max z~vxoJam .6,9 3,0303,o. 

104 124 263 952 190 

1,163 2,723m41 
........7....................................-,--...... . 

~-I-. . . . 10,3021 A,13-11 
.....................................J.. ...... . 

CEBU DVAO 23 335 321 .. ........94 ... 
DVAO CEBU 1,692 3,423 1,459 . .6,574 2,191 
DVAO ?A__ 1116 1,412 1,257 6 40 1 13 .... 3..77"1 i375...1.262 

ETC C T BT _ _ _1 1 7 
7. .... .........
..... 


EST............6 

ZBUA CTBT- ~. --. 3 1 47 61* 2.152CTBT ESTC 
CTBT AQUA 2,036 742 1,019 5,158 1.461 10.416s 2,0831 
WI1A CTDT 2,192 908 1,080 3,403 2,023 9,611 1,922 
Il CTBT 9 15 202 60 286 72 

CtVFT MRtIA 55 3 263 220 .572 114 
CTBT 110I 2 8 4 26 6 46 9 

NNLA PRINCESS - - __- - -. -.--..-. 

NI.A DVAO 5,292 12,541 7,651 9,679 11,660 16,823 9,365 
CEBIU DVAO 6,339 2,293 1,960 6,427 2,204 19,223 3,845
DVAO CEBU 3,669 6,334 4,563 5,605 5,819 25,o 5,19 
DVAO MNLA 1,694 5,689 3,219 2,174 3,956 16,732 3,346 

PHILIPPINE PRINCESS 
DNLAWAS 4,390 21W 3,332 5,704 3,931 4,318 5,627 2,784 1,238 33,723 3,747 

MW0 DOAS 616 S18 1,349 1,120 990 1,142 618 422 89 6,864 763 
,ZBADOA 1,352 965 1,567 1,134 1,069 1,132 1,370 1.485 236 10,310 1,146 
WAS ZHUA 2.469 1.910 1.28'2, 1,2=7 915 712 744 1,720 4V2 1.451 1.272 

DGAS 1LOI 818 1,017 1,473 653 558 694 551 412 158 6,334 704 
DUAS MNLA 5,357 2,565 3,788 4,700 4.827 4,881 5,256 4,293 1,561 37,228 4,136 
DIaAS CHBU 409 409 409

PA--WAN' ]I--C-ESS -i. 

IOI DGAB 363 363 363 
D( oS in _ 11 
D&6, MNLA 2,0 ___ 2,243 2,24 
NNUA DOM 432 432 

OA Da -- . .. ...... 

MNIA CTDT 1,090 1,.15 2,85 1,345 1,081 1,235 821 1,653 1,002 575 12 . ........
1.285 
.-" CTBT 18 45 23D 27 
4BT M!NTA 4,579 5,987 12,332 5,019 4,622 2,763 1,912 4,671 1,686 9.35 2,48 47.,6.A 4,278 .....
- -124 + 172 , ...........11.0 CTBT 15 311 1I4 

SULPICO.CONTAINER - IV - - - _-'-- I
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TABLE 2.5
 
SOUTHERN MINDANAO LINER VESSEL CARGO TRAFFIC, 1992
 

(FREIGrTONS) 

[ - MNIA DOAS 2,24S 1,161 200 548 278 608 769 342_ _ 6,1 _ _ 

CEBU DOAS 414 1,133 626 2,173 ___ 

DGAS fl.A 11,570 6,30 493 202 1,223 5,777 6,595 32,166 4.. 
... .. ,3
_ OA .83 

ZB30A DGAS 30 
 30 
MNLA CThT 609 609 
10I CTBT 30 30 

CTBT MNA2,163 l779 3,942 ,v 

ULCON- XI 

.. ._..- . .. 4,260 3,430 1,976 9,666 3,2
CTBT M-'M 798 798 7 
IL01 DA LS 
 6 6_ 

SULPICIO CONTAINER - XII 
.N.1IA DVAO 5,125 3,990 3,898 3,586 5,282 4,551 5,504 2,443 3,511 1,498 2,225 41,613 3,7 
CEDU DVA 5,669 5,814 2,573 1,375 5,919 6,464 6,736 2,142 1,667 2,0521 40,411 3,6 
DVAO CEBU 432 4,266 2,556 2,43-,,243 3,500 3,158 3,46 3,558 1,50 1,093 35,670 3 
DVAO WM1A 4,530 3,991 2,903 1,907 2774 2,308 3,859 3,057 4,092 1,278 1,232 31,851 2, 

SULPICIO CONTAINER- XV _ _. . .. 

CEBU -AS 3,713 - 3,713 3,7. 
11o. DUJAS 14 _ 14 

DoAS WA . 150.-.-.-. 1.0 v___ 
N" CTBT 1.493 1I93 14 

7 CTBTLA 3,M92 - .38 ,82 

MN A DVAO 4,980 2,181 7,768 4,653 5,139 2,473 4,732 4,095 2,702 1,819 1,100 42-42 3,& 
CEBU DVAO 128 3,192 4,784 5,389 4,731 6,777 4,137 2,845 4,307 2,82. 1,743 40,58 3,71 
CEBU DOAS 296 296 25 
DVAO CEBU 12,950 1,967 6,717 4,333 4,958 1,601 3,393 2,095 1,825 2,307 2,023 44,169 4,01 
DVAO MNILA 863 2,163 5,544 2,585 1,871 2,421 3,935 4,511 5,346 1,695 753 31,687 2,81 

TALBNPR1NCrqs --
CTBT MNLA 6,036 6,036 604

IW--ILM L , IC.I 
998 4,730 5,727 2,8d 

INLADVAO 4,745 11,507 16,52 -,12 
DVAO ZBOA 3,592 3,2 3,59 

1-v,-o t WILCON- [IV__ , 13,697 13,697 3,69 

DOAS. N A 22,478 23,738 13,014 16,621 21,723 17090 14,407 16,312 1403 17,001 9,879 9,903 19,571 16,38 
NLA DOAS 7,381 5,791 5,189 7,413 5,301 5,M9 4,57 6,848 3,129 6,691 4,773 4,183 66,765 5,56 

......PL,__ _DGAS.. . . .. 25 25 2 

WILCON - X _ 2 
DVAO ..... -i_ 7-6 16,529 10,146 10.048 19J97 10,738 10,929 9.005 5,052 123.211 1o6_ 8,290 3,53 8,56S 

Z UA L)VAO 501 3.519 1.60S 757 478 975 586 291 539 994 1.162 
 763 12.176 1.01 

.....M LA 20,701 5,692 6,177 1.732 14,'97 16.493 17,250 17,001 5,349 175,346 14,61DVAO 38,380 10.692 21,081 
......... VO . . .. 158 49 170 121 497 1., 

WLCO DA 104 1,7 341 136~ ~ - 563 1,326 09 4,041 57 
DVAO MNLA 6,857 9,371 7.166 6.475 13.667 12,29S 9,239 7,751 72.8 Pj10

jDCM_!A!7A . , ,690 5,076 7,782 6,211 8,126 9,312 7,861 8,96" io,819 6,434 
ZBGA-DVAOj 693 832...... 1,292 185 3,214 1,821 1,263 29, .1,S76 2,S74 855 14.59 ix 
MNLA DVAO . . - 7,6156 7,211 4,408 17,22, 5,919 7,155 12,054 15,52.3 21,4 98,64 10,96: 

101DVAO 394 183 576 28, 

-2 3 2:
-AG -7.-. ..... .. --...... .-.. 

..A. 7vICIA 1,012 1,440 1,384 36.5.. .31iM 3,692 796 1,909 2,6O 3,90. 4,6 2 1,172 2,761 
DVAOMNLA13,443 4,5-,4',51 790 1,18 1,2 3,2 199 13,245 -8,757 '2,-007 112,24 vm5. 

. DCGAS ZDOA 122 337 107 2-- 1 508 1,541 614 923 .1,465 52 6,822 _.Ma_f 702 1,196 1,062 1,806 1,472 1320 3,1741 7,164 28,104, 2,342DOAS MNLA 1,318 1,486 6,055 1,350 
ZBOA DVAO 1 5,477 1,312 2,0071 5,805 3,685 3,841 4,338 4,53. 4,733 S/l10 3,590 5,003 49,340 4,112 
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TABLE 2.5
 
SOUTHERN MINDANAO LINER VESSEL CARGO TRAFFIC, 1992
 

(FEItGHTTONS) 
(CbnzAUgd1 

JMA DVA 11,18 7,286 4.276 7,780 16,152 15,235 31,766 10,3 10,487 9,3 7,21. 1,17 13-2 1.,0:10 

41A DGAS 3,909 1,469 531 1,540 1,1M6 4,914 3,348 4,033 207 3,462 5,5091 10,.13 

DVAO D( A 23 2,604 39 13 166 104 2.3 22 43 1 11 3.2011 291i 

ZBCIA DAS 1.579 4 4 24 1 1.0.41 4 10i 
.................... ... ..... . .. 

DOM_ 0,01 17 1 

SOL I 
MALIGAYA.. 

, nI.... 
. . ..................... ........... . . . .. . .. ..... ...... "'' ... ... 

MNLA DVAO 2,035 2,413 3,97 
TvAO MNTA _1 9.. ,23 ...... i...... / 

MABUHAY____ 
W, kX___I__A_MNL DVAO 4,7954,795 7,8317,831 7,993 - 7,2007,317 7,90.......7.....,36 7,562 6,63 5,M9 8,107 7,014 10,721 87,172 7,264 

DVAO NVLA 1,144 2,305 2,322 1,839 3,387 1,214 1,416 2,985 2,227 2,669 1,520 3,546 26,574 2,2135 

POLE STAR 
DVAO MNLA 2,967 2,22 2,117 919 2,318 1,250 2,307 1,886 3,648 2,232 1,620 3,953 27,442 2,207 

UllA DVAO 7,305 7,215 5.095 2,641 8,850 5,741 7,403 7,907 7,732 8,315 7,748 7,066 83,818 6,9G5 

SPARKLES t..... 

MNLA DVAO 6,957 4,725 8,114 7,122 3.424 7,188 7,897 7,096 7,622 7,703 9,275 7,036 84,859 7 , 07 2 

DVAO M IqlA 1I321 1,790 2,161 ,795 263 M 2,189 1,822 2,108 3,698 2 89 2,261 4,022 28,595 2,3831 
ABOInI1 SHlPPNG CORP. 

A. CONCAR1M - 6 

Ma DVAO 64 2.036 36,691 38,791 12,930 

W OAWAS 4,158 12 ... .,170 0.........2,085 

DCLAB UNLlA - -2,350,970_c'rB' 3s ..... 576 6 i3096.... ............ ...5 
JNllA CTBT 35 31 3 

A. CONCARR . XI 
DVAO CEBU 1,151 1,754 2,904 1,452 

MNMlA CTBT 3.039 3,376 6,371 9,900 8,M26 7,392 C..60 3,535 48.701 6.088 

A. SPERCOICARIM - H 
,,,A DOM 14. 1 1.07. 

_ ULA DVAO_ _ _ r _ _ - - _ _ _ 2-30-5_ _ 21...- 66-.-.-- --.. 31 ...- 36 . - - . ...... ,461.. - -........- 492 1 

BOCLA CTBT
A. 5IUF~RCON'CAXERN- I 

6,6 

MNTA NJA 1 ,0,6732,13 2,433 3,391 2,M62 4,55A 2,35A 21,132 2,667 

NWA DVAO 19 491 6,557 609,0381 427 4,0061 2,54 10491 6,736 644,61i8 71,624 

DGAS MLA _5,517 6,871 3,482 15,870 5,250 

A. SUPECONCARRIER 3 -.

)MNlA DVAO 2,768 4,254 5,009 4,908 5,384 3,0781 25,401 4,234 

DVAO )JNIL 224 24160 2,384 1,192 

DCLAS MNLA 3,945 1,757 1,443 186,036 379,007 '2 572,191 93,365 

A. CONCARRIER-X___ 

NNIACTBT 

IU.A WOAS 

A. MaECARRMI-
MNLA (C1OTMNADCIA 

1,414 

7 

2405,744 

3,046 1,632 

-'°I+84,749i 5,126 

6,351 

_____240 
___ 

1 267 

21 

5 -

842 7,165 -

" 

-1 

,83 

1-2,15 ,6 
7 

24U0.539 - 15.50 

DaS NL" 8,559, 9,730 6,764 360 4,55 29,963 593 

A.'-L !V.'-.DO 5,050 73,128 5,465 77 - _ 3.560 9,454 11.348t 5,7 113,864 .. 14,233. 

A. MACARkIER- 21 

WHlA CTDT 3___._-.-.-- ......-.-.. .1 ._34. 
IUA DCUAS 
MNIA DVAO 

1,210
3,675 

3,619
11,304 

8,726
7,442 

4,024
3,123 

244 3,431 
3 3 1 

21,254 
25,577 

3,542 
5,115 

DGAS NIA 112 3,254 3,367 1,683 

ALESON 3101G. IE% 
ALESON - I_-

INC. 

-....... 

... ...... 

... ..... ... 
-
. ....... :.....: 

MNrA
CTBT 

MT 
vol.A 

I -

m 34 
415 ..... .... 

4 

220 
.. 37;1 

................ ..2201 
1 D O 2201 . -..---

FELICANOX 378--- - - -- - - -- - -
IUA DVAO _ _ - - ... 

..........
 



TABLE 2.5
 
SOUTHERN MINDANAO LINER VESSEL CARGO TRAFFIC, 1992
 

(FRIEIGHT TONS) 
(Cmzlzmad) 

..... 212 212 21 _VAo_ 1 . I 
NELSON 

cIr . . ... 212 639 552 42 
-.............. 


*5-A-0....M" 
. 

.......... ~ ......... .......D._ ...... 


............. ,; - o- --. .. . .- l" :

EVER 5 -ES. I .-.-.. .. - --4LI.C. _o 


EVER TRANSPORT - I__7 .. ..
-.1- -......' ....... . .l4
 
TTfO T)VAO t5 7 5m0 

_r0 { -am 7mDVAO CTBT 
430 4!___CTBT.Z OA . . ... 450 
-1_50 4!__BCLI) ZOO/i 450 

500 1.000 ____ILOI ZBOA 5w0__ 

VElTRANSPORT - II _____ 

700 ACDVAO CEtDU 700 
'7_ 7C00DVAOCTBCI__ 700 

DVAO CBYG .- _ 700 --- __J 7C 

DVAO PLWN 700 700 7( 

500 _ X__DVAO ZBOA _--


VAo L.SP 
 7W0 700 7 
750 75D 7!DVAO ORMC 

__________8!DVAO ROAS 
j... , ...TlION-I, 

OUR LADY oF GUADALUPE .... 
DOAS MNLA 36 36 " 

GO, P.ILIP L... . -

ZUA CTT440 440 . 

-- ._....----... "--- . ..... ---------o ........ 


" --
3401 34 

D A ---&i 220 220 22 

BCLD CTBT 340 

-TRANSPORT-IIH.. 1,52% 1,152 1,273 401 1,125 1,164 1,162 13,541 1,12ZBOACTBT 1,120 1,454 1,161 1,577 395 

CTBT ZBA 1,167 1,961 1,225 1,681. 2 2,00 ,4 ,75 463 1,128 1,307 1,367 16,032 1,33 

CTBT ZB3A 955 308 1,071 46 1,002 394 8M9 683 786 1,099 326 - 7,978 72 

756 504 1,005 557 1,167 354 951 1,042 7721 870 3891 8,366 76 

60 a7 
ZBGA CTBT 

CTBT PODN 115 30 129 78 128 36 105 87 110 - 8 

PCJDN CTBT 90 75 136 73 97 43 95 130 71 76 - 885 s 
SKIPPINSlG CORP.
 

CAGAYAN DE ORO EXPRESS
 

I ....... I, 4 l ,3
, A--.. 71.o4~~ -1_ 
...A. O-- ......., 443 45 4
 . -.7-


4.759 1,35WNLA DVAO 11653306 .............. DO. ...... -- -... --


Sig 51
WADGAS I SigDUAS 02 .-. .0 - ------- No_ 1,_- -.... - 

3 ,94 1,91
MN A D V AO 1 ' 2 ,012 , 

W Ah- 1,702.........S 1.702,_ 1,70,
 

_ __97 9 .. V6 -NLA 97 

I, 
10DOASMNL -- 100100 

._ S._ '_ . _._. .. ,_
___ ___,,_l .___- -_,__ _. 3,565 45,454 5,a 
- M DYAC) -- 1,556 2.436 6.236 5,710 3.045 4.756 6.561 

.17,012 .2,1: 
- --- MNLA DO/iS -- - 1,579 513 1,940 __ __ 1,715 2,995 4,32 1,989 1,356 

70"........- MNTI"70 A ....... . . )--2 3,1-- 5 816 1 8 __ ___ 

2,076 -.- 590 1,635 488 8,228 ,3'DVAO NINIA 2,647 7.92 
3,110 .........1.9. 6,298 2,137 20,301 3,31
DOA/S NLA 5,162 1,634 

MNADVAO ] _ 3,671 7,934 2,774 6,866 5,5 2-162 2,141 4,81 
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TABLE 2.5
 
SOUTHERN MINDANAO LINER VESSEL CARGO TRAFFIC, 1992
 

(FREIGHT TONS)
 

ft" 

U2" DGAS 2.051 2,233 537 3.391 1,799 665 10,71 S.121 
DVAO MNIA 2,093 599 694 3,006 050 2,657 113 L 1 -7 1,5986 

DOA8M 1 
ST PET.R 

I0 1,912 607 365 1,453 1,381 1,815 894 8,4271 . 1,2041 
I 

MNrA DVAO ..... ..1,445 .... ... ... . .. .1,5 . 'I.4.45 
ItoaA DCLA -. .. - --------- . . . ....... .91 769 76.-

__ _ __ _ _ _ _ _ _ ----- .-.--.---.. .... .. -.......- .. 
 I ---1..
PM q DVAO -947___--	 . .1 97 -9471 

DVAO 	 400 45 51 " 42PMT--N DV-	 .. -... .-[. . .-	 -O. - . ........................
 

PM7NDA 1,750 3,510 1,75 
DVAO MBUA 1,__ __'1,701760 _"'_ 


DVAO LOSP 	 160.,6 1,680 
DVAO TOM.GBL.... .... 

DOLORICO C. MEJORADA . ........
 

DOLMI-O- -	 .. . ............. ..
 

fl4BX CTBT 436 630_____1,6 -. 5. 

TMBK DVAO 650 650 1.3W . ..6 

LINO COTi____ 386 6M0 3.116 2,843 6.935.ivJo1U!DVO__ 	 -----.--- 6 7Z.--.g!fZ:Z~fl 
... 	 . . . ...........................................
 

_ 	 .... I.. ................
_ _ 548. 	 I........... . .
 
___ _ _ _ _ _ 	 _ _ _ .. . . .... . .... .... .... ............... ........ ......
-


M NC c wATERING CO., INC . --	 .............. .... ....... . .... 
ANTELOP 

DVAO M_ EL_ _3,4011 3,401 
_ . 3,401.... . . . ..oo.............. . .............. .. 


CONSOLACION 
DVAO MSBT 	 1,400........................ ..... ........... ............... .. 1,400 Aoo;
 

DVAO ORMC-- ' 1,0 400 
DV O o 1.400 1.400 ... .. .. '40 .. 4..2001 1.4001 

vAo -" 	 ,416.........."......... ....... .......... ...... 1 ........
 

DV, 	 ' 1,400o 1,'4M 
DVAO PSP 	 1,40 1,4014,401o 	 '. . -- .............i
 

.-.- --. 	 1,100DAVAO DFO.-. ___ __-.- - - I.......... .- . -. , I1,4",, ...... _...0................-0 0 -7....I.:0

DVAO TBCO - --.--

| 

I110I S 
LOSP ZBOA j88 88 8~ 

DVAO PSCO - 1 1240 3.720 1,2401 

DVAO VRAC 1,240 1,240 1,240, 

Dvao VRC 	 1a00 - .22 .. .............. -.4
 

DVAO VR.AC 1,0 1. 212 	 .12, 1.20 

G..AT............. ..... 
)VAO DCAO _ ..... 1.2.1,438200 - . "1 

DVAO SCR law, ........ .i.......... .. . 
DVAO VRAC _ I. 1441 ---
GAZELL 	 . ... .... .. .. : ............ .i .... ....... ..
T..... i
 

I. 

.RA.E ..............
QZDVAO 1,439	 ........ ....... .............
DVAO TBCO 1,70 ........ ................. 17.6i01,:6 17...160 

DVAO ILSP 1,760 - 1,7601 

DVAO DSN _,801 	 2__ 2,0 .2,0801 

1.7601DVAO TG13L - - ___ 	 

...... 	 . .-LI-------------------------.-.--. 


nVAO RCCT) - -o 110 	 1,10. 1I)0l0 

RODOLFO 	JR.,____ __ 

Psc - - _____ - 1120 1,20 1,1201 1.120 1,120, 

DVAO SOON - __ - -- 110110 __ 2,210 1.120 
DVAO TBCO 1__2_ - 1,120 1.120] 
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TABLE 2.5
 
SOUTHERN MINDANAO LINER VESSEL CARGO TRAFFIC, 1992
 

(FREIGHTI ONS)
 
(Cothmad) 

,tj 

L 

DVAo DCLD 

DVAO LOSP 
DVAO MSBT 

SOLID TES ____ ~ 
___ii1,120 

,1,880 .... 1, 
1,810 

1 t,(,_Al 
___ 1,120 __ 

_0 

1,880 

i S .JO..F..P . . 
DVAO PSCO J 

58:'NORA CRIS ANTA / 
DVAO LOSPE'vNo-RA'CO*"'A'M.......... 

J1,400J 
1.800,----

1,4M0 

___1,500 

. . .... 
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operator annual reports, but some figures appear to be off by one,

two, or three digits (e.g., more than 900,000 tons transported by

the Cotabato Princess from Manila to Polloc during the single month
 
of October 1992). Notwithstanding the occasional misstatement of
 
cargo volumes, th3 information provides general insight into cargo

traffic levels on individual routes and into the of liner
manner 

vessel operation. Principal observations which might be made on
 
the basis of information presented in the table are:
 

The record of Sulpicio vessel cargo traffic in November
 
1992 was missing from the annual report, and two Sulpicio

passenger/cargo vessels, the 
Cotabato Princess and the
 
Philippine Princess, served their routes for 9 of the 
11
 
months for which there are records. Three of Sulpicio's

containerships served at least portions of their routes
 
for all 11 months for which there are traffic records.
 
Sulpicio was the only operator serving 
the Cebu-Davao
 
link, in 1992-1993, and for the five-month period that
 
Sulpicio deployed the MV Manila Princess to serve the
 
MNH-Cebu-Davao route (June-October 1992), 
cargo traffic
 
between Cebu and Davao was very heavy in both directions.
 
Two of Sulpicio's containerships regularly served this
 
route, as well, and also accommodated high volumes of
 
cargo.
 

The MV Zamboanga of William Lines served its 
 route
 
throughout the year, and accommodated heavy volumes of
 
cargo, including approximately 80,000 tons of coastal
 
cargo moving between Davao and Zamboanga. The vessel
 
accommodated nearly one-quarter million 
tons of cargo
 
moving between the MNH and Davao. The Maynilad initiated
 
operations on the same route in November 1992, and
 
accommodated 33,000 tons 
of cargo in December, alone.
 
Three containerships of William Lines operated their
 
routes for 11 
or 12 months of the year, and accommodated
 
very heavy volumes of cargo.
 

In 1992, Solid Lines 
had a fleet of only four vessels,
 
and operated only between Manila and Davao. 
Three of the
 
company's vessels operated their routes in every month of
 
1992, and the cargo traffic records of each vessel were
 
remarkably alike: each vessel accommodated between 26,600
 
tons and 28,600 tons of 
 cargo in the northbound
 
direction, and between tons
accommodated 83,800 
 and
 
87,200 tons in the southbound direction.
 

Aboitiz had no passenger/cargo vessels serving ports of
 
Southern Mindanao, in 1992, nor were any of the company's

containerships serving the area on a regular basis.
 
Reported cargo traffic data include 
a few six or seven
 
digit numbers for one or i )ther vessel in one or more
 
months of the year.
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Lorenzo Shipping had two vessels which served their
 
routes for about two-thirds of the year.
 

Records for other operators are presented in Table 2.5
 
for no other reason than to give the readers of this
 
report an indication of the quality of the data which
 
MARINA has been receiving from these operators.
 

Table 2.6 presents a summary of of Southern Mindanao cargo
 
traffic in 1992, by route, as this traffic was reported to MARINA
 
in annual reports of operators. The table includes seasonality
 
indices for the various routes, but even a single grossly
 
misreported figure can cause distortion of an index. The table
 
nevertheless includes a few series of figures that give insight

into the relative and absolute levels of cargo traffic on routes.
 
For example, the coastal movements of cargo between each of the:
 
three major ports of Southern Mindanao and the port of Zamboanga,
 
as well as between Cotabato and Pagadian, may be more-or-less
 
correctly reported.
 

Route Capacities
 

Following are brief discussions of the adequacy of capacity
 
for the accommodation of passengers at the three principal ports of
 
Southern Mindanao.
 

Sasa Wharf. The Filipina Princess has a capacity 2,960
 
passengers and the MV Maynilad has a capacity for 2,511 passengers.
 
Both vessels were making one round-trip per week in 1993, so that
 
on the basis of a 50-week operating year for each vessel, the
 
single direction capacity was approximately 273,500.
 

According to annual reports submitted to MARINA, the passenger

traffic accommodated on this route slightly exceeded 100,000 in
 
1990, when the MV Zamboanga accommodated more than 60,000
 
passengers and the MV Sweet Glory and MV Davao Princess
 
accommodated nearly 30,000 passengers between them. In 1991, the
 
same three vessels accommodated 133,000 passengers on the route.
 
In 1992, however, capacity on the route fell, as Sweet Lines no
 
longer provided any service on the route, and Sulpicio vessels did
 
not serve the route on a continuous basis. The MV Zamboanga of
 
William Lines continued to serve the route throughout the year, and
 
accommodated a total of just over 70,000 passengers, but overall
 
traffic on the route declined 102,000 passengers. Total passenger
 
traffic at Sasa Wharf (all routes) had 107,000 passengers in 1990,
 
climbed to more than 116,000 in 1991, and grew slightly to 118,000
 
in 1992. It appears to the LSRS that there was a real capacity
 
constraint on the MNH-Davao route in 1992.
 

The MV Zamboanga Las a capacity for 1,875 passengers, so when
 
William Lines introduced the Maynilad on the route in November
 

40
 



TABLE 2.6
 
SUMMARY OF SOUTHERN MINDANAO LINER SHIPPING CARGO TRAFFIC, 1992
 

(FREIGHT TONS)
 

DVAO ?4NLA 42.606 37,073 31.675 
.... .!i::: 

40,012 41.358 40,860 
..... 

39.612 5!,463 60,278 53,380 
} : :i"i::I:!.,!:!::. 

34.073 42,013 43,367 

NIA DVAO 91,451 165,308 78,136 72,081 71,321 105,835 730,784 83,362 91.067 94,901 102,428 87,058 147,811 

Soe*uahiy Index 
DVAO MNIA 98 85 73 92 95 94 91 128 139 128 79 97 
hNLADVAO 62 112 53 49 48 72 494 56 62 64 69 59_ 
CTBT ?ANIA 18,704 20,860 23,829 17,085 15,361 4,766 6,734 14.519 5,981 9,285 5,1731 11,858 

MNLA CTBT 10,874 12,373 9,928 12,458 10,800 9,983 12,231 15,617 13,116 910,338 6,260 4,489 85,706 

Somoonaiky Index 
CIBT?NLA 158 176 201 144 130 40 57 122 50 78 44 
MNIA CTBT 13 14 12 15 13 12 141 18 15 1062 7 5 
DGAB PINLA 54,544 50,617 38,380 2.382,156 37,364 38,615 35,352 222.216 414,686 45,303 35,365 33,088 282,307 
MNILA DWAB 28,984 100,593 24.665 23,502 17,036 16,699 14.766 20,997 20.912 25.797 18,623 29,743 28,526 

Se-aonallty Idex 
DGAS MNIA 19 18 14 844 13 14 13 79 147 16 13 12 
MNIA DQAS 102 353 86 82 60 59 52 74 73 901 65 104 
DGAS 288A 2,591 750 2.721 1.532 1,619 1.558 2.253 1,358 2.943 1.823 542 492 1,682 
ZBGA DaAS 1.382 2,035 1.196 1.567 1,168 1,178 1,156 1,370 2,321 319 236 1,161 

Seasoalky Index 
DGA8ZBGA 154 45 162 91 96 93 134 81 175 108 32 29 
ZBGA DGAS 119 175 103 135 101 101 100 118 200 27 20 
CEBU DVAO 12,986 9,006 8,320 7,099 10,971 19,580 13,166 6,947 10,734 6,696 3,795 9,108 

DVAO CEBU 20,404 7,564 14.352 12,668 11,660 8,770 12,885 10,604 10.988 9,706 3,116 10,226 

Seasawly Index 
CEBU DVAO 143 99 91 78 120 215 145 76 118 74 42 

DVAO CEBU 200 74 140 124 114 86 126 104 107 95 30 
CEBU DGAS 414 1,133 626 296 206 
DGAS CEBU 3,713 409 344 

seaonality Indux 

CEBU DGAS 201 551 304 144 
DGAS CEBU 1_081 119 
CTBT ILOI 3,446 2,770 1,349 2,305 1,200 1,385 1,868 26 6 142 428 1,244 

ILOI CTBT 1,976 26,967 11.243 1,419 715 337 516 202 75 85 133 3,639 

Seoanay Index 
C2BT1 277 223 108 183 96 111 150 2 0 11 34 

1LOI CTBT 54 7411 309 39 20 9 14 6 2 21 4 
DVAO ZBGA 3,012 3,140 1.888 3,655 4,751 3,907 2,396 917 2.365 3.826 5,655 8,503 3,668 
ZBGA DVAO 5,978 6,123 4.308 6,746 7,377 6,637 6.187 5,129 6,848 8,578 6,582 11,349 6,820 

SeoallLy Index 
DVAO ZBGA 82 86 51 100 130 107 65 25 64 104 154 232 
ZBGA DVA3 88 90 63 99 1C8 97 91 75 100 126 97 166 
ClBT ZBGA 4.114 4.716 2,587 2664 1,669 2,471 2,561 2,681 1.469 2,476 1,633 1,647 2,557 
ZBGA C7BT 6,282 6,154 3,848 3,167 4.120 2,218 2,295 2,684 1.320 2.501 1,993 1,207 3,149 

Se--omahy Index 
CT'T 2 .GA 161 184 101 104 65 97 100 105 57 97 64 64 
Z1GA CTBT 199 195 122 101 131 70 73 85 42 79 63 38 
DGAS 11.01 818 208 1,381 1.473 653 662 694 551 536 263 175 618 

1,OI DGAS 616 476 666 1,367 1,134 1.106 1,142 618 428 139 89 648 

Seasemality Index 
DGAS ILOI 132 34 224 238 106 107 112 89 87 43 28 
ILOIDGAS 95 73 103 211 175 171 176 95 66 21 14 
CBT PGDN 115 30 129 78 128 36 105 87 110 60 73 
PGDN CrBT 90 75 136 73 97 43 95 130 71 76 74 

SmomlityaIndex 
CTBT PGDN 157 41 176 107 175 49 143 119 150 82 
PCGO1t CTBT 1221 1021 184 99 131 58 129 176 96 103 



TABLE 2.6
 
SUMMARY OF SOUTHERN MINDANAO LINER SHIPPING CARGO TRAFFIC, 1992
 

(FREIGHT TONS)
 
(CatieJ1 

C'BT ESTC 2 1 7 
ESTC CTBT 7 33 5,095 3,057 20 25 6,477 40 13 5,294 3 1,67 

Sessonafty Index
 
CT13T ESTC 236 89 875
 
ESTC CTBT 0 2 305 183 1 2 387 2 1 317 0 

DGAS DVAO 1,139 9 
DVAO DGAS 25 2,604 141 3,521 507 239 23 22 608 1,331 657 80 

Soamonmity Index 
DGAS DVAU 1,200 
DVAO DGAS 3 323 18 437 63 30 3 3 75 165 81 
DGAS PARA 1,101 1,718 1.374 1,155 1,461 56 
PAA DGAS 2,824 23 

Seuuonallty Index
 
DGAb PARA 194 303 242 204 257
 
PARA DGAS 
 1,2001 

Source Shipping Operators Annual Replt, 19.2 
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1992, the company was increasing the annual capacity of the route
 
by 32,000 passengers per direction. When Sulpicio, then, also
 
assigned a larger vessel to the route, capacity became ample, and
 
this was the view of passengers interviewed by the LSRS in March
 
1993. By the end of 1993, passenger traffic at Sasa Wharf had
 
increased by more than 40 percent over the level of the preceding
 
year, to exceed 166,000. Despite that growth, the 1993 traffic was
 
equivalent to only 30 percent of the combined two-directional
 
capacity of the Maynilad and the Filipina Princess.
 

General Santos. Whereas the passenger traffic reported to
 
MARINA for the MNH-General Santos route showed an increasing trend,
 
from 1990 to 1992, overall passenger traffic at PPA's Makar Wharf
 
declined from 1990 to 1992, and the 1993 total was still lower than
 
the traffic levels of 1990 and 1991. The 1990 traffic reported to
 
MARINA was 28,000 passengers only, all accommodated by the MV
 
Manila City. The following year, two Sulpicio vessels and the MV
 
Zamboanga accommodated a total of 45,000 passengers between General
 
Santos and MNH. In 1992, the MV Philippine Princess accommodated
 
30,000 passengers on the route, the MV Zamboanga accommodated
 
27,000, and total passenger traffic on the route exceeded 60,000.
 
That total was equivalent to approximately two-thirds of the port's
 
total passenger traffic in 1992.
 

The LSRS does not have information on the capacity of the
 
Sulpicio vessel franchised to serve the Manila-General Santos route
 
in 1994, i.e., the MV Princess of the Pacific. To whatever extent
 
there could be a capacity constraint at the port, however, the
 
vessels calling'at Sasa Wharf (about 150 kilometers from General
 
Santos City) have sufficient capacity to serve both markets.
 

Polloc & Cotabato. Sulpicio has been the dominant carrier for
 
passenger traffic at the port of Polloc, but Superferry III of
 
Aboitiz is competing in that market in 1994. In 1990, two Sulpicio
 
vessels accommodated all of the 52,000 passengers traveling between
 
Polloc and the MNH (as reported to MARINA). Traffic grew to 54,000
 
passengers in 1991, and 57,000 passengers in 1992, all accommodated
 
by Sulpicio vessels. Total passenger traffic at Polloc was 57,000
 
in 1990, 69,000 in 1991, and 77,000 in 1992.
 

In 1993, passenger traffic at Polloc grew to more than 124,000
 
passengers, about 62 percent higher than the preceding year. This
 
growth might have been at least partially attributable to the fact
 
that competition for passenger traffic was introduced in 1993, with
 
the advent of Superferry services there. The Superferry III has a
 
capacity to accommodate slightly over 2,000 passengers, so that the
 
increment to annual passenger capacity on the MNH-Polloc route was
 
on the order of 100,000 passengers per direction. Sulpicio's
 
Cotabato Princess, which serves this route, is slightly larger.
 
Thus, even with the high level of passenger growth which occurred
 
in 1993, there appaears to be adequate capacity Lor the
 
accommodation of passengers-on this routA.
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PORT OF SASA, DAVAO
 

Container yard paved a year ago as part of Davac
 
Port's Rehabilitation Program
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3. CARGO SERVICES EVALUATION
 

Introduction
 

This chapter discusses the liner shipping cargo services which
 
were being provided, in 1993-1994, to ports of Mindanao, and
 
particularly the cargo service connections to the MNH. The
 
objective of the chapter is to ascertain the 
extent to which the
 
services being provided were sufficient in terms of the extent,

appropriateness, and frequency of the shipping capacity available,
 
and were satisfactory in terms of service reliability and the 
avoidance of cargo value losses. 

Cargo traffic at ports of Mindanao is first discussed, and 
then the principal findings of LSRS shipper, buyer, shipping
 
operator, freight forwarder, and provincial government official
 
surveys are presented. Details of all of these surveys are
 
presented in Annex A of this report volume.
 

Ports & Cargo Traffic
 

Table 3.1 indicates the record of 1990-1993 
cargo traffic
 
volumes at 
six ports along the north coast of Mindanao. As shown
 
in the table, the port of Cagayan de Oro was accommodating more
 
cargo traffic than the other five, ports combined. The cargo

traffic at Cagayan de Oro increased by more than 300,000 tons from
 
1991 to 1992, or by about 265,000 tons from the 1990-1991 average

annual traffic. In 1993, traffic increased by another 225,000
 
tons, approaching the 2-million-ton-per-annum mark. Until 1993,
 
nearly all of the traffic growth at the port was domestic cargo, as
 
international cargo remained within 
the range of 242,000-278,000
 
tons in each year of the 1990-1992 period, but, in 1993,

international trade accommodated at the port increased to more 
than
 
400,000 tons.
 

The trend toward greater containerization of cargo at Cagayan

de Oro can also be seen in the cargo traffic figures for 1990-1993.
 
Despite the strong overall growth of cargo traffic, the 1993 level
 
of breakbulk cargo was only marginally higher than the 1990 level.
 
Meanwhile, the level of containerized cargo traffic at the port

increased by more than 300,000 tons, from 1990 to 
1993, reaching a
 
level of 950,000 tons in the latter 
year. The balance of
 
containerized inflows and outflows at the port is very good where
 
domestic cargos are concerned, with about 468,000 tons of
 
containerized domestic cargo moving out from Cagayan de Oro, in
 
1993, and 404,000 tons moving in the opposite direction.
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TABLE 3.1 

CARGO TRAFFIC AT MINDANAO NORTH COAST PORTS, 1990-1993 
(In metric tons) 

CAGAYAN DE ORO ILIGAN NASIPIT 

Total Cargo Throughput 
Dar--stk 
Foreign 

1990 
1,483,070 
1,224,157 

258,913 

1991 
1,414,627 
1,172,548 

242079 

1992 

1,715,862 
1,438,068 

277,794 

1993 
1,940.376 
1,533,485 

406,891 

1990 
352,466 
290,656 
-1,810 

1991 
403,659 
359,133 
43,910 

1992 
392,308 
307,640 
84320 

1993 
419,147 
371,997 
45,736 

1990 
464,610 
464,610 

1991 
593,341 
591.173 

2,168 

1992 
738,931 
727,658 

11273 

1993 
797,559 
776,529 

21,030 

Doesck 
inbound 

rme-bulk 
Bulk 
Contanerize 

1,224,157 
517,533 
222,353 

295,180 

- 1,172548 
464,735 
179,594 

285,141 

1,438,068 
596,726 
215945 

380,781 

1,533,485 -
659,878 

-255328 

1,000 
4-03,550 

290,656 -

131,607 
59,673 

71,934 

-359,j33 

136,499 
50,831 

85,668 

307,640 371,997 
137,278_ 204,351 
50,127 78.143 

6,020 
81,131 126,208 

454,610 
185,347 
102,239 

23,654 
59,454 

591,173 
235,140 
92,15S--
35,617 

107,365 .. 

727,658 
302,771 
87611 
46,502 

168,658 

. 

776,529 
374,541 

99,542 
97,269 

177,730 

Oulbomd 
Bmreahjlk 

Bulk 

7,6,624 
395,941 

707,813 

380,682 
841,3422 
426,712 

873,607 

397,358 
7 

159,049 

51,867 
2221634-

- 78,095 
170362 

57,980 _ 
167,646 

49.265 
279,263 
229,122 

35633_ 

266,263 
424,887 

266,617 
401,988 
217,958 

Corntainized 310.683 327,131 414,630 467,762. 107,182 144.539 112,382 118,381 50,141 89.770 153,270 184,030 
Foreign 

aIpot. 
-eakblk 

Bulk 

Cotainazed 

258,913_ 
160,269 
71,604 

"85150 

- 3,515 

242,079 
123,011 
42,228 
77,084-

3,699 

277,794 
133,604 
40,876 
85,067 

7,661 

406,891 

203,015 
65,951 

134,418 
2,646 

61,810 

30.040 
190 

29,850 

43,910 
25.970 

501 
26,469 

84,320 
72,455 

492 
71,963 

45,736 
37,089 

240 
36,849 

2,168 11,273 
1,500 

1,500 

21,030 

5.8222 
5,822 

_.pcr 

Breakhxlk 
Bulk 

-..-..98,644 
16,424 
43,635 

119,068 

18,820 
65,233 

144,190 
-3,253 

98,568 

203,876 
1,618 

125,626 

31,770 
238 

31,532 

16,940 

6,299 
10,641 

11,865 

11,865 

8,647 

8,647 

2,168 
2,168 

9,773 

9,773 
15,208 
15,208 

CortaiDCrized 38,585 35,015 42,369 76,632 

Iinast Cargo 
Donestic 
Foreigx 

616 
368 
248 

348 

348 

1414 

1414 
Fetal t buk BuP & ....... ............................ 

Car,, s-e-ed) 1,483,070 1,414,627 1,715,862 1-c40,376 352,466 403,043 391,960 417,733 464,610&ekk7,06,322 - 621,324" 686,78-6 720,255 111,968 135,726 108.599 127,648 331,361 
593,341 738,931 797,559
360,589 364,001 338,530 

Bulk 128,785 142,317 183,635 269,531 61,382 37,110 89,848 45,496 23,654 35,617 48,002 97.269
CorLainajize 647,93 650,986 845,441 950,5901 179,1161 230,207 193,513 244,589 1.39,595 197,135 326,928 361,760 



TABLE 3.1 
(Contitued) 

CARGO TRAFFIC AT MINDANAO NORTH COAST PORTS, 1990-1993 
(In metric tons) 

1990 
SURIGAO 

1991 1992 1993 1990 
PULAUAN (DAPIT 

1991 1992 
_N) 

1993 1990 
OZA 

1991 
IS 

1992 1993 

otal Cargo Throughput
Domec 
Foreign 

174,702 
170,120 
4,582 

127,172 
127,167 

5 

105,863 
105,862 

1 

114,009 
113,770 

239 

128,240 
128,240 

141,938 
141,028 

133,409 
133,409 

156.160 
156,160 
-10-

440.991 
432,822 

8,169 

419,418
388,599 
30,819 

372,848
343,007 
29,841 

418,701
391,730 

26.971 

Do -e-c 
Inbound 

Breu3dhlk 

170.120 
74,850 
63,194 

127,167 
57.725 
43,660 

105,862 
46,948 
35,978 

113,770 
56,772 
45,131 

128,240 
92,094 
78,521 

141.028 
85,632 
67,225 

133,409 
88,554 
74,942 

156,160 
105.390 

78,279 

43,822 
252,546 
105.865 

388,599 
212,375 
75,516 

343,007 
196.044 
75,048 

391,750 
244,932 

85,675 
Bulk 375 
Cc.xtainai2zd 11,281 14,065 10,970 11,641 13,573 18,407 13,612 27,111 146,681 136.859 120,996 159,257 

Oubnd -95,270 

BEreakblk 
Bulk 

27,363 
57.671 

-69.442 

23,849 
37,605 

58914 
10,865 
41,392 

56,998 
14,067 
36,748 

36,146 
28,398 

55,396 
45,817 

44,855 
33,971 

50,770 
29,186 

180,276 
96,965 

176,224 
85,722 

3.313 

146,963 
69.845 

1.163 

146,798 
59,168 

Cortainerized 10,236 7,988 6,657 6,183 7,748 9,579 10,884 21,584 83.311 87.189 75,955 87,63M 

Foreign 

Impor239 
Brcaklbk 
Bulk _2,207 

"'4,582 5 1 239 

239 

910 

910 
910 ' 

8,169 
3,707 
'1,500 

30,819 
6,207 

6,207 

29,841 26,971 
.... 1,500 

1,500 
-- Cc~stainL-izcd 

Export

Breakbulk 
Bulk 

4,582 

4,582 
51 

1 4,462

4,462 
24,612 

24,612 

29,841 

29,841 

25,471 

25,471 

TramIt Cargo 
Domestic 
Fca-eigi 

aotal(Breatbttlk. Bul -&_ _ _ _ __ _ _ _ _ _ _ _ 

Contn.e-rized) -

_Brell-bulk -90,557 

Bulk 

- crutinerized 1 

174,702 

62,628 

21,517 

127,172 
67,514 
37,605 

22,053 

_ 

105,863 
46,844 
41,392 

17,627 

14,009 
59,437 
36,748 

17,24 

128.240 
106,91 

21,321 

141,938 
,9113,952 

27,986 

133.409 
108,913 

-2207 

24,496 

156,160 
102 

48,695 

440.991 
-

229,992 

419,41E: 
161,23 

-34,13 

224,04.. 

372.848 418,701 
144,93 ....._44,843 
31,004 26,971 

19,911 246 K7 

Source: PhMppine Ports Autiorit) 



Large volumes of corn, fruits, and vegetables are shipped from
 
Cagayan de Oro. During 1992-1993, more than 460,000 tons of corn
 
was shipped from the port to various domestic locations, and a
 
total of nearly one-quarter million tons of the corn outflows was
 
containerized. Shipments of fruits and vegetables from the port
 
averaged more than 100,000 tons per annum to domestic locations,
 
during 1992-1993, and an average of more than 46,000 tons per year
 
was exported. The principal inflow at the port is fertilizer, and
 
the port received 274,000 tons of imported fertilizer and another
 
118,000 tons of domestic fertilizer, during the two-year period,
 
1992-1993.
 

In percentage terms, cargo traffic grew even more rapidly at
 
Nasipit Port than at Cagayan de Oro, from 1990 to 1993. As Table
 
3.1 shows, Nasipit accommodated approximately 465,000 tons of
 
cargo, in 1990, then experienced about 28 percent growth to reach
 
a 1991 total of 593,000 tons of cargo throughput, and followed that
 
with another large increase to reach nearly 739,000 tons in 1992.
 
Growth slowed in 1993, but the port nevertheless registered an 8
 
percent rise, to attain an annual traffic level of just under
 
800,000 tons of cargo. The three-year (1990-1993) traffic growth
 
was nearly 72 percent. During this same period, the volume of
 
containerized cargo accommodated at the port expanded by more than
 
three times, from a level of less than 110,000 tons, in 1990, to
 
nearly 362,000 tons in 1993.
 

The Nasipit hinterland (i.e., the provinces of Agusan del
 
Norte and Agusan del Sur) have been producing a great deal of wood
 
products, but these volumes may no longer be achievable in the
 
future due to the overexploitation of the area's forests, and the
 
selective "log ban" being imposed by the Philippine Government.
 
During the 1992-1993 period, a total of 292,000 tons of processed

wood products was shipped from the port to various domestic
 
locations, and another 22,000 tons of wood products was exported.
 
A statistic that is pertinent to discussion in later sections of
 
this chapter is that banana shipments through the port declined
 
from 23,000 tons in 1992, to nothing at all the following year. In
 
each year of the 1992-1993 period, a total of approximately 45,000
 
tons of fruits and vegetables (excluding bananas) was shipped from
 
the port to various domestic locations.
 

Traffic growth at Iligan Port was erratic and less impressive

than at the ports of Cagayan de Oro and Nasipit, during the 1990
1993 period, but the port nevertheless recorded a cargo traffic
 
growth of 19 percent from 1990 to 1993. In 1993, Iligan Port
 
accommodated nearly a quarter million tons of containerized cargo.
 
Principal outflows from the port, during 1992-1993, included
 

nearly 60,000 tons of basic metal products, more than 60,000 tons
 
of chemicals, and approximately 53,000 tons of corn.
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The port of Pulauan, located between the two Zamboanga del
 
Norte cities of Dipolog and Dapitan, experience 22 percent growth
 
of cargo traffic, during 1990-1993, to reach a 1993 throughput
 
level of 156,000 tons. Containerized cargo volumes doubled from
 
1992 to 1993, but nevertheless amounted to only 49,000 tons in the
 
latter year. During 1992-1993, the port received an average of
 
26,000 tons of cement per year; these shipments are made by coastal
 
movements of barges, mainly from the private wharves of cement 
plants located in the provinces of Lanao del Norte, Misamis 
Oriental, and Surigao del Norte. 

Traffic declines occurred at the other two principal ports on
 
the Mindanao north coast, i.e., the ports of Ozamis and Surigao.
 
The decline of cargo traffic at Surigao was quite steep, and
 
involved both inflows and outflows; Surigao Port domestic cargo
 
inflows fell from 75,000 tons, in 1990, to 57,000 tons three years
 
later, and outflows declined, over the same period, from 95,000
 
tons to 57,000 tons. The Ozamis overall cargo traffic decline
 
occurred despite the growth of international cargo at the port, as
 
domestic cargo fell from a 1990 level of 433,000 tons, to a 1993
 
level of 392,000 tons.
 

Table 3.2 indicates the 1992-1993 seasonality of cargo traffic
 
at the six principal ports on the Mindanao north coast. At Cagayan
 
de Oro, cargo volumes were significantly higher during the August-

October period and during Decenber, than during other portions of
 
the year. Iligan had the highest December peaking of traffic among
 
the six ports, and had less pronounced peaks in the months of March
 
and October. Nasipit had very evenly distributed cargo levels
 
throughout the year. With the exception of Nasipit, the other five
 
ports experienced low cargo throughput levels during the month of
 
January.
 

Table 3.3 shows Cagayan de Oro 1992 cargo traffic by route.
 
This information was taken from the daily records of the PPA.
 
Several points worthy of note are:
 

There was a very heavy demand for cargo movement between
 
Cagaan de Oro and Cebu, with cargos on the Cebu-Cagayan
 
de Oro route reaching 333,000 tons in 1992, and another
 
77,00) tons being moved to Cebu by vessels plying other
 
routet. (Whereas all of the cargo traffic on these other
 
routes has a trip-end at Cagayan de Oro, not all of it
 
has a trip-end at Cebu, since cargoes being shipped
 
betweer. Manila and Cagayan de Oro are included among the
 
cargo totals for the Manila-Cebu-Cagayan de Oro route.)
 

The Manla-Cagayan de Oro route was the second most
 
important route for cargo moving to and from Cagayan de
 
Oro, witL two-way volumes reaching 155,000 tons in 1992.
 
Other caigo outflows from Cagayan de Oro to Manila
 
exceeded t00,000 tons. (The most important of these
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Table 3.2
 

Seasonality of Cargo Traffic at Mindanao North Coast Ports, 1992 - 1993
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CARGO TRAFFIC AT CAGAYAN DE ORO (NACABALAN) PORT, BY ROUTE, 1992 
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CARGO TRAFFIC AT CAGAYAN DE ORO (MACABALAN) PORT, BY ROUTE, 1992 
(In Metric Tons) 
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routes were those where Dumaguete or Iligan were
 
intermediate ports-of-call, between Cagayan de Oro and
 
Manila.)
 

The Cagayan de Oro-Iloilo route also had sizable cargo
 
flows, in 1992, with the annual total reaching about
 
59,000 tons, nearly evenly divided in two directions.
 
(This is another case where the northern trip-end of
 
shipments was probably sometimes Manila.)
 

Batangas had become, by 1992, an important destination
 
for cargo from Cagayan de Oro, with shipments in that
 
direction totaling approximately 60,000 tons.
 

Table 3.4 presents information on the cargo traffic
 
accommodated at the three principal ports of Southern Mindanao,
 
during 1990-1993. As noted at the bottom of the table, only the
 
cargo which was accommodated at berth is included in the table, and
 
that cargo which was accommodated at anchorage is excluded. No
 
cargoes were handled at anchorage at Makar Wharf (General Santos),
 
during the period, but both Sasa Wharf and Polloc accommodated more
 
than 100,000 tons per annum at anchorage. Much of the cargo

accommodated at anchorage comprises log movements and (at Polloc)
 
petroleum product inflows.
 

Sasa Wharf accommodated over 900,000 tons of containerized
 
cargo in 1991, but this level was not again achieved in 1992 or
 
1993. This PPA port is competing with the private port of TEFASCO
 
for both domestic and international cargoes. Sasa's advantage vis
a-vis TEFASCO where domestic cargoes are concerned is that no 
passengers are accommodated 
passenger/cargo vessels must be 

at the private 
served at Sasa. 

port, so all 

More than one-quarter million tons of corn was shipped from
 
Sc~ to various domestic locations, during 1992-1993, and an
 
averi:ge of 65,000 tons of fruits and vegetables per annum was also
 
shipped to other domestic ports. The principal domestic cargo

inilows at Sasa, during 1992-1993, were 140,000 tons of logs,

199,000 tons of paper, and 94,000 tons of bottled beverages. More
 
than 90,000 tons of imported logs were accommodated at Sasa, during
 
1992-1993, and the port also accommodated 155,000 tons of imported
 
fertilizer.
 

Makar Wharf had experienced very little growth of cargo

traffic, during the 1980s, but the annual volumes in 1992 and 1993
 
were up by about 12 percent about the 1988-1991 average annual
 
cargo throughput at the port. The port has the highest level of
 
corn outflows of any port in the Philippines. During 1992-1993,,a
 
total of 534,000 tons was shipped from the port to various domestic
 
locations, and 81 percent (434,000 tons) of the corn was
 
containerized. Increasingly, the corn is being processed into
 
animal feeds, however, and shipment of feeds rose from 59,000 tons
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TABLE 3.4 

CARGO TRAFFIC AT PRINCIPAL SOUTHERN MIN-'DANAO PORTS, 1990 - 1993 
(In metric tons) 

1990 
SASA WHARF 

1991 1992 
_ 

1993 
I _KAR WHARF 

1990 1991 1992 1993 1990 
POLLOC PORT 
1991 1992 1993 

Ln 
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Domef_ _ 
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in 1992, to slightly under 90,000 tons the following year. The

combined shipment of corn and feeds was 
310,000 tons, in 1992, and
 
rose to a 1993 level of 375,000 tons. Another very important

commodity group at 
Makar Wharf is fruits and vegetables; during

1992-1993, more than 170,000 tons of 
fruits and vegetables were
 
shipped from the port, with exports totaling more than 75,000 tons
 
and domestic shipments exceeding 95,000 tons. Other domestic
 
outflows from Makar 
Wharf, during 1992-1993, included annual
 
averages of 42,000 tons of livestock, 25,000 tons of fish, and
 
21,000 tons of rice.
 

As the LSRS learned during fieldwork, in March 1993, portions

of the cargo that was being accommodated at Makar Wharf derived
 
from the natural hinterland of Polloc Port. Cargoes were being

moved to Makar, instead of Polloc, largely because of concern with
 
the peace and order situation which prevailed in the Polloc
 
hinterland at that time. Nevertheless, as shown in Table 3.4, the
 
1992 and 1993 cargo throughputs at Polloc were significantly higher

than the throughputs of 
1990 and 1991. During 1992-1993, a total
 
of nearly 170,000 tons of logs was shipped from the port, and wood
 
product shipments totaled 109,000 tons, of which a total of 
16,000

tons was exported. The other principal outflow from the port was
 
205,000 tons of corn, shipped to various domestic locations.
 
Petroleum product 
inflows at the port exceeded 300,000 tons over
 
the two-year period.
 

Table 3.5 indicates the seasonality of cargo traffic at each

of the three principal ports of Southern Mindanao, over the four
year period, 1990-1993. At each of the three 
ports, monthly

traffic volumes were significantly higher during the August-

December period, than during the first 
seven months of the year.
 

Capacity and Standards of Cargo
 
Service
 

Shipper and freight forwarder surveys were conducted by the

LSRS at the port 
cities of Cagayan de Oro, Butuan, Nasipit,

Surigao, Iligan, and Ozamis, in 
the north, and at the port cities

of Davao, General Santos, and Cotabato, in the south. The detailed
 
results of these surveys are presented in Annex A of this report

volume. The principal findings of the surveys are presented in the
 
following paragraphs.
 

Cagayan de Oro Port
 

The port of Cagayan de Oro 
 is served by several

passenger/cargo vessels on a regularly-scheduled basis, and is also
 
served by several general cargo vessels and containerships on a
 
regular basis, but without 
close adherence to any schedule.
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Table 3.5 

Seasonality of Cargo Traffic at Principal of Southern Mindanao, 1990 - 1993 

JAN IFEB IMAR APR MAY JUN IJUL I AUG ISEPT IOCT INOV IDEC TAL AE 
SASA WHARF 
1990 - 1993 

Inbound (domestic +impad) 189,597 239,247, 258,534 220,191 261,308 294.092 285,835 270,958 307,755 290.'744 29,955 297,242 3,196,468 266,372
Ouboimd(dcomdc+export) 120,657 158,545 144,443 135,107 148,970 149,348 142,945 197937 194,930 171,928 176,134 215,489 1,956,433 163,036 

'Totalo" 310.254- 397.792 4r2977 355,29 410,.278 _443.440 428,.780 468895 50Z685 462,672 457,099 51Z731 5,152.901 429,408 

•semm~alty Indexi 
Inbound (domestic +impot) 71 90 81% 98 110 107 102 116 109 105 12-
Outbound (domestic+ expoirt) 74 97, #9j V, 912 - 121 120 105. 1081 : 132 

£ KAR WHARF 
1990 - 1993 

Inbound (domestic + implot) 72,044- 1008" 98,485 114,138 88,810 94.301 86,763 118,48'125,23 132,476 114,268 125,038 1,278,085 106,507
Outboum d(domestic+cxport) 167,782 176,791 154,926 173,588 150,669 186,915 157,741 215,598 230,487, 241,641 231,145 230,365 2.318,148 193,179 

"Total" 239,826 284,874 253,411 287,726 239,479 281,216 244,504 334,046 355,718 374,117 345,413 355,903 3,596,233 299,66 

Seasoodty. Index _________ ___ ........
 

Inbound (domTetic + imoit) 68 101 n 107, - 83 891 81 - 111 1181 124 107 117

Ouboud (domestic+ eort) 87, - 92 80 90 78 97 82 112 119 125 120 120
 

n -s- - in- -t- 110 - 120
 

POLLOC 
1"990 - 1993 .... __... .. 

Inbou(domstic + import) 30,380 37,450 31771 29,699- 27,444 36392 30,485- 38,003 38,553 45,706 38,385 46,398 430,666 35,889 
Outbound (domestic + export) 74,506 108,209 75,068 66,876 73,671 59,465. 608 77,842 86,862 84,678 93,835 107,309 969.160 80.763 

"Total" 104,886 145,659 106,839 96,575 101.115 95,857 91,324 115,845 125,415 130,384 132,220 153,707 1,399,826 116,652 

Seasoodty Index
 
Inbound (domestic +import) 85 104 89 83 76 
 101 8-5 106 107 127, 107 1"£
 
Outboumd (domestic + export) 92 134 93 83 91 74 75 96 108 105 116 133
 

Note: At Berth Only 

Source:. Phlippine Ports Authority 



Shipping operators interviewed by the LSRS considered that the
 
number of bottoms calling regularly at the port was sufficient to
 
accommodate all cargo demand, although capacity was not entirely
 
appropriate for the cargo demand. In particular, the operators
 
noted that large volumes of perishable agricultural commodities
 
were being shipped from Cagayan de Oro, and that these commodities
 
required fast service and either ventilation or chilling while in
 
transit.
 

The shipper interviewees further explained that, whereas it is
 
the responsibility of shipping operators to provide the appropriate
 
capacity for the cargo they are accommodating, some shippers were
 
also at fault, for -their overbooking of container capacity, to
 

ensure that all of their cargoes could be accommodated. When these
 
shippers failed to fill all of the booked containers, it was
 

already too late for the use of the unfilled containers by other
 
shippers requiring such capacity. Thus, this practice by shippers
 
was contributing to the "shortfalls" of capacity that were
 

occurring, and creating the resultant shut-outs. (If shipping
 

operators tried to allow for this tendency to overbook container
 

capacity on the part of some shippers, usually the larger ones,
 

then there was a danger of operator overbooking of cargoe's instead,
 
such as was frequently occurring, in 1993, in the case of services
 

being provided to the north coast of Panay. See Volume VI of this
 

LSRS Final Report for a discussion of the shipping operator
 

container overbooking problem.)
 

The hinterland of Cagayan de Oro produces large volumes of
 

corn, bananas, and tomatoes. The harvest season for the last is
 

June through December, and, during that period, shipping lines tend
 

to give higher priority to the accommodation of tomatoes than to
 

the accommodation of bananas and grains (and some other outflowing
 

commodities, as well). The adequacy of services for shippers of
 

different types of commodities is discussed below.
 

Fruits & Vegetables. As a general rule, shippers of fruits
 

and vegetables expressed (in LSRS interviews) much more concern
 

about the adequacy of shipping services, including the avoidance of
 

shuL-outs, cargo spoilage, and missed international shipping
 
levels of charges for cargo services.
conncctions, than about the 


As indicated in Table 3.6, the MARINA fork tariff upper limit for
 

Class C (Basic) commodities (which, in 1993, included fruits and
 

vegetables) was P241 per freight ton for shipment between Cagayan
 

de Oro and Manila. In contrast: (i) the majority of fruits and
 

vegetable shipments were being made employing the services of
 

forwarders, or "facilitators", at charges that worked out to P1,000
 

per metric ton; (ii) some shippers were availing themselves of
 

reefer services, costing P4,200 per metric ton; and (iii) one of
 

the shippers interviewed by the LSRS was opting for air cargo
 
service, for which he was paying P11,200 per metric ton, and he was
 

hoping that Philippine Airlines (PAL) would institute an additional
 
flight per week.; The majority of commodities in the "fruit and
 

59
 



------ 

Table 3.6 

SCHEDULE OF MINDANAO NORTH COAST ROUTE CARGO SHIPPING RATES
 
(Effective January 1993) 

..... it A..-E. *:::::* . . . 

o~~- --.-- ~ - -


CAGAYAN DE ORD MANILA 504 322.45 417.27 257.61 333.41 209.81 271.48 186.44 241.29 
ILIGAN MANILA 490 314.96 407.58 251.63 325.66 204.94 265.17 182.11 235.68 
MANILA OZAMIS 488 313.89 406.20 250.78 324.56 204.24 264.27 181.49 234.88 
MAN.A STRIGAO 459 298.38 386.12 238.39 308.52 194.15 251.21 172.52 223.27 
MANILA NASIPiT 555 349.73 452.57 279.40 361.60 227.56 294.45 202.21 261.70 

Source: MARINA (Maritime Industry Anthority) 



vegetable" category cannot bear air cargo charges, and shippers
 
were not in general in favor of a large increase in available
 
reefer capacity, because the cost of such accommodation was
 
"expensive", but were to
they able afford charges that were
 
considerably above MARINA's official charges, and none of the fruit
 
and vegetable shippers who were interviewed by the LSRS at Cagayan
 
de Oro had any complaint regarding shipping rates.
 

A vessel of William Lines was, apparently, providing almost
 
exactly the services that Cagayan de Oro shippers of fruit and
 
vegetables desired for a Manila connection. The Dofla Virginia was
 
providing "fast" services, according to the shippers, and arrived
 
at Manila at just the right tim_ for the Manila buyers, viz., on
 
Fridays. The cargo was also being "appropriately" stowed, for
 
rapid off-loading upon arrival at Manila. The shippers indicated,
 
however, that they would like another "Dofla Virginia" on about the
 
same schedule, for the avoidance of any shut-outs during periods of
 
heavy cargo outflows from C gayan de Oro (but with sufficient
 
ventilated container capacity, the lack of which constituted the
 
only shipper complaint regarding the services of the Dofla
 
Virginia).
 

Although shippers of perishable commodities were more-or-less
 
satisfied with cargo shipping services at Cagayan de Oro, seeking
 
mainly some increment to capacity during tomato harvest season and
 
additional ventilated containers, they objected to the practice of
 
some shipping operators to accept perishable cargoes only on an "
 
at-the-owner's-risk" basis. Thus, the shippers were not able to
 
collect claims whenever, through no fault of their own, their
 
cargoes spoiled in transit. The shippers indicated that there had
 
been instances where even 30-40 percent of a shipment had been
 
lost, yet no claim for losses had been possible. The shippers
 
indicated to the LSRS that they were not inclined to battle with
 
the operators in regard to these terms, however, for fear that the
 
operators might then be unwilling to accommodate their cargoes at
 
all.
 

Grains. The LSRS was informed by a number of shippers of
 
fruits and vegetables at Cagayan de Oro, that they were being given
 
priority over shippers of grains for available container space.
 
However, the grain shippers interviewed by the LSRS did not
 
indicate that the frequency of shut-outs they were encountering was
 
any greater than that encountered by the shippers of fruits and
 
vegetables. The first of two peak periods for shipments of grains
 
is July-September, which conflicts with the tomato harvest period.
 
The second peak period for grain shipment is January-March, when
 
there is no similar conflict with other shippers of agricultural
 
produce, and overall traffic volumes at the ports tend to be lower
 
(especially in January, as shown in Table 3.2). Annual frequency
 
of shut-outs for grains shippers was indicated to be just 2-3 times
 
per annum. Grains shippers did indicate to the LSRS, however, that
 
it would be desirable for them if liner shipping services would
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also be provided to the port of Batangas, since many of their
 
customers resided in the hinterland of that port.
 

Other Commodities. A number of shipping operators were
 
unwilling to accommodate livestock aboard passenger/cargo vessels,
 
because of complaints from passengers regarding livestock odor and
 
noise. This limited the options which livestock shippers had from
 
Cagayan de Oro, in 1993-1994, but there were sufficient numbers of
 
cargo vessels that called at the port, so thac there does not
 
appear to have been any overall constraint on the number of
 
livestock which could be shipped.
 

In the inward direction at Cagayan de Oro, occasional shut
outs of cargo were being experienced at Manila, but given the
 
frequency of cargo services on the Manila-Cagayan de Oro route, it
 
does not seem that there were any significant problems of service
 
inadequacy in the inward direction. The LSRS was informed that a
 
liner service between Leyte and Cagayan de Oro might potentially be
 
desirable, in part because of inflows of phosphatic fertilizers
 
from Leyte.
 

Butuan City & Nasipit Port
 

Discussions that the LSRS held with shippers at Butuan City

and Nasipit suggest that shippers of the Nasipit hinterland were
 
increasingly utilizing the liner shipping cargo services provided
 
at Cagayan de Oro, despite the incremental cost of road transport
 
to that port from Butuan/Nasipit. This was particularly true of
 
the shippers of perishable commodities, for whom the higher
 
frequency and greater reliability of shipping services at Cagayan
 
de Oro, and therefore the reduced spoilage of cargoes, was worth
 
the incremental transport costs. (As indicated earlier, banana
 
shipment from Nasipit ceased entirely in 1993.)
 

The L.5RS was informed that, during the May-July period of
 
1993, the 14V Our Lady of Lourdes suffered engine breakdown three
 
times. These breakdowns, the Nasipit shippers claimed, cost them
 
the spoilage of 30 10-ft. containers of bananas. Even under more
 
normal conditions, the banana shippers indicated that: (i) they
 
were losing about 10 to 15 percent of their consignments when it
 
was necessary to ship their bananas in closed containers; (ii)

shut-outs were common at Nasipit, and so were delays, with delays
 
of 4 to 6 hours occurring about once each month; and (iii) a day's
 
delay in moving their produce could cause spoilage losses as high
 
as 25 percent.
 

To avoid such losses, the shippers preferred shipping bananas
 
in bamboo crates (about the size of 5-ft. containers), which they
 
themselves made or had made, since these permitted the ventilation
 
essential to maintain the quality of their produce. However,
 
Gothong Lines was not regularly accepting these crates on its
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scheduled weekly voyage to Manila. At Cagayan de Oro, on the other
 
hand, the shippers were apparently always able to ship their
 
bananas in these crates. The diversion of perishable cargoes from
 
Nasipit to Cagayan de Oro was adding just three hours to translit
 
time (i.e., incremental road transport time), but was adding about
 
40 percent to the total cost of transport.
 

Shippers who were continuing to ship through Nasipit indicated
 
that they were being obliged to pay P200 per crate in order :to
 
obtain faster service from cargo-handlers. They alleged that
 
shippers of wood products were more liberal in making payments :to
 
member§ of the vessel crew, thus earning them first priority for
 
space aboard the vessel.
 

Iligan Port
 

A number of the major shippers at Iligan were shipping by

chartered vessel over their own quays, but some of them maintained
 
that they had invested in their own quays only because the Iligan
 
public port and the liner shipping services operated to the port
 
were not satisfactory. Portions of the production outputs of these
 
large firms were being shipped by domestic liner shipping,
 
including wheat flour and cement shipments to Manila.
 

Iligan shippers of fruits, wood products, furniture and hogs
 
indicated to the LSRS, in November 1993, that they were
 
experiencing frequent cargo consignment shut-outs in the direct
 
Iligan-Manila service, and were increasingly relying on shipping

services provided at Cagayan de Oro, as well as services on the
 
Iligan-Cebu route (requiring transshipment at Cebu to reach
 
Manila), for the accommodation of their cargoes.
 

A shipper of wood products indicated that he had experienced
 
shut-outs every month at Iligan, until he finally opted to use
 
services provided to Cagayan de Oro. The door-to-door services he
 
was receiving through Cagayan de Oro cost approximately P1,700 more
 
per 20-ft. container than he used to pay when using services
 
provided at Iligan, but he was no longer experiencing shut-outs,
 
and could therefore guarantee on-time delivery to his customers in
 
Manila. He indicated that he had rejected offers to resume
 
shipping with the liner operator serving the Iligan-Manila route.
 

Shippers at Iligan indicated to the LSRS that they were
 
satisfied with the services being provided between that port and
 
the port of Cebu. Iligan shippers of grains and rootcrops shipped
 
mainly to Cebu, and indicated that there were no problems of cargo

accommodation, since three passenger/cargo vessels were regularly
 
serving the route. The high frequency of this service, and of the
 
shipping services between Cebu and Manila, had also induced
 
shippers of bananas destined for Manila to ship through Cebu, i.e.,
 
to have their cargoes transshipped there, rather than to attempt
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any longer to rely on the once-a-week direct service from Iligan to
 
Manila.
 

A shipper of hogs from Iligan was continuing to use the direct
 
service to Manila, but complained to the LSRS that frequent delays
 
were occurring, brought about at least in part by engine trouble of
 
the vessel serving the route, and that these delays had resulted in
 
significant shrinkage losses. The shipper also complained that
 
there were inadequate numbers of hog vans available at Iligan. The
 
hog van shortage was less bad in November 1993 (the time of the
 
LSRS interview) than earlier, but many of the vans that were being
 
made available were in bad condition, and some were hardly
 
,serviceable; the costs of repairing such vans were being borne by
 
the shippers.
 

Ozamis Port
 

Cargo services being provided at Ozamis Port, in 1994, were
 
found by shippers to be largely satisfactory. Shippers and
 
shipping operators generally considered that the port and the
 
arrastre services being provided at the port were also mostly
 
satisfactory. An exception was the need to provide handling
 
equipment at the port for the accommodation of large containers and
 
other heavy loads. (Gothong Lines, which was using 10-ft. 
containers in its services to Ozamis, indicated that arrastre 
equipment was adequate for its needs.) 

A shipper of livestock at Ozamis indicated that he had once
 
been experiencing some problems with shipping from Ozamis, but that
 
such problems were "things of the past". There was, nevertheless,
 
one further change the shipper wanted, and that was the deletion
 
from the bills of lading of the phrase "at the owner's risk".
 

Southern Mindanao
 

Large shippers of Southern Mindanao were either arranging for
 
their own shipping services (i.e., were chartering tramp vessels)
 
or were being adequately served by liner shipping on routes to
 
Manila throughout the year. To ensure such adequacy, some of the
 
large shippers were hiring more space than they actually requircd.
 
A number of small shippers, however, indicated that, in the peak
 
shipment season, which is approximately May through October in
 
Southern Mindanao, they were sometimes being shut out of voyages
 
because of the unavailability of space. There had been a reduction
 
of such shut-outs at General Santos, however, due to the
 
franchising of another operator in late 1991. A more common,
 
problem was that they were having to accept shipment of their goods
 
in damaged containers. A problem encountered by large and small
 
exporters alike, who had to transship their cargoes at Manila, was
 
that containerships and conventional cargo vessels on Manila-'
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Southern Mindanao routes did not, as a general rule, keep to
 
schedule, with the result that connections with international-trade
 
vessels at Manila were sometimes being missed.
 

Grain Shipments. Whereas Southern Mindanao grains shipments

had been inadequately accommodated by domestic shipping in the
 
past, the situatior was, in 1993-1994, largely satisfactory. The
 
reasons for this improved transport situation were many and varied,
 
and included the following:
 

Liner shipping capacity had increased at General Santos
 
from 1991 to 1993, and the new operator (Solid Shipping)
 
was said (by shippers) to be providing good service.
 
During 1992-1993, a total of 434,000 metric tons of
 
containerized corn was shipped from General Santos (Makar

Wharf), and only 100,000 tons was shipped as bulk or
 
breakbulk cargo.
 

Tramper capacity also seemed (to shippers of grains) to
 
be more readily available, in 1993-1994, than in the
 
past. The demand for containerization of grains, an
 
expensive way of shipping them, had been artificially

induced by the very low rates that liner operators were
 
permitted to charge for grain accommodation, largely in
 
containers. In 1989, the large differentials between the
 
rates that liner operators were permitted to charge for
 
grains and the rates that tramper operators were charging
 
were considerably reduced, and the differentials were
 
further reduced by the introduction of the liner shipping

fork tariffs in 1990, the widening of those tariffs in
 
1992, and the reclassification of grains as Class C cargo

in 1993. The result of this narrowing of liner shipping

and tramper rates for corn accommodation had been that
 
trampers had become more nearly cost-competitive, by

1994, and the number of tramper vessels had reportedly
 
increased.
 

Major shippers were storing their grains and shipping
 
over their own dock facilities, which had the dual
 
effects of reducing demand at the public wharf and for
 
liner shipping services, and of improving the utilization
 
of available tramp vessel capacity, by spreading demand
 
for grain movement more evenly over a longer period.

(Much of the shipping service "inadequacy" of the past
 
was, in fact, due to the general lack of grains treatment
 
and storage capacity in Southern Mindanao, which
 
necessitated shipment during a brief harvest/post-harvest
 
period, if spoilage was to be avoided.)
 

During the 1980s and early 1990s, there had been a
 
gradual erosion of the Southern Mindanao shares of the
 
Manila and Cebu markets for yellow corn, as the corn
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PORT OF SASA, DAVAO
 

Forklift loading bagged/palletized cargoes
 
on the delivery truck.
 

Working area serving as temporary storage
 

for bagged cargoes
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growing areas of the Cagayan Valley of northern Luzon and
 
the Cagayan de Oro hinterland (principally Bukidnon) were
 
supplying increasingly large shares 
 of the

Manila/Batangas and Cebu corn markets. 
 General Santos,
 
the principal port for the accommodation of Southern
 
Mindanao corn shipments, once had the highest cargo,

throughput levels of any Mindanao port (around 800,000
 
tons in 4 of the 5 years of the 1980-1984 period).

However, slow growth of cargo volumes, levels
to annual 

of around 850,000 tons, during 1988-1991, left the port
 
a distant third (after Cagayan de Oro and Davao) in
 
annual throughput levels.
 

The regional development plans for Southern Mindanao call
 
for expanding both feed-milling capacity and the local
 
livestock industry, so that greater portions the
of 

annual corn crops are likely to be processed or otherwise
 
utilized within the region.
 

Corn was being charged Class C (Basic) rates, in March 1993,

which made it an unattractive commodity to shipping operators,

particularly during peak months. 
 For the shipment of corn grain,
 
corn grits, or rice, the shipper was paying only P8,823 per TEU
 
from General Santos to Manila, whereas shippers of other cargoes

such as hybrid seeds (Class A) paid almost double 
(P16,177), and
 
shippers of banana chips (Class B) were paying P12,922. (A 20-ft.
 
container can accommodate up to 380 50-kg. sacks of corn, 19
i.e., 

tons, so that the liner charge per ton, in March 1993, was P464,
 
and the charge per bag was P23.22.)
 

Tramping vessels were charging the following rates to shippers
 
of grains, in March 1993:
 

Ex-Polloc Port to:
 
Pesos/50 kg. bag
 

Batangas 20.75
 
Cebu 
 14.50
 
Manila 
 19-20.00
 
Cebu P7,442/van
 
Manila P11,082/van
 

Ex-Davao Port to: 
 Per Ton
 

Surigao P 400
 
Mati, Davao Oriental 320
 
Cebu 
 300
 
Manila 
 416
 
Baganga, Davao Oriental 300
 
Digos, Davao del Sur 400
 
Perishable Commodity Shipments. If grains shipments were,
 

in 1993-1994, being more-or-less adequately accommodated for a
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PORT OF SASA, DAVAbO 

Unloading and baggifng operations of imported bulk 
fertilizer at the port 
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variety of reasons, there existed an equal variety of reasons why
 
perishable comniodity shipments were not being adequately
 
accommodated, including:
 

Liner shipping operators had not yet responded, in 1994,
 
to the November 1990 deregulation of rates charges for
 
the accommodation of cargoes in reefer containers, i.e.,
 
liner shipping operators had not yet made the new
 
acquisitions of reefer containers necessary to improve
 
their availability. Operators had not acquired new
 
reefer containers for three important reasons: (i)
 
there were no reefer p!ugs at the public port facilities
 
of Southern Mindanao; (ii) shippers had not projected for
 
shipping operators what their needs were for reefer box
 
accommodation, and what these needs would be in the short
 
to medium term; and (iii) shipping operators were wary of
 
owning reefer boxes themselves, because the claims for
 
lost cargo value in cases of reefer box failure would be
 
quite high. (PPA indicated to the LSRS, in a 29
 
November, 1993 letter, that they were responding to the
 
identified need for reefer plugs at Sasa Wharf by
 
installing ten such plugs at the port.)
 

Ventilated containers, which would be sufficient for
 
maintaining the quality of most fruits and vegetables
 
over domestic voyages, were almost entirely unavailable
 
in the Philippines, during 1993-1994, and operators could
 
not be induced to obtain them at the low, Class C (basic)
 
rates they would be permitted to charge for fruit and
 
vegetable accommodation. During 1993-1994, most of these
 
fruits and vegetables were being shipped in standard
 
containers, with the doors left open for ventilation. In
 
this manner, spoilage was generally being held to under
 
ten percent, but there was a high incidence of pilferage.
 
Bananas were often being shipped in passenger cabins, as
 
were some vegetables.
 

Delays, due to shipping operator overstaying at ports and
 
diverting to unscheduled ports, were tending to increase
 
the proportions of perishable good consignments which
 
spoiled.
 

The Fruit Development Cooperative of Davao, Inc. (FDCDI), a
 
cooperative which handles the marketing/trading of the produce of
 
its cooperative members/growers, was estimated, in 1994, to account
 
for about 30 percent of the total fruit supply in Davao. Large
 
growers, such as Alcantara, Consunji, Ayala, and Dizon, were also
 
estimated to account for 30 percent, and the remaining 40 percent
 
of fruit production represented the production of small backyard
 
growers.
 

Davao-Cebu Route. Until 1991, the Davao-Cebu route was served
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by two operators, Sweet Lines and Sulpicio. Sweet Lines
 
discontinued operations on the route in that year, and the Sulpicio
 
services had not subsequently been adequate to meet full demand for
 
Davao-Cebu cargo services. As a result, shippers had oftentimes
 
had to transship via Manila in order for their cargoes to reach
 
Cebu. Such transshipment entailed considerable increments to both
 
shipment time and cost in comparison to direct shipment from Davao
 
to Cebu. Shippers were having to pay additional freight for Manila
 
to Cebu of about P3,850 for a 10-foot van or P7,700 for a 20-foot
 
container and handling charges doubled because transshipment
 
entails two loading and two unloading operations. These costs were
 
incremental to the Davao-Manila freight of P4,960-P5,200 per
 
10-foot van or P9,920 per 20-foot van. (Cargo consignees at Cebu
 
confirmed to the LSRS that many cargoes originating at Davao had to
 
be transshipped through the MNII.)
 

Some shippers were using the alternative routes through the
 
ports of the Mindanao north coast to ship from Davao to Cebu. This
 
option entailed high trucking charges, however, and some of the
 
perishable commodities being shipped to Cebu via the port of
 
Nasipit were suffering deterioration at that port, while awaiting
 
shipment, since the port did not have appropriate storage capacity.
 
(The adequacy of services on this route might have been improved,
 
during 1994, as the LSRS understands that a Carlos Gothong route
 
franchise was being extended to include r connection to Davao. This
 
shipping service had not been franchi d as of 1st April, 1994,
 
however. See Table 2.,1 of this volume.)
 

Polloc Port Cargo Traffic. Polloc Port was not accommodating
 
all of the traffic generated by its hinterland, when the LSRS
 
conducted its surveys at Cotabato City in March 1993. Three
 
reasons for this diversion (which the LSRS is unable to quantify)
 
were identified, with the third season probably resulting in part
 
from the first two:
 

Shippers sometimes preferred shipping through General
 
Santos' Makar Wharf or through Davao's Sasa because of
 
the better security in the vicinities and hinterlands of
 
those ports, and cargoes were especially being diverted
 
to Makar Wharf in 1993. Some shippers at Cotabato City
 
also preferred the city's riverport over shipping through
 
Polloc, since they liked to avoid the road between
 
Cotabato and Polloc, where there were a number of
 
"checkpoints" that added to the cost to shipment.
 

There was no permanent cargo-handling workforce at
 
Polloc., and the contractor was having to round up labor
 
whenever a ship was about to arrive. Some of the
 
arrastre charges, particularly for handling wood
 
products, were considered by shippers to be high relative
 
to arrastre charges at General Santos, and a few shippers
 
were also diverting their consignments to Makar Wharf for
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that reason.
 

Scheduled liner vessels were sometimes failing to call at
 
Polloc because insufficient cargo traffic was offering
 
there.
 

Livestock Shipments. There are four shipping lines providing

shipping services for live cattle shipments at General Santos:
 
William Lines, Lorenzo Shipping, Solid Shipping and Aboitiz
 
Shipping. Aboitiz Shipping was accommodating about ten cattle vans
 
per voyage, in 1993-1994, with large shippers like Monterey Farms
 
allegedly being given priority. Monterey Farms, a regular shipper

of cattle, was shipping about 400 head per month to Manila, and
 
these cattle were then transported to Dasmarinas, Cavite, where
 
they were slaughtered. Any injured or bruised cattle were being

sold directly to local traders/dealers. Other shipping operators
 
were accommodating cattle as loose cargo, with vessels carrying

about 200-300 head per voyage. The freight rates for cattle were
 
about P920 per head and P10,310 for one cattle van with a carrying

capacity of 10 head of cattle, with an average weight of 500 kilos
 
per head. There are no vessels with hog van capacity serving

Davao-Zamboanga, Davao-Bacolod or Davao-Iloilo. The hog shipments
 
to Iloilo and Bacolod were being made via Cebu.
 

Shippers complained that, whereas shipping charges per
 
livestock van had climbed since rates on livestock shipments were
 
deregulated in November 1990, there had been little corresponding
 
improvement in livestock shipping services. Livestock were
 
regularly losing weight in transit, and some of the livestock were
 
being maimed in handling or were even dying during the voyage.

Shippers argued that these problems were occurring because of
 
improper or unskilled handling at ports, failure of shipping
 
operators to replace damaged containers, and failure of the
 
operators to provide sufficient water during the voyage or to keep
 
to schedule (in which case food supplies, provided by the shippers,

become inadequate). The shipping operators were countering that a
 
principal cause of animal death or weight loss was the common
 
shipper practice of overstuffing their hired vans. The allegations
 
on both sides appear to have been true. On the basis of 1994
 
fieldwork in Southern Mindanao, however, the "problem" of
 
inadequate water supplies during transit may have been largely

"corrected"; in any case, livestock were
shippers no longer

complaining of such shortages.
 

Fisheries Products. One large exporter of frozen round scad
 
in General Santos was utilizing the reefer services of Aboitiz
 
Shipping but had experienced shut-outs, during peak shipment months
 
for perishable cargo, due to the insufficient number of reefer
 
containers available, and to having to compete with Dole for the
 
limited reefer van capacity available. The freight charge was
 
P34,020 for a reefer van owned by the shipping line and P17,010 for
 
vans owned by the shipper or by a foreign shipping line.
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The shippers of fishery products considered that domestic
 
reefer containers because
shipping lines did not want to invest in 


of: (i) the high cost of investment; (ii) the lack of sufficient
 
for such containers; and (iii) the operational
market demand 


problems of handling it on board the vessel. Shipping operators
 

indicated that a deterrant to investment in additional reefer
 
of losses through payment of claims,
containers was the high level 


transit, and their contents spoiled.
whenever reefers failed in 


A number of shippers of fishery products from Davao were just
 

using styrofoam boxes packed with ice, and loading these in
 

conventional containers. These shippers considered that fishery
 

products for the domestic markets of Manila and Cebu would continue
 

to be shipped in conventional containers, to avoid the high charges
 

for reefer accommodation.
 

A Davao exporter of frozen prawn and frozen cuttle fish was
 

shipping via PAL to Osaka, Japan, with a weekly shipment of two
 

tons, and was being charged airfreight of US$1.40 per kilo from
 

Manila to Japan. This shipper was also shipping an average of
 
APL vessel
about two reefer TEUs per month to Japan on K-Line or 


and was being charged US$2,860 for a 20-foot reefer van and
 

US$4,660 for a 40-foot reefer container.
 

Manufactured Products. Most of the manufactured products being
 

shipped through ports of Southern Mindanao were incoming cargoes
 

from Manila, primarily products of Nestle Philippines, Alaska
 

Eveready products, SMC Magnolia's dairy products, bottled cargoes
 

and chemicals for Dole. The major manufactured products being
 

shipped out from Southern Mindanao which were destined for the
 

export markets were canned tuna, processed fruits, ramie fiber,
 

lumber, coco charcoal, activated carbon and chopsticks.
 

Magnolia Corporation was shipping refrigerated dairy products,
 

from Manila, such as ice cream, butter, and cheese. The freight
 

rate for reefer containers was P30,000 before deregulation, in
 

1990, and this had gone up to P41,000, in 1993, for the
 

Manila-Davao route on Aboitiz vessels. Sulpicio Lines was charging
 

a rate of P47,000 per van on the Manila-Davao route, as compared to
 
P31,500 per van in 1990 before deregulation.
 

A manufacturing firm, Eveready Battery, was shipping finished
 
products such as carbon zinc batteries, alkaline, flashlights and
 
radio cassettes, and had encountered problems in shipping its
 
products from Cebu to Cotabato through Polloc since shipping
 

services were irregular, with vessels scheduled to call frequently
 
bypassing the port due to small volumes of cargoes to be loaded
 

there. When this occurred, the company's products intended for
 
Cotabato were then off-loaded at Davao, and trucked to Cotabato;
 

this transport arrangement was costing the company an estimated
 

incremental P7,500 per month, in comparison to reliable direct
 
services to Polloc.
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4. PASSENGER SERVICES EVALUATION
 

Introduction
 

Chapter 2 of this report volume identifies the passenger
 
services that were franchised, in April 1994, between ports of
 
Mindanao and other areas of the Philippines, including Manila. In
 
Chapter 4, the LSRS examines the levels and seasonality of
 
passenger traffic at the principal Mindanao ports and on some liner
 
shipping routes, and evaluates the standards of many of the liner
 
shipping passenger services that were being provided to these ports
 
in 1993-1994.
 

The LSRS conducted passenger service surveys for Mindanao
 
north coast ports only at the MNH. Surveys of services operated to
 
ports of Southern Mindanao were conducted at the three principal
 
ports of the area in March 1993, and were subsequently supplemented
 
by surveys conducted at MNH. The detailed results of these surveys
 
are presented in Annex B of this report. In this chapter,
 
passenger traffic records at ports of Mindanao are first presented,
 
and then the more significant findings of the LSRS surveys are
 
discussed.
 

Passenger Traffic
 

Table 4.1 indicates the passenger traffic volumes, during the
 
period of 1988-1993, at the six Mindanao north coast ports of
 
Cagayan de Oro, Nasipit, Surigao, Iligan, Ozamis, and Pulauan
 
(Dapitan). The principal points which might be made on the basis
 
of informationpresented in this table are:
 

The extraordinary passenger traffic growth which occurred
 
at Ozamis Fort between 1990 and 1991 apparently coincided
 
either with the institution of across-bay (Panguil Bay)
 
ferry services, or with a decision by PPA to include
 
these across-bay passenger volumes in the traffic figures
 
for Ozamis Port. The former may be more likely, as the
 
jump in volumes appears actually to have begun in
 
December 1990, when traffic levels were about 2.5 times
 
the average month of that year, and were more than double
 
the traffic level of the previous December. Two ferry
 
routes are being operated to Ozamis: the ferry across the
 
mouth of the bay to Kolambugan on the opposite shore is
 
5 n.m., and that between Ozamis and Tubod is 6.5 n.m.
 

Traffic growth in 1993 was especially rapid, and this
 
probably reflects the increase of passenger accommodation
 
capacity at several ports, and the general upgrading of
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TABLE 4.1 

PASSENGER TRAFFIC, AT MINDANAO NORTH COAST PORTS, 1988-1993 

1988 1991 1992 I1 I A vE. 

CAGAYAN DE ORO 
Total Passengers 652,075 814,362 857,856 776,594 86,6,451 954,781 4,922,119 984,424 

Disembarked 
Embarked 

337,862 
314,213 

411.185 
403,177 

437,062 
420,794 

367.168 
409,426 

416,714 
449,737 

462.824 
491,957 

2,432,815 
2,499,304 

486,563 
497,861 

Annual Growth Rate (%) 
Di'qeinarked
Em.baked 

21.7 
273 

6.3 
4.4 

(16.0)
(-2. 

13.5 
98 

11. 
94 

37.0 
56.6 

6.5 
9.4 

ILIGAN 
Total Passengers 210,615 224,099 264,098 250,721 236,896 283, 1,469,682 93,936 

Disembarked 
Embarked 

Aniual Growth Rate (%) 
Disembarked 

110,557 
100,058 

109,214 135.087 
114,885 129,011 

(1.2) 23.7 
_1Embaed4.8 - 12.3 

122,691 
128,030 

(9.2) 
(0.8 

127,961 
108,935 

i 
4.31 

(14.0)1 

145,289 
137,964 

13.5 
26.6 

750,799 
718,883 

31 4 
37 

150,160 
143,777 

5.6 
6.61 

TtlPassengers
Disembarked 

374,885
183,742 

373,579
188,594 

394.66 
191,275 

2,286,608
1,152,360 

2,711,364
1,363,231 

2,814,592
1,441,359 

8,955.683
4,520,561 

1,791,133
904,112 

Embarkcd 
Annulal {"d'owth Ratp, (0/) 

191,143 184,985 203,385 1,134,248 1,348,133 1,373,233 4,435,127 887,025 

Disem'bared 
EimbarkedEmbarked 

-_ _ 2.6 
(3-.2) 

1.4 
9.9 

502.5 
457.71I 

18.3 
~j19.91 

5.7 
1.91 

684.4 
618.4 

46.8 
46._8S'l44.0 

NASIPIT 
Total Passengers 

* Disembarked
Embukcd 

451,854 
226,290
225.W6 

555,991 
301,957
254.034 

585,815 
299,479296.336 

488,29 
249,422
238.607 

60 
299,773
305.960 

616,844 
314.658
302186 

3,304,16 
1,681,579
1.622,597 

660,833 
336,316
324.517 

Annual Growth Rate (%)
Disembarked 33.4 (4.1) (13.8) 20.2 5.0 39.1 6.8 

Embmked 12.6 16.7 (19.51 1 (1.2)1 34.0 6.0 

PULAUAN (Dapltan) -

Total Passengers 
Disembarked 

211,708 
109,344 

213,535 
108.334 

254,743 
119,119 

216,921 
103,856 

209.244 
103,226 

255.59t 
125,420 

1,106,151 
669,299 

221.230 
133,60 

Fmbarked 102.364 105.201 135,624 113,065 106.0181 t 76 692,448 13,490 
Annual Growth Rater (%) 

Disembarked 
Entracd 

(0.9)
2.8 

10.0 
28.9 

(12.8)
(16.1 

(0.6)1
6.21 

21.5 
22.8 

14.7 
27.2 

2.8 
4.9 

SURIGAO 

Thal Pawimger 
Disembarked 

I 3_,043 
174,341 

381,610 
199,216 

37R,499 
203,777 

332,788 
164,313 

294,210 
165,515 

401 ,4.1 
200,334 

2,123,S37 
1,106,526 

424,717 
221,305 

Embarked'Annual Growth Rate (0/0 160,702 183,394 174,722 168,445 123,695 201,103 1,017,061 203.412 

' Disembarked 
Embarked 

_ _ 13.7 
14.1 

2.8 
(4.7)1 

(19.4)1 
. 6 

( 

0.71 
j 

21.0 
563 

14.9 
25,1 ! 

2.8 
64.6 

Source: Philippine Ports Authority 
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service standards which was occurring in that year. The
 
airports at Butuan City and at Ozamis had sharp
 
reductions of passenger traffic in 1993, as compared with
 
the preceding year, and the Iligan airport discontinued
 
operations entirely in 1993. The high growth of traffic
 
at north coast seaports and the concomitant declines of
 
air passenger traffic appear to reflect a change in the
 
modal split of the two modes for interisland passenger
 
traffic, although conclusive evidence of such a shift
 
would require at least another year or two of traffic
 
data for both modes.
 

The rapid growth of passenger traffic at north coast
 
ports could also signal some adjustments in the
 
hinterlands of north coast and Southern Mindanao ports
 
for passenger traffic. As the road network of Mindanao
 
is improved, there is a tendency for the passenger
 
hinterlands of the north coast ports to extend to the
 
south, since the north coast ports offer substantially
 
shorter voyage times and distances to other areas of the
 
Philippines, in comparison to sailing from any of the
 
ports of Southern Mindanao. For example, the voyage
 
distance from Cagayan de Oro to Cebu is 135 n.m., whereas
 
the Cebu-Davao voyage distance is 428 n.m. via the 
Pacific Ocean or 569 n.m. via the calmer water of the 
Mindanao Sea. 

Table 4.2 presents month-by-month information on the passenger
 
traffic accommodated at the port of Cagayan de Oro in 1988 and
 
during the 1990-1993 period. As indicated in a footnote to this
 
table, the LSRS was unable to obtain month-by-month information for
 
the year 1989. The data for 5 of 6 years, however, are sufficient
 
to provide a good indication of the seasonality of passenger
 
traffic at the port. The port does not exhibit as pronounced a
 
seasonality as is found in many other ports of the Philippines, but
 
the traffic peaks in the months of May and December are very
 
common. The Table 4.2 index values for February are high relative
 
to the traffic patterns at most Philippine ports, and these index
 
values for Cagayan de Oro are due to an extraordinary level of
 
traffic in that month in 1990. Similarly, the April index values
 
for Cagayan de Oro passenger traffic are lower than the values for
 
April at most other Philippine ports, as a result of the unusually
 
low April traffic level in 1990.
 

Table 4.3 indicates .the passenger traffic volumes by month on
 
several routes having Cagayan de Oro as a port-of-call. The direct
 
connection with the port of Cebu accounted for approximately 40
 
percent of total passenger traffic at Cagayan de Oro, in 1992,
 
averaging nearly 28,000 passengers per month. Because traffic on
 
this route represented a fairly high proportion of the port's total
 
passenger traffic, it is not surprising that the seasonality
 
patterns are very similar, and the 1992 peak month of May had
 

77
 



_ _ _ _ _ 

Table 4.2 

Passenger Traffic at Cagayan de Oro Port, 1988 & 1990 - 1993 

CLASS CATION JAN I FEB I MARI APR I MAYI JUN I JUL I AUG ISEPTI OCT INOVI DEC ITOTA AVL 

TdApnu gme 67,488 49,2441 50,6791 3,09 77,1531 50,949 40,7781 37,3071 34,3601 49,0211 47,0161 75.0871 657,07 54.340 
Dimuibuked 30.382j 23.520 25,291 36,054 386681 28.286 23,641 21,4551 17975 25,68 2,277 41632 337,862 28,155-25,-o-37.06 572 , -3881- Tz--si,~~~~~5J6 - ~~~~03388-3,o39L38,48 22-13L-7 3 -253 1.3 15,852 -- Y. T 5 -.,/16.385 23,3-401 21,7391 33,4551 314,213 26.184 

1990 
Tetsastenejn 62,642 I12,.588 48,533 34961 104,2511 78,338 70,0"6 57,398 61.179 52.37 101,556 74,227l 857,856 71,488

D--m-b-ked 310, 5801 -07225,1 -18,48 52,2- 40,352 3-48E- 30,516 27,403 52,432 - 38,164 437,062[ 36,422 
Embarked 31141 4.5361 23-155 16,613 52,001 37,986 35,665 28,7851 30.6631 24.7341 49,1241 362111 420,7941 35,066 

1991 _ _ 

Tlalpasuengern 38,196 61,389 46,1861 67,282 82,534 78,790 57,4051 56,6781 49,4651 62,7261 77,4261 98,5171 77694 64,716 
Danbak 18,941 30,436 21 32,072 38,021 37,186 28,436 26,495 25,329 29,892 28,71 49,810 367,1 j 30,597 
_ _ _e 9,2- - a3 ,1C, 4453-,0 -,812,3 -2-96bd19-----o--35--- -- - -, --- 4-1---604 -- 6 0,183 21 3 U2,3414870 71 - 48!7071 49,4261 34 1197 

1992 
TeW puaengem 61,479 68,154 66,575 84,386 106.740 87,7111 58,504 55,850 54,0391 67,28 94,253 866,451 72204 
SDib -buked - 32,028  734 -- 32,42 41424 504061 4T_4 i - 2,603 27-5 25,681 26,361 30,601 3--.---416,714 34 26- .

Embmted 29,451 33,420 34,13 4Z,962 56,334 44171 L 29,901 28,330 _28,3581 35.116 36,682 50,859 449,737 3,78

1993
 

Te pasmug 9,2851 6,281 5,797' 12,999 98 9,129 6,069 7,287 7,682 7803 598 13,964 102,102 8,509 
Di__bked Z4842,001 - 1,549 2,829 2,621 2,677+ 2,351 3,367 3,638_ 2,569 2 141 7,244 35,471 2,956 
-Bba ked 6,801 -,,28 4-248 -1 70 6,452 3--,73.-718 52341 3 767 6720- 66,6311 5,553-7.277 -39201-4T,4 

otal (5 years) 
Ttidpmusgem 239,090 297,656 217'70 272721 380,576 304,817 232,802 214,520 206,725 233,164 299,189 356,048 3.255,078 271,257 

Dimnbuked 115,336 148,763 16,27-1130,72 181,6i 5C2,o41 117412 1o7.450 103,139 111,906 139.170 180,096 1.594,277 132,8M 
Embaked 123,754 14-8,893 111,499 141.994 198,610------- 115,390 107,070 103,586 121a258 160,019 1 '5,952 1.660,801 138.400152;776

Se saozta lex ..-- -.-.I I..-
Dis8nibuked 87 112 80 98 137 114- - 88 - 81 78 -84 - 105- 1361 

9nake9 10 Bi 1441 '375, 116 127flAN 103 10 7 8 

No data avsaable npawNertrultl by month, m 1989. 

Sourcs PhQ u Pubt Antamdy 



TABLE 4.3
 

PASSENGER TRAFFIC AT CAGAYAN DE ORO (MACABALAN) PORT, BY ROUTE, 1992
 

PORT-S OF CALL - - '
 

NEXT JAN FEB MAR APR MAY JUN JUL AUG SEPT OCT NOV DEC TOTAL AVE. 

CEDU CEBU 
Dk ewmarked 12,065 13,719 12,204 14,890 18,432 16,932 100681 10,009 10,932 9,570 12,099 16,510 157,953 13,163
Embaked 11,694 14,674 13,501 15,389 20,040 16,170 11,749 10,282 12,717 14,129 15,778 20,229 176,351 14,696 

Scasoaliaq Xnd 
Disembaked 92 104 93 113 140 128 81 76 83 73 92 125 
Embaked 0 100 92 105 136 110 80 70 87 96 107 138 

GNA CEBU 
l6csubuked 2,067 1,115 1,125 2,76 7,102 1,621 50 510 542 1,550 2,019 2,95 19,555 1,032 
Fharwed 

$talon"~ Ind" 
2,034 1,7811 1,286 1,812 1,375 .6R 10 8 160 372 47-3 387 10,935 911 

Discmbarked 
hmbarked 

127 
229 

115 
196 

69 
141 

171 
199 

129 
206 

99 
62 

3 
11 

31 
9 

52 
18 

97 
41 

124 
46 

13 
42 

MN" CEBU 
Disembarked 
 361 361 .30 
EmbtAk%d 527 527 44 

Scm wtld4 [ndcz
Disembarked 1,200 
Embarked---------------------------_ 

MNLA NT 
DLaembaked 5950 3,100 5,969 1,680 6,150 2,951 6,736 1,097 2, 4,175 6,520 47,30 3,986
Embarkel 5,5S 4,n 6,377 1.S00 5,985 2,W95 6,436 2,203 3,072 6,923 9,920 54,604 4,558 

Seasonahl IdexI 
Div b 149 78 10 42 154 74 170 50 64 105 164 
Embadmd 121 104 140 M 131 66 142 48 67 152 196_ 

ILOI ILO1
 
Dixembs tud 4,04 5,060 3,942 5,193 7,400 5,175 2,331 3,93 3,958 3,750 3,444 4,181 51,831 4,319
Embarked 4.000 4.042 4,208 7,051 5,107 6.374 2.646 2.770 5.120 4,635 3,163 6,549 59363 4,947i 

SeuasaM rIndex

Disembarked 93 117 91 120 171 120 54 79 92 97 so 97 

Piharcei 81 82 SS 143c 129 56164, .03 10 94 78 3 

CEBU TGBL
 
Dizesbaiked ,747 2,400 2,193 3,350 4,620 4,445 2,237 2,478 1,065 25,568 2,131 
Embarked 2,22 1,700 2,26 3,335 5,640 4,770 2,49 2,658 980 26,250 2,18811 

Scazonaliy Indx 
Dirembarked 129 113 103 159 217 209 105 116 30 
Ealbarked 104 78 102 152 258 218 121 122 45 

TGM TGBL 
Disenbarked 203 39 242 20 
Inbadked 199 19 217 IV 

Sepzanauly Index 1
 
Diseaked 1,007 

193Embad 1,005 105 

MqA DCTE 
DImmbtkad 3,038 1,566 1,W7 5,550 3,245 5,100 3,506 3,820 27,422 2,285
Embuked 2,405 1,639 1,345 7,040 3,060 3,732 3,405 3,905 26,811 2,2341 

Ocaonairtylndcx 
Dismnbarked 133 69 70 243 142 223 153 167 
Embaked 111 73 69 315 137 167 152 175 

DPLG DGTX t1
 
Embuted TNe ~ k d261 465 465 392611 22 

Seuzoalty Index 465 

DTsmbarked 1,200
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TABLE 4.3 
(c.tl.d) 

PASSENGER TRAFFIC AT CAGAYAN DEORO (MACABALAN) PORT, BY ROUTE, 1992 

S'T NEXT JAN FEB MAR APR MAY JUN JUL AUG SEPT OCT NOV DEC TOTAL AVL 

DGTIE DGTE 
Dismbarked 2,290 1,570 5,000 1,100 1,076 1,699 4,625 7,104 24,464 2,039 

Ermbarked 

etasonalty Index 

Disenibamted 

Embarked 

2,080 

112 

96 

1,370 

77 

63 

5167 

245 

238 

1,5221 

54 

70 

1,100 

13 

51 

2,375 

83 

109 

5,328 

227 

245 

7,102 

348 

3271 

26,044 2,170 

I- ------J-NA 

DIsembatked 

Embarked 
Seasonality Index 

Iemblrked 
Embarked 

937 

733 

74 
34 

2,;55 

2,169 

18 
100 

1,29 

1,141 

105 
52 

2,173 

2,571 

171 
118 

2,031 

3,152 

160 
145 

1,730 

2,567 

13 
118 

162 

631 

13 
29 

911 

934 

72 
43 

555 

2,219 

44 
102 

431 

3,034 

34 
139 

628 

3,135 

50 
144 

1,072 

3,841 

156 
176 

15,214 

26,127 

1,268 

2,177 

IJGNA JGNA 

Distibuktd 

Embarked 
Seasonality Weds 

Sc. ibmnaied e7 

Embarked 

1,307 
499 

41 

1,040 

1,135 

77 

94 

1,000 

1,044 

74 

87 

1,106 

1,085 

I52 

90 

1,693 

1,765 

125 

147 

1,108 

843 

82 

70 

1,342 

1,195 

g9 

991 

2,22 

1,110 

165 

92 

1,497 

2,182 

111 

181 

1,080 

1,340 

BU 

111 

2,796 

2,256 

207 

187 

16,194 

14,454 

1,350 

1,205 

DPLC OZMS 

Diembarld 

Erubazked 

Seaonhiity Index 

Disunbarked 

Embaked 

521 
341 

113 
92 

683 

441 

148 

119 

369 
278 

80 
75 

713 
567 

155 
153 

440 
788 

95 

212 

393 
473 

65 

127 

196 
536 

431 

144 

366 
169 

79 

46 

772 
431 

167 

116 

659 
144 

143 

39 

421 
289 

91 

78 

5,533 

4,457 
461 
371 

BENON1 BENONI 

Dismbarked 

Embarked 
reasnnalty Tndex 

MfPmbfrked 

Embarked 

8 

8 

81 

94 

14 

8 

142 
94 

25 

25 

2-54 

294 

26 

27 

264 

318 

23 
17 

2-M 

200 

22 

17 

224 

200 

11 

102 

10 
9 

[LOI DPLC 

Disacnbrked 
EmbarkediStfionaIuty Index 

Disnzzlrnked 
Embarked 

892 

1,024 

1,I 
1,00 

892 
1,024 

74 

85 

1ORACAY UIRACAY 

Disembarked 
Ernb aeked 

Seamans"/Index 

Digaubarked
Esubwked 

6,300 
6,550 

1.20 
1,200 

6,300 
6,550 

525 
546 

MNLA PLPDN 

Discmbadced 
Embaked 

Be,,sonalty Index 

Disembarked 
Finbmked 

1,350 
t,349 

1200 
I,200 

1,350 
1,349 

113 

112 

qource: rnppine Ports Athorty 
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traffic thit x is 40 percent higher than 1992's averivge month. The 
direct connect ion to Iloilo generated about oll-cighth of Cagayan 
de Oro's passenger traffic, in 1992, and showed a somewhat
 
different seasonality than the Cebu-Cagayan de Oro route, with a
 
three-month (April-June) traffic peak, during which period monthly
 
passenger volumes ranged between 125 and 167 percent of the average

month. The direct connection of Cagayan de Oro to Manila had a
 
1992 seasonality which suggests that service capacity might not
 
have been regularly available throughout the year, as there were
 
pronounced peaks of traffic in January, March, May, July, and
 
December, with no traffic being accommodated in September.
 

Table 4.4 presents the month--by-month passenger traffic for
 
the port of Nasipit, during 1988-1989 and 1991-1993. As a footnote
 
to the table indicates, the LSRS was unable to obtain the 1990
 
monthly traffic information for this port. Five years' data are
 
sufficient, however, to obtain a good indication of the traffic
 
seasonality at a port, and a seasonal index for Nasipit is shown at
 
the bottom of the table. The index shows that Nasipit normally has
 
a three-month (April-June) traffic peak, with a briefer peak in the
 
month of December. This seasonality pattern is quite common at
 
Philippine ports, and the Cagayan de Oro pattern is less common.
 
The monthly passenger volumes, during April-June, range from
 
approximately 20 percent to 50 percent above the average month.
 

Surigao is the only one of the principal Mindanao north coast
 
ports for which month-by-month tiaffic information could be
 
obtained from PPA for each year of the 1988-1993 period. As shown
 
in Table 4.5, the seasonality is less pronounced than that of
 
Nasipit, but the peak nevertheless extends through the same three
month period of April-June. The peak month of June has traffic
 
levels which are generally about 30 percent higher than the average

month, and there is only a minor second peak in the month of
 
December.
 

Passenger traffic at Iligan exhibits a more pronounced

seasonality than that at Surigao, as shown in Table 4.6, although
 
less pronounced than in the case of Nasipit. The peak period is
 
April-June also at Iligan; the five-year traffic totals are about
 
the same for each of these three months, and their traffic average
 
is only about 117 percent of the average month. Iligan Port has a
 
second, briefer traffic peak in the month of December, although

only for disembarking passengers.
 

At Ozamis, there was a fairly typical interisland seasonality,

in 1990, as shown in Table 4.7, with the exception that the
 
December traffic jump was extraordinarily large. In subsequent
 
years, however, seasonality was limited to the December peak that
 
is about 30 percent above the average month. Otherwise, no month
 
of the year is more than 9 percent above or 16 percent below the
 
monthly average.
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Table 4.4 

>ssenger Traffic at Nasipit Port, 1988, 1989 & 1991 - 1993 

1988I .IIA F AIO I I E' M AR, I R A JUU7 I UAG'ATIOTllOl_ E OTL 
. 

AE 

Tealp senegen
Disembarked 

_ 36,S45
16,606 

21,989
10,834 

33,230
17,020 

43,964
21,158 

58,725
31,004 

49,0821
24,932 

31,761
15,517 

28,916
14,918IS_1S 

31,789
15,722572 

30,475
13'15,793 

30,400
14,8482 

54,678
27,9542,5 

451.854
2269226.8598 37,655

18798 
Enbarkcd 20,239 11,155 16,210 2S06 27.721 24,150 16,244 13998, 16,067 18,797 

Total passengers 
Disnbarked 
Enb-mrk 

52,813 
26,370 
26,443 

34,082 
19,323 
14,759 

40,596 
21,874 
18,722 

57,269 
30,263 
27,006 

76,052 
45,626 
30,426 

61,777 
32,509 
29,268 

"35,018 
20,019 
14,999 

34,9511 
18,148 
16,803 

37,137 
19,003 
18,134 

42,026 
22.958 
19.068 

41,145 
20,563 
-0.582-

43, 
25,361 
17,824 

555,991 
301.95-
4034j 

46,333 
25,163 
21,170 

1991 
Total aiaengers 

Disgebarked 
34,365 
17.721 

33,526 
17,363 

28933 
14,537 

57,705 
28,053 

66,832 
33,892 

50,47 
25,577 

30,718 
15,681 

29,22.; 
15,019 

29,886 
14,696 

34.762 
17,619 

35,175 
17,243 

56,35-7 
32,021 

488.029 
249,422 

40,669 
20,785 

Total passengers 56,252 40,8731 34,99. 50,350 62,853 79, 39,320'Disembarked 21,533 19,713 7,270J 25959 
9,70 38,095 43,064 424866 71799 605.'33 50,4-6931302 -37,190 21,393 19,671 23,109 21,71L- 22192 387301 299 3 24-81 

arked 34.71-9 2.1160 17,7241 24,3911 31551 41,880 18,539 18,424 19,955 20,774 23.674 3 3 .6, 488 

1993" 
Totainpussengers 52,4451 42,0781 42,6901 72,644 85,6261 65.7921 33.2571 321 45,6091 4,256 48,862 51.427 61 51",404 

DisembmAked 25,036 22,946 22,1541 32,878 3714 
Enba-ked 27.409 19,132 20,536 39,766 41.316J 28,278 1671 25 .27 9  

44310 1 16,5511 15,96 22,683 23,181 23,53 27,826 314,638 26,222 
16,162 22,926 21.075 23.61 302J,1,,,, 265,182 

Total 5years) 
Tetapassengen __232,720 172,548 180,443Diemarked 107,266 281,932 350,088 306,68 170,686 163,343 187,485 194,004 201,448 277,386 2.718,'519019 9-55"183"' 814 177 226,529-89,161 83,752 -9S5-23 "101,262 98.4131 151,832"1.392.100,-116'aEnibarked 125,454 82,369 87,588 143,621 163,954 148546 81,525 79,591 92,272 92,742 103,035 125,554 1.325,251 110,521 

D: rkd 92 78 " 8C 119 160 136 77 72 82 87f
Embarked -. 1I 7 79-r -130 1 144 .. 7"41 721 831 1384 93 1 1 

No data avalMble an puexger tramc by month, on 1990. 
Soiree: PhMppine Prts Authoilly 



Table 4.5 

Passenger Traffic at Surigao Port, 1988 - 1993 

CLASSIFICATION JAN FED MAR APR MAY JUN JUL AUG SEPT OCT NOV DEC TOTAL AV. 

Te-dpa"engen 

Dis -a;ikc 

[ .25,354 

13,209 

21,053 
11,148 

22,149 
12,579 

284361 
15,287 

36,406 
18.659 

34,035 
16,793 

30,468 
15,174 

30264 
14784 

331789 
17,816 

25.441 
13.179 

21.6571 
11,94 

25,991
13809 

335,043
174.41 

27,920
14.528 

1989 
12145- 9-905 9,570 13,1491 177 17 17,242 15294 -150 173 12,262 9753 1,182 160.702 13,392 

T-Ldpauum __ 
Disbarid 
Bknb dW 

34,207 
1....-']14 
16,066 

23.248 
12,51 
10.688 

28,865 36.313 44,385 
14,748118,618122,7251 
14,117 17,695 21,660 

38,C98 
19,168 
18.930 

26,021 
13,20 

12,771 

27803 
14.258-
13.545 

32,703 
16._54 
L5.949 

29S4 
15.426 
14.422 

27,980 
14,6781 
13.302 

32,139 
17.790 
14,349 

381,610 
198,!6 
183,394 

31.801 
16,518 
15=283 

1990 
T i_. -__. 

Dis;anarW 
Enbarked 

28,733 
14.479 
14.254 

30.097? 
14,354 
15.7431 

28,2 1 
14,566 
13,714-

41'99 
19,627 
21,672 

39.6811 
19.926 
19.7551 

37,815 
19,276 
18139 

38.188 
27281. 
10,907 

34.05425.458 
24,203 12,7941 
9,851 12.664j 

25,521 
12,538 

, --

.A,132<6,860 378491 
11.,013 13.720 203,7771 

-- 3.140174,722 

31.542 
16,981 
14,560 

1991 ..... 

T__p_2ners 3,660 23.131 21,712 32,620 35756 33,909 22936 25944 28177 29716 23,993 31,234 332,788 27732 

Dwsm k3d 
m,nbarked

1992 

11,760-121-1-
11,900 10.933 

.. 

,63-i -16,693 
10.679 15,927 

- 17,240 
18516 

16604 
17,305 

10-0 
12,426 

12,251 
13,693 

13-921 
14,256 

14,1191 
1597 12991 

17012 
145222 

164 
168,445 

13,69 
14,037 

Toa pusengen 19,9211 22.7561
111,2241_12,30 

Bnbmked t T9T 1,51Y 
Emared869710456T 

1993 

18.347 
10128 
8,'21 

28,643 
17,548 
o 9,-

30,.211 
20,2491 

96,2 

33,463 
19.4371 

6 

20A33 
11842 

8,591 

24,239 
12,142 
12,0971 

26.081 
12 5 

13.4981 

23,247 
"2,829 

10.4181 

22,40 
1.314 
10,826 

24,7291 
13,919' 
"10,.10 

294,210 
165,515 
128695 

24,518 
13,793 
10,725 

Tdipaenge, 
-

120764 
-

18,500 
-

15607 21,8871 28,544 

02 

47,0321 35,688 37,444 40,631 36,050 
-4 

42, 4 0 3  56,887 
-01 

4C1,437 

-0262 

33,4-5! 

.nbarked 
-,13,280 

7,484 
10,17 
7,883 

8,503 
7.104. 

13 3461 
,5411 

-1 7.122 
11.422 

22,903 
24,129 

16,817 
18871 

17,150 
20,294 

18,204 
2,427 

16,370 
19.680 

19,7411 
22.662' 

26,281 
30,606 

200,334 
201,163 

16,695 
-59 

TetWlpa.menen 152.639 138,785 
2isb9..d82.093 73,177 

134,960 
71,557 

189.196 
101,119 

214.983 
115,921 

224,352 
114,181 

173,734 
94,874 

179.748 
54,788 

186,839 
92,172 

169,823 
8446 

160,686 
79},652 

197,840 
102,531 

2.123,587 
1,106,526 

176,966 
92,211 

____________ 

- 'ked--SemA l~ny Index 
0------

70546 65608 
--

6340' 
6j-

88079 
2 

99,062 10,171 
-- iI1' 

78,860 84960 
-

94667 85,362" 81,034 
_____

95,309 1017061 84,755 

Dismiibk-d 8I 7C 7 11C 126 124 103 103 100 92 _ 6 186 
Enibarked 83 771 75 104 117 130 93 100 112 1011 96 112 

Source: Philippine Ports Authorly 



Table 4.6 

Passenger Traffic at Iligan Port, 1988 & 1990 - 1993 
CLASSIFICATION JAN FEB MAR APR MAY IJUN JUL AUG SEPT OCT NOV DEC TOTAL AVL 

T.Wpaunqgers 
Darbaiked 

red 

17,4221 
9,05? 

65 

15,3781 
7,24 
8,134] 

15,8501 
8,106 
7,744 

20,4931 
10,71 
,9,782 

22,4571 
12828 

9,629 

17,990 
9,1381 
8,521 

13,585 j 
5,543 
8,042 

14776 
6481 
8,295 

18,801 
9,391 
9,410 

15,946 
7,4461 
8,500 

16,411 
7,027 
9334 

21,506 
17,585 

3,911 

210,615 
110,557 
100,058 

17,551 
9,213 
8,338 

1990__ 

Tesi. anefgen 
Disunbarked 
ETh',mked 

1991 
Tetaipaengen 

DiAnbarked 

Embarked 
-992 

2851. 
11,581 
16,570 

15,9091 
7,953' 
7,956T 

18,362 
9,043 
9,319 

.0,2091 
10,225 
9,984 

18,312 
9,394-
8,918 

1A ,991 
6,422 

7,877 

26,242 
13,649 
12,593 

23,966 
11,389 
12,577 

28,624 25,-22 
15,133 13,518 
13,491 12,004 

27,537[27,859
12,650k 13,846 

14,887 14,013 

16,059 
8,500 
7,559 

16,271
8,555 

7,716 

22,083 
12,089 
9,904 

21,3341
9,.844 

11,490 

_ 

18,938 19,043 
10,820 9,958 
8,118 9,085 

19,1971 19,268 
9,351 9,205 
9,846F 10,063 

_ _ 

17,878 
8,141 
9,737 

20,1331
9,532 

10631 

__ 

24,83 264,098 
-3,261135,0871 

11,623 129,011 

24,739 250,721
13,749 122,691 

10,990 128,030 

27,008 
11,257 
10,751 

20,893
10,224 

10,669 

Te/ pamingen 
OD 

Embarked 

1993 

20,043 
10,297 

9,746 

17,130 
9,007 

8,123 

18,427 
9,010 

9,417 

22,5551 
11,7511 

10,804 

19.6011 
966 
9,7351 

23,665 
14,163 

9,502 

17,173 
9,0621 
8,111 

15,388 
9,217 
6,171 

19,484 
11.422 
8,062 

18,714 
9,711 
9,003 

19,139 
107 
8,869 

2,577 
14,1851 
11,39 

236,896 
127,961 
108,931 

19.741 
10,663 

9,078 

TetAipaum pue 
sanbuked 

Bmbwked 

21,629 
__10,122 

11,507 

24,142 
12,103 
12,039 

24,2.7 
13,008 

---

11,219 

26,2901 
13,543 
12,747 

24,3511 
13.429 
10,922 

26,047 
13,104 

T

12,943 

23,754 20,115 
12,494k1 J2 

-

11.260 

24,923 
14,341 

. 

19,739 
9,616 

1-12 

19,9121 
9,329[ 

10-5831

10,583 

28,124 
13,075 

Tf---I

15,049 
-

283,253 
145,289 
137,96 --

137,964 

23,604 
12,107 

-4 

Te/ipasuagers 
-Disrbazked 

Emarked 
Seannaftb 

Disanbuiked 
barked 

103,154 
49,010 
54,144 

92 
108 

95,221 
47,622 
47,599 

89 
95, 

91,115 
45,940 
45,175 
- . 

86 
90 

119,546 
61,043 
58,503 
- ,

114 
116 

122,570 
63,906 
58,664 

120 
117 

121,083 
63,769 
57,314 

119 
114 

86,842 
44,154 
42,688 

83 
85 

93,696 
48.756 
44,940 

91 
89 

101,343 
55,325 
46,018 

103 
91 

92,710 
45,936 
46,774 

86 
93 

93,473 
44,269 
49,2,)4 

83 
98 

124,830 
71,855 
52,975 

134 
105 

1.245,583 
641,585 
603,998 

-

103,799 
53.4.65 
50,333 

No data vafabi onapasseerctrflfc by znrilh on 199. 

Source: PlipnePerts Anthmty 



Table 4.7 

Passenger Traffic at Ozamis Port, 1988 & 1990 - 1993 * 

CJASSFICATIQN JAN IFEB 11MAR ]APR AY JUN JUL AUG SP C O E OA V 

TO- pazaners 
Dismgle-d 
-i d1620 

1990 

31,311 
15,111 

28,855 
3445 

15,420 

30,0881 
15,60 
14,488 

30.4291 
15,7001 
14,7251 

38,199 
18,9M7 
19,21 

30,092 
15,44 
14,648 

30-973 
16,245 
14.7281 

38.201j 
18.988 
19.213[ 

32'27 
16.124 
16203 

38219 
18998 
19,221 

36.416 
19201 
17.2151 

377401 
18.523 
19.2171 

4,02861 
202366 
200.4 

33,572 
1664 
1, 

T pa-im.er 
Disnb ed 

d 

. . 25,1711 
.1 
I3,5091 

26.785 
12956 

13.829 

16.722 
7 

8729 

35,5881 
I993-64521 
19136 

43172 
20,894 
2,78 

_39,_016 
19-999 

19,017 

'23.764 
11.71 
12 293 

26,0301 
13,4 
12.622 

1,40 
9 

25.526 
q 

30,570 
,1 

16376J 

S1,263 
37,922j 
43,3411 

394,660 
91,275 

203,381 

32,888 
15,940 

16949 
1991 
Totpasun-en

Disw'iut d 
155,933
75,018 

155,557
76903 

179,448
8740 

173,584 
85,018 

1439461 
71,564 

217-0441 
112,4021 

2013411 
96,021 

194739 
98,60! 

206.59 
104392 

200718 
101,169 

204.895 
114,927 

2515441 
127,612 

22660 
1152,360 

190551 
96.030 

1992 890.'0 818.566172s2L 105,542 105.3201 96,135i 102,577 99.549 89 123.932 1.134,248 94,521 

Totalpaseer 
Disanbarked 
F993bed 

1993 

235930 
117,940 

198 22 9 , 6 68 1 208,116 
175--"-6.0-4--05,91

_=113.664102,2051 
- -

262,819 
132,1o
130.649 

239,1651 199,4461 
120100--98--16 
118941 101,130 

209,649 
10553 
104,5961 

210758 
105,2
105,537 

227.152 
115706 
111.446 

228,774! 
116,1199
112575 

261,6891 2.711,3641 225,947 
1322621 113.603
129.427 1 8,13 1 112-z 

Totalpa engers 

DLnbuted 
Embarked 

Total (5 years), 
Totalpasa er 

Disa nbsrd 
Enba-ked 

_emrnality Index 

127,638 

14,116
1113522 

448,345 
219,78-1-
228,564 

179,843 

90.046 
99.797 

409,405 
2C1479 
207,926 

2C4,961 

107,142
97.819 

455.29. 
228,3Y-
227,589 

316,941 

211,118 
105.8231 

447,717 
223.031 
224,636 

277,231 232,86 209.535 
137,831] 117,7181 104,519 

z0 -4 --.66f 105,016 

488,136 526,217 455,524 
243.615 268.069 222.053 
244521 258.148 233,471 
.. . .. . . . .. 

210,2381 237,704 
104,1921 113073 
10'046i 1246311 

468,619 471,097 
236,053 236,861 
232566 234,236 

. 

-

227,430 

114130 
1133001 

491615 
249,063 
242,552 
. . . 

- , - p -

226.938 26374712.714.592 
110, 116,830 1,341.359
16,294-- 149 17 .233 

500,655 632,236 5.795,492 
264,521 316,319 2,99,232 
236,134 315.917 2.886,260 
. . . . .. . . .. 

226.216 

111.780 
11,4.36 

482_058 
242,436 
240,522 

. . 
Disan-badked 

narked 
91 
95 

83 

86 
94-
95 i 

92 
93 

100 
102 

111 
107 

92 
97 

97 
97 

98 
97 

103 
1011 

109 
98 

130 
131 

" No dati avalable cnpaswenser trafafc by moath, on 1989. 
* Iaffc recorded by mouth Is h1her than total obtafned from another PPA record, and shown InTable 4.1. 

The LSRS has mot leaued the reason for the dg iant difference 

Source: PhilippinePorts Authority 



The seasonality of traffic at the port of Pulauan (located
 

between Dipolog and Dapitan) is shown in Table 4.8. The port's
 

passenger traffic seasonality pattern has a two-month peak in May-


June and a single-month peak in December. The May-June peak has an
 

average monthly traffic level that is approximately 25 percent
 
above the average for the entire year.
 

Table 4.9 shows the 1990-1993 record of passenger traffic
 

accommodated at the five principal ports of Southern Mindanao.
 

As indicated in Chapter 2, there may have been a passenger
 
accommodation capacity constraint at Sasa Wharf, in 1992, due to
 
the discontinuance of the services of Sweet Lines in 1991. The
 
LSRS surveys at Davao, in March 1993, indicated that passengers
 
were pleased with the increase of service capacity at the port, as
 
one shipping line placed a newly-acquired vessel on the route that
 
was larger than the vessels that had served the route in earlier
 
years, and a second operator commenced to serve the route
 

rugularly. The elimination of the presumed capacity constraint
 
resulted in a rise in passenger volumes from 1992 to 1993 of more
 
than 40 percent, Polloc Port had an even higher traffic growth,
 
probably related to the i:'troduction of Superferry III services at
 
the port. Among the five ports for which traffic data are
 
presented in the table, it was only at the port of Makar Wharf
 
where there was a fall in the traffic level from 1990 to 1993.
 

Traffic seasonality at SasaWharf is identified in Table 4.10.
 
The port exhibited the fairly standard three-month peak in April-

June and a single-month second peaking of traffic in December. As
 
shown in the table, traffic volumes during the month of May are
 
generally more than 50 percent above the average for the year.
 

The seasonality at Makar Wharf is even more pronounced, as
 
shown in Table 4.11. The two-month period of April-May accounted
 
for slightly more than one-quarter of total passenger traffic
 
accommodated at the port.
 

Tables 4.12 and 4.13 indicate the monthly-by-mnnth passenger
 
traffic which was accommodated at the ports of Poiloc and Cotabato,
 
respectively, during the 1990-1993 period. The two ports of Polloc
 
and Cotabato exhibited very similar patterns of seasonality. At
 
both ports, the traffic peak in December was very pronounced during
 
the 1990-1993 period, whereas the April-June peak was much less
 
pronounced than at the ports of Sasa Wharf and Makar Wharf.
 

The month-by-month passenger traffic record at Kalamansig
 
Port, over the 1990-1993 period, is shown in Table 4.14. This port
 
has a traffic seasonality similar to those of th3 ports of Polloc
 
and Cotabato, but with a less pronounced peak in December.
 

Table 4.15 presents route-by-route traffic in.ormation for
 
liner shipping routes with a terminus at ports of Southern
 
Minda:lao. The figures shown in the table are two-year traffic
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Table 4.8 

Passenger Traffic at Pulauan (Dapitan) Port, 1988 & 1990 - 1993 

IMI
O"EI JAN INFKB IMAR 1I APR IMAY I JUJN 1JUL I AUG ISEPT I OCT INOV IDEC ITOTAL] AIE. 

T"dapssmen 13.2441 15.4801 15.314 19,798 28,598 22,3291 173041 18.180 16892 16.203 11.480 16.886Disembaked 7,305 8.048 8,407 9 0 3 8 4 0 2 1 10 306  211.70 17,64210.474 12,335 10621 8.3781 , 109.S44 
________ 8 26  . 5.736 10.2491 911253L9 7.432 6.907 9 1 11.7089 8 59 .4 9 0 1 .8 97 5724 - 6,637 102.364 30 

Tatdpausnep 21,373 1 9 .4 03 2084 20 2 5 7  26,0311 29,595 27.99i 17,8001 17.015 . 19.171 16.507 18716 254,743 21.229S8,464 9,097_1.181 10,368 13,291 13360 8.619 8418 10.1551 9.782 8090 8294 1191199
Embarked 12,M 10.306 9.703 15,663 16,304 14.6311 9.1811J 97 10.102 9389 8.417 10422 135.624 11.302 

1991 

Tetalpasa -gen 14,238 14,119 m m m
1.279 19.365 24.599 20.823 15.647 14,111 18,330 18.089 m m719Q39 8 25,923 216,921 18077 

i- - d 6,579 6,261 5.448 9,834 11,518 10.446 8044 6,593 8,640 8364 9.225 12,904 103,856 8,655Embarked 7,659 7.858 6,831 9 3- --- ( 8"1 10,3771 7603 7.518 9 6 9.725 10173 13019 11306C5 9.422 

T-' palpssnger 17.724 18,630 18.1891 - 16,55C 15.072 15-339 10,998 16.161 14.567 18.054 19,718Disunbuked 8,0141 946K8-1 28.287 209,244 17,437-8,0241 716 - 74: 5.735 7 871 7-137 8.762 9443 15002 103,226 8,602 
hn-bated 9,7101 9,184 9,378 8,526 7.56 7,8741993 3,263 8,245 7,430 9,2921 10,275 13,285 106,018] 8,835 

T"W pai engen 1 18,1961 9.8191 13,770 18,550 26,312 28.110 24.118 24.456 25,796 18,077 21.942 MARI 255.596 21,300Dinbaked 8688 1.7191 6873 9269 12,178 14,344 12,382 12,523 12,730 9,679 10,885 14,150 125,420 10.452Emba ked 9.508a00 , 6897 9281 14,134 13,766 11,736 11,933 13.066-, 898 116057 76 10848 
Total (5 years) 
Totalpaswners 84,775 77,451 

Rm m 
80,436 100.294 124176 114'592 85,867 89,878 95.842 89594 89,045 116,262 1.1 48.212 95.684Dimbarked 39050 '4.571 402; 47,969 56.838& 56236 43158 44468 47.064 46893 43,399 60.599 560,9665 46.747Embarked 45725J 42,880 39.716 52 325 67338 58,356 42,709 45,410 48.778 42,701 646 55,663 587,247 48,937 

ianbaWke 84 74 87 13 122 120 92 95 101 100 - 93 - 130Embarked 931 8 81 10 3-8 1 . . 93 100 87 93 

* No data 2vaUble on passe ger trLMc by mot, on 1989. 
Source: PhWpplne Ports AuthorUty 



TABLE 4.9 

- 1993PASSENGER TRAFFIC AT SOUTHERN MINDANAO PORTS, 1990 

SASA WHARF 
1 1990 19f1 1992 1993 TOTAL AVE. 

Total passengers 
Disembarked 
Embarked 

Annual Growth Rate (0,6) 

107,339 
52,586 
54,753 

116,441 
54,303 
62138 

118,326 
58,357 
59,969 

166,327 
83,811 
82,516 

508,433 
249,057 
259,376 

127,108 
62,264 
64,844 

Disembarked 
Embarked 

3.3 
13.5[ 

7 
(3.5)1 

43.6 

37.61 
59.4 

50.7 
16.8 

14.6 

MAKAR WHARF 
Toulf pasvengers 

Disembarked 
Fmbrked 

107,853 
45,687 
62,166 

106,528 
42,928 
63,600 

91,258 
31,599 
59,659 

102.102 
35,471 
66,631 

407.741 
155,685 
2-;2,056 

101,935 
38,921 
63,014 

Annual Growth Rate (%) 

Disambarked 
Embarked 

POLLOC PORT 

(60) 
2.3 

(26.4) 
(6.21 

12.3 
11.7 

(224) 
7.2 

(.1) 
2.4 

Total passengers 
Disembarked 
Embarked 

56,804 
22,529 
34,275 

68,728 
33,275 
35,453 

76,728 
39,981 
36,747 

124,526 
58,837 
65,689 

326,786 
154,622 
172.164 

81,697 
38,656 
43,041 

Annual Growth Rate (%) 

Disembarked 

Embarkcd 

477 
3.4 

202 
3.6 

47.2 
78.8 

161.2 

91.7 
37.7 

24.2 

COTABATO PORT 
Total passengers =22,062 261,394 304,287 292,525 1,080,268 270,067 % 

Disembarked 
Embarked 

Annud Growth Rte (%) 

111,334 
110.728 

131,329 
130.065 

158,859 
145,428 

153,161 
139,364 

554.683 
525,585 

138,671 
131,396 

Disembarked 
Embarked 

KALAMANSIG PORT 

18.01 

17.51 
21 .01 

11.81 
(3.6) 

4.2)1 
37.6 

25.91 
11.2 

8.0 

Total passengers 
Disembarked 
Embarked 

Aluai Growtl Rate (%) 
Disembarked 

Embarked 

' 

' 41,122 
21,138 
19.984 

_17.7 

49,200 
24,880 
24,320 

21.7 

45,254 
21,586 
23,668 

(13.2) 
(2.7) 

52.620 
27,861 
24,759 

29.1 
4.6 

188,196 
95,465 
9,731 

31.8 
23.9 

47,049 
23,866 
23,183 

97 
74 

Note: At Berth Only 
Source: Phmpplne Portz Authority 
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Table 4.10 

Passenger Traffic at Sasa Wharf, 1990 - 1993 

CLASSI1FICATION 
[990 

JANJ__FEB -1MAR APR MAY J JUL AUG SEPT OCT [NOV DEC TOTAL I AVE. 

To pamense 
Dienbatekd 

mznbuked 

1991 

j 9.803[ 
4,647 
5,1561 

9.146 
.443 

4.7031 

7.038 
9 

3,064 

7,419 
'-

3,469 

8.667 
2.40 
6,207 

12,694 
5,1941 
7 .0 

7.575 
3.'441 
3.731 

5987 
-2863 
3,124 

7891 
4,540 
3,3511 

9411 
4.7991 
4,6121 

8,776 
4.616 
4,163 

12,932 107339 
7,256 52,586 
5.676154,753 

8,945 
4,38 

4, 

To panengers 

Di.ahked 
Embaked 

9244 

4,239
5.05 

10,894 

36 
5-8 

9.616 

4,258
535 

16.333 

83 
8.017 

18,2051 

8903 
930 

12.096 6.850 

5,273 2.601 
6.823-4.24 

5,0791 

1.367 
3,7121 

5-1251 

1281 
3,844-

3472 

958 
514 

.9,733 

6,085 
3648 

9794 

6.086 
3,7081 

116441 

54,303 
62,138 

9,703 

4.525 
5.178 

1992 
TotA!psetgers -8,..Z8 5,175 2,666 11,5561 15,107 11,993 7.884 10,669 10.350 9,226 11,717 13,045 I 118,3261 9.861 

DisembakedErnkaled 4.393
4.5451 1,420

1755 1.34
1,319 4405T

7,1511 8.470
6,637 5.997

5,996 
4.217
3.667 

6,295
4.374 

5,663
4,687 

3,947
5,279 

5,466
6,2511 

6.737
6,308 

58,357
59,969 

4.863 
4 7991 

Tebi passengers
Dioanbgkcd 

E6baked 

Total(4 yearsm) 

D -. 
13.782 

.14 

6,658 

13.838 
8,133 

5.705 

8.369 
4,6244 

3,745 

18.531 
9,5 

8.99 

22.768 
11.969 
1079 

15.286 
7--7964 
7322 

9.044 
5665 

4288 

11,351
5 7 7 0 

5,581 

9-663 
4,167 ' 
5,496 

12,088 
4,1911 
7897 

13925 
___ 6,774 

7.151 

17682 
8787 
8.895 

166.327 13,861
1-178,83811 6984 

82.5 6 

Totalpasengers 

DiznbmKed 
Embarked 

Seao 2_iL1_ex
Dizembzked 
Eu -ked 

... 

41.767 

20.403 
21.364 

98 
99 

39.053 

1",932 
20,121 

91 
ga 

27,689 

14.203 
13.486 

68 
62 

53.839 

26223 
27.616 

1-28 
128 

64.747 52.069 31,353 

31.802 24.42,8 15.4181 
32.945 27641 _ 15.935 
- ..................... 

153 118 74 
152 128 74 

33.086 

16,295 
16,791 

79 
-8 

33,029 

15,651 
17,378 

80 

34.197 

13,895 
20,302 

5 7 

94 

44.151 

22941 
21,210 

..... 
111 
98 

53,453 508,433 

28 866 249,057 
24,587 2-59,376 

...... 
139[ 
114 

42.369 

20.755 
21.615 

Note: At Berth Otdy 
Soue': Phllppine Ports AiihoCly 



Passenger Traffic at Makar Wharf, 1990 - 1993 

CLASSIFICATION JAN FEB IMAR APRI MAY IJUN IJUL IAUG ISEPT IOCT INOV DEC ITOTAL IAVE. 
1990 

ToWaa plaerge 11,450 8,790 10,492 14.719 13,437 10,420 3.942 6,8131 So 6,6881 6.507 S907 107,853 8,988
Di d 4,862 3,887 6,13j 6,034 4,983 3,6,(1 1.793 2,591 2,273 3,152 2841 3537 45,687 3,807 

Fambaked 6,588 4,903 4,359 -8,235 8,454 6,819 2.149 4.222 3,4151 536 3666,, 537)3.62,164 5,181 
1991 

Totalpamenge 8,3201 5,5981 8,4181 14,74711 16,4921 9,968 5.1311 6,181 8,4351 5,347 892 9,9991 106,528 8,877 
Dismbaked 3,474 2,775 3,331 5,827 6,564 3,567 2.0171 2398 3,6991 1,530 3,264 4482 42,928 3,577
Em_,rbarked 4,846 2,823 5,087 8,920 9,928 6,401 38114 7 4736 3817 4623 5517 600 5.300 

1992 

Totalpassengers 7,781 7,668 3,786 11.393 11,082 8,655 5,904 5955 6177 7",099 7334 _8,424 91,258 7,605 
Dibmbked 2,418 24 1,408 3,715 3,001 2,718 2,087 1,943 2,376 2,396 3071 3522 31,599 2,633 

Q0 Embarked 5,363 4,724 2,378[ 7,678 8,081 5,937 3.817 4.012 3,801 4,703 4,263 4,902 59,659 4,9720 1993 

Totpauengen 9,2851 6,2211 5,797 12,91 9,8.N8 9,129 6.0691 7,287 7671 7,8031 5,08 13,6I 102,102 8,509 
Di~tkd2,484 2,001 1,549 2,829 2,621 2,677 2351 3,367 3638 2,569 2,141 7,244 2,956 
Embaried 6,801] 4,280 4,248 10,170 7,277 6,452 3,718 3920 4,044 5,234 3,767 6,720 66,63 5,553 

Total (4 years) 
TotalpasseuZe 36,836 I2,337 28,493 53,858 50,909 38,.172 21.046 26,236 27,982 26,937 27,641 41,294 407,741 33,978 

Dbisated 13,238 11,607 12,421 18.405 17,169 12,563 8,248 10,299 11,986 9,647 11,317 18,785 155,685 12,974 
Eznabmed 23,598 16,730 16,072 35,453, 33,740 25,6C,9 12.798 15-937 15,996 17,290 16,324_ 22,509 252,056 21,005 

Disembarked ____ :8r18 96 142 132 97 64 79 z 74 1871__2 

Embaked 112 801 771 1691 161 122 61 76, 76 82 78 107, 

Not AtBerth Ouy
 
Sowxe: Phltppine Ports Amthoi*ty
 



Table 4.12 

Passenger Traffic at Polloc Port, 1990 - 1993 

CLASSIFICATION 
1990 
To-ljlpmngeru 

Diembaked_17851 

Embarked 

f 
JAN 

4,586[ 

38 I 

FEB 

5,280 
1,692 
3.588 

MAR 

3.745 
1,550 
2,195 

APR 

8056 
3,288j 
4,768] 

MAY 

4,6701 
1,875 
2,7951 

JUN I 
4,6301 
1,:0 
2,8301 

JUL 

4.0931 
1698i 
2.3951 

AUG 

2,185 
975 

1 210 

SEPT 

6.003 
2,901 
3-102 

OCT I NOV 

3780 4,01 1 

1,745 1755 
2,03512,256 

DEC ITOTAL] 

5,765 56,8041 
2,465 22,529 
3,300 34275j 

AVE. 

4,734 
1,8771 
2.856 

1991 
Tot spmsenger 

Disbaked 
Embaked1,622 

1992
Totsilpamenge7s 

7 3,782 
- 2160 

9,469 

3,556 3,918 3,7131 
2,247 2,228 8471 
,09-1,6 -2,866 " 

_4,8971 9,011 9,944 

7.3181 
2,7191 
4,59 

8328 

10,184 
4,945 

8,256 

5.607 
2835 

3,705 

4-971 
2,672 

2299 

5120 

2,750 
1.3561 
9-

3161 

6,704 
3,114 
3590 

6,651 
3,560 
3091 

.95741 
45921 
4 

68,728 
33,275 
35,453 

S5729 

5,727 
2.773 
2,954 

6394 
Disear5.ed 

Embared1993 4458 
' 

2,784J 

113 

5,095 

3,916 

5,371 

4,573 

4,228 

4 1 

3,893 

4,363 

1 2 

2123 

- 2,588 

2532 

1814 

1347 

1250t3I3t 

1001 3618 

3.4 

2603 

39981 

36747 

3,332 

3.062 
Total panengen 

Disaxrke 

Embawked 
Total (4years) 

Total pas-senge 
D;isenb1ed 
Embarked -

-

6,1651 
2.544 I 

24.002 
10,500 
13,502 

8,112 
3,208 

21,845 
9.931 

11,914 

8,0171 
3,331 

, 

24,751 
12,204 
12,547 

6.4061 
2,9561 

3--0, 

28,119 
12.462 
15.657 

9.585 
4.78 

L 
a, 
29.901 
13.610d 
16.291 

10.725 
5,5121 

-13 

33,795 
16.10 
17,645 

11.0981 
5840 

5.758-

24,503 
11.955 
12.548 

9197 
4,599 

4598 

21.473 
10.834 
10,639 

10592 
5,226 

5366 

22,506 
11.297 
11.209 

13 , 83 7 10,413 
5786 ,139j 

8,051-3274 
- _ 

26,572 27,824 
11.895 1385 
14,677 14,239 

20,319 
9.908 

11 
a 

41.495 
20,199 
21.296 

124,526 
58.837"I 

65,689-
a 

32 6.78 6 
154.622 
172,164 

10.377 
4,903 

5474 

27,232 
12,885 
14,347 

Emnbarked 
- I 

941 
-

831 
- ' -
81 .1091 

-7 
14 

-
123 _ 

Ed 
87 

R-§ 
-741 

a 
78 

a . 
1021 99 

a 
1 

Note: AtBerth Only
Soarce: Pllppine Ports AuthorLy 



Table 4.13 

Passenger Traffic at Cotabato Port, 1990 - 1993 

CLASSIFICATION JAN FEB MAR IAPR IMAY IJUN IJ-UL- -A-UG7 SE7PT OCT INOV IDEC ITOTAkL AVE. 
1990 

Totalpassengers 17,116 11,848 12,881 18,394 16,252 22,079I 11,980 16,467 19,6771 22,073 22,514 30781 22 Z,62L 18,505Disemb rke 7---,8-5o-7 -8 ; - - ; 1---,, O , - 088 15,549 / - I. -i - 6
15 	 9 1 1,3 4 9 27 Disentz cd { 7 837 8, 78 8,105 9,7M4 7,455 i 0, OJ 6377 7.144 8300 0, 4 k 1 8 1 

Em.baked 9.2-59 1 3,770 4.7-76 8,660 8,797 11.178 3,6031 9,323 11,377 11,3271 11,426j 15,232 110,7281 9.227 
1991 

ToLlpauengers 22"6971 2,31 5 21,932 25,2851 26,551 24,0.21 19.8871 21,1011 27,230 1 22,25721 , 261,3941 1783 
Diiearkaid j 10,960 _74 12,2401 -12,29 107 . 1,?[1 78 10,9441 1.105 12,681 1039 11,538 
Embrked 11,737 11.74 1"-827 13,0 5-1-3,87 11,792 9.488 10.825 10,692 10,947 15,264 130,,65/ 10,839 

1992 
Tomalpanenges 26,913 23,&67_ 20,963 128,597 26,5161 27,3961 19.79[ 22.104 23,259 21,2941 26,011 37,486 304,27 25,357
 

Diisembarked 1516 10,50 061 14,623 1.9t 1,7 124 102 13,230 19644 158,859 13,2
1501 T4.14 
_.ba-ed 11,748 11,253 10 51-- 13.5961 12,510 12,7731 9.430 10,629 11,98 10,766 12,781 17,8421 145428 12,119 

1993 
TotUlpaenger 23,2A1 26,741 16,575 24,005 28.028 19,1001 21.1941 2186 24,380 25 790 2,571 33,657 292,525 24,377 

Di,,bzied 1.150 13,7631 1430 10,028_ 12,877._ 13,574 14,881 17,613 L153,161 12.763_14,353249 1.11611_883 
Enbaked ---- T,14 -12-9781 8,0821 11,5751 13,6751- .0-1 1 0 T O i IM3 12,Z6 12,6901 ai 1, 11,614 

Total (4 years) 
ToLalpsusenger , 85,771 96,281 97,351 92,657 72.940 81,858 89,546I 69,157 98,3 3 133.977 1,080,268 90,02290.024 72,353 

Disembarke 	 46,132 46.196 38,553 49,403 48,493 43, 348g 50,509J 9,595 354,683 46,224 
E-xie 43,892 39,575 33,800 46,876 44,815 34.599~ 41,080 4555 3.4,309 478441643921 525,585 :579-40,356 

Duem________ 10 10 ___ 107 1061 104 83__ es 951 751 1091 ISI
 
Embarked 1001 90 77 1071 1121 1021 9 94 10(-4t 781 1091 1471
 

Nte. At Beilh Oily 
Sante: Phlppine Poi Arihuiy 



Table 4.14 

Passenger Traffic at Kalamansig Port, 1990 - 1993 

MA APR I JUN JUkL 

1990 
Total paeiagws 1,725 2,436 2,387 3,270 3,385 4,447 3,187 2.237 3,857 5191 3,844 5,156 41,122 3,427 

2,609 1,834 2,797 21.138 1.762 

CLASSIFICATION JJAN IFEB - MAY 	 I AUG I SEPT I OCT I NOV I DC ITTAIA . 

Disentbaked 1,062 1.184 1,138 1,560 1,621 2,258 1.681 1,161 2,233 

ETnhked 663 1,252 1,249 1,710 1,7641 2,1891 1.5061 1,076 1,624 2,582 2,010 ,359 19,984 1,665 
1991
 

Totslpanenga 3,1781 4,316 3,899 5.7261 4,171 4,644 3.8761 4,059 3,8811 3,614 3.459 4,377 49,200 4.100 
Disxa* e 1,555- 2,447 1,778 2,657 2,1341 2 23 138 2,123 1,835 1,895 1.83,3 2,250 24,880 2,073 

Embaked. 1-1.623 1,869 2.121 3,069 2,037 2,4061 1.18- 1.936T 2,046 1,7191 1,629 2,127 24320 2027 

1992 
4,563 5,835 45,254 3,771Totlpsueegers - 3025 3,630 2,896 3,373 3590 4,285 2.791 3,397 3.889 3,980 

Disembacked 1.272 1 ,622 1,279 1,402 111 -1,886 1,237 1,655 203 1,9761 2,366 3,297 21,586 1,799 
Ez-iOaled 1,753 2,008 1,617 1,971 2,079 2,399 1.554 1,742 1,806 2,004 2,197 2,538 23.668 1.972 

1993 
Totalpantengers 4,565 3,5481 3,614 4,2551 5.5051 5,067 3.626 3.9311 3,316 4,425 4,8421 5,926I L2620 4,385 

Disemaed 2,447 1828 1,893 23961 2,92] 2,614 1.834 1926 1,698 2,451 2,506 3336 2781 2 
Enbaked ,18 1720 11721 1189 2.3J 2453 ,792 2.005 1,618 1,974 2.336 2,590 24,759L 2,063 

To tl 4 y m .... 1665 .. ..
Totalpaeagen 12,493 1%930 12,796k 16.624 16,651 18,443 13.480 13,624 14,943 	 17,210 16,708 21,294 188,19 15,683 

6865 7,849 8,931 8,536 11,68) 95,465 7,955Disembadiwd 6,336 7,01 -- 6,088 8,015 8,199 8,996 6,890 
8.453 9,447 6.590 6,759 7,094 8,279 8,172 9,614 92,731 -7,728Embarked 6,157 6,849 6.708 8,609 


Se i lideI ........ . ....- - - - - -


Disenmbaed80 - ___ 77 101 103 113 87 6 91 	 112 107 147
 

107 106 124
Embarked 	 80 9 87 111 103 122 85 87 9 

Note: At Berth Only 
Saurwe: Pldippine Porte Aithority 



TABLE 4.15
 

SUMMARY OF SOUTHERN MINDANAO PASSENGER TRAFFIC, 1991 & 1992
 

---UTES .A..F........"'"~.............. ........ . ................................. 

CEBU DGAS 1 1 7 2 11 0 

DGAS CEBU 3 2 24 29 1 

Seasonality Index 

CEBU DGAS 109 109 764 218 

DGAS CEBU 124 83 993 

CEBU DVAO 87 79 549 510 584 554 290 342 202 4,404 27 3 7,631 318 

DVAO CEBU 598 335 856 1,586 543 937 518 513 472 518 62 183 7,121 297 

Seasonality Index 

CEBU DVAO 14 12 86 80 92 87 46 54 32 693 4 0 

DVAO CEBU 101 56 144 267 92 158 87 86 80 87 10 31 

CNITS DVAO 308 159 243 202 1,518 1,605 1,622 1,323 1,430 1,667 1,637 1,566 13,280 553 

Soasonality Index 
CMTS DVAO 28 14 22 18 137 14z 147 120 129 151 148 142 

CTBT ESTC 23 21 23 88 268 29 11 13 7 155 4 642 27 

ESTC CTBT 66 1,801 79 150 136 80 57 43 15 45 12 2,484 104 

Seasonalfty Index 

CTBT ESTC 43 39 43 164 501 54 21 24 13 290 7 

ESTC CTBT 32 870 38 72 66 39 28 21 7 22 *6 

CTBT 1101 - 082 1,913 1,551 5,238 2,612 1,465 1,095 1,460 1,125 1,047 375 19,963 832 

1ILOI CTBT , '9 1,812 1,431 2,662 2,440 1,919 1,018 1,157 954 1,218 420 16,470 686 

Seasonality Index 

CTBT ILO 125 115 93 315 157 88 66 88 68 63 23 

[LO1 CTBT 105 132 104 194 178 140 74 84 70 891 31 

CTBT MILA 5,245 5.453 3,671 8,007 4,423 7,117 6,824 6,090 4,374 5,034 1,033 57,271 2,386 

MNLA CTBT 5,264 4,979 3,880 5,100 6,846 5,903 5,161 4,738 3,476 3,536 1,194 50,077 2,087 

Seasonallty Index 

CTBT MNWLA 110 114 77 168 93 149 143 128 92 105 22 

MNLA CTBT 126 119 93 122 164 141 124 114 83 85 29 

CTBT PGDN 699 393 459 443 642 392 600 744 419 491 273 465 6,020 251 

PGDN CTBT 716 404 458 452 558 380 557 588 415 500 256 462 5.746 239 

Seasonallty Index 

CTBT PGDN 139 7P 91 88 128 78 120 148 84 98 54 93 

PGDN CTBT 150 84 96 94 117 79 116 123 87 104 53 961 

CTBT ZBGA 4,739 4,722 2,965 3,442 2,441 2,974 2,697 2,736 1,650 3,356 2,304 3,417 37,44" 1,560 

ZBGA CTBT 4,550 3,855 7,571 3,434 2,620 3,184 2,845 3,066 1,888 3,530 2,315 3,230 42,088 1,754 

Seasonallty Index 

CTIIT PGDN 152 151 95 110 78 95 86 88 53 108 74 110 

PGDN CTBT 130 110 216 98 75 91 81 87 54 101 66 92 

DGAS DVAO 134 134 6 

DVAO DGAS 270 4 12 6 46 338 14 

Seasonallty Index 

CTBT PGDN 1,200 
PGDN CTBT 959 14 43 21 163 

DGAS U,01 5,098 3,151 4,803 5,843 6,335 3,436 2,306 3,188 3,125 2,182 1,343 40,810 1,700 

ILOI DGAS 4,194 2,941 4,016 6,076 7,073 4,387 2,336 3,138 2,093 2,029 437 38,720 1,613 

Seasonallty Index 

CTBT PGDN 150 93 141 172 186 101 68 94 92 64 39 

PGDN CTBT 130 91 124 188 219 136 72 97 65 631 14 



TABLE 4.15
 

SUMMARY OF SOUTHERN MINDANAO PASSENGER TRAFFIC, 1991 & 1992
 
(Continued) 

O S JAN: 'MA, APR. MAY JUN JUL AUG SEP OCT: NOV DEC TOTAL AVE. 

DGAS MBUK 98 115 160 70 44, Is 
MBUK DGAS 112 130 173 68 483 20 

Seasonalhty Index 
CTBT PGDN 265 312 433 190 
PGDN CTBT 278 323 430 169 

DGAS MNLA 6,194 4,067 7.029 7,650 7,345 5,160 4,160 4,686 3,948 3,528 1.374 2.166 57,307 2.388 
AU] A DGAS 4,418 2,937 4,317 6,414 5,812 5.687 3,599 3,394 2,86! 2,583 929 1,823 44.774 1,866 

Seasonaity Index 
DGAS NVIA 130 85 147 160 154 108 87 98 83 74 29 45 
MLA DGAS 118 79 116 172 156 152 96 91 77 69 25 49 

DGAS ZBGA 2,553 1,107 1,891 3,324 2,350 1,683 1,593 1,714 1,380 984 307 382 19,268 803 
ZBGA DGAS 1,786 1,143 5,286 2,568 2,447 1,741 1,663 1,856 1,359 1,159 235 21,243 885 

Seasonaity Index 
DGAS ZBGA 159 69 118 207 146 105 99 107 86 61 19 24 
ZBGA DGAS 101 65 299 145 138 98 94 105 77 65 1 13 

DVAO DMGS 5 4 25 1 28 63 3 

Seamonalty Index 
DVAO DMGS 95 76 476 19 533 

DVAO ESTC 2 2 0 
ESTC DVAO 14 4 4 22 1 

easonalWy Index 
DVAO ESTC 1,200 
ESTC DVAO 764 218 1 218 

DVAO MNLA 9,277 7.832 11,280 14.332 13,858 10.559 8,431 8,610 7,726 7,810 5,953 7,936 113,604 4,734 
MNLA DVAO 8,575 7,948 9,702 16.230 11,331 10,315 7,232 7,345 5,862 8,161 8,035 8.578 109,314 4,555 

Seazomslty Index 
DVAO MNLA 98 83 119 151 146 112 0:9 91 82 82 63 84 
MNLADVAO 94 87 107 178 124 113 79 81 64 90 88 94 

DVAO ODIO 12 3 15 1 
ODIO DVAO 22 4 26 1 

Sesonailty Index 
DVAO ODIO 960 240 
ODIO DVAO 1,015 185 1 1 

DVAO ZBGA 1,706 964 957 2,022 1,988 1,349 552 925 1,080 1,263 884 2,536 16,226 676 
ZBGA DVAO 1,623 1.327 1,182 2,432 1,955 1,568 1.216 1,354 1,221 1,691 1,456 3,382 20,407 850 

SeazonaUty Index 
DVAO ZBGA 126 71 71 150 147 100 41 68 80 93 65 188 
ZBGA DVAO 95 78 70 143 115 92 72 80 72 99 861 199 

Source :Shipping Operators Annual Report, 1991 & 1992 
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totals, by month, as this information has been submitted in annual
 
operator reports submitted to MARINA. The seasonality of the
 

individual routes can differ from that of the port being served,
 

but the combined seasonality of the routes being operated to a port
 

must be the same as that port's seasonality pattern. The marked
 

differences between the route seasonalities for Davao and General
 
Santos (Dadiangas) shown in Table 4.15 and the Sasa Wharf and Makar
 
Wharf traffic seasonalities shown *in Tables 4.10 and 4.11,
 

to
respectively, suggests that the traffic information submitted 

MARINA in operator 1991 and 1992 reports was not entirely accurate.
 
(In 1994, shipping operators were given a much longer period, i.e.,
 
six months, to prepare their annual reports for 1993, so it may be
 
that the 1993 reports are more complete and accurate. Regrettably,
 
these reports were not encoded in time to be of use in the
 
preparation of the LSRS Final Report.)
 

Passenger Service Standards
 

The LSRS surveyed eight routes between Manila and ports of
 
Mindanao, viz., the north coast ports of Cagayan de Oro, Iligan,
 
Ozamis, Surigao, and Nasipit, and the Southern Mindanao ports of
 
Davao, General Santos and Polloc. Table B.1 of Annex B of this
 
report volume indicates the dates of the surveys, the vessels
 
surveyed, and the size and composition (first, second, and third
 
class) of the survey samples. Annex B tables B.2 through B.168
 
present the detailed results of the surveys. Principal findings of
 
the surveys are identified and discussed in the following
 
paragraphs of this chapter.
 

Manila-Cagayan de Oro Route. 'he LSRS surveyed the MV Sta.
 
Ana and the Superferry II, and obtained a combined sample of 97
 
passengers. Just under 30 percent of the passengers indicated that
 
they traveled the route more than three times per year. One
quarter of the passengers indicated that they had not traveled the
 
route before. Passengers on both -!essels generally rated the
 
services highly. Specifically:
 

More than 90 percent of the passengers on each vessel
 
indicated satisfaction with the cleanliness and air
 
comfort level of their seating and sleeping areas.
 

Ninety percent of the passengers on one vessel were also
 
satisfied with the cleanliness and maintenance of the
 
vessel's toilets and washing facilities, whereas a
 
significantly lower 72 percent of the passengers on the
 
other vessel felt that these facilities were being
 
satisfactorily maintained.
 

More than 80 percent of the combined survey sample found
 
the comfort and cleanliness of eating areas, the open
 

96
 



areas for passengers, and the supplies of drinking water
 
to be satisfactory.
 

Three-quarters of the passengers expressed satisfaction,
 
with the comfort and cleanliness of the waiting areas
 
before boarding the vessel, and approximately 85 percent
 
of the passengers were satisfied with the boarding
 
process itself.
 

More than 80 pqrcent of the passengers on each of the two
 
vessels perceived management of the shipping line as
 
having an "excellent" or "satisfactory" attitude toward
 
service quality.
 

Three-quarters of the passengers on each vessel viewed
 
the efficiency of the operator's shore-based staff and
 
their attitude toward passengers as being either
 
"excellent" or "good", and slightly higher proportions of
 
the passengers on each vessel expressed the same
 
favorable views in regard to the vessel crews.
 

About one-third of the passengers rated services as
 
"excellent" or "fast" 
 in regard to service convenience 
and sufficiency, schedule adherence, and service speed, 
and most of the other passengers who responded to these 
questions offered ratings of "generally good" or "fair". 
However, nearly one-third of the passengers on the 
Superferry II had not traveled the route before, and many 
of these first-time travelers declined to answer the 
questions regarding schedule adherence and service 
sufficiency and speed. 

Forty percent of the passenger sample felt that they
 
could not give an estimate of the extent to which service'
 
standards might have changed over the past period of two
 
years. Three-quarters of the remaining passengers (i.e.,
 
45 percent of the total sample) expressed the view that
 
services had improved on the route, over the two-year
 
period, and 16 of the passengers felt that services had
 
"considerably" improved.
 

Manila-Iligan Route. The LSRS surveyed the MV Misamis
 
Occidental and the MV Ozamis Occidental, both vessels of William
 
Lines, on the Manila-Iligan route. A combined sample of 65
 
passengers was obtained. Only nine of' these passengers indicated
 
that they traveled the route more than five times per year. On the
 
other hand, none of the passengers indicated that they were
 
traveling the route for the first time. Principal findings of
 
these surveys are:
 

Large majorities (87 to 95 percent) of the passengers
 

aboard each of the two vessels were satisfied with the
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cleanliness and the air comfort level of their seating
 

and sleeping areas.
 

Approximately three-quarters of the passengers were also
 

satisfied with the cleanliness and maintenance of toilets
 

and washing facilities, the comfort and cleanliness of
 

eating areas, the quality of meals provided, the adequacy
 
of meal service, the availability of drinking water, and
 
the vessels' open areas for passengers.
 

More than 70 percent of the passengers expressed
 
satisfaction with the waiting area before boarding, in
 

regard to both comfort and cleanliness, and with the
 
boarding procedure.
 

Although nine percent of the interviewed passengers 
considered baggage security to constitute a "serious 
problem", more than three-quarters of the passengers 
rated baggage security as "fair" or "excellent" 

More than 90 percent of the passengers were approving cf 
the operator s space reservation system. Only slightly
 
smaller majorities gave high ratings to the management of 
the shipping line for its perceived attitude toward 
service quality, and gave operator staff (shore-based 
staff and the crews of the two vessels) ratings of 
"satisfactory" or "excellent" in regard to their
 

efficiency and the attitude they displayed toward
 
passengers.
 

Slightly over half of the passengers felt that they could
 
detect a "slight" improvement of services on the route,
 
over the preceding period of two years, and just over
 
one-third of the passengers considered that service
 
standards had remained unchanged over the period. More
 
than 90 percent of the passengers gave services a rating
 
of "fair" or better in regard to service sufficiency and
 
convenience, and 81 percent considered that service speed
 
wa s at least "satisfactory"; 71 percent indicated that
 
schedule adherence was "excellent" or "satisfactory".
 

Manila-Ozamis Route. The LSRS surveyed two vessels on the
 
'Manila-Ozamis route, the MV Tacloban City of William Lines and the 
Iloilo Princess of Sulpicio Lines. A combined survey sample of 156 
passengers was obtained. Slightly over two-thirds of the 

passengers indicated that they traveled the route between 1 and 3 

times per year, but the sample also included a group of frequent 
travelers - 16 percent of the sample - who indicated that they 
traveled the route at least once a month. An unusually high 17
 

percent of the survey sample were traveling on sales trips, and
 

another ten percent of the passengers were traveling for other
 
business-related reasons. Vacation travel by non-students
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representti lec s ini'l, most common purpos of t ave I. however, with 
32 percerit oIL 1h passengers trave lig for Ihi: purpose and 
another 6 percent traveling to attend provincial fiestas.
 

The passenger sample on one of the two vessels surveyed was
 
fairly well balanced among three classes of passengers, with the
 
combined number of first and second class passengers being nearly

equal to the number of third class passengers who were interviewed.
 
The survey sample on the other vessel was skewed toward third
 
class, with no second class passengers being included in the
 
sample. This difference in the composition of the samples could
 
account for some difference in the average level of satisfaction
 
with services. However, both of the vessels fared well in the
 
survey, with passenger judgments being favorable, or even highly

favorable, in regard to the various aspects of services. Specific

findings of the LSRS surveys of Manila-Ozamis passenger services
 
are:
 

A remarkable 100 percent of the passengers on one vessel,
 
and 96-97 percent of the passengers on the other vessel,

indicated that satisfied with the
they were cleanliness
 
and air comfort levels of their seating and sleeping
 
areas. Even more remarkably, the 100 percent of satisfied
 
passengers was maintained, for the one vessel, in regard

to the state of maintenance and cleanliness of toilets
 
and washing facilities. On the other vessel, 86 percent

of the interviewed passengers expressed themselves 
as
 
being satisfied in regard to toilet and washing facility

cleanliness and maintenance.
 

Eighty-six percent of the combined sample of passengers

indicated satisfaction with the comfort and cleanliness
 
of the eating areas on board the vessel, and more than
 
three-quarters of 
the passengers indicated satisfaction
 
with meals and meal service. Most of the other
 
passengers did not respond to the eating area 
and meal
 
quality questions, i.e., there were very few who
 
complained (and complaints all one
no at on vessel).
 
Only one passenger on one vessel and nine 
on the other
 
indicated that 
drinking water supplies were inadequate.
 

One hundred percent of the passengers on one vessel and
 
85 percent on the other expressed satisfaction with the
 
vessel open areas for passengers. Similarly, all
 
responding passengers 
on one vessel (one passenger did
 
not respond) viewed the waiting area 
before boarding as
 
being comfortable and clean, and the boarding process 
as
 
being either "easy and safe" or "satisfactory", whereas
 
the favorable views of passengers on the other vessel
 
were in the (still high) range of 87-91 percent, where
 
the waiting area and the boarding process were concerned.
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PORT OF WAKAR. GEN. SANTOS
 

Empty hogI vans at the port. 

PORT OF POLLOC
 

Passenger terminal.
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Ninety-two percent of the combined sample of passengers

viewed baggage security as being at least "fair", and 23
 
percent of the passengers on each vessel thought that
 
baggage security was "excellent".
 

The space reservation system of one Operator was viewed
 
favorably by 94-98 percent of the vessel's passengers in
 
regard to both the convenience of booking and the
 
security of space reservation, i.e., the avoidance of
 
overbooking. On the other vessel, 77 percent of the
 
passengers said that they found booking to be convenient,
 
but just two-thirds of the passengers expressed faith in
 
the effectiveness of booking, and one of the passengers
 
had been "bumped", earlier in 1993, after having a
 
reservation.
 

One vessel obtained the extraordinary unanimous approval
 
from its passengers in regard to: (i) the perceived
 
management attitude toward service quality; and 
(ii) the
 
efficiency and attitude toward passngers of both the
 
operator's shore-based staff and the vessel crew. On the
 
other vessel, between 79 and 90 percent of the passengers
 
expressed these same favorable opinions.
 

Approximately one-quarter of the combined 
passenger
 
survey sample viewed service sufficiency and convenience
 
on the route as being "excellent", and one-half of the
 
passengers offered a rating of "generally good". Twelve
 
passengers on each vessel rated services as 
being only
 
"fair" in these regards.
 

Although "only" 85 percent of the combined sample

expressed the view that schedule adherence was "fair" 
or
 
better, there were only two dissenting opinions
 
expressed, and other passengers indicated that they had
 
no view on the matter or did not respond to the question
 
at all.
 

Thre'.-quarters of the passengers thought that service
 
speea was satisfactory, but 19 passengers (16 of whom
 
were aboard one vessel) considered services to be "slow"
 
or "very slow".
 

Twenty-nine percent of the passengers aboard one 
vessel
 
expressed the view that services had improved

"considerably" over 
the past two years, and another 52
 
percent thought that there had been a "slight"
 
improvement of services. The numbers were 
not as
 
impressive aboard the other vessel, but 39 percent
 
nevertheless coasidered that there had been 
 some
 
improvement of services. The combined sample figure of
 
60 percent is quite high (although the LSRS has found a
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number of routes in the Philippines where at least large
 
minorities of passengers have felt that services had been
 
improving in recent years).
 

(Although services of the MV Tacloban City were generally
 
viewed favorably by the vessel's passengers, as described above, a
 
contrasting view was obtained during the course of LSRS interviews
 
conducted with shippers and others at Ozamis. These Ozamis
 
residents considered the vessel to be so old as to be unsafe, and
 
indicated that, in preferencc to boarding this vessel for direct
 
travel to ManilL, they traveled to Cebu where they had a number of
 
vessel options for continuing onward to Manila.)
 

Manila-Nasipit Route. The LSRS surveyed a single vessel, the
 
MV Our Lady Of Lourdes, of Carlos Gothong Lines, on the Manila-

Nasipit route, and obtained a sample of 91 passengers. Seventy-one
 
percent of the passengers indicated that they traveled the route
 
between 1 and 4 times per year, and eleven percent indicated that
 
they traveled the route one or more times per month. However, 19
 
of the 91 passengers had not traveled the route at all before, and
 
these passengers did not respond to many of the survey questions.
 
Sizable majorities of the passengers expressed favorable views in
 
rating most aspects of the services being provided, although the
 
percentages of passengers expressing favorable views were usually
 
not as high as in the cases of the routes connecting Manila to 
Cagayan de Oro, Iligan, and Ozamis, as identified above. 
Specifically: 

Seventy-seven percent of the passengers viewed the
 
cleanliness of their seating and sleeping areas as
 
satisfactory, and 84 percent felt satisfied with the air
 
comfort levels of these areas. About the same proportion
 
of passengers indicated that they found the vessel's open
 
areas for passengers to be satisfactory.
 

Between 64 and 66 percent of the passengers expressed
 
satisfaction with the maintenance and the cleanliness of
 
the toilets and washing facilities, the comfort and
 
cleanliness of eating areas on board the vessel, and the
 
adequacy of the supply of drinking water.
 

Two-thirds of the passengers felt that the comfort and
 
cleanliness of the waiting area before boarding the
 
vessel were satisfactory, and 84 percent considered that
 
the boarding process was satisfactory or better.
 

Baggage security was rated fairly highly by the
 
passengers, with two-thirds considering it either "fair"
 
or "excellent", and only 15 percent considering that it
 
constituted a problem.
 

Two-thirds of the passengers expressed the view that the
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operator's space reservation system was satisfactory or
 

better, and provided assurance that there would not be
 
overbooking.
 

Three-quarters of the passengers perceived the
 
management's attitude toward service quality to be
 
ofsatisfactory" or "excellent".
 

A smaller majority of 57 percent of the passengers
 
considered the attitude and efficiency of the operator's
 
shore-based staff and the vessel crew to merit at least
 
a "satisfactory" rating. Only about 15 percent of the
 
passengers were critical in regard to operator staff,
 
with more than a quarter of the passengers declining to
 
respond to the operator staff questions.
 

Eighty-three percent of the passengers were about evenly
 
divided in rating service sufficiency and convenience on
 
the route as "excellent", "generally good" or "fair"
 

More than three-quarters of the passengers expressed the
 
view that schedule adherence was at least "fair", and
 
just two of the 91 passengers expressed a contrary view.
 

A small majority of 54 percent of the passengers
 
considered service speed to be satisfactory, and 23
 
percent of the passengers viewed service as being "slow"
 
or "very slow".
 

Thirty-nine percent of the passengers (and approximately
 
two-thirds of the passengers offering an opinion on the
 
matter) indicated that in their opinion services had
 
improved over the past two years.
 

Manila-Surigao Route. The LSRS interviewed passengers aboard
 
the Superferry II and the Filipina Princess on this route, and
 

obtained a combined sample of 115 passengers. Sixty-five of these
 
passengers were traveling first class, an unusually high proportion
 
for an LSRS passenger survey. Twenty of 23 business travelers
 
included in the sample were among the first class passengers. More
 
than three-quarters of the passengers traveled the route no more
 
frequently than 3 times per year, and just ten of the passengers
 
indicated that they traveled the route one or more times per month.
 
Twenty-five passengers were first-time travelers on the route,
 

including 10 of the 19 second class passengers. Principal findings
 
of the surveys on this route are:
 

More than ninety percent of the passengers expressed
 
satisfaction with the cleanliness and the air comfort
 

levels of their seating and sleeping areas, as well as
 
with the state of maintenance and cleanliness of toilets
 
and washing facilities.
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Nearly all of the respondents to questions regarding the
 
adequacy of meals, meal service, and drinking water
 
supplies, and the comfort and cleanliness of eating areas
 
on board, replied that they were "satisfactory" or

"excellent", but between 17 
 and 36 percent of the
 
passengers did not respond to these questions.
 

Eighty-five percent of the passengers expressed
 
themselves as being satisfied with the vessel open areas
 
for passengers.
 

Eighty-six percent of the passengers considered the
 
comfort and cleanliness of the waiting area before
 
boarding the vessel to be satisfactory, and 92 percent
 
were approving of the boarding process, with one-half
 
rating it "satisfactory" and 42 percent rating it "easy
 
and safe".
 

Eighty-eight percent of the passengers considered baggage
 
security to be at least "fair", and only 3 passengers
 
complained about baggage security.
 

More than 80 percent of the passengers considered booking
 
to be convenient, and approximately three-quarters
 
thought that booking gave good assurance of space aboard
 
the vessel, but one passenger indicated that he had been
 
"bumped" at Christmas time despite having made a
 
reservation.
 

Nearly all respondents gave favorable views to questions
 
regarding management attitude toward service quality,
 
staff efficiency and attitudes toward passengers, the
 
sufficiency and convenience of services, schedule
 
adherence, and service speed, but 10 to 35 percent of the
 
passengers did not respond to these questions.
 

Fifty passengers indicated that they thought that
 
services had improved on the route over the preceding
 
period of two years, and only 11 passengers felt that
 
there had been no improvement; the remaining 54
 
passengers did not venture an opinion on this matter.
 

Davao-Manila Route. The LSRS surveyed this route in March
 
1993, and then obtained some supplementary survey information in
 
September 1993 and February 1994. The initial survey included the
 
MV Maynilad of William Lines and the MV Manila Princess of
 
Sulpicio, and a combined sample of 89 passengers was obtained.
 
This survey employed the original LSRS passenger survey form, and
 
survey results are presented in Tables B.87 through B.102 of Annex
 
B of this volume. Supplementary information was obtained using a
 
revised form, and detailed results are presented in Tables B.103
 
through B.118 of Annex B. The later survey information obtained a
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combined sample of 40 passengurs, including just 7 pasznLers ,n
the )'upc furry and passengers lIv \V Li lipina Pri nccs-'. ,.tI 5 on 
we 1 as another 28 passengers on the NIV Mlayni lad. Principal 
findings of these surveys are: 

With only one dissenting view, passengers considered the
 
seating and sleeping areas aboard the vessels to be clean
 
at the start of the voyage, and just two of the
 
passengers found the air comfort level to be
 
unsatisfactory.
 

Both in 1993 and in 1994, passengers rated the
 
cleanliness of toilets and washing facilities as being
 
satisfactory.
 

There were several passenger on one of the vessels
 
surveyed in 1993, who did not 
rate the vessel's service
 
reliability highly, but passengers were generally

satisfied with Manila-Davao shipping services in this
 
regard.
 

Of those passengers asked the question, 88 percent rated
 
management's perceived attitude toward service quality as
"satisfactory" or "excellent" (the question was 
not
 
included on the original form).
 

Passengers generally expressed favorable views 
in regard
 
to vessel crew efficiency and attitude toward passengers,

and 81 percent of the passengers who were asked to rate
 
the operator's shore-based staff also offered favorable
 
ratings.
 

More than 40 percent of the passengers who were asked a
 
question regarding service improvement, expressed the
 
opinion that services had improved over the preceding

period of two years, and another one-third indicated that
 
they were first-time travelers on the route.
 

Manila-General Santos Route. 
The two vessels surveyed on this
 
route, in March 1993, were the MV Zamboanga and the MV Wilcon IV,

both vessels of William Lines. The. latter vessel 
 is a
 
containership, and is not designed to accommodate many passengers.

Nevertheless, the LSRS interviewed 42 passengers on this vessel,

all of them traveling third class. A total of 73 passengers were
 
interviewed aboard the Zamboanga, for a combined survey sample size
 
of 115 passengers. One-third of the passengers responding to 
a
 
qyestion regarding the adequacy of services to meet demand
 
indicated that they did not to be An
consider services adequate.

unusually high 50 percent of the passengers indicated that the
 
services being provided on the Manila-General Santos route were not
 
being reliably operated.
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Only one-half of the passengers found the space rese rvat ion 
.systuiii of W I I lam Lines to be satisfactory. A h igh 02 PcirCllt of 
the passengers did not think that the shipping line was showing

adequate concern for vessel safety. Two-thirds of the passengers

rated baggage accommodation and security as being unsatisfactory.
 

Where physical accommodation standards were concerned, the
 
passengers offered several low ratings. 
 Ventilation was rated as
 
poor or unacceptable by 43 percent of the passengers on one vessel
 
and 41 percent on the other. There was apparently an entirely

inadequate supply of drinking water aboard the containership, as 91
 
percent of the interviewed passengers rated this aspect of services
 
as "poor" or "unacceptable". The attitude of the crew of the
containership toward passengers considered, by 45 percentwas 
 of
 
the passengers, to be "unacceptable", and another another 19
 
percent of the passengers rated the crew's courtesy and helpfulness
 
as "poor". The containership was the preferable vessel in at least
 
one respect, however, as 81 percent of that vessel's passengers
 
were satisfied with the space for moving about 
during the voyage,

whereas more than half of the passengers on the Zamboanga expressed

dissatisfaction with that 
aspect of physical accommodation. None
 
of the passengers aboard the containership expressed a view that
 
there was any evidence of service improvement over the preceding

period of two years, but 23 percent of the passengers on the
 
Zamboanga felt 
that there had been a detectable service improvement
 
over a two-year period.
 

Manila-Polloc Route. 
 The LSRS surveyed the MV Zamboanga and
 
the MV Cotabato Princess on this route, in March 1993, obtaining a
 
survey sample of 199 passengers. Another 43 passengers were
 
interviewed aboard the Superferry III in 1994. The Superferry was
 
given high marks by its passengers for all aspects of services, 
as
 
indicated in Annex B Tables B.151 through B.168. Even in March
 
1993, however, before the Superferry had commenced to serve the
 
route, 41 percent of the passengers interviewed by the LSRS thought

that services had been improving over the preceding period of 
two
 
years. Nevertheless, at that 
time, more than 60 percent of' the
 
passengers considered that traffic congestion during the peak

period of travel constituted a serious problem.
 

Passenger Fares
 

Table 4.16 indicates the passenger fare information that was
 
obtained by the LSRS from passenger surveys. Third class fares
 
were mostly within official MARINA fork tariffs for the respective

routes. Exceptions were the upper ends of the fare ranges for 
the
 
Manila-Ozamis and Manila-Surigao routes, which were above the upper

ends of the MARINA fork tariffs for those routes. The former was
 
only slightly higher (P510, compared to P503), but the P473 upper

limit of the official fork tariff for the Manila-Surigao route was
 
considerably below the highest 
third class fares being charged.
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TABLE 4.16 

ACTUAL PASSENGER FARES, 1993-1994
 
(MINDANAO NORTH COAST) 
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SUPER:FEI.RY 2 950 510 480-45
 

,MIAS C T h
ILAMISA 


... . ... .. . . .. .. . ZAMISOCCIDENTAL___ __ 945- - 795 490
 

MANILA -OZ.MIS ILOILO PRINCESS 870-1020 790-817 480-510
 
TACLOBAN CITY 945 4
 

~~~~-------------------------------- --- LBNCTY-------5--- -- 9
 
ANA SUPERFERYII 755-990 725 4*X)-530
-SURIA0 


FILIPINA PRINCESS 725-1020 650-700 451-500
 
MANILA -NASIPrT OUR LADY OF LOURDES 800 700 498
 

Source LSRS Surveys of Interisland Liner Shipping and Ferry Passengers 

http:SUPER:FEI.RY


PORT OF SASA, DAVAO
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5. FACTORS AFFECTING SERVICE ADEQUACY
 

Introduction
 

Chapters 3 and 4 of this 
report volume have evaluated,

respectively, the interisland liner shipping cargo services 
and
 
passenger services which were being provided, in 1993 
and 1994, to
 
ports of mainland Mindanao. The .discussions particularly examined
 
the Mindanao port service connections to the MNH. Service

connections between Mindanao ports and ports of the Visayan Islands
 
were discussed to only a limited extent, since 
those connections
 
are more thoroughly discussed in Volume VI this LSRS
of Final
 
Report. The shipping 
services which were being provided to the
 
ports of the ZAMBASULA area, during 1993-1994, are discussed in
 
Volume VIII. 

Chapter 4 discussion indicated that passengers traveling

between Manila and 
Mindanao ports were mostly satisfied with the

strvice:3 being provided. Shippers expressed themselves as being
much less satisfied with services that were being provided on 
routes between Manila and the Mindanao ports of Nasipit and Iligan,

but were finding the 
 Cagayan de Oro-Manila services, lligan-Cebu
i;erviccs, an(d services to ports of Southern Mindanao to be more-or
less satisfactory for the majority of commodities. Shippers and
bUysVC'iS at (',ga an du Oro would l ike to have cargo service 
contiections instituted to Batangas and to a Leyte port. and the
service connections between Cebu and Southern Mindanao were less 
go ,(d than t hey had once been. 

To whatever extent liner shipping 
services were inadequate,

during the periods of LSRS fieldwork, the fault might lie mainly
with the liner shipping operators, or inadequacies might be caused

by circumstances over which the liner operators littlehad control,
such as pronounced peaking of demand for services, shipper

practices, port inadequacies, and government regulations. 
Chapter

5 is concerned with the identification of the underlying causes of
service inadequacies. From the shipper and shipping operator
interview results obtained by the LSRS (see Annex A), it appears
that there are five areas that require some discussion in this 
chapter : 

M Shipping service monopolies. 

M Port inadequacies.
 

M Cargo rate regulation.
 

M Shipper-related problems. 

- New container acquisitions. 
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These five areas of concern 
are discussed
paragraphs of this chapter. 
in the remaining


A sixth factor having 
some adverse
effects on port and 
shipping services is sometimes the peace and
order situation. During LSRS 
fieldwork in 
Southern Mindanao 
in
March 1993, the peace 
and order situation was 
of some concern in
the hinterland of Polloc Port, and 
shippers indicated that the
situation was creating some 
diversion of 
cargoes away from
port. Cargo traffic did, in fact, decline 
that
 

approximately 729,000 
t£t the port, from
tons in 1992, 
to a 1993 level of 481,000
tons. (Most of the 
reduction was 


of 
due to a decline in the delivery
petroleum products.) The cannot
LSRS appraise the peace and
order situation, however, nor 
forecast how quickly and completely
the situation will 
improve. 
 Thus, this locally-important 
factor
affecting the standards of port 
and shipping services 
is not
further discussed 
in this report.
 

Shipping Service Monopolies
 

Liner shipping operators tend to perform services less weil
routes where they on
have little or no competition,
where than on routes
they must be competiti ve in order 
to maintain 
their market
shares. Where Iiner shipping 
services to Mindanao ports are
concerned, the 
following is instructive:
 

The Cagayan de Oro liner 
shipping connection to the
has a vvry competitive situation, and cargo 
MNH 
and
both 
passenger services were found to be largely satisfactory.
In conLrast, th 
 Mani la-Nasipi t and Manila-Il igan 
routes
were each larguIy served by 
a single operator, prior 
to
1994, and shippers expressed (in LSRS interviews) a great
deal of dissatisfaction 
 with services (although
passengers 
 were 
 not similarly dissatisfied with
services). 
 The result of having frequent and welloperated cargo 
 services 
 at Cagayan Oro
de and
unsatisfactory cargo services at both Nasipit and Iligan
has been diversions of cargo consignments from the 
latter
 

two ports 
to the port of Cagayan de Oro.
 

The shipping operator serving the Manila-Iligan route was
also performing services 
between Cagayan Oro
de and
Manila, and 
shippers characterized the 
services 
of the
operator on the Cagayan de 
Oro-MNH route 
as exemplary,
asking only that the services be duplicated by another
vessel, in order 
to accommodate 
all demand even in the
peak 
season (July to December), 
and that additional
ventilated 
container capacity 
be provided aboard both
vessels. The point here 
is that operators tend 
to "put
their best 
 foot forward" when operating in highly
a
competitive environment, 
and the public is well served
 
thereby.
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The halting of the services of Sweet Lines to Davao (and

other ports), in 1991, resulted in a Davao-Cebu route
 
monopoly for Sulpicio Shipping Lines, and appears also to
 
have created a passenger accommodation capacity

constraint on the Davao-Manila route in 1992. Davao
 
shippers complained of inadequate capacity on the Davao-

Cebu route, which necessitated shipping their cargoes via
 
MNH, or moving them through the Mindanao north coast
 
ports; both options entailed high incremental costs, in
 
comparison to direct shipment from Davao to Cebu by sea.
 
On the Davao-Manila route, the cessation of Sweet Lines'
 
passenger services 
left a single vessel to operate

regularly on the route in 1992. 
The real problem, at the
 
time, was that the mechanism for franchising new services
 
was slow, and was difficult for applicants. Thus, other
 
operators did not "rush to fill 
the void" left by Sweet
 
Lines. Both shippers and passengers appear to have
 
suffered for at least one year (passengers traveling the
 
Manila route) or for more than 
two years (shippers

requiring Davao-Cebu services).
 

The competitive situation which exists, 
in 1994, and the

liberalized rules for franchising new services on a route, do much
 
to ensure that major liner shipping routes, such as the Davao
 
connections to MNH and Cabu, will not again be underserved 
for

extended periods. MARINA's Memorandum Circular (MC) 71 of October
 
1992 and MC 80 of November 1993 specify that monopolized routes are
 
to have second operators franchised to serve them, and this

reduction of virtual-monopoly routes 
was already occurring during

1993-1994.
 

A case in point is the Manila-Ozamis route, which 
was

virtually monopolized in 1992. 
The results of the pasbenger survey

conducted on this route at 
the MNH indicated that passengers were,

in 1994, highly approving of the services being provided by the new
 
entrant (Sulpicio) on the route, and the 
services being provided by

the prior operator (William Lines) were also favorably viewed by

passengers. Shipper interviews at Ozamis, 
in 1994, also indicated
 
that cargo services had become satisfactory at the port by that
 
year.
 

Because the reduction of route monopolies is already a policy
of MARINA, and is under implementation, the LSRS recommendation in
 
this regard should be viewed as than
nothing more a reminder that
 
certain routes 
need still to be made competitive.
 

Port Inadequacies
 

Four shipping operators apprised the LSRS that the public port

at Cagayan de Oro is no 
longer sufficient, in terms of berth
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availability, to adequately serve the vessels calling in 1994, and
 
the port is likely to become quite congested as traffic continues
 
to grow. Reportedly, there are times when two or three
 
international vessels are docked at the pier, and domestic cargo
 
vessels and containerships mtst then wait for up to five hours at
 
anchorage before docking. Although the situation is not yet
 
serious, the operators warn that a dock extension project is
 
needed, if serious congestion at the port is to be averted.
 

Besides the need for extending the length of the Cagayan de
 
Oro public port pier, that port also requires an expanded passenger
 
terminal, according to some of the operators, and concrete flooring
 
needs to be provided at container stacking areas. One operator 
indicated that cargo-handling equipment at the port was not 
adequate for handling all of their containers. In general, 
however, both the shipping operators and the shippers interviewed
 
by the LSRS expressed the view that cargo-handling services at
 
Cagayan de Oro were mostly satisfactory, noting that the
 
competitive situation, with two cargo-handling contractors at the
 
port, was effectively ensuring good service standards. The LSRS
 
was given to understand, in shipper interviews at Iligan, that the
 
lower charges for cargo-handling services at Cagayan de Oro, in
 
comparison to Iligan Port, was one reason why the Iligan shippers
 
were increasingly availing themselves of the cargo shipping
 
services offered at Cagayan de Oro. Iligan shippers complained
 
that the arrastre charges at Iligan Port were too high.
 

The LSRS notes that cargo traffic grew rapidly at Cagayan de
 
oro, during 1990-1993 (from less than 1.5 million tons to 1.94 
million tons), and might be expected to continue growing rapidly 
under the conditions that: (i) Iligan and Butuan/Nasipit shippers
 
continue the present trend of increasing reliance on shipping
 
services provided at Cagayan de Oro; (ii) the road connecting
 
Cagayan de Oro and North Cotabato Province is upgraded, to make
 
Cagayan de Oro Port the port of choice for many North Cotabato
 
shippers and consignees; and (iii) the Cagayan de Oro-Iligan
 
Corridor Master Plan is largely implemented. Although development
 
of the port of Cagayan de Oro is not as urgently required as is the
 
development of the ports of Cebu and Iloilo (see findings of Volume
 
VI), there is nevertheless a need for expanding and upgrading
 
Cagayan de Oro Port before the year 2000. PPA plans to provide dry
 
bulk terminals for fertilizer and grains at the port, if possible
 
through build-operate-transfer (BOT) arrangements.
 

Iligan Port is adequate in terms of the number of berths
 
(seven) at the port, but the port has no breakwater, and is open to
 
the sea. The Lanao del Norte Provincial Office of the Department
 
of Trade and Industry (DTI) commissioned the Iligan Seaport Project
 
Feasibility Study, the final report of which is dated October 1992.
 
The study considered, inter alia, the possibility of redevelopment
 
of the port at another site, but concluded that there is no nearby
 
site which offers good natural protection from high waves, and that
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the redevelopment at any other site, therefore, would not be worth
 
the costs of such redevelopment. The study indicates that, at the
 
existing site of the port, the water depth "about 100 meters from
 
the face of the wharf is already very deep", and therefore that the
 
cost of constructing a breakwater would be "prohibitive". It is
 
uncertain, however, just how much a problem the
of port's being
 
open to the sea actually is, since, as the study observes,
 
"Unfortunately, there are no data to indicate lost
the number of 

days or hours due to the wave action affecting the vessel
 
operations"
 

Ozamis Port requires some rehabilitation, dredging, and
 
expansion work, and PPA is 
planning to implement this improvement

of the port in two stages. The LSRS was informed that four liner
 
shipping operators not yet serving the port have indicated interest
 
in introt.icing services there, but 
the LSRS has no way of knowing

how active this interest is in November 1994.
 

Cargo Rate Regulation
 

It is probably true that Southern Mindanao has been hurt more 
than any other area of the Philippines by the regulation of 
interisland liner shippin2. Specifically, the following is true: 

Liner shipping rates for agricultural commod it ies were, 
for amny years, held at unrealisticalIy low levels that 
nlade agr i cu 1 turn 1 commodity accommoda t i on unat tract ie to 
liner shipping operators. The result was that demand for 
shipping services for these commodities, over a period of 
many years, was being only partially met. Specifically,

Southern Mindanao grains, fruits, vegetables, livestock, 
and fisheries products suffered high value losses due to 
shipping shut-outs and lack of appropriate capacity
(reefer, ventilated and livestock containers in 
serviceable condition), and the resultant deterioration
 
while awaiting shipment, and deterioration, damage, and
 
losses in transit.
 

The regulated environment did not encourage operating
efficiency and high service standards, as competition in
 
a route was limited, and route franchising and franchise
 
amendments and renewals were being done largely without 
regard to operator efficiency and service performance. 

Even when service inadequacies had become apparent, as 
when an operator would discontinue services, lengthy time
 
periods were required to take corrective measures, 
largely due to the quasi-judicial nature of the route 
franchising process. 
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During 1990-1993, several steps were taken to reduce the
 
degree of liner shipping rate regulation, and to liberalize liner
 
shipping route franchising and improve the franchising procedure.
 
Thus, the liner shipping rates for livestock shipments, shipments
 
of any commodities in reefer boxes, and transit shipments (i.e.,
 
the interisland legs of international shipments) have been
 
deregulated entirely since November 1990, and rates for the
 
accommodation of perishable commodities in ventilated containers
 
have been deregulated entirely since December 1993. Other cargo
 
rates are less strictly regulated than in the past, as shipping
 
operators and shippers can now negotiate rates within ranges of
 
plus 10 percent and minus 15 percent of reference points. Rates
 
that are applicable to agricultural commodities have also been
 
raised considerably relative to other cargo rates, improving the
 
attractiveness of these commodities to liner shipping operators.
 

Prior to the December 1993 deregulation (by virtue of MARINA's
 
MC 80) of rates for fruit and vegetable accommodation in ventilated
 
containers, shipping operators had no incentive to obtain such
 
containers, and provide them to shippers of fruits and vegetables.
 
Large volumes of bananas and tomatoes are moved from the northern
 
and southern ports of Mindanao to Manila, and shippers indicated, 
in LSRS interviews, a need for ventilated container capacity for 
th vs move ments. Some banana shippers were shipping their produce
in ventilated crates made with bamboo staves. These crates are, 
reportedIy, adequate to prevent any significant deterioration from 
oCCurri ing during transit, but the crates, which are about the siz-2 
of a 5-ft. container, are considered by operators as breakbulk 
cargo, and thcy may not be accepted on board vessels, i.e. , a 
number of the large passenger/cargo ships and containerships accept
only containerized cargo. Banana shippers at Nasipit indicated to 
the LSRS that, when they were forced to use conventional containers 
for shipping their bananas, they were losing 10-15 percent of their
 
consignments due to deterioration.
 

In 1994, it is too soon after ventilated container rate
 
deregulation to identify how operators will respond to this
 
improved opportunity for profiting from the accommodation of fruits
 
and vegetables.
 

Reefer box rate deregulation has not yet been effective in
 
improving services, and even livestock shipment rate deregulation,
 
other than helping to induce new services by Solid Shipping Lines
 
at General Santos, has not been effective in attracting investment
 
in desirable new specialized shipping capacity. Since operators
 
could now impose charges that are high enough to bring good
 
returns, the reason for the lack of responsiveness to the market
 
must be uncertainties with regard to the size of the market, and
 
its future. This is partially confirmed through LSRS interviews
 
with a few liner operators, who indicate that, in the case of 
livestock at least, possibilities of livestock processing in 
Southern Mindanao, have made them wary of investing to better 
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accommodate livestock shipments.
 

Reportedly, the Trans-Asia services between General Santos and
 
Cebu were halted, in 1993, because of the large proportion of low
paying cargoes on the route. Grains were subsequently
 
reclassified, with the abolishment of the Class C (Basic) commodity
 
category, by virtue of MC 80, which thereby enabled shipping
 
operators to charge an average of ten percent more for the
 
accommodation of grains. In November 1994, the extent to which the
 
regulatory change will make liner shipping capacity more readily
 
available to shippers of grain is not yet clear, in general. It is 
also not yet clear whether the change is, specifically, sufficient 
to induce the recommencement of cargo services on a route linking 
General Santos and Cebu. 

Shipper-Related Problems
 

Shipping operators responded to LSRS queries about the shut
outs experienced by shippers by saying that such shut-outs
 
frequently occurred because some shippers were booking more
 
containers than they could actually fill. (In fieldwork done on 
Panay Island, the LSt\S learned that shipping operators were 
somet ines compenrsat ing for this pract ice on the part of sonic 
shippers , by. themse Ivus, overbooking, and thereby a 1 lowing for
"no-shows". This prac t ice by the operators (foes not seem to have 
been comm/non at MIindanao ports in 1993-1994. ) Large shippers, 
usually cognizant of the importance of guaranteed delivery to their 
buyer clients, and cognizant as well of the seasonal relationships 
of demand and supply for cargo shipping services, reportedly were 
often making advance reservation and payment for their projected 
space requirements, with some "margin of safety". It was mainly at 
the southern ports of Mindanao where the LSRS heard allegations 
that large shippers were practicing container overbooking. In 
general, the problem of cargo consignment shut-outs was not a 
serious one at Mindanao north coast ports, but to shippers of 
relatively small quantities of highly perishable produce, a shut
out of a single consignment for a single day can represent a 
firnancial "blow". 

Other shipper-related problems include:
 

Lack of sufficient drying and storage facilities for corn
 
in Southern Mindanao has meant a pronounced peaking of
 
demand for shipping services each year during and
 
f'-'lowing the harvest season. Also, shipping corn with
 

gh moisture content leads to more rapid deterioration
 
A transit. High moisture content of corn is,
 

reportedly, particularly a problem at Cagayan de Oro.
 

Many shippers of hogs were overstuffing the vans that 
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they hired, and were not providing adequate amounts of
 
feed for voyages. Animal deaths and weight losses in
 
transit may be due to the inability of some animals to
 
reach food and water, and the general insufficiency of
 
feeds, as well as to any problem of a general

insufficiency of water (supplies of which are the
 
responsibility of the liner shipping operators).
 
Shippers maintain that the inadequacy of feeds is
 
generally due to failure on the part of the operator to
 
keep to schedule, since feed supplies are calibrated for
 
the anticipated length of voyage.
 

Poor packaging of some commodities makes them
 
unattractive as cargo to transporters. Many shippers of
 
perishable commodities were not packaging their
 
consignments well, and the breaking open of packages has
 
sometimes resulted in the corrosion of vessel or aircraft
 
holds or of containers. (Some shipping operators and at
 
least one freight forwarder were sometimes performing the
 
necessary repackaging for their respective shipper
 
clients.)
 

Liner operators expressed unhappiness with the practice
 
of many (usually small) shippers and consignees who
 
delayed claiming containerized cargoes for up to 15 days
 
after arrival at the port of destination. This was a
 
frequent problem with grains shipments, and was also a
 
problem with some livestock shipments and shipments in
 
reefer boxes. This practice. of course, reduces the
 
utilization of containers, thereby raising the average
 
cost per container movement. It also reduces the
 
availability of containers for use by other shippers.
 

Some shippers were overvaluing their cargoes, for
 
purposes of making claims if cargoes were lost or
 
damaged. It is not worth the risk to the liner operator
 
to accommodate any cargoes that are valued at 80 to 100
 
times the level of freight charges.
 

Many of the above-identified shipper-related problems of
 
interisland liner shipping are due basically to one thing: there
 
is a plethora of small shippers, and they are not sufficiently well
 
organized to deal with their own needs and problems. If well
 
organized, they could either provide, or induce others to provide,

the facilities, equipment, and services they require, including
 
storage and packing services, as well as shipping services.
 

There is also a general need for greater communication between
 
shippers and the shipping industry. Rates of livestock and reefer
 
box shipments have been deregulated for about four years, and there
 
is as yet little evidence that existing operators will undertake to
 
provide new, appropriate services with reefer and livestock
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specialized capacity. In part the fault for this lag in market
 
responsiveness lies with the shippers, since it is their
 
responsibility to identify for the shipping industry their needs
 
for specialized capacity in the current year and in future years.
 

New Container Acquisition
 

The lack of sufficient containers of all types and sizes in
 
interisland shipping has been touched upon in the preceding

sections of this chapter. To summarize, the fact that there are
 
insufficient numbers of serviceable containers appears to result
 
from the following:
 

Lack of shipping operator knowledge of future
 
requirements of shippers for cargo movement in
 
containers, and particularly in specialized containers
 
(i.e., reefer, ventilated and livestock containers).
 

Undercharging for containerized cargo movement, for Class
 
C commodities at least, due to continued rate regulation, 
and the absence of any permitted surcharge, such as an
"equipment charge", for containerizing low-paying 
commod it i es. 

Overbooking of containers by shippers. 

Slow removal of carg-oes from containers by consignees. 

High risk associated with the accommodation of some 
perishable commodities, thus disinclining some operators 
to accommodate such cargoes or, at least, to make the 
investment necessary for the increased accommodation of
 
such cargoes. The risk is increased for shipping
 
operators, relative to freight charges, whenever shippers
 
overvalue their cargo or underdeclare the weight of their 
cargo.
 

Improper packing of cargo by shippers, with (sometimes) 
corrosive effects on containers.
 

Rough handling of containers by cargo-handlers.
 

The rough handling and improper packing can damage containers, 
leading to shortened life and high upkeep costs, and increasing the 
likel ihood-of cargo damage, with resultant claims. Slow removal of 
cargo tends to lower container utilization rates, as does the 
overbooking of container capacity. Rate regulation and shipper
 
misdeclarations tend to limit revenues or add to the levels of
 
claims. All of these factors tend to reduce shipping operator 
inclination to acquire new containers.
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6. APPROACH TO IMPROVING SERVICE ADEQUACY
 

Introduction
 

As indicated in Chapter 5, some of the actions which are
 
required for the improvement of shipping services to the ports of
 
Mindanao have already been taken or are in process. Specifically,
 
MARINA deregulated the cargo rates for the shipment of fruits and
 
vegetables in ventilated containers, by virtue of MC 80 (issued in
 
November 1993, and effective as of 1st December 1993). Also, both
 
MC 71 and MC 80 call for an end to monopolized liner shipping
 
routes, and actions have been taken, in 1993-1994, to franchise
 
competitive services on some routes which previously were virtually
 
single-operator routes.
 

The LSRS recommended approach for improvement of liner
 
shipping services to ports of Mindanao is presented below, first
 
for Northern Mindanao and then for Southern Mindanao.
 
Recommendations in regard to the ports of ZAMBASULA are presented
 
in Volume VIII of this report.
 

Northern Mindanao
 

Recommendations in regard to the services operated to Mindanao
 
north coast ports are divided into four parts: (i) liner shipping
 
service monitoring, particularly to ensure that services for the
 
accommodation of perishable agricultural commodities become
 
adequate, which, in 1993-1994, they were not; (ii) an approach to
 
franchising new liner services; (iii) discussion of Cagayan de Oro
 
Port, which requires immediate attention in order to prevent the
 
onset of capacity constraints; and (iv) the general need in
 
Philippine interisland shipping to increase the availability of all
 
types of containers.
 

Liner Shipping Service Monitoring
 

DOSSMONS will require the coordinated efforts of several
 
organizations, and accordingly cannot be expected to become fully
 
effective within 1994. During the interim (i.e., before DOSSMONS
 
is fully effective), it is desirable that an effort be made to
 
monitor the effectiveness of two actions taken by virtue of
 
MARINA's Memorandum Circular (MC) No. 80, of November 1993: (i) the
 
abolishment of the domestic liner shipping cargo group, Class 

(basic), and the reclassification of commodities belonging to that
 
group, viz., grains, corn grits, fruits and vegetables, as Class C
 
commodities, thereby permitting about 10 percent higher rates to be
 
charged for their accommodation by liner operators; and (ii) the
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deregulation of rates 
 on the accommodation of perishable

commodities in ventilated containers.
 

desirable
It is that MARINA and SHIPPERCON establish 
a
mechanism for monitoring the effects of both actions on 
shipments

of fruits and vegetables between Mindanao ports 
and (especially)
the ports of Manila and Cebu. The reclassification of fruits and
vegetables should make it more profitable, for example, for 
liner

shipping operators to accommodate bananas arriving at ports in
bamboo crates, perhaps improving the extent to which these 
crates
will be accepted by liner operators. 
Greater numbers of ventilated

containers might logically be expected 
to appear, over a period of
 a few years, for the better accommodation of many fruit

vegetable shipments. However logical 

and
 
these progressions might


appear, the LSRS is recommending that the situation be 
closely

monitored to determine whether 
 any further action might be
 necessary to improve 
liner shipping accommodation of fruit and
 
vegetable consignments.
 

An appropriate monitoring 
forum might be the nascent DSICC.
This recently created group could become especially effective as 
a
monitoring forum, if its membership could be expanded beyond thecharter members, to also include the shipping conferences
headquartered at Cebu, Iloilo, and Zamboanga, and the variouschapters of the Philippine Chamber of Commerce and Industry (PCCI)

or PCCI's fledgling shipper organizations, the Regional Shipper
Associations (RSAs). such of
At a stage development, the DSICC

would be approaching the structure and design of DOSSMONS.
 

Liner Shipping Service Franchising
 

LSRS recommendations for the franchising of liner 
shipping

services to ports of the Mindanao north coast are:
 

That MARINA indicate to the liner shipping industry that

the provision of specialized containers will 
constitute
 
one consideration in the franchising 
of services on
 
routes where such specialized capacity needed,
is and

that applications of additional service 
franchises will

be publicly invited by MARINA in where
cases existing

operators have not demonstrated the willingness 
or
 
capacity to meet 
these market needs.
 

That MARINA enter into discussion with PPA on the

franchising of liner shipping service connections between
 
the Mindanao north coast and both 
public and private

ports of Batangas Bay. PPA has directed that all phases

of the Batangas Port development project proceed without
 
interruption, and 
there is a need for MARINA and PPA to

reach agreement on the phasing in 
of liner shipping

services at the expanded port. 
The grain shippers of the
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Mindanao north coast could use liner 
services to a
 
Batangas Bay port immediately, however, and private ports
 
are available for this purpose. Atlantic, Gulf & Pacific
 
(AG & P) Company has applied to PPA to permit them to
 
accommodate third 
party cargoes at their Batangas Bay
 
port facilities, and franchising of services this
to 

facility should be explored by MARINA.
 

That MARINA enter into discussion with the Subic Bay

Metropolitan Authority (SBMA) regarding ihe 
franchising

of interisland service connections between that port and
 
ports of Mindanao (as well as Visayan ports).
 

That MARINA issue an invitation for franchise
 
applications to initiate 
liner services between one or
 
more Leyte west coast port and one or more Mindanao north
 
central coast port (especially, Cagayan de Oro, Iligan
 
and Ozamis).
 

Cagayan de Oro Port Development
 

The LSRS recommends that a master plan study be undertaken for
 
the port of Cagayan dc Oro, during 1995, the take
and that study

into consideration the following:
 

The extent to which the improvement cf the Mi ndanao
 
highways providing access to Cagayan de Oro, could expand

the hinterland 
of the port for various commoditie.-;,
 
including domestic and international shipment of grains,

fruits and 
vegetables, and inflows of fertilizers.
 

The extent to which Iligan cargoes (outbound and inbound)

might be satisfactorily accommodated at Cagayan de Oro
 
Port, with the expansion of capacity there and the
 
provision of specialized storage/handling facilities.
 

The extent to which expansion of the port's hinterland
 
would enable export/import levels to reach the
 
"threshold" levels which are necessary to induce
 
increasing numbers of international direct calls at the 
port, including Asia regional liner services, and the 
effects of any such increases in the numbers of direct 
cal Is on the overalI costs of Mindanao export and import
traffic, and on the levels of domestic cargo movements 
between the Mindanao north coast ports and the ports of
 
Manila, Batanga- Sub ic, and Cebu.
 

The potential for developing an international-standard
 
container terminal, 
 such as the Manila International
 
Contai ner Terminal {MiCT), at the port of Cagayan de Oro,
 
and the design and procecures which could best permit 
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joint use of the terminal for domestic and international
 
container movements.
 

The potential for developing bulk cargo facilities at the
port, especially 
for the accommodation of 
grains and
 
fertilizers.
 

Improvement of Container Availability
 

Whereas the almost 
total 
absence of ventilated containers
the most critical 
problem confronting shippers 
is
 

of perishable
commodities 
from the north coast of Mindanao, there is also a
general shortage of containers of other types, 
or at least there 
is
a shortage of containers in satisfactory condition. 
During 19931994, one operator 
only was providing reefer 
van accommodation
between the Mindanao north 
coast and Manila, and shippers of
livestock were concerned about lack
the of livestock vans in
satisfactory condition. 
 Even the numbers of conventional
containers were not in sufficient supply (although the problem ofinadequate numbers of conventional containers appears to have been
less serious between Mindanao ports and Manila 
than on some other
routes surveyed by the LSRS). 

The LSRS recommends the fol lowing for thu improvement ofserviceable 
container availability:
 

Projection by shippers (coveyed to tl-
 shipping industrythrough the DSICC or DOSSMONS) (f th!, amounts of cargothey anticipate shipping, by interis!and shipping route,that will require specialized container capacity(including reefer vans, ventilated containers, livestock vans, and 5-ft. and 10-ft. conventional containers). 

Consideration by MARINA of 
instituting freight-al!-kinds

(f.a.k.) rates for shipment of cargo 
in conventional
containers of all 
sizes (rates on the shipment of cargo
in reefer, ventilated 
and livestock containers are
already, in 1994, 
fully deregulated, as 
are the rates on
shipment of transit cargoes 
in coventional containers).
 

Adoption by 
CISO of a policy to reserve containers for
any voyage only until 
 24 hours before sailing, after
which any still 
empty containers would be 
allocated to
"wait-listed" shippers 
 on a first-come-first-served
 
basis.
 

Collection (through DOSSMONS) of all 
shipper complaints
of cargo consignment shut-outs, with and without 
"booked"
containers, 
with follow-up investigation by MARINA and 
SHIPPERCON. 
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Adoption by CISO, with MARINA and SHIPPERCON agreement,
 
of penalties for the late removal by consignees of
 
cargoes from containers.
 

Collection (through DOSSMONS) of all shipping operator,
 
shipper and consignee complaints regarding the rough
 
handling of concainers at ports.
 

Review by PPA of the capabilities of cargo-handling
 
personnel, and particularly of sub-contractor personnel,
 
and action follow-up to ensure that only well-qualified
 
handling personnel are assigned to the handling of
 
containers.
 

PPA permission for shipping operators to do their own
 
cargo-handling, with avoidance of arrastre charges for
 
work not performed.
 

Consideration by the DSICC of the formation of a joint
venture enterprise to acquire some number of specialized 
and/or conventional containers, with participants in the 
joint venture including shipping operators, shipper 
associations, and arrastre contractors or associations. 

Investment and risk could be spread widely if the shippers,
consignees, :tand :;hippino operators could agree to cstabli..h a joint 
venture to acciu i rc' ,reL Kr box and ventilated container capacity, 
f(:r use ,ne-rt IIv or specifically for individual routes. IEither 
th. pcrttor.- or the shippers would pay fees to the joint venture 
Lrclmp)itiwin ree fur boxes or vent i lated coitai ners wereyvnevcr 
reCu i red. The opera tor and the joint venture company would share 
the risk (say 20/0) of cargo value losses due to reefer box 
failure on board the operator's vessel, and the shipper would bear 
the risk of reefer box damage due to poor cargo packaging.
 

Southern Mindanao
 

Recommendations in regard to the services operated to ports of
 
Southern Mindanao are divided below under th'ree headings: (i) liner 
shipping service monitoring; (ii) livestock and livestock product 
accommodation; and (iii) port development. The most critical need 
of all at ports of Southern Mindanao is the increase in the number 
of serviceable containers of all types and sizes, but especially 
the increase in the number of ventilated containers. Since the 
broad subject of improving container availability is covered in the 
preceding discussion of the approach to Mindanao north coast
 
shipping service improvement, the subject is not discussed again
 
bUlow. The matter of reefer container capacity, however, is
 
briefly discussed below, in relation to the accommodation of
 
livestock and livestock product shipments from Southern Mindanao.
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Liner Shipping Service Monitoring
 

The bread needs for and approach to service monitoring is
discussed in an earlier 
section of this chapter. A detailed
discussion is presented 
in Annex B of Volume I of this report,

which presents a description of DOSSMONS. 
 In this section of the
discussion, specific needs 
for service monitoring are identified
 
and briefly discussed.
 

Ventilated container availability at Davao. It has been
especially the port of Davao, more than any other port of the
Philippines, that required
has additional ventilated container
capacity, and this has constituted a critical need for many years.

The need derives both from the 
large quantities of horticultural
 
crops and bananas which are produced in the Davao area and from the

shipmenl distance that to
from port Manila, which increases the
likelihood that losses will be incurred if perishable commodities
 are not shipped in a manner appropriate for such commodities. 

Maritime Regional Office (MRO) at 

The
 
Davao, as well as the regional
office of the Department of Trade and Industry (DTI) 
 might
desirably be specifically tasked to closely monitor the adequacy of
ventilated container capacity at Davao's Sasa Wharf at
and the
 

TEFASCO port.
 

Davao-Cebu shipping services. 
 Although the LSRS understands
that the problem of cargo capacity constraints on this route hasbeen, by November 1994, largely corrected, it would be usefulfor the Davao MRO and DTI regional 
also 

office to monitor these servicesclosely to ensure that capacity is, indeed, now adequate on the 
route.
 

General Santos-Cebu shipping services. 
 The operator who was
performing these services 
 with a passenger/cargo vessel

discontinued services in 1993, but shipments 
 are probably
continuing to be made from General Santos to Cebu via tramper
vessel and smaller shipments are probably being transshipped at MNH
 or Iloilo. The possibility exists 
that new General Santos-Cebu

liner services 
are needed, and that a further adjustment of the
liner rate for moving grain between these two ports is necessary
for attracting new services. 
The establishment of f.a.k. rates 
for
containers would 
probably provide sufficient i.nducement to the
shipping industry 
to attract two or more operators to the route.
The situation requires close monitoring to enable MARINA to make an
educated decision as to tariff regulatory policy for this route.
 

General Santos-Manila passenger services. 
 Although the LSRS
has concluded that services tomost operated ports of SouthernMindanao were being satisfactorily operated in 1993-1994, theservices being provided to General Santos, in March 1993, lesswerethan entirely satisfactory. Accordingly, the LSRS is recommending

that MARINA reassess 
these services in early 1995, employing the

Passenger Services Rating System (PSRS), which the LSRS developed
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for just such a purpose (the PSRS is a separate LSRS output and
 
does not constitute a portion of this Final Report).
 

Livestock & Livestock
 
Prodnct Shipments
 

There are two countervailing trends that make it difficult for
 
shipping operators to identify whether they should be acquiring
 
additional livestock vans to replace the current stock of old,
 
battered, and structurally weak vans, or whether they should,
 
instead, be investing in more reefer vans for the accommodation of
 
livestock carcasses and processed meats (among other perishaole
 
products). These trends are:
 

The investment in abattoirs in Southern Mindanao, which
 
suggests reduced needs for livestock vans and increased
 
needs for reefer containers.
 

A shift in livestock populations, with rapid growth of
 
livestock and poultry populations in South Cotabato and
 
(especially) Sultan Kudarat provinces, while populations
 
in parts of Luzon are declining. This suggests that
 
greater total volumes of livestock and/or livestock
 
productS wi I 1 be shipped in the future than in the past. 

The sit uat i)n r'qu ires analysis, and the DTI regional office
 
at Davao might dcsir bly be tasked to join with the Southern
 
Mindanao livestoc'k raiser associations to carry cut the analysis
 
and make useful projections, on the basis of which shipping
 
operators can make educated busine>a decisions regarding their
 
needs for container acquisitions.
 

Port Development
 

PPA installed reefer plugs at Davao's Sasa Wharf, in 1993, and
 
is planning to construct a passenger terminal at that port. Davao
 
also will require an international-standard container terminal in
 
the medium term, and planning for such a terminal should begin in
 
1995. Makar Wharf is being extended, in 1994-1995, and a private
 
consortium has indicated a willingness to construct a dry bulk
 
terminal at that port under a BOT arrangement.
 

A livestock terminal might also be useful at Makar Wharf, but
 
a survey conducted by the South Catabato-Sarangani-General Santos
 
(SOCSARGEN) project found little interest among liv.estock shippers _
 
in such a facil ity. Following the recommended joint DTI and
 
livestock industry investigation/analysis of prospects for
 
livestock and livestock product shipments from Southern Mindanao,
 
there should be a clearer understanding of the potential benefits
 
that might be derived from a dedicated livestock terminal at a
 
Southern Mindanao port.
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PORT OF SAKAR, SANTOSGENERAL 

Unloadinq operation!; usinq shiip s crane 

dI \ I 

x. -

Manual retrievals of cargo from ,the cargo 
hold of the vessels. 
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ANNEX A
 

RESULTS OF LSRS CARGO SERVICES SURVEYS
 

IN NORTHERN & SOUTHERN MINDANAO
 

(1993 & 1994) 



ANNEX A
 

RESULTS OF MINDANAO CARGO SURVEYS
 

Introduction
 

To ascertain the extent to which liner shipping cargo services
 
being provided to the ports of Mindanao were sufficient,
 
appropriate, and reliable, and cargo value losses were avoided,
 
during 1993-1994, the LSRS survey team carried out a series of
 
interviews in the port cities of Cagayan de Oro, Butuan, Nasipit,

Surigao, Ozamis and Iligan, on the Mindanao north coast, and in 
the
 
port cities of Davao, General Santos, and Cotabato, in the south.
 
The survey team also visited all of the ports at these locations.
 
Fieldwork began in Southern Mindanao in March 1993, and ravao City

and General Santos City were revisited a year later. 'ne surveys
 
in the north did not commence until September, 1993, and other
 
fieldwork was conducted in November of that year, and then over a
 
span of a few months in 1994. The survey team conducted interviews
 
with shippers, buyers, freight forwarders, shipping operators,
 
arrastre operators, and government offices. The team made an
 
effort to deal with shippers at both the association and individual
 
enterprise levels, with the former groups including the various
 
chapters of the Philippine Chamber of Commerce and Industry (PCCI)
 
and in 1994, also the newly created Regional Shippers Associations
 
(RSAs). The government offices visited included the PPA at each of
 
the several ports visited by the survey team, the regional offices
 
of the Department of Trade and Industry (DTI), the People's
 
Economic Council (PEC), and offices of the governors and the mayors
 
of the respective provinces and cities.
 

Results of the surveys conducted in each of the Mindanao port

cities visited are presented separately in the remaining sections
 
of this annex. The results of surveys which were conducted at the
 
cities of Zamboanga and Pagadian, however, are presented in Volume
 
VIII of this LSRS Final Report.
 

Cagayan de Oro City (1993)
 

The cargo surveys conducted in this city were through the
 
cooperation of the MARINA Regional Office (MRO) at Cagayan de Oro.
 
These surveys included nine shipping operators, 14 fruits and
 
vegetable shippers, 4 corn grains traders, 7 general merchandise
 
shippers and 8 freight forwarders. Interviews were also held with
 
government officials and with arrastre operators.
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Shipping Operator Interviews
 

In November 1993, there were 
ten shipping operators providing
services to the port 
of Cagayan de Oro (Macabalan Port), and
 
interviews were conducted with 
nine of these. The discussions
 
provided the LSRS survey team with the following views and relevant
 
information:
 

1. 	 The following vessels were calling at the port of Cagayan de
 
Oro regularly:
 

Dona 	Virginia Pass/Cargo William
 
Wilcon I 
 Cargo William
 
Cagayan de Oro Express Cargo Lorenzo
 
Lorcon II 
 Cargo Lorenzo
 
MV Trans-Asia 	 Pass/Cargo 
 Trans-Asia
 
Asia-Japan 	 Pass/Cargo Trans-Asia
 
Asia-Singapore Pass/Cargo 
 Trans-Asia
 
Asia-Brunei 	 Pass/Cargo Trans-Asia
 
MV Yuhum 	 Ferry 
 Philstone
 
Our Lady of the Rule Pass/Cargo Gothong

Our Lady of Hope Cargo Gothong

MV La Lealtad 
 Cargo Escano
 
MV Sinulog Cargo 
 Escano
 
Dipolog Princess Pass/Cargo Sulpicio

Cagayan Princess Pass/Cargo Sulpicio

Superferry II Pass/Cargo Aboitiz
 
Mega 	II 
 Cargo Aboitiz
 
Ruperto Sr. Pass/Cargo Tamula & Sons
 
Sta. Ana Pass/Cargo Nenaco
 
Princess of Negros Pass/Cargo Nenaco
 
San Paulo Pass/Cargo Nenaco
 

2. 
 The MV Dona Virginia of William Lines has a passenger capacity

of 2,122 and 
cargo capacity of 64 20-foot equivalent units

(TEUs), while the Wilcon I has the capacity to accommodate 132
 
TEUs. William Lines was accepting all types of cargo, but

only in containers, i.e., no breakbulk 
cargo was being

accepted by the company at Macabalan Port, with the exceptions

of rolling cargoes and livestock. Livestock were being placed

in between containers or in other broken spaces. 
 Regular

cargoes destined for Manila included corn, 
tomatoes and the
 
processed 
foods of Del Monte and Nestle (Phils). William
 
Lines was offering door-to-door, pier-to-door and door-to-pier

arrangements on a full-container-load (FCL) basis. 
 One
 
problem cited by the 
 William Lines official who was
 
interviewea was the pier of Cagayan De Oro. 
Although the pier

is big, it was nevertheless not 
adequate to accommodate the
 
number of vessels regularly calling at this port. There were

instances when 2 or 
3 international vessels 
were docked, and

domestic cargo vessels and containerships then had to wait.
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William Lines was renting a 3,000 square meter container yard
 
from PPA at P9.32 per square meter per month. Some
 
suggestions given by the William Lines representative are:
 

0. 	 To improve the pier.
 

To construct a larger passenger terminal.
 

To pave the container stacking area with concrete.
 

In regard to shipper claims that there were frequent cargo
 
consignment shut-puts at Cagayan de Oro, William Lines
 
explained that most of the time, it was the shippers fault, in
 
that many shippers were booking 20-foot containers and then
 
were unable to fill all of them.
 

William Lines informed the LSRS that, before the end of 1993,
 
the company would be fielding another luxury liner, and two
 
more vessels in 1994. (The LSRS understands that the Willines
 
Mabuhay was, indeed, fielded before the end of the year, to
 
serve the Manila-Cebu route, thereby freeing the MV Sugbu for
 
another route.)
 

3. 	 The Cagayan de Oro Express and Lorcon II are purely cargo
 
vessels plying the Cagayan de Oro-Manila route. These vessels
 
alternate in calling at this port every week. The Cagayan de
 
Oro Express can accommodate 76 TEUs, while Lorcon II has a 78
 
TEU capacity. Regular commodities for Manila are corn and
 
lumber. From Manila, various commodfities are booked with
 
Lorenzo Shipping. During the peak season, Lorenzo was
 
averaging between 40 and 50 vans filled with corn or corn
 
products per voyage.
 

According to the manager of Lorenzo Shipping, there is a need
 
to expand the Cagayan de Oro pier, because new vessels are
 
bigger and, within a few years, the pier will not be able to
 
accommodate all the vessels that will be calling at the port.
 

4. 	 The MV Trans-Asia and the MV Asia-Japan of Trans-Asia Shipping
 
were alternating, in November 1993, to provide daily cargo and
 
passenger services on the Cebu-Cagayan de Oro route, while the
 
MV Asia-Singapore and MV Asia-Brunei were alternating in
 
providing services on the Tagbilaran-Cagayan de Oro-Jagna
 
route. Regular cargoes included corn grains, grits and
 
by-products, plywood, sugar and feeds. In November 1993,
 
competition in terms of cargo capacity was (according to
 
Trans-Asia) very stiff. The company practiced providing cargo
 
services on a first-come-first-served basis.
 

Trans-Asia indicated that the company was not acceptihg

livestock for -shipment because passengers complained of the
 
strong odor.
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5. 	 Philstone's MV Yuhum started its ferry operation in August,

1993. The Yuhum is a RORO vessel, and was plying the Cagayan

de Oro-Guinsiliban (Camiguin Island)-Balingoan route four
 
times a week. It has a passenger capacity of 140 persons and
 
a cargo capacity of 60 tons (rolling and palletized cargoes

only). Regular shipments were rice, corn grains and grits,

construction materials and groceries. Incoming cargoes (from

Camiguin) were copra, 
live animals and coco lumber. Priority
 
was being given to shippers with early bookings. For rzl!ing
 
cargoes, such as automobiles and jeeps, the freight rate was
 
P500-530 in one direction, and larger vehicles (6 or 10
 
wheels) were being charged P75.96 per cubic meter.
 

Philstone Shipping complained about PPA's alleged practice of
 
holding up port departure clearance for their vessel in order
 
to complete payment of PPA dues. 
The operator suggested that
 
there should be a centralized clearing and documentation of
 
vessels, to avoid such frequent delays. (PPA arrived 
on
 
Camiguin Island in December 1990, but had stationed personnel

only 	at the port of Benoni. When vessels were 
departing from
 
the other two PPA ports of Guinsiliban and Balbagon, and no
 
PPA personnel happened to be visiting those ports, it was
 
necessary for the vessel operator to make a stop at Benoni,

before proceeding onward to the voyage destination. For a
 
ferry operator such as Philstone, with frequent calls at the
 
port of Guinsiliban, PPA's requirement was onerous and time
consuming.) Another suggestion of the 
operator was that
 
MARINA should be a little flexible in regard to their official
 
freight and passenger tariffs, since Philstone was offering a
 
better accommodation than their competitor, yet they were
 
nevertheless required to charge the same rates. 
(It is not
 
clear what the operator's complaint was in this regard,

however, since MARINA's fork tariffs already permittcd a range

of charges for any service, and the MV Yuhum had no direct
 
competition on its route.)
 

6. 	 The MV 
Our Lady of the Rule was sailing the Cagayan de
 
Oro-Cebu route three times a week. According to Gothong

Lines, the 
MV Our Lady of Hope was plying the Cagayan de

Oro-Manila route, the Cagayan de Oro-Cebu-Manila route, and
 
the Manila-Cebu-ozamis-Iligan-Cagayan 
de Oro route weekly.

The Our Lady of the Rule has a cargo capacity of 820 tons of

containerized and palletized cargo, and the Our Lady Of Hope

has a capacity for 2,270 mt of cargo. Regular commoditites for
 
Manila and Cebu were corn 
grains, bananas, tomatoes and Del
 
Monte products. Gothong was not accepting livestock
 
shipments, in November 1993.
 

The Gothong Lines manager mentioned that the berthing space of
 
Cagayan de Oro Port is quite small. There were times when
 
their vessels had to wait for almost 5 hours at anchorage.

According to the operator, Cagayan de Oro Port 
expansion is
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urgently needed. In regard to arrastre services at the port,

however, the competition provided as a result of there being

two cargo-handling operators at the port had, in the view of
 
the manager, made services better than in the past.
 

Gothong Lines has its own trucking service. In November 1993,

the company had two prime movers which operated with 20-foot
 
trailers. Trucking rates within the city of Cagayan de Oro
 
were then P1,455 for a 20-foot container and P1,028 for a
 
10-footer.
 

7. 	 The La Lealtad and the Sinulog of Escano Lines are both cargo

vessels with cargo capacities of 1,200 cubic meters and 2,400
 
cubic meters, respectively. Regularly accommodated cargoes
 
were fruits, vegetables and livestock. There were not many
 
cargo consignment shut-outs, according to the company's

representative at Cagayan de Oro, because there was less cargo

than the cargo capacity of the existing number of bottoms.
 
During peak season, the representative maintained, the
 
shipping line was giving priority to cargoes of the Class C
 
(Basic) commodity group.
 

Some 	of problems cited by Escano Lines are:
 

An insufficiency of berthing space (especially because
 
PPA was giving international vessels priority over
 
domestic containerships and general cargo vessels).
 

The bottoms had increased in numbe-r and capacity, but
 
cargo volumes had not been increasing to the same extent
 
(The LSRS notes, however, that domestic cargo tonnages at
 
Cagayan de Oro registered more than a 25 percent increase
 
from 1991 to 1992 - see Table 3.1 of this report).
 

Whenever Batangas Port has been developed, corn grains

shippers will definitely benefit, according to Escano, because
 
most 	of the consignees were in Batangas.
 

8. 	 In regard to the claim by banana and tomato shippers that
 
liner operators were giving higher priority to the
 
accommodation of other cargoes, the Sulpicio Lines
 
representative in Cagayan de Oro, Mr. Uy (who was also the
 
Chairman of CISO in that city), explained that this was
 
because of the limitation on the availability of cargo space
 
that 	is appropriate for such cargoes.
 

Mr. Uy felt strongly that there was too much bureaucracy in
 
the PPA. PPA was also competing with the private sector in
 
other businesses like trucking service. The proposed
 
privatization of PPA would be most welcome.
 

Sulpicio Lines had an agreement with First Base Industrial
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Corp. for the accommodation of cargo in reefer vans. The
 
charge was P4.20 per kilo for accommodation in a 20-foot van.
 

9. 	 Ninety percent of Del Monte domestic cargo was being shipped

aboard Aboitiz vessels. According to the Aboitiz
 
representative, reefer vans at Cagayan de Oro were exclusive
 
with Aboitiz because the company's Superferry II was designed
 
to accommodate reefer vans. Reefer vans can accommodate 18
 
tons maximum. Freight rates for reefer van of any cargo load
 
were being based on Class A tariffs (tariffs on cargo

contained in reefer containers have been deregulated since
 
November 1990). Other regular shippers with Aboitiz were
 
Magnolia, Purefoods, RFM and MacDonalds.
 

Some problems identified by Aboitiz in regard to Cagayan de
 
Oro Port are:
 

Insufficient berthing space.
 

Inadequate shore-based equipment (the shipping line was
 
having to help with its own gear and equipment, since
 
otherwise the port equipment could not cope with some of
 
the company's loads).
 

Misdeclaration of cargo weights by many shippers.
 

Transshipments via Manila for Europe, Japan and the US were
 
being handled by the Manila-based Aboitiz International
 
Forwarders, an associated company.
 

There were, in November 1993, enough vessels calling at the
 
-port of Cagayan de Oro, in the view of Aboitiz. What the
 
shippers needed, however, were fast vessels, because the type
 
of commodities being shipped out of this port were mostly
 
perishable.
 

Aboitiz viewed the development of Batangas Port as potentially

of great help in decongesting the port of Manila. The company
 
suggested that the Subic Bay port facilities should be
 
developed and reserved for the accommodation of international
 
vessels.
 

10. 	 The MV Ruperto Sr. was plying the Cagayan de
 
Oro-Benoni-Balbagon route once a week. The vessel operator,
 
Tamula and Sons Shipping, was based on Camiguin Island. Mr.
 
Tamula complained of the "lagay system" (grease money) in the
 
Coast Guard.
 

Shipper Interviews
 

Interviews with shippers of various commodities were conducted
 

6
 



to ascertain their views of the efficiency and adequacy of liner
 
shipping cargo services at Cagayan de Oro Port. The information
 
gathered from these interviews is summarized below.
 

Bananas and Other Fruits
 

1. 	 Fruits such as bananas, mangoes, pineapples, jackfruit,

durians and marangs were shipped out to Manila and to
 
neighboring cities and provinces (Bohol, Cebu, Bacolod, Iloilo
 
and Zamboanga) at least twice a week by William Lines,
 
Sulpicio Lines, Escano or Aboitiz. Volumes of fruits being

shipped out ranged from 50 sacks (of indefinite weight) to
 
four 10-foot containers per shipper per voyage.
 

2. 	 Bananas were being shipped out in 10-foot vans, whereas other
 
fruits were placed in sacks (and classified as breakbulk
 
cargoes). For a 10-foot container, a banana shipper was
 
paying a total of P3,746 (full or not) for sea freight.

Additional expense for truck or jeepney hire ranged from P250
 
to P500 per trip within the city. If shipments had to be
 
moved beyond the city limits, then charges for trucking or
 
jeepney service depended on the distance and the weight of
 
cargo. PPA charges were P70 per 10-foot container
 
accommodated at Cagayan de Oro.
 

3. 	 Cargo consignment shut-outs were being experienced by most 
shippers of fruits 3 to 5 times a year. Shut-outs usually
occurred every year during the tomato harvest season, which is
 
from June to December, because shipping' lines then gave the
 
tomato shipments priority over shipments of fruits. (In this
 
regard, the banana shippers felt that there was a need for 
a
 
"banana shippers association", to eliminate shut-outs of their
 
consignments, and obtain sufficient cargo space allocations to
 
meet all of their needs.)
 

4. 	 All the fruit shippers interviewed, and the vegetable shippers
 
as well, indicated that they preferred shipping their cargoes

aboard the Dona Virginia of William Lines. Some reasons cited
 
for this preference are:
 

The William Lines vessel was operating on an optimal

schedule (the Dona Virginia arrived in Manila on a Friday

and the shippers' consignees preferred to receive the
 
produce on that day of the week).
 

William Lines was offering the fastest service.
 

With 	the Dona Virginia, shipper commodities were being

allocated what the shippers deemed to be appropriate

space.-


These shippers made some suggestions for improving shipping
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service adequacy at Cagayan de Oro, 
like the desirability of
having an additional vessel, similar to the Dona 
Virginia,
with the same schedule and space accommodations, franchised to
 serve the Manila route, and the 
desirable provision of 
vans
designed for commodities that need ventilation (not reefer
 
vans, since these 
are quite expensive).
 

Tomatoes and Other Vegetables
 

1. Vegetable shippers 
were availing of the services of William
Lines, Negros Navigation, Sulpicio Lines, Escano, Gothong and
Aboitiz. 
 One shipper was availing of Philippine Airlines

(PAL) cargo services or 
Aboitiz Air Transport services when
 
the need arose.
 

Shipments of vegetables, especially tomatoes, ranged between

2 and 4 times a week per shipper. The size of shipment varied
from 1,000 to 
70,000 crates per shipper per voyage. Tomatoes
 were being packed in standard crates 
of 25 kilos, whereas
other vegetables were placed 
in sacks of no standard weight.
 

3. Most of the 
tomato shippers were availing of "facilitators",
 
or middlemen, to lessen their problems 
in shipping. With
facilitators, the shippers were 
spending P25 per crate, which

included sea freight, arrast.re and PPA charges, as compared to
 
actual expenses of between P18 
and P20.
 

For the of
shipment tomatoes 
in 10-foot containers from
Cagayan de Oro to Manila, shippers were paying about P4,000.
 

4. As far as the tomato shippers were concerned, Del Monte and
Nestle (Phils) were 
being given priority over them, but the
tomato shippers, on the other hand, 
were enjoying priority
 
over corn grains shippers.
 

5. 
 Shut-outs were being experienced by vegetable shippers 2 to 
3
times a year. In the week of November 7-13, 1993, for
example, Aboitiz 
 did not accept fruits and vegetables
consignments from Cagayan de Oro, because it 
was fully booked
with Nestle products. Also, 
Aboitiz was not accepting

breakbulk cargoes.
 

6. Claims on losses and damages had been paid in 
 the past,
through freight deductions (on staggered
a basis). In

November 1993, perishable cargoes 
were being shipped at the
 owner 
s risk, so the shippers could not any longer make claims
against perishable cargo losses. 
 Because of shipment delays,
shippers sometimes incurred large cargo value losses, even 
to 30-40 percent of a shipment had been lost. However, 

up
 

shippers indicated that they dared not argue 
the
 

or fight with
shipping operators in 
regard to these costly delays, for fear
 

http:arrast.re


of retaliation (i.e., their shipments might then no 
longer be
 
accommodated).
 

7. 	 A shipper who was availing of reefer vans (from Reefer Van
 
Specialist, Pasig, Metro Manila) was spending P4.20 per kilo.
 
A 40-foot reefer van can accommodate between 15,000 and 17,000

kilos. Air transport can accept 2-3 tons per flight via PAL,

and approximately 6.5 tons in the case of chartered cargo

planes. The cargo transport charge was P11.20 per kilo, in
 
November 1993, with the use of chartered planes. The shipper

suggested that 
an additional PAL flight on the Manila-Cagayan

de Oro route was needed to increase cargo capacity.
 

Corn 	Grains
 

1. 	 Corn grains were being shipped mainly to feedmillers of Cebu,

Manila and Batangas. These consignments were usually shipped

in 20-foot vans. For Manila and Cebu, corn grain traders
 
availed of the services of regular shipping lines, while for
 
Batangas, the shippers availed of chartered vessels, or
 
trampers.
 

2. 	 The vans were picked up from the- container yard by the
 
shipper, and stuffing was done in the bodegas of the shippers.

Corn grains were stuffed in sacks or bags of 48-68 kilos. 
 On
 
the average, a 20-foot container can accommodate 400 sacks.
 
The peak seasons for corn were July-September and
 
January-March. Maximum storage for corn grains is three
 
months, after which rapid deterioration occurs.
 

3. 	 Freight rates were as follows, in November 1993:
 

For Cebu - P9.15/bag
 
For Manila - 0.30/kilo
 
For Batangas - 0.30/kilo
 

Cebu and Manila rates included arrastre ard stevedoring. For
 
chartered vessels, additional expenses included:
 

Stevedoring - P 9.75/revenue ton
 
Arrastre - 27.25/revenue ton
 
PPA 	 - 0.10/bag
 

Trucking expense from warehouse to pier ranged from P500 to
 
P650.
 

4. 	 Corr,grains shippers were experiencing shut-outs 2-3 times a
 
year. Reasons for shut-outs, according to these traders,
 
were the prioritization of cargoes by shipping operators and
 
late 	booking by the shippers themselves.
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Various Commodities
 

Six shippers of various products, including tobacco, tiniber,
 
handicrafts, hardware supplies, grocery items and fertiIizer, were
 
interviewed. Following are the results:
 

1. 	 Seven municipalities of Misamis Oriental grow tobacco. These
 
were OoIol, El Salvador, Alubijid, Laguindingan, Gitagum,
 
Libertad and Initao. The tobacco leaves being shipped out of
 
the Cagayan de Oro Port were destined for Cebu, Masbate,
 
Aklan, Leyte and Bohol. Generally, around eighty percent of
 
the tobacco produced in this province was intended for the
 
Visayan Islands. Planting season is from May to August and
 
selling season is from September to December.
 

The leaves from the upper portion of the tobacco plant were
 
either for chewing or for pipes. The lower parts of the plant
 
were sold to commercial cigarette brands like Marlboro, Philip-

Morris, etc. It was the upper leaves, intended for farmers
 
who chew tobacco leaves, which were mostly destined for the
 
Visayas.
 

The tobacco shipper was availing of the services of commercial
 
shipping lines. Shipment was twice a week, averaging between
 
20 and 40 bundles per shipment (a bundle is equivalent to 60
 
kilos). Expenses. per bundle amounted to P49, broken down as
 
follows:
 

Sea Freight 
Jeepney Hire 

-
-

P15 
15 

National Tobacco Administration - 3 
Bureau of Internal Revenue - 1 
Labor - 15 

P49
 

Documentation and inspection by the National Tobacco
 
Administration was required even for private sellers/vendors.
 

In the Visayas, the tobacco was being sold at P2 per leaf
 
(there were approximately 100 leaves in one kilo).
 

2. 	 Cagayan de Oro Timber Co., Inc. (CATIMCO) is engaged in the
 
production of wood products like doors, panels, doorjams, etc.
 
In 1993, approximately 80 percent of the firm's total output
 
was being exported to Europe, the US, Canada, Japan, South
 
Korea, Australia, New Zealand and Taiwan. Since 1989, lumber
 
had to be imported from Brazil and Malaysia. Locally, the
 
company's products were being distributed to Manila, Cebu,
 
Bacolod, Iloilo, Dumaguete and Bohol. Transshipment via
 
Manila to the United Kingdom, for example, amounted to $2,100
 
per 20-footer (total amount of freight collect) and $95 per
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cubic meter (freight collect) to the USA.
 

Imports were often being shut out in Manila because local
 
shipping lines were prioritizing the accommodation of products

that were seasonal.
 

American President Lines (APL) was calling at Cagayan de Oro,

in 1993, and whenever CATIMCO was able to meet the schedule,
 
they were availing of APL service.
 

3. 	 Milan Mariae Handicrafts was producing abaca products like
 
wallets, coin purses, picture frames, bags, mats, penholders,
 
etc. The abaca fiber was coming from Agusan del Sur, then was
 
handwoven in Bukidnon, and finally was processed in Cagayan de
 
Oro City.
 

The finished products were being shipped to their consignee in
 
Manila, who exported them to the US, Europe and Japan.
 
Shipments were being made once a month, with the size of
 
shipment being dependent on orders from abroad. In peso

value, one shipment ranged from P100,000 to P150,000.
 

The company was availing of the services of a forwarder who
 
handled everything, so the shipper was never bothered with the
 
problems of shipping and cargo handling.
 

4. 	 Hardware supplies and grocery items were coming from Manila
 
(80 percent) and Cebu (20 percent). Shipments were being made
 
at least twice a month in 10-foot and 20-foot vans. Since
 
they were the consignees, Three R and Banson Trading received
 
their supplies through forwarders, on a door-to-door
 
arrangement from their Manila and Cebu contacts.
 

5. 	 Philphos products originate from Isabel, Leyte and were being

shipped on a chartered vessel at least twice a month. The
 
Philphos office at Cagayan de Oro received approximately

20,000 bags (1,000 MT) per shipment. The cost of shipping by

chartered vessels was P10 per bag. Additional expenses in
 
Cagayan de Oro Port were as follows:
 

Arrastre & Stevedoring 	 - P48.65/ton
 
Craneage 	 - 0.47/bag
 
Piling (from forklift to truck) - 0.39/bag
 
PPA - 1.65/ton
 
Checkers - 4.50/ton
 

The Philphos office was for receiving, documentation and
 
inventory of its distributors/consignees.
 

Problems cited included the lack of seaworthy tramper vessels
 
(the 	company apparently thought that the supply of seaworthy
 
tramper vessels was better at some time in the past), and the
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lack of any liner shipping vessel plying the Leyte-Cagayan de
 
Oro route.
 

Freight Forwarder Interviews
 

Interviews conducted with 8 freight forwarders provided the
 
LSRS survey team with the following information:
 

1. 	 Philippine Transworld Shipping Corp. has its main office in
 
Manila. 
Their office in Cagayan de Oro is only for receiving

and distribution to consignees. Cargoes from Japan, like
 
steel towers and equipment for the Weather Bureau, were being

shipped to Cagayan de Oro for distribution to other parts of
 
Mindanao and to the Visayas. Other items handled by the
 
forwarder included asphalt and construction materials intended
 
for Cebu. Freight on shipment from Manila was prepaid there.
 
For a 10-foot container, the freight charge was indicated to
 
be around P5,000.
 

2. 	 Fast Cargo Transport Corp. (FCTC) is a sister company of
 
William Lines, and is engaged 
in the trucking business.
 
Commodities 
handled by the company were varied, and rates
 
differed depending on distance. For 
a 20-foot container and

within the city delivery, the freight charge, in November
 
1993, was fixed at P1,455. For a 10-foot container, 70
 
percent of the 20-footer rate was being charged. Nestle
 
products were being handled exclusively by FCTC.
 

3. 	 OIB Trucking services were confined to movement within the
 
city. The company had 2 prime movers, 1 10-wheeler and 1
 
6-wheeler, and trailers of 10, 20 
and 40 feet. Cargo rates
 
ranged between P375 and P800. Regular cargoes were corn,
 
tomatoes and Del Monte products.
 

4. 	 Aboitiz Cargo Haulers, Inc. was the sole forwarder of Aboitiz
 
Shipping Lines. Cargoes regularly handled from Manila
 
included appliances, hardware, pharmaceutical products and
 
food items. 
 Outbound regular cargoes Included bananas, corn
 
and 	tomatoes. The company's Cebu office opened 
only in
 
October, 1993, so, in November, they were still building up

business in that city. 
The company was offering door-to-door,

door-to-pier and pier-to-pier 
cargo shipment arrangements,

Minimum charge was fixed at 
P650 	per cubic meter. The company

informed the LSRS that their rates were 
confidential.
 

Aboitiz indicated that the forwarding business must be very

precise. That is, everything should be coordinated with
 
truckers, shippers, arrastre, etc. Aboitiz indicated that 
it
 
was 
being very strict with cut-off dates for shippers.
 

5. 	 For incoming cargoes (from Manila), Pambato Cargo Forwarders
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were booking with William Lines, Aboitiz and Nenaco, while for
 
their outgoing shipments, Pambato was availing of the services
 
of Gothong Lines. Incoming goods included spare parts,

personal effects and groceries. Outgoing cargoes werL
 
frequently comprised of damaged goods (being returned) or were
 
backhaul cargoes, such as tomatoes, bananas and various items.
 
The average load per week was 5 10-foot and 20-foot vans.
 
Rates depended on the Value of cargoes (ad valorem charge was
 
P75 per P1,000 value). Delivery within the city was free of
 
charge, while outside the city, the minimum charge was P1,200
 
for use of a 10-wheel truck.
 

Pambato had experienced damage of the cargo they were handling

stemming from: the van not being checked; pilferage (wfth the
 
seal being tampered with); shut-outs (and the resultant
 
deterioration of some cargoes while awaiting pick-up); and
 
misrouted vans (vans intended for Cagayan de Oro 
 were
 
delivered to Iligan).
 

6. 	 Other incoming cargoes included toys, hardware and
 
construction supplies. Charges included the following:
 

PPA 	 - P 26.40 (20-footer)
 
13.20 (10-footer)
 

Arrastre - 408.10 (20-footer)
 
204.05 (10-footer)
 

A common complaint of these forwarders was that they had to
 
pay "grease money" to forklift operators at the port in order
 
to have cargo consignments moved. Also, breakage was
 
occurring because of the carelessness of forklift operators.
 

Agency Interviews
 

Agencies interviewed included the Philippine Ports Authority,

the Department of Trade and Industry, the National Food Authority,

the National Economic and Development Authority, the Cagayan de Oro
 
City Planning and Development Office, and the Provincial Planning

and Development Office. Continental Arrastre & Stevedoring Co.,

Inc. (CASCO) and Integrated Port Services (INPORT) were also
 
interviewed. Results of these interviews are summarized as
 
follows:
 

1. 	 Cagayan de Oro port is a convergence. point of Northern
 
Mindanao. However, roads leading to the port were very
 
narrow. To make faster travel possible, and lower the inland
 
transport costs of access to Cagayan de Oro, the highway

network should be developed. Traffic management within the
 
city of Cagayan de Oro should also be considered.
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2. 	 The city government envisioned the eventual 
expansion of the
 
Cagayan de Oro hinterland, similar to CALABARZON. 
 Expansion

would be based on the Cagayan de Oro-Iligan Corridor Master
 
Plan. Within the boundaries of Cagayan de Oro and Bukidnon,
 
a 150-200 megawatt hydroelectric plant would be constructed to
 
:.erve the needs of the 
industrial corridor. This development

would largely eliminate the power constraint to acanomic
 
growth, and permit 
the area to generate industrial growth.
 

3. ,VF provided the LSRS 
survey team with ten-year (1983-1992)

historical data on rice inflows and 
outflows, by province
 
(intra-regional movements).
 

4. 	 With two arrastre contractors at the port of Cagayan de Oro,

cargo-handling service had improved at 
the port, as commented
 
on by most of 
 the shippers and operators interviewed.
 
However, from the standpoint of the two arrastre operators,

competition was quite stiff. 
 At times, they each offered
 
discounts in 
an attempt to win a bigger share of the business.
 
Both 	contractors indicated, however, 
that 	it was really the
 
relative efficiency of their services that mattered.
 

NEDA 	provided 
the team a copy of the draft Regional Agro-

Industrial Development Plan, and DTI provided list
a of
 
wholesalers, manufacturers and entrepreneurs of Cagayan de Oro
 
City.
 

Nasipit/Butuan
 

The LSRS survey team conducted interviews with local
 
government agencies, non-governmental institutions, and

associations of local businessmen. Among those visited were the
 
Agusan del 
Norte Chamber of Commerce and Industry, the Provincial
 
Planning Office, the Department of Trade and Industry, the 
Philippine Ports Authority, the People's Economic Council, the
 
AsLociatLion of Handicraft Producers, and 
the Agusan Banana ShippersAssociat ion. 

The results of these meetings are discussed in the following
*ect ions.
 

Shipping Operator Interviews
 

I. 	 The port of 
Nasipit is located 24 kilometers northwest of
 
Butuan City, Agusan del Norte.
 

2. 
 There were four shipping companies serving the port of Nasipit

in September 1993. These were William Lines, Gothong Lines,

Sulpicio Lines and Trans-Asia. The vessels and their
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corresponding routes were:
 

Company Vessel Name 
 Route
 

Sulpicio Nasipit Princess 
 Cebu-Nasipit-Jagna
 
Surigao Princess Manila-Surigao-Nasipit
 

Gothong Dona Lili 
 Cebu-Nasipit
 
Our Lady of Lourdes Cebu-Nasipit-Manila
 

Trans-Asia Asia-Brunei Cebu-Jagna-Nasipit
 

William Wilcon VI 
 Nasipit-CDO-Manila
 
Nasipit-Cebu-Tagbilaran
 

The MV Our Lady of Lourdes was plying the route Nasipit-Manila

twice a week, on Tuesdays and Saturdays.
 

The Nasipit-Cebu route was being served by the MV Dona Li 
i
 
five times a week, Mondays through Fridays, while the
 
Nasipit-Jagna route was being served 
two times per week.
 

3. Vessel specifications were as follows:
 

Vessel Name TYPE GRT 
 DWT
 

Nasipit Princess pass/cargo 8210 2495
 
Surigao Princess RORO 1036 
 1000
 
Dona Lili RORO 856 554
 
Our Lady of Lourdes RORO 2366 
 1356
 
Asia-Brunei RORO 964 318
 
Wilcon VI container 1990 3500
 

Shipper Interviews
 

1. According to an officer of the Chamber of Commerce, some cargo

shippers, particularly ban',na shippers and handicraft
 
manufacturers, were taking an alternative route, i.e., 
Butuan-

Cagayan de Oro-Manila, to be able to ship to Manila. They

transported their cargo by land fr-'u,
*iuuanCity to Cagayan de

Oro, 
then shipped it to Manila. Land tf;avel from Butuan to
 
Cagayan de Oro required 3 hours, whilL, Cpgayan de Oro to
 
Manila by sea was 36 hours.
 

2. The reasons for taking this option varied by t,.pe of shipper.

Banana shippers preferred the alternativ route, over direct
 
sea shipment from Butuan to Manila, because when they

attempted to use 
the direct route, their shipments were often

shut out or there was a high spoilage rate. Banana spoilage

occurred when the vessel experienced engine breakdown, or 
as
 
a result of delays in the arrival of the vessel and/or
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problems with the mode of packaging, i.e., Gothong Lines
 
allowed the use of improvised banana crates only once a week,
 
instead of twice per week). Shippers of handicrafts preferred
 
the alternative route via Cagayan de Oro, due to the frequency
 
of liner cargo services from that port to Manila. By shipping
 
through Cagayan de Oro Port, these shippers were able to meet
 
the delivery deadlines set by their Manila buyers.
 

3. 	 There was only one vessel plying the Nasipit to Manila route
 
once a week, whereas at Cagayan de Oro Port there were daily
 
departures to Manila. Due to the reliability of service
 
schedules at Cagayan de Oro Port, shippers were opting to
 
shift their cargoes to that port, despite having to incur
 
incremental road transport costs.
 

4. 	 Shippers of handicrafts and native furniture also experience
 
shut-outs at the port of Nasipit. One of the three leading
 
manufacturers based in the municipality of Cabadbaran (20
 
kilometers from Nasipit Port) had been experiencing shut-outs
 
as often as two times a month. To ensure prompt delivery of
 
the merchandise to Manila buyers, comprised mainly of large
 
commercial establishments, e.g., Tesoro's, Shoemart, and The
 
Landmark, the manufacturers had opted for door-to-door
 
delivery services.
 

A comparison of the September 1993 freight costs for shipping
 
a 20-foot container from Nasipit to Manila on a door-to-door
 
or pier-to-pier basis (as these costs were gathered by the
 
LSRS from shipping companies and freight forwarders) is shown
 
below:
 

Door-to-door Cost Item Pier-to-pier
 

P 15,183.80 	 freight cost P 7,500.00
 
816.20 arrastre 	 816.20
 
52.64 wharfage 	 52.64
 
3.00 	 doc. stamps 3.00
 

trucking (Manila) 2,030.00
 

P 16,055.64 	 P 10,401.64
 

5. 	 Following are the September 1993 freight costs for a 10-foot
 
van per route:
 

Butuan-Manila P 3,746.25
 
C.de Oro-Manila 3,454.05
 
Butuan-C.de Oro 2,000.00 (trucking cost)
 

6. 	 Fruits and vegetable shippers shipping to Manila were
 
utilizing the RORO vessel, MV Our Lady of Lourdes, which plied
 
the route on Tuesdays and Saturdays.
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7. Banana shippers 

voyage 

were being allocated 30 10-foot vans per
or 60 vans per week. They preferred to ship their
products using improvised banana crates 
 (made
staves) which have of bamboo
 a capacity of 50,000 pieces. Each 
van is
equivalent to 
2 banana crates.
 

8. The Agusan Banana Shippers Association 
(ABSA) had 60 members
in September 1993. 
Each member was shipping out an average of
4 crates, or 2 vans, per month.
 
9. 
 A common complaint raised by 
banana shippers was that Gothong
management allowed banana shipments using banana crates once
a week (on Tuesdays) only. 
They informed the LSRS that, when
they must use a closed van, spoilage losses reached as much as
10-15 percent of a shipment.


spoilage losses 
In cases of vessel delays,
could easily go even higher; a single day's
delay could cause 
losses to reach 
as high as 25 percent.
Banana shippers 'informed the LSRS that they could ship out
many as 100 as
vans per voyage if the 
quota restriction 
were
 

lifted.
 

10. In May and July 1993, the MV Our Lady of 
Lourdes suffered
engine breakdown three 
times. All 30 of
vans bananas were
spoiled. By September 1993, 
some ABSA members had shifted to
the Nasipit-Cagayan 
 de Oro-Manila 
 route which 
 was a
combination 
of land-sea transport. the
Travel time 
for
Nasipit (Butuan)-Cagayan de Oro leg (by land) was 
indicated to
be 3 hours, and the Cagayan de Oro-Manila shipment by sea

36 hours. 

was
 

11. 
 Shut-outs were normal occurrences at Nasipit particularly for
* 
shippers of perishable items. Shut-outs were caused by delays
in the arrival 

shippers, 

of the Gothong vessels, which accor-ding to
were old and slow. 
 The poor condition 
of these
vessels resulted in 4-hour to 6-hour delays 
which were
occurring about 
once every month.
 

12. 
 According to shippers opting for the Nasipit-Cagayan de Oro-
Manila route, freight cost was approximately 40 percent 
more
using the land-sea transport mode. 
 However, spoilage losses
were being kept to a maximum of 10 percent per shipment using
banana crates compared to much higher 
losses for shipments

using closed vans.
 

13. 
 Shippers revealed certain practices at 
the port of Nasipit, as

follows:
 

The stripping area for 
banana shippers was square
200
meters. 
The ABSA was paying PPA a total amount of P6,500
per month. If 
area in excess of 
200 square meters was
required at any time, the association was required to pay
an additional amount of P30 per 
van. ABSA members were
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required to pay an association fee, the amount depending
on the number of vans each shipper shipped out per month.
Any excess fees payable to 
PPA were being sourced from
 
the general funds.
 

Shippers 
of fruits and vegetables, handicrafts and
lumber/logs and 
other commodities 
who wanted faster
services, 
were obliged 
to pay P200 per 
crate. According
to fruit and vegetable shippers, the 
amount was being
distributed among 
forklift operators, and 
distribution
might even have extended to the captain and chief mate.
 

Shippers had 
coined 
the term, "millionaire's village",
for the hold of the vessel, since (the shippers
interviewed alleged) the 
large commercial shippers 
got
first 
priority in cargo accommodation.
 

Log/lumber shippers normally 
got the first priority.
Other shippers believed that shipping operators preferred
log/lumber shipments 
to other commodities 
because of
alleged lees regularly paid by log and lumber shippers to
the captain and 
crew.
 

Shippers of handicrafts had 
to pay the same fees to get
the appropriate space 
in the 
hold of the vessel,
since they were not regular payers, 
but
 

their cargoes were
sometimes being shut 
out.
 

Agency Interviews
 

The Department of Trade and Industry and the Philippine Ports
Authority were 
visited 
by the LSRS team, and interviews
conducted. were
The results of these meetings are follows:
as 


1. Major commodities handled at 
the port of Nasipit were lumber,
plywood, lawanit, fruits 
and vegetables, corn, 
transport
equipment and 
other general cargoes. These and 
other
commodities 
 and the corresponding 1990-1992 volumes of
shipments are presented in Table A.1.
 

Per LSRS 
interviews with PPA representatives, 
the volumc3 of
lumber and 
plywood shipments, in 
the first quarter of 1993,
had decreased since the 
imposition of the 
log ban.
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Table A.1 

Nasipit Port Commodity Flows, 1990-1992 
(in metric tons) 

1990 1991 1992 
Commodity In O ut In Out In Out 

Lumber 413 74,609 100 70,721 1,651 99,274
Plywood 62 45,945 8 47,400 183 69,140Law rtt 66 1970 ......... .... .... .....

Lawanit. 666 19,708 
Fruits & Vegetables 1,739 31,428 35 34,095 37 19,865 
Banana 2,858 -23,067 

. . ... I .. . ~~... .... ... . . Transport Eqipment 27,760. . .~ ........ . .4 . .. . . ... . . . . . . .... . . . . .. .
6,057 28,999 9,204
Vehicles 5,484 1,532 
Rattan Products ____,142 .1808 . 
Chemicals 1,073 
Cement 5,243 346 135 2,087 
Corn 3 11,500 18,548 8,492 .4,60 
Animal Feeds 2,730 3,636 
Fish & Fish preparations 4,205 6 33 7,97.9 4,S79 
Live Animals 50 177 579 1,154 164 1,803 
Other general cargo 48,547 37,140 40,341 21,461 36,387 10,687 

Total 96,902 220,434 59,644 185,131 80,244 264,371 
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Iligan City
 

LSRS interviews 
 covered the following agencies and
enterprises: Department of Trade and 
Industry, Philippine Ports
Authority, City Council, 
Imasco Arrastre and Stevedoring Co.,
and shipping operators. Shippers of 	
Inc.
 

handicrafts, 
 bananas,
rootcrops, hogs, aquamarine and industrial products 
were also
 
interviewed.
 

Shipping Operator Surveys
 
1. 
 There were three shipping companies serving the Iligan Port in
 

November 1993. 
 Their respective vessels and routes were:
 

Operator 
 Vessel Name 
 Route
 

William 
 MV Iligan City 
 Ozamis-Iligan-Cebu
 
Misamis Occidental 
 Iligan-Manila

Wilcon II 
 Ozamis-Iligan-Manila
 

Gothong 
 Our Lady of Mt. Carmel Iligan-Cebu

Our Lady of Hope Iligan-Cebu
 
Cristina 
 Iligan-Cebu
 

Sulpicio 
 Dipolog Princess 
 CDO-Iligan-Dipolog
 
Sulcon V 
 Dumaguete-Iligan-Mla
 

The following are 
the vessel specifications:
 

Vessel Name 
 TYPE CRT 
 DWT
 

Iligan City 
 pass/cargo 1405 
 2389
Misamis Occidental 
 pass/cargo 1998 3397
Wilcon II 
 container 
 2249 3824
Our Lady of Carmel 
 RORO 2103

Our Lady of Hope 

3575
 
cargo 2348 3991
Cristina 
 RORO 821 
 1704
Dipolog Princess 
 pass/cargo 3787 6432
Sulcon V 
 container 
 2678 4552
 

2. 	 The Iligan-Cebu route was 
being served two times 
a week, on
Sundays and Thursdays. The direct 
Iligan-Manila route 
was
being served by a passenger/cargo 
vessel once 
a week. The
Iligan-Cebu-Nianila 
route was 
being served by a RORO vessel
 
once 	a week.
 

3. 	 The cargo vessels, Wilcon II, Sulcon V and Our Lady of Hope,
normally called 
at the 
port 	every two weeks, although not on
 
a fixed-schedule basis.
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Shipper Survey
 

1. 
 Shut-outs were often being experienced by shippers of fruits,
wood products, furniture 
 and 	 hogs because 
 the 	 direct
Iligan-Manila route was 
served only once 
a week.
 
2. 
 Shippers of bananas, wood furniture and hogs informed the LSRS
that they opted to take either the Iligan-Cebu or the
Cagayan de Oro 	 Iliganroute links, to obtain 
more 	convenient 
and
reliable services.
 

3. 
 A shipper of wood products revealed that
door-to-door 	 he had opted for the
services 
of Aboitiz Transport Services
experiencing shut-outs after
 
Wiltiam Lines. 

every month while using the vessel of
These shut-outs 
resulted

i.e., exposure 	 in cargo losses,
to the heat 
of the sun diminished the quality
of the wood products to the point where
quality standards of Manila buyers. 

they fell below the
 
He further stated that he
had rejected offers 
from William Lines
with 	them. to continue shipping
Freight rates 
in November 1993, for shipment of a
20-foot container 
from Iligan to Manila, 
were 	as presented


below:
 

Iligan-C.de Oro-Manila 

Iligan-Manila
 

Door-to-door 
 Shipment Cost 
Item 
 Pier-to-pier
(Aboitiz) 

(William Lines)
 

P 8,168.44 
 freight rate 
 P 6,000.00
52.64 
 wharfage 
 52.64
3.00 doc. stamps 	 3.00
816.20 
 arrastre 

3,000.00 	 816.20


trucking fee(Iligan) 
 1,455.00
 

(Mla) 2,030.00

P 12,040.28 
 Total 
 P 10,356.84
 

4. 
 Some shippers of bananas were shipping their cargoes to Manila
with transshipment 
at the port of Cebu. Following
November 1993 	 are the
transport costs 
for the accommodation of a 
10foot 	container:
 

Iligan-Cebu 
Shipment Cost 
Item Cebu-Manila
 

P 1,352.26 
 freight 
rate P 2,600.00
26.32 
 wharfage 
 26.32
3.00 doc. stamps 	 3.00
204.05 
 arrastre 
 204.05
 

P 1,585.63 
 Total 
 P 2,833.37
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5. 	 The total transport cost for a 10-foot container shipped from
 
Iligan to Manila, through Cebu, was P 4,419 in November 1993.
 
Total freight cost was P 3,952.26.
 

6. 	 A commercial shipper of hogs complained that Gothong Lines was
 
not accepting hog shipments. William Lines accepted hog
 
shipments; however, the shipper indicated that frequent delays

in shipments brought about by engine trouble had resulted in
 
significant shrinkage losses.
 

7. 	 He further informed the LSRS of a shortage of hog vans at
 
Iligan Port, which he attributed to the allocation of more hog
 
vans to the ports of Davao and General Santos. Although the
 
situation had slightly improved, by November 1993, the hog
 
vans available were characterized by the shipper as being old,
 
dilapidated and nearly unserviceable. Cost of repairs were
 
being borne by the shippers themselves.
 

8. 	 Rootcrops and corn grains were being shipped to Cebu on board
 
the RORO vesse'l, MV Cristina. These shipments were
 
palletized. One pallet accommodates a load of about 120 sacks
 
at 40 kilograms per sack. Freight cost was approximately P 6
 
per sack and the arrastre charge was P 1 per sack.
 

9. 	 There were no complaints raised by shippers of rootcrops and
 
corn grains. As regards the frequency of vessel service on
 
the Tligan-Cebu route link, shippers were satisfied, since
 
there were three vessels calling at the port of Iligan, two of
 
which were RORO vessels and the third of which was a
 
passenger/cargo vessel.
 

Agency Interviews
 

Agencies interviewed included the Philippine Ports Authority

.(PPA) and the Department of Trade and Industry (DTI). Significant
 
points of these interviews are as follows:
 

1. 	 Major commodities handled at the port of Iligan were
 
palay/rice, corn, iron/steel, manufactured metals, bottled
 
cargo, fruits and vegetables, sugar, machinery/electrical
 
equipment, animal feeds, live animals and cement. 
 Table A.2
 
provides statistics on volumes of shipments in the three-year
 
period, 1990-1992.
 

2. 	 The port of Iligan has two finger piers, a newly-constructed
 
RORO facility, and a wharf which had recently been extended at
 
Lhe time of the survey (the project was completed in the
 
second quarter of 1993). The piers provide four berths. The
 
wharf provides 3 berths for a total of seven berths at the
 
port.
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Table A.2 

Ilgan Port Commodity Flows, 1990-1992 
(in metric tons) 

1990 1991 1992 
Commodity IIn1Out In Out In Out 

paay/ri
Corn 

e _.. 14,622 
110 

825 
25,068 28 33,920 

1,809 82 
13,557 

Iron/steel 11,974 18,856 11,715 49,103 11,503 30,482 
Mfd. metals 14,265 1,687 10,381 2,192 4,553 319 
Bottled cargo 12,627 33 12,807 6 1,467 
Chemicals 4,166 36,177 6,020 41,337 963 445 
Fruits & Vegetables 761 16,865 1,040 17,146 978. 4,096 
Sugar_ 6,000 4,850 3,480 -
Machinery/elec. ecqipt. 3,710 6,207 1,484 185 
Animal feeds 4,361 4,501 5,327 1,471 1,002 486 
Lumbcr 9,001 14,245 597 
Live Animals 1,441 2,561 1,627 5,935 558 1,120 
Cement 3,435 7,018 155 1,004 
Other gcncral cargo 51,351 31,209 62,578 35,544 19,385 4,933 

Total 125,388 150,218 122,580 207,917 47,337 57,306 
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3. 	 The port has no breakwater. A study prepared by the DTI
 
revealed that a satisfactory breakwater would need to be about
500 meters long, requiring about 200,000 cubic meters of rock.

The height of the breakwater would be at least 15 meters and
 
costs would run to as much as P 175 million.
 

Industrial Shippers
 

1. 	 An interview with PILMICO Foods Corporation (formerly

Pillsbury) revealed that 
wheat flour was being shipped to the

Visayas and to other areas of Mindanao through employing both
 
company-owned vessels and those of private shipping companies.

The company was producing 20,000 bags of wheat flour per day

throughout the year. Of the total volume, approximately 25
 
percent was being shipped to Manila through either William

Lines (door-to-door) or Gothong Lines. further
He informed

the LSRS that cargoes were being loaded 
on these vessels at
 
the company-owned port.
 

2. 	 PILMICO crmplained about the high cost of arrastre at 
the port

of iligan. Similarly, those shippers who 
were using the
 
alternative route to Manila, i.e., 
Ililgan-Cagayan de Oro, by

road, and shipping from Cagayan de Oro, complained that
 
arrastre rates were higher at 
the port of Iligan compared to
 
Cagayan de Oro.
 

3. 
 The LSRS team interviewed the Iligan Cement Corporation (ICC).

The company, which commenced business operations in 1972, had

its own port facilities and basically utilized company vessels

and chartered one from Cebu, on a voyage-and-time basis.
 

4. 	 The ICC officer informed the LSRS about losses due to spillage

and pilferage, Company losses were falling within the range

of P500,000-P700,000 per 
annum as a result of spillage and

short shipments. Occasionally, the company was shipping

through William Lines and Sulpicio Lines.
 

5. 	 'He also informed the LST.S that the location of the pier at
Iligan Port constituted a major problem due to the northeast

and southeast monsoon winds (and the fact that the port has no
 
breakwater protection).
 

Ozamis City
 

Shipper Interviews
 

The LSRS survey team held interviews, in mid-1994, with Ozamis

shippers of rice, fruit, fish, crabs, copra, and livestock. Points

made 	by the interviewees in these discussions are presented below.
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1. A crab trader was shipping out five boxes of crabs (80 
kilograms/box) from Ozamis to Cebu two to three times a week. 
The freight rate was P406.20/box. The arrastre rate at the 
port of Ozamis was P48/box. The stevedoring rate was 
P5.18/box. The wharfage fee was P.70/box. There was also an 
additional fee of P40.62/box for "value added tax". The 
buying price of crabs at Ozamis was P70/kilogram and the 
selling price in Cebu was P120/kilogram. Thus, the total 
Ozamis Port costs plus freight costs added to P500/box, and 
represented one-eight of the value differential of the 
contents of the box (P5,600 at Ozamis and P9,600 at Cebu 
City). Trucking charges at both ends of the shipment had, 
also, to be deducted from sales revenue. 

2. A mango shipper was shipping out around 500 boxes of mangoes 
(20 kilograms/box) from Ozamis to Cebu once a week. The 
freight rate was F6.13/box. The buying price of mangoes at 
Ozamis was P10/kilogram and the selling price in Cebu was 
P15/kilogram. The freight therefore represented approximately 
2 percent of the Cebu selling price, and 6.1 percent of the 
cargo value differential between Ozamis and Cebu. 

3. A rice trader was shipping out 400 sacks of rice from Ozamis 
to Cebu four times a month. The unit size of shipment was 50 
kilograms/sack. The freight rate was P6.13/sack of rice. The 
arrastre at the port of Ozamis was R5/sack of rice. The 
stevedoring was P2.65/sack. The wharfage was P.80/sack. The 
value added tax was P.61/sack. The buying price of rice at 
Ozamis was P7/kilogram and the selling price in Cebu was 
P9/kilogram. In this case, the combined Ozamis Port charges 
and the freight for shipping service was P15.19/Lack, 
representing 3.4 percent of Cebu sales value, and 15.2 percent 
of the value differential between Ozamis and Cebu. 

4. A copra trader was shipping out an average of 65 sacks of 
copra from Ozamis to Cebu once a week. The unit weight of 
shipment was 60 kilograms/sack. The freight rate was 
P9.80/sack of copra. The arrastre rate at the port of Ozamis 
was P5/sack. The stevedoring was P2.65/sack. The wharfage 
was P.08/sack. The value added tax was R.98/sack. (The LSRS 
did not obtain information of the value differential for copra 
between Ozamis and Cebu, in mid-1994, but notes that there was 
an underutilization of coconut oil mill capacity at Iligan and 
Zamboanga in 1994.) 

5. A fish trader was shipping out an average of 6 boxes of fish 
(500 kilograms/box) from Ozamis to Manila three times a week. 
According to the shipper, there were two ways of shipping out 
their shipments, i.e., by direct route (Ozamis-Manila) and by 
indirect route (Ozamis-Cebu and Cebu-Manila). They were using 
the vessels of William Lines, i.e., the MV Tacloban City for 
the Ozamis-Manila direct service, the MV Iligan City for the 
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Ozamis-Cebu route, and the MV Mabuhay for the Cebu-Manila
 
route. The freight rate from Ozamis to Manila (direct
 
service) was P1,200/box of fish. The freight from Ozamis to
 
Cebu was R500/box. The freight rate from Cebu to Manila was
 
P300/box. Thus, it was costing an additional P100/box to ship
 
via Cebu, excluding the charges for handling at Cebu Port.
 

6. 	 The same fish shipper commented that they had never
 
experienced shut-outs and delays in their shipments. They
 
gave their favorable approval concerning the arrastre handling
 
and the stowage of their shipments. They added that they had
 
no problems as regards damage, losses, or spoilage of
 
shipments (i.e., even at the transfer point). They mentioned
 
that they were uncomfortable about the drydocking location of
 
William Lines vessels, i.e., drydocking of vessels was usually
 
being done in Cebu. According to the shipper, it would be
 
desirable if drydocking could be done in Ozamis. They
 
believed that "once drydocking was done in Ozamis, the
 
drydocking period would be reduced since that would eliminate
 
the time that would be spent when vessels to be drydocked were
 
brought to Cebu and afterwards brought back again to Ozamis
 
for its regular operations". (Unfortunately, there were no
 
drydocking facilities at Ozamis in 1994.) A regular client of
 
William Lines, they were already familiar and comfortable with
 
that shipping line's system and schedule. They found it
 
uncomfortable, whenever the company's services were disrupted
 
for a long period of time.
 

7. 	 One livestock trader was shipping out hogs, cattle and carabao
 
directly from Ozamis to Manila. The trader was using 20-foot
 
container vans for shipment, i.e., three vans for
 
cattle/carabao once a week, or two vans of hogs once a week.
 
One cattle van contained 15 head; one carabao van contained
 
10-12 head; and one hog van contained 60 large hogs or 120
 
small hogs. The average unit live weight of cattle was 600
 
kilograms/head. The average unit live weight of carabao was
 
1,300 kilograms/head. The average unit live weight of large
 
hogs was 80 kilograms/head, and the average liveweight of
 
small hogs was 30 kilograms/head. They were regularly using
 
the MV Tacloban City. The freight rates for their shipments
 
in 1994, were; P786/head of carabao, P786/head of cattle, and
 
R81.20/head of hogs. The freight charges were not in terms of
 
container vans, but in terms of the number of head of
 
livestock comprising each shipment.
 

8. 	 According to the livestock trader, a 2-person convoy was being
 
sent to look after any shipment of 20 or more head of
 
livestock. For any shipment of 14 head or more of livestock
 
the convoy/escorts would be free of fare charges (round trip).
 
If the shipment was fewer than 14 head of livestock, the
 
convoy/escorts had to pay 50 percent of the passage rate,
 
i.e., equivalent only to one-way fare (but on condition that
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the escorts had to board a vessel of William Lines also for
 
their homeward trip).
 

9. The same trader commented that they were satisfied with the
 
present shipping services. They had not experienced heing

shut out by shipping lines. They had no complaints regarding

delays, arrastre, handling and stowage of their 
shipments.

However, they mentioned that in previous years, they 
had
 
experienced a number of problems concerning their shipments.

They experienced cases of their livestock jumping/falling into

the sea while on voyage (these incidents were due to the way

their shipments, especially the loose ones, were being

arranged/stowed cn the deck). 
By 1994, however, the container
 
vans were serving aE the security fence for their loose
 
livestock shipments. 
There had been also, cases of livestock
 
breaking their extremities or dying while on board the vessel,

ard cases of switching of livestock. They alleged that
 
sometimes the shipping operator would not act on those issues,
 
or sometimes the operator would just have corresponding damage

costs be deducted from their (the shipper's) regular freight

charges. The trader stressed that 
those problems were, in
 
1994, considered to be "things of the past". 
 They reiterated
 
their satisfaction with the shipping services being provided

by the shipping lines in 1994. However, trader
the added
 
that it would be desirable if the phrase "at the owner's risk"
 
would be deleted from the receipt of the bill of lading.
 

Agency & Shipping Operator Interviews
 

1. The port of Ozamis caters to 
a number of shipping routes. In
 
mid-1994 these routes were as 
follows:
 

Routes Served by Passenger/Cargo Liner Vessels
 

Iligan - Ozamis - Cebu
 
Ozamis - Cebu
 
Cagayan de Oro - Ozamis - Cebu
 
Manila - Ozamis - Cebu
 
San Jose (Mindoro) - Ozamis - Dipolog
 

Routes Served by Passenger/Caro.Motor Launches
 

Ozamis - Kolambugan (Lanao del Norte)
 
Ozamis - Tubod (Lanao del Norte)
 

Routes Served by Cargo Liner Vessels
 

Dumaguete - Ozamis - Iligan
 
Dipolog - Ozamis - Isabel (Leyte)

San Jose (Mindoro) - Ozamis - Iligan

Dumaguete - Ozamis - Cagayan de Oro 
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-- - - -- -- - - - - - - -- - -- - - - - -- ---- - - - - - - - --

Maasin - Ozamis - Dumaguete
 
Tagbilaran - Ozamis - Iligan
 
Pulauan - Ozamis - Lucena City
 
Cebu - Ozamis - Iligan
 
Ozamis - Cebu
 
Cebu - Ozamis - Manila
 

2. 	 As of May 1994, there were five passenger/cargo l-iner vessels
 
and eleven cargo liner vessels that regularly called at the
 
port of Ozanis. There were also other small vessels (tramper)
 
and one foreign vessel that reportedly called at the port of
 
Ozamis in May 1994. The vessel specifications are presented
 
below.
 

Name of Trips/

Vessel (MV)/ Operator Naue of Route go. Type CRT OI
 

Iligan City/William lligan-Ozaa-Cbu 13 P/C 1405,0 2388.5
 
Mount Carmel/Gothong Ozamis-Cebu 9 RORO 210310 3575.1
 
I1o. Princesa/Sulpicio Cagayan-Ozan-Cebu 8 P/C 3935.2 -

Tacloban City/Witliam gla-Ozam-Cebu 8 P/C 1965.4 3341.7
 
Sea Queen/COSHICO S.Jose-Oza-Dipolog I P/C 484.4 720.0
 
O/L of Hope/Gotbong Cebu-Ozam-lligan 4 CC 2347.8 3991.3
 
Wilcon /lilligm Dumaguete-Oza-Iligan 1 CC 4210.2 5936.4
 
Maria Theresa/CSL Dipolog-Ozi-Isabel I Cc 530.1 na
 
Monte Luz/PEXCOR Ozamis-Togoloan 4 CC 70.9 120.0
 
Mindoro Cement V/OP4C S.Jose-Ozamis-lligai 1 CC 359.9 500.0
 
LCT Aigcor/ASC Ozamia-Cebu I CC 331.9 400.0
 
Sulcon 1l/Sulpicio Dulaguete-oza-Cagayan I Cc 3505,5 5896.5
 
African Queen II/TSC Haasin-Ozam-Dmguete I CC 32.2 na
 
Wilcon IV/Iilliam Tgblaran-Oza-lligan 2 CC 3463.8 4876,0
 
Palawan Star/MSL Pilauan-Oza-Lucena I CC 490.3 1400,0
 
wilcon VI/William Cebu-Ozai-Manila I CC 1987.7 3500.0
 
Astir (iireg,I/JEBSEN Mla-Ozam-Europe 1 CC 12962.0 14444,1

Aria Patricio/NDOWITRACO Iligan-Ozam-Iligan 1 T 144.5 200.0
 
Phil, Warina/FDR Iligan-Ozam-lligan I T 46.5 56,5
 
Ana Cecilia/NW lligan-Ozam-lligan I T 124.4 200.0
 

3. 	 There were also six ferry boats 
(owned by one operator) that
 
were calling at the port of Ozamis. Three ferry boats were
 
plying the Ozamis-Kolambugan route and another three ferry

boats were plying the Ozamis-Tubod route. These ferry boats
 
had average speeds that ranged from 12 to 16 knots, and had
 
capacities for 400-500 passengers. The Ozamis-Kolambugan
 
route had a distance of approximately five n.m. and an average

travel time of 30 minutes. The passage fares were:
 
PS.00/passenger for lower deck, P12.50/passenger for upper

deck, F20.00/passenger for second class airconditioned
 
accommodation and R25.00/passenger for first class
 
airconditioned accommodation. The first trip was 0600
at 

hours and the last trip was at 1700 hours, (with other trips
 
at hourly intervals). As regards the Ozamis-Tubod route, its
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distance was approximately six n.m. and the average travel
 
time was 55 minutes. The passage rate was P12.50/passenger.

The voyage schedule was the same as that for the Ozamis-

Kolambugan route.
 

4. 	 The PPA Terminal Supervisor made mention of a number of
 
problems/issues concerning the port of Ozamis, namely:
 

There was no major port expansion project since 1955.
 
Ozamis Port had higher traffic than any of seven of the
 
base ports in the Visayas and Mindanao.
 

The port had a very limited back-up area.
 

There were no warehouses/storage facilities.
 

The port had no foreign berthing facilities.
 

There was a lack of handling equipment and other support
 
facilities;
 

The 	 harbor and berth of Ozamis had water depth
 
constraints.
 

There was limited space at the port for a passenger
 
terminal.
 

5. 	 PPA was projecting that cargo throughput levels at Ozamis Port
 
would exceed 800,000 tons per annum by the year 2000. (In
 
recent years, howeic-", traffic at the port had declined. Peak
 
cargo throughput w. 534,000 tons in 1989, and an average of
 
430,000 tons per t num was accommodated during 1990-1991.
 
During 1992-1993, cargo throughput averaged less than 400,000
 
tons per annum.) Based on PPA traffic expectations, the
 
following was planned for Ozamis Port:
 

Additional foreign and domestic berthing facilities and
 
a back-up area of around 60,000 square meters, i.e.,
 
inclusive of the existing area, equivalent to 9,838
 
square meters.
 

Acquisition cf specialized handling facilities/equipment
 
capable of handling bulk, containerized and RORO cargoes,

i.e., in addition to cold storage facilities, reefer
 
terminal, upgraded passenger terminal and other
 
facilities.
 

Effective!dfficientmaintenance of desirable water depths

at berth and in the port approaches. It was pointed out
 
that a depth of 11 meters was desirable for -a foreign
 
berth.
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6. 	 The Terminal Supervisor commented on the desirability of, and
 
potential for, daily shipping services between Cebu and
 
Ozamis. He pointed out that there were no vessels bound for
 
Cebu on Saturdays and Mondays. He mentioned that they had
 
invited/requested two shipping companies to provide such
 
services, i.e., Cokaliong and Trans-Asia. PPA was also
 
requesting for big vessels to operate on the Ozamis-Manila
 
route, e.g., Doha Virginia of William Lines. There was also
 
a suggestion for an Ozamis-Iloilo route. According to the PPA
 
official, travelers from Cotabato could use Ozamis Port as a
 
transfer point.
 

7. 	 The PPA Official revealed that the port of Ozamis was slated
 
for upgrading into a PMO. (This was confirmed by the PPA
 
headquarters office in Manila.)
 

8. 	 The National Food Authority had three warehouses/storage
 
facilities in Ozamis. The capacity was 50,000 bags of
 
rice/warehouse. They were shipping out grains to Manila and
 
Cebu. The economist of NFA mentioned that their latest rice
 
shipment to Cebu had been made in April 1994 (two months
 
earlier than the LSRS interview). It consisted of 4,500 sacks
 
of rice (using two vessels). The freight rate was P7.31/sack,
 
at 50 kilograms/sack. The said volume of rice was loaded in
 
18 container vans (20-footer).
 

9. 	 The NFA Official revealed that the freight rate for a 10-foot
 
container van from Ozamis to Cebu was R1,462.80. The wharfage
 
for a 10-foot van and a 20-foot van was R18.40 and R36.95,
 
respectively. They commented that they had no problems-with
 
regard to the shipping services. However, they mentioned that
 
they 	nearly had a problem with William Lines, when the
 
shipping line attempted to charge them P188/10-foot van for
 
PPA wharfage. However, instead of "buying it", they directly
 
consulted the PPA and discovered that it was only P18.40/10
foot 	van, or P36.85/20-foot van.
 

10. 	 NFA emphasized that the sources of their rice and corn were
 
Molave (Zamboanga del Sur), Pagadian and Dipolog. They
 
pointed out that sometimes they would obtain their corn from
 
Cagayan de Oro (but never rice). Shipments from Cagayan de
 
Oro, however, were very minimal since they really preferred to
 
obtain their corn from Pagadian, where the corn was much
 
cheaper. They did not ship out to Zamboanga del Sur since
 
that area had already a sufficient rice supply, i.e., it was
 
the rice granary of the region.
 

11. 	 The Manager of Cothong Shipping Lines emphasized that they had
 
two liner vessels that regularly called at the port of Ozamis.
 
One of the vessels was a container vessel and the other was a
 
passenger/cargo liner vessel (the MV Our Lady of Mount
 
Carmel). The size of the MV Our Lady of Mount Carmel was
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2,103.04 CRT, and its average speed was 
rated by the company

at 14.5 knots. The vessel has a rated capacity for 1,500
 
passengers. This vessel was departing from 
Ozamis every

Wednesday, Friday and Saturday at 
1900 	hours bound for Cebu.
 
The Ozamls-Cebu route has a distance 136
of n.m. and the
 
steaming time was 10 hours. The passage rates from Ozamis to
 
Cebu were: P153/passenger for third class, P260/passenger for
 
business class, and P310/passenger for cabin.
 

12. 	 The Manager of Gothong Shipping Lines in Ozamis disclosed

that, "before, requests by and issuance of passes to the PCG
 
were very rampant, but now, their management (the shipping

lines) had already stopped issuing passes to the PCG".
 
According to them, they did not have problems anymore with PCG
 
as regards "passes". The Manager also disclosed that the PPA
 
was still asking for passes from them and added that the
 
shipping line d4d not consider 
it a problem since such PPA
 
requests were only very seldom.
 

13. 	 The Manager pointed out that they did not encounter problems
 
as regards PPA/PCG issuances of clearance. They also did not
 
see any problem concerning port lighting facilities, arrastre
 
services and handling equipment. The Manager commented that
 
sometimes there 
were 	problems with berthing space, if there
 
were foreign vessels, but PPA could address such problems by

asking them (the operators) to understand or accede to PPA
 
berthing priorities. The manager concluded that all of the
 
operators did, 
in fact, accede to PPA berthing priorities,

since they all could understand the situation.
 

14. 	 The officials/crew of the MV Our Lady of Mount Carmel observed
 
that the cargoes being shipped out from Ozamis to Cebu were:
 
bananas, coco lumber, Irice, mangoes, hogs and prawns. Fish
 
shipments were usually bound for Manila. 
Their vessel was a

RORO vessel with forklifts on board. During high tide,
 
cargoes could easily be loaded through the RORO opening, i.e.,

forklifts/vehicles/vans could easily enter into and exit 
from
 
the vessel. However, during low tide, they had to utilize two
 
forklifts, i.e., one forklift on board the vessel would serve
 
as the receiver of cargoes from other
the forklift
 
stationed/operating on the pier. Loading 
of heavy/bulk
 
cargoes was usually'done in the morning and through 1600
to 

hours to avoid being caught by low tide. (At low tide, the
 
RORO floor of the vessel would be around five feet below the
 
surface of the pier.)
 

15. 	 Based on actual observation (low tide), hog shipments 
were
 
inefficiently loaded to 
the RORO vessel by the arrastre gang

one at a time, i.e., each hog was tied at the neck/body to be

pulled down by two arrastre members stationed inside the
 
vessel while at the 
same time the hog was being pushed by two
 
arrastre members stationed at the edge of the pier. Although
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it looked simple, the arrastre members had a hard time loading
 
each and every hog into the vessel. The hogs (visibly afraid)
 
at the edge of the pier did not want to jump from a height of
 
five feet down to the solid bottom flooring of the vessel.
 
Fortunately the hogs did not suffer broken extremities from
 
their jump/fall.
 

16. 	 Local people who were interviewed in Ozamis revealed that the
 
passenger liner vessel (the MV Tacloban City) that operated on
 
the Ozamis-Manila route was already very old. Most of them
 
preferred to take the Ozainis-Cebu route on board the MV Our
 
Lady of Mount Carmel, then make a transfer at Cebu, and take
 
the Cebu-Manila route. They indicated that they were afraid
 
to board the MV Tacloban City since it was antiquated, and
 
besides, they had choices of vessels at Cebu for the voyage to
 
Manila. They also commented that all of the ferryboats

operating on the Ozamis-Kolambugan route and the Ozamis-Tubod
 
route were also very old. According to them, these ferryboats
 
had been operating since 1976. They compared these ferryboats
 
to "very old ladies with new make-up". They were wondering
 
why the government was still allowing such antiquated and
 
unsafe vessels/ferryboats to operate. They only gave their
 
favorable approval to one passenger liner vessel which was
 
operating on the Ozamis-Cebu route, i.e., the MV Our Lady of
 
Mount Carmel, of Carlos Gothong Lines.
 

17. 	 Some of the local people who were interviewed happened to have
 
their family roots at Zamboanga City. According to them, they
 
frequently visited Zamboanga City via the Pagadian-Zamboanga
 
route (by road). They commented that the road connecting the
 
two cities was very rough, i.e., only a section of 24
 
kilometers (from Zamboanga City), of the total 260-kilometer
 
road length, was cemented. The remaining 236 kilometers of
 
road was so rough that a road traveler felt that he or she was
 
being given "karate chops" throughout the trip. The road
 
transport travel time from Pagadian to Zamboanga was
 
approximately 9-10 hours and the fare was P127/passenger.
 

18. 	 In the case of the sea transport from Pagadian to Zamboanga,
 
they complained that the liner vessels operating on this route
 
were very dirty and very old. These vessels were owned by two
 
shipping lines, i.e., SKT and KSTJShipping Lines. The passage
 
rate 	was P120/passenger and the travel time was 13 hours from
 
Pagadian to Zamboanga. They did not avail themselves of the
 
services being provided to them by the Pagadian-Zamboanga
 
coastal vessels. They were asking if there was a possibility
 
that 	such vessels would be replaced by new vessels, or if
 
there was any possibility that services would be upgraded to
 
the satisfaction of the passengers. Although the coastal
 
shipping services were very poor, they still did not want the
 
coastal services to gradually be phased-out, i.e., not even in
 
the case that there would be an improvement of the road and of
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the peace/order situation.
 

The 	 LSRS revisited Ozamis later in 
 1994, to obtain

supplementary information on 
shipping and ferry services provided

there. This supplementary information is provided in the following

paragraphs.
 

Shipping Operators
 

1. 	 Gothong Lines was operating two vessels to Ozamis Port in late

1994: 
a container vessel plying the Manila-Ozamis route and a

passenger/cargo vessel plying the Ozamis-Cebu route. 
However,
 
a new vessel, the Our Lady of Medjugorje, was to be fielded in

December 1994 for the route Ozamis-Dumaguete-Manila. That

vessel would accommodate both passengers and cargo. There was

also 	a plan to phase out the container vessel.
 

2. 	 As far as Gothong Lines was concerned, there was no problem
with berthing space at Ozamis, in general. It was only when
 
foreign vessels arrived (which occurred around 4-5 times a

year) that PPA had to arrange the accommodations such that

each 	vessel was given just 
5 hours to dock and complete

loading and unloading activities.
 

3. 
 Shipping operators maintained harmonious relationships among

themselves, and generally cooperated with each other.
 

4. 	 The arrastre operator at Ozamis had 
adequate cargo-handling

equipment for the needs of Gothong Lines. 
Since Gothong Lines
 
was 
utilizing only 10-ton containers, cargo-handling was not
 
a problem.
 

J. 	 Security was well taken 
care 	of by PPA at Ozamis Port.
 

6. 	 As to the leasing of PPA facilities, the company was currently

leasing office space from PPA to accommodate their ticket

office while the company had its own container yard located
 
one kilometer away from the port. Since the port did not have
 
space for a container yard, shipping companies were prompted
 
to find their own areas.
 

7. 	 When asked about desirable changes at Ozamis Port, the
 
operator expressed a hope that more modern equipment and 
a

bigger passenger terminal 
 area would be provided. The

existing passenger terminal could only accommodate 200-250
 
passengers a day, whereas passenger 
volumes had already

reached around 3,000 passengers a day. He also expressed the
 
need 	for a covered area for storage of their cargoes.
 

0 	 William Lines might be willing to lease a port for their
 
operations since they would, in that case, able
be to
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implement their plans for expansion. Accordingly, as long as
 
a workable agreement could be reached, the company was open to
 
such an arrangement. It was noted, however, that the
 
adjustment period would be difficult and that the company
 
would require experienced manpower to operate and manage a
 
port.
 

9. 	 The present agreement with PPA on the use of the port was on
 
a first-come-first-served basis. Passenger vessels were given
 
priority over cargo vessels. The port of Ozamis was handling
 
a considerable number of passengers due to the existing
 
Kolambugan ferry link.
 

10. 	 There was an apparent demand for more passenger capacity of
 
existing vessels. William Lines would be fielding more
 
vessels, in 1995, to cater to the growing number of passengers
 
to improve services to the public.
 

11. 	 There was also a need to dredge the channel to Ozamis Port,
 
but the dredger of PPA was still being used at Iligan. The
 
shallow water was a major factor why small vessels were being
 
used at Ozamis. The company was planning to replace their
 
present vessel with a larger capacity vessel, the MV Dofia
 
Virginia, but the port cannot accommodate it. The length of
 
the vessel is 150 meters. (PPA had requested the fielding of
 
the larger vessel, and therefore had the responsibility of
 
improving the port to satisfactorily accommodate it.)
 

12. 	 It was cited that one factor that was contributing to the
 
congestion of the port was the sharing of the port by both
 
small ferry vessels and tramping vessels. Perhaps if private
 
ports or municipal ferry ports were upgraded and improved, the
 
bigger ports would not be too congested.
 

13. 	 Moreover, small vessels were being given low priority, and so
 
it was common that they would have to undock. Such procedures
 
increase the idle time of vessels at port.
 

14. 	 It was observed that cargo volumes had increased by fifty
 
percent as compared to 1993, such that the company was
 
planning to expand its container yard to two hectares. There
 
were more incoming cargoes than outgoing, and they were mostly
 
destined for Ozamis, Pagadian and Dipolog.
 

15. 	 Sulpicio Lines was experiencing problems with regard to
 
handling of very heavy cargoes. In some cases, the booms of
 
their vessels were inadequate and, at the same time, the
 
arrastre operator did not have the necessary equipment for
 
lifting heavy loads. This situation caused delays in the
 
loading and unloading of cargo.
 

16. 	 The company was in favor of developing small ferry ports to
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further strengthen interisland linkages.
 

Arrastre Operator
 

I. 	 The arrastre operator was receiving an average monthly gross

income of 1 million pesos. Estimated expenses were equivalent

to 75 percent of the gross income, while the remaining 25
 
percent constituted net profit. He expressed interest 
in
 
privatization of the port.
 

2. 	 There were four shipping companies not yet operating to

Ozamis, that were interested in providing services to the
 
port, and these shipping lines were: Lorenzo Shipping, Trans-

Asia, Aboitiz Shipping and Negros Navigation.
 

3. 	 The arrastre operator had expressed interest in taking over
 
port operations and management. However, given a "ballpark"

estimate by -PPA of around P300 million, the arrastre
 
representative remarked that he would need that same amount to
 
upgrade equipment and improve facilities. At 16 percent

interest, it would not be feasible.
 

4. 	 The peak season for cargo shipments was during harvest season,

which was in the month of August. It was only during this
 
month that some shipments could not be accommodated. During

the rest 
of the year, all cargoes were being carried on their
 
desired voyages, i.e., there were no cargo shut-outs for 11
 
months of the year at Ozamis.
 

5. 	 The biggest volume of shipments from Ozamis was cassava for
 
export. This traffic however, did not affect domestic vessel
 
loads since a foreign vessel called at the port to pick up the
 
shipments.
 

6. 	 The bulk of the passengers passing through Ozamis Port 
were
 
from Dipolog, Pagadian, and Oroquieta.
 

Ferry Operators
 

1. 	 Tamula Shipping was providing ferry services between Tubod and
 
Ozamis, and Kolambugan and Ozamis. Departures were every hour
 
from 0600 hours to 1700 hours. The company had only three
 
ferry vessels operating, since its other vessels were in
 
drydock either for repairs or scheduled maintenance works.
 

2. 	 Problems experienced at the ferry wharf in Kolambugan were
 
identified by the operators as: very shallow water the
at 

wharf, no lighting, proliferation of squatters around the
 
wharf, no security provided by PPA, no drainage, and no public
 
toilets.
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3. 	 A request had been filed with PPA for the immediate dredging
 
of the Kolambugan wharf, but there had been no action on the
 
part of PPA.
 

4. 	 At Tubod Port, the fender had been damaged by the very strong
 
current. It needed to be reinforced.
 

5. 	 At Kolambugan Port, security was being provided by Tamula due
 
to the absence of PPA personnel. A gate had been installed by
 
the ferry operator to control the entry of vendors and porters
 
to the wharf, especially when the ferry boat was arriving.
 
However, PPA had ordered the gate removed, on the basis that
 
PPA should be providing the gate instead. As of November
 
1994, PPA had not yet provided the gate, and, as a result,
 
there was uncontrolled loitering of people, and illegal
 
activities carried out by the "porters", such as gambling and
 
drinking.
 

6. 	 With regard to the possibility of the operator leasing the
 
port, the company might be in.terested, but that would depend
 
on the terms of the agreement. Since, in 1994, the port was
 
under PPA, the company could not implement their plans, such
 
as improvement of the wharf, adding security personnel,
 
requiring permits from the porters, and imposing stricter
 
maintenance procedures. The present system was chaotic, since
 
there was no control of the entry of people to the wharf.
 
Management was also concerned about the safety of its
 
passengers.
 

7. 	 The company would be purchasing new RORO vessels from Japan
 
and management was scheduled to inspect the vessels in January
 
1995.
 

8. 	 Millennium Shipping was providing RORO services between Tubod
 
and Tangub. The ferry services catered mainly to cargo
 
movements and had been in existence since 1982. The RORO
 
vessel capacities were: one vessel was able to accommodate
 
seven 10-wheel trucks, one could accommodate eight 10-wheel
 
trucks and a third vessel could accommodate three 10-wheel
 
trucks.
 

9. 	 With regard to port operations, facilities at both wharves
 
were considered to be adequate and they had not adversely
 
affected operations of the company. The ramps had been newly
 
rehabilitated, and maintenance had been on schedule.
 

10. 	 The only question the operator brought forth was the presence
 
of an arrastre company which only started on September 15,
 
1994. The ferry operator opined that there was no need for an
 
arrastre contractor, since the operations were mainly RORO and
 
the arrastre charges were additional costs for the shippers.
 
An exemption from arrastre charges was being sought by the
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ferry operator.
 

11. 	 The company had been extending support in the renovation of
 
the ramps by providing construction supplies, such as cement,
 
for use in the works.
 

12. 	 If given the privilege to lease the port, the operator would
 
be quite interested since development plans and maintenance
 
could be easily implemented without having to seek approval

and funding from PPA or the LGU. 
By such an arrangement, the
 
company could be more flexible in its operations and expansion
 
programs could be carried out.
 

Cagayan de Oro City (1994)
 

Shipping Operators
 

1. 	 The president of CISO Region 10 
(William Lines) expressed his
 
concern 
over the rapid growth of the shipping industry in
 
northern Mindanao, considering the limitation on capacity of
 
existing port facilities at Cagayan de Oro's Macabalan Port.
 
"One foreign vessel docked at the port already made it
 
difficult for domestic luxury liners to maneuver for docking."

His observation was shared by both shippers and some officials
 
of PPA. PPA officials were commended for trying to make the
 
most out of existing facilities, and the CISO official
 
emphasized that the immediate need was to lengthen the
 
berthing area of the port.
 

It was only at Cagayan de Oro that shipping companies were
 
fielding more than two luxury liners, and this was only

happening in the Cagayan de Oro-Manila route. In 1994,

Sulpicio Lines had just launched its newest liner, the MV
 
Princess of Paradise, while Aboitiz Shipping Lines had two
 
vessels, Super Ferry 2 and Super Ferry 3. Carlos 
Gothong

Lines had its newest vessel, the MV Akita, performing services
 
to Cagayan de Oro, while Negros Navigation (NENACO) had three
 
luxury liners serving the same route. According to the
 
official, the Lines 3 was 	 be
William Mabuhay expected to 

launched in January 1995.
 

Whereas there 
 were luxury liners with 5-star hotel
 
accommodation and facilities standards, the Cagayan 
de Oro
 
port's passenger terminal was lagging far behind. Shipping

lines might be willing to invest in a passenger terminal at
 
the port if given incentives by PPA (just as the lines were
 
about to invest in a passenger terminal at Manila North Harbor
 
in 1994).
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3. 	 William Lines was satisfied with the services of Gold City

Integrated Port Services, Inc. (INPORT), one of cargotwo 

handling contractors at Cagayan de Oro's Macabalan Port, since
 
they were very efficient in cargo handling operations and the
 
contractor had the necessary cargo-handling equipment, such as
 
a 20-ton forklift, a 25-ton forklift, and a 25-ton toplifter.
 

In Iligan Port, there was only one arrastre operator, and that
 
operator had no equipment. As shipping operators, the CISO
 
members were not interested in operating the port of Iligan,

although within the larger shipping circle there might be
 
shipping lines that would be interested in such an
 
arrangement.
 

4. 	 The CISO members wanted to have a complete passenger terminal
 
at the Macabalan Port. The PPA was charging P 12.40 per sq.m.

for use of the container yard by William Lines, and this fee
 
was reasonable to the shipping line. There was a need to
 
improve port security and deploy more security personitel since
 
the Agora gate was closed because of lack of security guards

and this situation inconvenienced the majority of port users,

who were then forced to go to the other gate which is a longer

trip, especially in terms of time.
 

5. 	 William Lines would welcome having a private port operator
'managing the Macabalan Port. The operator would have to have
 
a proven track record, however. Ideally, the port operator

should not deal with cargo-handling operations, since it was
 
very difficult to both supervise the development and
 
maintenance of a port and to manage port labor.
 

6. 	 For full RORO operation, William Lines was getting a rebate of
 
35 percent from the arrastre contractor. According to the
 
William Lines official, Continental Arrastre and Stevedoring

Company (CASCO), the other cargo-handling contractor at
 
Macabalan Port (besides INPORT), lacked the equipment for
 
cargo-handling operations. The shipping line, however, had no
 
complaints regarding cargo-handling charges, or in regard to
 
the efficiency of the services of INPORT.
 

7. 	 William Lines had operations in small public ports, such as
 
Dumaguit, Aklan. In regard to Dumaguit, William Lines was
 
hoping that the port would be expanded, in order that they

could handle not only passengers, but also cargoes at that
 
port. William Lines was not interested, however, in entering

into any joint venture arrangements for small public port

development, nor was the company planning any unilateral
 
investments in such ports.
 

The company expressed itself. as being willing, however, 
to
 
invest in the extension aid upgrading of Macabalan Port. They
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preferred that 
 the 	domestic berth be separated from the
international berth. 
 They wanted a wharf-type of port
development, since they considered that there 
is sufficient
 
room 	for such development at the Macabalan Port site.
 

8. 	 Sulpicio Lines indicated that PPA should provide arrastre

workers and passengers with a sufficient number of toilets at

Macabalan Port, since the container yard was being used 
for
public toilet purposes. PPA sometimes even locked the public

toilets which do 
exist at the port, since there were no

maintenance personnel assigned 
there. Because of these

actions and inaction on 
the part of PPA, accidents sometimes

happened 
in the container yard, and individuals had been
 
seriously injured and even killed.
 

9. 	 PPA should also provide trash cans so that shipping lines will

have no difficulty in dumping their solid wastes while 
in
ports of call, rather than out at sea. 
 The Philippine Coast

Guard (PCG), according to Sulpicio, had virtually no equipment
and facilities to carry out its role as guardian of the marine

environment. 
 The shipping line also expressed the view that

there should be a one-stop shop for clearing the vessel 
(PPA,

PCG, Customs and MARINA and even arrastre) so that shipping

operators would no longer have 
 to go to search for the
concerned personnel 
to obtain vessel departure clearances.
 
These concerned agencies should be housed one
in building.

Sulpicio expressed itself as being amenable to taking on the
 
responsibility for any damage to shipper cargoes, whenever the

damage was due to an inability of a vessel to adhere to its

schedule, or if no ventilation were provided aboard a Sulpicio

vessel for perishable cargoes.
 

10. 	 Sulpicio Lines considered that PPA should adopt a policy that
there should be at least two arrastre operators in every port,

to ensure competition. As to port security, the 
PPA budget

had been limited, and there had, accordingly, been a decrease
 
in security force by 40 percent.
 

11. 	 They also wanted Agora gate 
to be opened for the convenience

of passengers, shippers and consignees, and, also, the

adjacent squitter families to be relocated. They were willing
to join the other shipping lines to put up a passenger

terminal and the amount invested would just be deductible from

their future charges by PPA so 
that 	they would have better

facilities for passengers and tourists. The Cagayan de Oro
 
port 	had been catering to around 10,000 passengers per week,

with the port's hinterland for passengers extending to
 
Bukidnon, Marawi and Gingoog City.
 

12. 	 Aboitiz Shipping Lines noted that the company was banking on
the Cagayan-Iligan Corridor (CIC) special development project

to generate approximately 8,000 passengers per week.
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Considering that Cagayan de Oro had assumed the driver's role
 
in the development of Mindanao due to her strategic location
 
vis-a-vis the country's premier trading ports of Manila and
 
Cebu, there were problems such as limitation of capacity at
 
the port.
 

13. 	 Aboitiz Lines was already experiencing a maritime traffic jam
 
at the Cagayan de Oro port when its two vessels were
 
inevitably docking at about the same time. Whereas the
 
shipping industry had already answered the demand of business
 
and the traveling public, with the fielding of its finest
 
luxury vessels with five-star amenities, the -port still had
 
the same passenger terminal to serve the constantly increasing
 
volume of passengers and their baggage.
 

14. 	 An expansion program for a new terminal and lengthening of the
 
wharf was in the works, but this could not be completed even
 
under the most favorable conditions in the next six months.
 
Until then, passengers of vessels docking, especially at the
 
newer portion of the port, would have a long way to walk and
 
move their luggage to the present terminal.
 

15. 	 According to Aboitiz, harbor pilots were having to rely on
 
their ingenuity in order to squeeze the growing fleet of
 
increasingly bigger luxury liners into the same available
 
space at the Macabalan quay.
 

16. 	 Agriculture was expected to benefit from the greater

availability of bottoms, the faster transit times and
 
favorable shipping rates which would inevitably arise from all
 
of this shipping industry competition. Already, the cutf lower
 
industry was shifting from airfreight to the much cheaper
 
maritime freight to transport its highly perishable produce to
 
Metro Manila for transshipment to international destinations.
 

17. 	 Aboitiz indicated that they anticipated that four major

industrial projects would be undertaken within the 1995-1997
 
period, namely: the expansion project of National Steel
 
Corporation with its new strategic partners, the integrated
 
steel mill at PHIVIDEC industrial area of Grupo F. Jacinto,
 
the expansion project of Alsons Cement Corp. plant and the
 
Laguindingan International Airport.
 

18. 	 Maersk Line indicated that there was now a Cagayan de Oro-

Kaohsiung vessel which had helped a lot of direct exporters.
 
They had no problems with the port management and operations

since the cargo-handling operator, INPORT, had obtained a 35
ton toploader and forklifts. The moving crane at the port,

which was a 25-tonner, had to be replaced by a 40-tonner.
 
Level-luffing cranes were not appropriate for Macabalan Port,
 
with its high level of container traffic. There should be a
 
gantry crane at the port for faster port operation, since
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their feeder vessel would only stay for 4 to 8 hours in 
the
 
port.
 

19. 	 Maersk Line was exclusive to Dole, 
They had had problems with
port 	security since once they lost a shafting box at 
the port.
Further, some of 
their empty containers were being used as
toilets, particularly at night by arrastre workers. 
It should
be a priority project 
of PPA to provide more toilets 
at the
port since a woman passenger had once accidentally been
crushed by a forklift operator in between two containers when
she hid behind the first container looking for a public toilet
to use. To avoid similar incidents in the future, a passenger
terminal adequately provided 
with public toilets should be
provided by PPA.
 

40. INPORT, a cargo handling operator, noted the need to 
expand
the 	port within the next two to 
three years, considering the
increasing traffic 
of both domestic and foreign vessels.
Atlas Fertilizer and PHILPHOS had 
already signified their
intention to bring in breakbulk fertilizer, which would then

be bagged at the port.
 

Bukidnon Sugar Corporation 
intended to construct a new
refinery at 
Cagayan do Oro, and they wculd require a bagging
terminal, and, with this, 
the pier i,_ght be clogged. During
the 	period January-September 
of 1994, 
 INPORT had handled
around 115,350 mt of foreign cargo.
 

21. 
 The 	company imported p 40 million worth of equipment in 1991.
They availed of BOI incentives since these items of equipment
were imported tax-free; one toploader 
and few container

forklifts were imported.
 

2. 	Privatization was alright and was even welcomed by INPORT, but
the success of such a 
policy depended on who would be
chosen private group. It was that 	
the
 

noted the past PPA port
managers did not properly manage the port. 
 The 	roads inside
the 	port were in bad condition in 1994.
 

PPA ought to give priority to cargo-handling operators which
had shown excellence in performance.
 

23. 
 Concern over the deployment of full RORO vessels was expressed
by INPORT, since these e!iminate the need for cargo-handling
services. In 1994, INPORT 
had 	removed the charging of
stevedoring fees for RORO
full operations. 
 It was only
William Lines that utilized INPORT's services, and the vessels
were very efficient, having port 
time of only two hours on
Tuesdays and four hours every Friday.
 
24. Aboitiz Shipping Lines had 
a prime mover on 
board its vessel
 

and this was also an 
efficient cargo-handling alternative.
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All shipping lines except William Lines were availing of the
 
cargo-handling services of CASCO, since these companies were
 
able to negotiate with CASCO to pay only 40 percent of the
 
existing arrastre rates.
 

25. 	 INPORT handled around 58 percent of the domestic cargo
 
throughput at the port of Cagayan de Oro while the share of
 
CASCO was 42 percent. INPORT paid PPA a fixed fee of P250,000
 
and, in excess of 1,000,026 tons, they also paid 10 percent of
 
their gross revenue.
 

26. 	 It was pointed out that CISO's shipping rate increases had
 
become provisional, and that their freight charges already
 
included arrastre and stevedoring. Since it was a cartel, it
 
could easily increase its freight.
 

27. 	 INPORT indicated that due to port congestion experienced on
 
certain days, at least two foreign vessels had waited for 2-3
 
days before they could berth. PPA must be able to discipline
 
the different shipping lines as regards their stay time at
 
port. They should be allowed to stay at the port at the most
 
4-5 hours and the arrastre contractor must do his best to
 
complete the cargo-handling operations. Their experience wiLi
 
William Lines was that the MV Mabuhay stayed only for 2-4
 
hours and productivity was 120 TEUs for two hours.
 

28. 	 The other shipping lines were having problems as to the
 
efficiency of CASCO, since that company lacked the forklifts
 
and other necessary cargo-handling equipment. But then, the
 
shipping lines were getting a discount for providing the
 
equipment, and paying only 40 percent of the official arrastre
 
rate to CASCO. It was obvious to INPORT that CASCO did not
 
want to buy any equipment.
 

29. 	 The INPORT representative cited that cargo-handling services
 
in the ports of Iligan, General Santos and Iloilo were poor,
 
and this limited the potentials of those ports, even including
 
Davao, to handle bulk cargoes such as fertilizer.
 

30. 	 INPORT noted that it did not favor independent port
 
authorities, and still wanted PPA to take care of the overall
 
supervision of ports, but INPORT considered it desirable that
 
PPA should give up its function of actual port operations.
 

31. 	 It was mentioned by INPORT that PPA could tap the port users
 
as a private sector group to take part in investing in the
 
construction of port projects such as the expansion of the
 
port and acquisition of new bulk-handling equipment. There
 
were grain traders who would be interested in the project.
 
Given the proper incentives, these port users would consider
 
some sort of joint ownership or joint management.
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32. 	 Another problem with how PMO Cagayan de Oro was 
managing the
 
port 
was that port users such as INPORT were being charged

electricity and water from PPA's own meter for such utilities
 
instead of INPORT going directly to IWUA for water or CEPALCO
 
for electricity. They noticed the 
very high amount of
 
consumption PPA was billing them for.
 

33. 	 It
was pointed out that Ozamis Port showed very good prospects

for the future in terms of traffic. In 1994, however, the
 
port had to be closed at 2000 hours each day due to the high

incidence of pilferage, since there was a notorious syndicate
 
group operating in the city. Surigao Port 
was also affected
 
by some politicking activities of the local politicians.
 

34. 	 CISO had adopted a policy of accommodating perishable

commodities only "at the owner's risk", and in least
at some
 
cases, this was being unfair to the shipper. For example,

there was the case of 
a tomato shipper who was not reimbursed
 
the value of a shipment which was rotten due to negligence of
 
the shipping company; the company had failed to ship out the
 
van and had also failed to readily inform the shipper that the
 
van had not been shipped. In this case, the shipping line
 
must be held liable' INPORT opined that it was always the
 
case that 
the shippers were at the mercy of the shipping
 
lines.
 

Shipper Organizations
 

1. 	 The Cagayan de Oro Chamber of Commerce was dealing with the
 
Chamber of Commerce of Cebu, in 1994, to establish efficient
 
local business organizations in the major business centers in
 
their respective regions. The long term objective was to
 
establish one chamber and one apex body of 
the 	sectoral
 
associations per province. This task included providing

assistance to the target chambers in becoming 
stronger

advocates of the business community, as well as providing

support for improving the range and quality of services for
 
the small and medium size business sector.
 

The Regional Development Council (RDC) should make use of the
 
existing expertise and know-how of Oro Chamber and
the the
 
Cebu Chamber, acquired through many years of cooperation with
 
the Kassel Chamber of Small Business in Germany.
 

3. 	 Likewise, Oro Chamber, in coordination with the Board of
 
Investment (BOI), had formally opened the One-Stop Irnestment
 
Action Center (OSIAC). OSIAC was seeking to improve the
 
businessman's and of Region
investor's perception 	 10 as an
 
attractive, viable and practical investment option, by

providing investor assistance, and facilitating applications

in trade, industry, tourism, agriculture, natural resources,
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transportation, communication and services.
 

It was to provide information, advice and guidance on
 
pertinent laws and procedures relative to foreign and local
 
,sectors. It would also support and assist in the investment
 
promotion efforts of the government. OSIAC was a joint
 
undertaking of DTI/BOI, the Bureau of Customs, the Department
 
of Tourism (DOT), DA, DENR, and DOTC, among others.
 

4. 	 The Oro Chamber noted that an agreement had been signed
 
between the National Contractor Association of North Sulawesi
 
and G & P Contractors (Mr. Paras) and Oro Chamber that North
 
Sulawesi would supply asphalt from Manado fbr use in road
 
construction projects in Mindanao. The project cost was
 
estimated at US$2 million. The Paras-Lengkey agreement was
 
one of 13 MOAs during the East ASEAN Business Convention.
 

5. 	 An exporter and manufacturer of woodworks, doorjambs and
 
window panels was encountering problems with regard to
 
shipping/exporting his products directly and had to have them
 
transshipped through Manila. He indicated that domestic
 
shipping operators had increased the frequency and tonnage of
 
the vessels calling at the port from 1,500 tons per vessel to
 
6,000 tons and required around 200-meter berths. Hence, there
 
was already an obvious need for PPA to expand Macabalan Port
 
before it was too late.
 

6. 	 He was intending to look for an area for a private port, which
 
would cater to affiliated export companies, an area adjacent
 
to his industrial estate. Pollutive industries were not being
 
encouraged to locate in his estate. He had a joint venture
 
with Philippine International Trading Corporation (PITC) for
 
his Customs bonded warehouse, and PHILEXPORT was to take over
 
this warehouse after 10-15 years (under negctiation). He
 
intended to lease or sell the lots inside the industrial
 
estate, which had a total area of 100 has., but only 30 has.
 
had yet been developed as of November 1994.
 

7. 	 There was also a need to modernize the public port with radar
 
and communications equipment. Further, the airport should
 
also be relocated to Laguindingan. It seemed that the
 
infrastructure support projects envisioned for the CIC were
 
not being implemented and that there were delays. The
 
government should induce the private sector to take part in
 
these projects to better ensure that these projects are
 
effectively and efficiently implemented.
 

Government Agencies
 

1. 	 MARINA, Cagayan de Oro office said that one shipping company
 
(Hosana Shipping) wanted to construct its own port to compete
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with Swallow Shipping in Lanao 
del Norte. They wanted to
 
operate a RORO vessel that would ferry passengers from Cagayan

de Oro straight to Zamboanga del Norte. In 1994, passengers

had to go to Kolambugan first, take the ferry to Ozamis and

bus to Dipolog. The company's proposal was to shorten the trip

from Cagayan de Oro then to Ozamis and from this 
area to both
Dipolog and Pagadian. However, DENR issued a restraining order

stating that mangroves would be destroyed if such a port 
were
 
to be built. The company, however, had already invested
 
around P5 million.
 

ARINA noted that Nasipit had become an 
area 	for competition

among shipping lines such as William Lines and Gothong Lines.
 
Cargoes which were being shipped out were bananas and sawn

lumber. In the Balingoan-Camiguin route (Benoni), the RORO

vessel could not effectively use the port because of the 
lack

of ramp; the same vessel 
also 	plied the route to Guinsiliban
 
because of the existence of a RORO ramp. These two ports

could be developed 
in support of the tourism industry in

Camiguin. Oro Lines was also operating, in 1994, in the
 
Camiguin-Jagna, Bohol route.
 

3. 	 At Cagayan de Oro port, PPA management was doing well with

operations despite the heavy maritime traffic. 
Scheduling of

vessels must be spread out; not all 
shipping lines should
 
concentrate 
their calls within a single day (eg. week-end),

particularly the passenger vessels. MARINA 
had 	taken no

formal action on 
this 	matter as of November 1994.
 

4. 	 Cagayan de Oro was serving the hinterland of Lanao del 
Sur

(passengers and cargo) as well as 
Misamis Oriental, Lanao del

Norte and Bukidnon. Most vegetables and tomatoes 
came from
 
Bukidnon.
 

5. 	 Millennium Shipping, in anticipation of competition with

Hosana Shipping, developed a port in Ozamis City since the
 
ramp of the public port was not suitable for operation because
 
of the wave action.
 

6. 	 Trampers were not being given priority in regard to berthing

assignment if there were passenger/cargo vessels coming in.

Deregulation had positive results as 
far as services were
concerned; at Cagayan de Oro there had been a great

improvement. Sulpicio Lines had not yet 
fielded a better
vessel (to be competitive) in the Cagayan de Oro-Manila route.
 
The William Lines vessel represented an improvement from the

vessel employed in 1993, and 
was able to compete with the

Superferry 
of Aboitiz Shipping Lines. Sulpicio Lines had
 
bought the Princess of the Orient.
 

7. 	 In Cagayan de Oro, there were no 
complaints or objections to
 
C:SO's proposed increase of 21 percent, unlike in other areas.
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Shippers did not even oppose the rate classification, i.e.,
 
the reclassification of perishable goods. There were public
 
hearings conducted in coordination with DTI and shipping
 
operators on rates.
 

8. 	 With deregulation, there was no need for MARINA to conduct
 
market surveys whenever there were applications for route
 
entry. MARINA was more particular with regard to the quality
 
of service or innovations in service. Departure clearance was
 
a matter of port state control (AO 03-1993) and that had to be
 
centralized. However, PCG was threatening the shipping
 
operators or even apprehending them whenever they failed to
 
get PCG clearance.
 

9. 	 According to the Oro Chamber, there was an informal group of
 
shippers under PHILEXPORT that might be interested in
 
financing a port facility such as bulk handling for grains or
 
even providing equipment under favorable conditions.
 

10. 	 The Regional Development Council (RDC) indicated that the
 
preferred industries to be set up in Northern Mindanao
 
included:
 

Steel making, metal stamping and metal-based product
 

manufacturing.
 

Chemical based manufacturing (industrial coco chemicals).
 

Rubber processing and related products: tires, tubes,
 
mattresses, surgical gloves.
 

Mineral-based manufacturing: glass, technical and
 
structural ceramics.
 

Large-scale food/fruit manufacturing: fruit, purees,
 
vegetable and meat processing, beverage and flour
 
milling.
 

Wood 	based products manufacturing: builders' woodwork,
 
prefabricated building components, furniture and
 
fixtures.
 

Textile manufacturing, feed milling and various cottage
 
industries.
 

11. 	 At one time, the city of Cagayn de Oro wanted to take over
 
Macabalan Port, since the port was not paying any tax to the
 
city government and they were made aware of the fees being
 
charged to foreign vessels (P100,000 per docking). Since the
 
City Government built the road leading to the port and
 
maintained the peace and order condition around the port, the
 
PPA should at least share with the City Government some part
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of the income for the ancillary infrastructure built by the
 
City Government.
 

There was a bus/jeepney terminal, which was constructed by the
 
city through a soft loan (4 percent interest rate) and was
 
subsequently leased to a bus company which in turn 
sub-leased
 
it to other bus operators.
 

12. 	 The Cagayan de Oro-Iligan Corridor (CIC) project management

office provided the updates on 
the CIC plan and they admitted
 
that there had been a lack of intensive information campaign
 
on 
their part, to be able to influence people to participate.
 

13. 	 It was noted that the city had planned for port expansion to
 
Gusa and there had already been sounding activities
 
undertaken, but the project was proven to be not feasible
 
because of the high cost of development, since reclamation
 
would be required. The purpose of the proposal was riot only

for the sake of the port, but also to develop a commercial
 
complex 
in 1993. The city's priority projects included 4
 
bridges.
 

14. 	 There was a problem with NGOs (non-governmental organizations)

who were actively opposing and refusing to participate in the
 
planning and implementation of various economic 
and social
 
projects of the city government. NGOs supported the
 
squatters' position not to leave the areas which they squatted
 
on, areas which were 
intended for port expansion, development

of a commercial complex, and similar projects.
 

15. 	 The Office of 
the Mayor of Cagayan de Oro City indicated that
 
the Cagayan de Oro-Iligan Corridor Special Development Project

(CIC-SDP) had asked the Canadian government to extend a grant

for the construction of the Iligan-Bukidnon-Agusan del Sur-

Surigao del Sur road. The interlinking of Iligan City with
 
Bukidnon, Agusan del Sur and Surigao del 
Sur would hasten
 
economic development and speed up shipment of goods and
 
services along the road alignment.
 

16. 	 It was noted that all development planners in Northern
 
Mindanao, from the provincial down to the municipal level,

underwent a series of training seminars on feasibility study

and capability-building, with special emphasis 
on zoning, as
 
a prelude to the establishment of a Geographical Information
 
System (GIS) in the region. The series of seminars, jointly

sponsored by the city government, RDC-10 and UNICEF was
 
designed to enable local government units to submit complete

feasibility studies and fast-track the implementation of key

infrastructure projects. Part of GIS 
was a satellite map of

the 	area, a very important tool in detailing sites most
 
appropriate for residential, agricultural, industrial, agro
industrial, commercial and other development projects and
 

47
 



investments.
 

17. 	 As regards port facilities, the city government commended PPA
 
for being efficient in operating the port although it was
 
mentioned that port facilities would have to be expanded to
 
accommodate the growing trade in northern Mindanao, including
 
the volumes that would be shipped out from PHIVIDEC.
 

The city did not intend to take over the management of the
 
port, considering the lack of expertise on their part, as well
 
as the lack of financial capability to do so, knowing that
 
Macabalan Port had still to pay its loan to the World Bank.
 

18. 	 The Department of Trade and Industry (DTI) said that they were
 
mandated to establish mechanisms to assist investors to
 
identify opportunities. An Investor Assistance Center would
 
.be set up in Davao and possibly in Cagayan de Oro oriented to:
 
promoting investments not only in Mindanao, but in the EAGA;
 
increasing the investment promotions budget of its Mindanao
 
regional offices for 1994 and subsequent years; and
 
undertaking a program to upgrade the investment promotions
 
technology and skills of LGUs and the concerned line agencies
 
in Mindanao.
 

19. 	 DTI noted that the Cagayan de Oro Regional Shippers
 
Association (ORORESA) had been established, under the Chamber,
 
but that it did not yet regularly function. Most exports were
 
cassava chips, since the grains traders had shifted to the
 
cassava business and to corn grits.
 

20. 	 There was a privately run industrial estate in Cugman, just 20
 
kms. away from the city (located along the highway) owned by
 
Mr. Lim. This estate had 50-60 standard factory buildings,
 
warehouses and even housing facilities. The estate was partly
 
occupied by a Taiwanese group.
 

Philippine Ports Authority
 

1. 	 The PPA PMO Operations personnel provided the following
 

information as regards Macabalan Port facilities:
 

Phase I Phase II
 

Port Area 71,400 sq.m. 115,600 sq.m
 
Quay length 512 m. 416 m.
 
Controlling draft 8.5 m. 10.5 m.
 
Open storage areas 15,232 sq.m. 31,460 sq.m.
 
2 transit sheds 4,800 sq.m.
 
Passenger terminal 530 sq.m.
 
RORO ramp 1 unit
 
Open transit shed 5,040 sq.m.
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Con.freight station 
 5,294 sq.m.

Con. 	marshalling yard 
 12,315 sq.m.

Reefer outlets 
 36 units
 
Weighbridge 
 2 units
 

2. 	 Watei supply was being provided by PMO Cagayan de Oro at
 
P22.00/cu.m. and P27.50/cu.m. for domestic 
 and 	 foreign
vessels, respectively. Power was sold at 
P5.00/kwh; pilotage
 
was being handled by the Cagayan de Oro Pilot 
Association.

Open storage areas were available for lease at P22.55/sq.m.
 
per month for paved and P12.40/sq.m. per month for unpaved

area. Spaces at the container freight station and transit
 
sheds were available at P45.10/sq.m. per month.
 

3. 	 It 
was noted that the port required extension of about 600-800
 
meters, considering that domestic vessels had become larger in

capacity and longer in length.
 

4. 	 There was an abnormally high traffic in October 1994, when

there were 27 calls, both domestic and international vessels.
 
International cargoes included logs, 
fertilizer, cattle (from

Australia), hogs and industrial salt. Some 
foreign vessels
 
even waited at anchorage for 
 about two to three days.

Domestic passenger/cargo 
vessels were given priority and
 
therefore the foreign vessels had 
to undock if there were
 
passenger/cargo vessels that 
were 	to dock at the port.
 

5. 	 Filsov Shipping's container vessel was calling at the Cagayan

de Oro port 
once 	a month and loading Nestle products. Foreign

shipping lines serving Cagayan de Oro 
included Maersk Line,

which called at the port on Sundays and Tuesdays with about
 
170 TEUs being shipped out 
 (mostly Dole). The container

vessel of APL catered to Del Monte products and some charcoal
 
shippers from Davao.
 

6. 	 The existing passenger terminal was constructed by PPA in
 
1987. 
Port expansion was needed to accommodate higher traffic
 
volume within the next two to 
three years. One problem that
 was facing PPA as regards future expansion was the presence of
 
squatters at the south end of port,
the with almost 500
 
families residing there in 1994.
 

7. 	 The Harbor Master and 
the port operations personnel informed

the PSCS survey team'that 
there was once a mother vessel that
 
called at Cagayan de Oro with 12.5 
m draft, but due to the
 
port's water depth of 10.5 meters, the vessel could not unload
 
bulk fertilizer. The draft of the 
largest domestic vessels
 
had already reached 8 meters.
 

8. 	 The management of Del Monte (Bugo, Misamis Oriental) indicated

that they preferred to handle their own cargoes and would not
 
accept third party cargoes except products of DOLE. The main
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reason for their decision not to accept third party cargoes
 
was their concern that port security would be threatened. The
 
port was constructed in 1921. The port was also handling some
 
of the cargoes of their Del Monte branch in Davao. The
 
American President Lines vessel called at Cagayan de Oro port
 
once a week and Del Monte was shipping around 150 forty-foot
 
vans and 30-40 twenty-foot vans per voyage. The vessel was
 
coming from Japan, Korea and Indonesia and then went to Davao
 
before going to Cagayan de Oro.
 

9. 	 Del Monte had contracted the services of Aboitiz Shipping
 
Lines to handle their shipments of canned pineapple products,
 
which were being taken out from their manufacturing plant in
 
Bugo, Misamis Oriental and trucked to Cagayan de Oro port.
 
Another vessel, the Global Reefer, Which is a freight carrier,
 
was transporting their fresh fruit shipments to Japan.
 

10. 	 Del Monte was pre-arranging with APL in regard to the number
 
of container vans to be shipped out as well as their empty van
 
requirements. The empty vans were being shipped to Manila
 
from Hongkong or Kaohsiung and were then brought to Bugo,
 
Misamis Oriental by Aboitiz Shipping Lines.
 

Surigao City (1994)
 

At Surigao City, the LSRS gave much of its attention to
 
shipping connections between Surigao and ports of the offshore
 
islands. It was not possible for LSRS team members to visit any of
 
these islands however. The LSRS was fortunate enough to be granted
 
an interview with Vice Governor Alejandro G. Echin, who discussed
 
the possibility that Surigao del Norte Province could take over,
 
develop, maintain, and operate its own port system. Interviews
 
were 	also held with shipping operators and others.
 

1. 	 The provincial government of Surigao del Norte expressed a
 
willingness to take care of the offshore island ports, i.e.,
 
in line with the national policy to devolve responsibilities
 
for local infrastructure to Local Government Units (LGUs).
 

2. 	 Vice Governor Echin estimated that it would take two years to
 
realize this. This was also the timeframe within which the
 
provincial government would be needing technical and financial
 
assistance, i.e., 100 percent assistance for the first year of
 
transition, and then 50 percent assistance for the second
 
year.
 

3. 	 The provincial government would be needing assistance/supporon
 
on the following aspects to enable them to efficiently
 
operate, manage, maintain and develop/rehabilitate the
 
offshore island ports:
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Financial support would be needed 
only at the early

stage/transition 
period of the ports turnover. The
 
provincial government could go on by itself (financially)
 
once they had already started to generate income from the
 
provincial ports. In 1994, there were worries that port

development needs could compete with the other government

projects in terms of budget allocation.
 

The provincial government had enough manpower resources
 
but was lacking technical expertise as regards operation,

management, and development 
of a port system. The
 
provincial engineers were more oriented to and
roads 

bridges, so that training in the 
field of port system

planning, port management, and operation would be
 
necessary. 
There was also a need for them to be provided

with direct, hands-on technical assistance from PPA,

i.e., a form of technology transfer, for the two years of
 
the transition period
 

4. 	 The offshore island ports that were commonly known to be
 
actively operated/managed by the PPA are: port of San 
Jose
 
(Dinagat Island), port of Dapa (Siargao Island), and the port

of Socorro (Siargao Island). There are approximately 40
 
municipal ports in Surigao del Norte, i.e., 
three are mainland
 
municipal ports, and 37 are offshore island municipal ports.

Only the municipal ports of San Jose and Dapa had lighting

facilities. Most of the municipal ports had no handling

equipment.
 

5. 	 The PPA port manager of Surigao baseport disclosed that they

were encountering problems with the municipal governments of
 
Surigao del Norte, i.e., the municipal governments are able to
 
immediately revoke foreshore endorsement- by making new,

unfavorable resolutions. There were also problems as regards

consultation and coordination. The same manager emphasized

the willingness of concerned parties as regards joint 
venture
 
port development, i.e., PPA, the LGUs and the private sector,
 
or PPA and the LGUs, or PPA and the private sector. According

to the same official, "if ever politics would come into the
 
picture, the same could be balanced with profit".
 

6. 	 There was a fishing port (seawall/pantalan 2 or pier 2) which
 
was approximately 500 kilometers from the Surigao baseport.

This was being used by ferry boats and pumpboats plying the
 
Surigao City-Dinagat Island/Siargao Island routes. This was

just a boulevard seawall. Except for lamp posts, there were
 
no other facilities at this port.
 

7. 	 There were two ferry operators reportedly operating/calling at
 
pantalan-2, namely; Soledad Sumaylo Shipping Lines and Siargao

Shipping Lines. The home location of these two shipping lines
 
was Dapa, Siargao Island. Each was operating a single vessel
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along the Surigao-Dapa route. The officials and staff of the
 
Soledad Sumaylo Shipping Lines were not available for LSRS
 
interview.
 

8. 	 The owner/manager of Siargao Shipping Lines commented that
 
they had no plans as regards leasing, joint' venture
 
development of small public ports, leasing of PPA port
 
facilities, or investment in PPA ports. They were in favor of
 
reduced economic regulation of the port sector, as well as
 
improved safety and environmental regulation. The following
 
were 	the details provided by the shipping operator:
 

Vessel Fleet one vessel 
Name of Vessel : MV Dua 
Make/Type : Steel hull/F2rry (not RORO) 

passenger-cargo 
GRT : 97.87 
DWT . NA 
NRT : NA 
Pass. Cap. : 270 pax. 
Speed . Around 10 knots 
Route : Surigao-Dapa & vv 
Route Length : 37 n.m.
 
Travel Time 3.5 to 4.0 hours
 
Frequency Once every Monday-Wednesday-Friday
 

(from Surigao City)
 
Schedule 9:00 AM departure from Surigao (MWF)
 

9:00 	AM departure from Dapa (TThS)
 
Commodities 	carried:
 

From Surigao - rice, softdrinks, groceries
 
From Dapa - copra
 

9. 	 The same operator disclosed that they had already applied for
 
a franchise on the Cebu-Dapa route. However, there had been
 
no action by the time of the LSRS interview (more than one
 
year had already passed) on the part of 'the concerned
 
government agency (i.e., MARINA).
 

10. 	 There were ten pumpboats (5 to 60 GRT in size) with outriggers
 
that were using the seawall. These pumpboats were also
 
catering to the travel demand between Surigao City and the
 
offshore islands of the province. The details are provided
 
hereunder:
 

Route: Surigao-Dapa (Siargao island)
 
No. of pumpboats operating: 4
 
System of operation: (alternating/every other day
 

operation)
 
Frequency: once a day
 
Departure time: 10:00 AM from Surigao
 

10:00 AM from Dapa
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Route: Surigao-Socorro (Siargao island)
 
No. of pumpboats operating: 3
 
System of operation: (alternating/every other day
 

operation)

Frequency: once a day
 
Departure time: 10:00 AM from Surigac
 

10:00 AM from Socorro
 

Route: Surigao-Dinagat Municipality (Diriagat island)
 
No. of pumpboats operating: 3
 
System of operation:(alternating/every other day


operation)
 
Frequency: Twice a day
 
First Trip from Surigao: 12:00 Noon
 
Las' 	Trip from Surigao: 2:00 PM
 

The 	destination of 
 the pumpboat reflected the home
 
location of its operator. The outgoing cargoes from the
 
seawall were: 
 rice, dry goods, groceries, fruits,

vegetables, ice and bottled goods. 
The incoming cargoes

were: copra, fish and empty bottles.
 

11. 	 There is also the Lipata ferry terminal in Surigao City, i.e.,

14 kilometers away from the Surigao baseport. PPA
The 

Terminal Supervisor of Lipata ferry terminal disclosed that,

"...It was a government-owned facility handled by the
 
Department of Transportation and Communications on lease to

the Philtranco Service Transportation Corporation which in
 
turn was using it for its exclusive operation of its RORO
 
ferry, the MV Maharlika II". 
 The port was not yet turned over
 
to PPA, i.e., DOTC was still the owner. Lease contract was
 
renewable every year. 
 It started its operation in 1987/1988.

The ferry terminal was la-:dscaped. Its arrastre had no
 
handling equipment, but, Philtranco had a forklift. 
However,
 
PPA was the organization supervising the port.
 

Davao City (1993)
 

Shipper Titerviews
 

General Observations
 

A common observation made by shippers at Davao City was that

they preferred to ship their cargoes by passenger/cargo vessels,

rather than by purely cargo vessels, due to the strict adherence to
 
schedule by former. some where
the 	 In cases shippers were
 
practicing just-in-time (JIT) delivery, they were shipping with any

shipping line available.
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The inadequacy of shipping services, in terms of container
 
capacity, availability and serviceability, was an issue at Davao.
 
Van shortages occurred during the peak cargo season. This capacity
 
constraint affected shippers of aquaculture products, feeds and
 
grains, whose seasonality was dictated by harvest periods and not
 
by orders from Manila alone.
 

The issue on vans availability was not only brought about by
 
the peak season factor but also by: a) the competition between
 
small volume shippers and the larger ones (e.g., DOLE and
 
Stanfilco) for cargo space; b) the insufficient number of
 
containers provided by the shipping lines; and c) the preference of
 
shipping companies for larger shippers as compared to smaller ones,
 
which was basically a matter of cargo volume and shipment 
frequency. 

There were no ventilated containers for fruit shipments. 
Banana shippers had to use dry vans (they simply opened the
 
container during the voyage for ventilation). Further, there was
 
a lack of refrigerated vans at Davao. Aboitiz was the only
 
shipping line calling at Davao that had reefer plugs on board its
 
vessels for fruit shippers.
 

Livestock raisers were experiencing van shortages. Solid
 
Shipping had no hog vans, but William Lines and Aboitiz had hog
 
vans. Sweet Lines had stopped operating its route to Davao in
 
1991.
 

Further, both small and large shippers of livestock complained
 
about the high freight costs, which were, in March 1993, an average
 
of twenty percent higher than the rates prior to rate deregulation
 
in November 1990 (the LSRS notes that rates for the accommodation
 
of livestock had been held very low prior to their deregulation,
 
and that it was therefore not surprising that more than 2 years
 
later, they had increased by 20 percent). The livestock shippers
 
stressed the need for better services corresponding to the increase
 
in rates. In the case of refrigerated vans, there had been an
 
average increase of forty percent in the rates since their
 
deregulation.
 

The individuals and groups interviewed aired their willingness
 
to pay the rates dictated by the shipping companies. However, they
 
urged for the improvement or rehabilitation of port facilities,
 
particularly crane and forklift operations. They further stressed
 
the need for shipping companies to have their own container yards
 
within the port.
 

Inefficient operations resulted in delays of shipment and
 
cargo losses. For livestock, cargo losses referred to shrinkage or
 
weight loss and/or death or injury. In the cases of fisheries
 
products, feeds and grains, "losses" meant pilferage or spoilage.
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----------- 

Fruits and Vegetable Shippers
 

There were 14 fruit and vegetable shippers interviewed at
Davac in March 1993. Their shipments were of bananas, pomeloes,

and papayas. These companies were Nest/Nenita Farms, Dizon Farms,

Eden Corporation, Davao Royal Fruits, J.S. Francisco & Sons, 
Inc.,

Tadeco Agro-Development, Guihing Agricultural & Dev't Corporation,
Lapanday Agricultural & Development Corporation, Farmington

Agro-Development Corporation, Evergreen Farms, Inc., Mindanao Fruit
 
Company, Diamond Farms, Checkered Farms and Golden Farms.
 

Five the 14 fruit shippers interviewed were shipping pomeloes,
bananas, papayas, Valencia oranges and mandarin oranges to Manila.
 
One company (Eden Corporation) was shipping bananas 
to Cebu via
Manila. The remaining nine respondents were exporting bananas

Japan, Hong Kong, Korea and Middle East. 

to
 
The annual volumes of


fruit shipments for each company are 
shown below.
 

Interisland 
 Type of Fruit Annual Destination
 
Shipper 
 Volume(MT)
 

Dizon Farms Pomelo/valencia 
------ 1,315 ----- Manila
 
orange/mandarin
 

Nest/Nenita Farms -- Banana ---------
 115 Manila 
Pomelo ---------- 177 ----- Manila
 

Eden Corporation --- Banana ---------- 3,072 ----- Manila 
384 ----- Cebu (via 

Manila) 

Fruit Developers -- Banana --------- 173 Manila
 
Cooperative of Papaya 
 240 ----- Manila
Davao, Inc. * Pomelo ---------- 514 ----- Manila
 

• Members interviewed:
 
Davao Ro:al Fruits
 
J.S. Francisco & Sons
 

Banana 
 Annual Destination
 
Exporters * Volume(MT)
 

Cadeco Agro Dev. Phils., Inc.---- 10,090 -- Japan/Korea/HongKong
 

Middle east
 

Guihing Agricultural and 
 36,227 -do-

Development Corporation
 

Lapanday Agricultural and 
------ 30,872 -do
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Development Corporation
 

Farmington Agro Development ----- 19,735 -do-

Corporation
 

Evergreen Farms Incorporated ---- 14,909 -do

* No shipment volume information was obtained from Mindanao 
Fruit Company, Diamond Farms, Inc., Checkered Farms, Inc. or Golden 
Farms, Inc. 

The reported freight rate from Davao to Manila ranged from
 
P4,962 to P5,196 per 10-foot van, or P9.924 to P10,393 per 20-foot
 
van. The freight rate from Manila to Cebu was P3,849/10-foot van,
 
or P7,698/20-foot van. The arrastre was P204.05 for a 10-foot van
 
and P408.10 for a 20-foot van. The wharfage was P13.16 and P26.32
 
for a 10-foot van and a 20-foot van, respectively.
 

The trucking cost for a 10-foot van ranged from P33.33/km to
 
P60/km. The porterage fee ranged from P2 to P3/box of fruits.
 

The shippers incurred additional cost for the following:
 

Forklift Operators P10-50
 
Crane operator at ship P200/van
 
Checker P50-300
 
Shipper protection money P100/shipment
 

As regards assorted vegetables, the reported freight rate from
 
Davao to Manila was P4,880/10-foot van and slightly higher than
 
P6,000/20-foot van. The jeepney/trucking rate for assorted
 
vegetables was P3/crate for a distance of 21 kilometers. The
 
trucking cost for squash was P5/sack for the same distance.
 

The liner operators usually used by the Davao fruit and
 
vegetable shippers were Aboitiz Shipping Lines, William Lines,
 
Sulpicio Lines, and Solid Shipping Lines. In terms of services
 
provided to the shippers, Aboitiz was considered by the shippers as
 
being number one.
 

The five interisland shippers interviewed were using the
 
containerized mode of handling/packaging. Four of them were using
 
cargo vessels and only one was using a passenger/cargo vessel for
 
their shipments. Two shippers complained about the lack of
 
container vans, especially during peak shipping season.
 

The peak months of fruit and vegetable shipments were:
 

Fruits Peak Months
 

Banana -------------- April - November
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Durian --------------- August - December 
Pomelo --------------- October January-
Mandarin ------------- October - December 
Valencia Orange ------ October - December 

Vegetables Peak Months
 

Tamarind ------------- June - August 
Tomato --------------- May - December 

Losses through spoilage, spillage and theft were ranging from 
1 to 5 percent for bananas, and 5 to 7 percent for papayas. In the
 
case of vegetables, only 
tomatoes were reported as experiencing

significant losses, i.e., approximately one tomato per kilo of
 
tomatoes. 
The retail prices of fruits and vegetables were as shown
 
in Table A.3.
 

All the respondents expressed their concerns 
and problems as
 
regards shipping services, which included:
 

Four shipprs complained of delays in shipment due 
to
 
shipping capacity constraints.
 

All five of the shippers indicated that shipment value
 
losses constituted a problem, with three shippers being

most concerned about deterioration awaiting shipment and
 
in transit, and the other two shippers 
being most
 
concerned about 
loss and theft.
 

All five of the fruit shippers were critical of the
 
erratic schedules and late arrivals of vessels.
 

Four shippers commented that complaints could be directed
 
to shipping lines, but the problem was that 
there were

"no cash repayments involved when making claims".
 

Livestock Shippers
 

The LSRS survey team interviewed the two largest hog raisers
 
in Davao, i.e., Nest/Nenita Farms, which is a subsidiary of 
the
 
Antonio Florendo Group of Companies (ANFLOCOR), and Davao Susana
 
Farms. 
Nenita Farms and Davao Susana Farms were shipping out 2,800

head/mc:,th and 2,400 head/month, respectively.
 

Hogs were being shipped out in triple-decker hog vans. Each
 
hog van had a capacity for 75 head at an average weight of 85 kilos
 
per hog. The hog-raisers complainedl about old, rusty and
 
dilapidated 
vans. Due to the age factor, some vans collapsed,

resulting in animal death or injury. Moreover, livestock handling

operations were 
given a poor rating by the shippers due to the
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Table A.3 

Retail Prices of Fruits & Vegetables, March 1993 
(Pesos per kilo) 

Markets 
Metro Southern 

Fruits 
J__Manila Davao Mindanao 

_________ 

Avocado 21 20 20 
Banana (lakatan 22.5 15 16 
Chico 25 15 16 
Guava 16.60 15 1 
Mandarin 55.60 20 30 
Mango 41 .......... ... . 45. . . . . ...... 42.5..... .. . 

Mangosteen
hag60 

60 20-25 
5 

42.5 
11t 

Metlon(pakwan) 12 10 10 
p_a . 22.50 6-10 12 

Pineapple 7 4 4.25 
Pomelo 28 12 18 
Starapple 15 11 10 
Santol 28 6 6 

ambutan 60 25 31 
Vegetables 
Garlic 117 200 175 
Tomato 7 3-6 6 
Bell Pepper 32 18-20 19 
Upo 15 5/piece (large) 3.5 
Sayote __ 8 I/piece 3.5 
Ampalaya 14 8-10 9 
Radish 12 5 7 
Chinese Pechay 20 5-6 13 
Eggplant 15 7-8 9 
Squash 36 4-5 5.5 
BaSio Beans 15 8-10 9.5 
Carrot 21 15 15 
Bichuelas 15 60 60 
Potato 14 10 13 
Cauliflower 24 60 60 
Native Pechay 20 8 8 
Giner 22 15 15 
Onion Leaves 45 15 16.5 
White Onion _ _ 21 161 23 
Calamnsi 19 ' 9 
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seeming negligence and ignorance of operators.
 

The Davao-Manila freight rate for a 20-foot 
 van was
716,836/van, in 1992 compared to P15,589/van in Other
1991. 

charges included P26.32 for wharfage, P3.00 for documentary stamps

and P408.10 for arrastre. Trucking cost was at P2,950 for movement
 
of a van from the farm to the port.
 

The hog shippers were sending convoys 
on board the vessel,

with one convoy to tend to one container of hogs. The convoy was
 
to take care of the feeding and sanitation. Sufficient water and
 
feeds supplies were essential for maintaining the minimum animal

weight of 80 kilos. Feed consumption was 3 kilos per head per day

at a cost of P5.00 per kilo.
 

Normally, shrinkage or weight 
loss per head per shipment was

three kilos. Under extreme conditions (i.e., delays due to engine

trouble, insufficient water supply, lack of feed supply), shrinkage
 
per head per shipment increased to as much as 7 kilos.
 

Hog shippers complained of the lack of ships for hog

accommodation at Davao, the poor maintenance of hog vans 
(wear and
 
tear), the inadequacy of handling equipment, 
and the improper

handling methods, which caused injuries to hogs, resulting in value
 
losses over and above shrinkage loss.
 

The liveweight selling price was between P30 and P40 per kilo
 
in Davao. Selling prices in Manila were between P35 
and P40 per

kilo. Davao Susana Farms temporarily stopped their shipments 
to
 
Manila when the price per kilo dropped to P33.
 

There were no vessels with hog vans serving the Davao-

Zamboanga, Davao-Bacolod, and Davao-Iloilo routes. 
 All shipments

to Iloilo and Bacolod were being made via Cebu.
 

Company officers raised the issue of 
lack of water supply on
board. Shipping lines should be providing adequate water while the
 
shipper bears the cost of feeds and maintenance of the hogs.
 

DACON Corporation had been shipping cattle from Davao to
 
Manila, but, 
prior to March 1993, had ceased making such cattle
 
shipments to Manila for the following reasons
 

There was a shortage of cattle vans.
 

Shrinkage losses of as much as 7-14 percent of total
 
liveweight had been experienced.
 

Utilization of the Lorenzo trampers calling at Davao
 
meant plying Davao/Dadiangas/Zamboanga/Manila (7-8 day

voyage).
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The DACON Corporation officer interviewed by the LSRS stressed
 
that it would be feasible and preferable to ship out chilled
 
carcasses rather than live animals. However, there was a lack of
 
reefer vans for the accommodation of livestock carcasses.
 

Fisheries/Aquaculture Shippers
 

Several problems of black tiger prawn growers were learned
 
from members of the Aquaculture Growers Cooperative in Matina
 
Heights. The volume of shipment was 4.5 tons per month. Harvest
 
period was July to November. Price per kilo at harvest time was
 
P180. Unit cost of production was P130 per kilo.
 

The freight charge was P15 per kilo or P6,750 per 10-foot van.
 
Prawns were being packed in styrofoam boxes with a capacity of 30
 
kilos/box. Average consignment size was 150 boxes.
 

Agri-Aquaventures -Corporation (a prawn dealer) raised the
 
problem of lack of reefer vans because of the stiff competition
 
from Dole/Stanfilco for reefer capacity.
 

The cooperative disclosed that the market price of prawns was
 
not constant, since there was a buyers market. Prawn growers were
 
stifled by the absence of product specifications from the buyers.
 
High freight costs coupled with high feed costs further contributed
 
to the lack of competitiveness of Philippine prawns in the Asia-

Pacific market. Feed cost per kilo of prawn in the Philippines was
 
$3.22 compared to Thailand which was only $1.50 in 1992. The cost
 
of production abroad was P130 compared to the Philippines which was
 
P180.
 

The basic problem of aquaculturalists was the high cost of
 
local feeds. An added cost to growers was the cost of imported
 
feeds (fishmeal). Fishmeal is a necessary feed ingredient because
 
of its very high protein content. The cost of imported fishmeal
 
was P15-P25 per kilo while the cost of prawn feed was P27-P35 per
 
kilo.
 

They thus recommended the removal of all tariffs on shrimp

feeds for end users. If this were implemented, growers would have
 
an alternative whenever prices of local feeds were too high or
 
quality levels were too low.
 

The issues and problems confronting livestock and fisheries
 
shippers/companies are summarized below:
 

Out of the five survey respondents, two complained of
 
shut-outs of their shipments.
 

Three shippers raised the issue of inadequate handling
 

facilities.
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All five complained about high freight 
costs.
 

Two the respondents stressed the for
need direct
 
services.
 

Shipping Operators
 

Interviews conducted with 
shipping operators in Davao City
included Lorenzo, William Lines, and Aboitiz Shipping. It was the
view of these operators that the situation, in March 1993, was
actually a shippers' market. Moreover, there was excess 
shipping
capacity due to the influx of direct haulers (foreign vessels) like
Vigor Pacific, with a capacity of 250 
20-foot containers and 125
40-foot containers, providing direct 
 service from Davao to
 
Singapore.
 

Onc, problem was 
the high handling charges. In March 1993,
CISO operators got a 35 percent discount on the rates, since they
were providing their own equipment and the arrastre contractor only
rrov'.ded the labor, hook, gasoline and drivers. 
However, they did
no' receive the full 35 percent since they were 
being charged 5
percent withholding for
tax the rental of their equipment by
arre;tre. 
However, they added that the arrastre operators did not
have adequate equipment and pallet boards of their own.
 

With regard to passenger services, the operators said that the
lean season was about 9 months in 
 a year with only 3 months
constituting the peak period. 
The March 1993 charges were: P701
for 3rd 
class, P1,200 for 2nd class, P1,1/00 for de luxe and P1,500

for cabin class.
 

Maersk Line was providing direct services from General Santos
to Kobe, Hongkong and Japan. Problems raised by Maersk were 
as
 
follows:
 

Improper handling of containers at the port.
 

Reefer vans are required for tuna, squid 
and octopus
shipments, but only Aboitiz had reefer vans. 
 Maersk was
receiving export shipments of and
papaya banana which
were being trucked from Davao to General Santos in reefer
 
vans (unplugged while being trucked from Davao to General
 
Santos).
 

Activated carbon had 
been shipped on their vessel but,
since one the
of vessels caught fire to
due its
combustible nature, they ceased to accept such cargoes at
General Santos. 
 Shippers of activated carbon and
charcoal complained about high freight charges of
domestic shipping lines for transshipments at Manila.
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Arrastre
 

In an interview 
with FILPORT (a Sasa Wharf arrastre
 
contractor), it was learned that, with regard to the productivity

of handling, the hookside cycle required 
 about 5-7
 
minutes/container with a ship's boom. There was a PPA ruling to
 
the effect that an acceptable rate of container handling was 8
 
TEUs/net gang-hour. However, they handled about 
14 TEUs/net gang
hour, exceeding the PPA minimum standard by almost 
100 percent.
 

They did not collect arrastre fees for RORO vessels but used
 
forklifts to work 
inside the vessel. They handled palletized
 
cargoes, mostly fertilizer (30 bags/pallet) and flour (40-50
 
bags/pallet).
 

Freight Forwarders
 

The freight forwarders interviewed were Davao Consolidated
 
Cargo, Southern Ship Handlers and Jade's Cargo Forwarder. It was
 
a consensus among these three forwarders that shipping lines had
 
not yet improved their services to shippers. Delays were still a
 
common 
problem with pure cargo and container vessels.
 

Among the shipping lines operating to Davao, Solid Shipping
 
was proving to be the most efficient, reliable and professional in
 
terms of serving their regular shippers. It had two calls a week
 
for the Davao-Manila route. Priority was being given 
by the
 
shipping line to banana shippers.
 

The forwarders said that CISO freight charges had increased by

about 10-15 percent from the preceding year. Discounts were being

given to shippers, but such a practice did not apply to freight
 
forwarders.
 

General Santos City (1993)
 

Shipper Interviews
 

Fruits and Vegetables
 

There was a problem of unavailability of reefer containers
 
for fruits and vegetable shipments. Ventilated containers 
were
 
likewise not available. Fruit shippers made improvised ventilated
 
vans by opening the top cover of conventional containers to permit

the air to flow in. Aboitiz Lines had reefer plugs at the port;

however, fruit and vegetable shippers had to compete with large

shippers, such as Dole and Stanfilco, for the limited reefer
 
capacity available.
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Cynthia's Fruit Shop was shipping bananas (2,000-4,000 kilos),
papaya (2,000-3,000 kilos), 
and durian (1,500 kilos or 
500 pcs.)
from General Santos to Manila. They also 
were shipping mangoes
(5,000 kilos) to Cebu via Manila. Frequency of shipments was 
three
times 
a month on any available passenger or cargo vessel.
 

The average annual shipment of Tamayo Fruit Trading to 
Manila
 was 123 MT of papayas, 125 MT of pomeloes, 154 MT of bananas, 
100

MT of mandarin oranges, and 230 MT of guavas.
 

Salangsang Vegetable Trading shipping
was 85 cartons
(40kg./carton) of tamarind, 20-30 sacks 
(87kg./sack) of potatoes,
and 40-60 sacks (7 5-77kg./sack) of squash per shipment.
shipment frequency was times 
The
 

two a week. The equivalent freight

rate for the 
whole shipment (packaged) ranged from P5,000 
to
 
P6,000.
 

Their other shipments were bound for 
Zamboanga, i.e., 30-40
sacks (33kgs./sack) of cabbages, 30-50 sacks 
(75-77 kgs./sack) of
squash, 30 sacks (87kgs./sack) of potatoes, 
 20-30 boxes
(27kgs./box) of tomatoes, sacks
10 (50kgs./sack) of bell 
pepper,
and 10-15 boxes (40kgs./box) of tamarind. 
The freight rate for the
whole shipment was P2,000-P3,000. The trucking cost from farm to

Makar Wharf was P1,000.
 

Their daily shipment for Davao was composed of 30 sacks (87
kgs./sack) of potatoes, 60 sacks of 
 cabbages, 50 boxes (27
kgs./box) of tomatoes, and 100 boxes (40kgs./box) of tamarind. The
corresponding trucking cost 
for the whole shipment to Davao City
ranged from P2,000 to P2,500. The porterage fee ranged from P2 to
P3/sack. The usual backhaul products from Davao 
were calamansi,

pomeloes and bananas.
 

Delmo Vegetable Trading was shipping 300 sacks (75-77
kgs/sack) of 
squash to Manila in 10-foot closed vans. They were
using passenger/cargo vessels. 
 The frequency of the shipment was
twice a week. The 
freight rate was P9,000/10-foot van. The
trucking rate was P7/sack from the farm to 
Makar Wharf.
 

The vessels providing services at General Santos were: William
Lines, Sulpicio Lines, Aboitiz Shippirg Lines, Lorenzo Lines, 
and
Solid Shipping Lines. Operators of passenger vessels making calls
at 
Makar Wharf were William Lines and Sulpicio Lines.
 

All respondents were adopting 
the breakbulk mode of cargo
packaging. They 
 were all availing of the services 
 of
 
passenger/cargo vessels.
 

The estimated freight rate 
from General Santos to Manila was
P345/cu.m., or P50/crate of assorted fruits. 
The handling cost per
box was P5.00, irrespective of the size of the box. 
The equivalent
weights per box were as follows: 29-35 kilos/box of bananas; 23
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kilos/wooden crate of papaya; and 32 kilos/box of mangoes. The
 
freight rate from General Santos to Zamboanga for breakbulk cargo
 
was P27/kaing.
 

The trucking rate from Tupc, Gen. Santos to Makar Wharf was
 
P750 per load (total), or P8/box of assorted fruits. The trucking
 
cost from Davao to Makar Wharf was P2,000 per load. Porterage fee
 
was P3-P5/person at 2 persons/trip. Another P200 was set aside for
 
protection of shipment on board the vessel.
 

Estimates of spoilage/spillage was one percent per shipment

(banana, mango, papaya, or durian). 
 Aside from this, the shipper
 
was setting aside an extra 20 kilos for every 1,000 kilos of
 
shipment for "give-aways". One shipper declared a loss/theft of
 
one piece for every one or two boxes of pomelo per shipment.
 

The peak season for banana shipments was usually during August
 
to November.
 

The issues and problems identified during the survey are as
 
follows:
 

All respondents had experienced delays in shipments due
 
to capacity constraints during peak season.
 

Two of the respondents said that the causes of delays
 
were overloading and apparent lack of vessel.
 

All of the shippers complained about late
 
arrivals/departures of cargo vessels.
 

As regards service efficiency, six of the shippers

surveyed said that the vessels were inappropriate,

inefficient, and unreliable, and the other two shippers

viewed the vessels as being fairly realiable.
 

Half of the shippers emphasized the need to increase
 
vessel numbers and capacity.
 

Two of the shippers pointed out that corruption
 
constituted a problem.
 

Livestock
 

Livestock shippers complained about improper handling of hog

and cattle vans due to inadequate handling equipment of the
 
shipping lines. Hog vans provided by the shipping line were nearly

unserviceable due to poor maintenance. There had 
been instances
 
when the vans collapsed, resulting either in animal death or
 
injury. The prevailing situation affected product quality, product

distribution and pricing. Usually, bruised animals were at
sold 
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farm price and marketed to wholesalers. 
In the case of hogs, those
weighing less than 80 kilos were 
transported to the stockyards for
fattening and deworming.
 

Complaints about the 
lack of hog vans at General Santos was
stressed by the hog shippers. 
 It was also observed that Lorenzo
and Aboitiz vessels ceased calling at 
the port of General Santos
whenever corn shipment volumes low.
were 
 This unreliability of
shipping services greatly affected hog shippers.
 

In March 1993, there were 
four shipping operators serving live
cattle shipments at 
 General Santos: William Lines, Lorenzo
Shipping, Solid Shipping and Aboitiz Lines. 
Some cattle shipments
were shipped as loose cargo, 
i.e., the animals were urncontained on
the deck of the vessel. The Wilcon IV accommodated 200-250 head of
live cattle each voyage, the 
Solid Lines vessel was accommodating
200-300 head, and 
the Aboitiz Lines vessel was accommodating about
10 cattle vans per voyage. From an 
interview with Sarangani
Agricultural Company, it learnedwas that Aboitiz was giving
preference to big shippers like Monterey Farms. 
 In some cases,
Sarangani was 
being given only one cattle van in comparison to

10 vans reserved for Monterey. 

the
 

One cattle van could accommodate 8-10 
head at an average
weig of 500 kilos per head, according to Monterey Farms.
Monterey Farms was shipping a maximum of 10 
head per cattle van.
The freight cost was P10,310 (10-footer), while arrastre and
stevedoring charges 
were 
P40.81 per head, wharfage was P2.63 per
head, and trucking cost was 
P500 per trip.
 

Monterey Farms was shipping out 
a total monthly volume of 400
head or approximately 200,000 kilos. Price per kilo (liveweight) 
in
Manila was 
043 while the price of slaughtered cattle was 093 per
kilo. Almost 100 percent of live cattle shipped from General Santos
were slaughtered in the company's European-class slaughterhouse in
Dasmarifias, Cavite. 
 Injured/bruised animals 
were being sold to
dealers/traders. Approximately 30 percent of slaughtered 
animals
were being I,ld to and
hotel restaurant institutions (HRIs) in
Metro Manila. The remaining 
20 percent were processed by
Monterey processing facility and sold to 
the
 

leading supermarkets and
 grocery stores and accredited dealers.
 

Sarangani Agricultural Co. 
Inc., was shipping out breeder
cattle to Manila. 
 They usually sLipped to Masbate and Northern
Samar (Catarman) and then transported the cattle by road to Quezon
and Nueva Ecija. 
 Annual volume of shipment reached 338 head in
1992 
 (cattle dispersal program). The company charged its
consignees P3,000 per head inclusive of trucking cost 
from farm to

pier (Makar).
 

The company was importing purebred bulls from Texas. 
One head
cost P100,000. The March 
1993 population of breeding cattle 
was
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6,000 bulls and 3,000 heifers.
 

Shippers complained of high freight costs due to 
the increase
of freight cost from Y6,000 per 
van in 1990 to the March 1993 cost
of 010,310. Total 
freight charges amounted to P12,981.
 

Fach head weighed 400-500 kilos. 
Price per kilo of liveweight
(ex-farm) was P35-39 
in General Santos. 
 Breeding stock were 
sold
on a per head basis. Bulls were 
being sold at P25,000/head while

heifers were being sold at P17,000/head.
 

Shrinkage or weight loss was at 
a rate of 14 percent per head
under extreme conditions 
(i.e., extended travel 
time, bad weather

conditions) 
as against normal shrinkage of 7 percent.
 

There were 
four shipping lines serving hog shippers, namely,
Lorenzo, 
Solid, William and Sulpicio. In 
 terms of service

adequacy, Lorenzo Shipping was rated as having the 
largest vessels,
while Solid Lines was considered to be the most efficient operator.
It was revealed that vessels 
of William and Sulpicio Lines were
usually delayed, since they were still deploying old vessels to ply
the route (this was no longer the 
case in 1994, however).
 

The South Cotabato Swine Producers Association (SOCOSPA), 
was
shipping 
 some 28,000 head/month in 1992. Annual 
 hog van
requirements were 3,500 that
in year for General Santos to Manila
 
alone.
 

Shippers complained 
about high freight costs. Freight per
20-foot 
van was P14,000 from General Santos, and from Davao was
P15,200. Hog vans normally carried 75 head, with 25 head per level
(triple-decker van). 
 The association of hog-raisers 
in General
Santos squeezed in as many as 
87 head per hog van 
in an effort to
cut down on costs. (The shipping operators confirm this practice
by many hog shippers, and maintain that 
shippers should in such
case expect that 
some of their animals will die during a 
voyage,
since it is not possible for all animals 
to obtain food and water

under such crowded conditions.)
 

The issue of price differentials The
was likewise raised.
price per kilo of liveweight (ex-farm price) in General 
Santos was
P29 to P31, in March, 1993, compared to the price in Manila ranging
from P38 
to P42 per kilo. In earlier years, the maximum price
differential had reached only P7 per 
kilo. The March 1993 price

differential averaged P1O per 
kilo.
 

Loss of feeds, despite the presence of a convoy (1 convoy to
a hog van) had contributed to 
the problems of shippers. The feed
consumption was 3 kilos per hog per day at 
a cost of P5 per kilo.
The shippers were allotting 600-800 kilos of feeds per shipment
cover the 3-4 
day supply, assuming that travel time 
to
 

would not
exceed 4 days. Under extreme conditions (i.e., prolonged travel
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time, bad weather conditions), the feed supply would not be
 
sufficient, resulting in discontinued feeding and animal weight

losses.
 

Shrinkage, or weight loss, averaged 3 kilos per animal.
 
According to all of the hog shippers interviewed, 3 kilos was
 
negligible. However, the shrinkage rate increased to 6 kilos per

head under the aforementioned conditions.
 

Another complaint raised was the lack of adequate water

supplies. Hog raisers underscored the need for enough water on

board as a feeding supplement for their animals. Shrinkage losses
 
were attributable to insufficient water, as well as to insufficient
 
amounts of livestock feeds.
 

Fisheries
 

The LSRS interviewed three canned tuna exporters at 
General

Santos. The companies visited were: 
San Andres Fishing Industries
 
(SAFI), Celebes Canning Corporation (CECACO), and Sta. Monica
 
Canning Corporation (SANCANCO).
 

SAFI was exporting frozen round scud (muro-aji) to Japan.

Fish which were not of export quality were being sold at the local
 
markets.
 

Peak months were October and November. Volume of shipment

reached 50 tons during the peak months. During lean months, volume
 
of shipment was averaging around 23 tons per month.
 

SAFI was utilizing the reefer services of Aboitiz Shipping,

but was frequently encountering shut-outs during peak months. The

shut--outs were attributed to the stiff competition SAFI was getting

from Dole for reefer vans. It was a common observation among

shippers that Aboitiz had a preference for big shippers like Dole.
 

SANCANCO was exporting canned tuna (skipjack) to the U.S.A.,

Europe and Singapore. It had a production capacity of 13,000 MT of
 
processed fish 
per annum. The company was shipping with Aboitiz
 
and Sulpicio, but expressed a preference to ship with the latter
 
since Sulpicio had a larger number of passenger/cargo vessels.
 

CECANCO is also an exporter of canned tuna to Europe and

Singapore. It had an annual production capacity of 13,000 MT of

processed fish per 
annum. Volume of shipment was 30-40 containers
 
per month. A 20-foot container could be loaded with 
18 tons of
 
canned tuna.
 

The company raised four basic issues:
 

Storage charges of local shipping lines were P100/day if
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the containers were not utilized within 7 days.
 

Local vessels were usually delayed by one week.
 

There were poor handling operations at Makar Wharf.
 

Interisland freight rates were higher compared 
 to
 
international rates.
 

The Yellow Fin Traders Association (fresh tuna exporters) were
 
interviewed at Lion's Beach along Sarangani Bay. The basic issues
 
raised by exporters of fresh tuna focused on the following:
 

Tuna was transported by land (trucking cost per

trip/shipper was P2,500) from General Santos to Davao
 
(travel time was 2 hours); shipment from Davao to Manila
 
was by air (travel time was 2.5 hours); and Manila to
 
Tokyo was 5 hours.
 

Packing and loading with ice in General Santos required

2 hours plus standby time of 3 hours before shipments
 
were picked up for hauling. Standby time was being
 
utilized, however, to grade the catch as to whether it
 
was of export quality or not.
 

There were high airfreight charges. Price per kilo was:
 

Below 250 kg. P14.10/kg.
 
251 - 999 kg 13.10/kg.
 
1 ton & above 12.10/kg.
 

There was no one-stop-shop for documentation. They

preferred DTI to handle paperwork due to DTI's purported

efficiency. Volume of shipment was 8 to 10 tons per day.
 

The survey respondents presented various issues and concerns.
 
Their concerns included:
 

Out of the eight survey respondents, five complained
 
about the delays of shipments due to capacity
 
constraints.
 

Four of the shippers indicated that there was a need for
 
more efficient handling operations at Makar Wharf.
 

Three of the shippers complained about the lack of direct
 
services for export shipments, i.e., they objected to the
 
need to have their exports transshipped at Manila.
 

Four of the shippers considered that cargo consignment
 
shut-outs constituted a problem.
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All eight of the fresh fishery product shippers

complained about high freight costs.
 

Two of the shippers expressed the view that shipping

lines did 
not want to invest in reefer vans because of
 
the lack of market demand and the high cost of reefer
 
containers.
 

Arrastre
 

An interview with the South Cotabato Integrated Port Services,

Inc. (SCIPSI), the cargo-handling contractor at Makar Wharf,
 
revealed the following concerns:
 

Commodities were being charged individual rates 
for
 
palletized and non-palletized cargoes. The handling

rates for grains were higher at both Davao and Cagayan de
 
Oro.
 

Shipping lines were charging for post-handling services,
 
not the arrastre operator. SCIPSI only charged for the
 
arrastre and stevedoring services provided at the port.
 

The shipping lines were paying the arrastre contractor
 
only one-quarter of the applicable rates (i.e.,

pre-handling/post-handling), whenever the container was
 
stripped and the cargo was loaded to the truck. 
 Cost of
 
handling was being charged to the shipping lines and the
 
shipping lines were then incorporating these arrastre and
 
stevedoring charges into their billings to shippers.
 

If the shipping Lines used their own equipment for cargo
handling, they had to pay only 65 percent of the arrastre
 
rate.
 

SCIPSI was handling about 2,500 containers every month in
 
and out of General Santos in March 1993. They had
 
purchased second-hand forklifts from Japan at a cost of
 
P1 million each. Lorenzo Shipping did not own any

forklifts, but was leasing the equipment. They got a 35
 
percent discount from the arrastre operator, and they

were charging the shipper 100 percent. For example, the
 
shipping line charged P375/TEU handling fee but 
it paid

only P242 (the 35 percent discount amounted 
to P133).
 

SCIPSI indicated that they expected container traffic to
 
increase from the range of 2,500 TEUs to 3,000 TEUs per

month to about 5,000 TEUs per month in 5 years time, and
 
to about 10,000 TEUs per month in the year 2000.
 

During lean months, there were no liner vessels serving
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Makar Wharf, so most of the cargoes were then being
 
carried by the tramping vessels.
 

At one time, the transit sheds of PPA were being rented
 
by FERCHEM and NFA at P20/sq.m./month, but by March 1993,
 
these transit sheds were for the common use of shippers

and were free of charge to shippers for up to 48 hours.
 

SCIPSI were paying PPA a fixed fee of PI.4M for the first
 
725,760 tons of cargo handled, and in excess of this
 
number of tons, they were charged 10 percent of their
 
gross revenue. Their contract was for 8 years from March
 
8, 1989 to 1997.
 

Government Agencies
 

The DTI Provincial Office informed the LSRS that the shipping

capacity of the General Santos-Manila route had improved due to the
 
introduction of services of Solid Shipping Lines. Solid was making
 
two calls a week at General Santos, and there was therefore no
 
shortage of bottoms.
 

Other relevant matters discussed included:
 

A memorandum order from the Bureau of Customs stated that
 
customs personnel were entitled to meals, transportation
 
and other allowances during cargo inspections. Shippers
 
were being obliged to pay these allowances.
 

The Coast Guard had to come up with guidelines regarding
 
customs fees (i.e., how much and for what) for every

tonnage/weight of cargo. There were on-going
 
negotiations with prospective investors in agribusiness

(e.g., meat packing, corn milling, corn starch, and fish
 
processing) for implementation in July 1994.
 

CISO was regulating the allocation of space for corn
 
shipments. Regular shippers had no problem with van
 
allocations, although "shut-outs" did happen, especially
 
when they did not make use of their previous container
 
allocations.
 

Shippers had no problem acquiring clearances from the
 
Bureau of Animal Industry (BAI) and the Bureau of Plant
 
Industry (BPI).
 

Cotabato City
 

The following issues and problems were identified during the
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survey: 

NFA indicated that 
it did not believe that trampers were
 
really offering low freight rates; rather some rates were
 
low for backhaul cargoes only.
 

Grain spoilage was mainly due to leakage from dilapidated

vessels, or was due to natural causes.
 

There was a one-directional flow of corn, i.e., shipments
 
were going out from Cotabato.
 

NFA used MARINA-approved CISO standard rates for Class C
 
(basic) commodities as the basis for reaching agreement

with tramper operators on shipping charges.
 

There was monopoly situation at Cotabato/Polloc, since
 
only one cargo-handler was operating in the 
area.
 

There was an impression that the freight rate and
 
handling cost from Cotabato/Polloc to Manila was higher

than General Santos to Manila (i.e., be
it must noted
 
that General Santos was farther from Manila than were
 
Cotabato and Polloc).
 

Corruption was described as 
being rampant, and there was
 
a continuing peace and order problem in the 
area.
 

Surveys of fruit and vegetable prices were carried out by the

I.SRS team 
at the Cotabato City Public Market. Retailers and

wholesalers were interviewed as regards buying price, wholesale

price and retail price of fruits and vegetables. The information
 
obtained was used to derive average prices in Southern Mindanao, as
 
shown in Table A.3.
 

Arrastre
 

The PTC Mindanao Port Services, Inc., in Polloc, Parang

Maguindanao was interviewed. Following are the results:
 

The contractor was handling about 24 vessels every 3

months, or an average of 8 vessels per month. The
 
contractor normally had a complement of 8 gang members,

but as many as 12 worked whenever cargo-handling needed
 
to be carried out on a 24-hour basis.
 

PTC claimed 
 that they charged the lowest arrastre
 
handling rates. Stevedoring rates for handling

containers were the same as those in the other ports.
 

They did not charge for overtime and standby time. The
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productivity rate containers
for was 9 TEUs per gang
 
hour.
 

He revealed that the booms of vessels that called at the
 
port were defective (Aboitiz, William Lines and
 
Sulpicio). Container vessels had no definite schedules,

but called at Polloc on the basis of sufficiency of cargo

volumes to be loaded at the 
port, such as plywood and
 
corn grains.
 

Shippers also provided labor complements, but on a case
by-case basis. 
 In such cases, the arrastre contractor
 
did not charge for labor, but only for the use 
of
 
equipment. Shippers 
had to notify PPA and arrastre 24
 
hours before the scheduled arrival of the vessel 
in order
 
for the arrastre contractor to prepare the labor
 
complement. If foreign vessel to
a was call, advance
 
notice had to 
be given 48 hours prior to vessel arrival.
 

Peace and order continued to pose a hindrance to
 
shippers. They preferred trucking 
 their corn to
 
Dadiangas, and shipping by 
sea from there, rather than
 
shipping through Polloc Port, which 
was much nearer.
 
Likewise, lumber shippers preferred to use Davao Port
 
rather than Polloc, since the handliiig charge at Davao
 
for lumber was lower than the charge at Polloc Port.
 

Davao City (1994)
 

The cargo surveys conducted in Davao City were in coordination

with the Davao Chamber of Commerce and Industry (DCCI), the Davao
 
Regional Shippers Association, MARINA's Davao Regional Office
 
(Davao MRO), the Department of Trade and Industry, and 
 the
 
Philippine Ports Authority. 
 Eight shipping operators and 39
 
shippers of 
fru ts, wood products and export goods were interviewed
 
in March 1994, almost exactly one year after several of them had
 
first been interviewed by the LSRS. 
The LSRS survey team validated
 
the information gathered frog domestic shippers and exporters with
 
the port authority, the arrastre contractor 
and the concerned
 
government and private organizations, such as PHILEXPORT.
 

Shipping Operator Interviews
 

There were eight shipping operators interviewed in Davao City

namely : Solid Shipping Lines, Lorenzo Shipping Lines, Sulpicio

Lines, Aboitiz Shipping Lines, Carlos Gothong Lines, William Lines,
 
American President Lines and Maersk Line.
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1. Solid Shipping Lines was currently serving the Davao-Manila
 
route 
with three pure cargo vessels, namely, the Polestar
(2,761GRT), the Mabuhay (2,625 CRT), 
and the Sparkle (2,730
GRT), which were alternating every Monday 
and Thursday. The
 company had no 
plans of serving the Davao-Cebu route because
the 1994 cargo volumes were considered to be insufficient to
make the operations in that 
route viable.
 

The company did not handle transshipment cargoes, but only
corn, rubber, 
lumber and plywood. The representative of Solid
Shipping noted that freight had
rates not increased in the
past two years, which was 
a result of increased competition.

At TEr'ASCO private port, found
they cargo-handling to be
efficient for their loading 
 and unloading operations.

Seasonality in the shipment of agri-based commodities was more
of a problem. During the peak 
months of September to
December, corn grains were 
being brought from General Santos
 
to Davao for shipment.
 

3. 
 Shipping operators who were utilizing Sasa Wharf complained of
the arrastre operator being 
deficient in service in most
 
respects due to the following: (a) equipment 
 was not
appropriate for operations; 
(b) their capability was limited
only to the handling of breakbulk cargoes and did not 
extend
to the handling of containerized cargoes; 
(c) the management

set-up of 
the two arrastre companies showed that there was
only an appearance of there being two operators at 
the port,
whereas in fact there was 
only a single owner, who did not

have effective control of 
 arrastre laborers. Shipping

operators were being 
given a 35 percent rebate on cargohandling charges for the use by the 
arrastre operators of
equipment belonging to the 
shipping lines, but 
the amount of
the rebate sufficient for
was not the shipping operators to
 recover their investment in cargo-handling equipment.
 

4. The port security service guards 
still required shippers,
consignees and even shipping operators to pay additional money
upon entering the port, apart from the official entry charge,
and these incremental charges constituted additional expenses.

It was alleged that foreign vessels had paid off some PPA
officials to give 
their vessels priority for docking space,
and to permit them to 
stay for longer periods than necessary.
If true, then the arrangement put domestic shipping vessels at
 a disadvantage for berth space. 
 PPA contended that the berth
congestion situation was only temporary, since Sasa Wharf was
being repaired. Transit sheds also required rehabilitation.
 

5. Lorenzo Shipping Lines 
was leasing from PPA container yard
areas at 
Sta. Ana and at Sasa Wharf for a period of three
 years, at mrthly
a rate 
of P25 per square meter, which
amounted to P75,000 per month for 
an area of 3,000 sq.m. The
 company noted that 
the foreign shipping agent collected the
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arbitrary charge and paid the 
foreign shipping line the sea
 
freight, while the empty repositioning charge at Manila was
 
paid by either the freight forwarder or the foreign agent 
to
 
the domestic shipping line. 
The empty container repositioning

charge was P6,000 per 20-foot container. As regards shipment

through Cagayan de Oro's Macabalan Port, about sixty TEUs per

month were being trucked to Cagayan de Oro to be loaded on an
 
APL vessel.
 

6. 	 Problems cited included the lack of training 
of arrastre
 
workers, which resulted in mishandling and damage of
 
containers. PPA training in
conducted cargo-handling for
 
arrastre workers, but the instructors lacked the proper

training and skills for such a training course.
 

7. 	 There was adequate cargo capacity for Manila Cebu.
and 

although container capacity became a problem whenever shippers

made use of containers temporary warehouses no
as (at cost).

and this practice resulted in low utilization rates of
 
container vans.
 

3. 	 As regards livestock shipments, about 20 to 40 hog vans were
 
being shipped to Manila three to 
four 	months earlier but, in
 
March 1994, 
the shipment volumes had decreased because of low
 
buying prices 
at Manila. Around 30-40 percent of livestock
 
raised in Davao were being slaughtered and sold in the local
 
markets or for processing at Davao. Seafreight for a 20-foot
 
hog van, pier-to-pier, was P25,000, and the trucking rate, for
 
door-to-pier service, was P 1,455.
 

For grain shipments, Davao-based grain traders were buying

grains in South Cotabato and shipping via the port of Davao to
 
either Cebu or Manila.
 

9. 	 Carlos Gothong Lines was represented in Davao by Danfer
 
Forwarder. There only Carlos
was one Gothong vessel which
 
called at the port of Davao; it was calling weekly, and served
 
the route Manila-Davao-Butuan-Cebu-Manila. 
 The company was
 
refraining from loading bananas, due to problems with
 
spoilage. In March 1994, they encountered delays in docking

with the limited berthing area at Sasa Wharf, due to the
 
repairworks which were underway at 
that 	time. The situation
 
was compounded whenever there 
were foreign vessels which were
 
bringing in bulk cargo.
 

10. 	 As to arrrastre service, they still 
were paying stevedoring

charges, even without actual service being rendered, since
 
their vessels were self-sustaining, with on-board cranes. 
 In
 
the Davao-Cebu route, during the peak period 
of July to
 
September, shut-outs were often experienced although the
 
shipments could be accommodated in the next vessel scheduled.
 
As a CISO member, the 
company charged shippers according to
 

74
 



the agreed CISO rate schedule although some 
shippers alleged

that the other shipping lines were giving secret discounts.
 

11. 	 Gothong Lines noted 
that 	a common problem with shippers was
 
their habit of making a shipping operator believe that the
 
other shipping operators gave shippers 20 percent discounts on

freight and free storage. In this manner, shippers had a way

of obtaining discounted rates for their cargoes. There were
 
shippers, also, who encountered shut-outs due to the common
 
practice of last-minute delivery, and failure to book ahead of

time, since Gothong Lines was following strictly the "closing

time" system.
 

12. 	 William Lines was planning to initiate a direct shipping

service for the Davao-Cebu route, during the second quarter of
 
1994, since they had been granted a franchise. Sulpiclo Lines
 
was serving the route, and claimed that there was little cargo

volume from Cebu to Davao.
 

Both companies noted that the shipping service capacity for
 
the Davao-Manila route was adequate and that shipping 
rates
 
were competitive. William Lines had been informed by some
 
shippers that shipping rates of Sulpicio Lines were much lower
 
as compared with other CISO member companies, and, hence, that

Sulpicio was violating the CISO agreement by extending

discounts to regular customers.
 

13. 	 William Lines had no fruit 
vans and they were limiting

acceptance of banana shipments, since their vessel was a RORO

vessel with no ventilation. The only shipping lines which had
 
fruit vans, in March 1994, were Solid Shipping Lines and
 
Sulpicio Lines. It was clarified that the arbitrary charges to
 
exporters were charged by 
foreign shipping lines, and not
 
domestic shipping lines, at a rate of $550-600 per 20-footer,
 
or around P17,000, and the domestic shipping line was

collecting P 5,000-6,000 seafreight Davao-Manila, and empty

container repositioning was bringing in revenue of P3,000 per

20-footer. The same repositioning charges were applied on
 
inbound transit cargoes.
 

14. 	 Sulpicio Lines noted that the container yard marshalling area
 
was limited because of the foreign vessel 
operations at Sasa
 
Wharf, particularly for bulk cargo. 
 The Sulpicio

representative 
noted that cargo volumes for the Davao-Cebu
 
route were 
low and shipping capacity was more than adequate

for the demand. The company alleged that the very limited
 
volumes on the Davao-Cebu route were directly and adversely

affecting the viability of their operations.
 

15. 	 American President Lines (APL) was arranging for trucking

service from Davao to Cagayan de Oro, at rates of P17,000
18,000 for 
a 40-foot container, and P12,000-13,000 for a 20
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footer. Shipments comprised of wood products, coco charcoal,
 
metal products, foodstuffs (salted melon, papaya and nata de
 
coco), and fresh fruits in 
reefer vans which were destined to
 
the USA, Japan, Taiwan, Singapore and Hong Kong.
 

16. Maersk Line indicated that a direct service from Davao was not
 
feasible in terms of the 1994 cargo volumes. In General
 
Santos, cargo volumes for a direct service were guaranteed by

Dole, and Del Monte did the same to attract direct services in
 
the case of Cagayan de Oro.
 

Shipper Interviews
 

Fruits and Vegetables
 

1. 	 The Fruit Growers Development Cooperative had 40 members, 
in
 
March 1994, and the Cooperative's member -fruit growers were
 
shipping fruits, mostly bananas, pomelos and papaya to Manila
 
and Cebu. The members noted that cargo shipping capacity and
 
service had improved from 1993 to 1994 due to the increase in
 
the fleets of Solid Shipping Lines and William Lines, Inc. in
 
the Davao-Manila route. The 5-foot vans of Solid Shipping
 
were being phased out at present, since shippers preferred the
 
10-foot and 20-foot vans. There were no refrigerated vans
 
available.
 

2. 	 The fruit growers noted that the shipping rate had not
 
increased from 1993 and 1994, and was at P12,000 per 20-foot
 
van. They still maintained an average of 5 percent spoilage
 
allowance for most fruits and 10 percent for bananas. Sea
 
voyage still required around 3 days, but Manila-based fruit
 
buyers had not complained of any shipment delays. The lakatan
 
variety of banana was intended for the domestic market, and
 
was being shipped in dry vans, door-to-door.
 

3. 	 However, during peak months of August to December, a lot of
 
lakatan banana variety fruit shippers were competing for van
 
capacity, and around 30 percent of banana shipments then
 
experienced shut-outs. To remedy this situation, shippers
 
were trucking their banana shipments to Butuan/Nasipit from
 
Davao, which took about 6 to 8 hours, to be shipped on a
 
vessel destined for Manila, and at the buyer's risk.
 

4. Fruit shipments of bananas, pomelo, papaya and citrus destined
 
for Bacolod and Iloilo were either shipped via Cebu or were
 
trucked to Cagayan de Oro to be shipped to Iloilo. Cavendish
 
bananas for export were being sold by cooperative members to
 
large banana exporters such as Tadeco, Dizon Fruits and Del
 
Monte, which were based in Davao. In this way, producers

avoided paying for the transport cost and the incidental
 
expenses of selling their produce.
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5. 	 The University of the Philippines at Los Banos was, in March
 
1994, designing an appropriate van for shipping fruits.
 

6. 	 There was a notable improvement in cargo-handling services,

and freight, as well as handling costs, had become very

competitive, as shown below:
 

Solid 	 WLI Sulpicio
 

10-Foot Van:
 

Pier-to-Pier P5,601.40 P 4,800.00 P 5,182.00

Handling 204.50 
 204.50 204.50
 
Door-to-Door 	 7,849.00 
 7,844.00
 

20-Foot Van:
 

Pier-to-Pier 	 10,387.50 
 10,361.20

Door-to-Door 	 14,280.60 
 14,380.60
 

The majority of the fruit shippers indicated that they

preferred Solid Lines because of the company's reliability of
 
service, since cargo vessels 
of Solid Shipping Lines called
 
three times a week (Monday, Thursday and Friday) in the Davao-

Manila and Davao-Zamboanga routes. The other shipping lines,

such as William Lines, were calling at Davao once a week only,

and Sulpicio Lines was serving the Davao-Cebu-Manila route,

i.e, the Sulpicio vessel did not go directly to Manila from
 
Davao.
 

8. 	 Davao Royal Fruits had stopped shipping fresh fruits, and had
 
instead gone 
into 	small-scale processing, such as producing

concentrates of durian and papaya. They sometimes 
shipped
 
papaya by air through PAL and they competed for air cargo

space with other of the export cargoes, particularly tuna,

during the months of October to January. This lack of air
 
cargo capacity had affected, likewise, the cutflower shippers

who were experiencing high spoilage rates of cutflowers, roses
 
in particular. PAL was charging exporters based on volume and
 
weight, the heavier 
the cargo, the lower the airfreight per

unit of weight.
 

9. 	 Golden Fruits Corporation was shipping out pomelo, papaya and

bananas 
to Manila, in 10-foot ventilated containers of Solid
 
Shipping Lines. Most of the pomelo shipments were in crates,

which were placed in 20-foot dry vans. Occasionally, dry vans
 
provided by other shipping operators were defective (with

holes), in which case they experienced a 10 percent spoilage
 
rate of their fruit shipment.
 

10. 	 The company suggested that there should either be 
 a
 
refrigerated vessel appropriate for fruit shipments 
or there
 

77
 

http:14,380.60
http:14,280.60
http:10,361.20
http:10,387.50
http:7,844.00
http:7,849.00
http:5,182.00
http:4,800.00
http:P5,601.40


should be ventilated vans and blower fans, and that the
 
ventilated vans ought not to be placed adjacent to the
 
vessel's engine room.
 

11. 	 The fruit shippers said that two shipping operators were
 
avoiding accommodating bananas in fear of incurring spoilage
 
claims. In March 1994, about 20 to 30 percent of fruit
 
shipments were being trucked to Butuan, Nasipit and Cagayan de
 
Oro, and shipped from those ports to Manila and Cebu. These
 
land/sea routes required shorter shipping time in comparison
 
to direct sea shipment from Davao. The fruit farmers and
 
producers complained of low buying prices being offered by
 
most traders based in Davao.
 

12. 	 The House of Investments, which comprises several companies.
 
was exporting bananas to Japan through Everett Shipping Lines,
 
three times a week. Shipments were 19,000 boxes on the
 
average, with 12 kilos of bananas per box. These were being
 
accommodated aboard a refrigerated vessel. Their banana

"rejects", for the domestic market, 
were being sold to small
 
traders.
 

13. 	 The company found the PPA ruling, which imposed an additional
 
100 percent on wharfage dues on users of private ports, to be
 
unreasonable. In March 1994, the company was paying an
 
additional 50 percent only on existing wharfage dues, because
 
they were part owner of the Pacenter private port. Due to the
 
vagueness of the provisions of the PPA ruling, port users had
 
different interpretations as to how much they were supposed to
 
be paying to PPA.
 

14. 	 Del Monte Corporation had contracted an APL leeder vessel for
 
the shipment of bananas, and whenever there was otherwise
 
unutilized space small shippers were being provided the cargo
 
space. Del Monte was very strict in regard to sanitation.
 

15. 	 Del Monte cited two reasons why shippers preferred to ship via
 
Cagayan de Oro: the reliable service schedule of an APL feeder
 
vessel; and the greater frequency of calls by domestic
 
shipping vessels.
 

16. 	 RS Dizon Fruitworld was shipping fruits to Manila on Solid
 
Shipping Lines and Sulpicio Lines, at 5,000 to 6,000 boxes per
 
week, equivalent to a 20-foot container. Shipments were
 
combinations of bananas and papayas in boxes weighing 13.5
 
kilos and 10-11 kilos, respectively. Shipping service was
 
considered by the company to be adequate, reliable and
 
satisfactory. The shipping rate, at P1.60 per kilo, was
 
considered to be reasonable. Bananas were bought from the
 
Kidapawan, Cotabato area at P6.00-8.50 per kilo. The company
 
did not ship any bananas or papayas by air. Travel time
 
required 3-4 days, and the shipment was sent at the owner's
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risk. Once they had experienced spoilage of a whole van, when 
their shipment was delayed due to a typhoon. 

17. Lyd's Fruit was shipping pomelo fruit to Manila on a weekly
basis, as breakbulk cargo. They found shipping services 
efficient and reliable, and the company was easily able to get
bookings with either Sulpicio Lines or Solid Shipping Lines. 
Shipping rates were competitive. 

18. Lea's Export Trading Enterprise was shipping to Manila salted 
melon, ginger, and eggplant during peak season. The company
noted that there had been improvement in the services of 
shipping lines, such as Aboitiz, Solid Shipping Lines and 
Sulpicio Lines. They still experienced pilferage whenever 
they shipped with Sulpicio Lines, however. Shipping rates 
were considered to be competitive. 

Aquaculture Products 

1. Valderama Aqua, was an owner and operator of a prawn farm, an 
indirect prawn exporter, who was selling to traders based in 
Davao, as well as to direct prawn exporters such as Dolefil,
AGR International and SMI Fish Industries. The exporters were 
packing tiger prawns in styrofoam boxes of 30 kilos each which 
were then being placed inside refrigerated vans and shipped
directly to Japan. 

3. 

The ex-fafmr price of tiger prawns in Davao was fluctuating in
1q94, but had averaged P180 per kilo. Although the price was 
good, production costs kept on increasing, resulting in lower 
profit margins. The other large prawn producers at Davao City 
are Ayala, Hi-pan and Aqua Mines. 

Aquamarine Development Corporation had closed its prawn farm 
business sometime before March 1994, since it had become no 
longer profitable to operate. They shifted to growing bananas 
for export, as an indirect exporter, selling to multinationals 
such as Del Monte. Del Monte's buying price was $2.33 per box 
of 13 kilos. Aquamarine no longer sold on the domestic 
market, and it was Del Monte who got the company's "rejects",
and then sold these in the domestic markets of Manila and 
Cebu. 

Coffee 

i.. Davao Mabuhay Enterprise, a coffee exporter, noted that there 
were around ten coffee traders based in Davao. Mindanao 
coffee producers had stopped shipping to Nestle Manila since 
the period of their contract with Nestle had expired. Since 
1993, they had, instead, been selling coffee at spot prices in 
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Cagayan de Oro.
 

2. 	 Seafreight of coffee beans from Davao to Manila was higher
 
(P18,000 per 20-foot van, which contained 280 bags at 65 kilos
 
per bag), than corn grains (P10,000 per 20-foot van). Coffee
 
production was no longer encouraged in Davao in March 1994.
 

3. 	 Lico Enterprises had stopped shipping coffee and shifted to
 
shipping soybeans to Manila, and they were paying Class C
 
freight rates. They found shipping services of Sulpicio Lines
 
to be satisfactory.
 

4. 	 Gemini Enterprises had stopped exporting coffee due to the low
 
buying price of coffee in Manila, which was P20 per kilo.
 
Coffee was selling at almost the same price in Davao, leaving
 
any trader without a profit margin. Kim Kee Commercial and
 
Five Jewels Corporation had likewise shifted from coffee
 
trading to general merchandise, due to the unfavorable returns
 
from coffee trading.
 

Agricultural Products
 

1. 	 Kabukiran Enterprises was a consignee of seeds and agri-feeds
 
from Manila, with airfreight being prepaid in Manila. Most of
 
their shipments were being transported by Aboitiz Air, and
 
they had experienced no transport problems as of March 1994.
 

2. 	 Planters Products, Inc. was receiving fertilizer imports from
 
Indonesia and China, and these were being unloaded at Sasa
 
Wharf. They were shipping chemicals through a freight
 
forwarder, with door-to-door service. Freight forwarders had
 
increased their rates by 25 percent, although there had been
 
no increase in seafreight charged by shipping lines. Shut-outs
 
were being experienced during the holiday season.
 

3. 	 Southern Agro Export Corporation was exporting castor oil and
 
cotton seeds via Manila. Consignees preferred shipping from
 
Cagayan de Oro, which entailed shorter transit time to
 
Kaohsiung, and lower seafreight cost.
 

4. 	 Seafreight from Davao to the USA and some Asian destinations
 
already included the arbitrary charges, as follows:
 

20-footer 40-footer
 

Davao-InterAsia $600-700 $1,030
 
Davao-US $800 $1,600
 

On the average, the company was shipping 17 to 20 40-foot
 
containers and also some reefer vans loaded with bananas and
 
papaya.
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Livestock
 

1. Nenita Farms was 
shipping livestock to Manila, with number of
head being dependent on the availability.
were shipping to Manila only 20 percent 
In March 1994, they
 

as
had been shipping in 1993. About 80 
many head as they
 
percent 
of their
livestock production was being processed in Davao in
processing plant. their own
The company's processed meat products
being sold within Davao in 
March, but 

were
 
they company had plans
for shipping to Manila by the middle of 
1994.
 

Livestock 
were 
being shipped in 20-foot hog
decker type, vans of the 3which could accommodate 
75 head
were incurring no trucking service expense 
per van. They
 

from their Davao
farm to Sasa Wharf, because they 
had their 
own trucks.
Expenses included the 
following:
 

Hog van (20-ft) - P16,836.26

Arrastre 
 - 408.20

Wharfage 
 - 52.64

Doc. stamps 
 - 10.00
 

P17,307.10
 
3. Dacon Corporation was 
into shipping live 
cattle, in 1993,
they had stopped shipping live 

but
 
cattle
availability due to: (a) nonof cattle vans, which 
resulted 
in tremendous
shrinkage losses; and (b) shipping problems encountered, such
as high freight 
costs and the low priority accorded to cattle
shipments by shipping lines.
 

4. Since 
 tae company 
owned 
 its own slaughterhouse,
Corporation shifted to marketing meat 
Dacon
 

instead.
however, they In March 1994,
were concentrating on 
the domestic markets of
Davao and Zamboanga, and soon, 
they expected, the markets of
the Visayan Islands. 
 Meat was

material. Whenever there were 

being packed in styrofoam

orders 
from Manila, meat 
was
being shipped by air, with PAL charging an 
express rate.
 

5. Susana Farms 
had been shipping hogs
stopped and corn in 1993, but
its corn business 
due to very low prices of yellow
corn, and concentrated instead on 
livestock production.
company was shipping hogs The
for slaughter to Manila on vessels
of Lorenzo Shipping Lines, at an average rate of two vans
hogs) every two weeks; all-in seafreight was 
(150
 

van. P17,000 per hog
The company was also shipping breeder hogs to
1993, Cebu. In
the problem with 
hog shipments had
water supply for been the limited
their animals during the 
sea voyage. 
 In
1994, they found quantity of water supplied to be adequate for
the whole duration of 
the voyage.
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6. 	 The company was utilizing Sulpicio Shipping Lines whenever
 
they shipped breeder hogs to Cebu (once a month), with
 
seafreight of P13,000 per van (60 hogs per van). The company
 
believed that livestock had been reclassified as Class B
 
cargo, and that this was the reason why seafreight had
 
increased from P12,000 per hog van in 1993, to P 13,000 per
 
van in 1994. (Actually, rates on livestock shipments were
 
entirely deregulated in November 1990. Also, the increase
 
from 1993 to 1994 was only 8.33 percent, so that it might have
 
been required just on the basis of shipping cost increases,
 
without any additional effect due to reclassification or
 
declassification.)
 

7. 	 The company noted that it would be futile to complain about
 
the poor service they were receiving from Sulpicio Lines since
 
that company had taken control of the Davao-Cebu route.
 
Further, there were limited numbers of hog vans available for
 
the route, and shut-outs were being experienced.
 

Rubber
 

1. 	 Farma Rubber Industries was exporting raw rubber to Malaysia
 
via Singapore and found shipping cheaper with freight
 
forwarders/shipping agents since these agents could make use
 
of imported vans for domestic cargoes to Davao and shipping
 
rates could be lowered if their export volume were
 
substantial. A vessel of Vigour Pacific, which used to call
 
at the port of Davao was calling, in March 1994, at the port
 
of General Santos instead, since export cargo volumes at Davao
 
had declined.
 

2. 	 Seafreight from Davao to Malaysia via Manila was $950-980,
 
which was more expensive than the seafreight charged by Vigour
 
Pacific from General Santos via Manila, viz., $825-900. The
 
company was paying higher seafreight for the Davao-Manila
 
route, if they shipped with K-Line, which charged $840, as
 
compared to only $825 by ASPAC, a sea freight forwarder.
 

3. 	 The company however, found the shipping service of Vigour
 
Pacific to be poor, with little mechanization for raw rubber,
 
and with a lImited number of containers (despite their
 
commitment to provide sufficient van capacity), resulting in
 
occasional shut-outs.
 

4. 	 The vessel of Vigour Pacific was calling at the port of Sasa
 
Wharf, 	Davao whenever shippers could guarantee 60 FCLs to be
 
loaded. Otherwise, Davao exporters had to ship through the
 
port of General Santos. The company found it reasonable to
 
support Vigour Pacific to be able to compete with CISO
 
operators.
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5. 	 The shipper was being charged by the arrastre operator P1,200
 
per lift, which required only about 20 minutes operating time,

although this arrastre rate applied to about an hour of

operation. 
The 	shiper found the rate to be reasonable
 
whenever he had 3-4 container vans to be lifted but the rate

became expensive whenever he had only 1-2 
vans 	to be lifted.
 

6. 	 Arrastre laborers were finding it difficult or impossible to
 
stuff containers at Sasa Wharf at nighttime, since 
the port

did not have adequate lighting.
 

7. 	 The Bureau of Customs was requiring shippers to pay P1,250 per

export entry document, which covered overtime that 
 was

supposed to be rendered by Customs personnel while container
 
vans were being stuffed (although in most cases, Customs
 
personnel did not actually render any supervision). The
 
shipper found the fee of P1,250 to be expensive whenever they

had to load only 1 or 2 vans (covered by one export

declaration entry). 
 When they had to load ten FCLs or more,
 
the cost per FCL was no longer expensive.
 

3. 	 As regards infrastructure, the highway connecting Davao with

General Santos needed to be upgraded, since the poor condition
 
of the 
 road caused time delays, as well as additional
 
transport cost and even damage to cargo.
 

9. 	 MARINA had authorized CISO to charge plus or minus 10 percent

of official tariff reference points, but it had been the 
case
 
that CISO operators only considered the adding of 10 percent.

The shipper proposed that the Cabotage Law be amended as
 
regards the provision that "any empty container that lands in
 
a domestic port was considered a domestic cargo." An 
imported

container that was 
empty, after being unloaded in either Cebu
 
or Manila, should be allowed to be loaded on a foreign vessel
 
to any domestic port of destination. If this would be allowed,

then K-Line which had empty vans in Manila could pick up these
 
containers and unload them at 
General Santos.
 

10. 	 Mindanao Rubber Development Corporation had been shipping

rubber through ASPAC, during 1989-1994, and the company

considered shipping rates, or arbitrary charges, to be very

high and to the disadvantage of Davao-based shippers.
 

Cutflowers
 

1. 	 Davao Flowers, Inc. was shipping cutflowers and ornamental
 
plants to Manila twice a week on PAL, with an average shipment

of 500 dozens. Airfreight was between P200 and P300 per

carton (as big as a cigarette box), During the peak months of
 
November and February, shipments reached ten times or more of
 
the regular shipment level.
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2. 	 Problems encountered included: (a) PAL was giving priority to
 
tunashipment over cutflowers; and (b) poor storage conditions
 
at the Davao airport, so that in cases of shut-outs, the
 
company was incurring losses of up to 50 percent, particularly
 
on roses and anthuriums, although not so much on orchids.
 

3. 	 During the season for tuna shipments, in order to ensure that
 
their cutflower shipments would be booked with PAL, they had
 
to resort to "accompanied baggage," which entailed an
 
additional cost equivalent to a round-trip passenger fare of
 
around P5,000. They felt that PAL should be providing an
 
additional flight during the peak season.
 

4 	 The Mindanao Federation of Cutflowers and Plant Growers, Inc.
 
had recently organized MINFED Marketing Corporation to market
 
t,,e products of its members. This organization was in its
 
infancy, in March 1994, and was undergoing the process of
 
registering with the SEC.
 

5. 	 Johnette's Creation was into gifts, toys and housewares
 
(native products) before it shifted to cutflower production
 
and marketing. They were shipping orchids to Manila and
 
Laoag, Ilocos on PAL. Their shipments of roses and orchids to
 
Laoag were being transshipped at Manila, and the shipments
 
stayed in Manila for an average of three days before they
 
could be sent onward to Laoag, resulting in losses ianging
 
from 20 to 50 percent of total shipment volume of 500 dozens.
 

6. 	 Puentespina Orchids and Tropical Plants, Inc. noted that
 
security at Davao airport was lax. They experienced air cargo
 
consignment bump-offs, particularly during the peak season,
 
and mostly in favor of tuna. The company's exports to Osaka,
 
Japan were worth $1,000-1,500 per order. Spoilage losses were
 
being incurred during the months of November, February, May
 
and June.
 

7. 	 Most of their shipments (which ranged in size from 15 to 70
 
boxes) were of chrysanthemums and anthuriums. There was very
 
low production during the period January-March, and an
 
increase of production from April to June. They shipped with
 
Allied Airfreight, a freight forwarder, and not directly with
 
PAL, since PAL required shippers to pay in cash and not on
 
credit terms. Following are the March 1994 airfreight charges:
 

Pesos Per Dozen
 

Anthurium (medium) Pl80
 
Chrysanthemum (long) 100
 
Orchid 120
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Handicrafts and Wood Products
 

1. 	 Davao Northwood was shipping out to Manila wooden furniture
 
via Sulpicio Lines, with the size of consignment dependent on
 
the volume of orders. They had no complaints in regard to
 
rates and quality of service being provided by the shipping
 
operator.
 

2. 	 Alcantara and Sons was shipping plywood and utility carts to
 
Manila and Cebu through a freight forwarder, and they found
 
the shipping service to be adequate and the rates to be
 
reasonable.
 

3. 	 Abangon Enterprises was shipping native bags, batik RTW and
 
cloth items to Manila every week on a William Lines vessel,

with an average shipment of five cartons. They were paying

seafreight of P300 per carton, which they found to be
 
reasonable. They also considered the service to be 
reliable
 
and adequate.
 

4. 	 Consolidated Plywood Industries was 
shipping furniture parts

to Manila twice a week, in container vans. They were also
 
exporting wood products via Manila on 
vessels of Aboitiz.
 
William Lines, Sulpicio and Solid Shipping Lines. Being 
a
 
regular shipper, they got priority in booking. They were
 
shipping four 20-footers weekly to Taiwan, the USA and Canada,

and they had no problem meeting the shipping connections at
 
the MICT.
 

5. 	 One problem the company was encountering was the practice of
 
most domestic shipping lines of utilizing their foreign van
 
repositioning from Manila for accommodating domestic cargoes

bound for Davao. The practice was resulting in delays in
 
having the foreign vans cleared of the incoming domestic
 
cargoes. Consolidated Plywood indicated that they seldom
 
utilized Sulpicio Shipping Lines because of the regularity of
 
delays in schedule, which took a minimum of 2 to 
3 days.
 

6. 	 Davao Narrawood Furniture was selling mostly to the domestic
 
markets of Cebu and Manila. They had no problems as regards

shipping through Sulpicio Lines, and they found shipping rates
 
to be competitive.
 

Precy's Creation was shipping bags and ethnic products 
to
 
Manila and Cebu on a regular basis. The company noted thr
 
shipping rates were reasonable although durinp December, they

experienced shut-outs. Their shipments were comprised mainly

of breakbulk cargo, around 10-15 boxes per consignment.
 

8. 	 Ladao Ethnikraft and Minda International were shipping

cocojars and bamboo novelties and wood-based fashion
 
accessories to 
Manila every 15 days through the services of
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LIBCAP, a freight forwarder. Average shipment size was around
 
1-3 boxes.
 

9. 	 Best Choice Hardware was receiving cargo from Manila. Their
 
supplier shipped on Solid Shipping Lines twice a week. They
 
found the shipping service of Sulpicio Lines to be
 
unsatisfactory for both Cebu and Manila, with an unreliable
 
service schedule. The company's supplier in Cebu found it
 
difficult to ship to Davao, due to lack of cargo space with
 
Sulpicio Lines.
 

10. 	 The shipping rates among the different shipping operators were
 
competitive, although Aboitiz Shipping Lines was charging
 
lower seafreight. Best Choice was shipping from Davao
 
hardware materials and construction supplies at a rate of
 
around 3-5 20-footers a week. Whenever cargo damage occurred,
 
it required about a month for the shipper to get his claim
 
processed by the shipping lines.
 

Coconut and Charcoal Products
 

1. 	 International Copra Export Corporation was exporting pellets
 
and oil through the services of foreign vessels that called at
 
Sasa Wharf direct, i.e., a vessel of Stolt Nelsen, Inc. and a
 
vessel of Litonia Shipping.
 

2. 	 BF Industries, Inc. was exporting granulated charcoal via the
 
port of Cagayan de Oro, on an APL vessel. The company was
 
shipping on FOB terms, to avoid high transshipment cost (the
 
shippinf cost from Davao to Manila, of $450-550 per container,
 
was higher than the transportation cost from Manila to
 
Kaohsiung). The transshipment cost constituted an additional
 
cost to exporters and this was putting Davao exporters at a
 
disadvantage vis-a-vis their Manila counterparts.
 

3. 	 The company was also shipping charcoal to Japan and rubber to
 
Malaysia via Cagayan de Oro. They found the weekly shipping
 
service of APL reliable. They were shipping around 15 40
footers per month, on the average. The cargo handling rates
 
at Cagayan de Oro port were:
 

PPA Gold City
 
(Arrastre)
 

20-footer: P 199.75 P 539.28
 
40-footer: 380.80 787.33
 

4. 	 HB Ph:ippine Industries and Fil-Nihon Kanyo Plantation, Inc.
 
were -porting coco shells and coco charcoal via Manila and
 
not .rect from Cagayan de Oro. They shipped on Maersk and
 
Evergreen before, but the vessels had stopped calling at the
 
port of Davao. Average shipment size was three 20-foot vans.
 

86
 



The importer was paying for the arbitrary charge, so they had
 
no 
problem paying for the transshipment cost.
 

Freight Forwarder Interviews
 

1. 	 According to ASPAC, a sea 
freight forwarding company, the
 
arbitrary rates charged to Davao-based exporters depended 
on
 
the exchange rate levels. In order that exporters might

derive some savings from empty repositioning of vans in
 
Manila, ASPAC was consolidating imports of Davao shippers

which were unloaded in Manila. 
 ASPAC then loaded these
 
imports in the empty foreign containers of Davao exporters

that required repositioning from Manila.
 

2. 	 CISO shipping operator members were charging seafreight, which
 
had taken effect in July 1991, as follows:
 

20-ft through-move (incl. empty repositioning) P 14,620

40-ft through-move 
 27,475
 

3. 	 Whenever the 
company shipped with Aboitiz Shipping, trucking
 
expenses from the North Harbor to the MICT were avoided, since
 
Aboitiz vessels called at 
the MICT direct. The arbitrary rate
 
for a foreign container amounted to about P18,000 and one-way

seafreight Davao-Manila direction was P9,620.
 

4. 	 ASPAC was handling 
a monthly average of 120 container vans,

mostly transshipment via Manila of export cargoes, 
including
 
raw rubber, handicrafts, wood products and charcoal 
destined
 
to parts of Asia, Europe and the USA.
 

5. 	 There were other export cargoes, including about twelve 20
foot vans, which were being trucked to Cagayan de Oro port 
to

be loaded on the American President Lines vessel each voyage,

i.e., weekly calls. The trucking rate for a 40-footer between
 
Davao and Cagayan de Oro was P16,000. Due to limited shipping

capacity in the Davao-Cebu route (with only Sulpicio Lines
 
serving the route), ASPAC was 
opting to transship its Davao-

Cebu cargoes via Manila at higher shipping cost, in order to

avoid delays. 
Most cargoes destined for Cebu were spareparts

and wood products.
 

6. 	 ASPAC complained of the 
lack of air cargo capacity for fruit
 
shippers in the peak months, since PAL was giving priority to
 
tuna shipments for export 
to Japan. The PAL cargo personnel

indicated that actual capacity could not meet the peak demand
 
during the' months of December and January.
 

7. 	 PAL was giving priority to tuna shipments since fresh tuna is
 
highly perishable and is a high-paying cargo, which PAL was
 
charging at a premium rate, 
or 100 percent of the express
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rate. All tuna shipments shipped on PAL from Davao to Manila
 
for export to Japan were being trucked from General Santos 
to
 
the Davao airport.
 

S. 	 PAL indicated that airfreight rates had not increased since
 
1991. There was no general cargo category, and cargoes were
 
charged express rates. Shipments consisted mostly of
 
vegetables and fruits such as carrots, mangoes and other
 
fruits in season and asparagus for Japan. Starting in April

1994, PAL would be providing 17 flights from Davao to Manila
 
per week. Lean months for cargo were February, July, August
 
and November.
 

9. 	 LIBCAP was utilizing Solid Shipping Lines, Gothong Lli,,s 
and
 
William Lines. According to LIBCAP, Sulpicio Lines frequently
 
refused to load breakbulk cargoes, giving preference to

shippers who required full van capacity. The present shipping
 
rates were considered by LIBCAP to be reasonable and
 
competitive. Shipping services were 
 considered to be
 
satisfactory with respect to van capacity and the frequency of
 
shipping calls.
 

10. 	 U-Freight, Davao noted the 
limited capacity of aircraft from
 
Davao to 
Manila during peak season, which resulted in shut
outs of cutflower and fruit shipments, since PAL was giving

priority to tuna exports. Air shipments to Cebu no longer

censtituted a problem.
 

11. 	 Tuna exporters had problems of maintaining the quality of tuna
 
during peak season due to failure to connect with the Narita
 
Airport flight in Manila. U-Freight's airfreight charge for
 
Davao to Manila flight was P1,050 per cu m.
 

12. 	 As regards shipping, most banana shippers complained of the
 
difficulty of getting van capacity. There was no capacity

problem, however, for shippers of breakbulk cargoes. Sulpicio

Shipping Lines reportedly discriminated against shippers who
 
shipped regularly with other shipping lines.
 

Since Sulpicio Lines was the only operator serving the Davao-

Cebu route, from 1991 to 1994, shippers who shipped to Cebu
 
were 
obliged to ship on Sulpicio Lines for their Manila
 
shipments as well. If they refused to 
load their shipments on
 
Sulpicio Lines for Manila, then their shipments for Cebu would
 
not be accommodated.
 

13. 	 U-Freight noted the better quality of shipping service of
 
Solid Lines over other CISO operators. Shipping lines were
 
observing CISO-agreed shipping rates and discounting was
 
prohibited. 
Shipping lines did not provide freight forwarders
 
with their tariff schedules, in which case the freight

forwarders encountered discrepancies on seafreight levels
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charged by the shipping lines and were unable to quote the
seafreight 
readily to their clients. Port procedures for
claiming cargoes needed to 
be improved and streamlined to
limit the bureaucratic process and the 
time 	delays.
 

14. 
 Activated carbon, a major export product and categorized as a
dangerous cargo, had to pass 
through rigid requirement of a
21-day cooling 
off 	period before it could 
be exported.
Further, due to limited air capacity, only
activated carbon per pack per flight 	 1 kilogram of
could be shipped out.
 

15. 	 U-Freight was also shipping wood products, such as 
furniture,

but 	 these products 
 required prior clearance from DENR
officials. Other commodities being shipped to Manila were

abaca hats produced 
 by the different Davao livelihood
cooperatives, which being
were consolidated 
 with other
products from different regions of the country. 
Coffee beans
 were 	being shipped once in a while 
to Cebu, along with salted
 
melon, papaya and dessicated coconut.
 

16. 	 There were commodities, apart from tuna, that were being

trucked from General 
Santos to Davao to be transported by air
to Manila. Asparagus was being shipped by 
air 	(160 tons in

December 
1993) and other vegetables as well. PAL charged
general cargo "express rates". A shipment of 200 kilos was
being charged P6 per kilo, and whenever the consignment size
reached 1,000 kilograms, the airfreight 
rate 	was reduced to
P2.50 per kilo. Hence, consolidation of cargo became an
advantage. 
They 	were paying around P2,150 per trip for a 1.5
 
ton shipment.
 

17. 	 ANSUICO, a trucking company, noted that there were five
companies which 
were actively exporting activated carbon.
shipments went via the ports of Cagayan 
de Oro and General

Santos, where there 
were foreign vessels calling. A Maersk

feeder vessel was calling regularly at General Santos and an
APL vessel was calling at Cagayan de Oro. About twenty 40footer vans were being trucked from Davao to these ports for
 
each 	vessel call.
 

18. 	 Other export cargoes being trucked to Cagayan de Oro were wood
products, bananas and charcoal. 
The trucking rate depended on
whether it was a forward load (with no backload) or there was
also 	a backload. 
 In the latter case, the shipper was charged

50 percent of the "forward" hauling charge. Following are the
 
March 1994 trucking rates:
 

20-footer 40-footer
 

Davao-Butuan (280 km) 
 Wood P10,000 P15,000

Davao-Nasipit 
 Wood 	 11,000 16,000
Davao-Gen.Santos 
 Wood 	Charcoal 6,000 
 12,000
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19. 	 Some imported cargoes which were being unloaded in Cagayan de
 
Oro port were then 
trucked to Davao, such as chemicals for
 
banana growing. Imports were being escorted by the Bureau of
 
Customs police and the importer had to pay P 750 per 40-foot
 
loaded container for the escort. Franklin Baker, an exporter,
 
was shipping around ten 40-foot containers per week via
 
General Santos destined for Florida, USA. He suggested that
 
the imports destined for Davao and Mindanao which were still
 
being unloaded at Manila should no longer be transshipped at
 
Manila, but should use either General Santos or Cagayan de
 
Oro, to save on freight cost on the domestic leg.
 

20. 	 Trucking rates 
from General Santos to Davao were increasing

during the rainy season and travel time likewise increased,
 
from 3 hours to 6 hours.
 

21.. 	TNT Worldwide Philippines was shipping by air, either on PAL
 
or by its own freighter plane. During the peak months of
 
October to December, PAL was giving priority to tuna and,

hence, other shippers experienced delays in shipment of a
 
minimum of two days, particularly shipments of fruits and
 
cutflowers. PAL was providing freight forwarders 
 an
 
allocation of 300 kilograms of cargo 
space daily. The
 
forwarder considered that there should be additional flights

during peak season to adequately serve the existing demand for
 
air cargo capacity. PAL charged an express rate of P14.00 per

kilo and 
a rate of P89.85 for general cargo of 5 kilograms

minimum and P11.00 per kilogram for any additional kilograms.
 

Agency Interviews
 

Agencies interviewed by the LSRS, in March 1994, included the
 
Davao Chamber of Commerce and Industry (DCCI), MARINA-Davao, the
 
Department of Trade and Industry, the Philippine Ports Authority,

FILPORT and DIPPSCOR Arrastre Services. Non-governmental
 
organizations interviewed were the PTOPI-Davao, PHILEXPORT and
 
various export associations.
 

1. 	 The president of the Regional Shippers Association under the
 
DCCI, indicated that since the conduct of the LSRS survey in
 
1993, nothing had yet been done in regard to the problem of
 
arbitrary rates being charged to 
export cargoes transshipped
 
via Manila.
 

There was, in fact, an additional fee imposed by CISO on
 
exporters, viz., a terminal fee of 
 P1,200 per 40-foot
 
container. The fee had been instituted in November 1993. 
 In
 
order not to shoulder the cost of arbitrary charge and the
 
terminal fee, exporters were opting to shift to FOB terms,
 
instead of CIF terms, every time they shipped to 
Japan.
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3. 


4. 


5. 


6. 


7. 


S. 


9. 


MARINA conducted 
a public hearing on freight rates in 1993,
but no action had been taken in regard to the arbitrary rates.
 

One possible solution to the
lessen incidence of arbitrary
charges would to
be deregulate 
 the entry of foreign
containers, i.e., 
the foreign van of a Davao importer could be
used by a Davao exporter. In this 
way, the frequency of
repositioning charges 
that needed to be shouldered by the

Davao exporter should be 
reduced.
 

Further, Davao 
exporters should 
start to consolidate their
export shipments to foreign 
destinations 
in order for an
exporter to avoid having to pay arbitrary charges in 
full. 
sea freight forwarder, ASPAC, was consolidating the 
A
 

import
cargoes originating from Manila destined for Davao, as well 
as
the export cargoes from Davao.
 

He indicated that foreign vessels preferred to dock at TEFASCO
wharf, rather than at 
Sasa Wharf, since handling was faster
and more efficient. At Sasa Wharf, foreign vessels 
incurred
dernurrage due to slow 
handling operations. However, 
there
were foreign vessels 
that directly called at 
Sasa Wharf for
banana and pineapple shipments.
 

The rest 
of Davao exports were being transshipped via Manila
 on interisland vessels, 
or trucked 
to either Cagayan de Oro
port 
to be loaded on an APL vessel, or General Santos for
shipment to Europe on 
a Maersk Line vessel.
 

To encourage foreign vessels to 
call at Davao direct, there
had to be sufficient volumes of cargo for 
both exports and
imports. 
 In addition, the Customs personnel neerled 
to desist
from charging importers additional processing costs.
 
Most domestic shipments of bananas were 
of "rejects", which
 
were not fully accommodated during peak season. 
Some shipping
lines avoided shipping bananas 
for fear of spoilage due to
lack of ventilated containers 
and the generally unreliable

shipping schedules of cargo vessels.
 

Most shipping lines preferred to ship pomelos 
due to their
lower spoilage rate than bananas (pomelos can 
last for a month
without serious 
deterioration). 
 Mangoes exported to Japan
fr3m Davao were being limited due to of
lack a machine for
quality inspection of mango fruits. 
Further, the ASAP project
funded by USAID had recommended the design and implementation
of post-harvest facilities 
for fruits and vegetables in key

agricultural areas 
including Davao.
 

Exporters were still experiencing delays in shipping schedules
of domestic shipping line cargo vessels. 
The shipper lamented
that despite Sasa Wharf's contribution of P164 million in port
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revenues to PPA, the amount invested for the improvement of
 
Sasa Wharf was not enough. Hence it was not possible to
 
harness the full potential of Sasa Wharf as an international
 
port. Davao's port improvement was approaching completion, at
 
a total investment cost in the range of P134-139 million. The
 
PPA should seriously look into improving Sasa Wharf's cargo
handling facilities in support of future trade with Indonesian
 
islands, particularly thp city of Manado.
 

10. 	 There was a possibility that some exports from Sulawesi, as
 
well as Manado's charcoal exports destined for Japan and
 
Europe, could be transshipped at Davao. Hence, bonded
 
warehouses at the port should be established in anticipation
 
of increased trade with Indonesia.
 

11. 	 It was also suggested that there should be uniform freight
 
rates irrespective of origin of exports. Hence, exporters,
 
whether they were based in Davao, Manila or Cebu, should be
 
charged uniform freight rates to eliminate the cost advantage
 
of Manila-based exporters.
 

12. 	 The DTI-Regional Office at Davao indicated that the Philippine
 
Shippers' Bureau (SHIPPERCON) had conducted a forum with
 
shippers and shipping operators in January 1994, and had
 
requested the DTI-Davao to provide intermittent staff support
 
whenever their services were required. In March 1994, the
 
Board of Investments staff in Davao were in charge of matters
 
related to SHIPPERCON functions, based on decentralization
 
policy, although there was no logistical support provided by
 
the DTI.
 

13. 	 Results of the Mindanao Export Congress, in 1993, had been
 
submitted to President Ramos, but no action had yet been taken
 
as of March 1994. Problem issues remained the same, such as
 
high arbitrary charges and domestic seafreight. It was
 
pointed out, however, that deregulation had resulted in better
 
shipping service adequacy, reliability and efficiency.
 

14. 	 The PTOPI project in Davao, funded by USAID, was on-going and
 
active in promoting investments for export in the East ASEAN
 
Growth Area (EAGA). The implementing organization was the
 
Philippine Exporters' Foundation, and there was a heavy
 
emphasis on the "Invest in Davao" program.
 

15. 	 In regard to port infrastructure, Sasa Wharf was under repair,
 
and most foreign vessels preferred, in any case, to dock at
 
TEFASCO wharf, since that port was considered to be more
 
efficient in terms of cargo handling. Sasa Wharf was being
 
rehabilitated, particularly in regard to improving the
 
condition of its container yard, and reefer plugs were being
 
installed at the port.
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16. 	 Trade between Manado, Indonesia and Mindanao was being

promoted, and 
this called for efficient port infrastructure.
 
A proposal had been submitted to the Philippine President to

build bonded warehouses at Davao to consolidate export

shipments from Mindanao and North Sulawesi destined for Europe

and Japan.
 

17. 	 The Chairman 
of the Regional Shippers Association likewise

noted the problem of lack of post-harvest facilities for agri
based commodities shipped out from Davao. 
Bananas for export

were mostly being loaded on Asia regional vessels attracted by

minimum cargo guarantees given by Del Monte. 
 Mango exports

going by air had to be transshipped at Manila, due to the lack
 
of a machine at the Davao airport to inspect the quality of
 
mangoes being shipped out.
 

18. 	 Shipping operators preferred accommodating pomelos to the
 
accommodation of bananas to Manila because of the very

perishable nature of the latter. To minimize spoilage losses
 
from shipping fresh fruits, the Fruit Growers Cooperative was
 
considering the development of a food-processing complex,

equipped with post-harvest facilities, on a 25-hectare site in
 
Davao City.
 

19. 	 It was also mentioned that there was a training vessel which

would be arriving from Europe and would be accommodating

shipments of fruits and vegetables to Manila or Cebu,

depending on the volumes 
of fruits and vegetables to be
 
shipped from Davao.
 

Likewise, there would be a new airline, 
Air 	Southeast of
 
Silangan Airways, Inc., which would be 
flying to Davao from
 
Manila and Cebu.
 

20. 	 The by-laws of 
the Davao Regional Shippers Association were
 
signed on February 4, 1994, and the primary objective of the
 
association was consolidate
to 	 both import and export

shipments. There was to be a Transport 
Summit of Mindanao
 
Transporters in April, 
1994, where problems concerning PPA,

Customs and 
the Davao airport would be discussed.
 

11. 	Another member of DCCI made reference to the Cabotage Law,

which includes a ruling that for interisland connections 
of
 
both exports and imports, only interisland vessels can carry

such cargoes, and hence, arbitrary rates were being charged.

Thus, Davao-based exporters were at a disadvantage and could
 
not compete with Manila-based exporters. This circumstance
 
limited the industrial potential of Davao, leaving it still 
as
 
a raw material producer.
 

22. 	 PTOPI was promoting the East ASEAN Convention, and discussing

the possibility of exporting products to Indonesia from Davao.
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The East ASEAN Growth Area which comprises Brunei, Indonesia,
 
Malaysia and the Philippines, would jointly work on 14
 
potential fields for cooperation, including: fisheries,
 
transport and shipping, human resources development, tourism,
 
trade and investment, agriculture and horticulture, energy
 
exploration, environmental protection and management, forestry
 
and timber products, natural resources, institutional
 
arrangements, and infrastructure network links and services.
 

23. 	 The Agribusiness Systems Assistance Program (ASAP) and the 
University of the Philippines (UP) at Los Banos, together with 
the Philippine Food Processors and Exporters Organization 
(PHILFOODEX), were looking into the possibility of minimizing
 
post-harvest losses (which were estimated at 15-18 percent).
 
Post-harvest losses resulted in an upward adjustment in prices
 
of food products, which in turn resulted in lowered per capita
 
consumption of fruits and vegetables.
 

24. 	 Further, the containers available for interisland transport
 
were mostly unrefrigerated. Although some containers were
 
designed to permit passive ventilation, their locations on
 
vessels, and on the piers, frequently resulted in very high
 
internal temperatures. The private sector should take the
 
lead in improving and mcdernizing post-harvest technoiogy and
 
facilities.
 

25. 	 The ASAP Coordinator in Davao indicated the following problems
 
as regards the existing port infrastructure and shipping
 
services: (a) delays in unloading cargoes were common; (b)
 
limited number of forklifts and other types handling
 
equipment; (c) bulk cargoes were not being efficiently
 
handled; and (d) the arrastre rates were high. Due to trade
 
imbalance, with exports greater than Imports, repositioning
 
costs were high, ranging from P1,200 to P1,500 per TEU.
 

26. 	 It was indicated that, even if there were ostensibly two
 
arrastre companies, these two companies had the same personnel
 
and their managements consisted of the same members. He noted
 
that the shipping lines were giving "secret discounts" to
 
shippers, and had not yet implemented cargo reclassification.
 
Only 	the multinational corporations were not affected, since
 
they had their own piers and vessels. Shipping lines were
 
increasing their refrigerated cargo capacity since they
 
recognized the potential for shipping processed meat, instead
 
of shipping live hogs, to Manila.
 

27. 	 Most of the vegetables and fruits were being shipped by airbus
 
of PAL (20-ton capacity). Nevertheless, during peak season,
 
most fruit consignments had to wait for 3 days to be shipped
 
because of the air cargo capacity constraints. Davao might
 
export cement, processed meat, feeds, fishery products and
 
coconut oil to Manado, Indonesia.
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2o. 	 The post-harvest facilities required for certain fruits 
and
 
vegetable& were being designed under the ASAP project, as 
was
 
the proper packaging for cutflowers. About 5,000 dozens of
 
cutf lowers were being shipped from Davao per week, comprising
 
mostly orchids and roses. There was a shortage of
 
telecommunication facilities which affected the agribusiness
 
potential of Davao. The MARINA should consider the
 
representation of shippers and not only shipping lines to
 
facilitate any favorable changes in service quality and
 
efficiency. (Subsequent to the LSRS 1994 interviews at Davao,
 
the Domestic Shipping Industry Consultative Council was formed
 
in Manila, with MARINA, CISO, SHIPPERCON and the Distribution
 
Management of Association of the Philippines as charter
 
members. Thus, MARINA is to be discussing the adequacy of
 
interisland shipping services with both the and the
users 

providers of such services on a regular basis.)
 

29. 	 The Department of Agriculture-Davao indicated that there was
 
an agency, the National Post-Harvest Institute for Research
 
and Extension (NAPHIRE), devoted solely to minimizing, if not
 
totally eliminating, the post-harvest losses of most
 
agricultural crops.
 

30. 	 For grain drying, mobile flash driers might be used. These
 
driers blow the grain clean and dry it at the same time.
 
However, the cost of drying corn with the flash drier is
 
higher, at P0.35 per kilo, as compared with the P0.20 cost of
 
using pavement drying, inclusive of labor cost. When labor
 
costs are excluded, pavement drying costs only about P0.05 per
 
kilo. NAPHIRE was making plans available for all types of
 
machinery, e.g. corn shellers and measuring devices, and also
 
was providing training for potential manufacturers.
 

31. 	 The Philippine Ports Authority (PPA) confirmed that there
 
would be 10 reefer plugs installed at the port of Sasa and
 
they were just awaiting delivery of the transformers in March
 
1994. The procurement of a transtainer for Sasa Wharf had
 
been 	cancelled. During March 1994, there was a problem in
 
berth allocation due to the repair of the old quay. TEFASCO
 
wharf was handling all the fertilizer and wood products,
 
because of lower trucking costs to that port. About 2-3
 
percent of foreign vessel calls to Philippine ports were being
 
handled at Sasa, and direct calls were from Hong Kong and
 
Japan.
 

32. 	 PPA indicated that there had been no complaints received in
 
regard to cargo-handling services at Sasa Wharf, since
 
shipping lines were receiving 35 percent rebates on the cargo
handling rates, due to the use by the cargo-handlers of
 
shipping line cargo-handling equipment.
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33. 	 FILPORT and DIPPSCOR were the two cargo-handling companies at
 
the port of Sasa, and they were handling both domestic and
 
foreign cargo. PPA's prescribed productivity rate was 250
 
bags per hour per gang. PPA was receiving about 12 percent of
 
arrastre income and each cargo-handler had a 10-year contract
 
with the option for PPA to terminate it.
 

34. 	 In March 1994, FILPORT owned 32 3.5-ton forklifts and Lwo 
larger forklifts (one 5-ton and one 6-ton) whi.le DIPPSCOR had 
a more limited number of forklifts, i.e., 12 3.5-ton forklifts 
and only one 5-ton forklift. The two operators also had. 
between them, 3 35-ton mobile cares, 2 15-ton mobile cranes, 
and 2 payloaders. The operators considered that the number of
 
forklifts was adequate for handling breakbulk cargo. 
The container productivity rate was 5-6 TEUs per hour and the 
target productivity rate was 0 TEUs per hour. The 
productivity rate depended on the hookside of the vessel. The
 
operators indicated that a holding area for hogs was needed in
 
the port.
 

35. 	 The vessels of William Lines and Aboitiz Shipping had reefer
 
plugs and refrigerated vans were plugged in at the container
 
yards of these companies, since the PPA port had not yet
 
installed reefer plugs, and still was awaiting delivery of the
 
transformer. The warehouse at the port was under lease
 
contract with PPA. The transit shed lease was P1,300 per sq.
 
meter.
 

36. 	 Grains were being containerized and there were no ventilated
 
vans for fruit shipments, such as bananas. Banana shipments
 
of export companies such as Tadeco, HBI and Ayaia, were mostly
 
shipped in cartons of 13 kgs., and were being shipped from the
 
private ports.
 

37. 	 Coal which was being imported from Malangas was being handled
 
by private ports, as well, and most of the cargoes riandled at
 
Sasa Wharf were fertilizer and construction materials.
 
Pilfer-age was no longer being experienced, since PPA security
 
service had gone on continuous 24-hour duty.
 

38. 	 FILPORT had indicated that Aboitiz Shipping Lines would be
 
launching another Superferry vessel in the Davao-Manila route
 
during 1994. The cargo-handling company was likewise serving
 
cargo vessels that operated the Davao-Zamboanga and Davao-

General Santos routes. Equipment modernization at the PPA
 
container yard should be given priority, considering that it
 
was possible that a foreign vessel would serve the Davao-

Singapore route.
 

39. 	 Philippine Airlines was providing passenger and cargo services
 
between Davao-Manila and Davao-Cebu, and the Davao airport was
 
being served by one 737 and one Airbus 300. There were a few
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international flights, namely, twice-weekly service to Manado,

Indonesia and charter flights to Hong Kong and Singapore from
 
Davao airport.
 

40. PHILEXPORT provided estimates of cargo sea shipment time and
 
cost from Davao in terms of US dollars:
 

Cost (US $) Duration
 

Davao - Cebu $ 424 
 2 days

Davao-.Manila 704 
 4-5 days

Davao-Mla-Tokyo/
 
Nagoya/Kobe 953 
 12 days


Davao-Manila-Singapore 853 
 10 days

Davao-Manila-Penang 953 12 days

Davao-Manila-Europe 1900 
 30 days

Davao-Manila-USA 3819 
 21 days
 

General Santos City (1994)
 

There were three corn grain shippers interviewed, a shipping

operator and a freight forwarder.
 

1. Solid Shipping Lines noted that the following shipping lines
 
were calling at the port of General Santos or Makar Wharf:
 
Aboitiz, William, Sulpicio, Lorenzo and Solid Shipping

Lines. Trans-Asia, which used to serve the General
 
Santos-Cebu route, had stopped its operation late in 1994. 
 In
 
March 1994, cargoes destined for Cebu from General Santos were
 
being shipped via Davao.
 

2. Trucking costs incurred from General Santos to Davao were 
as
 
follows:
 

P 6.00/kilo - minimum of 200 kilos 
2.50/kilo - for 2,000 kilos or over
 
2,250/trip - 1.5 tons minimum 

However, trucking rates depended on the weather condition.
 
During the rainy season, when travel time from General Santos
 
to Davao could take up to 5 hours, trucking rates increased
 
to as much as P8.50 per kilo. This was especially true when
 
trucks had to pass via Sultan Kudarat because the regular
 
route was impassable.
 

3. The discontinuance of Trans-Asia's operations to General
 
Santos did not affect directly the corn grain shippers,

because 90 percent of corn grains being shipped out of General
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Santos were destined for Manila, and not for Cebu.
 

4. 	 In terms of tonnage, corn had long been the largest single

commodity shipped through Makar Wharf. Corn shipments were
 
usually containerized (20-footers), with about 19 tons being
 
loaded into a container (380 sacks of 50 kilos each). Regular
 
corn grain shippers (so-called "bigtime" shippers) were being
 
provided with 10 to 20 20-footers per voyage, whereas small
 
shippers were assigned 10-foot vans or had to share 20-foot
 
vans with other shippers.
 

Shipment of corn in containers was resulting in losses of
 
about 4 percent, especially when corn was being shipped in
 
pure cargo and container vessels (which took longer than
 
passenger/cargo vessels to arrive at shipment destinations).
 
Average monthly shipments of big shippers were reaching 1,000
 
tons.
 

5. 	 Peak months for corn shipments were March to May and July to
 
September. The buying price of corn in General Santos was
 
P4.80-4.90 per kilo, while buying price in Manila was P5.20
 
per kilo.
 

6. 	 Corn grain shippers were paying all-in seafreight of P0.60 per
 
kilo. For Cebu, shippers were able to avail of trampers at a
 
service charge of P320 per ton.
 

The problems affecting the grains industry, in March 1994,
 
were: the lack of shipping capacity and the seasonality of
 
corn shipments; the government's import liberalization
 
program; and the regional production trends.
 

7. 	 Because of the limited storage and drying capacity in the
 
production areas, pronounced peaking of demand for shipping of
 
grains resulted. Before December 1993, when corn was being
 
charged Class C (Basic) tariffs, this commodity had been
 
unappealing to shipping lines. After it had been reclassified
 
into Class C cargo (the rates for which were 10 percent
 
higher), corn became a more attractive cargo. However, this
 
did not mean that shippers did not still experience shut-outs
 
during the peak season of shipment. Approximately 100 TEU's
 
were being shut out every peak season. Solid Shipping Lines,
 
however, noted that these shut-outs of corn consignments were
 
normally accommodated on the next vessel scheduled.
 

8. 	 Import liberalization of grains could wipe out the demand for
 
locally produced corn, as world corn prices were lower than
 
Philippine production costs.
 

9. 	 In general. the annual liner shipping capacity in General
 
Santos was just enough to serve annual demand. But because
 
most cargoes being shipped out were agricultural products,
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demand for vessel capacity was affected by seasonality
 
patterns.
 

10. 	 U-Freight noted 
that the growth of corn production was
 
largely dependent on the demand for livestock feeds, such that
 
livestock and poultry populations essentially represented the
 
demand for corn. U-Freight suggested that it was 
significant
 
to note that outbound shipments of live animals from the Makar
 
Wharf, and from Southern Mindanao for that matter, had
 
registered an increasing trend in the past several years.
 

11. 	 There was 
a corn-hog cycle in countries like the Philippines

that were self-sufficient in both of these commodities. When
 
corn production falls, prices increase, and it becomes more
 
profitable to market corn 
than 	to feed it to hogs, so hog

production declines; in the next phase, the increased 
corn
 
prices result in greater corn production, and the price of
 
corn falls. At the same time, the price of pork meat
 
increases due to the earlier decrease in hog produc-ion, so it
 
becomes more profitable to feed corn to hogs the to market
 
it. This cycle provides a potential substitutic, of one type

of outbound commodity for another at Makar Wharf.
 

12. 	 Sixty-five percent of livestock shipments were containerized,

while the rest were shipped out as breakbulk cargoes.

Although containers were preferred, a substantial portion of
 
livestock shipment was still being transported as breakbulk
 
cargo because of the lack of hog and cattle vans. 
Compounding

the lack of vans was the poor condition of the vans which were
 
available. Poor handling 
at the port was seen as the
 
principal cause of poor container condition, and high animal
 
weight losses and casualties were seen as the ultimate
 
consequence of the poor handling of containers.
 

13. 	 Further growth in cattle shipments was not foreseen. The
 
planned establishment of a P60 million 
nucleus cattle
 
fattening estate, with slaughterhouse, and the construction of
 
a P30 million abattoir for hogs, with a capacity for
 
slaughtering 200 hogs daily, were anticipated to change the
 
nature of interisland trade from trade in live animals 
to
 
trade in livestock products. 
 Live 	animal shipments would
 
definitely decrease, according to U-Freight, and the chilled
 
or frozen meat industry was expected to flourish.
 

14. 	 Makar Wharf was undergoing expansion, in 1994, which involved
 
the extension of the existing 561-meter wharf by an additional
 
151 meters and dredging to a depth of 12 meters, to
 
accommodate much vessels. included
larger 	 Also 
 in this
 
project was the construction of a 3.2 hectare container yard,

reefer facilities and a one-hectare livestock holding

terminal. (Although originally included in project design,

the livestock terminal was cut from the project, in 1994,
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because of a lack of interest on the part of principal
 
livestock shippers. It may also be, as U-Freight maintains.
 
that livestock shipments have begun a long-term decline, and
 
a holding terminal would be less useful in the future, than it
 
might have been in the past.)
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ATTACHMENT A
 

Arbitrary Charges (March 1993) on Southern Mindanao Exports
 
Requiring Transshipment at the Port of Manila
 

Arbitrary rates are charges on export shipments originating

from any regional port or outport which are transshipped at Manila,
 
with movement to Manila being either on board liner vessels of CISO
 
or on a foreign vessel which has to call at the port of Manila
 
before it goes to a foreign port. In other words, arbitrary rates
 
are charged for any "domestic leg" of an export shipment which
 
passes through the port of Manila before the shipment is brought
 
out of the country. Arbitrary charges of CISO operators are uniform
 
for all Mindanao and Visayan ports. It then follows that all
 
exports originating from any outport in Mindanao are charged
 
uniform arbitrary rates. A breakdown of the arbitrary charges

which existed in March 1993 is shown in Table A.4 for five sizes
 
and types of containers
 

- In Davao, the arbitrary rate charged for a 20-ft container 
from Davao to Hongkong via Manila was $570 (including
trucking, handling, empty repositioning from Manila and 
freight for Davao-Manila). On the other hand, a foreign
shipping line Filsov was charging shippers $550 from 
Davao-Manila which was lower by $20, compared with CISO rate.
 
Hence, shippers preferred to ship with Filsov whenever that
 
line had service available.
 

- According to shipping operators, they were charging arbitrary 
rates for export shipments via Manila in the amount of P13,200 
broken down as follows: 

Davao - Manila P6,660
 
Manila- Davao 2,680 (empty repositioning)
 
Trucking,handling,etc. 3,860
 

P13,200
 

The foreign shipping agent usually charged the shipper
 
$550-600/van (P13,750-P15,000), higher by P550-Pl,800, as
 
compared with CISO rates.
 

Arbitrary charges are based on the type of cargo shipped.

CISO charged about P13,310 for a 20-foot FCL to Manila from
 
Davao and P3,500 for the repositioning of the empty foreign
 
van from Manila. For a 40-foot van, freight from Davao to
 
Manila was P19,010, and P7,000 for repositioning from Manila.
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Table A-4 

ArbitraryCharges for Export Shipments
 
Originating from Mindanao Ports, March 1993
 

lEmpty (a) 

Freight only _3,580 
Auxil iary 

Local arrastre-origin 
Local arrastre-destination 

Drayage-ani.la .850 

Sub-total 


Total through-move 

Loaded (b),,._-
Freight only 
Aimiliary 

Arrastre-SH/MICT 
Wharfage-SH/MICT 
Drayage-Manila __ 

Brokerage 


Local arrastre-destination 
Local wharfage-destm-ation 

Total Auxiliary 
Total through-move 

ARBTITRA Y CHARGE (a + b) 

(in pesos) 

Container sizes & tpe ,. 

20-ft 40-ft [ 45-ft 20-ft reefer J 40-ft-reefer .... -. ..
 
........ 7,170 7,885 6,825 
 13,650 

163 327 -- 367 163 327 
163 327 367 163 327 

1,200 1,300 850 1,200 
1:176 1,854 2,034 1,175 1,854 
4.756 9,024 9,919 8,000 15,504 

6,660 13,310 14,645 12,680 25,355 

882 2,025 2,025 882 2,025 
120 301 353 200 301 

1,250 1,600 1,800 1,250 1,600 
350 350 350 350 350
 
408 816 918 
 408 816 
26 39 46 26 39 

3,116 5,131 5,490 3,115 5,130 
9.776 18,441 20,135 15,795 30,485 

14.532 27,465 30,054 23,795 45,989 

Source: CISO Operators (Mindanat 

http:Drayage-ani.la


Davao arbitrary rate charges, as given by a foreign shipping
 

line, were as follows:
 

20-ft container 40-ft container
 

Davao - North Amer. $735 (P19,625) $1,165 (P29,125)
 
Davao - Europe 661 (P16,525) 1,235 (P30,875)
 

The activated carbon and coco charcoal exporters in Davao were
 
complaining of the high cost of shipping of their exports to
 
Japan via Manila. They used to ship on a Maersk Line vessel
 
from General Santos for Shimizu, Japan and they were charged
 
$1,300/40-ft van. However, due to a fire accident caused by

the combustibility of their cargo, Maersk stopped shipping

their cargoes. In March 1994, the activated carbon exporters
 
had to tranship their container vans at Manila on CISO vessels
 
and transfer the vans from the North Harbor to the K-Line
 
vessel in the MICT.
 

They had to pay $1,650 per 40-ft van to K-Line, which included
 
the following: empty repositioning from Manila of the empty
 
foreign van, trucking, handling, freight from Davao to Manila,
 
and trucking from the Manila North Harbor to the South Harbor
 
or the MICT.
 

In this way, they shouldered additional cost of $350/40
footer, or P8,750 (as compaied to cost of direct services).
 
The coco charcoal industry was shouldering $420,000/year based
 
on an average shipment of 100 vans per month ($350/40-ft van
 
x 100 40-ft vans/mo. x 12 months).
 

In addition to the direct cost of shipping via Manila was the
 
cost of shipment delays due to engine trouble or deiayed
 
departure of CISO vessels (from 3 days to a maximum of 7 days

delay). If the domestic carrier arrived in Manila North
 
Harbor late, the foreign van destined for the export market
 
would then be too late for accommodation by the foreign
 
shipping line, since the foreign vessels generally left on
 
time. The container van therefore had to wait for the next
 
foreign vessel, to the disadvantage of the regional exporter.
 

The only domestic line that was directly unloading foreign
 
container vans at the MICT, in 1993, was Aboitiz Shipping
 
Lines, which reduced the likelihood of delay in the transfer
 
of foreign vans from the Manila North Harbor to MICT or South
 
Harbor, and this was to the advantage of the shipper. Aboitiz
 
Shipping Lines said that they preferred to ship at the MICT
 
because of the efficient handling there, which eliminated the
 
damage to both domestic and foreign vans. The arrastre rates
 
at the MICT were relatively high, however, viz., P1,000/20-ft
 
van. The charge was inclusive of equipment fuel, etc., as
 
compared to P138/20-ft van in Manila North Harbor, where
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Aboitiz utilized its own equipment, labor, etc.
 

In General Santos, the arbitrary rate charge on canned tuna
 
export shipments transshipped at Manila and then at Singapore
 
for onward shipment to Hamburg, Germany was as follows:
 

General Santos-Singapore :
 

Empty Repositioning from Manila : P4,755/20-ft container
 
Through-move, Gen.Santos-Manila : 9,775
 
(includes trucking & handling)
 

TOTAL P14,530
 
OR $ 615
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Atachment B 

Schedule ofRestructured Cargo Handling Rates
 
For Domestic Cargoes at Southern Mindanao Ports, 1993
 

CARGO HANDLING 

RAIES FOR FJALLEIIZV. 
CARGOES 

BAIS 

PORTS OF DAVAO 
nM'sTTC FOR XTVN 

Arraulre Stev. Anastre Stev. 

GEN. SANrOS 

Arrestre Stev. 

. . 

POLLOC 

Arrastre Stev. 

. . 

- 0IonPsbueCormournItes Rev. Ton "-33.80-' 7.!!---- ...... ..... 27.8"-".. 85-..... 22.80"..... 7.3 

2. Prime Conunofdles 

2.1 Rice 
2- Congrits 
2.3 Sugar 
24 Milk 
2.5 C dFish 
2.6 School Supplies 
2.7 Fresh Egp 
2.8 Edible Oil 
2.9 Dressed Eggs 

Rev. Tow 
Rev. Ton 
Rev. Ton 
Rev. Ton 
Rev. Ton 
Rev. Ton' 

Rev. Ton 
Rev. Ton 
Rev. Ton 

20.20 
20.20 
24.95 
33.80 
33.80 
30.55 
26.60 
29.65 

6.90 
6.90 
6.90 
6.90 
6.90 
6.90 
6.90 
6.90 

_ 

23.50 
22.25 
27.85 
27.85 
27.5 
27.85. 

27.85 
27.85 

.75 
7.73 
7.75 
7.75 
7.75 
7.75 

7.75 
7.75 

14.43 
16.20 
22.80 
22.80 
22.80 
22 " 
2130 
22.80 
22.80 

6.6 
6.63 
6.65 
6.65 
6.63 
.65 

6.65 
6.65 
6.65 

3. Brekbulk, bulk (cargoes In 
bag, sacks, crates, boxes 
cases. dnnn and other loose 
cargoes) 

I 

Rev. Ton 19.80 28.80 

B. VEHICLES Rev. Ton 23.00 8.50 

C. UVE AN1MALS 
1. Lage (caabno, cattle, 

hones and the likes Per Head 25.65 8.50 

2. Small (bop,gods, & 
the like Per Head 3.60 1.70 

D. LUMBER 1000 Bd. 
Cmeter 

61.55 15.80 43.50 
19.80 

63A5 
28.80 

45.95 3 1.20 84.65 15.30 

E. HEAVY IFr 
3 tonsand over 
5 to I5 tons 
Over 15 to 20 tons 
Over 20 tons 

Metric Tom 
Metric Tons 
Metric Tons 

Metric Tons 

58.50 

73.20 
85.10 

8.50 
8.50 
8.50 

F. BULK CARGO MericTons 

G. DANGEROUS CARGO Rev. Ton 

H. IRON &STEEL 32.10 7.35 

CARGO hLANDLING RATES FOR 
NON-PALLETIZED CARGOES 

A. GENERAL CARGO 
1. Non-Prime Cnmmodities 

2.P, me Commodities 
Rev. Ton 43.40 10.70 30.90 1.80 29.30 

2.1 Rice 
2.2 Cowgrits 

2.3 sums 

Rev. Ton 
Rev. Ton 

Rev. Ton 

25.90 
25.90 

32.05 

9.70 
9.70 

9.701 9.40 

30.90 
30.90 

30.90 

10.80 18.88 
20.75 

29.30 

9.40 
9.40 

9.40 
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Attachment B 
(Contmed) 

Schedule of Restructured Cargo Handling Rates
 
For Domestic Cargoes at Southern Mindanao Ports, 1993
 

DOMESTIC FOREIGN _ _ 

______Rev,_ _ __q .0.70 4 ___.109.2.3 ed Fish To4 J 3 4. 9.70 __-_-0 9.30. 9.40 
__ -______ __-, , - % --.oo__-____,,__ L . :o 9.,T,.70 29.90{ _29t.. __ - _. _ 

2. rs WRmTn3.5 9.70 9.029.3012.8 MI. 0I Rev.Ton 38.05 9.70 29 949.40, 
..........
.......... 
 .............. .. ....
.... I..............
 

. " reakbulR.2goeen 1. 9..............
 
~~~~...1.......3. ....-.. ....-.-.---- ~. ......~*-~*--...
- ------- ...............
. . ------ ... T.............
 

... .. ................ .
..VH C ..E ............. 


............ ........ .....-...... - . . .. ..........
. ...... ------- --... [...- - ..............
 

........-.... - --.
. - --


the-ike .. PerHead 3 2.15 _ _40 .. 3.5 .
... :' ...-..... . --lo W s.~ o 4 - 4l., . , 

_ _ 1()kd.__ _ __ lowi 79.00 22.301 55.80 89.60 23U.101 54.01 ITU 16 

CIL. M er I- . . . . . 25.40 40.70 _ _ __T-21.60 

..E. IE...... . .. .. ...-..- . ..-... .. .... L............ ........................... ... ....M ... . ...5113...5..0...S................ .................
....... .. er . . . . . ,a........

....5 ind U - :£ .- Z 5 .. ... .


_sWiston Metrics s 


...IftoLns. . t u£over ._-_ ...K . Mei Tong 1±.30l -_1.70 ............. .. .......... 
Over I5 to 20 tons metric Tn!!_ "/o I ,.lT ons 1 1 137.90 165.40 73.43 8.25 63.65 iO.40 

...................
. v... ..-.. 
 -.. ......... .......
.................. ........ ......
 
...............
I . - .. T................................
 .. .........
............
......... ..... ..-. - .--.-..-.-.... "..........
 

"- .......... .. -.. -.. -01-9, ...-....... ...... .I. . .
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Atlcwmcn B 

Schedule of Restructured Cargo Handling Rates
 
For Domestic Cargoes at Southern Mindanao Ports, 1993
 

PORTS OF DAVAO GFN13UL 6'Tro5 
DOMESTIC OR.EIGN 

BASIS AR TRE 
ARAASTRE r71 M er Rev. Ton TVE ARABTRE STEM 

..... _______Loead ORING Loaed F ORIN L-d En" DORING 
IM CON'TALNE'RUE.D CARGOD 

b..c n ohaw ler fi lam 

10 foot; dbeow  per box 1 115.50 55.70 67.45 W3.7 35.85 168.65 50.65 67.45 
- Oveir 10 to 20 footer pr box 37L.00 145.25 112.43 33.70 35.95 337.25 L .475 112.45 

Ov.._20._ 35_fpootr box 649.30 259.75 1t2.45 33.70 35.85 5,
Over 35 to 40 foot per box 742.00 296.90 112.45 35.853.0 674.55 269.90 112.45 

Il--~-------_ __ _ _ - _ _ 

Fullnnwer Load ox 

_ 

- 7-.541.040V 

100 footer box-per M-15 419.10 464-50 

_ShfLtnx chwwe of cutaners___ 

WThere cup~ hzndlr equipmai-l_i.-no t utii ed, or "hw e FCL . . . -
cootnlnaa_ rc dkr-cly Ioadcd 

onto or unloaded chasis 
theioy faqukinjA gofhef 

_ _ _ _ 

_ 0 foot & below per box 120.60 36.20 67.45 200.50 160.45 109.65 32.90 67.45 

Over 1 to 20_ foote 

Over 20 to 35 loote 
Over_3to 4foou 

per box 

per box 
per box 

241.20 

422.00 
428.30 

9 45 

168.80 
192.95 

12.45 

112.45 
112.45 

240.55 

350.85 
400.95 

W.45 

280.70 
320.85 

219.25 

383.65 
43&45 

7.7U 

153.45 
173.40 

112.45 

112.45 
112.43 

LasConaw Lod UM)f-
-_ - - .--

1W/20 footer 

35 foot" ~prbo 
pr box 590.10 

1,.3 
251.40 

419.10 40630 
-1 

40 foterper box _ ____1,1,W.5 419.10 464.50 
shm of-... 

wkblO the same bat-h or fom 
- . 

-

-------....... au Yc...........
 

-- 0tz0 footer - - pe box .. . . .322.25 2".55 -.-.-.. 

35 foo(ter pe box 628.75 42825
40 foota perbo- 6.75 00.20 

3f1Pp*8tuffnx chrnxm ____ Contaa t ua s~p
udan a pply katepd the .ksIP 16.6 W". 

charuem (on c s) sWd Iif-off - P277.85/ 
arply, 0tneI ocu226Wt 
O.pfJ above Pmcbedwe _ 

__, ______ c P370.45/ con aim- not pt, 
Stripin hrecutoordfin.. _&W be.il - aead the reguar or __,- , =a- (on c,,,tab) s.satesto b,chn=p aglu R,-h,,,rKqp 259 appl,4 d ftl aw.,shipph*coo.o (w goods~~ 

_ _F0040 ----praog 
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A.R TIE ST-
Lded4 Empty DORIN 

. . 

195.80 55.701 . i 

371.00 A48.25 i1, 

693.15112.45 _. . _ 

742.00 - . 00.. 112.45 

V--

. 

_ _ 

120. 36.20 67.45 

2 0128 96.45 112.45 

422.00 1W8.80 112.45 
482.30 192.95 112.45 

......................
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PORT OF SASA, DAVAO
 

Old transit shed at the port. 

Cargoes at the apron awaiting for loading. 
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ANNEX B 

MINDANAO PASSENGER SURVEY RESULTS
 

Surveys of passengers were conducted at 
the Southern Mindanao
 ports of Davao, General Santos and Polloc in 
March 1993, and
additional surveys 
were conducted, during 1994, of 
the 	routes
between Southern Mindanao 
and Manila. During September 1993 and

February 1994, the LSRS conducted surveys 
of five routes serving
the Mindanao ports of Surigao, Nasipit, Cagayan de Oro, Iligan and
Ozamis. 
Table B.1 indicates the schedule of all Mindanao passenger

surveys undertaken by the LSRS, and the vessels which were surveyed
 
on each of the selected routes.
 

Questions asked of passengers for 
the purposes of evaluating

the services being provided included the following:
 

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

- Degree of cleanliness and the air comfort levels of seating
and sleeping areas. 

W 	 Adequacy of maintenance and cleanliness of toilets and washing
facilities on board the vessel.
 

M 	 Degree of comfort and cleanliness of eating areas on board thevessel, and adequacy/quality of meals, meal service and
 
supplies of drinking water.
 

W 	 Degree of comfort and cleanliness of waiting area beforeboarding the vessel, 
and adequacy of the boarding prccess.
 

-	 Extent to which baggage security might be considered to
 
constitute a problem.
 

- Adequacy of the operator's space reservation system, from the
standpoints of convenience of booking, and assurance that once
 
space 
is booked it will be provided, i.e., avoidance of
 
overbooking.
 

-	 The perceived attitude of the operator's management toward
 
passenger service quality.
 

- The degree of efficiency of 
the operator's shore-based staff

and the vessel crew, and 
their attitudes toward passengers.
 



W The sufficiency and convenience of services on 
the route. 

W The extent to which the operator and the vessel adhere to the 
service schedule. 

- The speed of services. 

- The extent to which services have improved over the past 
period of two years.
 

Results of the surveys of passenger services being provided to
 
ports of Southern Mindanao and the Mindanao north coast are
 
presented in Tables B.2 through B.168 of this annex, and the
 
principal findings are identified and discussed in Chapter 4 of
 
this report volume. The tables that apply to each of the eight
 
surveyed routes are:
 

W Cagayan de Oro - Manila (B.2 through B.18)
 

W Iligan - Manila (B.19 through B.34)
 

- Ozamis - Manila (B.35 through B.52)
 

- Nasipit - Manila (B.53 through B.68)
 

- Surigao - Manila (B.69 through B.86)
 

- Davao - Manila (B.87 through B.118)
 

- General Santos-Iloilo-Manila (B.119 through B.134)
 

- Polloc-Iloilo-Manila (B 135 through B.168)
 



TABLE B.1
 

Schedule of Vessel Surveys
 
and Number of Passengers Interviewed
 

Routes Name of Sample 
Date of Interview Vessel/Company 1st 2nd 3rd Total 

Manila - Cagayan de Oro 
09/24/93 
09/23/93 

Sta. Ana/NN 
Superferry 2/ASL 

21 
4 

12 
9 

14 
37 

47 
50 

Sub-total : Manila - Cagayan de Oro 25 21 51 97 

Manila - Iligan 
09/21/93 
09/21/93 

Misamis Occidental/WLI 
Ozamis Occidental/WLI 

-
9 

-
7 

19 
30 

19 
46 

Sub-total : Manila - Iligan 9 7 49 65 

Manila - Ozamis 
02/23/94 Iloilo Princess/SLI 22 15 38 75 
02/18 & 21/94 Tacloban City/WLI 14 - 67 81 

Sub-total : Manila - Ozamis 36 15 105 156 

Manila - Nasipit 
02/22/94 Our Lady of Lourdes/CGL 11 3 77 91 

Manila - Surigao
02/21 & 28/94 Superferry II/ASL 13 18 14 45 
02/20/94 Filipina Princess/SLI 52 1 17 70 

Sub-total Manila - Surigao 65 19 31 115 

Davao - Manila 
3/1/93 & 9/23/93 Maynilad/WLI 6 24 13 43 
03/03/93 Manila Princess/SLI 3 14 57 74 
02/21/94 Superferry II/ASL - - 7 7 
02/20/94 Filipina Princess/SLI - 2 3 5 

Sub-total Davao - Manila 9 40 80 129 

Gen. Santos - Iloilo - Manila 
03/13/93 Zamboanga/WLI 21 19 33 73 
03/14/93 Wilcon 4/WLI - - 42 42 

Sub-total : Gen. Santos - Iloilo -
Manila 21 19 75 115 

3 



Polloc - Iloilo - Manila 
03/16/93 Cotabato Princess/SLI 20 14 64 98 
03/15/93 Zamboanga/WLI 8 28 65 101 
09/24/94 Superferry 3/ASL 9 16 18 43 

Sub-total 	: Polloc - Iloilo - Manila 37 58 147 242
 

Total 	 213 182 615 1,010
 

Note : 	 NN (Negros Navigation), ASL (Aboitiz Shipping Lines), WLI (Willia
 
Lines), SLI (Sulpicio Shipping Lines), CGL (Carlos A. Gothon
 
Lines).
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MANILA - CAGAYAN DE ORO ROUTE
 

TABLE B.2 

PURPOSE OF TRAVEL 

-:FT::SCN aV . TOTALSFT.RRYZ ON. .......
NDT~P..............
....................................................
S .
........... hR 
 IS SCN h
c~.ssa.As~: ~ C'~6sCLASS A CLASS TOT-AS. SflAAE: :(MA9: :CLAsso CZAS.r)ASf1E2 4 1 7 15 -1 1 2 2 4 2 8 8 ec 1 - 1 2 1 1 2 1 1 2 2 

F y alr 1 3 3 7 is 1 5 6 12 1 4 8 13 13School brca/hobdzy 2 1 3 6 2 1 3 3 
ovca iea 3 2 5 10Vacioi (nci-stuea) 3 4 7 3 2 S S15 2 4 7 13 26 5 4 2D 2_

1__ 2 34 8 4 5 5
 
Otfhfab dorated 3 3 1 7 15 1 1 1 3 6 4 4 2 10 10 
Otb .a..p. _8 1 4 13 28 1 15 16 32 9 1 19 29 30 

Nose~1 _ _1 2, __ IF 1 21_ _ 1 1 2 2Total 211 12 14 47 10D 4 9 37 50 100 251 21 51 97 1001 

TABLE B.3 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

i iii -i5:: *::: : ::H:a: .:i! : ! t - LA i :::: SHAR AS : ::::::: ":TA k::::TOTA : : :Ciq :C : : : . ~
SMo-,i 1 1 2 4 1 1 2 1 23 3 
1-3 f= ayear 8 5 12 25 53 2 S 23 30 60 10 10 35 55 57 
4-6b~n 2 w1 3 21 is 32 1 1 4 6 12 1 1 27-lo~mes r 2 2 4 9 2 2...2. 4 4 

o w. .. 1 ... 2 1 2 10 13 26 1 3 10 14 14 
rota 21 12 14 47 10 4 9 37 50 ID0 25 21 51 97 100 

TABLE 1.4 

CLEANLINESS OF YOUR SEATING/SLEEPING AREA 
AT THE START OF THE VOYAGE 

:: : ..:::.. : : : : : : : : : : : : : : : ::. :: : ::: : : :: : : : : : . . . . . , . . . . . . ... . . . . . . . ..: 
 . . . . . . . . . . ... . . .. . .. . . . . . . . . . ...
 
.-. -- :--. - - . -.........
 

ay cumn 13 3 16 34 3S'idc"o 7 9 19 38 16 7 12 35 368 11 $ 27 57 1 24 7 54 9 13 32 54 561e1 3 4 9 3 3 6NO ma-Ce 1 6 7 71 1 2 1Total 21 12 1.4 47 1 1100 -- 4 -9 37 50 1001 25 21 51 97 100 

-C.4 

http:c~.ssa.As


TABLEB.5 

AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA 

-..... ......... X 

AT.......M _ : I ...... 

... 

co:JC 

UPEC 

':.M.W -*.* am$T S CO 

..... 

~1 
.. ... 

V__CIj_. ,i,- {Ie 

s ty3 
Not comf-t A.
Unacceptbbe 

p 
__________ 

18 

_.. 

_ 

.... 
1 

12 

7 

6 
1 

. 
4 

14 

25 

18 
2 

2 
47 

,3 

4 

4 
100 

2 

2 

4 9 

5 

4 

10 

24 

2_12__
211 

37 

17 

30 

50 

34 

60 

2 
100 

2[ 

5E 
2 

5 

1 
1 

2
-21 

117 

30 
2 
1__2__' 

51 

42 

48 
2 

97 

43 

4 
2 

100 

c -Q & wd akzied 
.g-z ._. . . 

U__ _ty_1 

Toal 

. . 

TABLE BI 

CLEANLINESS AND MAINTENANCE OF TOILET 
AND VASHING FACILITIES DURING THE VOYAGE 

--------------. ..... ..... ........... ...". . . . . . . . . . . . . .. . . . . .. . . .........i:i~iii.....~~ii! .!.... .... ..i ... : :. 
:C~LiS ~ &$ : i- iI~Ai E S & (iAiS:........ ~ CLAS& 

12 3 15 32 2 7. . 10 19 38 14 
_8 4 7 19 40 2 2 22 26 52 10 

7 4 12 25 4 4 8 1 
1 1 21 - 221 12 14 471 10 4 9 3 50 100 25 

Or". . .. . . ."... . . .- -.--....... 
.. . .. .. ..'..$. i~ LA .': X :fli~i.':: 

7 13 34 3S 
6 29 45 46 

7 8 16 16 
1 1 2 221 51 o100 

CA 
TABLE B.7 

ADEQUACY OF ON-BOARD DRINKINGWATER AVAILABILITY 

__________ 10 1 3 14 30 1 ____ 9 15 30 11) 5 12 29 30 

___d,,! _--e 

Do3n ~kw 

T t 

.. 

-. 

.... 

2 

21 

2 

2 

121 

_ _ _ 

3 

14 

4. 

7 

47 

4 

15-

100 

_:_ 

__ 

4 

___ 

9 

1 

37 

__ 

50 

2 

100 

21 

2 

25 ~ 

2 

2 

21 

1...___. 

3 7 7 

51 *97 TOO 

TABLE B.$ 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

- 10 __-____ 13 28 2 . 61 13 21] 42 12 6 1t4 34f 351 
Unsatifactory 1 3 2 6 13 __ _ _J_ _ _ _ _1 3 2T 6' 
No --..... ... ... .. . 
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TABLE B.9 

MEALS AND MEAL SERVICE ON BOARD 
. - . .. . . - .- 'TA- r .S...  ± . TOTPlrr..RV. 

.-..ir.•e.rAS. D• . " . ... 
. -.

ARE ::CLASS.-
.

CLASS 
. 

CLS" O L"Xt:. ..... .. CLASS 
SECONPI 
1 CLASS 

TI . 
CLASS 

. 
T..OTAL S ..... 

E=;elea 
sdisactozy 

_12 
7 

-
4 11 

12 
22 

26 
47 

2 
2 

5___ 
1 

12 
17 

19_ 
20 

38 
40 

14 
9 5 

5 __ 1 
28 

31 
42 

3 
43 

Unsasactorv
No ,st 

TMW 
Meal 

1___ 
1 

21 

6 
2 

12 -14 

2 
1 

9 
4 

47 

19 
9 

100 41 

1______ 
2 

9117 

4____1 
4 6412__45 

501 101 
_ _ 10 

1 

2 

7 

1-1 

6 
_ 

14 
11 
9797 

14 

10100 
ExceUentssat ory 133 4 10 1317 283 22 42 1113 1719 348s 13 4 1125 3036 313 

No5wu
Total . 

U2c-. .. -6... ..-2 
2 2l 12 14 

9 
47 

1' 
19 
100 4 

1 
291 -2-3716 

9 11
50 

22
100 

5
2.__ 

7 
4

21 __ 

4 
11 

_ _1 

11 

20 
_ 

11 

21
0 

TABLEB.1D
 

VESSEL OPEN AREAS FOR PASSENGERS 

......... 
 ...
..........
 
. .
.............. ... 
.. . . .. . . . .. 
 . . . . . .. 
 ... .. -- TOT L . 

..
.. ..........
 .........
ExceliL= 8 _ _2 10 21 3 ....3 12 18 36 11 3 14Salfshccx 28 297 10 28 60 1 4 22 27ITT 54 12 -11 32345 .. . . . 3 - -55- "- -- - 57de 
 1 4 2 7 131unaccq bl!e1 __ 1 2 1 5 2211 8 81 
1
No-
 a .1 J- i-Total 21 21 - - 1 312 141 47 0 4 3 29 371 3 3
23 21 51 97 100 

TABLE B.11 

WAITING AREA BEFORE BOARDING,
 
IN TERMS OF COMFORT AND CLEAINESS
 

______________ M..... ........ 
 . . . . . . .... _ 

E-- t 
 10 2 12 2 
 1 . .. . 7 . .13-.
 11 " 9 2 
 . 26
 

Saifictarv 37 64 72 11 23 3 318$ 38 234 294 588 103 76 306 47 451 15U. p. .ne. 2 24. . '9 1 1 2 _ 2 3 3 -- SLE ao 1 1 2 4 1 2 3 6 1 1 3 5 2 
Toacetibl 2 12 142 1 0 9 371 1 0 2 3 
 2 31 7 10
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TABLE .12 

BOARDING PROCESS 

.. . .2:--

Iafic 

8aw3y - -N o mura'w 

Total 

-

9 

1 

21 

- -

6 

4; 

12 

-3 

8 

3 

141 

15 

23 

8 

47 

32 

49 

17 

1I00 

2 

2 

1 

4 

4 

4 

9 

1 

22 

21 

37 

17 

28 

22 

50 

34 

56 

4 

1001 

12 

11 

1 

21 

6 

10 

n 

14 

30 

5, 

511 

3 

51 

OJ4 

971 

33 

53 

10 

100J 

TABLE .13 

BAGGAGE SECURIY ON BOARD THE VESSEL 

Exew .F r9 

---- ~-----~----------.-

7 1 37 1!30 2_ 2-4 2 s._3 11"2---1 

_ 

12... '52--

2 . 

36--..-

.4. 

916 612 14 2928 56 

...............3 
3058 

3 

03 

TOtal 21 12 14-ySAA...........................
FIRST SECOND'IXIRD 

_ _ _ _ _ .. . . . . .. 

47 100 4 9 37 30 

TABLE B.14 

ANY BAGGAGE LOSSES FOR THIS ROUTE 

&....... . R E T 
F[Rr~~~..............FRT 

_ _ _._ 

1003 
_.__ 

_ _ 25_ 21
EON 

_ _ 

S1
K1I 

. _ _. 

97 10 

Poor 

No answer 
Total 

21 

21 

1 

1 

12 

3e__ 

14 

14 

11 

46 

47 

2 

98 

100 

2___ 

3 

4 

6 

3 

9 

1_ 

321 

34 

37 

-is-

10 

40 

50 

36___ 

80 

1001 

1 

24 

25 

1 
6 

14 

211 

___ 

3 

48 

51 

1 
10 

86 

97 

1 
10 

100 



TABLE B.15 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

MV GTA. ANA 
W.::a'.:p~yTOTAL, 

CLASMCLASSCLAT A . SASs CLASS CLASS :TOAL s i--" - .CLASS.: CLASS]. . CLASS: TOTAL...Cleralence ofBooklng_-

de t 21 1 __ 47 18Siisfctoy _ 1 
-- 3J 14 [ 27 4 1 9 1 23 4 43 2 3Difficult 1 _ 6- 17 22 44 13 2 426 -- 13 - 247 3___ 5___ 10 1 - 6~ 3 l s. 19Unacceptable 1 2 1 13 ...No answa 2 24 1 3 8 171 61 8 16 4J 3Totsd 21 12 14 47 

16 T6
100 4 371 100 23JScul of Boaking:___ sii 97, 100
 

Ezcdlei _ 7 
 7 13 1 221 7 4 19 
____c~ 6- 3 __5 16 34 2 3 is 23 46 8 B 23 315 40 

TABLE B.1 6;
RATING OF MANAGEMENT AND STAFF 

............. 
 . S Pl:JK RY: :x L...... .........
!:!
 

- ifict 15 
nsa edw l 

5 1 5_ _ _4 4 1 __17
10fla 3 16 22. 1 261 

No u~t 14 1 17 32 2 2 9 15 30 15

V 
10 30 3 

or . . . . . . .. 6 3 - 9 20 43 __ _.. 3- 3 1 23 46 - 9 8 "_643 44 
__a_____ U5 --- --- 1 23 8 pa~ 17 3 3 6iRcelleirg 

-_ 

5 __2 3 S- 11 3 8 82 2_3 4 _ _ 5 7_ 7TotalNovmr1 2 12No ----------- 2 14 473 --1006 . ..4. 9. 374------------ 1 8 509 10018 1 21 51 97----- 3----- 3 12 00No~.22 4 1--- 1212 14 - 47 100-VeelcwRAT pAenger 4 9___ 37 - 5D 1000_TOWa 25j 21_______ 97~OFMAto T&ANSdencyA 0
 

s-aiacim 1_3 _____1
7 12 234i1 511 3 3 1014 22 40 16 1 467 3 47 



TABLE B.17 

RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED 

............o~ .. .I~.....T........% IST~E O l T fl ...... 

samdit Mud CoEneUbe 
Ecu --t 

-----------------------

GeacallygoodFar 

V 
Very poor 

Dot1hMvi..w 
No answcr 

o Towta 

Adherence to Sdbtede.R~efab2XT. 
Exenffd 

GwazUf good 

_ 

-- - 6[ 
-----------

14 

~__ 
.1 .. 

21 

____ ____ 

7 
13 

1 2 9 
- . . ---2 

S 6 254 3 7 
3 3 

1 
2 2 

121 14 
1 47 

____ ____ 

-1 . 
5 5 29 

--

1 

1 

____ 

19
s3 --
535 

6 

2 
4 

00 

____ 

17 
62 

3 

1 

4 

2 

1 

64 
11 

___ 

1 
91 

5 

3 

15 
_. 

75 

_ 

2 
8 . 

37 

13 
9 

24 
_... 

96 

____-
2 
9

501 

20 

13 

451--

is 112 

____ 
4 
$3-

1,0 

40 

26 

9
5 

5I 

251 

9 

14 

_ 

7 
_-

65 

21 

6 

11 

_ 

17 33 
_ 3_ 

13 34F$ 13 

i 

3 3 

2 
a --- 11--1 

-511 971 

13 22 

17 42 

34 

35113 

1 
3 

3 

100 

29 

43 

Donthive w 
No awwa 

Total 
serIMSpec& 

Fast - -

Sa. actoty- fow3 
-------------------

No w.t 

Total -

__5. -

1 
21 

- 1I j 
- - -

-_ -_ -_- - - -
21_ 

1 
2 

12 

4 

-_ _--_ 

1v 

-_ -_-
121 

1 
--- 3 

14 47 

2 14 

11 271 1 419 
- --34 

_ 1 

_14 47 

22 
5 

100 

301 
57 

9~ 
2 

2
100 

41 

3 

1 

-4 
4 

-

1 

9 

5 

21 

9 

-_ 

-

10 
37 

11 

1611; 
-

37 

11 

50 

19 
1912' 

- -

291 

50 

_ 6 

6 
22 

1,0 

38 

34' 
-

_ 

1,0 

- -_ _ _ 

1 1 
1 3 

25 21 

11 9 
13 1 41 

_ 4_21 - 2 

25- 21 

- 9 -9_I-_ _ 

2 4 
10 1421 97 

13 331 

-6
1 

$ 10 

D1 
51 97 

_ 

4 
14 

100 

34 

76__ 61 
6--

1 

_
1001 

TABLE &19 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

...... !!I'I iii.......................... ..-.. .. '. " 
•. -.. :.,-: :..OTAL. .:siAuRE* *:.S .:. 

... . 

Q.A3~s.::: . :s 

.::.---

:::{ :S..... ..... :s:. 

..... ..:.-

: 

u.. 

: : i . 

Hae not kaveleld siroin before 
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Senicesre kss goodnow 
Savicer have coosidealtb improved 
Srvice stmdards luve not cha d e 
Camot e =ide hmSe 

No -swer 

Total 
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1 
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1_ 
5 _ 

21 

3 

5___ 

1 
2 

-3 13 

1 

12 

4 

3 

1 
5 

1 

14 

S 

1._9 

1 
7 
7 

2 

47 

17 

40 ---

2 
15 

15 --

6 

4--

100 

2 

. . 

1 

4 

1 

__ 

4 

2 

13 16 

7___ 9 

"---

4 9 
4 6 

2 

7 8 
37_ 50 

_ 

32 

1t 

1 
12 

16 
100 

3 

12 

1 
6 

25 
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6 

5 

41 

2 
21 

17 

10 

5 

9 

2 

8 
51 

24 

28 

1 
16 
13 

5 

10 
97 

25 

29 

1 
16 
13 
5 

10 
100 
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MANILA - ,LIGANROUTE
 

TABLE B.] 9
 

PURPOSE OF TRAVEL 
M 3t ......
...........
 O A :: : ..::... 

Familaffair- 4 21Proviniafiet 31 5. . . -2. 1 2 5 918 17 20 31 21 9 13 209 12 18
Vacation nfotud) 3 16 2 1Family--------------------------------------------------- 3 6 13 2 1 6 91 5- 9 2 3 1 9 

14 
3---20-

Medical 2 2 4School break/holiday 
1 
1 5 

5 
1 2 3 34 2 3Ot ltravel purposes 1 5 1 5 6 13 1 6Otherbusin ss related 7 111 1 - et - -- 6 8 17 1 1-mp - - nge - - - - - 6 8 12 

Total 19 100 9 7 30: 46 100 9 7 49 651 10 

TABLEB.20
 
FREQUENCY OF TAKING THIS PARTICUL4R VOYAGE
 

•q'l,IVM . - _ .. . ... ... .' . ....
,M S D ... . ...
A ... .. . . ...... . ... . . . .. . . .
.. .. . .. .. . . .. . .. . .. 
 .. ... . . .. .
 

.$~J____ ____ __ ..cAS~.CL&~: LNS~* ~AS~ OTA.: :RE: . ~S5. L..S:......T 

2-4 times amonmh 


.. .. . . .. 4 1' ......... ...AR
 
1 1 -- 241-2tia yr 11279 36 6 24 36 78 6 6 39 51 783-5timsaycm 1 5 2 1 3 7 2 224ti, aya-

4 6 
10.-15 r- a 12 11 -  -- - -- - --4 ------ -

N1 m5sw a 

4 - - 9--- -1.1 

o .Total a --- _ 9__ 109 301 46 100 7 49 6_9 
100 

TABLE B.21
 
CLEANLINESS OF YOUR SEATING/SLEEPING AREA
 

AT THE START OF THE VOYAGE
 

'' '' '° " ' ' " ' ' "" 

""',- .'. - --
 . .., .. ....... 
.. ... ........ 
* :""::":"::::: "~U i:!~ i::::::~ !: ... .."- .!i:::i::.; ::::::::.***::::::::::::i:[' *.'::---i:: : .i : :: . """"""...'....-:!'jpg !:: !!:i41n 

.... . .. ............A 
 ,..
.. ............: 
 :::::::::: :::::
 

Veyclem 
 5 26 1 5 6- 13 -Waiaty 13 6 
I 10 Hf11 

Unacceptable 1 
0 3 48 61 33 47 722 3 7 1 2 3 5Not clean 
 11  3 74 4"
Total 
 19 100 
 7 30 46 100 9 49 6 100
 



TABLE B.22 
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA 

.........
 

Verycozxtable 4 21 2 2 8 1 26 2 2 12 16 25Si cc 14 74 6 5 17 28 61 6 5 31 2 65 
NoItc ir$e 1~.~ ICLANSLSS 4 5 SE: TOLET11 ~S.".M .1 ¥ 5 .. ......... 1 AND g TOAITANC 1 CASTNA H
"'''' 5 6 9. ..... . 

Ntot 19 100 9 7f 30 46 100 9 49 65 100 

TABLE B.23 

CLEANLINESS AND MINTENANCE OF TOILET 
.'?" AND WASHING FACILITES DURING THE VOYAGEa~ v r l2 71 1 2 

Ceai&wel ma ined 7 __ 37 3 1 11 24 3 1 14 18 28 __,____, __y 7 37 4 5 14 23 50 4 5 21 30 46Unud,,.fi"tory S 26 2 1 9 11 24 2 1 13 16 25___ _ _ _ _ _ _ :: ::.: ::::::::::: :::::::_:_:_: : ::W:O::::::::::_::_: :::":.:::iNo Izer 1 1 1 2 -:: '- .:: , .. 1 ... ..........-.1 ... 2
 
_ ot__ .. ....... 100
_ 19 .. .... .. .9 ... 7. .:.... 30 ..46....-. . 100-. : S 9l : A S :7 'C. 49': 65: : ' 100. . " .. .. ..
 . . .
 . .
.............. !,3..<.
 

TABLE B.2A 

ADEQUACYOF ON-BOARD DRINKING WATER AVALABIL[Y 

______________MV N1SAM1 ...I.OZ.. , ...... .1. C(ID.: .... ... .ot-H...... ::IRTSECOND: T.-liRD j fIRST:SEC&RED RaIw 

Excellent 5 26 3 1 3 7 t5 3- 1 8Satdsfatoey 11 12 1858 3 3 20 26 57 _ __ 3 3 31 37 57hnadequate 2 11 3 - 1 6 10 22 3 18 12 18Unacceptable 1- 5 11____ 1_ 1 __ 2 1 - 1 23No tnrw 1 11 2L 4 --::::- 1 2
Total 191 100 91 7 301 461 100 9 1 49, 651 100 

Una~~~~ce........... 
 ... ... ". 
 . 7... .. -I.. . .- ,..... F - - -. ...-TABLE B-25
 
COMFORT AND CLEANLINES OF EAT1ING AREAS ON BOARD
 

THIRD ~ RS ~ EC1DTIRw I J ST SECOND THIRD 
_____________ a SHAREfss CLS LSSCASTOTAL!:L SHARE CLASS CLASS 'CLASS T SHARE:AOTA-lExcellent 4 21 1 1 3 __ 11 1J 1 __ 7 9 14Satiffactor, 11 58 6 6 18 30 65 6 j 6 _ 29 41 _ _63Unsafiffiwtory 3 16 2 5 ____7 1515 ___I 1J8

Unacceptable 1 53 3- -.- 4 46 
No amiwer _ __1

Totl 1 10 9 7 30 
1 2

in 1 1 
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TABLE B.26 
MEALS AND MEAL SERVICE ON BOARD 

______________v)EA.iU Occ. ___ V OZM.1s OCCIDNTAL ~TL-

Me s : 

Ii.p FISTSEOIfl TIR 

Excellm 26 1 - 4 6 13 1 

8_,2- -T- -1 -- -i-- 63 d7L 
17

371 5 
No a~s',wer - - 

- - ~-........_.
 .. . . -- --rotal 19 100 7 30 46 100 97Meal Service: 65 0) 
Excellet•- - - 4 21 .._ .. 2 4 15 -- _ _ 1 - - - 1 _ _ _ I _ __...... 6._ .... ...._ 9)I

- Satishitory--- - 11NoaTABLE 58 8 7 21Unsaisfartory - 6 2..7 7 -- 73 47 724 177 15 13l 17
TOtW 19 V0 -9 7 30 46 100{2 9 65t 101) 

TABLE B27 

VESSEL OPEN AREAS FOR PASSENGERS 
_ _- ---


- _
 

MV MSAMS 0CC. 
- -


MV OZkrMIS OCCIDENTAL.___ ___ TOTAL ___ 

Tam. I SERMSN, Tail AN SECOND iElu"NS .. ks s. SHARE. CLASS CLASS CLASS TOTAL SHARE. CLASS CLASS CL0ASS TOTAL. SHARM
E l5 4 26 2_2 6 10 22 2 2 11 15 23
 
Sa ato_ 
 10 5:Unacceptable 4 15 24 524 -1 11 8 1_ 2 5 4 25 34521 12 15 Z3
No answer 1 I 11_ 

-facm - 5~- 21 _ 2_ 2 'S-I_. " 10 1--I 23Total - - 19 1 9'9 1 301 46 100 
2 1.. 12-- 15WAITING AREA BEFORE BOARDING, 7 , 651 __0,

IN TERMS OF COMFORT AND CLEANLINESS 
_______ MJA1tISCC. ____ MI. OZAMIS OCCIDENTAL ____ OTJ.L ____ ___THIPRD': J.-IRST ISECOND) THIRD -T4 RST SECOND: THRD4

CASSI- SHAR C ISSC"S CLASS> TOTAL 'SHAPE:: CLASS :CLASS: MUAS :TOTAL* SHAPJEx-ellent 4 21 2 169 20 _ _2 1 10132
Saliafactory 10 53 5 417  26 37 5 _ __ 4 27 ___ 36 55Una1it 26-~ - 2 2 6 10 22 2 2 11 _ 15 23No,enswer -

TOtW 19 100 9 ___7 30 46o 10 7 49 65 100) 



TABLE B29
 

BOARDING PROCESS
 
-______________-:MV-L-AMJS:0CCOZA4MI OCCIDENTAL : _:__:___::3 :'::__:______ :::::::::::::::::TOTAL :~iiii:: i______ -V 

EasyandSafe 4 21 1 1 7 9 20 1 1 11l 13 20.13 68 6 6 13 25 54 6 6 26 38 58 
Unqatist. 2 2 .. 7Safe 9 20 2 9 1 17 
Sa1cte 
 - 2 54 6 6 2 2 53________tar ___ 11_ 7__ 9_ ____2No answer 1

1l211 
 2
 

Total 19 100 9 7 30 46 00 9 7 49 65 100
 

TABLE B.30
 
BAGGAGE SECURI' ON BOARD THE VESSEL
 

________________~~~...MI __ _ _ M Z M S C 1 E IA _ _ _......_- .........T.T....
_ . .. __ _ _ _ _ _ 

_.:::C W' g:::- .SEAf '::CLASS::::::SCILAA :-:.CHSi::.N:: CIA TOTAL: EA: : :L :: : S: ::T(:: . 
Excellnt .....- 5 26 5 6 11 24 5 11 16 25 
Fair 9 47 2 7 16 25 54 2 7 254 52 

Poor 3- . . .. . 4 5 11 _ 1 _7 8 1216.. 1.. 


No answer 
 [ 1 1 2 _ 1 2
Total 19 100 - 7 30 46 100 9 7 49 65 100 

TABLE B.31
 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

:I':MVMAMS 4 .M:MCC ZAMIS:CCIDENTAL TOTA" 

CL n TAR:CLS:--IO CLAS: 'CLASS TOTAL SHARX.~ ITCASSTALir SU1ARE::I lA 
Convenience ofBooking: 

Excellent 
 32 2 1 8I 116 24 2 1 1 1 26ii 


saisfactory 12 63 - 7 5 18~ 301 65 7 5 30I 421 65Difficult 1 
 5 - -. . 4 9 - 1 4 -- 8
No mLnzwa-r 2 2Total 19 100 9 7 100 
 -49 - 65 - 100 

Secwt)- of Booking:
Excellent 5 261 1 6 10 22 3 1 11 15 23 

Satisfactory i4- 741 5 .5 20 30 65 5 4 4 6Unaccep b]e ................................ - 1 " I .... -1- . . . I.. .3 1 . . 
No MLwer 1 1 1 

Total 19 1 00 9, 7 30 46 100 9 7 49 65 100 



RATING OF MANAGEMENT AND STAFF 

2JiLR o IRST SECOND) THIRD -A FliT SECOD THRCLSS S&AJ2j LAS CL&-S Ca.ASS TOTAL. SHlAPE ClASS CIASS (ZLAS TOTAL.S1A~ 
Mamgement Attitude of Service Qaalkv:


F-ccelkt 
 4 21 5 1 7 13 2{ 5 1 11 17 26Uns- -
 -
 -
 -
-
 -
asfi ory - -1--__ 13 68 3 6 19 28 61 3 6 3z 41 63uonswtie .r 111 3. 4 1 9- 1 5 9Ton 19 100 _ _.... 46. 100 ... 9[ 7 49Land Based Staff A;ti-td to Passenger & EFlldency- 65 100o 
Excellent 1 2 . 1 1 4 7 15 2 1 6 9 14 

-- -ti-f--- 16 4 6 5  33I 7i _6 3 is 449 75
Unsatisfiory 1 35 1 1 5 114No answer 64--- __'n- I 21 1

- -otal 19 10 9 3 

4
46 I _0 9 7 49 65 1 0Veisel CrewAtktnde to Passenger Attiude & Efiiency:

Excellent 6 32 4 1 31 8 9 14 22 
16 63or637 4f ___4 2 4

1 
44 

No anisaer 12
N otal 19 100 9 7 - 30 4 6846 1 4 -O 9- 7 49 65 10 

TABLE B.33
 
RATING OF SERVICE SCHEDULE, ADHERENCE & SPEED
 

;':""" . ." ... .. .. "... . .". . . . . . .. " '" '.... . . . . .. . . .. . . . .. 

S.afldent ad Caavedn., _ _ _ _

Rtcel-t 6 32 3 2 6 11 24 3 2 12 17 26Generallygood 5 26 3 4 13 20 43 3 4 18 25 38 

Voy poorFair 42 - 3 1 33261 103 2273 3 1 14 183 285 
No anwver 2 4 21 100otal 19 100 90 7 30 2AS3
Adherence to Sthe ,l a _:_65_I00
 

Excellent 
 6 35 21 3 5 11 2 9 11 17Gencrally gmd 7 41 9 3 16 28 61 9 3 23 35 54Fair 2 12 1 2 3 7 1 4 5 8Vesy poor 2 12 2 2 4 
2 12 1 7 8 

4 4 ,6No answer 17 1 
 9 10 1511Total 17_1 __' 7 _ 0 46, 100 9 7 65 1001S-r4c Speed: 
Fast 3J 16 3 3 6 6 9Satisfactory 12 63 7 

7 
7 21 35 76 7 7 33 47 72Very slow 2 11 2 2 4 9 2 4 6 9Slow 2 11 1 1 2 3 3 5No user 3 3 7 3 3 5Total 1_ 100 9 7 30 46 100 9 7 49 65 100 



Slight fiT-vanit of svices 
Srices have considerablyimproved 

service standmds have not chvgd
Services re te good now 

c~amot ±imate dmx e 
No answer7--

TOTAL 

TABLE B.34 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

F'________'_______t .XSS c .;: :--::: :: :... ...... . .................. 

11 58 3 4 17 24 52 3 
1 5 1 1 2 
7 37.... -2 -- ---- --

3 7 
-_ 2 I --- 2 4 2 

- 1 2 
19 100 9 7 30 46 100 9 

4 

-34 

28 
2 

3 

, 
_49 

35 
2 

3 

2 
1 

65 

54 
3 

5 

3 
2 

1f00 

0) 



MANILA - OZAMIS ROUTE 

TABLE B.35 

PURPOSE OF TRAVEL 

.TLLOPR1C~6 I TACLOBAN CITY -TOT-AL 

4 

-. . .. ..... ..... . MST SECO THIFD
iRST THIRD 

____c'.ss___:- ____zoK~c lN.& TtAL . c7-.ss BAsr.s . c To.AL SlfIkt CL... CLAsS C:::'r.S T4)rA.0 SflZ: 
1Au!ketim fgo 12 1 3 6 21 1l -121) 13 - 1 -12 - 26._ 17.Prvncil~ 1 2 3Vaca..n 6 8 3 __3 4 1 2-2 16 23 .nm 8 19 27 33 13 2 35

6 931... 6
50 32 

___ 1 1 2 3 _Other bstss$ rd ed 4 3 3 4 1 4 5 37 II 15 2 3 3 6 2 4 ic 16School beaIdhridxy , _ _ 1 1 2 4 6 
10 

7 2 5 7 4 
B__ .. 3 1 2 6 8 4 3 1 6 10 6
me__i 
 1 1 1 2 2 2 1 2 3 2Ja~y .r, 1 2 S 8 11 15 13 19 1 2 2c 23 151Other sI 1 _ 15 6 l-im 5 7 4Total 22 15 38 75 100 14 67 81 ID01 36 15 i05 156 100 

TABLE 133 6
 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
 

~~tT ~ ......... . fl~fi 
 :. . . .. ..... C .. *. 

9-12tsmD ,, 1 1 1 1 1 2 2 2 1 3 2
 
1-22 tmes amonli 3 4 5 
 3 4 327,fime a mon& 
1-3 fimesatym 16 -36 0 6 12 45 57 70 28 13 66 1i7 694-8 U,-.- x yea 4 2 17 7 9 4 2 9 15 10iz-td e , 4 ' 4 4 1 8 5---$"--' 

a _ 121 12 16 z1 21 212l7 
132 132 18 

TABLE B.37
 
CLE-A.N-LIESS OF SLEEPING/EATING AREA
 

AT TH START OF T'HEVOYAGE
 .
 177' -----

Very etal 22 1. 38 73541I00TABL B3 7 8 014 6 ,- 14 2 ; l n e : ,"45 51 24 29 036 _ _ 19 ,__ 13 63 40 

_o8 a...'. 9 24 41 55 9, 40 49 60) 17 9 6 0 5Not c l an6 
,:_p 49U le 

I1 

Mo answer. S 1. . .. . 105 156 100 



TABLE EL38 
AIR COMFORT LEVEL OF SEATING/SLEEPING AREA 

- - ~ ~ .. ... .. .. -~..-.. -

Vetr_c_orabdL-
,, -.t__ 

Unacceptae 
No 

____22_ 
Tetal 

16 5 
.6... 10 

_ _-2 

2u2er.. ... 
_____ 1___ 

14 
24 

-
38 

__ 

35 
40 

7_ 

75 

47 
53 ___4 

__--.__ 
1(30 

10 

14 

22 
___42 

6 

32 
46 

2---2 

I1I 

SIT 
1 

40 
57 

2 

1 
I0 

-M 

26 
11 

_ 

5 
0 

_j5 
1 

36 
66 

2i 

S 
1 

-

67 
86 

2 

_ 

I_ 5 

43 
55 

1 
_ 1 

__ 0 

TABLE B.39 

CLEANLINESS AND MAINTENANCE OF TOILET 
AND WASHING FACILITIES DURING THE VOYAGE 

... .....:.... 

:'':'':::'":::: O - ','.. .--.''-'"'"-''-1'-..................................... ..... 
.. ..... ... . . _ . , . .... .,.+; :..... .. . . . . .. . . . . . .......-.+...-.........-........... 4 ' . . .. ...,.... . . 

Can& wcemdtained 
smfifalto 

Umftolnct ry 

Unaccepable 
No 

Total 

-2 

-

1! 
7 

22 

::C AS : 
4 

11 

---

15 

16 
22 

38 

35 
40 

75 

am,~S 
47 

53 _ 

1 -

10 
3 ___ 

1 
-14 

25 

6 

2 
67 

::::::9 
35 

6 

3 
81. 

43 

43 
7 

2 
4 

100 

25 
o10 

-

1 
36 

4 

11 

IS 

--

41 

S4 
6 

2 
1 

1 

70 
75 
_ 

3 
136 

....... 
45 
48 

4 

2 
1001 

TABLE B.4D
ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY 

Excent 
Ss .etoy 

Unacceptable 
Don't drink water 

Noanswe 
Total 

(LASS
8 

10 

3. 

1
22 

~TRST*fl....~ 

AS9::2TOTAL
3 6 17 
9 30 49 

. .3 

35
15 3__ 75 

..... 

:SHARE: CLASS:: 
231 11 
65 l+ 

_ 4 1 

7-_ 1100 14 

hID" 

17 
__29 

5 

10 

3
67 

AL s 
28 
250 

5 
11 

4
81 

35 

6 

14 

5_100 

T 

19 
1 

4 

2
36 

~Q 

3 

3
15 

*lD 

23 
___ 

51 

101 

41
1051 

:. . . ..... 

43 5
45 29 
8 s 

5 3 

14 9 

9 6
1561 100 

TABLE B.41 
COMFORT AND CLEANLINESS OF EATING AREAS ON-BOARD 

_____ ______ CLAS 
-.......... 
ClS: CLAS 

. . . 
TO0TAL, SHARE 

.... ......... .. 
LS[CSSTT.SHRCASCLSCLSTOASAE 

.. . .. .... . . - - -. 

Exceen 9 3 7 19 - 25'_ 10 17. 27 33 15 3 24 46 291 

Satisfactory 10 9 28 47 __ 63 _ _ 3 ___39 42 19 9 6 9 57y-&Esia~li0'r~yI____--4 4'51iz__-m_ -Itrnaccel~table - _4
- 3 3- 3 2_ 



__________ 

__ 

__ 

TABLE BA2 

MEALS AND MEAL SERVICE ON BOARD 

..... .x IOL PR12NCtS$ TACLQUflA 'T'TTL:I ~7.1 HD ::..,4C~ ISTXI. ~i IS S:ECO THID ' _________CASXTA 1AECCLASSLASSTAL AL hRE C&SLA cLaSSk ToT~ lAE 

Excdwl 10 4 4 14 19 2 15 2
17 21 1 191 31 20Ua.. . .. . . . .2 2 2 2 21 1 

Unw*cetbe 
 ... ...... 3 3 43 
 3 2 
!!oanswee 3 3 3 12 9 11 20 25 12 3 14 29 19Total 22 15meal serfict: 38 75[ 100 14 67 81 100 36, i5 105 156 100 

Excd1c 10 4 14 19 2 16 18 22 121 20 32 21 
Sfid, _ 12._ 31 ___31 _42 111 12._L 62. 85_
U12t1f 54._Unacce e A-- 2 2 23 3 4 2 2 13___ 3 2 
Noanswce 10 - 13 9 - 1 2i4 30 13 3- Total 22 I5 1 56 10033 75 100 14, 67, 81 lo0 .36 15 105, 1, 10,0 

TABLE BA3 
VESSEL OPEN AREAS FOR PASSENGER 

Lcd5.-........ . 16 4 ___ 23
11 31 161 2723 67 2266 41 47 58. 11 4 30 4522 11 64. 7 . 29hladeqaate ______ ______ _ _ .5.... . 1 --- 6 3to . . . ... ... 4 4 _.
ww I4 23 - 3 6-- 27 -30 - -  - 292 

Total 22 15 3 75 100 14 67 a8 1D0 36 15 1051 1561 10 

TAELE B.44 
WAITING AREA BEFORE BOARDING, IN TERMS OF COMFORT & CLEANLINESS 

:~ ~ii!:::. :.:...:.:: .........:. :::::::::::.. : : : : : ::::::::::::::::::::. .. . .. . ..: :::..... ....--:. ...--...... 

- - - -- -TL 'W 
9,,,,,' 5.t" 14__ __ - -__ __ 28 37 14__ --- 12.__ 10.o 24 46 _ 61 _ _ _55 47L- 219 23i 14; 5 [ 301.? 10S 4 g T T 963.Uf 

f 3 3 6 7 1 3 6 4 

Noanaw 1 1 1 1 3 4 5 2 3 S 3Totl 22 15 38 75 100 14 81 100 36 105 156 100 



___ ___ 

TABLE B.45 

BOARDING PROCESS 

.............................' ......
JU - ~UY- TO AL .......-..-.......

- 1;ASS:: 
6 l : 

~-...-Eay Safe 4 : 17 .-- -27 361 
-

9 17 26 32 15 41 34 53 34s 
Satisfactory 16 11 21 48 64- - 5 - 4Y 48 59 21 64 -11 96 62U atkrcry 3- 3 44 3 3 2 
chaotic 
 1 1 1 1 1 __ 

Nom swe 3 1 4Total 22 15 38 75 100 14 6 81 0 
3 3 2

36 15 105 156 100 

TABLE B.46 
BAGGAGE SECURITY ON BOARD THE VESSEL 

__ ___fl :: :::::::::::::::: :::: i TA !1Acrk: :::::: : .:::::::::::: TOTAL =====================:===. 
SW4NA: .lS.........
 $T'C ~RD 

Excellet 5 2 10 17 23 4 15 191 23 9 2 25 36 23 
Fair 17 13 28 58 77 9 40! 49 60 26 13 68 107 69 
Poor 4 S 1 3 4 -33Serious problen . 

3 
1 1 1 1 1 

No~ an'swer_ _ _ _ _ _ _ _ _ 8 10_ _  ____ _ _ _8 - 4 1_ 
Tots] 22 15 381_ 75 100 141 67 81 100 36 
 15 105 156 100
 

TABLE B.47 
ANY BAGGAGE LOSSES FOR THIS ROUTE 

:...:: , ::::: :: : :: : , , ....... .:.. :.. ...... o ...--.............. . .....
 
........... f . :. % F ST s.E
Yup esr,o no i, 9. .9 .. . . . .............
 

________CASCLA .SSIClA=H O A RZ: CLAOSS' -CLASSTOTAL: SRARE CAS CLASS,=CLASS:T A:TALSIIARZ 

Yes, but didnot complain 
-1

f1 1 1 
Notyet encourired 2 4 6 8 17 17 21 2 4 17 23 15Noa mwcr 20 11 38 69 92 14 48-- 62 77 34 11 86 131 84 

Tot23 7 0. -

Ttl22 1.5 38 75 100 14 6 1 Jj103 -10 -156 100 



TABLE B.48
 
SHIPPING LINES RESERVATION SYSTEM IN
 

REG.ARD TO CONVENIENCE & SECURITY OF BOOKING
 
nflILOPRh1CSSTACLOBAN 
~ .I... T...... 

%~....I D ~TT I S ..C.. ........ 

Comnveiince of Booldng:
B.uclent 
Sati_acy
UnacceptableDifficul .. 

3 
19 
. . 

2 
11 
.2 . 

11/ 
23 

16 
55 
2 

21 
73 
3 

AS 
6 
7 

__ _4 

LSTTL 
1& 
31 
_4 

HECLS 
24-- 30 

47 
3 45 

9 
-26 

LSCASTOAISR: 
2 29 4013811 56 93 

3 322 4 6 

26 
60 
4 

2___- _144 4--9-9_ 3 

Total 
Secmty of Booking: 

221 1 8 75 100 141 67 812 100 3 
3_____0__5___ 

Excenell 
Satifactry 

Ur, cwptable 

No -wa 

3 2 9 

44[4 
2 

14 

59 

2 

19 
79 

3 

a 
5 

1 

1 

28 

4_- 
19 

20 

33 

420 

25 

41 
5 ...525 

1 

2__i ___3 

1 

2 

_ 

. 

21 34 22 
_5 92 59 
4 4 34!-.........."1 22 14 

-----Totl ----- 22 ---- -5 - -38 - 75 - -100 -- - 411 ___ 316, ___ 
_0 50 d5- 156 100 

TABLE B.49
 
BUMPED AYMER HAVING RESERVATION WITH THIS
 

SIPPING LIN-E ON THIS ROUTE, DURING 1991,1992 & 1993
 

- ..,- .." A . . -! ._rri_ 
: ."." : '~z .... ....... '"... ...: ._ ........:
..:. :. :.! ..
Hxs, 199I .. .......... ............ ....... . .. : 
 . . . ,

D 1T1 1 11 

None/noty -eItd 2 1 3 4 1 16 17 21 3 1 16 20No answe.. 2- 14 38 7 2 6 
13 

-13 -5-; -6- -7-8 -3 4 -88 
 135 87Total 
 22 15 38 
 75 100 14 67 81 100 36 151 10511561 00 



TABLE Ezo 

RATING OF MANAGEMENT AND STAFF 

-..---.... ... O t~OL t0P tE$ ... . .-' --. --. - "TA2OBAN-, --.".... ..--'..'-''- .-- " " -L ......-.-.:.-'-..... 

Mumpatent Atldfte of &ervic Quality:1--- - -- -- -- - - -'2 3 12 
Sa4ifactory 20 12 26 
UIiac t-e. 

Tot __ - ---- -No tmzw~ -Totol 22-7D 15 ia 
Land Based Staff Attitude to Pasenger & Eflckuc :

4 5 12 

S___ctety is 10 26 
Unsaaifactoy 
Umaccptasbk 

. No =k ,,r 

NT.ra 22 15 38 
Venel Crtw Attitue to Passeager Attitude & EFildemy: 

-. 

17 

58 

75 

21 

54 

75 

______23 

77 

100 

28 

2 

100 

9 

14+ 

9 

5 

14 

21 30 37 

38 43 53 
1122 2 

2_-- Jij___2 - 2 2
ET 81f 1fO 

12 21 26 

38 43 53 
.3 3_ 4 

3 4
11 11 14 

67 81 14 

1 

25 

-36e 

13 

23 

36 

3 33 47 

12 6 4 
L 01 

21 

2"P2i5 0-57 -15Z 

5 24 42 

10 64 97 
3 3 
3 3 
U3 11 

15 105 156_____ 

30 

65 

1j
10 

27 

62 
2 

2 
7 

Sattsfactatv 
U as ifattgy . 

__ - - -,_ Tom ---

17 

- - - ------------------------
No 

12 

-

26 

- -

55 

- -

73 

. 

2 

---

137 39
1 

-- -- - -.--6T-------------
12I 12 

33 148 19
1 

--.. .. .---
i---------

12 

. .-

163
I 

-i
12- -

48 3194 601 _ 

2 - - 1-1-'-f- t- - i72-

Wo 
TABLE B.51 

RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED 

Safftidez and Covedent: 

.... 

• 

Gcnai good 9 
Fair 7 
Very poor 
Don't irv view 
No ,a.,v,, 

Total 22, 
Adberetnce to Schedule.'Rellab _tt__ 

E4c ent5 
G___ 181 

6_ty o 

No a war2Don't fAve view 

Total 22 
Serice Speed: 

Ft 1
5sfto 18Vcy slowt 

- Slow 

Don't aw riw 2 
.....__ _ _ _ 

8 25 
5 --

15 38 

- ------. . .2_ 

is_.... 38 

10 38
11L 

2 

13 

42 56 3 32 
12 16 2 10 

1 1 
4 4 
1 7 

75 100 14 67 

9 12 2 8 
37--Ic 

---- " 

2 3 10
4 3 

--- -- -- -- ---75 100 14 67 

16]_ , 1 2 13166788 30
8_l--I-- -- ... 

2 3 . .. 5... 

::: 2" _ 
-j---4 21 35 

3 
12 
2 
3 
a 

8 I 

10 
44 

.. _ 

10 
7 

--81 

15 
.37
0 

-

43 
15 
2 
10 
10 

10 

12 
54 

10 

12 

-10 

19
46
"12-

7 

11I 
9 

A 
1 

36 _ 

6 

-'---

Ii1236 

3 

F4 

8 57 
5 10 

1 
4 
7 

1_05, 

13
9 68 

5 7 

13-------6 

1 105" 

1368 
f 

2y85IK 3I 

7.77 
24 

2
8 
8i 

156 

19
t 

1919' 

12156- -

16103 
ii 

R _ 

49 
15 

1 
5 
5 

100 

12
61 

1212 

80

106 
7 



TABLE B.52 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

ave not trvelle thbs rouebefore 
S-vices hm co idmlyi 

.Sei 09 
S2ces we lees good now 
Segmice standrdsh*enot ch-ged 
Cmoti te cbani 
No uizww 

EOLO PRINCESS 

flSTEO ...... 4.lRSCLAS~ CASTOTAL Sn'AkE 
1 1 2{3 

-proved6 5 11 22 --

7r719 

61 8 11 
1 2 1 5 

IACLOB4N. TYTOTAL 

1~T hW ~ ClAS4: CLASS JOT. 1-A1CAS 
1 12 12 15 
1 9 16 2 

2ood 20 27.-

2 2 
12 12 15 

10 7 17 21 

.-

SCO3 THTIU)lS (ASITitL 
2 12 
7 5 --

713 39 

2 
1 1 18 

11 2 8 

:sI 
14 
32---

61 

2 

20 
21 
21 

9 

3 

1 

13 
13 

Total 221 i 
. . .. .6

38 75 100 14 67 
6 
$1 100 36 1 

6
3105 

6 
1-6 

4
10 



MANILA - NASIPIT ROUTE
 

TABLE B.53
 

PURPOSE OF TRAVEL
 

_____________ QT:!!:!:O? O I!DE:%::P!:!i!:::::LA]:VR U 


_9Marketing ofgoods 1 9 10 
Provincial fiestas 1 1 2 2 
Vacation (non-anderd) 22 22 24
 
Employment change 2 5 7 8
 

Other businms relatcd 1 3 4 4
 

School break/holiday 1 6 7 8
 

Medical I 1 2 2
 
Family affairs 1 13 1 15
 
Other travel purposes 4 2 17 23 25
 

No anwer I 1 1
 
otl - 11 3 77 91 100 

TABLE B.54
 

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
 

1-4 times ayear 10 2 53 65 71 
5-10 tinies ayear __ _ _ _ _ _3 " 3 3 
12-l5 timea ayea" 1 2 3 3 
More tha 15 ties/y. 1 7 8 ___9 

No muwc" 12 12 13 
Total' l11 3 77 91 -100 

TABLE B.5
 
CLEANLINESS OF SLEEPING/EATING AREA
 

AT THE START OF THE VOYAGE
 

...... ...... ....... : . ur
............ :... :...:.. .. ..
O ...... . . 

____ __27Vcryclcan 3 30 33 

___t___NoL clean 20 20 22

j
Unacceptable ____ 1 ___ 1 
Total 11 3 77 91 100 

TABE .5 
TABLE B.56 

AIR COMFORT LEVEL OF SEAT-ING/SLEEPING AREA 
. . ..... .. . . . .... . .......
.... .. 

Ve.y comfortable 5 ,242. 32 
Satimesaty 6 1 40 47 52 

Not comfortable 2 11 13 14 
No angwr 2 12 2 

Total 11 3 77 91 100 



TABLE B.97
 
CLEANLINESS AND MAINTENANCE OF TOILET
 

AND WASHING FACILITIES DURING THE VOYAGE
 

O NJ U XW .. . ..1 W 

Cleam & ,ell mainratned 4 21 . 27 
Satisfactory 7 27 34 37 
Unatisfactory 3 23 26 29 
Unup.H__ble 3 3 3 
No answer 3 3 3 

Total 11 3 77 91 100 

TABLE B.58
 
ADEQUACY OF ON-BOARD
 

DRINKING WATER AVAILABILITY
 

Exccllent 5 22 27 30 
Satisfactory 6 1 25 32 35 
Inadequate 14 14 15 
Unacc tabe- 6 6 7 
Don't drink water ..... __ 2 8___ 10 11 
No muwer 2 2 2 

Total 11 3 77 91 100 

TABLE B.59 
COMFORT AND CLEANLINESS OF EATING AREAS ON-BOARD 

:.:::::::::::....
.' '.O: ..........
E :::: : 

:SECOND: T~'T.4&TT 

Excelint 4 19 23 25
Satiutctory 4 1 32 37 41 
Unsatiffactory 2 16 18 20 
Unacceptablc 3 3 3 
No answer3 7] 10 11 

Total - I 77 91 100 

TABLE B.60 
MEALS AND MEAL SERVICE ON BOARD 

: . ..:........ 

MLf.: . :w____........._ .L~ V Ea. J?
 

Meals: 
Excellent 3 18 21 23 
Satisfactory 6 II 37 44 48 
Unstifisuctouy 2 12 14 15 
No answer 2 10 .12 13 

Total 11 3 77 91 100 
Meal Service: 

Excellent 2 141 16 18 
5 IsatfiR~ctory 1 29 3.5 .1 

Unsaifictory 2 2220 24 
Unacccptablc I I 1 
No wmwa 4 13 17 19 

Total l1, 31 77 91 100 
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TABLE B.61
 
VESSEL OPEN AREAS FOR PASSENGER
 

iir'',l i J ini , , nL
hk, , . . .... .. L'" ..''... . . . . 

Excellent 3 25 28 31 
Satisfactory 738 - 46 51 
Inadequate 2 12 14 15 
Unacceptable - 1 1 
Noan wer I . .. . .. ... 2 . . .. 

Total 11 3 77 91 100 

TABLE B.62
 
WAITINC AREA BEFORE BOARDING,
 

IN TERMS OF COMFORT & CLEANLINESS
 

Excc1Itit 3 I19 22 21 
Satisfactory
unsatis..ctory 6

1 .. 
34
24 

40 44 
....2 

Unacceptable 2 2 2 

Noanswer 1 2 33 
Total 11 31 77 91 100 

TABLE B.63 

BOARDING PROCESS 

:::::: C::::.T hIR . .... ... .......
 
',[
" " "i''"" ' '" " :i: i 'O ] :i .
 ..." ' ' ' t"'''''''''.:................ x.x:.. - .. .
 

Ea and Safe 3 21 24 26 
Satisfactory 7 5343 58 
Unsatisfactory 10 10 11 
Chaotic 1 1 1 
No answer 1 2 3 3 

Total 11 3 77 91 100 

TABLE B.64 
BAGGAGE SECURITY ON BOARD THE VESSEL 

........ ....... ....... ......
... ... ...
... . . .. . 

Exccllcnt 4 15 19 21 
Fair 5 3 43 51 56 
Poor 7 7 8 
Scrioua problem 6 6 7 
No answer 2 6 8 9 

Tota l11 3 77 91 100 
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TABLE B.65
 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF 
BOOKING 

I~~i:
i!!:'
!iOURLADY OF LOI.rJPUES ::..:::::: 

.................. ......
 S .....6.. .....0 2' 


Excellent 
 2
 
,Satisfactory 3 3 -

Unacceptable . - 2 2 

Security of Bookig o 
Excellent 4 
 17 21 
 23
 

CLAS g~CLASS ICWS TOTAL.SHARE 

TABLE B.66 
RATING OF MANAGEMENT AND STAFF 

.
.i::.: 
 OUIR LADY OF LO ULRDFS ::::::::::::: 

--- --------:CIAsS!:cL-kss t SffjE:I . - LsI TOTALi sf ...... [... .. . - ...-3 . ..41
T----------.... .......- --.... 

.. .. 3-]-....1 3...... 
iflnagCment Attitude . ...-----2of Senrce Quaitue 

-32 2 
-- - -J--Excelleut Uncepale-- - --- 5 ---- -- I-----222 21172 1Satisfactory 5 3 33 41 38 

................................ 2 -
Unacceptable i............................................... 2 . .. 2.
 ................
.............
 
No answer 3 4 5 5

Total 11 1 3 77 91 100
Land Based Staff Attltu2e to Passenger Eficiency
Excellent. . ..5o 
 10 51 

Unaccep table . . .
 ...... . ....
 ... ... ..........2..
.
 
No~_2 
 3 ..... e ----24 26 

-.---..... --
Vessel Crew Atttude to Passenger Attitude & Effciency

Excel~ent 5 12 17 19 

Unsatisfactory ..........3 .......35l 38.....
..29... .1
 
....... .
.............. 
 z2 2No, ... ... ... 3 .....
 2.......-3 
 ......
Iaa 3 7711 
 91 100 
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TABLE B.67
 
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED
 

FIRST SECOND 
________________ CLASS LSS TTL HR 

Sumcient and Convenient: 

Excellent '1 20 21 26 
Generally good 2 3 22 27 30 
Fair 23 25 27 
Very poor 4 4 4 

Don't have view 3 3 3 

Noanswer 3 58 9 
Total III 7. 91 100 

Adherence to Schedule/Relability: 

Excellent 5 I 16 18 

Generally good 3 37 40 44 
Fair 1 13 14 15 
Very. . .......... 2 
Don't have view 3 3 3 
No answer 5 11 16 18 

Total 11 3 77 91 iO0 
Service Speed: 

Fast-1 10 11 12 

Very slow 2 11 13 14 
Slow 8 8 9 
Don't have view 4 94___4. 
Noanwer 12 17 19 

Total 11 3 77 91 100 

TABLE B.68
 

CHANGE OF SERVICES OVER TIE PAST TWO YEARS
 

LADY OFLOURDES........ 
F1RT SECOND Tifl 

CLASS CLASS. CLASS. T6TAI, :SHARE:: 
Have not travelled this route bcforc 4 15 19 21 
Services have considerably improved . 6 7 8 
Slight improvement on services .... 1 2 25 28 

:__:_______:_:______:OUR 

.31
 
Services are less good now 5 5 5 
Service st_dards have not . _anged - I.. 1...... 10 12 - 13 
Cannot egtimate chnge I. . 6 7 8 
No answer 3j 10 13 14 

Total Ill 3 77 91 100 
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MANILA - SURIGAO ROUTE
 

TABLE B.6 9 

PURPOSE OF TRAVEL 

.:LCLST ofN,.CtSCA2C~STOTALTSHARK T. ...... W= ...._._O.
S:~CLAsS:> cL T4O.TAL 5 CLASS LASS :aASS:: TOTAL AE 

v'acation (lnon-stwelt) 2 5 2I5 124 _ 2-79 - -_ -3-_ __ - _ _32 7 _ 
ml.,h- e2 r 23 - 7 1 31 16 5 13 1" - 1 1 M 

O ther busi nesrelated 4 - - -1 1 31 41
 

B .yiho ppin 1r&h 1 
 11 9 13 142 

-. -* aff ir 1 3 4 2_ 3 _2 3 3OT err p rose, ! - I - D - 24 26 16 
 11 3 101
 

S3 1 3113Tot3 13 18 14 45 100 52 1 17 70 1001 65 19 31 11.__1tIP:r2 . . 2R1~ 2 

TABLE B.71 

FREQUENCY OF TAKING 
THIS PARTICULAR VOYA

2 ~~ 62 1 1 9 .::::...........-.-.-.
:: b' r y 


V28tmes am h 

- ia .2 6mool 4 32 4 6 4 5 48 

9-10tims a rfia- -- T------ -
] ta,f m be 1 3 11 

4 9 4-


Tow - 3
 

No 


TABLE B.71 
CLEANLINES OF SLEEPING/EATING AREA 

AT THE START OF THE VOYAGE 1 _ 1 _ 2 2 __ 2_
L 2 

.. .. . .. 
 . . .. . ..
 

........ ".''~~~~~ -- .'..... .'-......
: ': ---.---- .. . . . .-.. . . ..::'.:':" .... 
_,. " ..
 ......... : ' ..... ...... -''

Very€lo 6I 111 
 -- "K1 5 1n "j.4 4 

231 43 760 6 - 0 1ot l ci3 18 14 45- I03 .- . 
3 14 2 7. n---e, 34 67. 15. ..7 .. 



_ _ 

TABLE B.72 

AIR COMFORT LEVEL OF SEATING/SLEEPING AREA 

.. .. .. .
______________~.. . .. ........ ... ,. ... . .. . .. .. . .. . .
rE T~ U~ ..... . . . . . . : , .'. ........::*:. ...... . . . T. . .--.- _ . ...'.
AL _ ... ... ... 
-. 
 .. ..-.. 
 - .
 - . .... 

Vay co 9elort 6 13 5 24 53 25 7 32 46 31 13 1.2 56 49Satisfactory 5 5 $ 18 40 27 1 9 37 53 32 6 1.7 55 48 
Not cofoiU1 1 1 I 1
No swer 2 1 3 7 2 3 

_ _
Total 131 15 14 45 1,0 52 1 17 70 OT 1151:_11100 65 19 31 11_ 10 

TABLE B.73 

CLEANLINESS AND MAINTENANCE OF TOILET
 
AND WASHING FACILITIES DURING THE VOYAGE
 

~O* TX.T ~CQ~ *~i1..........% F~S CO13 T ..
3...-........
 

Cw1e m a Ul ed 4 1.._I1_ 7 22 49 27 .. . ___ __ 31 44~ 31 1 I1 1 53 461__- _____-j____F______L___47Sifactory 6 7 7 2 44 23 1 8 32 46 2 8 - S 52 45 
Us-----c--y---------2 2 4 6 2 2 4 3 
Unacceptable 
 j 1 1 1_ 1 
No _ _3[ 3 . . . 2 1 1 - 4 

____ _ _ _ 131- 1 __ 1_ 45 100 52 1 17 70 100 65 19 31 115 10 

TABLE B.74 

ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY 

_ _ _ . .. . .. . . . . . ... . . . .. . .. . . . . . .. . .......... .. .EO~:~~. S Z ~ iU I .J.T. . . ........: . 5 S......... ... L ...... 

___________ .ICASS :CASCl-4;SS.TQI'TAL. SHARE::CLM5:w.. (MASS- :-ClASS: :TOTAL. :SlkREj CLAss CLAS C:lASJ: B::SARE:Exeln 1 4 4 9 20 164 20 29 17 4 8 29 25 
sa ctof 4 10 9 23 51 23 _ l 9 33 47 27 _1'Inadequate 49 

2 3 __2 2 - 2 

Doal ddirk vater 2 1 1 4 9 3 1 4 6 5 1 2 8 7 
Noanswer 6 9 __ 2 001 11 16 16 20 17 

Tol 13 181 141 45f 1,30 57 1.. 17 70 100 65 15 31 115 100 

TABLE B.75 
COMFORT AND CLEANLINESS OF EATING AREAS ON-BOARD 

.. ... TOTAL.... 

1AR5T $E S:SE
RKP TS S,0 -T.WRP: F=T SECOND -TII..
 

CLSICASCiAS""::_____ TOTAL q'jAR_- CLAkSS> 'CLASS: :tOTAL. SHAREX CLASS CLASS CLASs 'TOTAL SkkRE 

31 11 7 21 _ 47 21 _4 25 ~~ 36 241 11 11 -t 46 -- 40 

satisfactor7 _ 4 4 _ _6 14 31 20 7 27 39 4 4 13 41 ?-6Una6ctary 11 2 3 3-- 7 to30 _ __0 _.6_ 2__ 1_ 9__ 3j~ 1j 16- 14!1 
__ ot]13 -isF 14 45 __ 1.50 S1 171 70 10 65,I_ __ - : icO1 



____ 

TABLE 13.7 6 
MEALS -AND MEAL SERVICE ON BOARD 

________SrFJ "-RYUJ FIIIPINA PP1NCESS TOp._____ 
FIS u "O' FIRST 1SECONDI THIRD TIRST r'ECON THIR TTA 

CLAS CI Ao CLACLASSSS [ CAS TAL SHK :A MARI. S 
__M e 

Ecnt3 
Sai-actory 

Unsasfidfctoiy 
U__ 
Unaccepbble
1 o ans~r 

_ 

2 

_1_1_ 
8 

10 

3 

-~-3 

9 

tc:al 

2 

16 
1516 

13 

36 
36 

29 

__ 

.... 

11 
2 

_I 
10 

-

I 

-

IT 
71 

4 

-[ 

12_ 

n 
36 

6
I__ 

15 

~17 
51 

91 

21 

141 
30 

21 

13 

__ _ 

_ 

W 
6 

_ 

3 

_ 

_ _ 

_ 

4 
16 

4
_I 

_ 
7 

_ _ 

28f 
5 

6 

28 

2-4 
45 

51 

24 
Total 

Meal Srvice: 
13 18 14 45 100 32 1 17 70 100 65 19 it 115 100 

Exceleal 2 10 4 16 36 11 2 13 19 13 1O 6 29 25 

Szidactnry 

1oanswf 

2 

9 
1ot3T___ 

_ 

3 
___ 

" 
18--

6 

4 

1-4 

11 
__ _ It_ 

13 

-4-5---

24 

4 

25 

16 

- -

1 
_ 

- ---

4 
4 
7 

30 
4 

23 

7-0-10-

43 
6 

33 

27 

25 

--

4 

5 

1- -

10 

4 

1--5 

41 

4 

41 

36 
3 

36 

1 

TABLE B.77 
VESSEL OPEN AREAS FOR PASSENGER 

_ _.._... 
 .... ......... ............. . . .....
..._..............
 

____________ LS TOTAL: :SRRE :CLASS -.E c "at 
.S :LS CLASS :fCLASS: TOTA:L- A .. .. .......TA ZUR2 14 7 23 S1 24 4_ 2 40 26 14 11 51 44 

sis-da 6 - 6 13 29 23 1 10 34 49 29 2 16 47 1 
_-2 2 2 4 -a - --- 1 1 1 2 1 3 3 

u_ _ _ _ _ _ __ _ _ _ 2 3 2 2 2 
LUDACCepable _ _ _ _ _ _ _Nou w 

_ 

r__-11 j 7 16 3232 1 17 S 7 1 3 12 01.1 ~ 4 45 10 70 100 65 19 31 115- --- ice 
- -

TABLE B.73
WAITING AREA BEFORE BOARDING, IN TERMS OF COMFORT & CLEANLINESS 

__,-. -_______--__,,y_..... _,__ ' 6 _ 1_ 7 .2. 0. . 

________'-ASCASCASTOTAL. SHARE. -CLAS CLAS A::SSA ov:r 
5c~a 11 5 21 47 is6 24 - 23 11 11 45 39 

___ __ 7 20 44 24 1 9 34 49 3 16 54 4 
Unacceptable tsicoy1 11 -1 22 61 1 71 101 62 229 
4o wa ! 1 2 4 3 1 4 6 4 2 6 5To+ 13 18 4514 100 52 1 17 70 100 65 31 115 1C) 



TABLE &.', 
BOARDING PROCESS 

~~.-. ~ -.--.-.--.-.'flURI] HST: $SEQ0ND TEwDSI JCO %... ....... .. T O T~
CL.SSClAS LAS TOAt. SHARE, :CLASS:::CLASS CLAS A HR.CASCLS LMttl HR
Easy and Safe 4 14 7 25 56 19 
 4 23 33 23 14 11 48 42

Sgisfactoiy 7 2
tsactry - 6 15 33 28- 11- 4 -_ 2Y 1- 13 42 6(1 3 3 19 57 50Unsgi~sfactry . 1 2 4 2 2_4 3 3_K 4- _ 33-1T_ 1 _ T7_2 1 4 
Noansw-
 1-- ---- -- -1 3 7 3...... 
 _ 3 4 4 1___ 1i 6 5

Total 13 18 14 45 10) 52 1 17 70 100 65 19 311 115 100
 

TABLE B.80 
BAGGAGE SECURITY ON BOARD THE VESSEL 

.........
::iii~~:!i::..ue......... i .. .................... 
.:... EiR :.:...:.. :.:........::.::.. ... :: :: :.......... .... ::: = ==.=
:: :::::: :::::: 
 =....=.=..===
::........................
::: : :i:ii~i: " :....:... .:.. .
 . ""..-
................ "..........

- CLASSS~f -=. LAS_ ... CLS A

ExceUa. 3 10 
____ ___6 6 4 17 38 4 14 20 1 0 8 3 279 21 47 37 
 1 11 49 70 43 7 20 70 61
 
Poor . 1 1 1 1 1 
S riproblem 
 1 - 2 __ _ 1 1 1 1 _ 1 2 23 2 6 13 5 5 7 22 1 11 10 

Total 13 18 1 
 5 13 5 1 
 17 70 103 19 31 115 100
 

TABLE B.81 

A.NY BAGGAGE LOSSES FOR THIS ROUTE 

-FIRST:: SKCO 4 ECN TID ISTS.CN THR ........ 
_______ CLS l LS LASTTLSTCLASLASS. CLASS CLS :-TOTAL SAr~ lASLASLASTt, iMNondhaen'texeriemed 2 3 2 7 16 44 1 5 13 19 10 3 7 120 1
 

To t I
I 1i 44 1 12 57 8 5 16 24 95
Total 18______13,______ 14___ 45___100__52__1__0__ 15__ 100 



--- ---

_ __ __ _ 

- -------------

TABLE B.F2
 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

S P.F.FRY 
.- ,-.v..... FILIPTNA.PRINCFS 


FU STT~1~SE) O ~ !T s S~ 2 NE H1ff J II S SECC" uT l)
CL~S LAS CrA aAE ISS L-SCLHCA$ 

Convenience rBootng : TrI LARM CCLASlAS CLASS :TQTAL:WVAR-

Thmeflct 
 5 12 4 211 15dS~t~factory60 7 ].1 ,16 23.-- 20. 121 5 37 32SMcoy4 6 9 19 42 29 1 11 41 5559 33 7j 20 602
Unoceptable 
 1 
Difficult t _ 5 74 ± 6 

Total 13i 1-; 

Secuiy ofBoki ng: 

- 1
 

Excellenr 
_00 

5 10 5 0 44 11 2 -13 19 7 33 294Satisfactory3 5 6 1 j3 0 3~ W5if---- i --- __L 
t 6 16 52 4 

otal 

_ 2_No _ 5 14s2 3 9 20 13 3 16 2317 2 
 6 2l22
1 120 1 521 2 71 --TI-_
 

TABLE B.83
 
BUMPED AFTER HAVING RESERVATION 'WTHTHIS 

SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1"3 

PW Xm .... .... .... .. .... ::::::::-::::::::: ::::::::: .......... .:.:. : 
__" 
::: : :::::::::::::::::
--- __ _ _ - ,, _......." ---- I
 

Nme~no ythappsened -Ioawer . 3 - 1 110 11 4 7-- 1313 71_ 9 48 1 13 -62 1 1018 26Tota 52 
- 102 8911 17 70 100 65 19 31 115 100 



------- ______ ---- 

- -

___________ 

___ 

TABLE B.84
 
RATING OF MANAGEMENT AND STAFF
 

.... ~OU rn _ T[CON 710l 
HRE: CL&S: -. .]CLAWASTOTALIH _bK 

t	 
_ XS 

Mmagnaat Attftde of Ser Ace Q-alty: 	 L$CASS:: .LAS. ::TOTLS
1 6 8R'ecat 	 3 12 7 4922 21 1 6 28 40said¢ -wm_ . . . 7 .. .4 6 	 24 13 13 50D 4317 39' 2.-4 	 33, 4T _ 32 _1 4 

-_____________ 1____ ____ - - - f -14 	 0No U -SWer 2 2 1 5 ____ ____ 3 3 41 1 _ __ 3 311 6- - -" -6 	 91 - 2 4 31 U 1 10Total 13 18_1-4 45 100 2 1 17 -L 70 0D5 6- 19 31
Lamd Based Staff Attitude to Passenger & Effldency : 

1,0
 

Excdleat 
 3 5 19 42 1! 3 18 26 18 11 8 37 32SU~izfca __ 54 4 7 _R _3 2-5 1 - 8Unsaisfictory 1 1 2 	
34 49 -30 5 -13 5 0 4 

-	
2 _73 3 _3 3 61 3.No miw-  2 9 20 10 3 13 19 14 3 5Tobl 13 18 14 45 - D . -1 	 22 19

1 70 100 65 1. 31 11j 100Vesse Crew At itude to Passenger Altd-e & E1cflen2cy: 
a ..- - -  . 5 7 T5 33 22 	 - sa71151 	 - - -S 331 2292 1 	 30' 43 25 5' 15~ 453 4 2 _i --_ 

3914 ___ 3No answeTotal i3 .. ... 	 9 _20) 1O_S ---	 .... -- 2 - 12 - 1017 _ 651 4 I----------- 141 3 _ " -- 21 -- aI-- s -- ~ ____1 	 0D 52 70 12 0 65 14 31__ 115 ~ 110 

TABLE BXS 
RATING OF SERVICE SCHEDULE, ADHERENCE A?-D SPIeED 

___ 	 ___ __ 31 11 71JGe o.l.good 4 4 21 J 47i 5i 2 17 '24 18 11 _6 14 31 24 .. . ... 	 9 38 __. - -2 .. . 41 2. 4 " -1- 43 37 

ypor" 	 S............. 3 2 5 4
-..-... . .. F .. a. 
2 4 3 	

_... 4 	 1 ...4 ..Do......e..w 1 1_4. .4 . 2.10 6 12 10 
__otal 	 _ _4 

1 _j 
1 __G-m**good 71 4 	 18 42 29 1-- 2 2T 24 4 6 1f4 33 	 13 2 1Toa 1 3 4 	 29AcSerence to SheduTe/ReOTbIU:ty: 4 0 2I 7 70 _4fT 	 41 _____5 19 311 1153 1,0___ ___ __ __ 	 4 1 __3 _ --c-	 __ 5 7 3

___ 
3 7 16 3 	 3 4 1 45 37 	 2 9 13 10 9 

: 
_ _i_1 2 	 3 3 4 . 1 3 4 3 

b-e i-
 1 3 - - -- 4 9 10 1 6 17 24 l4 4 6No aswer 	 21 1" 4 4 1 9 20 8 2 10 14 12 4 3 19 1.7 
Total 13 18 14 45 100TV--------	 1 25-- 22__52] 1 1 70 1001 651 19 31 115 1,30 

Servf 	e Sp eed:__ _ _ _ _ _ _ _ _ _ _ _ 
_ 

Fast . ... 2 _.....___ 7SW------------------ ------ .6 t__ 15 33 9 ___3 2 16 1 7_14f_ 8 26 23Sa 
.. 

ac y__ 65 19 	 3 3 34good _ 	 6 42 31 6 .1916 1 2rTo 42 4 
1 23"2
 

S l w 1 4 2 
 6 19 9.. 

Ncs~~~~ ___24 _ -1 " _ _ _ire 	 2lwe 4 I A 31 1128 1-30 



________________ 

TABLE B.86
 
CHANGE OF SERVICES OVER THE PAST TWO YEARS
 

:Fj.: hR ........... FJSvTIR:T0CO~Ot lR1 ThIRCASS CLASS CLASS: TOTA SHARE: "LB:CA SHA4RE::CL4SSCCA"SS' :TQTAL ftAS 8ujA9aHave not travelled this route before 1 10 3 14 31 8 3 11 16 9 10 6 25 22Sevices have considerably nproved 1 2 6 9 20 8 2 10 14 9 2 8 19 17Slight inprovemnt on services 3 3 4 10 22 20 _1 21 -- 30 23 3 5 31 27Ser-vices are less good now 1 I 2 1 2 3 4 2 2 4 3Service standards have not cha__ged 1 1 2 2 4 __ 6 9 2 1 4 7 6Camot estimatechange 2 2 4 10 1 4 15 21 12 1 4 17 15No answer 5 2 1 8 18 31 1_1 4 6 8 2 2 12 10Total 13 18 14 45 100 521 1 17 7010 65 19 31 115 100 

Lri 



DAVAO - MANILA ROUTE
 

TABLE B.87 

PURPOSE OF TRAVEL 
_____________MV~IAYN1LI) .M/V AN~l PRINES.............A 

SEOD TIRD XlRs~ SW- THR 

SH- LS LS LASS TOTA Sgjjjt.: 
.... 

__________ CAS CLSStO1~A SAP CAMCASS: CLSSTGA 
3 3 20 2 6 8 11 2 9 11 12 

1 9 10 14 1 10 11 12
EMPLOYEE 
BUSINESS 1 1 7 2 2 3 72 2 2
STUDENT ....
 

5 6 40 1 12 18 31 42 1 13 23 37 42
OTHERS 1 

33 1 1 20 21 28 1 3] 22 26 29
VACATION -- 3 2 5 

2
2 3 2 2

NO ANWER -- 4__2 

TOTAL 4 11 15 100 3_141 57 74 100 3 18 68 89 100 

TABLE B.88 
FREQUENCY OF TAKING THIS PAi'TICULAR VOYAGE 

.:......... .......... -. .O..
9A.............................. 


- --- -NTIDJugSEqN -f 

CLASS- TOTALISHTAPE CL :SCLASS: :CLASS TOTAL: SHARE 
___________ CAS CASSTOAL HAE LASS CLMASS: 

4 4 44
2 times amonth 
On-eny~w 4 40 1 5 11 11 26 1 5 15 21 24 

3, 30 1 5 11 11 26 1 5 14 20 22
_rer4 


2-4 timesayear 3 
6 766tim say " ....time a6 

6 6 12 133 4As the need arises 3 2 18 181 42 is - 18 20First timer".. . . 
2 8 9

No answer 1 2 3 30 1 1 3 3 7 1 

3 14 57 43 100 3 18 68 89 100Total 4 11 10 100 

TABLE B.89
 

SERVICES ADEQUATE FOR DEMAND
 
. . . ... . .. .. . . . ". . . .. ". . ."... . . . . . . .. . . . : :: " : ' ....
. . ... : : :
 

. r- .. :Zl l _I .... .. .: .............
. . :. . . -...::":.. .. . . C . ....[........... h 

..: . .. . . .. . . ..... .. . . . .- ... . . . •-. .... .--. . .. - ........-.. . .. -. • .. ..... .. ...... •... ..
s. .......... .: . . ...:::::-:-: t C l u :. ::::!:-.............. sco .......:::.-. -::.
......:
.... ..:.t ..: ::,:::t ... ....-...... ... 


___TTA :TTl. rw. ,SMsI : MAN1A:TOT4 :: MT:CASil PRNCSS:.O.U :SUA X:-L43:-:XLA;hS: .tLWMA J)R::2--q::: 

NO I _41 2 6 26 34 46 2 6 30 38 43
YES 4 27 I I I I I I 

30 39 53 1 12 37 50 56
71 11 73 1 8 
3 18 68 89 100 

NO ANSWER _ .. 

TOTAL 4 11 15 100 31 14 57 741 100 



___ 

--------------------------

TABLE B.90
 

RELIABILITY AND ON TIME
 

hIYES ECO31R3>4 5 33 
- 2: 2 15 19 26 21 __ 241_1TOTA-NIE4, 1R 0 ITT SECONflhEmml % 27S LS 74 .L..-F=RTlStC" TOTL7 SA0 CAS IM.
 

YES 1 4 5
NO 33 2 15 19 201 1 7 2 2_4
2 9 11 14 110 -12 13
NO ANSWER 3 9 410 1 33 44 5 1 13 39 53 601
TOTAL 
 4 11 151 00 -r 141 571 741 100 3 18 68 89 1ool 

TABLE B.91 

GOOD SPACE RESERVATION 

.. .9. 373 ... 
-

-
- W-5: 

YES 1 8 9 60 3 6 281 37 30 3 7 36 46 52I 
- -

-

NO 73__5 4 124 4
NOANSWER 3 3 6 40 25 330 545 _ _ 1 28 39 44TOTAL 4 11 151 00 3 14 _57 74 100 3 18 68 89 100 

TABLE B.92 
GOOD BAGGAGE ACCOMMODATION/SECURTTY

51C0 ADEQUAT COCR FOIR SAFETY~flU~ EC~ hi
 
___ ___ __ :W J:NJLM.V:MA~ffAP 
 NCZS9:......... 
 AO --

......... .
 ... RST... C .. ...I WISTr.: S F)IR :~~ ~ ~: ~ !: ~ : ~ ....... i' ~ ]~|6 :* i!~
~~~~~T.'I a:: 
YES 1__ 5 6 40 2 3J 18 23 31 2 4 23 29 33 
NO I___1 1 7  3j 11 14 19 _____3 -12 15 17NOANSWER 3~ 5 8 53 1 8 28 37 501 1 11 -33 -45 51 

TOTAL 41__ 11, 151 100 3, 14 571 74_ 1001 31 18 681 89 10 

TABLE B3
 
ADEQUATE CONCERN FOR SAFETY 

-... . . .
. . .. . .. . . . . . ._
.. ... MI..... RIN YS ... . _. . T.....TAL.... 
________....._._ A C.S L L S IAK........C A S C A S T T L~ A' .
S O A C A S ........ ....... 


-d~ - C,  - - I - &i
YES 1___ 3~ 4 27 2 4I 17 

-

23 31 2 5 20 27 30 
NOANSWER 3__ 7 10 67-- 1 32 40 54 1 10 39 50 56 

TOTAL 41__ 11 1 5 10i 3, 14, 571 741 1001 3 18 681 891 -1001 



TABLE B.94 

ORGANIZED BOARDING PROCEDURE 

'ETh ~c I~ ~. T.O ff . . . X~X 1 3 ...ZO..... 

YES ____ 7 9 60 2 5 20 27 36 2 7 27 __3i 40 
NO ____1 1 7 _ __ 1 6 7 9 1___ 7 81 9 

NO ANSWER 2___ 3 5 33 1 8 31 40 54 1 10 34 45i 51 
TOT.AL, 11 15 100 3 14 57 74 100 3 18 68 891 100

r"~~~v~i.....[ .. ......... :*
.. . .... .... ... ..' . . ...-....... ..
..-... '..... . " ' .. . ''". .. . . . . . . . . .. . .. . .. . ..T TA .. . .. . . . .. . . . . 
I . . , . . . . . ! ! [ . , ! . . . ] . . . . . . . . . . . . . . .TO. . I . . . . .. .. . .. . . . . 4. . .. . . .. . .. .. ..


YES__2_7_9__0___20_27___I 2Vl7 T hR27S____TABLE B.9S 

ACCOMMODATION STANDARDS 

UA______B
NOOR 

_ _ _ _ _
1 

__ 
1 

__3 
71 6 

3 
7 

4 
9 

__ _3_ 1 6 3i7 
3 
8 

FAR1 
__OOD/ _____NO-ANSWER _ _ 3 

3 
17 

4 
110 

27 
767 

1 
11 ____5 

3 

10 

13 

30 

17 
641 

23 
855 

1 
11 ____6 

4 

13 

_ 16 

37 

211 
751 

24 
857 

TOT__AL 41 11 15 100 3 14 57 74 100 3 18 68 89 100 

rOILflTSANTARY FACILITIESUNACCEPTABLE ___ ___ ___ ___ ___ ___5 2 ____________2 3 2 2 2 

POOR 
FAIR 
GOOD/EXCEL 
NO40ANSWR 

TOTAL 

1i 
1' 
2t 
4L 

7 
1 
3 

11 

8 
2_ 

5 
15 

53 
13 
33 

100 
__ 

3 

3 

- 1___i 
"___, 
21 

_8J 
141 

6 
13 

8 
28 
57 

7 
19 
101 
36 
74 

9 
26 
14 
49 

100 

_ 

__ 

__ 

__ 

3 

3 

1 
4 
3 

10 
18 

__31 

6 
20 

9 

68 

7 
27 
12 
41 
89 

8 
30 
13 
46 

100 

BEDDINGS/BLANKETS 
UNACCEPTABLE
POOR 

1 1 7 __ 2 
I 

STANDA 

8 
2 

10 
3 

14 
4 

__ 2 
1 

9 
2 

11I 
3 

12 
3 

FAIR__ 
GOOD/EXCEL 

_ 2 
1 1

TOILE/SAMARY 
2] 
2 

13 
13 

1 
1 

2 
1 

A~nX 12 
1 

15 
3 

20 
4 

1 
1 

2 
2 

14 
2 

17 
5 

19 
6 

NOASEL3 
TOTAL 4 

7 
11 

10] 

151 
67 
100 

1 ___8 
3 14 

34 
57 

43 
74 

58 
100 

1 
3 

11 
18 

41 

68 
53 
89 

60 
100 

LEISURE FACILITIES _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ __ _ _ _ _ _ 
POOR I 33 
FAIR 1 3 4 27 2 6 19 27 36 2 7 22 31 35 
GOOD/EXCEL 1 1 7 1 9 1 7 8 9J 6 
NO ANSWER 3 7 10 67 1 18 29 371 501 11 36 51 57 

TOTAL 4 i1 15 100 3 14 57 74 100 3 18 68 89 loo
 



TABLE B.95
 
(Conrdiued)
 

ACCOMMODATION STANDARDS
 

TION_________ 
FAIR 
GOOD/EXCEL 
NO AN SWER 

TOAL 

1 4 
1 1 
2 6 
"4 11 

P O.O R... 
5 
2 
8 

15 

33 
13 
53 

100 

3 
__6t 

3[ 

31 26 32] 
8 14 

5____23 281 
141 57 74j 

3........ 
43 

19 
38 

100 
__ 

3 

_ 

3 

4 
7 
7i 

181 

30 
9 

29 
68 

37 
16 
36 
89 

421 
18 
403 
100 

CREWS COURTESY/ASSISTANCE___ 
UNACCE..PTF ABLE __ _ _ _ _ _ _ _ _ _ _ _ _ _ _7 7 9 _ _ _ _ _ J71 7 8 

FAIR 
GOOD/EXCEL 
NOANSWE 

TOTAL 
UNACCEP.T ABLE 

1[ 

2 
4 1I 

5 1 
31 

3 

6 
4 
5 

-15 

40 
27 
33 
100 

2 

3 

5 
5 
4 
14 

11 
14 
2 

57
7 

18 
19 
27 
74

7 

24 
26 
36 
1009 

2 

1 
3 

6 
6 
6 

18 

16 
17 
25 
687 

24 
23 
32 
8947 

27 
26 
36 

10081 

RNKING FOUNTAINS ETC. _ 

POOR 

FAIR 1 
1 

5 

1 

1 7 2 3 
3 3 

13 18 2 4 
3 
8 

3 
14 

3 
16 

GOOD/EXCEL. 
NOANSWER 

1 3 
7 

4 
9 

27 
60 

1 
6 

14 
3 

16 
39 

22 
53 

1 6 
8 

13 
40 

20 
48 

22 
54 

TOTAL 4 11 15 100 3 14, 57 741 100 3 18 681 89 100 

SPACE TO MOVE AROUND 
UNACCEPTABLE 

POOR 
FAIR 

GOOD/EXCEL 
NO ANSWER 

1 

1 
2 

1 

3 

1 
6 

I_ 

4 

2 
8 

27 

13 
53 

2 

1 

_I 

7 

2 

5 
18 

1J 
5 
27 

1532  

I 

7 
36 

2912 
53 

2 

1 
8 

3 
7 

2 
5 

21 

7 
33 

2 
5 

31 

1 
40 

2 
6 

35 

12 
45 

TOTAL 4 11, 15 1003 3 14 57 74 100 3 18 68 89 100 



__ 

__ 

TABLE B.96
 

BAGGAGE CARRIED BY PASSENGERS
 

H ....... .......
. I ..MA ..... S 	 TOTAL 

BAGS 
47 1 58' 69:1-2 31 81 11 1 731 1 8j 39 47 68 i 111 

2 1 6 9 64 2 6 9 603-4 

3 50
5 -Above 31_ 31 -3A 

BOXES__ 
1-2 [ 1 4 1 271 11--- 51 151 211 30 1 6 18 25 30 

1 21 31 51 36 21_ ___3 5 3334 


1 2 1 31 501 2 1 31 505-Above 


SACKS 

34_________ 1 100 1 1_ 	 11__ 7__ 

_TOTAL______ ______ 

69 761 1 17 
__ 

66 84 
_ 

791-2 Baggage 	 4 11 15 94 1 13 55 

3-4 Baggage 1 1 6 2 3 91 14 15 2 3 10 15 14 

7 2 4 6 65 - Above baggages 	 2 4 6 
2 2 2
NO ANSWER 	 21 21 _ 

18 70100 	 3 22 82 107 100TOTAL 	 4 12 16_ 100 3 

TABLE B.97
 

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID
 

7%1 :FIRST. tSCOUITHR] % FRD 
C_______IA,M OTA"LS ALS TOTAL. SHARYE ICLSS ZASS CLAS :TOTAL7 :SHARE:W"A S"AI"RKLS 

WEIGHT _ _ _ _ _ 

12 131-10kilos 1 3 4 27_ 

_ __ 	

81 8 11 
_ _ 

1 11 

4 4 5 4 4 4111 - 20 kilos 
4 5 9 12 4 5 9 1021-30 kilos 

30 kl. above 2 2 13 2 6 I1 19 26 2 6 13 21 24 
43 48No answer 	 3 6 9 60 1 4 291 34 46 1 7 35 

Total 4 11 15 100 3 14 57, 74 100 3 18 68 89 100
 

EXTRA CHARGES PAID
 

Porter Charge
 
None/no baggage 3 3 6 40 2 7 50 59 80 2 10 53 65 73 

2 3 1 2 3 3P70.00/k& 1 

P345.00/all baggages 3 3 3 3 3 

P5-20.00/boxes 1 1 7 1 1 1 2 2 2 

No answer 	 1 7 81 531 44 8 11 5 11 16 18 
3 18 68 89 100
Total 4 11 151 100 3 14 57 74 92 




_________ 

TABLE B.98
 

ADEQUATE BAGGAGE STORAGE 

____ /V MAYNILAE) ___ MV MANilAPR~INCESSw- ___ ___ TOTAL:______ 
THIRD 

CLA.S CLASS TOTAJSHARE C MSS CLASS sOTALSARE CLASS-: CLASS. 
SECO % i'RST SECONDl TM:R .% FWRT: SECOND~ THR.. % 

CLASS: t ':CL"-,S TOTAL S14ARE 
YES 1 4 5 33 3 1 25 291 39 3 2 29 34 38 
NO 2 2 4 27 12i 30 42NO ANSWE 1 5 6 401 1 2 57 14 32 _46 5i3 4 2 7 9 10TOTAL 4 151 1001 3'1 14 57 _74 1001 31 181 681 891 100 

TABLE 15.99
 

IS BAGGAGE STORAGE SECURED
 

...I.-IA] MV MA*l PR"INCESS TOTAL. 
'fflI FMRT: .........%:;1M EO0.RJl H %ISr 

YES 1 3 4 27 2 1 28 311 42 2 _ 21 31 35 39 

NO 2 3 5 33 21 30 41 - - - 24 35 39 
NOANSWER 1 
 5 40 1 4 8 13 86 5 1 19 2118 1 


TOTAL 4 11 15 100 3 14 57 74 100 3 18 68 89 100 

TABLE B.100
 

CHANGE OF SERVICES OVER "HEPAST TWO YEARS
 

_ _ _ _ .V.A .O Y m_ .__.JM .'J. I.J ..... IL C S A .........


Nrf-FRTSCN~TDFIRIR S1ECO1 :THiRD: y 
_________CLASS CLLASS TOTA SHARE M TALS1tCLASS§g tLSS LAS t CSSLSSTALsHA*'='

YES 1 4 5. 33 5 10 15 20 6 14 20 22 
NO 2 
 3 5 33 2 4 32 38 
 51 2 6 35 43 48


NO ANSWER 1 4 5 33 1 5 15 21 28 1 6 19 26-29 
TOTAL 4 11 15 100 3 14 57 74 100 3 18 68 89 .1 

TABLE B.101
 

CONGESTED TRAVEL DURING PEAK SEASON
 
BEEN A SERIOUS PROBLEM
 

....... A...... )LAI'R C.S.. ....... TOTAL
 
NO~ ~ . . .... 7 78 
 2 2 
 91 2Y7.... -
CASSTOTAL HCLASS LASS TAL S 0ARECLASSCLASSCLAS. S HYES 1 4 5 3333 -S 5-J 33 33 58 2 6 37 __ 45 5

NO 4 747 8-2 22 39 11 2 _ 7 4__3 

NO ANSWER j 3 3 20 1 1 2 2 41 1 1 7 8TOTAL 41 11, 
___5 

15 100 3 14 571 57 100l 31 181 6 8 1 F9 100 



TABLE B.102 
PASSENGER SUGGESTIONS 

___N__rq"__m_.......___........ CES ............. TOTAL ...
 

____________CLA .SS.. CLASS.& TOTAL ."]CLASS 1A L ::HA1zmE CLASS: CLASS ClASS TOTAL SHLARE,SHARE:: CLS CLASS~m 
Improve the facilities and services _2 ..... 2 13 1 1 1 3 1 3 4 4 
Suggestion box necessary 1 1 7 1 1 1 2 1 3 33 
Govmriment to act on complaint/ook into 

vessel operation 2 1 2 3 3 
Complaint section needed inside the vessel 1 1 7 1 132 2 2 
Bagage compartment needed I_ 1 1 1 1 
Iprove food & sanitation 1 2 .... 2 3 3 
Increase water supply I_!11 1 1 2 2 
Maintain present services/satisfied with 

present services 1 4 1 4 5 6 
Toilet facilities should be near 1 1 1 1 
Proper beddings/blankets needed . 1. I 1 1 
Stop double issuance of tickets with same 

numbers 
Sii-ct observance of schedule _______2 ___2 2 __ 2 
Improve courtesy or dicipline/efficiency 

of crew 
-

7 7 7 8 
No overloading during peak season 1 1 1 1 
Improve passenger accommodation 1 1 1 1 
No commets/answer 3 8 11 73 8 34 34 921 11 A2 53 60 

Total 4 11 15 100 3 14 57 37 1001 31 18 68" 89 10 



DAVAO - MANILA ROUTE
 

TABLE B.103 

PURPOSE OF TRAVEL 

±1:., -, . .'W. rNAf FRM crssI• TOTAL . _ ......
X=:JECOU IRD % r %..- ECY T D] % Tl m"! Icomii . 

,:ASS:-LS: .CIASS .QTA HAR -.CLASS SARU- CLASSW TOTAL SHARECLASS :CLASS CLASS CLASS TOTAL SHARZBuyin/shopping 1 - 4 -- j - 1
Mmkctmg of goods 

1 3 
1 14 .... ...--
 3Faly affairs 5 1 6 1 1 14 2. -4. 7 2 9 23 

Otr busiiss rdatcd 3 3 11 2 2 3 2 5 13 
Other tavd1c-"pposes$1 
 3 111 1 14 . .. . .._.3 - 4 . 10
Vacadion (non-studc) 6 7 2T~ni 50 4 57 f 6 Ii~&7 1 -2 - 55 18 45 

Total 6 20 2 28 100 .. 70 100 2 31 . ..1001 6 2 2-40 100 

TABLE B.104 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

___________1d~~1AYW~k1*~ . A~s1~t~2Y2 1dtflLIfl~A PiNCES ___ ___TOTAL.. 

::::_:::::::__:-:~CLASCASSCLAS T.AL~ SH THIRWSC -L mSHARE :CLASSfCLASS: 1TOTAL SHARE U S5TECONCLASS TlIRDOCLASSCLASS TOTAL A:" 
1.3 tmicsma y _" 6! 14 20 71 2 29 1 1 2 40 6 15 3 24 60 
3-5 6mcsaycar '- l -4. 0... 1 2 5 

No w 
Total 6 

6171 
.. 2 8 

25 
100 

5 
7 

71 
100 2 3 5 

1 
0 

20 
6 

661 
22 

7 
12 40 

1 
100 

TABLE B.105
 
CLEANLINESS OF SLEEPING/SEATING AREA
 

AT THE START OF THE VOYAGE
 

_:____________ : . ,N I : : . FI LV.:..____..,/V......;P SS... . : TOTAL 
Th:R: 96 ME[RD. THIRD 96 ST CONT THIRD 9THIRD %J8 

_ . .. _.... _ _....._......_.... ... _N 
___________CXA".CLS

Very __ _ 4 CAS OA5AR CLASSJ:SHARXA CUAS5 :CLAS -IOTAL SHARE CLASS CLASS CLASS TOTALSHAMi10 2 16 57 4 57 1 1 20 4 10 7 21 53 
Satis 10 12 43 3 43 2factory 2 1 3 60 2 12 4 . . 18 45Notdea2
Ao L C- .. "[ - I0 1 20 I 12 3 - 5 1i00 3Total 6 _17 , 02 100 6 - 12 40 100 

TABLE B.106 
.AR COMFORT LEVEL OF SEATING/SLEEPING AREA 

.. ...
 ., :: :, .. . .-.. . . TOTAL :. 
::1:5:' DT::FIRST : SECO THI:): 9..____C: LA S$ TOTA AR :CLAS .- R :-CLA,,SSCLASSTOT.L S,ARk CLASS CAS CLASS TOTAL SHAM7 

Vrycomfortable 5 13 2 20 71 4 57 5 3 6 24 60 
Sasfactory 1 6 7 25 . 3 43 2 1 3 60 1 -8 4 13 33 
Not ot fo r c h ... . .2 2 2 5 
No s 1 1 4vner 1 1 3Total 6 20 2 28, 100o -7 2 3 3 60. .61 22 12 40 100 



TABLE B.107 

CLEANLINESS AND MAINTENANCE OF TOILET 
AND WASHING FACILITIES DURING THE VOYAGE 

dkn&.wellmaintncd 
Satisfatory 
Unsatisfactory 
om'- c - .. 

Total 

]CLASS 
5 
1 

.__2 

* 6 

M/MY ....... X~~Y2 

FIR...T CO.. ThU 
jCA~I...WS _S: 77SUARKA j.ASm4 

14 1 20 71 T75 
3 4 14 3 43 

3 1 4 14 [
20 21 28 1001 7 100 

MNIIIM NICS 
.hE.ONHTID uT]EO 

____~iTOA ___R 

_i5 5 
21 _3 60 1 

2 40 
12 ] 1 

2 3_ 5 100 6 

TOTAL,__ 
IfR] 
(MASS TOA 24 

4 5 1424 

5 4 10 
2 2 

3 1 4 
22 12 40 

__ 

A60 

60 

25 
5 

10 
100 

TABLE B.108 

ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY 

~S ......... 
FIRST~~~~..... lIR C THR)3zTRLCO WxTR) THIRD 

~#0"'S'AS ~A- TIS S~tAll: 

.... LA 1~RY N .......-4W~L... O A .......
 

__ a":___CLAS C1 'L 51AM"Lg* 5.':SS H' k ..... .Z1a tt~l::CLASCLA~SS::TCOAZ 

Exccflcrd 2 5 1 8 29 4 57 1 1 20 2 5 6 13 33 

Satisfactory 4 9 13 46 3 43 1 z 3 60 4 10 . . 19 48 

Inadequate 1 1 4 . . . .. 13 
Don't drink watcr 1 1 4 11 3 
R__ ___ *-_ - __ T__ 1_ -_ _ 1I- 4P -3 1t 
oanswer I 1i5l1 1 1 20 5 1 6 15 

Ttl61 201 21 281 100 7 100_ 21 31 5 100 c: 2 1 40 100O 

TABLE B.109 
COMFORT AND CLEANLINESS OF EATING AREAS ON-BOARD 

SERRY1I BOlI% .A..........
______A_____ MA N l :TOTAL:
No mswcr -4 4 18 1 _ 1 20 - 1 6 15 

Total 6 20 2 22 100 ___ 0 2 3 ] 5 1001 __ 22 12 40 100 
________CL.AS CLAS5J CLASS. TOTAL, SHARE: :CL-ASS: 'SHAstE :CLASS. CLASS ITOTAL SHARE CLASS::CLASS, CLASS TOTAL SHARE: 

Satisfactory -~31 9 _ 12 44 4 57 1 3 4 80 3 10 7 20 s0 

No answcr 4 4 14 1 1 20 5 5 13
Total 6 20 2 28 100 7 100 3 5 100 6 22 1240 100 

I

'1~ ~~ ~ I ~ ~ 11~ 3 ~ i~ 8~ - ~ , y ...~2 .. .~3 ~6 .....1 ......1 0 5 

Exccllntt 3j76 2 12I 31 13 143ji i3 7 2 15 38
TABLE B.I11 

MeALS AND MEAL SERVICE ON BOARD 

I ~~ . 1 ~.... .NL.... ........~MX1PDAkIc1STOA 

ClS-ASCLASS TOA SHLAR CLAS::MHA: 7CLASSAS TOTAL -HKECLASS.CLASS. CLASS TOTA SAR 
Meals:__ 

Excellent 3 6 _ 1 9__1 36 

__ _ 

1 

_ _ 

14 

__ __[ __ __ __ 

33 
__ __ 

5__6 
__ 

2L 1 ll 
_ _ 

28 

Satisfactory 1 10 11 23No answr 
Meal S. . .5ce _0_2 1____ 

Excellnt 3 S 1 9 32 1______}oy16 20 2221 7
1g--u-e_ 13 46 6 

_ 

6 

100 
100 

14 

10 

1 

26
2 

21 321 
5__ 

_ 

2 

60 11 ______2140 21 I1 

_0_ 6 22__ 
3___ 3 5 

100 __91
41 

12 
2 

7_21_5 

121 
40 
10 

21 

50 

10 
2 

3 



TABLE B.115 
SHIPPING LINES RESERVATION SYSTEM IN 

REGARD TO CONVENIENCE & SECURITY OF BOOKING 

Convenience of Booking : 
ExcelUt 
Noa __s__ 

NouISWt_. 
Totl 

Securlty orBooking 
ftcenl 

_____3
Unacceptable 

Nounswer 
Total --

FIS COTiD 
CLASS :CLASS 

I 1 3 
_or_ 15 

2 
6, 20 

_ s 
10

2 

5 
6 20 

TSTALSA 

1 5 18 
20 71 

13 11 
2 28 100 

1 7 25 
1:$ 46

2 7 

1 6 21 
2 28 100 

HRD: 5%cq aTiRD ....... 
CLASS. SHARE4 CLSCLASS: TOTALISHARE 

1 14 1 1 20 
6 96 2 -2 4 _ o 

7 1_0 2 31 51 100 

11 14 __ _ 

6 8G -- 2 2 41 80 

1 __ 20 
7 1___ 2__5 1002-3 

1 
50 

6 

3 
2 

CNI 

3 
1 
2 

22 

5 
22 

THIRD 
S TOTAL] SHARE 

3 7 18 
8 30 75 
1 3 8 

40 1001212 

2 8 20 
8 23 58

5---2 _ 

2 7 18 
12 40 100 

TABLE B.116 
RATING OF MANAGEMENT AND STAFF 

Bo b 

Management Attitude of Service Quliy :___Ezcelcnt _1 _ 9 1 ]1 _ 39M15 . .38 

S.lisfacto. 4 9 13 46 W 
. ... ..t . . . . . . ... . . . . . .._..... .. 1.4...1. 

No tuswe" 1 1 1] 3 11 

..... . .. . ....asf c~ .. .. . * _* -

Total 6 20 2 28 100
Land Based Staff Attitude to Pessenger & Emciency: 

Excenllet [ 1 1 7 25 

___~to' 14_ 50 + 
_safiacto_ _ 13 4_T 

Unacceptable 1 1 4 

No %nm'er ... .... 4 1 . -18 

Total 6 20 2 28 10 

Vessel Crew Attitude to Passenger Attitude & Edency: 

Excellent 3 7 1 1 39 
Saifact ii. 3903 
Unsatisfactory 1 1 4 
No mnswer 4 1 5 18 

Totial 6 20 2 28 100 

3 

4 -_ 

7 

3 

4 
4. 

7 

4 

7 

4 

5..-

100_ 

43 

.57 

100 

57 
43 

100 

______2 1 2 

2 3 6I___i11__ 1' 20 

.. .. . _ __ __''__ 

3J 5' 100 

11 1 20 

I2 li 3 60
1 1 20 

2 3 5 100 

2 1 2 40 
2 1I 31 

..... 
2 3, 5 100 

______.... 1 

4 

1 

6 

1 

S 

6 

3 

6 

_9 

11 

I2 

22j 

5 

11 

1 

22 

1 
I01 

1_ 
4 

22 

5 

12 

5 

S 

12 

1 
12 

20 

4 

1:.. 

40 

11 

21 ___ 

1 
1 

44 

40 

17 
217 

1 
5 

40 

50 

10 

3j-. 

100 

28 

3 
3 

10 

100 

43 
43 

3 
13 

100 



TABLE B.111
 

VESSEL OPEN AREAS FOR PASSENGER
 

_____ NM.4~aLAD ~ MNFIIPIN PIICESSTOTAL___________ V~l1'E2EkkV 
JIRSTflUR%. illE :NEU~T. 9ECO IT1WO) 

~ ~ ~ ~ ilR~ ~ACLASS TOTAL____________~CAS~A$TT~St*~ ~ LS~ L5ICAST~LS**~~~~~~C$ :I4 ['CLASS AWUZ 

2 8 1 2/ 33 6 86 1 1 20 2 1is 458F1ze.lct 

4 - 2 17 43

1!4l 4 9 4 4 67 - 14 2 1 3 60 

No e "_ 3  1 


__ __ __1 _ _ _ _ _ _ _ 6 22_1 12 40l inn 
No' Tol 61 201 2 61 100 1 I 100 2 3 4 80 

_ 
_ 100_1_4 


TABLE B.112
 

WAITING AREA BEFORE BOARDING, IN TERMP OF COMFORT, & CLEANLINESS
 

________ WNLSN1A fViLtflARNCS TOTALNUPX3R1ERY2 T 

OItAL CLS 
71 1 3 7 11 28

______....._...a s V~S )SKAk LS A L~tX .....__ .bfl __ LASS TOA _ 

1 3 2 6 21 5 
1 3 60 24 60 

Fxcct 

Sati2factoy 5- 14 19 68 2 ' 2 

2 2 2 5Unsatisfactory 
7 100 2 31 3 60 6 _ 221 12 40, 10Total 2 28 10 

TABLE B.113 

BOARDING PROCESS 

. ._ TOTAL 3__o__ ........... . 8
 
.. .. ....
 -. ... .. ..
 

__________4CA"% PWASSICLASS TOTAL :SHARE :CLASS :SHARE CLASS :CLASS TOTLm H:R LAS5 :C-AM: CLASS TOTAL SHARE: 

3 20 1 50 1830 3 1 643 8_ 5 45F in= Safe 5 14 1 2 40 _ __5 17 43 
______ _____ 11--- 1W 11 39 4 57 1 


_ 2 1 1 2 40 1 2 3
Uno aor1 BAGGAGEPSEURT O OADTH ESE 

:: :: i::: ::::::: :::,:............ .........-
-:..:i :,::::::::. :: ::::: :::::::::::::::...-..
. ...... 
 V.114TABLE 
BAGGAGE SECURITY ON BOARD THE VESSEL 

...... WER wR !"' _ ..._ __TJARILS . 

Co.............. .....
.......... ... m.. .


CLAMS MOTAL SHMR XYLAM:SS ARX: CLASS CLAXSS SH1AR 'CLASSICLASSIMLASSITOTAL: SARE-ITOTAL 

___ 2 9___ 1 _ 12 30
Eeacnt 2__2j 9 11 39 1 14 ____ ___ 

Far 1_ __ 8__ 11 39 __ _6 86 __ _ 3 3 60 1 8 11 so
 

____ I_ -_-_---- 2 7 1 _ 1 20 112- _ 8
 
S___ ___roblm_1 1 4 1 11 20 2 2 5
 

No _ _ _"_2 3 11 2 1 3 8
 

I _Tot', 6 201 2 281 100 7 100 2 3 5 100 _ _22 12 40 10
 



TABLE B.1 17
 
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED
 

.... .... i.SW TOT .:: :: ::: ..: :: . V y' : : -S L. 

CLASASS CL:STOAL:H SHARES CLASS CAS .OTAL SAlECLASS CAS CLASS T OTALISHARE 
Suldent and Convenint: 

Eclet2 11 13 46 4 .72 11 4 17 43 

Genaifygood 3 1 14...4 - . .. . 2. 1 - 3 60 .5. S 10 25
Fewr 2 2 2 .5 
Doct h e ew4 4j 9 29 .. .4 4 8 20 
No iswer 2 1 3 i.. 2 --- -3 8

Total 6 20 21 28 100 7 10 2 3 3 _ 60 6 22 .. . 40 100 

Aaereace to Schedule/Reabht_. 
Excelat 1 46 _ 7 25 86 1 1 20 1[ 6 7 14 35 
G eafly good 1 74 9 32 2 1 3 60 . .. 1 _ 9 .. 2 . 12 30
F_ _ 11 -- 3 

Don't have view 4 5 9 32 8 5 9 23
No caswer 2: 1 3 11 1 142 2 4 10 

Total 6 20f 2 28 100 7 100 2 3 4 so 6 22 12 40 100 
Servie Speed: f 

Fast 1 2 .1 14 12 1 4 10 

Sfisf1ctory 1 13 14 50 7 100 2 2 4 80 1 1 9 25 6i 

Vay slow 1 3I 
Don't have view 3 7 25 4 3 7 18 
No anwer 2 1 3 11 2 1 3 

Total 6 20_ 2_ 1_0 7 100 2 6t 22 1212 40 100 

TABLE B.118 

CHANGE OF SERVICES OVER THE PAST TWO YEARS 

.. ...... ." V: S::: _:T: TOTAL-: _ .AD . 

Have not travelled this routebeore .5 6 _ _ 11 39 1 14 1 1 20! 5 6 2 13 33
Service. have co.dd imp.ov.ed 6 7 _...1 . . . 6 8,.ly 25.14 . 2 20 

Sligt inprovuneitonsevices _ __ 3 ___ 3 11 3 43 1 2 3__ 60' 4 5 9 23 
Services e less good now __ __1 14 1 1 3 
Service studerds have not chmiged ____ ____ 1__ 3__20___ ___ 

imroemn ___ __ _ on___ serice __ 3Cvot e llate sre 5 if 1 1 _ 43--__ 1 _ __3 ___----96 110 13 _23cb befor _ 3 39 14 2 _ S 1260 

No aswer 1 5 1 7 25 7 18 
Total 6 20 2 28 100 7 100 2 3___ -100 22 12 46- 100 

http:imp.ov.ed
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TABLE B.119
 
PURPOSE OF TRAVEL
 

...... I......MBOANGA .. ..... WILCQN.4...... . : : I:i>::::.~ ~ .....FIRST. ~~ ~ HID% ~SE. ... FRTSEO~ H 

__________ CASS LAS~CL~SSHAflX ClS. TOA HP LS. CLASS:'::CUISS.::T.OTAL-:: Slt&-: 
EMPLOYEE 1 3 3 7 10 2 2 5 1 3 5 9 8 
BUSINESS 6 5 2 13 18 3 3 7 6 5 5 16 14 
STUDENT 1 5 6 8 2 2 5 1 7 8 7 
HOLIDAY 2 2 4 5 3 3 7 2 2 3 7 6 
OTHERS 4 5 13 22 30 23 23 55 4 5 36 45 39 
VACATION 8 3 9 20 27 8 8 19 8 3 17 28 24 
NO ANSWER 1 1 1 1 1 2 2 2 2 

TOTAL 21 19 33 73 100 42 42 100 21 19 75 115 100 

TABLE B.120
 

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
 

... ........... ............. .......
.. I W L IN -----. .... 
FISCO T ......... % :. IRT SE.CO HR _
 

Once ayear 8 6 22 36 49 8 6 22 36 31 
2timesayear 8 3 4 15 21 8 3 4 15 13 
3 tim a year 1 1 2 3 1 1 2 2 
4 tin= ayear 2 2 3 2 2 2 
indefinite 1 2 3 4 1 2 3 3 
First time 1 7 1 9 12 1 7 1 9 8 
Once every 3 year 1 1 2 3 1 1 2 2 
No answer 1 3 4 5 42 42 100 1 45 46 40 

Total 21 19 33 73 100 42 42 100 21 19 75 115 100 

TABLE B.121
 
SERVICES ADEQUATE FOR DEMAND
 

..... ........ .. .. . M. :O ..... ....:.:.:.. .:..:......... .. ....... .... .:
. ..- ... .... ... .. ..... . :. ... . . .. : .:.. ...
~ T ~..:. % TH.D.................... ~ f
 

YES 17 11 13 41 56 27 27 64 17 11 40 68 591
NO 4 5 13 22 30 11 11 26 4 5 24 33 29 

NO ANSWER 3 7 10 14 4 4 10 r! 3 11 14 12 
TOTAL 21 19 33 73 100 42 42 100 21, 19 75 115 100 



TABLE B.122 
RELIKBILVIY AND ON TIME 

NIV WILON 4-. TOTAL 

::______CACLASS CLASS. :TOTAL :SHARIE :CLASS TOTAL :SRARF, :CLASS CLASS jCLASS.YES TOTAL ShJAR-t8 4 14 26 36 18 18 43 8 4 32 44 38 
- O -- 13 12 12 37 51 20 204 
 --- 3 -2 3-2 5-7 50 

- =_ t 3 11 14 12TOTA 21 17 3
19 
 73 022 
 21
_~t 1_0_ _ 19 75 115 10 

TABLE B.123
 
GOOD SPACE RESERVATION 

C ::.H:IU ........ = 0C . .......... , --1OND ... N 4 ... ....m
:..P..
:: 
 !! 

YES - 9 

-::Q:

4 13 26 36

NO 32 32 761 9 4 45 38 5012 12 13 37 51 6 6 14 12 12 19 43 37 

NOA1 VE 
 J 3 7 10 14 4 4 10 3 11 14 12TOTAL 
 211 -.-1 
 - 0 42- 1- -1-9-_--- . - 15 , -

TABLE B.124 

GOOD BAGGAGE ACCOMMODAT/ON/SECURITY 

..........
 
...............
... 
 .......
.....
ON - .......... ::I n S 

4s THR Eo~fA11 ____ 

.... 

I___2_ 
-A~TBL
TOTAL B.12** AlNO21 1 --7 10 2 32 1 0 12__ 13 f4 113 100
 

YES
NO 9
-- OANSWR 12 2 2
_ _ 13 23 13 1848
4 8 12 66 317 7 17
16 4 31 72 9 2
4 10 13 9 20
79 6917
'4 12 16 14
TABLE B.2 4
 
ADEQUATE CONCERN FOR SAFETY 

~~ALTM ~uJSECOND:.:D
YES 113 12 49 6 22 22 32 13
NO SW1E4 1 44 71 244- 1 4 12 6 1
 



___ 

TABLE B.126 
ORGANIZED BOARDING PROCEZDURE 

71- .-.- . ..
.-....
 l. 


___ o_ 8___ 3 61 1 3 82 19 29 2 

TOTAL 21 1I3 7 00 44 42 10 21 19 _ 75_ 

TABLE B.127 
ACCOMMODATION STANDARDS 

FOOD/CANTEEN
UNA C U'-rWBLu 1 11 1 1 1 2

4 
_ _ _ 1 2.

POOR TOTAL 7 ____ 19 3i 3 '2'4.--7 7 --- -
2 
I02 - 108 7322 I030 5 "2 - 1 .. .2 -- . -- .I5--- 3 2
FAIR - 12 9l 18 39j 53 31 31 74 12GOOD/.XC.. 42__9 49 70 612 1 . .... 75, 115 -3 1001 

NO ANSWER
0n TOTAL 2 193 335 8411 7 7 17 __ 12 107 100 42 42 100 21...5 15 13 

___ __7 __ __ __ _I00_V _UNACCETABLE 1 
_ _ 

3 4 6TOIET/SANfrApy FACILITIES ____ 
6 14 1 2 1 9 

POO _ _32 8 26 46 63 24 24 57 12 8 50 7 61 
21 1 1 II 

NO ANSWER - 4 -- 4 10 38 11 50 

FAIR 129BEDI'GS,BLAS 14 24 3UOOa-TA TS___ ___ 421 6 327 B 2 
. ....
N i. 45 8 19 2 24 41 .. 6 

FAIR 
_-100 42 iod-l 4 9 11 241 33 12 12 29GOOD/EXC --- 42 4 9 23 36 31.......
 62 4 3 2 

NO ANSWER. 651 -_ 1___ __ 9_ 19__ 45 _2TOTAL 21 191.... 33 73 100 42 42 100 3_21 1. 75 115 100 

LEISURFACILTIES_
UNACCEPTABLE
 
POOR 
 81363 2OID/XIE I~7------ ---- .. --. .-- -10- ------- -- --- -

http:GOOD/.XC


:i: :MTlVZA 

ENIATION 

LUNACC P TABLE 

POOR 
A.R8 

GO00D/ X -CEL .. . 

I 

12 

. . . 

_0 
9 
.... 

TOTAE 21 1--9 

CREW'S COURTESWASSI 
STANCU4IACCE IABLE 3 

POOR 11 
FAIR 5 
G0 OD/EXCE0oANsWa --- I

TOTAL 2.1 

2 
9 
5 

3 
9 

LnP1 

RqrE MJN FOUNTAINS ETC. 

AI . . 
OO /EXEL1 

0ANSWER 1
TOTAtL _.z_. 

6 

3 
191 

UNACCE~rABLE'AETO MOVE AROUND 3 3 

FAIR 
GO OD ME CEL .56 

0 N 

4 

W R133 

3 

TOTAL 1 9 

(Co ntinued)
 
ACCOMMODATION 
 S-TA-NDA.RDS 

,,f O.,NGA <) i• 
. " T T;L - ::: : 

I 0 1 51' 4 I0 1 4 4 19 172 16 12 --- -i3 -- l-i-3. .  2 15 9z 
17 34 47 16 16 3 8 . . . . . .. 50 43. 

5 0 45 

104- -- -2 f C6 1... ZIT33 7 9] 75r H5, 100 

2 7 10 19 19 45 3 2 21' 26 239 29 40 8 191) 9 17- 37 ..17 27 " 37 12: 12 29 5 ... 5- 2Y3 4 
. . . ..4 

2 
-- i3 

T --- z.. 3------ 7 -- 7-1-] ...33,_ 73 10-0 42F : 42 0
10r0 z---- - 75 '15T 100i--'-1 

10 307 410 18 is 43 11 9 2817 31 48 4242 1 2 8 61 18 32 21 2 311"
 
4 8 11 3 3
331 73 1o0 421 _.4._2 

7 
21__ 

3 7 11 101).._. 1 91 5..1... 7_. 11 100-l 

2 8 1 2 2 51 3- 3 4 10 9 

1§ 26 -9 3Z 34 34i .. 8f 3 

1"- -3 027-6 R .
 
373 141 
 41 _0111 i 7111 01 



TABLE B.12US
 
BAGGAGE CARRIED BY PASSENGERS
 

BAGS__ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 

BOXES____1-2 9 47 2 31 32 ..... _7 .... 9 62 .78 32 
3-43It 3I 6 27] 4. 23. ... ---..- -. . 

37 44 1 2 100 

SACKS 

-2 11 4 1____ 1058 11 1100 4 T6 8g 2 

1-7. 1 21 6 91 6 61 6 6 2- 2 1 1 IS1
 
CANS 

3-4 1 31 1 1 T 

T"OTAL ___I___ ___1-23asga~c 25 25 96 146 86 96 96 85 25 25 19 242 86 
3-4Bag_ 3 6 13 22 13 13 13 11 3 6 26 35 12 
5 -Abovebaggage 1 1 1 1 -I . . . 210. . . 2 31" 

NO A11 1 1 1 2 4 3 1 2 12 1 

---- ---- 28 31 1II 170 100 112 114 100 28 31 223 282 100 
TOTAL ___MYZ~ANAI M' ECO OA 

TABLE B. 129 

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID 
---- ---- ---- . 1- --- 2-_ _ 13 _-13 _ 13 _- _ _- 3 _ _ 6 _ _2 35 __Y 

1-10 ktos 3 if __ 1___ 2Sf 34] 141 14 33 3 .1 __ 3__ 39 3411-20kios 5 6 5 16 22 15 15 36 5 6 201 31 27 
i(P r.....rs.)...... ....
 

21-30 kilos 8 5f _ 3i 161 22 ____ __ 4 10 8 5 71 20 173 Is. above 5 7 3 15 21 12 5 7 8 2, 17
WEIGHTNo toms-wE_ 1 1 1 4 10 __ 5: 4 

Ttal 21 19[ 33 73 100 4 1 00 100 21 19 75 115 100 

EXGRA CHARGES PAID W 

4 

P1-200ki loxes 5 6 1I 1 __ _ 31 27 
P110.003 to4Sacks - 1 141 15 1 

0 P150.00/2 boxes 1 I__ __ 1 ____, 1 INone . 12. 12 34 2 8 0 20 3715 47 19 _2 42 

30___ ____ ____1 1 1aNo 0 20 81 54 6iaswer 5 3548 10 
Total - 21 19 34- 73 100 42. 42 100 . 21, 191 75, 115 100 

http:r.....rs


TABLE B.130 

ADEQUATE BAGGAGE STORAGE 

______ _	" MN ZA OANGA ____ " MV WILCON 4 TOTAL 

I SCO$) fTHIRD FST SEOD THIRDTIRD% 

,:CLASSCLASI. :CLASST: TTAIZ SHE .CLASs, TOTAL SHARE CLASS CLASS CLASS TOTAL SHARYs 


YES 	 8 3 3 14 19 1 1 2 8 3 4 15 13N O _2 16 14 42 58 ... ..-.....29 . .. 69 .....12_..1-6... ,.... ...... 62 
NO ANSWER 1 16 17 23 12 12 29 1 28 29 25 

TOTAL j 21 19 33 73 42 10') 21j 5 115100 42 	 715-- 100 

TABLE B.131
 
IS BAGGAGE STORAGE SECURED 

YES13 . _421 13 4! 4 21 18 
NO 7 14 11 ___32 ___44 27 27 6-4 7 14! 38 59 51 

-NO ANSWVER 
TOTALU.~~CIS 

1 

211 
1 

19 

"18 

33 
20 27 15 15 
73 1003 42 42SEVIE OERTE AS 

36 
100WOER 

1 
21 

1! 
19 

33 35 
75 115'ASNGTOFA 

30 
100 

P~pr~..~ .. 

-.. -.. 

f~f 

--

........ ... . ~ R] 
SHA-K--

FIS EO D TRIP])' I I 
YES 13 14 4 219 

TABLE B.132
29 24 48 13 21 is223 

_________ 12 2 31 171 23 _ __ __ 	 2 3 17 li.____12 

NO ANSWER 3 6 28 37 51 22 22 52 3 6 50 59 51 
TOTAL 21 19 33 73 100 42 42 100 21 19 75 1 100 

TABLE B.133 
CONGESTED TRAVEL DURING PEAK SEASON 

BEEN A&SERIOUS PROBLEM 

NO 	 6 6. 4 16 2- 17 17 40 6 6 21 33 29
 

-NO 
 ANSWER 2 1 18 21 29 18 18 43 2 1' 36 39 34
 
TOTAL 21 19 33 73 1003 42 42 100) 21 19 75 1U 100
 



------------------------------------------------------ 

TABLE B.134
 

PASSENGER SUGGESTIONS
 

t MA -:i':::':'C''E;:i:iiiii 1S: ,N: -F..: IJ:kS &'i === =IF==U S:: :.::€.t =====:S ==M-== '' A S M .: :: :-:S :.. : === ==== 


Maintain cleanliness; ofvessel, facilities & AS'.S AL-RE 
 ___ __-___ '-"-_.lS.T 
confortroom 11 6 11 28 38 21 21 50 11 6 32 49 43Put suggtion boxe/information section 1 7 8 11 2 2 5 1 "9 10 9Monitor ship servicestit rmust be

nechaically secured 
 2-2 3 4 4 10 2 4 6 5Improve passenger se'vices 1 1 2 3 -  - 1 ..... . 1Mininfzefnnrn ofpeg per cabin 1 1 2 3 . 

2 2 
1 2 2Impro aew assistance to paseg- 1 3 -__ ... 7 - -- 10 .. . 1 3 3Additional crew 1 1 1 

7 6 
1 1 1

Food m-'vicemustbeontime __ --- '1 .........---. 

- 1 ___ 1 1linprove veilati on 2 2 3 2 2 2Strictikplmmtaion ofrules&reuhaions 1" 1 2 3 1 I 2 2.Provide Legpg storage 2 2 3 2-_ 2 22

Poor reser-ation systn 1 2 3 .. 1.. .. .
 
Liquour should be prohibited
 

esp. to vessel officials _1 1 1 1 1 1Prostitutes should not be allowed 
I I: 1 

to board the vessel __ _ _ - _ _1No conmeWanswer 1 1; _ _, I4 4 4 12 16 15 15 36 __ 4 4 19 27 2 
Total 21 19 33 42 100 ---- ----1 -----------
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TABLE B. 135 
PURPOSE OF TRAVEL 

_ _ _ _V COTABATO PRI C E S".W ZA M1 OO ' A [ TOTAL 

sCLASS 
lm SECONWIliRD 

-CLASS CLSS TOTAL S-lA 
7 IRST SECON 
CASS, CLASS 

TJI)U 
CLASS! 

% 
T.A. SF-iAR-

FTRST 
CLASS 

SECO 
CLASS 

TTIRD 
CLASS TDTAL SHARE 

VAPLOYEEBUSNEfSS 6-7 3 9 9 44 7 18 18 1 - 10 10 11 78 15 24 1 19 1024 - 8 12 22 42 21STUDENT . .1 1 - 0 1 - 11HOLIDAY 2-T 5 i 1 7 Y -I]- 22 
OTHERS 218 20 20 1 

4 22 -1 8 4 
3- 1 -15- 15 3 3VCAION3 - 29 35 -18 

. 
-- , 34 1 6 28~ 

-
35 35 4 106132 33 1 4 5 3

TOTAL__TO-AL 202 ___ 14 6464_34 98 1003 8 28 -65 I0 100 28 42651 27 129 199 10042_ 

TABLE B.136
 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
 

- -(COTAZATO!MC ....
 T...
OTAL: 

CASLn 1-3 times a yea 
_________ LAS LASTOALEfAE LAS LAS LASTOTAL 49iARCLS:LS CA7 8 56 71 72 TTLSHARE:1 16 45 62 61 84 24 101 133 67S -6 tirnes a year 1 1 1 3- 2 -- 4 5 12 times ayear 3 51 1 1 6 14 7 

Every 2 yea-s . ...... _ 1 1 
4 2111 

Oncevey'3-5yets 1 __- Qu.taiy 1 1
1_ ___ 2 12 -- --1 1. 2 1. . '- -- . .-i . ._... 2 . .-3 2 

Seveal 2 2 ___ 3 ____31 1 4 34 2 1 3 1 4--------------------- . 4 1 2 57 3__ __ .. . . .Ii . .- --- 4First tim------ --- . . . . _--- __ 


Indefxte 2-2 
11 6
 

_ 
_ 8 9 __ _ __ _ --

Occas.ially 2 2
3... ... 3 3 2 2 2 2 4
1 1 3 _ 
2 

No a,-we 22 2 3 7 7 2 
 1 3 6 
 6 4 
 3 6 13 7
 
Total - 20 1-4 .
 98 100 
 8 28 65 -- 1 106 281 -4 2- 9 -199 

TABLE B.137
 
SERVICES ADEQUATE FOR DEMAND
 

N ES __ 1 4__ 22 37_ 38 8 24 45_ 7_ - 76 19 28 67 114 5E6 _ No_ _ _ _ _ 98 ..J. F10 A2.3.. _ ______ 10 100 _ _28 r-_ 42 _ 3

.7 129199 -0TOTAL 

__ 

3__3_3 2 14 16 16 21 17 19 10 



TABLE B.138
 

RELIABILITY AND ON TIME
 

................. 
 .
 .... 
 .......... 
 ____ ..- -

YES 2..j~~ 3 P6I11CES1 25 42 42 5 1OTAL 53 27 
NO 18 1 -7 86 88 5 13 __33 51 50) 23 24 1 69NOANSWER 1 1 7 8 8 1 S 9 

T _2 6± 
 98 100 8 = 6561 - 1 - -1 422-- 129 __ L - - 100 

TABLE B.139
 
GOOD SPACE RESERVATION
 

.... .... . .... La ... .......... S 
 .. W.... .. OA. A:...... . . .:. . : 

_____ TM__ __ CLASS.( L 8 34 21M. SJjA~, L C1i.u S T4119 3 $ W AL61 62 V.LAS 6 AS 24 48 78AE. :CLASS25 CA SSI 82 139 _ 7077 32NO 1 6 29 36 __ 37 2 2 4 8 228_ 3 8 33 44 
- 1 1 2 13S 2 4 16- 8TOTAL 20 14 64 98 100 8 28 65 101 100 28 42 129 199 100 

TABLE B.140
CA GOOD BAGGAGE ACCOMMODATION/SECURITY 

:::::::::::::: :: : : : : : :::::T::O:: :::::....:::: A ::::: ::I O X::::::K :: :: :::::::::::: :T. - . .. 
.. . . . . . - fNCTAAO IZOA.. RXCSS. . .. . . . . : . . .... . .. -TOTAL... . .... . . . . . . . :ThRIRD -OM T hR . . . . . . . . , . . . . , . :FRTw" SEO'f ,IsS THR . . .

::CLAS.S::Ul4CA LS: S TOTALl SH1AAR :CLASS: :CLASS: ::CLASS: XOTAL1 :SHARE CLASS. CLASS :CLASS OTAL' SHAE 
YES 12 8 29 49 50 7 17 49 7273 19 25 78 122 61NO 8 6 34 48 49 1 9 5J 15 15 9 15 39 63 32NOANSWER __ 2 11 13 I

TOTAL 20 14 641 98 I1_. 2 .. 65 _ - _ 

12 7 
_ --- 28 42 129 1991 100 

TABLE B. 141
 
ADEQUATE CONCERN FOR SAFETY
 

.. . M....DTAT OPF_._ :__::::XiifZ A G-: : TOTAL "_:-
FIRTTHRD*,.EC ~ FRS SEON TIRI FIRST, SECOTHIRD 

___________ LAS CASSCLSSTOTAL SHAVE.CASCAS LS
YES 19 13 

OA SHARE CLASS CLASS CILASS TOTAL SHARE49 81 83 8 23 48 79 78 27 36 97 160 80 

5 15NOANSWER 1 1 LO1 2 3 5 5 1 1 32 2 2 16 -J 203 14 17 17 3 6 19 10TOTAL - 20 14 64 98 100 28 . 101 100 21 42 129 199 100

00t 29 1 1oj 



TABLE B.142
 
ORGANIZED BOARDING PROCEDURE
 

.(VCOTABATONf PRINCESS NrV ZAMBOA-NGA TOTAL
Imms sCONE THMIR J rMST SECOND TIR % FIRST SECOND THIRD) s__CLASS CLASS JCLASS I OTAL SIARE CLASS CLASS [CLASS TOT.AL S-IARE CLcS CLASS CIASS TOTAL SLARE 

YES 14 6 26 46 47 5 20 47j 72 71 19 26 73 118 - 9
NO ANSWRI 

6 _ 8 _35 
3 3- 4 14~ 18 ]8 4--- i7 21- 11NO 1..49 50 3 41 41 11 ii 9 12 39 60 __30 

TOTAL 20 14[ 64 98 100 
 8 28 65 101 100 28 42 1291 1 9 100 

TABLE B.143
 
ACCOMMODATION STANDARDS 

COTABATOPRINCSS: :::: OA TOTal ..........
 

F SOLIR mr ElO THR IS SECOI T]D
"CLASS: -CLASS, JzoTA4U LASS CA I CAStMflAI4 :Ars L JmAL 

FOOD/CANT EN 
UNAOCEPTABLE 
 6 1 14 21 21 
 4 7 11 11 6 5 21 
 32 16
 
POOR __ _ 19
FAIR 6 101- 30 46 6 4 2 1A 22 1147 15 
 33 54 53 12 25 63 100 50
 
GOOD/EXCEL 
 4 2 5 Li 11 2 8 21 31 31 
 6 10 26 42 21
NOhANSWER 
 1 1 -- - - -- 2 2 2 3 3
TOTAL 20 141 6 98 100 8, 28 65 

2 
101 100 28 42 129 199 100 

,1OILESANrrARY FACI=.T1ESLUNACCEPT-ABLE 4 2- 121 18 19POOR 5 2 17 2 2 2 4[ 2 1424 24 4 4 8 8 5 20 10¢6 21 32 16
 

FAIR 9 9 29 47 48 7 20 45 72 71


J 
16 29 74 119 60 

GOOD/ECCEL - 1 5 8 8 1 4 12 17 
 17 3 5 17 25 13
NOANSWER 
 I 1 1 - 2- 2 28 4TOTAL 201 14 3 2
64, 98 100 28 65 
 100 100 "28 42 129 19 100 
BEDINGS/BLANKyTS


UNAC,2 P..ABLE 3 3 3 l-11i 4 4 2 
POOR 5 1 5 1.1 11FAIR 15 12 49 76 78 6 

4 5 5 5 2 9 16 819 42 67 66 21 31 91 143 72 
GOOD/-EXCL 1 6 7 7 2 7 16 25 25 2 22 32 16 

NO S ~1TOTAL 14 64 98 100 81 
28 2 -~-13 3 1I_ - - __65 101 100 28 42 129 199 100 

LEIUREFAMIITMIE
 
UNACCETABLE 2. 1 1 4 4 2 1 1 4 2POOR 
 1 1 12 13 13 2 2 4 - 3 1,4 17 9FAIR 101 9 35 54 55 5 17 36 58 57 15 26 71 112 56 
GOODMCELcuT O AJS, 8__ 3 15 26 27 3208 .1 9 5 37 37 11 12 40 63 32

TOTAL 1 20 141 641 98 100 8 281 
2 2-- - 3 365, loll loo-0 28 , 179 1 1n2-IO
 



TABLE B.143 
(Conttrmed) 

ACCOMMODATION STANDARDS 

VENTIAION 
UNACCEPTABLE 2 __ 2 [ 12 _I 2 2 _ 6 
POOR 

FAIR 
GOODIEXCEL 
NO~ANWER 

TOTAL 

-
9 ____7 
9 ____ 

20 14 

_9 
22 

I 
64 

_33 

16 

34 
I 

98 

1 

36 
35 

1_ 
100 

__ 

__ 

3. 

8 

17 
11. 

28 

31 
31 

65 

. 
53 
45 

2__ 
101 

52 
45 

2__ 
100 

14 
12 

28 

2 

24 
14 

42 

15 

50 
53 

3__ 

129 

17 

88 _ 

79 
3_ 

199 

9 

44 

40 
2_ 

100 

CREWS COURTESY/ASSISTANCE 
UNACCEPTABLE 
POOR 
FAIR-
GOOD/EXCEL 

NOANSWERTOTAL 

_ 

_ 

16 
3 

20 

_ 

_ 

1 

8 
3 

14 

_ 

3 

43 
12 

6 

4 
-9 

67 
18 

98 

4 
9-6 

68 
18 

10 

-

7 
1 

-7 5 
16 
7 

2 

2 

39 
18 

565 

2 2 
647 

62 61 
26 26 

5 ,501 100 

23 
4 

28 

1 

24 
10 

42 

5 

82 
30 

5,129i 

6 
15 

129 
44 

5199 

3 

65 
22 

i00,L 

DRINKNG FOUNTAINS ETC. 

0 
t 

UNACCT'ABLE 
POOR 
FAIR 

6 

9 

2 
1 
7 

1 
14 
26 

19 
15 
42 

19 
15 
43 

1 
1 
3 

1 
8

12 

5 
4

31 

7 
13i
46 

7 
13
46 

7 
1

12 

3 
9

19 

16 
18
57 

26 
2
88 

13 
-14

4 

GOOD/EXCEL 4 4 13 - 21-o- - 21-_ 3 ---s w,- 7 - 22--"--- 3 323- 32 . . . 7-- .. . 11.. 35. . 3. ... 53 . . 27-4 
TOTAL 1 20 141 64 9 100 8 28 65. 1 2081 42 129 100 

SPACE TO MOVE AROUND 
UNA.O,!EPABLE 
POOR 
FAIR 
GOOD/EXC L 

TOTAL 

2 

9 
9 

20 

2 

7 
5 

41 

13 
29 
22 

641 

13 
45 
36 

98 

4 
13 
46 

10 

_ 6 
-

t 

--

2 
1-
-

28 -

1 
4 

3C 
...21 

4-24 

-65 

1 
7 

_9 

30 
4L0 

101 i0 

1 
7 

3"12 

2 
1 
10 

281 

2 
2 

13 

441 

1 
172 

--6 

43 

1.i99T 

5 

4 

4 i 

10 

3 

10 
52 

33-- , 



-- 

- -------------------

---------------------------- 

1.A-5 l., 15.144
 

BAGGAGE CARRIED BY PASSENGERS
 

MVY COTABATO PRr4CPssMAZONGKIND OF BAGGAGE TTL0R . .FS.I•NO. OF BAGGAGE •GO •1CLASS CLASS: MASS TOTAS 
TOTA

BAGS SH
1-2 


78
 

Above 

BOXES 13 ____f 111
 

I  1
 
3-4 


1
5 Ab;O-ve 
11
 

SACKS 

3-4 1
 

CANS 
 3
 
-2 3-4
 4 
 L1
 

TOTAL
 

1-2BaaR 26 15 67 
 109 79 10 
 33 66 109 8 6 4 
 3 1
S ---- -- -- --B -- -- -- -- - -- -- -- -- 11 -- 14- - --115-Ab-ve 5 7 27 39___
NO ANSWER -- --- - _ __1 3 3 6
2 3--  3 6 -


TOTAL 31 
 20 86 137 00 10 3 
 . 126 Ton 41 8 164 263 100
 

ID 
TABLE B.145
 

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID
 

S... ........... TOTA
 

( L .TE 3 i ; M SS A .AA H. T-i$ -

---~~--- - - ------ 27 2s 3 
 14 18 
 25 9 15 2ii r
 
263- 10 140 28 62 12 19 10
6. 10 26 
 43 1___9 15 51 246
' o _4 1 6 
 2 2- 1 5 13 19 19 1 .9 2 92 .. 


4 ----- ------
 .Pr -Z 5t borer 1 11 - - 2 . .2.. . . . . .3. . . . . . . .-

PSO- o 5
0ltlab 32 
 2 2 2 3
 

Bo l e 
 I. 1 1 1_ S 921
 
42-5&oe 


4... 4 
 ___ 2
B'o-- -1T4 -N 2 3
aafg-to--- 14------2---------------7---------... ---.. .-1-----... .. ... .. ... .. ... .99".14... . . . ..--...-7
 

9 _2T 2 24 2 6 25 


24 .3 ... . . ..... .. 

3 17
 - t_1 1 128 42 1
129 100
 



TABLE B. 146 
ADEQUATE BAGGAGE STORAGE 

OALf SHARE CLASS' -T 

YS17 
NO 

NOANSWERF- TOTAL 
1 

20 _ 

9 

3 
2 

_14 

34 

E223 

7 
__ 64, __0_ 

60 

28 
10 

9886 

61 

29 
10 
_

100 
__ 

6' 

2 

__ 

18 

9 
1 

_ 

44 

15 

_

6CO 
_ 

68 

26 

7 
___ 

67 

26 

7 _ 

23 

4 

1 
28 

_ 

27 

12 

3 
42 

78 

38 

13 
_ 

129 

128 

54 
17 

_ 

199 

64 

27 
9 

_ 

10 

TABLE B.147 

IS BAGGAGE STORAGE SECURED 

YES 20 11 4 37981 8~ 24-N7 89 88 28 _0j 84IOt5-18 1823 7 7 
46 

6 19 25 13NOANSW'ER 1 1 1 S 1 5 6 3TOTAL 20 ____ 641 ___ 100 ____ 28 65 0I01 iC0 28 42] 129 199 100o 

..... :1 : - -: " " ..:" ......... 
_______________~. S CAS T Tl HAE .....CASiTABLE BCAS148 CL OA. .SH*ARE. CLAS ClAS§LS OTAL SHARI 

CHANGE OF SERVICES OVER TH-E 1PAST TWO YEARS 
No~~1 5 7ii 3 5-4 1 3 4S. 7 0 20 685 3. R ... .... .... .... .....
 

YES 9 4 23 36 37 3 29 33 45 45 12 13 56 81 41 

NOANSWER [ 6 1 17 1 6 . 16 165 7 . -17 33 7
 
TOTAL 20 14 
 64 -- 98 1- 8 28 65 101 100 28 42 1 199 100 

TABLE B.149 
CONGESTED TRAVEL DURING 

NO 5_ PEAK SEASON BEEN A SERIOUS PROBLEM_ 3 93 4 5 4, 0 _4l20 1 0 186 37J6 19NOANSWER 11 21cl a:s- ,rA.ATO 8S 18 17JRNCESS J 20 
_ 7201 1-- ILMASBOANSA _ :LAS 33 stLpzTOTAL 

YES 1_4_ 637 64 4 1 9 33 6/ ,604 18 2 1 , 6 8121 4 

TOTAL I 20... 1 4t--... -98 10 .....  628 -; j C,-- 42, 1291 1991 . 



-- 

TABLE B.150
 
PASSENGEY, SUGGESIONS
 

_ __MACOTABATO PRINCESS - M/V ZAMBOANGA TOTAL 
FIRST SEC:o THr, % FMRT SECOND' -rIRD FI- S-- 1I}UR

_CLASS CLASS CLASS TOTAL SHARE CLASS CLASS CLASS TOTAL SHARE: CLASS.I ve ll the faciidu; ClASS, CLASS TOTAL SHARE-4-- 3 14 21 21 2 3 16 - 21- . 6 . . 42 T-M iniize or lessen f-es 2.3 7 7r-o:ve smiceson . -_* . .. . _ 1 2 2 4 8 4 
...---- -- - . . . . .... 4 -7-~ 2-- _ 2 1I-I 7 - 8
. 4Minirize aeival/dpature 8 3 10 21 21 3 8 3 14 14 11 11 13 35 18 

Man ainss on sanitary,fcilities 4 .--.1 ------ 6 7 7Mininize :ongstion during peak season 1 . -6 -- 7 41 2 2 1 1 2 1Conduact general repair for safety 1 1 __-_---3 
 3 ... . 3 4 4Fair tratment for musliri_ and _risis 
 5 5 1 2 3 3 .. 7 8 4Must aveeficicterewAvoid overloading ______--_ 1 1 3 5 5 . ....-5 . . .... . -5-
.. ... . ... 5- . .3-


Hired muslirs to look for maslim needs 1 3 6 6Additional vessel during peak Eeascn l-* 3--- 6-
1
1 2

2-3-6-3 3 6 
S1 1 

Adequ-1e services rrmstbeprovided and .
 
rne 
public sxfety/drnards 

2Enhaze bozrding procedure---------------------------------------------------------------9MARN VPPAtc alw.avs dheck the-esse - 91' -- - - 1 11 1 1 1 
li i zaet
disco sound/disco vity 1 1 l 1 1 1 

_ _ _ e_vbo oking ry m-e 1 I 1 1 1 1 
Satisfied with present 3-vices_ 

1 6 7 7l No commerrnsuggestion/vwr . 6 1 4er1 4 16 21 21 6TOTAL 20 14 15 21 21 1 31 42 2164 98 100. 8 28 65 101 100 28 42 -129k T99i 12 



COTABATO - MANILA ROUTE
 

TABLE B.V I
 
PURPOSE OF TRAVEL
 

* *.!!:!SUF-RFERRy3(Onlyvessei surveyed)?!::MN 

_________CLASS: CLA-SS CLASS: TOTAL SHARE
Buying/shopping . 5 4 3 12 . 28
Fwmily a. irs -. S 9 1 
Other travel purposes 1 2 3 6 14 
Provincial fiestas . 1 2 
Medical 
 3 1 4 9 
Marketin o ods21 
Fmployent change 2 
Vacation (a11-tudmt) 3 5........5 . 19 

Total 9 16 18 43 100 

TABLE B.152
 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
 

JPI ,RF11RRV (tOnllyMW:ST:h'V Vase S)lrvalyufd) 

TMST SECOND] THHRD 
CLASS, CLASS CLASS TOTAL SIHARE 

1-3 times a year 6: 13 7 26 60 
9
4-6 times ayear 1 1 2 4

7.10timecayear 1 1 3 7 
12tines ayea 1 2 5 
No answ 7 8 19 

Total 
 9 16 18 43 100 

TABLE B.153 
CLEANLINESS OF SLEEPING/EATING AREA
 

AT THE START OF THE VOYAGE
 

CLASS LASS LASS.TTL S*i 
Ve, clean 6 13 10 29 67 
Satifactory 3 - _ -_3 8 . . . . 

Total 9 16 18 43 100 

TABLE B.154 
AIR COMFORT IEVEI, OF SEATING/SLEEPTNG AREA 

___________ CAS CLSS CLSS TOTAL:: .SHA.RE:' 
Ver comfortable 6 11 7 24 56 
Satisfactory 3 5 10 i8 42 

.. Total 9 18 10016 43 
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TABLE B.155
 
CLEANLINESS AND MAINTENANCE OF TOILET
 

AND WASHING FACILITIES DURING THE VOYAGE
 

Clean & well maintained 9 12 7 27 63 
Satiffactory 

Total 

Exchellet 
Satisfactory 
Don't drink water 
No swer----1 

Total 

1 4 9 14 33 

9 16 18 43 100 

TABLE B. 156
 

ADEQUACY OF ON-BOARD
 
DRINKING WATER AVAILABILITY
 

SECO T ... .. .
'"FMT .. "..,. . . ". .* ' . ...... ... . iflRD %.
 

CLASS:: CLAgSS CLASS:TO:::TAX) :'SHA 
5 0 8 23 53 
3 6 - 18 42 
1 1 2 

2 
9 16 18 43[ 100 

TABLE D.157 
COMFORT AND CLEANLINESS OF EATING AREAS ON-BOARD 

Excellent 
Satisfactory
Unsatisfactory 
Nfl answer 

Total 

MVSUPERIIR
.. .ese..
.S.. 

.:.MST SECOrM 

5 8 
3 7 
I 

I_ 

9 16 

TABLE B.158 

Ol e.. 
...... 

5 
10 

3._4_9 

18 
20 
1 

42 
47 
2 

18 43 100 

MEALS AND MEAL SERVICE ON BOARD
 

Meals: 
Excellent 

SatLsactcoryUnsatisfactory 

Total 
Men] Service: 

Excellent 
IntIlat , 
No anmver 

Total 

6 

3 

8 

7 1 

5 

10 

23 

20 

IT 

47
2_ 

9 16 18 43 100 

6 
2 
1 

9 

- 9-
.5 

E; 

8 
9 

it 

23 
16 

I 
43[ 

53i 
37 
9 

100 

63 

./ 



TABLE B.159 
VESSEL OPEN AREAS FOR PASSENGER 

M/VS!i!!!UPERFERRYi 3 (Only :Vesse Su-veyedl). 

LASS CLASS: CLASS TOTALW.S-E 
Exccllcnt 3 5 5 15 35 
Sufiutry 3 10 12 25 58 
Unacceptable I- 1 2 
No answer ......1 2 5 

Toal 9 16 18 43 100 

TABLE B.160
 

WAITING AREA BEFORE BOARDING,
 
IN TERMS OF COMFORT & CLEANLINESS
 

___.................. SU E F I .i'y3 (OnyV Surve ed)..
ua 

Excellent 3 3 6 12 28 
Satisfactory 6 13 11 30 70 
No wcr 1 1 2 

Total 9 16 18 43 100 

TABLE B.161 
BOARDING PROCESS 

_________CLAS :::CLAS ::CLA.4SS*: TOTAL:. :SJIAJ1E: 
Esy rifrd Safe 3 3 7 15 35 
Satidfactory 4 13 10 27 63 
No an_ __erII_2 

Total_916 18 43 100 

TABLE B.162 
BAGGAGE SECURITY ON BOARD THE VESSEL 

$ECONIY ::-.:: : :~RS THIRD ____________._..._ .M/YSPERFERR OkVse: u~::::::::: 

_._ ULA..........W,. CLA 'IUJAL SHA1L>
 

Excellat 4 3 7 16 
Fair 9 12 14 35 81 
Noamew 1 1 2 

Total 9 16 18 43 100 

TABLE B.163 
ANY BAGGAGE LOSSES FOR THIS ROUTE 

MsuvXAFF 3 (only.Vemse Suiirved).... 

YFS 2 2 i
 
NO ANSWER 9 14-is-4- . 

TOTAL 9 16 18 43 100 
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_____ 

TABLE B.164 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVPNIENCE & SECURITY OF BOOKING
I WY:tUsPcRFJIRRY (0nIyYii . yed!:)! :: 

Convenience of Booldng : 
Excellent 2 7 4 13 30
Satisfactory 4 6 10 20 47 
Difficult 2 1 3 7 
Noancwer 1 3 3 7 16 

Total 9 16 18 43 100 
Secrity of Booking : 

Excellent - 2 5 5, 12 28 
Satisfaco-------.- 8 9 21 -19 
No answ_.er---------- 3 3 4 10 23 

Total 9 16 is 43 100 

TABLE B.165
 
BUMPED AFTER HAVING RESERVATION WITH THIS
 

SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993
 

TABLE B.166 
.-..... .-. . ~ --RATING OF MANAGEMENT AND STAFF 

YEtSfatr 63 1 23 73 
ManagementAttitudeof Service Qu~ality : 

Excellent 4_'_9 7 20 4 
Satisf'actozy 1 5 6, 8 19 4
No answer . 1 3 9____4Total 9J 16 18 43 100 

Lnnd Based Staff Attitude toPassengcr &Eflelency: _____:____.Excellet...... 14 . 3 

fa_....
-..Sat..._........... .. . . . . . . .8 . 1 35Uniat~iatctory .. . .1 ____1Satisfactory 25 89 54423Unacceptable 1 _____1 2
No answer 1 1 2 41 9TOTAL 
 9i 16 is 43 100 

Vessel Crew Attitude to Passenger Attitude& Eclency:
Excellent ... 4[ 7 165 37 

Noanswer 1 23. 4 9Total 9 18 -443 1 0 

65
 

http:answ_.er


TABLE B.167
 
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED
 

SuInclent and Convenient 
Excellent 


good 

Fair 

Donjthave vw 

Total 
Adherence to Schedule/Rellablllty: 

Excellent 
Generally good 

Fair__ 

Very poor 

Don't herve vlew 

No answer 


Total - -

Service Speed: 
Fast 

Vel slow, 
Don'thaveview 

No answer 


Total 


_ 

10

'icrally 44 

2 1 
. . .... ...... . 1.. 

9 16 


2 8 
7 4 


1 
1 
1 


- 9 . 1..I6" 

4 

1 
3 

9 16 

8 21 

7 15 

2 5 
.. 1 . . .... 2 

18 43 


5 15 
9 20 

1 2 

1 

3 4 
--1..8 ..4.3 

8 12 

1 
I 4 
1 


18 43 

49
35 

12 
-........
 

100
 

35 
47
 
5 
2 
2 
9 

...- 1..00 

28 

2 
9 

2, 

100 

TABLE B.168
 

CHANGE OF SERVICES OVER THE PAST TWO YEARS
 

-
:!!F .~4N SUER1'EIIRSTSECOND 3 (OnlTHIRP WNWI survQWo):::::iii:i!.%i~ 

_________________ CLAS CASS CLASSx TOTAL SHARE 
Have nor. travelled this mite before 1 I 8 1f0 23 
Services have considerably inproved 1 2 2 12 
Slit irprovcncnt on scrviccs 71 4 4 15 35 
St'vices alwv otuLhLaged 4 4 9 
Cannot estimate chane 5 . . 6 14....-14 
No amwer 3 3 7 

Total 9 16 18 43 100 
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