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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 tc
 
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:
 

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

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

- Northern 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, an,' 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 serv'ices.
 

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

Each of the five service evaluation reports examines the
 
adequacy of both cargo and passenger liner shipping and ferry
 
services, identifying: routes that are franchised and the extent
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to which they are being cperated; 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 be to better ensure that
to taken 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 Zamboanga and
 
the Sulu Archipelago, includes a third annex which examines 
the
 
economy and trade of the area.
 

Summary of Findings
 

The principal findings the in regard the
of LSRS to liner
 
shipping cargo and passenger services provided to the ports of the

Central and Western Visayan Islands are presented bel'ow. Findings
 
are based mainly on fieldwork conducted during September-October,

1993, on the islands of Cebu, Bohol, Negros, and Panay, and also on
 
limited supplemental fieldwork carried out, during 1994, on the
 
islands of Panay, Negros and Guimaras. Cargo services are first
 
discussed, with the presentation of some general findings in regard

to these services, folhowed by 
more specific findings in regard to
 
the cargo services provided to each of the four principal islands
 
of the Central and Western Visayas, and to the island of Guimaras.
 
The presentation of findings in regard to passenger services begins

in the same way Ps 
for cargo services, with general observations,

but the specific indings which follow the general observations are
 
by route, rather than by island.
 

Cargo Services
 

General Findings
 

There are several problems with liner shipping cargo services
 
that are fairly general throughout the Central and Western Visayas,

and even beyond:
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General cargo vessels and containerships usually do not
 
have posted schedules, or, if they do, they do not
 
closely adhere to them. Large numbers of 
shippers are
 
highly displeased by this manner of operation, and much
 
prefer to ship their cargoes by passenger/cargo vessels,

if at all possible, since most of these vessels perform

regularly scheduled services for consecutive periods of
 
several months, or even for years.
 

Large numbers of containers are in dilapidated condition,

which frequently means that cargoes are damaged when they
 
are accommodated in the containers, and there is moreover
 
a general insufficiency of all types of containers,

including standard containers, ventilated containers, and
 
reefer vans. To adequately serve small shippers, there
 
is a need on several routes for 5-ft 
and 10-ft standard
 
and ventilated containers, as well as the more general

need for adequate numbers of containers of any size in

satisfactory condition. 
 The result of this container
 
shortage is that, even on routes where 
cargo capacity

would otherwise be adequate (in terms of vessel
 
capacities and call frequency), there are insufficiencies
 
of appropriate capacity. The problem of dilapidated

containers does not appear to be entirely the fault 
of
 
the liner shipping operators, since there is general

dissatisfaction with cargo-handling services 
at ports,

and shipping operators seem to the LSRS to be nearly

unanimous in their condemnation of poor handling, and the
 
effects of same on their containers. (This situation is
 
unlikely to change until all PPA ports are 
served by

arrastre 
contractors chosen through publicly-invited

competitive bidding, and port facility leasing contracts
 
all have strict performance clauses.) Shippers and
 
consignees, too, are partly at 
fault for the general

shortage of standard containers, since large numbers of
 
shippers and consignees treat shipping line containers as
 
storage facilities, thereby increasing their turnaround
 
times, and reducing their availability for the
 
accommodation of other cargoes.
 

Nearly as much as the container shortage itself, shippers

complain that liner operators book cargo consignments as
 
if no shortage existed, and, when the shippers move their
 
cargoes to ports as scheduled, they are then apprised of
 
the shipping line's inability to accommodate their
 
cargoes. Shut-outs then occur, and, in some ports,
 
cargoes must await another vessel while sitting

unprotect'l from both the elements and loss through

pilferage. This situation occurs not only 
due to
 
overbooking, but also due to 
failure of the operator to
 
keep to schedule.
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Tied in with the preceding points, appropriate capacity

is often roll-on roll-off (RORO) ferry capacity, yet this
 
mode remains only partially developed in the Central and
 
Western Visayas (and elsewhere), and its development is,
 
moreover, discouraged by government controls and
 
bureaucratic delays, as well as by irrational arrastre
 
interference and expense. In particular, the LSRS views
 
as "unpardonable" the fact that there are not yet

efficient, high-capacity RORO ferry services between the
 
islands of Cebu and Negros and between Negros and Panay,

and, more generally, the fact that truck "clearances"
 
are, in 1994, still required in order for them to move
 
from island to island, as if the Philippines were njt a
 
single, unified country.
 

A number of routes are underserved, not in terms of total
 
capacity available on the routes, but in terms of service
 
frequency, and this is true for passenger services, as
 
well as for cargo services. In this connection, the
 
ongoing fleet changeover trend, while certainly desirable
 
in terms of fleet seaworthiness, speed, and modernity,
 
may not be entirely desirable in regard to vessel size,

i.e., the optimal size of vessel on a route is one that
 
permits the accommodation of all traffic with at least
 
three or four calls a week, rather than with once-a-week
 
service. This is generally true even if some "returns
to-scale" advantage is lost, by opting for smaller
 
vessels making more frequent calls.
 

Most of the problems with liner shipping cargo services
 
in the Central and Western Visayas are caused by port

inadequacies. In particular, a master plan for the port

of Cebu is ten years overdue; implementation of such a
 
plan ought desirably to have been completed in 1991 or
 
1992. It is likely that, within the shipping sector of
 
the Philippines, there is no infrastructure need to rival
 
Cebu Port upgrading in regard to degree of' urgency. The
 
ports of Iloilo and Dumaguete also require upgrading, and
 
the ferry port of Toledo urgently needs to be developed

into an adequate RORO ferry port. It is less clear that
 
major upgrading efforts are required at other po;t-, of
 
the region, although a number of shippers and government

officials have argued for upgrading of the ports of
 
northern Panay. Among the considerable benefits to be
 
derived from the upgrading of Cebu and Iloilo ports will
 
be the reduction of needs to transship export/import
 
cargoes of the Central and Western Visayas at Manila.
 

Cebu
 

The port itself is the principal problem for domestic shipping
 
services being provided to the port of Cebu. The trend toward
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deployment of larger vessels in domestic shipping has resulted in
 
the domestic port at Cebu becoming wholly inadequate for the
 
accommodation of many domestic vessels, and has necessitated their
 
accommodation at the Cebu international port facilities, where they
 
must compete with international vessels for docking space. Because
 
many of the domestic vessels are passenger/cargo vessels, and are
 
accommodating large numbers of passengers, they are given docking
 
priority. Although this practice helps to make the port
 
satisfactory for domestic services, it tends to discourage calls by
 
international shipping, thereby prolonging the period during which
 
most Visayan import/export trade must be transshipped at Manila.
 
Domestic vessels that are required to dock at the domestic port may
 
need to lie at anchor for periods of several hours, to enable them
 
to enter the port at high tide.
 

Both the domestic and international port facilities at Cebu
 
are said by cargo-handlers and others to have inadequate back-up
 
areas, thereby hindering the efficiency of cargo-handling
 
operations; shippers tell of potholes sufficient in size to knock
 
cargo off trucks; and the domestic port area is lacking the
 
lighting essential for efficient nighttime operations. Cargo
handlers indicate that there is a need for separation of cargo
handling from passenger embarking and disembarking at the port,
 
because the large numbdr of passengers interferes with cargo
 
handling, with some risk to the passengers. In regard to passenger
 
accommodation, PPA at Cebu indicated to the LSRS that a passenger
 
terminal is badly needed at the port, but might desirably be
 
constructed outside of the port itself, to preclude venders, make
shift booking offices, and send-off and meeting parties from
 
invading the port area.
 

Problems at the port of Cebu are by no means limited to the
 
inadequacy of: infrastructure, and a number of shippers informed'the
 
LSRS that thievery is rampant at the port, including even armed
 
gangs who rob truckers of cargo and are frequently not even
 
intimidated by cargo guards, hired to prevent such looting.
 

Congested conditions at the port are made worse by ship repair
 
and conversion activities that can extend even to the commercial
 
wharf, but mainly constitute a continuous interference along the
 
port's entrance channel.
 

On the other side of Cebu Island is the ferry port of Toledo,
 
largely undeveloped, although the Negros ferry terminus, the port
 
of San Carlos, is already developed for the satisfactory
 
accommodation of RORO ferry vessels. The LSRS considers this
 
upgrading project to be the second most important port development
 
need in the Central and Western Visayas, since its completion, and
 
selection of the appropriate operator, would ensure that the four
 
principal islands have adequate interisland transport services
 
among them, whatever the standards of the alternative transport
 
mode, i.e., liner shipping services, might be. The current ferry
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operator is probably charging very high rates to accommodate cargo;

this was the view of PPA at San Carlos, but the LSRS could only

PeLiaily corroborate the view through shipper interviews since
 
they expressed concern that any complaining by them might result in
 
a refusal by the ferry operator to accommodate their cargoes in the
 
future. The shippers did suggest, however, that it would be
 
desirable to franchise another operator on the route.
 

There were complaints by some shippers, but mainly by

consignees, at Cebu in regard to cargo shut-outs and the 
inadequacy

of shipping capacity on some routes. Inward shipment of grain can

constitute a problem, as liner services had halted between General
 
Santos and 
Cebu (the LSRS survey at Cebu was in September 1993),

and, even on routes with generally adequate vessel capacity (but

not necessarily adequate container capacity), shut-outs of rice
 
were common because liner operators sought to limit their
 
accommodation of low-paying cargoes. This was said by rice

consignees 
to constitute a serious problem on the Manila-Cebu
 
route, for example, and also between Cebu and Iloilo. 
The National
 
Food Authority (NFA) in Cebu informed the LSRS that 
it frequently

had to charter vessels because liner operators were refusing to
 
accommodate more than 200-1000 sacks 
(10-50 tons) per voyage.
 

One LSRS finding at Cebu corroborated a finding of the LSRS
 
survey team in Southern Mindanao (see Volume VII of this Final
 
RLeport), viz., that shipping capacity was inadequate, in 1993, on
the Cebu-Davao route. Consignees at Cebu confirmed that 
containers
 
ere difficult to obtain for shipments from Davao, and that many


shipments had, to shipped via Manila,
then, be thereby

approximately doubling the cost of shipment.
 

Bohol
 

Shippers and consignees at Tagbilaran were in agreement, in
 
1993, that the port was insufficiently provided with cargo shipping

services, indicating especially that shippers required More Lhan
 
once-a-week service to Manila. 
On the days of the week when the MV
 
Cebu City, a vessel of William Lines, did not call, some of the
 
shippers 
were sending their cargoes to Cebu, where services to

Manila were available every day of the week. According to them,

they actually saved money by going this indirect route, because the
 
much lower freight rate from Cebu to Manila (P5,000 for a 20-ft.

container, as compared to a P10,000 charge 
for shipment from
 
Tagbilaran), more than compensated for the cost of moving cargo by

land transport and ferry from Tagbilaran to Cebu. The shippers

indicated, however, 
that they preferred the higher-cost, direct
 
service because of the availability of containers at the point of
 
shipment, whereas shipping via Cebu meant 
that their cargoes were
 
not containerized until they arrived at that 
port, and their
 
cargoes suffered 
loss and damage as a result. The Cebu-Manila
 
route is 392 nautical miles (n.m.), as compared to the 435 n.m. of
 
the Tagbilaran-Manila route, and MARINA authorizes a cargo rate
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differential of about nine percent for the latter route as compared
 
to the former. The large differential which actually exists is
 
evidence that rates tend to be higher on a monopolized route than
 
on a route, like Manila-Cebu, that is highly competitive.
 

At the time of an LSRS interview with Sulpicio Lines, in
 
September 1993, the company indicated that it was intending to
 
initiate services on the Manila-Tagbilaran route before the end of
 
1993. All of the shippers and consignees, with whom the LSRS
 
talked at Tagbilaran, were very much in favor of the franchising of
 
services by another operator on the Tagbilaran-Manila route, and
 
calls by another vessel, on days when the MV Cebu City did not call 
at Taghilaran, would be likely to divert some significant anount of 
Bohol-generated cargo traffic from the Cebu-Manila route.
 

The LSRS has had to make the point several times (in this and
 
other report volumes) that arrastre operators have not been
 
properly chosen, and that PPA contractual arrangements with these
 
operators have failed to ensure that high-standard performance

would be maintained. Another example where the cargo-handler
 
probably would not have survived an enforced performance clause in
 
a PPA contractual arrangement was at Tagbilaran, in 1993. Shippers

and shipping operators indicated that the labor of the Tagbilaran

cargo-handling contractor was generally disinclined to work during
 
nighttime hours, with the result that the contractor was
 
undermanned at night, often with only six workers assigned to a
 
vessel (permitting one hatch only to be worked), and often without
 
supervision. Such a situation ought not to have been permitted to
 
continue. Under circumstances such as this, PPA might desirably

give consideration to reopening cargo-handling contracts to
 
publicly-invited competitive bidding. All of the contracts which
 
PPA enters into for cargo-handling services ought to have clear and
 
effective performance and termination clauses, which the PPA will
 
then enforce.
 

Panay
 

In 1993, the PPA was implementing a port upgrading project at
 
the Antique port of San Jose de Buenavista (San Jose). In 1994,
 
Panay's principal port of Iloilo badly requires upgrading, and the
 
ports along the northern coast have shallow water depths and are
 
otherwise severely limited. Iloilo and the north coast ports are
 
separately discussed below, with indications of cargo service
 
limitations at the ports, as these have been identified through

LSRS interviews with Panay shippers and consignees, and with
 
shipping operators.
 

Iloilo Port. Domestic liner vessels are served mainly at Fort
 
San Pedro (also referred to as RC-3), which was formerly the
 
foreign shipping pier, and at the existing international shipping

pier (RC-S). Domestic shipping accommodation at the latter is
 
limited, however, as international shipping is accorded berthing
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priority, the quay length is sufficient for two vessels only, and

international shipping vessels are frequently docked for periods of
 
10-15 days. Neither RC-3 nor RC-8 have sufficent quay length for
 
current traffic, and capacity limitations place a restraint 
on

expanding services at Iloilo. 
Negros Navigation (NENACO), which is

homeported at Iloilo, indicated to the LSRS that the company would
 
like to initiate new services on new 
routes out of Iloilo,

employing new vessels, but is constrained from doing so because the
 
port requires expansion and improvement, to enable it to

effectively accommodate any additional vessels. 
Besides the length

limitation of the domestic quay, no
it has RORO berth, and such
berths are needed to improve the efficiency of both port and vessel
 
operations. (Pr'A and other interviewees indicated to the LSRS that

there are plans for extending the quays at both RC-3 and RC-8, and
otherwise improving the domestic and international port areas at
 
loi lo, with financing from the World Bank. 
The LSRS was unable tolearn the project implementation schedule, however.) NENACO also
noted that the rrastre operator at RC-3 had insufficient
 

equ i pmen t. 

NENACO, itself, was adding to congestion at Fort San Pedro by
occupying the berth for "vessel maintenance" purposes, for a period

of 25 consecutive hours 
each week, while other domestic vessels
 
waiting to load/unload cargoes had to stay at anchor.
 

Iloilo accommodates cargoes originating from, or destined for,

the northern Panay provinces of Aklan and 
Capiz and the western
 
Panay province of Antique, 
as well as cargoes of Iloilo Province

and Guimaras Province. Products shipped are 
mainly agricultural

products, including especially rice, fisheries products, fruits and

vegetables. 
In 1993, liner shipping cargo services were inadequate
 
on a few routes, in terms of lacking sufficient numbers of standard

containers, the generally poor condition of the available standard
 
containers, and the almost total 
lack of both reefel and ventilated

containers, for the accommodation of the volumes and types of Panay

cargo outflows. In addition, consignees indicated that shut-outs
 
were occurring in the inward direction from Manila. 
William Lines,

which was one of the operators serving the Manila-Iloilo link,

indicated to the LSRS that its passenger/cargo vessel capacity

utilization was in the range of 80-90 percent, during 1993, 
and

that the company was planning to assign another passenger/cargo

vessel to the route.
 

Shippers indicated that shipping capacity between Iloilo and

Cebu was inadequate, with only one operator serving the route.

Some of the shippers were shipping their cargoes across Negros

Island when liner shipping cargo services between Iloilo and Cebu
 
were not available, i.e., cargoes were moved ferry,
by road
 
transport, ferry, and road transport again (in the 
Iloilo to Cebu

direction), 
even though there was no RORO ferry service between

Panay and Negros and no adequate RORO ferry service between Negros

and Cebu. Shut-outs of rice consignments were occurring between
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Iloilo and both Cagayan de Oro and Zamboanga. There were no liner
 
shipping services between Iloilo and the Eastern Visayas, so that,
 
in the case of rice shipments, Iloilo shippers generally opted for
 
the chartering of tramper vessels, rather than having their rice
 
transshipped at Cebu, or used ferries (Iloilo-Bacolod, San Carlos-

Toledo, and Carmen-Isabel). Because of a similar lack of services
 
between Panay and Mindoro islands, some Panay goods had to be
 
shipped to Manila, trucked to Batangas, and then moved aboard a
 
RORO ferry to Mindoro. Although there were li,.ited cargo services
 
between Palawan and Iloilo, the LSRS was informed that perishable
 
commodities being shipped from Palawan to Iloilo had to go via
 
Manila, and some diminution of quality was being encountered
 
nevertheless.
 

Northern Panay Ports. The north coast ports of Dumaguit,

Batan, New Washington, and Culasi are all ports of relatively

shallow water depths, and have limited port infrastructure.
 
Shippers and government officials in the provinces of Aklan and
 
Capiz indicated to the LSRS, in 1993, that they considered these
 
port limitations to constitute the primary reason why the provinces
 
were being provided with only a few liner shipping services,
 
principally connections to Manila, with low service frequency and
 
a significant degree of unreliability. Provincial officials
 
considered that shipping service limitations, in turn, were
 
restraining the provinces from achieving, otherwise possible, more
 
rapid economic growth. In one LSRS interview, a paper was cited
 
that had been presented by a congressman from Capiz to the
 
President of the Philippines, to the effect that "the retarded
 
conditions. of port facilities is the single biggest impediment

preventing Capiz from contributing a much larger share to the
 
national development".
 

Theoretically, Aklan shippers said, they had a variety of
 
liner shipping cargo services to choose from, with four 
vessels
 
then calling at the ports of Dumaguit or New Washington. However:
 
the operator of one of these vessels was refusing all cargo, when
 
calling at Dumaguit; a second vessel was calling only irregularly

(and had not called in four months, at the time of the LSRS
 
survey); a third vessel was calling just once a week, and staying
 
in the port for four hours only, thus, permitting very little cargo
 
loading/unloading to be done; and the fourth vessel 
was small, and
 
called at New Washington just once a week. When vessels did not
 
arrive as scheduled, cargoes that had been delivered to the ports

then had to remain there under unprotected conditions, until the
 
next vessel that would accept cargo arrived. This meant that the
 
cargoes might be exposed to heat and/or rain for periods of several
 
days, before they were finally loaded.
 

Aklan shippers also complained of the arrastre services,
 
indicating that the contractors providing these services at Aklan
 
ports lacked equipment and protective covers for cargo exposed to
 
the elements. Shippers, moreover, had found it necessary to post
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their own personnel at ports to monitor the loading of their
 
cargoes. Shippers 
of marine products had largely discontinued
 
shipping marine products through Aklan ports because of the very
 
high incidence of pilferage.
 

In Capiz, however, an increase of shipping service frequency,

in 1993, had reportedly acted to redivert some of the provinces's

fisheries products to Culasi Port. Nevertheless, an estimated 70
 
percent of the Capiz fishery products were still going through the
 
port of Iloilo (and 10 percent were being shipped by air).

Shippers of the province generally agreed that their main shipment
 
problem lay with the port of and they viewed
Culasi, shipment

through Ijoilo as being more economic; however, during the rainy
 
season, a portion of the road connecting Capiz Province to Iloilo
 
was generally in bad condition. The shippers indicated to the LSRS
 
that Culasi Port had no storage areas, and cargoes stacked in the
 
open were in danger of being stolen, since there was no effective
 
security at the port, and it was possible for anyone to enter the
 
port area through holes in the fences. Since so few 
shippers

wished to ship their cargoes through Culasi, shipping services were
 
adequate in terms of capacity, and cargo consignment shut-outs were
 
not being encountered.
 

Negros
 

As in the case of Panay, the Negros Island problems of
 
shipping service inadequacies are due mainly to the inadequacies of
 
ports. In one case, however, the deficient port is not one of the
 
island's own, but one of the neighboring island; i.e., the Negros
 
east coast ferry port of San Carlos is, itself, adequate for the
 
accommodation of RORO ferries, but the connecting Cebu Island ferry
 
port of Toledo is not (as discussed above). In the case of Negros-

Panay ferry services, neither island has a suitable facility for
 
the accommodation of RORO ferries, so that RORO services cannot, 
in
 
1994, be operated between these two neighboring islands. Where
 
liner shipping services are concerned, the Negros Island ports are
 
not adequate for effective and efficient accommodation of cargo

traffic. In the following paragraphs, the east coast port of
 
Dumaguete is first discussed, and then the two west coast ports of
 
Bacolod and Pulupandan are discussed.
 

Dumaguete. Short-distance liner shipping service connections
 
to Cebu and Dipolog were improved, in 1993, with the franchising of
 
another operator -to perform services on these links, although
 
Dumaguete consignees indicate that additional capacity to
 
accommodate cargo inflows from Cebu continued to be needed. Port
 
facilities may be more-or-less satisfactory to accommodate the size
 
of vessels that serve the Cebu-Dumaguete-Dipolog route, but they
 
are not satisfactory for the William Lines and Sulpicio vessels
 
which are providing longer-distance services, including the
 
connections to Manila and to Cagayan de Oro. Shallow xater depth
 
at the port and infrastructure limitations, including inadequate
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pier length and lack of storage area, make it difficult or even
 
impossible to appropriately and effectively accommodate the larger
 
vessels at the port. Since storing cargo at the port is difficult,
 
the shippers and shipping operators have agreed on a modus
 
operandus of "just-in-time" delivery of cargoes to the port.
 
Shipping lines indicate that, in addition to port water depth, land
 
area, and infrastructure limitations, the arrastre contractor was,
 
in 1993, inadequately equipped and slow, and prolonged cargo
 
loading/unloading activities sometimes resulted in a day's delay in
 
vessel sailing. Another serious problem at the port was the
 
invasion of the port area by vendors, which apparently could not be
 
controlled by the PPA.
 

West Coast Ports. Cargo is accommodated at Bacolod by NENACO
 
at Banago Wharf, the only facility at Bacolod that is suitable for
 
the accommodation of large liner vessels. Aboitiz Shipping, in
 
1993, was accommodating some cargo at Bacolod by ferrying it by
 
barge to Iloilo, where it could be loaded on board the company's
 
interisland liner vessels. Otherwise, cargoes of Negros Occidental
 
were being accommodated mainly at the port of Pulupandan, to the
 
south of Bacolod. At both ports, there are severe water depth
 
limitations, and at Pulupandan there is a problem of strong
 
current. In 1993, PPA had recently dredged Pulupandan, to increase
 
water depth alongside the quay to about 5 meters. Nevertheless,
 
the long-distance liner vessels calling at the port could still not
 
dock at low tide. The liner operators serving the Pulupandan-

Manila route indicated to the LSRS that they considered there to be
 
no purpose in planning to initiate additional services at
 
Pulupandan unless a major improvement were implemented, to enable
 
vessels to dock alongside a quay in deeper water.
 

In 1993., NENACO had launched a program geared towards
 
addressing the needs of exporters in Negros Occidental, viz., the
 
Filipino Exporters Express Lane (FEEL), designed to facilitate
 
shipments from Negros to Manila for transshipment overseas. Some
 
shippers were pleased with NENACO's efforts to provide good cargo
 
services, but problems of cargo security and the alleged arrogance
 
on the part of NENACO cargo service staff at Banago appear to have
 
eroded some of the goodwill the shipping line's management
 
otherwise appeared to be intent or, developing. In the view of the
 
LSRS, ending the cGmpany's monopoly over Banago Wharf would
 
probably redound to the benefit of Negros shippers (PPA was
 
attempting to end this monopoly, during 1993, but there were legal
 
issues involved, and the court ruled in favor of NENACO).
 

Passenger Services
 

General Findings
 

In 1993, passenger services being provided to ports of the
 
Central and Western Visayas were largely satisfactory. The port
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improvements which are essential for the improvement of cargo

services are less necessary where passenger services are concerned,

since passenger/cargo vessels are given 
docking priority over
 
general cargo vessels and containerships, and therefore passenger

services are not as adversely affected by congested port

conditions. The following was generally 
true, in 1993, of
 
passenger services provided 
to ports of the Central and Western
 
Visayas:
 

Liner shipping and ferry operators saw themselves as
 
competing in terms of service standards, and this
 
competition was resulting in a general of
raising

standards wherever two or more operators were competing
 
on a route.
 

Most liner shipping and ferry vessels serving the Central
 
and/or Western Visayas were adhering fairly closely to
 
posted schedules, and this fact was not only appreciated

by passengers, but was responsible for the generally
 
strong preference shown by shippers and consignees to
 
have their cargoes accommodated by passenger/cargo
 
vessels.
 

Except for short-distance ferry services, and a very few
 
liner routes (e.g., Iloilo-Puerto Princesa), shipping
 
operators were largely adhering to MARINA fork 
tariffs
 
for third class passenger services. Fares were generally
 
nearer to the upper limits than to the lower limits of
 
the fork tariffs, however.
 

Routes
 

Cebu-Manila Route. This route appears to 
have had a high

level of capacity utilization, in 1992, but additional capacity was
 
provided, in 1993, and 
the LSRS survey suggests that service
 
capacity, frequency, and standards were satisfactory during the
 
year. Two of the principal operators on the route indicated to the
 
LSRS that they were intending to further upgrade their services on
 
the in the 


improvement to "tourist standard" services is evidence that healthy
 

route, very shortterm, through the acquisition and 
installation on the route 
amenities for travellers. 

of 
In 

larger, more 
the view of 

modern vessels, 
the LSRS, the 

with 
rapid 

competition exists on the route, and bodes well for the 
long term,
 
as well as for the short term.
 

Cebu-Dumaguete Route. 
 Until 1993, this route was served by

only a single operator. The franchising of an additional operator
 
was a highly desirable (though tardy) action by MARINA, 
in 1993,

and LSRS surveys indicate that passengers found their service
 
options and service standards to be largely satisfactory, after a
 
second operator had initiated services. 
 The original operator was
 
using four vessels to serve the route (which continues onward to
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Dipolog), so that service frequency was good.
 

Cebu-Cagayan de Oro Route. All five of the vessels which the
 
LSRS surveyed on this *oute were rated by their passengers as
 
satisfactory or good in regard to schedule adherence, adequacy of
 
services to meet demand, standards of physical accommodation, and
 
the efficiency and attitude toward passengers of the operator's
 
staff. Only in regard to baggage stowage and security were large
 
numbers of passengers dissatisfied.
 

Cebu-Butuan/Nasipit Routes. The three passenger/cargo vessels
 
which were actually performing passenger services between Cebu and
 
the neighboring ports of Butuan and Nasipit, in September-October
 
1993, offered capacity that was in excess of the needs of the
 
route, and the one vessel that was surveyed by the LSRS was
 
operating to good service standards.
 

Cebu-Surigao Route. The LSRS surveyed the vessel which was,
 
in September 1993, the most recent addition to the route, and
 
passengers rated the services very highly. Sixty-nine percent of
 
the passengers interviewed also said that services on the route had
 
improved over the period of the past two years.
 

Cebu-Iligan Route. Three vessels were interviewed on this
 
route, and services were rated by passengers as being more-or-less
 
satisfactory. Although significant numbers of passengers on two of
 
the three vessels had some complaints about services, over half of
 
the overall sample judged that services on the route had been
 
improving during the period of the past two years.
 

Cebu-Bohol Routes. Passengers have many route/vessel choices
 
for traveling between Cebu and Bohol. The LSRS surveyed three
 
vessels on the Cebu-Tagbilaran route, four vessels on the Cebu-

Tubigon route, and two vessels operating between Cebu and Talibon.
 
On the first of these routes, there were considerable numbers of
 
complaints only about baggage stowage and security, but otherwise
 
passengers expressed themselves as being pleased, or at least
 
satisfied, with services. On the other two routes, passengers
 
complained mainly of inadequate supplies of drinking water, and, 
on
 
a couple of the vessels, there were also significant numbers of
 
complaints regarding the cleanliness of toilet and washing
 
facilities, but otherwise the services on both routes were rated
 
fairly highly.
 

Iloilo-Manila Route. This route had slightly higher traffic
 
volumes, in 1992, than did the Cebu-Manila route. The eight
 
vessels, which accommodated most of the 1992 traffic, offered
 
adequate capacity to the route in 1993. Five vessels were surveyed
 
by the LSRS, and services were found to be largely satisfactory.
 

Iloilo-Bacolod Route. Passengers on the only vessel surveyed
 
by the LSRS rated services highly, and 60 percent voiced the
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opinion that services had improved over the past two years;

approximately one-third of the passengers thought that services had
 
improved "considerably".
 

Iloilo-Cagayan de Oro Route. The LSRS 
 surveyed the

passenger/cargo vessel which accommodated virtually all 
passenger

traffic on the route in 1992. Services were rated highly in regard

to reliability, sufficiency, and convenience, and a high 66 percent

of the interviewed passengers expressed the 
view that serv>.es had
 
improved "considerably" over the past period of two 
 years.

Nevertheless, just over half of the passengers considered that 
the

maintenance and cleanliness 
of toilets and washing facilities
 
required improvement, and one-third of the passengers complained of
 
inadequate supplies of drinking water.
 

Tagbilaran-Manila Route. Only one operator was serving this
 
route at 
the time of the LSRS survey. Majorities of the passengers
 
gave favorable ratings in 
regard to most aspects of services, but

there were considerable numbers of unfavorable views in regard 
to:
 
vessel crew (42 percent), operator shore-based staff (55 percent),

booking (35 percent), vessel cleanliness (33 and 40 percent for
 
seating/sleeping areas and toilet/washing facilities,
 
respectively), and boarding process (33 percent).
 

Although the LSRS did not conduct any passenger survey of the
 
routes to the island 
of Siquijor, the matter of inadequacy of
 
shipping services to this island province arose during the August

1993 hearings sponsered by MARINA at Iloilo (and other locations).

The LSRS subsequently was provided the opportunity to interview the
 
Siquijor Governor and several of his staff. It was confirmed at
this meeting that services were largely inadequate in the sense
 
that the Siquijorenos 
had then to rely to a great extent on
 
motorized bancas for their shipping services. Services by these
 
vessels were unsafe generally, but especially so when travel
 
between Siquijor and Mindanao was necessary, as it frequently was,

because Siquijor's trade was more-or-less oriented toward Mindanao.
 

The island province of Guimaras had also to rely on motorized
 
bancas to a large extent for the island's interisland services, but
 
trade was mostly with Panay and Negros, and shipping distances were
 
therefore short. Accordingly, the banca services were more-or-less
 
adequate to meet the needs of Guimaras for passenger and most cargo

services.
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2. CENTRAL & WESTERN VISAYAS LINER
 

SHI.PPING & FERRY SERVICES
 

Introduction
 

The purpose of this chapter is to identify the liner shipping

and ferry services that were franchised to serve one or more ports

of the Central and Western Visayas, during the period of conduct of
 
the LSRS, and to provide information on the services actually being

operated in 1992 and 1993. It is left to chapters 3 and 4 to
 
discuss the adequacy of service connections, capacities, and
 
standards from the standpoint of the users and potential users of
 
these services (i.e., shippers and passengers).
 

MARINA and the LSRS jointly worked to produce the first Annual
 
Domestic Shipping Route Inventory (ADSRI), in 1994, which involved
 
a major effort to "clear" MARINA's records of vessels and
 
franchises which had become out of date. ADSRI includes all of the
 
liner shipping, ferry, and coastal shipping franchises which were
 
valid as of the 1st of April, 1994. Although ADSRI represents an
 
improvement in MARINA's records regarding franchised vessels and
 
services, there remain needs for further improvement. In
 
particular:
 

The list of franchised operations is, at any given time,
 
not entirely in accord with the services actually being

operated. This occurs in large part because the shipping
 
industry is not static, but rather is dynamic, and
 
shipping operators are often in the process of exchanging

vessels in their respective fleets among routes. There
 
are also some services being operated which do not show
 
up in the records of MARINA.
 

Vessel information is incomplete. Even the type of
 
vessel is not always accurately or sufficiently

identified, and information on deadweight tonnage,
 
container twenty-foot equivalent unit (TEU) capacity,
 
passenger car unit (PCU) or bus equivalent unit (BEU)

capacity, and passenger capacity is frequently not
 
provided.
 

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

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

Shipping Operators, Routes & Vessels
 

Table 2.1 identifies the liner shipping services franchised to
 
operate to one or more ports of the Central and Western Visayas.

The principal liner shipping operators and the services they are
 
franchised to provide are summarized below, except that service
 
frequencies are not indicated:
 

W Aboitiz Shipping Corp. is franchised to perform both 
passenger and cargo services between Manila and Cebu,
 
with one of the company's containerships and one large
 
passenger/cargo ferry franchised to operate the route.
 
The company is franchised to employ a second large
 
passenger/cargo ferry to serve the Manila-Iloilo route,
 
and one of the company's containerships was exclusively
 
plying between Manila and Iloilo. The same
 
passenger/cargo vessel which was being employed for the
 
Manila-Cebu service connection, had a Provisional
 
Authority (PA) to serve the Panay north coast port of
 
Dumaguit. Aboitiz Shipping is the principal operator
 
serving the route Cebu-Ormoc, Leyte, and two of the
 
company's passenger/cargo vessels are franchised for that
 
route. The MV Elcano normally serves the route, and the
 
MV Legaspi is brought into the route whenever the Elcano
 
must be drydocked for maintenance.
 

M Carlos Gothong Lines mostly operates out of Cebu Port, 
and has 10 vessels that are franchised to perform both
 
passenger and cargo services to ports of the Visayan
 
Islands. Among the shipping line's franchised services
 
from Cebu are connections to the Mindanao north coast
 
ports of Nasipit, Cagayan de Oro, Iligan and Ozamis. The
 
shipping line also serves Visayan routes emanating from
 
Cebu, including connections to the Leyte ports of
 
Tacloban and Palompon, and to the Panay north coast port
 
of Dumaguit. The three Gothong vessels that are
 
franchised to operate out of Manila provide Cebu with
 
additional service connections to the Mindanao north
 
coast and the Panay north coast. Although not yet
 
franchised as of 1st April, 1994, it was the
 
understanding of the LSRS during fieldwork undertaken at
 
Davao, in March 1994, that Carlos Gothong Lines was in
 
the process of extending its Cebu-Cagayan de Oro route to
 
serve, also, the port of Davao (Sasa Wharf).
 

Cokaliong Shipping Lines was operating only with PAs for
 
its vessels, in April 1994, and in addition to the 
services identified in Table 2.1, the company had a 
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TABLE 2.1
LINER VESSELS FRANCHISED TO SERVE CENTRAL AND WESTERN VISAYAS PORTS 

AS OF APRIL 1994 

OPERATOR PAY, SERV. FRANICHISED NO. OF ROUND VESSELANNUALVESSEL NAME GRT CAP TYPE AUTHORITY 	 ROUTEA30IT25 HIPPING -ORP. TRIPSrYEAR PASS. CAPVYG LEG 
NV LEGASPIMV 	LEGA-Pi - -2 04-761 893 -,,SICAGO -,CFC MNI-A-CMGT-MNLArORf4CSG. O'F NG-M 1U-2 04 it 893 P-/PARGO CPA - BJ U 	 r 61.'94: 7E.54 

V A MEGACARRIER-II1 _8.44.3- O3NTANE:: PA NLACEBU-E;UGO-CDOR-CEBU.-NLA
MV 	 A.SUPEF:CNCARRIER- II 2,9W,62 CONTAJNE , 

SP PL-LO-MNL...... ........
MV 	 ASUPERFERRY-I 461.4.: 2.071 PAS CSRGo cFC MNLA-ILOt-HNLA-CCOR-NHLA. 5E 12C.118NV SUPEF2FERRY-II 11.405 2.632 PASE/CRGO SP MNLArCEBL-SAf-CEBL-MN_.A-ZEBLU-COR-CEBU-MN A 6(C, -	 . . 12 
MV 	 ASUPERFERRY-Ill 5.885.99 2.06 PA-/CARGO PA MNLCMGT-ROAS-MT-NLAZB3ATBT.BT3A.MKLA - ' 10O.oMV 	 ELCIO 204.61 90 PASS/CARGO C RTI-----u---_,CF C, 
 45.400-LENTER UNES. INO.
 
MS ALENTEP. - I 
 --P-S /CRGO - CFC OVA-Z3BGADGTE ff-C:U LO -H NqL LPU LCEBGTE-ZB. Z-'L-I _______f

7aE§N sHiPPING UNES INC 
NV ALESON 3227p G =N. CARGO CFC LLOYCE8J-LLOY-ZBGt,
V ALESON -I 72" 36 G CAN.-,.RGO PA ILIl-CEBU-ZBGA-CEBU-ILO i
 
MV NIC BRVAN 
 24442 SEN.CA.RGO PA ZBGA-CE8U-I.OI-CEBU-z1-0--.-.-

NV NI0 BRVAN 244 42--
 G=N. C.RG0 CFC ZBGACEBU-ZBC-A	 -

/ASUINCIONJ SHPG. LINES. IN-------------------------------------------------------: 
MB 	 --- -AJDA- I 5.86: 50 P/,S/FERF:Y - CFC S ~lRL IT Y- SR Y 	

- -.- ~-BT3YS4RS -S 7, 
 3.500MB III 2.51 ,. CpC SAJA-SRR-CL.OYA-LIBT-CLYA-SRR-SA&. 
-

5Z/FERRY 
- ---- 0 

All ANO. 'ICENTE
 
MV RED R5E-- 1&3 61 213 PASE/CARGO -CFC j-fC[EB pLCfT----
E-E-U ---------- ------ - - ------ - --- S.--


BADJA- NAVIGATION CORP. 
 - -
M\M BADJAO PASSC/CARGO CFC IBEL-BGMt.EL -. MN-BEL 

BISAYA LAND TRANS. Z* INC	 -- - - -

M\' 	 DONN,IAaAP.1 582.00, 167 G--N.CGO CFC CEBJ-EUTUUCEBU 8: 14.56 
MV.D. OFO CEBJ-EUTU-CEBL -BUTU-t4ASN-CEBU-BUTU-CEBU 

30V0EMEDIOSPASS-ARGO CFC CEBJ-4KAMBJGE E:U.J GD-NNABUTUMC.-B ON- JGNA-SBLU 	 5 15.000M 	 JOSEFINA GEN. CoAGO - CFC CEB JDVAOCE E:U-PU LILOI-CEBL14' 	FRI NCESA CE BA% TAYAN ______ N.D. CFC CEO .J E-SAEN-SCARJ:-VTF .-CEBU-STF.-C NAO-.AN C-SCeAR-STF E-CEO U 
CA,	GOTHONG UNES. INC.

M' DON BENJAI4N 686.9-' 280 PASS-/CRGO CFC IG-CdEBU-1U3 -6: 1E.240MV 	 DONACRISTINA 983.604 P GO SP CEBJ-ILIG-CEBU-ILIG-CEB -ILG-CEBU SC 2C.000MX' DO 85629 732 PASSrARGO SP CEBJ-NSPT-CEBJ-NSfTCEBJ-NSPT-KGMA-NSPT-C;BU -C, 3-.80-
MV DONCALINO 88" .3 768 PAS/-CARGO CEO J-TBCEBIJ-TZW-C-BU-TCLEB-C-GTCLECEBLI 50 37.900 
MV 	 OUR LADY OFAKi-A PASS/CARGO PA 4NLA-CDOR-B UTU-COR-MN LA-CE U-MN LA - --- - -- -- -- ----------


OURLADYOFFATIMA 2366.80 1.2, P-,./CARGO 
 PA MNLA-CMGT-PLMP-CEEL-PL'P-DMGT-INA pV50C 91.200MV 	 OUR LADYOF HOPE 234.8 PASS/CARGO SF p NLACEBU-O'-§-LIC-COOR-CE BU-I-NL-
WV 	OURLADYOFHT.CAZ1MEL 2.1030i. 840 PASS/CARGO SP CEBJFLMPLCEBUL-6OZ.SCEBU-OZS-CE3U
4V OUR LADYOF SACRED HEART 	 -..... 42.O4.388.70--- PASS/CARGO4V 	OUR LADYOFTHE RULE 3.

767 95 SP CEBJ-FLMP.RXA&S-INLA-RXS-PL, P-IBEL-CSBUPASS/--ARGO SP CEBJCDCR-CEBU-CDOR-CEBU-MOR-JGJ.A-CDOR-C=-BIJ 

* -MTPRINCECHF'IS-AN ALBERT V CARGO' 	 .&N. PA CEBJ-NL-CEBU-SGA.O-OSG-_EBU..
COI'WUONGSIPPiNG UhESbCOfUJhG THN.SIANL1ETV_ ___ - - - - -  --	 ---- ~-MV JLIRNASSURIG.O 	

--- --
456.81 3G2 PASS/CARGO PA CEBJ-MAcN-CEE:lSANSN-S54StISEBL-SGAO0EBu-SGAOOEU" 16.100MV 	 RLIPINAS MAASIN 1.385 6' . 83 PAS ICARGO PA CEBJ-SCAO-TNE'G-SG-SCEU-/-.SSGAC-KSN-CEJ* iEBU C,------------- 34150MV8 FLIPINASSIARGAO 326.3: 292 PASS/CARGO PA CEBJ-MA-N-L4-60AASN0EBU-BY3y-CEU-BYBy-CEBU-Er8B .-EBU I 6'" 

ESCANO LINES, INC. - -.. - -.- -_ . ......--
MV 	KICOWA 9421 PASS/CARGO CFC -- MNLA-CEBL-SGAOI-BUTU-MNLA 

MV LA LEALTAD 99002 
 GEN CARGO CFC MNLCEBULIG-COFR-HMLA -----------	

____ 

MV 	 MCHICAN 1.14309 CFC ipNICEBU-GAG N. CARGO . BUTU-MNLA 
F.USEEIO 3.00SH G UNES - -

http:4.388.70
http:IBEL-BGMt.EL
http:5.885.99
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TABLE 2.1
 
UNER VESSELS FRANCHISED TO SERVE CENTRAL AND WESTERN VISAYAS PORTS
 

AS OF APRIL 1994 
(Continued) 

OPERATOR PAX SERV. FRANCHISED NO. OF ROUND VESSELANNUALVESSEL NAME C RT CAP TYPE AUTHORITY ROUTE 	 TRIPSYEAR PASS. CAf,/rc LEGMV DONAANA N.D. CpC MNL-CEBU-DVAO-CEBU-MNLA 
ABISAN SH G. UIJES. INC.
 

MV GLDRIAG 76.40 
 bT P/-roRGO CFC CEBJ+NGO-HDNG-IPCN-NGOCE3U 6(' E.3MV FLORANTE 168.1kd V= PASS/FERRY CC CEBJ-NGO-HDNG-IPCN-HNGc-CE3UGAH~ANCL. 	 BE:WABE - 60 11.250 --------	 ........----------


ML SUSA4JG-3.GEORGE .?=PEER INES.IW C-	 P O CFC ILI-BT- LI - - - - - - - - - - -MVD0N\,CTFL,N0 558.83 310* PS/CARGO CFC CEBJ-E'GTE-PLG-lLIG-DPL--DGTE-CEBU -e.-O ('MV GEORICH 	 694.13 568 PASSqFERRY CC CEBJ-ASGA--BU 
-5 C' 2.5MV GEOPETER 	 735. 750 CPCPAS./FERRY FC CEBJ'DGTE'-'BG-r-G-E'CEBU-DGTE'DPLG-DGTE-CEBLLDGTE-ZBGA-D3TE-CEBU___24" _1_G_4_ _PAS.__ SE_ __ _/-C-GO C0C 	 56 43.500 

MRACESHAG 	 ..-.-...---..... -60. INEC CEB J-LRLINE'GT -LRNA- OL-GEER GTE-LRNk-UG-DL-TB.- SC 8.200 
1,V YOUN3 LADY 	 PASS/FERRY CFC CEBJ-CTNWf T -NG-CEU8U--CTNGBU- -HUOS DE F. ESCANO. NC....
 
MV SURIGAO _ 8.0_ .D C2__ MNLCE8U-$---UTU-CEB-MN L
Ed _ 
M\ KATIPJNAN GEN. CA.RG 0 C:C CEB J-S GAO-CEBU--CDR-JG NA)-OR-CEBU-CD0R-C EB U
MV .AGAUANES 	 _____ OILTANKER CrC MNLa CDOR-CEBU-MNLA 
mv MALITB03 N.D. CFC CEBJ-EUTU-CEHu '-'
 
MV PESCANOPACIFIC 2.323C, 
 GEN.CARGO CF- MNLACEB6UCDCR-IIG-M L1, 

w N\ RAJAH SJULAN N.D. CFC MNLA-CBY3-CEEU-BUTU-C8YG-MNL 
0 	 K&TSIPCING LIN=S. INCMV GUIUAN ----- 243.03 206 PASS/CARGO CFC CEBJ-LILC-CBLN-SGOD-C LS'-ULO-CEBU-ULO-CBLt- LO-C-BU 65' lC.260MV SARQUEEN' PASS/CARGO SP CEBJTCLBBU14.UJONG. N/-.NL EL UY EK . C 1.MG.MAL E 	 PASE/CARGO CFC CEBJ-ETFE-CEBJ 

MALAYL-A NAVIGATION IN-

NL SEvEN SEAS PAS.S/FERRY CFC MYAN-D)/A-VYAN


MDSN PPING ORPORATIONMV PA.-	 22 .( 12 P A/SRG CFC M! LP,-.---,.- .- -.ZG -- . --..... . 14. 
HEORETA SHPG.LNES. INC. I I'-'_ 14.5o8

M' KIMELODY CRIS"--- P--PA-S/Ct-R.G PA- NLSA-MNLA-NW< H-?, NLA--MNLARERCANTILE W ELA.IC.- --


MV PEACE 
 5800, GEN. CARGO CFC CT-CEBU-S- N -A-1NA NN UJ.-
M9 PR3S-ERITh 	 249.00 0 EN. C ARG 0 C$C CTB- -CEBU-S:AR-KWA-MNLA-D NLA.KWANSCAR.CE BL.CTHEGROS MAV.CO. INC-----------------------
MS STAmF;A 1.10g.9I 9 i3 PASs/CARGO CFC NLA-CLSI-BL-CLSI-NLAROM-ILOROB-MNLA 50 4.150MB 0D NCIAUDIO 	 -2.8 SJC, 1.140 PASS/CARGO- CFC MNL,:-BENLAdLOH-MNAa -
MS STA.FLPRErINA 4.243.3(1 1.968 PA.SS/C-IARGO CFC MNLA-ILOI-MNLA--8CLD-MNLA 	

.120 
-. 6& 114.144MS STA,,A 	 6.135T 2.00 PA/C-RGO SP MNA-ILOI-MNLA ........... 0 10C.400
MS DONJUUO 	 ,

2.38 25 1.000 PASZ./CARGO SP MNLA-BCLD-ILOI-T3A-NLA .... 6E 5.000MV 0DMNJUUO 	 2.38"25 1.00 PASS/CARGO CFC MNWLOBNL-E.LOI- . . . 5 .. 000MS DONJULIO 2.38 25 1.oo PASS/CARGO SP 

MS DXNCLAUDIO 
 - SCN'L C0L-ECL0LOI-Z0ILOIr:LD-MN2.8636, 1.140 PASS/CARGO PA ILO-ESTO-MNLRO.AS-NNLA-ESTC-ILOf 

-' 	 6.120,MV PRINC SS FNEG RO3 543.3 ; 1.187 PAS /C-ARGO SP MNLA-BC D N L6-ECL6ILOI-BCL 7NM,LA 5- - - - -50
MS STA. FWDP.ETJTNA 4.,?.433, 1.958 PA.-5/CAQO SP MNL aL-NLA-IL0I-BCLD-44L -  -
MS STkAUAA 6 130.57 2.008 PAS/CARGO CFC MNLA-LOCOOR-ILOMNLALOM ----	
SC-
6; 11.464MV APD J 	 64".9--- PAS-/CARGO-- SP CEBJECL-ILOI-CCOR-ILOI-BCLD-CEBU...... 

MV ATHENAJ 64" g3 PAS-r/CrARGO SP' IlLOI-CECU-BCLD-ILOI--

MV CNN 2-- 1.42800 P-S-.--RG0 SP MNLA-BCX- LOI-MN LA
 

MS 0DNCLAUDIo 2883 S6 PASS/CARGO SP MNL-ESTC-BCLD-ILOi-.FAS-MLA - 0M C 494c PSCRGOCU	 4.500 

http:1.10g.9I
http:LA.KWANSCAR.CE
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UNER VESSELS FRANCHISED TO SERVE CENTRALAND WESTERN VISAYAS PORTS 
AS OF APRIL 1994 

(Continued) 

OPERATOR 
VESSEL PANE 

MV MCSES-v1II 
GRT 

PAX 
CAP 

SERV. 
TY(PE 

PASARGO 
AUTHORITY' 

SP MlLA-BCLD-+'NLb-ECLD-MNLA 

FRAUCh1ISED 
ROUTE 

NO. OF ROUND-
TRIPSYEAR 

VESSEL ANN UAL 
PASS. CAPNVYG LEG 

MS 
MS 

SAN PADLO 
SAN PAOLO 

PASS-RGO 
PAS /CARG0 

SP 
SP 

MNLA-BCLD-CDOR-BCLD-NLA-ILOI-uL4, 
MNL -BCLLOI-MNLA 

K\/ SAN SEBASTIAV
NEV RTSHIPPING CORP. 

2.749.70= PASCARG0 SP ILOI-BCLD-MNLBCLD-ILOI 
- _ . 

P 

NV TRrNIDAD-I 
NVf TRNIDAD-IIMV TR r4IOAD- ItI 

VTiIA 0ALDu11ES. INC 
...... 

____- -

N.. 

ND.N.D. 
-- -

CFC 

CFCCFC 
--

LANG-CEBU-LAN3 

LANG-CEBU-LANL,-ANG-CEBU-Le-d3 
- - --------------------------------

--
MV LORDSTAR-A 3740C PAS /FERRY CFC CEB J-TND 3-ANO-LEBJ-tAATI-LMBJ-MAN-TNDG-CEE:U 

FALAC 0 SHFPG. UNES. INC.--
MV DONMARTIN.Sk__W DON WAi5T 17PNVI.R DOLFO I7 396.59

158.0c.5C'tO 
262 PAS-/CARGO
IOO P /CC.,RGASCAd 

- CFC 
CFF 

CEBJ-C:BYG-CEE:U
C EB J-LRN-Ci'GT E-LRN-EE U-LR h -D5E-LR NA-DGTE-LR.A-Z.E BU- LR '4A-ODGTE-LRN 

11i. 
S.6' 

3C.6>4 
E.000 

PiNAT. RODOLFO 
NL ALEV- III 

PNICSHPG. &TRANS. COIEF'. 

PASFER 
P,_.__F__RRY CFC L rO-TJN-OI,,-SROG-SGO-SROG-S MA-TjNLRTO - - -

MT PETROE-I11 
R&V. VERALLO. LOBAL

MB VEFAJLO 

2.319.66 OILTANKER 

GEN.CA.RGO 

_ C__-,M-E 

CFC CDO_-__N _ __-_-_-_-_-_-R-
ROBLE SHIPPING UNESI'C 

- N\
/ 

CEBU - -ANOND-.... PASS/CAt_RGO PA CEBJ-CRMC-CEBU 
A MV KAYJOSEPHIN E PS-/CARG O PA CEBJ-ZBGA-CEEU 

RP-HULA,&SONS SHPG Ih C 
MV RUPERTO.SR. 229. 168 PAS/ERRY CFC CDOR-;NC'N-CEBU-BNON---OR 60 .900 
M\/ RUPERTO 

SAN V1IENTE SHPG UNES 
156C, 800 PASS/CARGO CC- CEBJZ -O-DE--A-OSI6IICBU 6,

' 1E.o00 
N\ 
NV 

SANVICENTE-X 
SAN VICENTE- I 

-7" .I 2 PAS/FERRY
PASS/FERFY 

CC 
CFC 

HGN------ H-G---
HGNY-CTNG-HG NY--N-HG NrY-CW'VYIH GN T" 

--- ---- - -P------
" 

--- ----- --

S VCTORES DEVT.X;P. -------------- ----- --
MV SANDECOR 69800 G--i.CARGO - CFC CEBJ-TCLBA AN OAR!-cC.EEU 

§EEA3STlAN SHIPPINJG CORP. ------------ ------------ --------- --------
M\' PROGRESS 

SEFPA lTYCORPOFRATION 
ML SR.STO.NINO-IIMST 642f6 

ND. 

G=N.ECARGO 

CFC 

CFC 

CTB--ZBGA-ILO-PUJ-_ BGA-CTBT 

CEBJ-TND3-CEEU-
SULPCIONES. INC. --

MV CEBU PRINCESS 
K\/ SURJGAOPRINC:ESS 
MV IPOLOG PRINCESS 

NVAVAPCE5 
MV NAsIFrIPRICESS 
' CTABATOPRINCESS 

M' FILIPINAPRINCESS 
MV FILIPINAS PRINC:E:S 
MV ILOILO PRINESS 
NV PRINCESSOFTHE PACIFIC 
M\' SULPICIOCONTAIN R- II 
N--"-- -O -6CON- F- -I I-.... 

!.0978_ 784 PAS-/CARGO 
1.035.71 812 PS/-- RGO 
3.786.81 1.261 PAS /CARGO 
-S3.395.21 1.427 PA/MARGO 
8.2099E 2.140 PAS-/CARGO 
7.9TC.0' 2145 PA,,/RO 
13.7052: 2.90 PASS/A-RGO 
13.70623 2900 PASS/O 
3.936.0C - PAS--ARG 

-492.986 PAS / RGO 
3.505.6 CONTAINER 
3.r6065 _ CXITAJNE 

CFC 
SP 

CFC 
CFC 
CFO 
CFC 
PA 

-
SP 
CFC 
SP 

CEBJ-CRC-CSBYG-MSBT-MNLA-NSBT-CYG-ORMC.CEBU 
MNLA-t/SBT-CRNcCE8,W-BT.MNLA 
MNL-TSBL-OPLG-ILIG-CEBU-IUG-DPLG-TGBL-MNLA 

-NL--CDI-----E----A-LI- ---- --- - - - --
CEBJ-NSFI-CE-NSPJGNA-NSP1-CBIJ-NSPTC=BUj 
ML,-I,-ESTC- -ICTPB -ITC--,-- -

NL-CEBLI+lNLA --

CEBJ-NNLA-CEBU.S6A-V,,.Sc3.4OE:3U 
MNL--CGTECDOR-OZS-EBU-OZS-CO.-DGTE-,NLA _ 
Nt.A-ILO Z..A-DGA-c ,c -ILOFVN-

MNL,--CGTE-OZ S-MNLA 
NNL-LOI-E BU ,,--TBT-OG,,-N 

- -

6(' 

SC' 

5(C 
70 

; 
4L 

-

3C.200 
4C.600 
6,.060 
71.350 

107.000 
15C.5 
171680 
13C.240 

MV SULPIO CONTAIN ER- Iv 2.834.05 CONTAINER 
M\ SULPIOOCONTAN ER-V 2.6T7.59 COKT'AI NE 
M\ SUJLIOO CONTJN R ->V 3.828.5z -

COPTAINERTRSAIASZ-INSI----------------------------------------------------------............... 

SID 
SP 

CFC 

M N LOI-CEB-C,- NLA 
4MN LA--CGT E-DPL3-.ZO4 S-MNLA 

'ItL-CEB-ZBGA-CTBT.CEBU-1NLA 



TABLE 2.1
 
UNER VESSELS FRANCHISED TO SERVE CENTRAL AND WESTERN VISAYAS PORTS
 

AS OF APRIL 1994 
(Continued) 

OPERATOR PAX SERV. FRANCHISED NO. OF ROUND VESSEL ANNUALVESSEL NAME QRT CAP TYPE AUTHORITY ROUTE TRIPSrrYEAR PASS. I2APAVYG LEG
MV ASIA IN-DN -SL4 495.26 493 PASSiCARGO CFC CEBJ-E UTU-CEBU-BUTU-CEBU-BU-U-JGNA-3UTU-CEBU 5' 24.650NV ASIATHAILANC, 1 078 40 655 PASS/FERRY CFC CEBJ DCR-CEBU 17t. 91.125
MV ASIABRU'IEI 95415 580 PASS/FERRY CFC CEBJ-MA-NJGNA-BUTLKG ,-CDOR-JGNA-BUTU-JGlA-tASN-CEBU 5(0' N.00_
103.02110--,ASIA.PAN668 PASS/FERRY CFC CEBJ-MA N3JGNA-BUTU-CEBU-MAS-UTU-J8i-K4SN-CEBU 60 3C.400
MV ASIAIZOREA - 1.__18422 1.019 -P-/FERRY C- C E B - T,- -- 58 5 10 
MV ASIASNGA=ORE 63., 200 ASS'-RGO CC U ,-CDOR-CEE-CDOR-JGNA-BUTU.JG'tA.COOR.JG A-BUTU 
 50 IC.000o


[R--ON St-IIP-ING COJRP. 

I!V ANDa, PA-3FARGO CFC CEBJ-TND3-CEEU
U3MAN. HtDJIJILKAS J.
 

.4L JA(-HAN 
 5"7-- PASS/FERRY - CFC - CEBJ-ZBGAJOLO-ZBGA CEEU
 
VICE NTE ATI LA)N
0

NV PIIIROSE 248 50 200 PASS rARGO CFC CEBJ-EYBY-CEBU - 17- 3E.000 

- V GCVEPNZ)R SPITH P - _,PASS/CRGO CFC CEBJ-TLD0-ASN-SG-LMBJ-AT-CVAO-iATI-M4BJ-SGA')-WASN.CEEU

MV GCVERNjR TAFT 
 PASS/CARGO CFC CEBJtCBYd-RO-MNLA-ROMB-CE:G-CE------L--WESTERN S,-NARSHPG Ul ES '-'
 
MVN\ELJZABET-4 JLLf - 149 80PS/RG CC CEJTCBJ-CTCB

VV\ILLIAM, 51 4,840LINES, INC
to NV IIJGANCY 1- 571 CFC CEB JL-1505 3F PASS/CARGO 5, 2.650 

Sv CEEUQy -- ------ 2.45229 807 PAS/CtARGO CFC ,NLA-CMGTCDOOR-)M3T-MNLA--NS;BT-MNLA-
N..\1'MT'IS" OCO D'E-NTALt .... 1.9980, 809 PASS/C_.RGO0 CFC N NL, -CPRG-IG-CE BIG-DP__G-_NLA 58 46.8065 _: 4_.__22
V TACLOcr 1.99.9. 1.06 PAS /ARGO CFC MNLACTBG-TCB-CTG-N.LATI- LB-NLA 50 1.30 
NV T[C"RIWA ___ 42955 2122 PASS/CARGO CFC MN/,ACGTE.CLBCTBGtLL---T -NLA.L-F 
 58 5123.076 
KV SUGBU 6.62456, 2.917 P/-vSS/FERF'¥ CFC CEBJ-MNLACEBU -'-117- 341.289 
NV TAGILA:IAN CIY ____ PASS/CARGO CIC MNL-CGTE-CR-'GL-COR-GTE-MNLANV VLX0N-: 4.2102E. CONTAINE:t CFC tILM-LOIFD'AO-,NLA-

N--------- 1.969.09, C___ CFCOONT1NE:R MiLA-T-LB-N3SPT-TGBL-CEBU-NSBT-M Nj,

MVV/LcON -V 1.858.00 CON1AJ:E3 CFC MNiA-1...LO U P-ILC I-M
- V 4LZON-'1 1.8897?6 GONTJNE~ OC_ _ MNL DR-'SFT-.CE8LBNLA-TS-,;NLA- .---.. .... ...- . . . . ............ .. ...
V W LCOt'-'VII 1.9900C ONThNE: C$C NIA-Z8G -TE-NLA 

MV WILCON -1II - 2.49951 GEN. CARGO CFC M NL,-CGTE-COCR-DGTE~-.N A
NV VL,'-.X 3.600.00 CONTAINER CFC MHfIL,LO-,82tA-VC-MNWLA 

Reference: Annual Domestic Shipping Route In'ermoty 

http:3.600.00
http:1.858.00
http:1.969.09
http:CDOR-CEE-CDOR-JGNA-BUTU.JG'tA.COOR.JG


vessel serving the Cebu-Dumaguete-Dapitan route. The
 
three vessels shown in the table were franchised to serve
 
the Leyte ports of Maasin and Baybay from Cebu, and the
 
Maasin routes continued onward to the northeastern
 
Mindanao ports of Surigao and Tandag, and the Camiguin
 
Island port cf Balbagon.
 

Escano Lines has two general cargo vessels and one
 
passenger/cargo vessel franchised to perform services
 
between Manila and Cebu, with extensions to either
 
Cagayan de Oro and Iligan or Surigac and Butuan.
 

- George and Peter Lines operates out of Cebu, and three of 
the company's four passenger/cargo vessels are franchised 
to provide service connections to Dumaguete, with service 
extensions onward to one or more of the Mindanao ports of 
Zamboanga, Dipolog, and Iligan. The company's fourth 
franchised vessel serves the Cebu-Maasin-Surigao route.
 

- Negros Navigation Co. is homeported at Iloilo, and most 
of the company's routes operate out of Iloilo or out of 
Manila. The company also had, in April 1994, two routes 
originating out of Cebu. All of the company's vessels are 
passenger/cargo vessels. NegroE Navigation Company
(NENACO) has a virtual monopoly of scheduled shipping
services to the city of Bacolod, by virtue of NENACO's
 
development and operation of Banago Wharf, which is the
 
only port facility in the vicinity of Bacolod that 
can
 
accommodate deep-draft vessels 
of the sizes needed to
 
serve the Manila-Bacolod route, the Iloilo-Bacolod route,
 
and other routes on which there are sizable levels of
 
cargo and/or passenger traffic to be accommodated. As
 
shown in Table 2.1, most of the company's vessels were
 
franchised to serve the Iloilo-Bacolod route, usual.ly as
 
one leg of a longer route. A notable exception was the
 
company's largest vessel, the 
 Sta. Ana, which was
 
franchised to provide service connections for Iloilo to
 
both Manila and Cagayan de Oro. The Sta. Maria
 
discontinued stopping at Romblon Port, between Manila and
 
Iloilo, because NENACO was finding this stopover to be
 
unremunerative.
 

Sulpicio Lines has nine passenger/cargo vessels
 
franchised to provide services to or of
one more ports

the Central and Western Visayas. In addition, four of
 
the company's containerships were franchised to serve one
 
or more of these ports. As shown in Table 2.1, most of
 
the company's routes are out of Manila, and the largest

vessel in the company's fleet, the MV Filipina Princess,
 
is franchised to serve the Manila-Cebu connection. Other
 
Cebu Port passenger/cargo vessel service connections
 
being provided by this shipping operator include the
to 
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Mindanao ports of Davao, Nasipit, Surigao, Iligan, and
 
Ozamis, as well as to the ports of Ormoc and Odiongon

(Tablas Island, Romblon Province). Sulpicio

passenger/cargo vessels also provide Iloilo with se-vice
 
connections; these services start from Manila, and
 
continue southward from Iloilo to Zamboanga and to either
 
Polloc or General Santos (Makar Wharf). The MV Iloilo
 
Princess of Sulpicio calls at the Negros Oriental port of
 
Dumaguete, in both directions between Manila and Cagayan

de Oro. Four of the company's containerships operate out
 
of Manila, calling at one or more Central or Western
 
Visayan port (mainly Cebu, Iloilo and Dumaguete), as
 
intermediate ports-of-call, and continuing onward to one
 
or more ports of Mindanao, including Zamboanga, General
 
Santos, Polloc, Dipolog/Dapitan, Ozamis, and Cagayan de
 
Oro.
 

- Trans-Asia Shipping Lines operates mainly out of Cebu, 
with six passenger/cargo vessels. Principal connections 
are to Cagayan de Oro and Butuan. Several of the 
franchised routes have Maasin and/or Jagna, Bohol, as
 
intermediate ports-of-call between Cebu and the Mindanao
 
port or ports. Table 2.1 shows that one Trans-Asia
 
vessel, the MV Asia Korea, is franchised to serve a Cebu
 
connection to Iloilo, with an onward continuation to the
 
Mindanao ports of Zamboanga and General Santos. In 1993,

the company discontinued the services south from Iloilo,
 
because it had not found that portion of the route to be
 
remunerative.
 

- William Lines operates mainly out of Manila, but one of 
the company's passenger/cargo vessels is based at Cebu 
and is franchised to operate to Ozamis and Iligan. The 
company's largest passenger/cargo vessel, the MV Sugbu, 
was franchised to serve the Manila-Cebu route, in April
1994, but was replaced on the route later in the year, by 
a newer vessel. William Lines passenger/cargo vessels
 
also serve, in 1994, routes out of Manila to the ports of
 
Dumaguit, Dumaguete, and Tagbilaran. Seven of the
 
company's containerships operate routes from Manila to a
 
number of ports of the Central and Western Visayas,

including Iloilo, Dumaguete, Tagbilaran, Cebu, and
 
Pulupandan. Several of these containership services
 
continue southward from the Visayan port being served to
 
one or more ports of Mindanao.
 

Table 2.2 indicates the ferry services that were franchised,
 
as of 1st April, 1994, to serve routes of the Central and Western
 
Visayas. Two of the principal liner shipping operators identified
 
above also provide ferry services on a route, viz., Trans-Asia
 
Shipping performs one round-trip daily on the Cebu-Tagbilaran
 
route:, and NENACO provides ferry services with two franchised
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CENTRAL AND WESTERN VISAYAS FERRY ROUTE FRANCHISES, APRIL 1994
 

!OPERATOR PAX 
VESSEL NAME GRT CAP 

ANG,NAD)ELYN .. . . ... . . . .. .. . 
r?GMBc a A QUAIS -22 4.6s 21 

1AMALNO. VICENTE-----
NIV WHIE ROSE _ _8__2 

I_ YALANDI RAS. CO INC 
_ 

..........
 

NIL BISAYA- I 

ML BISAYA- U-


MBca KRISTOFFER BYPNE 
DANO SHPG. LlNES. INC. 

_ MVCANDANo 3.,00 
CARDINAL PEI, CAR. CORP. 

SIV BACOLOD EXPRESS 318.50 35 
D AN ILO IrNES , INC. 
_ _ MVDAN]LO-I __ 479.97 616 

MVDAILO- It 489.62 465 
m&Z SHIPPING LI1NES. INC. 

VW PPNCESS JANET 102-18 200E .TINOSA LEO T. 

NI. I'-AA - S. IS. HOPPER 11.76 48 
MIB .L-AIN.-TRANS.LOAD STAR ... 23.64 ..... 66 
M FL- ANITA.N-S. SUPRS'AR 27. 9 I 67 
MB TRANSPORT-H 

...--- t - - -- b- - - .. . .. -.MBVE-M RASORT - I__ __ 

NIMB_FLA I TRANSPORT .. . 48 
E VAi. UIA, JOSE ALJ.AN 

NIEL 'AULBON CRUISER 192J4 200 

. V v _XPRESS .. .. .. .. .. . 68.61 - - 203 

ESTEBAN _ ___U-Jc-I . . . .. 

______u ____l _______ 88,20 454NILCR D --- -- -- ----- - ------ --- - - 7N.--

_ A r_5 
MV CHARLE_%nE ---. 1 "1S 

MV C E 1_72.PASS/CARGO -- 6 --

N_MSARIA CIA.RISSE 85.I24 30 
;RSNVGk O C INC 

MIV DON VLCENTE t.070.05- 1,202 

SERV. 
TYPE 

P iASS/ARG 

____54__ 

N.D. 
N.). 

PASS/CARGO 

PASCARGO 


PAS,/ERRY 


PAtS/CARGO 

PASS/FERRY 


PASS/CARGO 

PASS/FE 
PASS"WERRY 
PASS/FERRY 

N.D. 
mPASS/FRRY 

GRO 

PASS/CARGO 

PASS CARGO 

D. 

PASS/FE RY 

PAs/crARGO 

PASS/CARGO 

PASS/CARGO 

FIlVNCHISED NO. OF ROUND VESSEL ANNUAL 
ROUTE TRIPS/YEAR PAXCAPJVYGLEG 

T&ZNJOBUEN_,qZ 
-

MNEPR-IJ.-QOMNE 
-

__350- 3O 

_ 
__---_....BATO-TMII-BATO 

BATO-TMdPI-BATO 

CAIJTLBIN-CBON-TLBN-CAU 

JRDN-ILOI-Mr, -i 

[LOI-ICW-ILO1 49,404 
-. . . . . . . . . . . . . . . . . . . . . . 

SCAR-f DO--SCA-TiDOS_.C.. . 700 431,20 
SCAR-TLDO-SCAR-TihDO-SCAR 700 325,50 

MNDE-PORO 350 70,000 

-YGMS-ILi- . .RS. 4,197 40"64 
GMRS-ILOI-G M 
GMRS-ILOI-GM 

-

. 
4,197 
4,19' 

554,07
562,465 

GNlRS-III-GlMR-

JD-O-NSIsm... .7.. . . . .. . .. . . ... ... 

JRDN-LOI-Mo i 1,400 

]'lBN-C U-TLBN - .35-7,004 

CXBU TL B1f--u - 350 71 ,50 

cI-TLBN-JTEFF-CEBU 

--- - ----
CEBUJ-=rl i-(L 

- -
- .. 

--
. 

--------
....... 

---
.. 

- --
.0 

- - - -- -- - --
16,40-

BHOL-C..U-BI.OL 2 -35 
f.BNo-CEBU-TLBN -- - - ------- 350 64,75 
]U.I-CEBU-TUIBI 350J _,105,0 

-- ------- ------- -- ----.-- - -------------------

LOI-B1CLD-ILI __ 00 81,0 

http:t.070.05


TABLE 2.2
 
CENTRAL AND WESTERN VISAYAS FERRY ROUTE FRANCHISES, APRIL 1994
 

OPERATOR 
 PAX SERV. 

VESSEL NAME GRT CAP TYPE 


OPATLA. BERNARELLA P.
 
NBCJSR.ST. NIlO -I~ 
 GM CARGO 

_RMoC, ANTONIO 
L LESI 9-.21 244 PASS/CARGO 

9U]AMCO, CLAPTA 
MV GRETIHE-- Il 95.13f 12 PASS/'ERRY 

RICE EIZJ Y.BARThZ 
M_ - -AR--N PASE'R-Y--


ROBLE SH PPING, INC. 
MV GUADA CRISTY 307.35 435 PASS/CARGO 
MV 9UErELIANIA _ 49.93 334 PASS.'FERRY 

ROLY SHIPPING LIES, INC.---
MV REYJUMAR A 2001.7 PASS/CARGO 
?V TAGEILARAN FERRY PASS/FERRY 

SAN VIE SHPG. LINES 
-MV AMAGUITA - VI 54.39 138 PASS/FERRY 

N'"MV SAN VICENTE -V 6.26 182 PASS/CARGO
LDEMOIZ,CARML...........
 

MB. ISLAIND TRADER 44.64 26 
 PASS/CARGO 

SOUTERN PACIFIC TRANS. 
NIV 
 95.18 
MV SOUI PACIFIC 230.99 PASS/CARGO 

TlU. RICHARD 

88 PAS/CARGO 

ML AI ONSO N.D. 
TRANS-ASIA SHPG LINES INC 

MV ASIATAIWAN 730.42 &4 PASSFRRYUY, I R _so 

ML J & N EXPRESS - n 13.72 PASS/CARGO 

Reference: Annual Domestic Shipping Route Inventory 
LSRS Field Report 

(Continued) 

FRANCHISED NO. OF ROUND VESSEL ANNUAL 
ROUTE TRIPS/YEAR PAX CAP./VYG LEG 

DAIT-CE U-DA T 

UBAY-CEBU-UBAY 350 . .... O
 

BTYN-CDIZ-BTYN 


4,2003504.200 

CWYN-BOGO-CWYN 

C(BU-HNGO-CELBU 356 152,254

EHNGO-CEBU-HNGO 
 35 15,500 

CETBU-TGBL-CEBU 

CEBU-TQBL-C-BU 
.. 

HGNY-STFE-HGNY 350 48,30
 
STF-HGNY-SF 
 350 63,701 

,...
 
CEBU-JTYFE-CEBU 
 350 9.10 

CEBU-BAT'I U ""
 
CEBU-BATT-CEBU --

C U- LAR---U....... 
 ........
 

CEBU-TGBL-U 350 2240 a
 

CEBU-UBAY-CEBU 

http:NBCJSR.ST


vessels between Iloilo and Bacolod. 
The table also identifies that
the MV Bacolod Express, a fast 
ferry, is franchised to serve the
Iloilo-Bacolod route, and, for a time, NENACO was permitting this
vessel to utilize Banago Wharf 
in competition with its 
own ferry
vessels. NENACO withdrew its 
permission 
for fast ferry use of
Banago, and fast ferry services had to be discontinued because of
the lack of a suitable terminal at 
Bacolod.
 

In addition to Trans-Asia, Roly Shipping has 
two vessels
franchised to the
serve Cebu-Tagbilaran route. Both of these
operators are 
competing with other Cebu-Bohol ferry connections,
including those operated 
to the Bohol ports of Tubigon, Talibon,
Jetafe, and Ubay. In addition, there is a RORO service between the
port or Argao, south 
of Cebu City, and the Bohol
Catagbacan. 
 Whereas the Cebu-Tagbilaran route 
port of
 

is 43 n.m., the
connection between Cebu and Tubigon is 22 n.m., 
and the connection
to .etafe is 16 n.m., only. 
The Cebu-Talibon route is 28 n.m., 
and
the route from Cebu 
to the northeast Bohol 
port of Ubay is 35 n.m.
 

Figures 2.1 and 2.2 show the liner shipping and ferry services
which were being operated to ports of the Central 
and Western

Visayas, respectively, during 1993-1994.
 

The LSRS attempted to learn the extent 
to which franchised
shipping services actually
were 
 being operated, in September-
October, 1993, according In
to service schedules. 
 Cebu,
Tagbilaran, Iloilo and Dumaguete, 
the Philippine Ports Authority
(PPA) was requested to provide the LSRS with information on actual
vessel calls at 
these ports. Table 2.3 identifies the interisland
shipping services which were being regularly operated at the port
of Cebu in September 1993. 
 Points which might usefully be made
 
from this table are:
 

Containerships and general cargo vessels 
 may be
franchised to operate definite
over routes but few of
them have fixed schedules 
that are both posted and
adhered 
 to. This method of operation is highly
disagreeable to 
large numbers of shippers, many of whom
have informed the LSRS that 
they try to avoid shipping
their cargoes on 
cargo vessels, preferring instead to
employ the cargo shipping services of passenger/cargo
vessels, most 
of which have posted schedules that they
fairly closely adhere (from
to LSRS surveys of
passengers, the study has learned that schedule adherence
is the most common "good" characteristic 
of passenger
services, nearly all which
of are performed by
passenger/cargo, passenger/container, 
 or RORO ferry

vessels).
 

There were, nevertheless, several passenger/cargo vessels
for which PPA was unable to provide a fixed schedule for
calling at the port of Cebu. 
These vessels included two
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.FIGURE 2.2 
WESTERN VISAYAS LINER SHIPPING 8 FERRY SERVICES, 1994 
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TABLE2.3
 

VESSELS CALLING AT THE PORT OF CEBU, 1993
 

ROUTES & 
VESSELS 

Bohol Routes 

Vessel 
Type GRT 

PAX 
CAP. OPERATOR ETA 

SERVICE SCHEDULE 
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_ 
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TABLE 2.3
 
(Coatimled)VESSELS CALLING AT TUE PORT OF CEBU, 1993 

ROUITES & Vessel PAX SERVICE SCHEDULE. 
VESSELS T GRT CAP. OPERATOR ETA From ETD ToN__sFmoess P 8,20.992140 S~pk~ao L M-T-Sat 6D3am Na M-T-Satao0prr. Naftlipias Surigao PIC 485.77 382 Cokaiong ShippingLines W-Sun7:3),Th 8:00. F 5:00 a.m. Surigao W-Th-F7:00. Sun.12:00 p.m. Surwao
Cebust .. PIC 654.44 583 _Ma Shipp._.nes M 6:16. W 5:50. F5:46 a.m. ;Tubod Ml2OOkm.n_I. W-F 6.'0.m. "ubodDoFm Alma PIC 648.07 395 Alma Shipping S 9.30 a Zambonga Std. 9:00p.m. -- _....._Zamboang_ aAphrodite J PIC 641.93 28 _N..osNaviion Co. W3:.mn..Sat 2:00 arn. Zanboa W00 S .1200 m.n. Zamboarga
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Mania
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- -- - - P 2- n.a ShippingLnes 1h700a.m. -Th-0:0- - S.Fm- - St--sa 
 -F-


SOURCE: Philippine Ports Authorily 
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of those serving the Manila-Cebu route.
 

Fairly complete information was obtained on the services
 
being performed between Cebu and a number of Leyte ports,
 
including the west coast ports of Palompon, Ormoc,
 
Baybay, Hilongos, Bato, and Maasin, and the principal
 
interisland port of Tacloban, on the Leyte east coast.
 
Many of the services operated from the Leyte west coast
 
leave from the Leyte ports very early in the morning and
 
return late in the evening, thereby permitting travelers
 
from Leyte a full day to conduct their business in Cebu
 
Province, without the need to stay overnight in the
 
province. An important supplementary Cebu Island-Leyte
 
Island shipping service is the RORO service being
 
operated out of the Leyte port of Isabel. Becaise
 
Carmen, and not Cebu Port, is the Cebu Island terminus
 
for the RORO service, the service was not included in the
 
data provided by PPA at Cebu Port.
 

PPA identified a total of 14 ferries serving the various
 
routes between Cebu Port and ports of the island of
 
Bohol, but service schedules could not be provided for
 
all of these vessels, and it is therefore likely that
 
some of them were no longer regularly performing services
 
in September 1993. Table 2.3 identifies that seven
 
vessels, at least, were continuing to perform ferry
 
services between Cebu Port and Bohol Island, including
 
two vessels owned by two operators on the 43-n.m.
 
Tagbilaran route, another two operators performing
 
services with two vessels on the 28-n.m. Talibon route,
 
and yet two other operators employing one vessel each to
 
serve the 22-n.m. Tubigon route. The seventh operator,
 
with a seventh vessel, was providing once-a-week service
 
on the 35-n.m. Cebu-Ubay route. An important
 
supplementary Cebu-Bohol shipping service is being
 
performed between the port of Argao, to the south of Cebu
 
City, and the Bohol port of Catagbacan; this is a RORO
 
service.
 

PPA verified that the Cokaliong vessel, MV Filipinas
 
Dumaguete, was operating the Cebu-Dumaguete-Dapitan
 
route, in September 1993, in competition with three
 
vessels of George and Peter Lines, but a fixed service
 
schedule for the Cokaliong vessel could not be provided
 
by PPA to the LSRS, so that the 'vessel is excluded from
 
Table 2.3, just as it was excluded from Table 2.1.
 

Route Capacity Analysis
 

Tables 2.1 and 2.2 provide estimates of the annual passenger
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accommodation capacity for those liner shipping and ferry vessels
 
for which vessel characteristics, including rated physical

capacities are known. As discussed in the preceding section of
 
this chapter, however, whenever an attempt is to be made to compare

travel demand to available shipping capacity on a route, it is
 
necessary to distinguish between capacities that are franchised for
 
a route and capacities that are actually available. Franchised
 
capacity is often in excess of the 
liner shipping capacity that is
 
actually available on a route, although that is less true for
 
passenger capacity than for cargo capacity, because of the better
 
adherence of passenger/cargo vessels, than cargo vessels or
 
containerships, to their franchised routes. 
 Where ferry services
 
are concerned, there is often close 
agreement between franchised
 
and available capacity, since these vessels seldom deviate from
 
their routes and authorized schedules. Table 2.4 makes more clear
 
the extent to which some operators have a tendency to serve
 
portions only of their franchised routes, and to move their vessels
 
from route to route. Notable from the table are the following

indications of actual 1992 vessel operations:
 

Whereas Aboitiz Shipping had eight containerships which
 
served Visayan ports for portions of the year, none of
 
them were reliably serving the same route throughout the
 
year.
 

Aboitiz Shipping ensured that operations on its Cebu-

Ormoc ferry route would not suffer any interruption, as
 
a result of having to take its ferry vessel out of
 
service for two months, but as a result of providing a
 
substitute vessel on this route, Aboitiz halted its
 
Dumaguit-Manila liner services, and these services were
 
not immediately restored when the Cebu-Ormoc ferry vessel
 
was again in operation. In September 1993, however, the
 
northern Panay-Manila connection was again being operated
 
by the Aboitiz vessel.
 

Of the 8 Gothong Lines passenger/cargo vessels which were
 
serving ports of the Central and Western Visayas, in
 
1992, three of the vessels served at least portions of
 
their routes throughout the year.
 

Two of the four passenger/cargo vessels of George and
 
Peter Lines which were performing services to ports of
 
the Central and Western Visayas served nearly all
 
portions of their respective routes throughout the year.

The other two vessels served portions of their routes for
 
most of the year, but were idled for periods of two or
 
three months.
 

Several NENACO vessels performed their services regularly

for 11 or 12 months of the year, but the Sta. Maria was
 
absent from its route for the final four months of the
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TABLE 2.4
 

CENTRAL AND WESTERN VISAYAS LINER VESSEL CARGO TRAFFIC, 1992
 

(FREIGHT TONS)
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TABLE 2.4
 
CENTRAL AND WESTERN VISAYAS LINER VESSEL CARGO TRAFFIC, 1992
 

(MREIGHT TONS)
 

(Continued) 
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1Q83, 

18ji~ 

3616 
4.,01 

- 13 
301 
RR4 

bNLA C_ -U _854. _26 5379 582 l 3,773 4 _ ._ 39 9 , .6_ 7L4 4 ZJ. A .2.. 3,A4 6 

W4IA ROAS 566 _566 566 
OZMS CEBU 156 53 67 13 49 16 ,120 476 68 

OUR LADY OF MOUNT CARIMEL 
CEBU 
C"E I 

O2S 
PT.?AP 

269 92 733 25 
______48 

9 20 

O21s CEBU 748 351 

OUR LADY OF SACRED HEART T 
CEBU 
C_EBU 

_ _ 
ROAS 

99 
252 

'_ 50 1497 
252 

.IIA ROAS 902 902. 
P1UP 147 -_RTT 147 147 
P___ROAS 118 118. 

ROAS
ROAS 

CEBU
1,NLA 

12 
64864 

1722 

ROAS PLMP I 6 
CEORCE &PETER INES, ]C 

DOW VI(TORTANO 

CEBU DOmr 1,526 11544 1,094 1,562 1,072 j_980 121 ,092 517 8991 
CEBU DPL_ 226 1,349 820 753 1096 3,63" 216 .,069 -. 023 .12. 4 

CEU 

CEBU 
LRNA 
ZBOA 339 189 

___ 

481 
______ 

169 
1___ ______ 

1,050 749 
113 
186 887 604 

116 
4654 

58 
517 

DOTE CEBU 63 89 79 35 137 178 24 74 56 _ _35 

DTh"F. T3P7A 149 519 164 12 3316 K6 63 126 101 104 1717 172 

DOTJ 
D<___E 

LNA 
2__ A 5 4 23 21 97 

-
| ...9 73 . 2 0 3 

DPLO CEBU 624 1499 599 346 494 418 77 j3.20 165 7+40 j?8 4 
DPLG DGTE 1 268 32 81 124 421 131 286 15 13 151 
LRNA CEBU 83 72 39 194 65 
T.RA 7ROA 

ZBA CmU 133 11 795 685 755 560 85 J1100, 821551 
2MOA DOTE 30 10 .40 303 95 214 32 72 53 "4' 

ZWA LRNA -
DUMAGUETEFRRY 

CEU DOTE 115 128 143 120 167 107 185 272 172 149 
ma~ TW7fl 449 111 158 6. 11i 49 152 7.A 31 105 - 118 

CEU TAM 8 4 21 42/ 
CEBU LRNA 9 127 12 3 153 38 
DOTED3TE CEBUDPL 11825 r7I 2630 103137 13350 5253 8412 7665 5455 _ 683 
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TABLE 2.4
 
CENTRAL AND WESTERN VISAVAS LINER VESSEL CARGO TRAFFIC, 1992
 

(MFREIGHT TONS) 

(Continued) 

DOTIE IL20 .... 3 3 6 12 
...T T.D L _2 9 8 2 _ 117 49 71 258, 

CEBU 34 68 35 52 62 9 277 43 7 667 
DP'l. rOTE _. 289 4A 60 14O 40 136 30 93 61 915 
DPL IA 19 -- I 
T PTAl1 TORT. 19 99 _9
ILuO DOTE 	 ,9 19 
fI-AZ 9 26 -14 . 7 50 171 

DTBL 2 21 
LTAZ81 ... '_ . .51 18 ___---_-- _ 

AZI 	 D1XG . .4 . . . . . . 

LRNA DT 414 
TOBL DGTE 13 8 2. 3 25 132.___ _-- 64

V. OEORII flO2 	 ___

7"9----DOT 7U51 515 4 629 323321 26 335 333 304 423 238 5,079 
]" 	 99 5" 412 194 15155I 760 739 50: 393 170 279 5273 

7 
-C-UZ-O-A 8 3 _,66 722 501 379 	 554 593 428 857 354 7.581 

D . - U - -- 19 2 93 93 8 2 2 2 6 23 -~53 5 1 07 3 0 022 

DOTE DPLO 7 8 0 85 21 249 90 65 123 1 50 71 788 
D -3T" BA' . 50_ 3 10 12 9 216 25 11. 24 8 308 8 684 
.C..U 1?4 132 96 -64 130 150 121 238 293 61"6 169 83 -384 
flPTA ThTF. 2. 1 1 M59 9 'f3 147 41 48 30i 107. 1M 6___89 _ __ 

:OA CEBU - 6-- ; 450 405 248 356 175 671 85 . 4918 4398 55 488 467 
ZB--.TE- 271 242 _ _286 2(9 265 263 - 44 421 372 ,o 34. 9,o _j. 099 2 

PIJLAWAN FERRYj 
CERu DOTE 8 4DL 193 737 948 -781 721 .6 157 447 618 6,856CEEU 	 '498 776 631 7 403 16 258 619 46380 	 736 522 2 33 6,963 

............T. 1_ __63AR 17 1 	 149 59 12 7 1
c...cT . II 9 206 so 35 0 ?.47 
DOTE DOTE 13 13 
DOTE DPLO 389 92 1L1 274 254 3 126 55 242 179 324 257 2.376 1 
DOTE TGL 62 54 199 88 235 52 	 225 151 L6: 1,172. 1

.D....C....... _ 173 ___Il 279 3 298 122 509 260 269 253 229: 3,2882
DPLO DOTE 35 299 137 122 238 94 85 448 36 303 157 106 2,392 _ 

TOBL DPLO6lPTZ TR-4... 4 79J --	 3 6 
_ OR 	 _4. A 2 

Z4OA ZI 	 15 15 151 - 1 56 _ 90 

[1401 .YFAvM1.Y - T] ___ ~ ' ~:±.____ 
ZBO1A~'IY 20 2020 --	 100MO 20 
JRD. ,.540CC,, 10 .5.o_.....__,o 1o _oo,;RA_DROMEO G.

VM..MrMnTRADER 
T--1 ----- 1 1 16 16 ' 16 A 14 a 128 
BTYN TI 3 9 6 6 3 " 6 3 51 

:.O..,P-_... .--- -- -......... ... . . ___ . -.. . .__ 

-LCrT 34f 	 3w. 	 340
CTBT BCLD . -'40 .- - 480 4: 

f R (AP 2270 - 7.70 2.: 
___6FYiEE 	 -- --. .. 

... 

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

I.EL BCL DGAr 0 	 .210 -,-..-... 2 

20 

ECLD ZBOA 171-0 	 ___31ELACROSA CORPORATI 	 3 

S........... .	 . .......... . . 975... 94
~950 85 	 o,9a..c ImTO 4 5o9 95-._9_5 	 Z 9609qo 9455 _ _ 

A'-RrnrE-.... , . -.. 041 7_7 - -.. . 9f I....9(3 42190 .....i34 4_71 - -412 	 41E 	 . 170 17 
BGIXfl CBu 	 301 I 170- 423"F- 733 3156 3 7331473 2802 3. 

............. ......-D.? - - - - L.. . . . 4. . 1 , : :e
CDCE 	 CLD 3!8 Z03J-7 23 41~8 : 1,: 8", 
CDR LI21 4 2 7 93 3 1 819 14 5.34814 343_ 9L5 7d_ 

.. .. DCI...... . ..... -- - 421 92. 1523L3GB 1032 3I 472 405 129 322 556 388 '767 34 
I nT MMOr 0 10 132.3 

LO CB 36 . 8512 0Z 147 12N _ 265 141 2,_160 27 

I . -. _ -_ '6-0 915 ....2 5018,3:-	 40 
.-cLD . G i. 825 81 9- ,.82 9 - 1 o 310 771 1131 330 8360 69 
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TABLE 2.4
 
CENTRAL AND WESTERN VISAYAS LINER VESSEL CARGO TRAFFIC, 1992
 

(MRIGHT TONS)
 
(Continued) 

ODOR BCLD 751 935 1,462 357 3.04 876 
CO. I_ 3, '755 __,_32 645. . . 2,734 
CEBU B= 3.647 1,174 3,416 3,317 2,337 1,996 .880 _2.724 _1.825 1.6_8_21 . 21 9 .300 
CEBU UZIT 588 57 568 7A ._4..641 573 417 4t70 .23 52"7 09o3 4-OI CDOR 123 12__121 

TF,0 ("T ATY 1.740 1,17/9 3"7.. M5 6"36 ---- 'V6 Z -rf74I) 467I P,46 166 164 1 W l%? 

CONNIE. .. . .. .. . . .. . . . " -. . . ... 
BCL MMLA 4,12 4,200 2,99 37 2_. 4 . 0..2.... .._ 2 ... , 2J70 ... . . 2_ I6046,215 , 1.. . 
MN A BL. 5.470 5,974 4 549 604 1 A.147 5,371 5337 -0 A-, / _ ,4.1,3 ,47 / .1 1.1
MMIIA 1LO0 2,405 1.358 2.485 991 614 2.743 -514 2.507 

,OI M ,LA ,4 42.8._" ' .... . 

2.2751 3.91-- 3.56nrl.Al.mTO i_____-_ -- - 1j [ f-. .- TI_-./-ZITZZ I. 
ljd~dJ 1,949BOLI MNICA j,4 119 1020I 2....01 8 . .7 -.758.. . "" . . .. 

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

B1LD BOLD I 2 3., IL 1 -- 7663 591 I'm 91 901 699 1 ,,201 

=I L j 7_0IA6 1.190 180 7174 1 7 6 191 4 1 9Z1 846 83459 . 44"1 
BOLDI BOLD II.,OI1,2~ ~ ~ ~ 2,632~ _,qt6 __I 9 1 9 1 lt7 3 -t 4 -,5.5 I1 ..... _ . .2._.......... ..... 
MOT 14001,0 17 211 10 624 1.7 

R BOLD) 1,3224 ,9 ,/0 245 ,1 89 ,3 331 23l165 .. 3,8 110 173. 621.. .." 

RBOD101 39 8707 7.3 5,O45 7 
DON JUL20 22 16j98 ~ 51 35D.01 '6 20 17 619 117 4173 832 361 ____ 9 

11_____T0ROT01 224 71 67 40 17 2178 287 lS)LLA 21 9 130 433 1261 ,19 8 75 - 4 1,.3]..2. 30_iii.3311 ... 
BNLA ItO! J22( 1543~D~J,07 15381675 15298 4 04 ...1,51 8534 4BCI.D OCD ' 2682 - 89 9 43 7 
BOLD )ANLA ____1 1,1R7 1.1518 1238 1-0- 702 4721 4M8 -9- 831. 

-)11.1 4711771 -5 71 _125109fODOROEBU BO"D1,_4 -- 1 ,6 -2.'7 8 996 1371 176 Li ,6 97207 1,71._.8 67775 M 1....461. 
cDOR ILOI 159 30 1,128 1 979 1065 4,110 70 

BI= C L _ 0 146 472 727 _ _.. 1.3.. ... ........ .
NLA Bl D 48 042 58 1,238 940 214 8 "-0-2" 1CLD TOR 506 1429q65 1,474 863 1,659 774 6 '06' 1 i 

PR OF PANAY -. .. ... . . ----------.... .. 

L A 103 117 26i 27 19 14 19 395 25- 297 - - - 2 I71..... 

.l1 BOI) 99 302 349 60 62 25 135 353 105 262 82 . .. .... 1i 
ST SEBASTA _ I 

OL NA 15,829 170 .2,089 10,974 11.258 14.283 19,146 10 7 551 14.43 1 ,2132 4jA
.O M 3, Z2 3,937 3,764 3,261 1,9501 2.642 1,854 2,105 2399 1.90 _ 0, . . ,9 .,5

M-A RT. 1 ,2. 3,70 1 7.,V.79 18.A _10A7 A 2.2,394 12431 15 46 16017 124.1 160139 14',5k 
bo4LA 11.O! 3,535 2,110 828u 6,289 4,413 

7 3 8 2 4 3 4 482,533 4,9/75 ,___ 3,163 , 293 I. . . 
ETA ANA 

CDOR 01 1443 580 _ o890 830 .,o 460 470 260 140 4-0 . 213 68-
1.I01 "DOR 1,774 1,564 1,09 1.380 670 801 1.281 1,381 1,305 1.97 1,732 1.417. 16312 . 1._9 
ILOI MMA 2.143 3,064 2,707 2,400 2.20 2,157 2,730 0P 2,D63 3,2 1 , 28.20 2,343 
'MIQ A 110 6116 ,712 3717 3426 4586 31174 4119 2.361 17 1175 117 436" 47 (11 3 993b'rA A'A)1~fB., ___A 

1,965 2,057 2,2302 io J . ,o 
I,0I BCLD 49 15 25 

BaO.., RLA 1275 ,"o, Jo2,260 0 1.. 1.99 ,.92 6. . 
97 18, 47.W, MNLA 1,529 2,903 2,113 2,429 1,999 2,033 2,404 2,877 2 0 - 2 21 37 2L'" 

MN A BCLD 2,484 466 3,743 3,312 6 4,6 9 - -,' O'l3 087 3,909 3 4,221 ' 00--2) 2472 " 
MTA 110(1 1797 4,l1 76 141 1111 1 ,02 7.8I 1366t 407,1 4118 I117 7.693 3S641 . "44I 

STA MARIA _. . .~... 

BOLD 1 I 6 10. . .. .. ..... 2 I....13 ... iCj 
BCLD UNIA 528 793 102 406 446 427 388 145. . . . ............. 323T 404 
BL ROMB 31 34 10 28 61 8 34 14 ...... ...... 
CIZ I NLA 921 1,3N. 383 1,1 5 1679 ,056 81 ____- 4----1.)12 7,--.
11OT I.A M5 491 61 39A 672 449 439 236 IT 
11,01 ROM 44 51 9 21 27 3 7 7I 59 20)

BCLD __.I02 407 023 0 787 307 ........... . .....- I..2..1 482 ............ 


_____ Bc ___?,I 407 4-2 307~1
 
C.1 434 544 143 1.281MNLAMNLA 11.01 124 "374540 321 297 203 .192 170 . ..153 20 324 175 .474 4 .. . .
 

MN-A RON.1B 248 51 721 5 3 23 104 792 
ROMA,4 TIM1X) 170 205 An 22 114 3 4A 12.1 60 96 -------
ROMI$ 11.0! 204 244 80 184 299 1I 143 96- .-...-.-....--.......-...-.. "..-.---.. 17
'-...1422 
ROMB 04LA 162 189 63 103 283 238 211 177 I1427 .... 

E GINO NARANDAN 

_ -. I.- .... ... 
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TABLE 2.4
 
CENTRAL AND WESTERN VISAYAS LINER VESSEL CARGO TRAFFIC, 199
 

(FRIGHT TONS)
 
(Continued) 

B5TTNILO, I 141 141 I 141 I 141 11 t70141 I ? 

... Y i ' 3 .i...... -v[...... - .. i.... .. f i.. ... . . ..... 1............. i I
 

, o. . I I ... . _ a c' . . ---...-.-.-- . .... ............. ---- ..- . ... 


,L : 1"
, ............... .... .
 
12 EU 8371 725! 327 1,,1 35 4 8 776 786 731 671 320 j7781.~ 

'AP10, LILIA 
........ I-AV n I I,
 

CEBU BS ] 33 33 
- STK] 39 172 64 95 182 222 202 214 149 112 .... _461 1CE.U 


11170 U .[125 325 158 288 499 494 410 484 279 262 3,3.4 _
 

LADY IELEN 4
caU L.OY 40. 290 471 567, 359 313 326 32. 445 328 432 4,269 3E 
.RIT 7R",A RA 71 10 1M 102 71 61 70 99 67 106 965 f 

LLOY CEBU 439 311 475 709 368 312 340 329 438 354 449 4,523 4 
ZBOA CEBU 63 116 54 72 63 919i2 107 75 58 117 11 
ZfGA LLOY 1 306 263 331 414 308 184 290 305 385 330 414 3.537 32 

CAOAYANT PRICESS 
Ch CT 127.j _ 411R,7 4 A.4 170. 697 15100 .0,766 147 111 17.111I 60 1,936CDOR JONA ~47 288 455 88[ 11 162 56 49 930 43 - 0 5,)24 26 

------------------ .----. .- - __\I -- Y- -. .- --- .-- _. . ___ _ 

-_-------- - , _~ -- -_ 3184I II 4 
..... __..77 _,94 6931 99 114 85 36 8,69 8712031.6, 


T~rc 1 2- 1 .5711 36 1,973 33 87 89 3,842.!QA CEBU 36 18 '52555 58 57 _-25 42 

.C511. . . .. 5.0. -4r,2191 

CBYC EBU . . 41_7 .9 . 30 ,--1994. . 1 -- 1001 _17 

SC113U M T 22.0 2_ .26 ... 1,789 _ _2.645....3264 93 _ 827 j2.!L1,697 _I 05 _ 708 22497 2,21B-- .,-, ----------- _ . . - 2, 801 2,050 ,031 1.9-..-----------.... E--U 0_-MC--. 1!~ , - ~~-- __ _ z._ 
I.....CEIJ2,0267,656 127 1.4j17-fj 176572,134 %4 " 368 8,260 626 487 67,6221.15,576 J2 105 -6,-, 53 2,200 610 _2_ 29 j96.1 ..... C M'RTlI 7_.1.1 9 1 lAS .62 A RI 164 111 9,123 1 1,A5i 196 157. t18A . 

........ -----.~r. _ .i -- . ..
--- --.c? . . . 
CEBU OTBT 122 122 
C~u E2A _ _ ,. 27 2
CT0T E~kTC __ __ _ __ 8 

CBT .O1 3,446 2,770 1,349 _ =2,305 1,198 1,377 1,864 142 428 14,879; 1,6 
=..T-RT 7 31 I i 3657 9 1R 6?I" - 2.(94 - 1i9R" 2. 

.... M. NlA 711 651 . 1 062 1,147 596 606 1,407 334 110 6,604 74 
. STC Z GA 2 228 I I 1 223 4 
......6 T __j 1,82 11 33 1,419 561 156 501 51 133 17,M5 1.90 
L, _InT .... . 275 - 275 27 

ILOI LA 296 258 1,608 ,565 ,96 217 1,323 214 97 14.614 1,6 
TT5T 7.d("A 3914 71 610 - 877 211 7A.4696 774745 6 . 9.R9 1 

-A C-U ----- 1,998 _ _998 I 
*?ANLA E C .... 20-- 9o--- 1 47--00 42 " O _ ._ __.. 40 _.. 4m j-2 ,73 

........... [ 665 76 9 5 9 55 4..162 __ 07 4,445 3,089 537 52,564 5,84 
i. ik+A FTC 48 38 32 60 14 15 72 _ 26 305 3 

I'-563 . 1OAILOI,375 32 8'6 436 671 922 218 176 7090 78i 

..... .. . . . . ! 7 9. . .. __ 9 , 

..., ' 7 - " -- 178 17 

IDOW----- ____ - ----.

....... L J-..... t 28 ..... K.....I ., 291
I .... CEBU lVAOM3-D 1 ..... - 355 I,-..321 ...... . . .. . . .. . . I 894 

iLOi " 2 6TOT 4 26 6 46 _ 

DOAS ILO![ 364 ] 104 _124 263 952 191 
'T0 ". crc)OR 139 1 1 7 74 O 

. - 229 - .. . . -35 

DOTE OZS 75 43 ... 118 5 
LLAJ EOF, 304 222 16 43 585 14 
DVAO CEBU --- 927 3.423 1,459 6,574: , 

FAC rn'1 7 6 40 13 77 ) 
38S4O4 511 308 -- 1,431 284Th'OA .[__ 1 _ , ,___ 11 

-----.. 3451 45--- __ CU .... __ 4.5_____._. 345 
O.._C'T __ _ -- - -- 9 1 202 60 2861 
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TABLE 2.4 
CENTRAL AND WESTERN VISAYAS LINER VESSEL CARGO TRAFFIC, 1992 

(MMEGHT TONS) 

(Continued) 

WLI DGAS 113 35 116 19 4031 101! 
.: 4 92 .169 OAY:. y.=1 2BOA _________ . . .......1 260 157. ..... 981 40l'Il....._ 1 '
 

.__ CEBU ___--_ .. 95 11. . . _L --...... r........= T hii........
__._____.. "_________ 612 .j .- -- . .. .UO ..
 
I-I- r,4 41 1 - --------... CE.__- - ____? 612 '60. " ..... _..... 331 ... . _ T .... _± U95 3~' 8 9.. ..........1}.....
- - 892 J 2 2 5 ~J47-1-------

739 077............ ............. .......... . . . .
..... - -------


uO -f -- T . - - 1 - --- --- ------- . ............ ' . .."o -.......
O - . - ----- - . . . 

_' _ __3 __ _J__ _ 

-21UA 7 - -NES --- 123 
FU 8 6I 114 e21 7 7 ..... ..... . . 

CEU ) L 42,321 35,.4 45.412 46,3821 397. . ...... - --.4,3 fl7,3174226 54,10 .. _44_43901 33
41,105 6.,141 5Q.221.. .. .! .MN~LA C}"I, 2,8) 3684 1 4257 35,944 41 'I6 4096 "2726 " "4.671""3 687" -- -1....-"
26,861 28,27 37 390 ......... I '
 . 1I R Uzi 43_ . .___52 9 -- . ............... 

CEBIT I7vAI) ____ .9 1960 427 220 1 i229 6o .. ..i'--64S.... 

CEBU E.TI__ .__'I-C . c - . . .. ............ . I.......... r.......
-

_,____ 4 605 32.5,_99 9DVA U _ 35 6,3734 46,693 6057 395.819 . 

C UT _.28_ 6 _2_7 _5 _ _4- 26U_ 4B8 2E _ _ 3_ _6_ 4 4 1 1 
N.XI1CEUrr EMLAaA __C . . ....CEBU C9 U91 .. .j,7 2961_4_ A2,75 833o 704 Q21 .............
 

3 5BUIN CBIU 14,320 4,205 7,026 14,913 .4 ___9 4,011 06. _6 "0 . 
BUN JQNA 310 21 253 219 268 1561 115 1053 .00] 475 

CFrirT BMW~ 5.627 ~2.70 .J 465 8271 7.973 732~ - ~ 459 g 1!0.- .......
CEBU _ONA 59 34--]- 93 41IOWA RUMIH 16 ?m5 -71 - . .OR 19 2.01 - - 7 

,,. NA CBU - __ - _91 '961 Z--.. 1471 
PALAWAN PP.D4CE8 __ 

CDOR DOTE . 1 141 362 25 504.1. 209 25 . . ... . . -qEP3AS MLOI / ...... , , I1j . ,li-

DOTE CDO 1 31 322 0. 33..0 . - - 5 . .- .. .
77t -------T(1 . M YAl 1 1 2 9 1 i 

D LO DOTE 129 217 147 16 -- 146...... .
15 17......................... .
 
-I--- 3- -AS
3639,11;
 

~ .8- -7 .- ..-.....- 244 - ---- . . -..... ...... 242i 
-j ---- ~.... .. .- . - . . - 4.71 , ~- -. .....................-- ".--_ -- - .(1 .
 

OZ M DOTE I267 670 1 63 648 464 489 557 2 2141 . 3i912?8 4781
('EBI NMA 10 -- 146 
P1~_ _ .:_ 3 _ _ _ - - _ _ _. - .- - - - . . . ........ ...... ........ .. . .............. .............. 

u ,m mo 1,07473 _,_ 55 1250 2 _ _ _ ......... 248 74 3
LO.01___ 853 6941 1,13 14 7..:57 4 ... .... 

.. .U.............. - ...
-- . ....... 


X DOAS 616 518 1,39 1,1209 990 1,142 618j. 42 89 . 64J 63j 
ILO 1beL A 872 818 1,7 1,168 7/14 ***9 1,007 651 '40 . ~.... I.. .. .. 6'....... 

)ALII ."EOA 2,43 0 677 I,.90 2,2992 1,528 1,20. 1,0 530 276 23 .... . 
41. 9 --'..... 


1lfT U.1 ae1,1 13 6 5 55161 5-
ML01 DG4A Z ,O53 11'OI 53 , 12 , I 1.4330 -- .o - 455 561 139 , 90 . 13 ,- C98;----.- _o.-_-.-.-.' 

ATi"E MN A _ _586 . .. . . .5066 f,
 

LOXI 87ZOA 818 1561242 2000 6,9 631 J - 46 
7
 

E ZBU 677__ 16 2 79 I 1j':TA
 
bftXLA. DOTE - 2.2666 . ... ... 7. .1......... 


N A 113 .-.-

4,687 . 1,901 __ ......... .3,67...
MNTA ItO! ______ 17..209,J2I6 1021 2927 1558 1. 31 1;4. 

1W143 MOfT~ ___944 Z,42 4734.60 2 121 39 2.00 

?ALA 566 1
M01 o - _ ------ 7754 -~L 


MNADOTE BCLD 10-- 5040 ___ 2_ 3,3263i4 127 Z5'06 23 2 A!33 ._ ±.5. __J.75 [[ 33.....,l255......
I(I

________-_V N __ _ _ .TI ............. "---", ,J _ .4 .-. '. ---


U -cO ,1.3 . _ ...- ..........
 
t (TE _8765 3NLA 607 12 13 -___ R271i
 

RC 1 5,4 ?94 .77 767 146 157 1 M ,71 2A 9I39 9%49 AMA 
MNLA DOT 424 0 6 1377 1 7 j,73 6 454 .. .4..22 .__2093 
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TABLE 2.4
 
CENTRAL AND WESTERN VISAYAS LINER VESSEL, CARGO TRAFFIC, 1992
 

FREIGHT TONS)
 

(Continued)
 

Wvi 7 .j:N~ ~ 16 44!tH!W 

-- 1 1 90 77 19 4 
.1LA)1_1,1'J.295 714 251 'll_ 1,260 420 

t33552--97 3796 

.......... .. -.... .. - - L . . -N.. 7.-T2 o 10I442 U 37-9144 

::72 i _I-----
M.-.N-LA.---.__ 

-------
± 5-_.33 

.
15_.-_',9665 

.
4._.z3697" 92067 437 2,__t_ 

0 
4290 2___2_ !743 

0...,
3956 

0 
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.......... i.y_u&t_I. _ _0j__ ___1__ _____0 ,295 ,714 251 _ 1 I ' 1260 • 420 

... ... .....i-DAOL 
r... ...... b----..T96-CELU 

----------- ..---- " __r____..].... .. . . . . . . 
2_ 312_20!.77___ 

.. ,f.. . . . ... . . . 
22,202 

. 
2 
l 

1,977 _,74 _ 
__ 

_ 
__ ,04 

__ 
:fl 0 352402 

___ 
,71 

DTCE MUA j379379 379 

_ ,.,I.-,59i 5114 Ul.1.50 ,65]__2067 3,06 3274 1,83 141151857 23394 1,131 
CEBU5 3 6,6513 4658 

---. . .-,---------4-- 4 . 7 409 44307 2,__925 81 1.7 

. 3.. 4_ 3_o 473. 67 _ __ 295430.9_5 1_2 2,07 ,023 44,169 4,015 

,t - AU .- ',_ _,4 ___ 

11:1PULP . .49 49 49 

. ..... . - ... ... .. , . . .224 2245 5I444: 55 4.M6- 4106 5L7 ... 2,348 4,__,- ..--. A . 31 11L 431812.395 9, 

cmu l ZZbZA__ 72t4 

S........ ... 6.36...[.202.1223.. 595 32_16 4,595J...1,570 .776 
.. .... Th=-'-"-2tj ___ 4386 4 6395,I
Ill NI, ___ - -1,066 106 

PL DOTS 1 293 293 

:::::B:::332:3I527 859 4.........- ~ '.. O..A I 4.914_..0_. _.43_... 4.. ..... ____...,_ . , 4. ,01 1,636 77-12737,o 724

JANLA CEBU I | 2 7 , 267 . .. 74 2,81... - --, - .: , _---_,i! -,--1&L . * G'~.4 072 22.2 5 3_6 1372 
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CENTRAL AND WESTERN VISAYAS LINER VESSEL CARGO TRAFFIC, 1992
 

(MREIGHT TONS)
 
(Continued) 

JONA MASN I 2 6 ZO 	 1 9 81 I1 4921 6J 
;. .. . :. ...... .... I 	 ..,.. . . . .. ..............I ... 	 4+ ........ 

________ ~L.2.~E.UJ5... 241 37(l '. 646... .. 3611. . . .. . . Yj 3~~b2 3 5'o ,- 4e1~ 
MAAZ1TYONA 	 --- -I71{ 
EfCEBU 	 "' z~ 	 7

".........
__Jc( Urr 2 - ,6 	 . . . . I .....................---9nlT"° 	 ,e -3_ T- . . ... ....;_-6f'7.......
.4..........
. - -....') - ... .-..........
 
CEBU MASIT____ ___ 306 306 3 
=I.0 CEBU 6,033 5.16- 6,8 5,36 4,576 5,639 57..2f1 _l _ j3 . 1, 75 59 6.9 . 

J(1WA RlrM 17 1 
JGNA ODOR 19-..-..--".--. . ..-. 

M.AM4 OEIIU ____ ________96 96 9 
ASIA 3APAN _______ ___ 

MODR CEBU 7,966 6,617 6,297 5,311 4825 2 6 4845 290 ,I101 9,278 9,163 4980- 76_2.7-: 32,810 ~~~~~~~22532,2 ,7 2,182,? 4.073 	 .... .....'oCEU CDOR 3,003 ~ ?,368 58 ,53 3.183 4,713 _.3- ... '4,4± .... 

ARTA1CO1F~A CEBU.80E l 3........................ MO 3.0 . ...... 

CEBU OESA 117 858 937 710 2,622 63 
CEBU 11.01 -___ 575 261 -12 ------21 26 
CEBU ZBOA .___80 651 792 359 I92 49 
GESA COU 172 3,40 3,44 1069_ _..... 65 . . 1 
GESA M 01 	 4 133 72 181 .0 
T 101 (7FRIT 	 - ___ 56 71 14. 1734 1671___ 40 
M01 E.A 16 216 134 161 527 13 
U101 Z.OA .o. 96 iI25.. . .. .. ..... 
ZBoCA cEU 303 .741 1,134 426 . 2,,041 . . 
ZBOA MIO_ 	 519 207 41 767 25 

M.11 U 	 2MO83 .. 8.1 2, 

CDOR TOM 	 .. . . ..-..- - -- 391 ..1. 
OEtlSGO _U_ 	 ____ 10 109.CEUEBA 	 50 101 I 

TOBL ODOR 	 33... -

TOBL CEBU .. . 8. 3 
ASIA TAIWAN 

CEBU TOL 3,861 4.651 5,580 5,316 4.423 5,380 3560 6,13. 4,059 60.3,933 64321 
"1IT, CTIR1 174 1609 72,04 916 1.776 1967 254l 7.90R 17W 279 27715 1726 2' M6 717V 

CDOR CIMUJ 5,520 1,218 4,212 2,79 3,3 ,I7 ___.071 4,92' . 9 _ A ~..J2, 0 ..± .... 
CEBU cDOR 497 1,86 ,478 2,544 ,426 2,498494 . _.4 39a, 31 31.,52 

W ILLIAM LD'1. ISN,C. _.7 _ _ _ _ 1 

-CEBU CITY __ __ ___ 

IRATIS TORYi. OR____ 107 271 

BTAN TOML 1541 ___ _ 1,4 15' 
ILA TGBL 4,325 4.743 550 2,729 5,940 7,030 4,750 6,211 . ,l5.95± . I -.4,745 _5A 5-.. 

TOEL BATN 8 . . . . .1.. 
TOBL BTAN 196 " __124 . ,.2o . 7I. 
TOL L LA 4,860 3,B47 1,173 4,278 5,005 4,950 2,743 3,734 2,751 4,769 4,Z16 3,821 46.145 ._ 

'009,A 	VIROTA _'IA 

CDOR DCZM o , 1,5 % l _ . 46 .25 1 6 )1,24 ....... ...2 4,6 	 i3,, 1,8.6 1 5 
DGTE CDOR 96 109 124 109 73 126 267 258 42 15 11.44 . 1,j08 89 
DOT MCA 8,231 3,.050 2,00 3.084 3.167 4.018 3,502 4.891 4,031 3,536 3,397 . 5,9302 4.!0 

2,3o-7 	 33,461MNA M 2,00 Z84 3,525 4,55 2,2353,350 1,824 4,460 2,357 1j76 I39 	 2-.... 
ILIAOi 'Y 	 ___ __T__1__ 

CFII tI17I71 426 I7 -7 
CEBU W Z to Z071 2.877 ,175 4,274 Z47 3,029. ,466 ,09 1792 498 3439J 
CEBU 072.4 5 2I3 ,091 I3 5,6 ,73 6,9j± 7,1 -- 4.0 _6676 6'" _21911 1. 631S6 
HIG CEBU 4.185 3.724 Z.868 3.348 3,144 2,527 2,438 3,368 3,607 4,908 _ 4 _3, .... 20 
OEMS CEBU 5,969 4.304 6,044 4,987 8,201 7,64.4 8,056 6,604 6,742 7,422 7 __4 . 7,3_9 l 

L]SA OCCDEAL _.__-*	 -
203 "
 

1,467 1,868 1,826 793 1,497 . 363 319 1. 7382015 3 ,20 22,40-9.. 
CE U LG 	 . ... ..... _ . .:2 . _ ............
... 	 ...
,:,.,o .	 .... 2,0--

camu OZ9,4 L__ 2 ; 
DPLO CEBU 397 322 358 588 8 1762 35_1 98.. 
buo CEBU 4,647 3,046 4,108 2,069 - ,896 2,675 4,677 4.225 47221 4579 3.391 43 7 

t.1 MWIA 40.61. Ai,796 U015 166.6. 4R736 37,01 10,460 46117. 511192 47,911 11.710 14701 4R61096 40 

MHLA CEU 14-2~ 6259 42554 664 55,943 75,644 49,739 8540 ,044 ,092 669 _17A28 72,71 356 
TACLOBANCTcU JUG ___ 	 ______ 537___ 356 8z 

CEBU MNLA _ 339 1-__ 
__ 

_....... . . .... T. 

41
 



TABLE 2.4
 
CENTRAL AND WESTERN VISAYAS LINER VESSEL CARGO TRAFFIC, 1992
 

(MFREIGHT TONS)
 

(Continued)
 

.......... ,'.... .t................'.......]-,L.... ?_ -...... ............... . --_-I- -,PI2
........... 

CEBU_ .u ...J _2,) ..2,Z7,3 3 16 _ -- 1 441 9 14,048: 21 

. -. 2'"_ 
WMrl~A ~ . 

. 2.--
55 

... 
1 -,82-1 1 

..... 
6938 

M .
71 _ 1,964 

SCEPU 407 351 4,47 339 156 2,538 4,38 24.049 3 

........... ..__ f...... L2 ..... ..... 

PDAN h4ltA. 651* PDA1N OZM& 

7 1. 198 

70 

282 

9j310 
68130 

o-:j 

U B..............-- 92 25 932 1,049 3 

...... '' .. - _ Iu 11A.R7 
BU74 OI 05105 

-_ _ _-- _ _-_ _ __ ... _1.92 _ 
1 

UN TOBL .4203. 1,61 2,4 
C tI D'N___ 13 ___ ____13 

TOBL ILOI 198 11 796 412 
LL.frA ~ 1.022. 56 11706 - - S3In __ _ -,573 3_____ ___ 

.a1MNAJ48zj 365 11,0Z4 39 14,318 8,250 4LI1 7,08 6,279 01~ 79.125 7~ 
MNLA CEBU J, 60 2,003 31632924 

,,3 .4j6 __IL 2 7038 , 8 __ __ __ 

... M . TOBL 1.094 3 3127 

O l " 4.32 0 _____,_._7 ____,_?2,33,__ __, , 4!,4.........Zg.A._ _,:. _ _ . 345,402 
A .. 772 	 6.682 4.293 1489 

TGEBUM_ ___ 2,448 2'"s 214
TORT,1 CEmil ___ 7 911 44A 3,161 1'e 

TOB. LO 	 . 714 7j714
T LkOL p3 37 	 . 22 6 1,719 1,37 1__5 1 ) 10,474 _j, -

NA IP1h-_ 	 . _ __ _ 2,073 ,515. 2,335 7,923 2. 

BCLD IIO 104 	 104 1 
._ .- _.- - ----. . ..--- , 	 ._ _
 --------------...-_ L.___ --LO,67 --7-90 3Ti--,§-_-__-[.711 . 245 	 . 102 0. 753 	 11 3,16 4,79.. ._.- __ !.A?._ 7900,_ __ __ A6a9 10 7,14 12.,_ 2 i 9_4t....... _.. _ ~ _ _ . 6,4 730 9 5 067 J._ 0 3449 

R I D 125 214 j 12 2 ,75 98 49 .. 2,757 4 
zsI 2,P..,A 183 1744 497 7.205-. 247_1 ___1 1,280 964 7,18? 6,586 428 43,658 3 

JLI2 5 1,A 41t 71A MA~_I~9AA 6.A 1 IS~6W li32 R 1882 177.941 1. 
14NlLA 110 1 220 9,4631 034 623 1,9861 d__48 159?.) 8t 8, 

4 5W -LCON 	 --- -_-_-VI 


Z:_- j.-.1u1,968 	 137 3,935 16,461 34,389 	 6,032.. 
CEBU MXTLA 633 	 633 6 
.---DOTE 2,f1LA _601 , ,, 601 6 
TInT (-IT 1.702 . -461 150 15709 7,2.59 1"481 26 

.- ",_ '_ 	 323 4_ 3.. *10 4,13 31,921 6 
.. .ACEBU __1762 1,762


.NIA.. ... DOTE 	 1.004 2050 3,054 . 5 
._ _ 9,733. 3,5'8 5,987 2,741 26,981 53 

WTILA TOML 1689 	 1,689 1, 

...... .... ._____.v __._ ______.__ ___ _.... 	 ____ 

DOTE CDOR 	 19 420 90 29 311 99 52 l_016 1:
7
DOTE MNLA 2775 1587 75 2,839 3532 4,184 2623 4,174 82 552 2,61 29.240 .6 

...... .-8907 771 5 1241 "3 66 2.301, 9.113 68378 62;VI-CON - X 	 ___ ___ 

TlfT VAO 	 49 170 17.1V M1R 497 
1.01 	 2OA 2 183 1,4.. 896 1,094 2=I2? 740 1,358 1,128 2,916 2,218 731 16,47 l 

0 221 ...... 3L 4046 151 105 ,1,17 25,692344 1,395 4,2,4' 614
wLCO--
.. -a . i I 
 .
 

LI DVAO 	 394 -1383 __ __ 1__ __ 576 2, .... . 1,1 -0- .70. -107 2S4 1.571 ._ R 149 __ 4 101 
-. ........._ _ 42 .. . ..2 	 -. .. 

DGAS n _ 	 17 1 

42
 



year. That circumstance ended NENACO services 
to the
 
island of Romblon.
 

The 12 passenger/cargo vessels of 
Sulpicio Lines that
 
were franchised to perform services to 
ports of the
 
Central and Western 
 Visayas all performed their

franchised services for some portions of the year, with

three, of the vessels serving most or all of their

franchised links for 10-12 months of the year. 
 Another

three vessels served most of their franchised links for

8 or 9 months of the year. Of the 11 containerships

franchised to perform cargo services to ports of the

Central and Western Visayas, three served most 
of their

franchised links for 10 or 
more months of the year, and
 
a fourth containership operated the Manila-Pulupandan

route regularly for the first 
10 months of the year, but

did not also serve Iloilo, as it was franchised to do.
 

Of the eight Trans-Asia Shipping passenger/cargo vessels

franchised 
to serve routes of the Central and Western

Visayas, five regularly performed services on some of the
 
links for which they were franchised. Two of these

vessels operated only between Cebu and Cagayan de Oro for

the entire year. 
 Most of the company's franchised

services to Maasin, Jagna, and Butuan were not operated,

although one vessel served these three ports throughout

the year, and the port of Surigao was served in the month

of December (only). The connection between the Visayan

ports of Cebu and Iloilo, on the one hand, and 
the

Mindanao ports of Zamboanga and General Santos, on the
other, was provided by one of the company's vessels only

during the 
four-month period of July-October, and the

Tagbilaran-Cagayan de Oro link was 
served by one of the

company's vessels only during the month of December.
 

Of the eight passenger/cargo vessels 
of William Lines
that were franchised to 
serve routes of the Central and

Western Visayas, six vessels actually performed services
 
on their franchised routes, in 1992, with four of the

vessels operating throughout the year, one vessel

interrupting services 
for only a single month, and the
sixth vessel serving some of its franchised links for

eight months out of the year. Routes served by 
these
vessels, throughout 1992, included 
the Cebu, Dumaguete

and Tagbilaran connections to Manila, the Cebu links 
to

the Mindanao ports of Iligan 
and Ozamis, and the

connection between Dumaguete and Cagayan de Oro. 
William
 
Lines also has eight containerships that were franchised
 
to serve ports 
of the Central and Western Visayas, in
1992, and, of these, five were performing their
 
franchised services over periods of 8 to 12 months of the
 
year. Most of the cargo accommodated by these
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containerships was on the 
routes between Manila and the
 
five Visayan ports of Cebu, Tagbilaran, Dumaguete,

Bacolod and Iloilo, but two vessels 
also served the
 
Iloilo-Zamboanga route, and accommodated significant

volumes of traffic on this route.
 

From the foregoing, estimates of capacity available on a liner
 
shipping route often cannot be 
made on the basis of franchises

issued by MARINA, since there are many vessels which are not

operating all of their franchised services. In fact, this is a
 
common case for vessels employed for liner shipping services (and

less so for ferry vessels), and the gaps between franchised, or

theoretical, capacities 
on liner routes and the actual capacities

of the respective routes can sometimes be quite large. 
Comparisons

of cargo capacities available, by route and type of cargo

(breakbulk, bulk, containerized, and vehicular cargoes), and the

respective cargo capacity requirements are especially hard to make,
 
on tne basis of information available at MARINA, because 
the

physical characteristics and capacities 
of many vessels are not
 
known, the general cargo and containerships do not adhere to

regular service schedules, and deviations from routes are 
common.
 

Comparisons of actual passenger 
 capacity available and
capacity requirements on a route can be made for those routes where
 
vessel rated passenger capacities, service schedules, and 1992

traffic levels are known. 
 Such comparisons are made below for
 
several Central and Western Visayas routes.
 

Manila-Cebu Route. 
Passenger capacity utilization must have

approached 100 percent on the Manila-Cebu route, during the April-
June period of 1992; two vessels, the MV Filipina Princess and Lhe
 
MV Sugbu, were dedicated to this service throughout 1992, and

between them accommodated most of the passenger traffic on the
 
route. The two vessels have a combined capacity for 5,566

passengers, and their combined two-direction passenger traffic
 
volumes reached 79,000 passengers in the month of April, climbed to
 
90,000 passengers in May, and continued high, at 68,000 passengers,

in June, before retreating to much lower levels during the

remainder of the year. Under the presumption that both of these
 
vessels maintained a schedule of two round-trips per week, over the
 
April-June period, their 
combined passenger capacity utilization
 
was approximately 82 percent in Api-il, 94 percent 
in May, and 70
 
percent in June.
 

The Superferry II joined the route in January 1993, adding a

capacity for 2,532 passengers to che r,ute, and bringing the
 
combined capacity of the trio of vessels tc 8,098 passengers. Were

all three of the vessels to be dedicated to the Manila-Cebu route,

their annual capacity for the accommodation of passengers would be

1.6 million, or 800,000 per direction. By contrast, the 1992 two
direction traffic level was 
slightly less than 700,000 passengers,

of whom approximately 380,000 were traveling southward from Manila
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to Cebu.
 

In a 1993 LSRS interview with Sulpicio Lines, 
the company
indicated that 
a new vessel acquisition, christened the MV Princess
of the Orient, was about 
to be installed in the Manila-Cebu route,
permitting the MV Filipina Princess to be shifted to another route.
The changeover would add passenger capacity to the 
Manila-Cebu
route, since the new acquisition has a capacity for 3,500
passengers, which 
is 540 more than can be accommodated by the
Filipina Princess. 
 William Lines, likewise, informed the LSRS of
the company's plans to replace the MV Sugbu on the Manila-Cebu
route with a new acquisition, 
the MV Willines Mabuhay, a vessel
which offers such amenities as a swimming pool, a physical fitness
gym, and a beauty parlour. 
These plans for meeting the challenge
of the Aboitiz Superferry 
II not only appear to ensure the
sufficiency of passenger capacity on 
the route (and good service
standards) in the short run, but 
the apparent competitiveness of
the three operators also bodes well for the long term.
 

Manila-Iloilo Route. The passenger traffic on this route, in
1992, was slightly higher than the traffic level of the Manila-Cebu
route, but, unlike 
the latter route, the traffic flows between
Manila and Iloilo were very evenly balanced in two directions, so
that there was a lower traffic total 
in the "heavy" direction than
the total passengers traveling from Manila to 
Cebu. The five
vessels which performed services on the Manila-Iloilo route for 11
or 12 months, in 1992, have a combined rated passenger capacity for
more than 7,900 passengers, and three Sulpicio vessels that served
the route for 8 or 9 months each, in 1992, provided an incremental
capacity for 5,700 passengers. Several 
of these vessels could
provide only once-a-week service, however, their
since routes
extend beyond Iloilo, i.e., Iloilo is 
an intermediate port-of-call
on routes 
between Manila and ports of Mindanao. If all eight of
the vessels were providing once-a-week service in each direction at
Iloilo, then the annual passenger accommodation capacity would be
680,000 passengers in each direction, or approximately 90 percent
above 1992 traffic levels, i.e., capacity utilization was about 53
percent, before allowance is made for the periods that 
the three
Sulpicio vessels were absent 
from the route.
 

Manila-Dumaguete Route. 
 During the LSRS surveys, William
Lines indicated 
that it was having to increase the Dumaguete
passenger allocation on the 
MV Dona Virginia, which accommodates
passengers traveling between Manila and Cagayan de Oro, as well 
as
Manila-Dumaguete passengers. 
 If the port of Dumaguete were
improved to permit the MV Dona Virginia to be fully utilized on the
Manila-Dumaguete 
route, the company thinks 
 it would reassign
another of its vessels to serve Cagayan de Oro, and dedicate the MV
Dona Virginia to serving the Dumaguete-Manila route. The Dona
Virginia has a capacity for 2,000 passengers, and dedicated service
would permit it to perform two round-trips weekly, giving an annual
capacity of 200,000 passengers per direction on the route. In
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1992, the vessel actually accommodated an average of 55,500
passengers per direction between Manila and Dumaguete, representing

86 percent of total passenger traffic on link. of
this Vessels
Sulpicio Lines accommodated the remaining 14 percent of the
 passenger traffic between Dumaguete and Manila.
 

Manila-Tagbilaran Route. 
 On this route, the MV Cebu City, a
vessel of William Lines, accommodated 100 percent of the passenger
traffic in 1992. 
 The vessel 
has a capacity for 800 passengers, so
that the annual capacity of the 1993 once-a-week service is 40,000
passengers per direction. Actual 1992 traffic between Manila and
Tagbilaran averaged just under 
20,000 passengers per direction.
The route 
is supposed to include a Tagbilaran-Dumaguit leg, so
that, when that leg is operated, there 
could be some Dumaguit-
Manila passengers, as well as Tagbilaran-Manila passengers, to be
accommodated between Tagbilaran and Manila. 
In practice, however,
it appears that the full capacity of the vessel is normally
available for passengers traveling between Manila and Tagbilaran,
which would mean 
that capacity is adequate on the route.
 

rrequency of 
 service is another question, however, and
shippers in Bohol are agitating for an 
end to the monopoly of
William Lines on the 
route, in part to obtain services on a second

day of the week at the port. Sulpicio Lines informed the LSRS,
during an interview, 
that it was the company's intention 
to
initiate services on the route. As shown in Table 2.1, the MV
Dipolog Princess of Sulpicio Lines had been franchised, by 1 April,
1994, to 
perform liner services between Manila and Tagbilaran, as
 
a leg on a longer route.
 

Cebu-Iloilo Route. 
 In 1992, with the exception only of the
month of December, the Cebu-Iloilo route was served by only one
passenger/cargo vessel, viz., 
the Trans-Asia Shipping vessel, 
the
MV Asia-Indonesia. 
This vessel has a capacity for 493 passengers,
so that the annual passenger traffic capacity of 
the vessel's
twice-a-week service 
is 50,000 
passengers per direction. In
comparison, 
 the vessel was required to accommodate 17,000
passengers per direction in 1992. 
Passengers and shippers in Panay
have the option, however, of traveling/shipping between Panay and
Cebu via the island of Negros, i.e., 
 by ferry, road transport,
another ferry, and then road transport again, when moving 
in the
Iloilo to Cebu direction. 
 Thus, it is likely that, if additional
 
sea transport service were provided on the Cebu-Iloilo route, there
would be modal conversion to sea transport of some of the passenger
and cargo traffic which, until October 1993 at 
least, has had only
the ferry-road transport option available to then 
on five days each
week. 
Thus, when service frequency and convenience are taken into
consideration, it cannot necessarily be concluded that the services
of the Asia-Indonesia are entirely adequate 
to meet demand, even
though the vessel's capacity 
is three times the volume of
 passengers it actually accommodated in 1992.
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Cebu-Dumaguete Route. Five passenger/cargo vessels were
 
scheduled to perform services on the Cebu-Dumaguete link, in
 
September-October 1993, and four of these vessels, all operated by

George and Peter Lines, actually performed services on the route
 
throughout 1992. The addition of a Cokaliong Shipping Lines
 
vessel, in 1993, has made services competitive on the Cebu-

Dumaguete link (as well as on the route leg between Dumaguete and
 
Dipolog), which they have not been in the past. In an LSRS
 
interview, however, a representative of George and Peter Lines
 
indicated that competition existed before the advent of Cokaliong
 
services, since the road transport/ferry travel and cargo-shipping

option between Cebu and Dumaguete is highly competitive. One
 
trucking company, in fact, has initiated RORO services between
 
southern Cebu and Negros Oriental.
 

The combined capacity of the five passenger/cargo vessels
 
plying between Cebu and Dumaguete, and continuing onward to
 
Dipolog/Dapitan, is 1940 passengers. Most of these vessels 
are
 
operating thrice-a-week schedules on the route, but the largest of
 
the five vessels provides just once-a-week service. This gives a
 
weekly capacity for the accommodation of 4,690 passengers in each
 
direction, and an approximate annual capacity of 235,000 passengers
 
in each direction. The capacity must be utilized by passengers

traveling between Dipolog/Dapitan and Cebu, as well as by Cebu-

Dumaguete travelers. In 1992, the annual combined Cebu-Dumaguete
 
and Cebu-Dipolog traffic averaged nearly 112,000 passengers per

direction, which would represent, for the capacity on the route in
 
1993, an average passenger capacity utilization rate of
 
approximately 48 percent. In the case of this route, not only is
 
the October 1993 passenger capacity adequate to accommodate all
 
demand, but services were being provided on most days of the week,
 
so that capacity was also adequate in terms of service frequency
 
and convenience.
 

Cebu-Cagayan de Oro Route. The four vessels which
 
accommodated passenger traffic on the Cebu-Cagayan de Oro route, in
 
1992, have a combined capacity for 3,153 passengers. One of these
 
vessels (the Gothong Lines vessel, MV Our Lady of Guadelupe), has
 
been replaced on the route by a much larger vessel, the MV Our Lady

of the Rule; neither MARINA nor the PPA have the rated passenger
 
capacity of this vessel, but it is four times the size (in terms of
 
GRT) of the vessel it is replacing, so it is likely that the
 
passenger capacity of the vessel is also considerably higher. In
 
September 1993, the Superferry II and Trans-Asia's MV Asia-

Singapore were also serving the route, which added an increment of
 
capacity for more than 2,700 passengers to the route.
 

If vessels are dedicated to the Cebu-Cagayan de Oro route,

they can operate four round-trips per week, and this is, in fact,
 
the service schedule of the MV Asia-Japan. Sulpicio's Cagayan
 
Princess serves the route twice a week. Under a presumption that,
 
at a minimum, the six vessels provide twice-a-week service, and
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using 2,000 passengers as the capacity for the Our Lady of the
 
Rule, the weekly passenger accommodation capacity of the route, in
 
September 1993, was approximately 13,500 passengers per direction.
 
Annual capacity, on that basis, would be approximately 675,000
 
passengers per direction. By comparison, 1992 traffic was
 
approximately 192,000 passengers per direction. This level of
 
traffic would represent a capacity utilization rate of just 28
 
percent, when applied to estimated September 1993 available
 
capacity, but probably represented a 60 percent capacity

utilization when the traffic was actually accommodated by only four
 
vessels, in 1992.
 

Cebu-Butuan/Nasipit Route. The three passenger/cargo vessels
 
serving the link between Cebu and the Mindanao ports of Butuan and
 
Nasipit have a combined capacity for 4,700 passengers. In
 
September-October 1993, the vessels were scheduled to perform a
 
combined seven round-trips per week, and applying that frequency to
 
the average capacity per vessel, gives a weekly capacity of around
 
11,000 passengers per direction. On that basis, the annual
 
capacity of the route was approximately 548,000 passengers per

direction. The three vessels actually accommodated only 105,000
 
passengers per direction in 1992.
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3. CARGO SERVICES EVALUATTON
 

Introduction
 

This chapter focuses 
on cargo services provided at the ports

of Cebu, Bohol, Panay and Negros islands. The discussion
 
identifies the extent, level and condition of cargo services being

provided by the interisland shipping industry in the Central and
 
Western Visayas, and assesses the adequacy of these services.
 

The discussion of cargo services is divided into four parts:

ports and cargo traffic; adequacy of appropriate cargo service
 
capacity and linkages; cargo service standards; and cargo service
 
charges.
 

The discussion of ports and cargo traffic deals with the level
 
of cargo tonnage being handled by the respective ports. Cargo

statistics for inbound and outbound 
cargo are presented, with
 
indications of cargo type and the monthly variation of cargo flows.
 
The third section of this chapter discusses the adequacy of cargo

services from the standpoint of available capacity to accommodate
 
all cargo transport demand, considering the appropriateness of the
 
capacity and the desired service connections. The section on
 
service standards considers these from the standpoint of
 
accommodation of a few major commodities. 
The last section of this
 
chapter identifies the 
actual rates being charged by shipping

operators, and compares these to the authorized tariff levels of
 
MARINA.
 

Annex A pr.esents the results of the cargo surveys conducted
 
with shippers and shipping operators. The information presented in
 
the annex forms the basis for the evaluation presented in this
 
chapter.
 

Ports & Cargo Traffic
 

The 1992 cargo traffic at a number of the ports of the Central
 
and Western Visayas is discussed by major island in the following

paragraphs. Data on 1993 traffic were unavailable at the time that
 
the LSRS draft report was submitted, but have been added to this
 
finalized version of the report.
 

Cebu
 

Table 3.1 indicates the 1992 cargo traffic at six ports of
 
Cebu Province, including Cebu Port, the ports of Tulay and Danao,

to the north of Cebu City, the Cebu Island west coast ferry port of
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TABLE 3.1 

CEBU PROVINCE PORT
 
CARGO TRAFFIC , 1992 *
 

(In Metric Tons) 

CEBU PORT 
DOMESTIC 309,7351 375,44 352,927 352105J 356,34 347,942 328,899 315,49 3 65 3 8 324,5 413,020 4,160,425 34 

Inbound 185.295 225,674 188419 206.731 197.868 1%.389 194.743 194,305 Z18.560 196.864 195.812 2 426 2,455,786 204, 
i3rcakbulk 117,262 137,514 109.913 109.493 104.791 112,196 104.7M2 113,6b 132.16 112.676 UZ 1.9,619 1,404.193 117, 
Bulk _ _ _ __2,449 150 397 29m9 

9,061 90.6 6 , 17 1,730 85,63 113,3Q1 1 49 ,5 97 2,
I Containesized __ _ _ 68,033 8 ,160 78,20 97.238 , 9W, 7 84103 

Outbound 124,440 149,730 164,008 145,374 158466 151,553 134,156 121,154 139,305 129,819 128,240 157,594 1,704,639 142.
 

Srtakbulk 	 66,121 79,062 90,174 734141 60,050 81,792 70,382 65,730 74,7M3 67,911 65,221 70,322 890,709 74 
Co.ninr.ized 55,319 70,646 74,634 72,23 78,416 69,761 63,774 55,424 64,522 61,908 63,019 1,2n 513,930 67, 

FORJiCN 21,4R2 24,782 .',992 47,400 M6,475 9%J3 ,664 .3,677 .,.593. 27,997 40,42R 17,107 47,942 40, 
I- - - - - - 16,236 17235 47,66 39,310 28A77 84,187 17,099 27,O 56,22 20,306 34,808 11,904 401240 33 

BreituU.2,092 5,768 41,356 9,209 21,856. 13,040 9,509 10,763 19,344 10,750 17,389 4,043 168,924 14, 
Bulk 7,683 22,681 61,200 1,302 6,894 30,000 10,400 140.30 11, 
Cuutlu izcd 6,461 8,467 6,310 7,420 6,821 9,947 6,088 9,933 6,878 9,356 7,019 7056 91,956 7, 

_p2ort 5,24 7.547 6,326 8,090 7.79S 11.408 6,J5 8,087 6,371 7,.91 5.620 5,93 86,602 7. 
Dreakbulk _2 7 11 65 12 58 12 7 19 56 23 1a 302 
Contaized S24 7,540 6,315 8S25 7,786 11,3Mo 65 s0 6.=32 7M ,951 SM 86,300 7, 

TRANSIT CARGO 4,E95, 6,762 6,126 6,2 6,254 8,96 11,585 5,765 11,7 9,485 8,7. 11,594 97,586 8, 
Totni (Breakbflk, Bulk, & 

Coat.unte d 331,217 400,166 406,919 399,505 392,6M) 443.537 352,3 351,136 420,435 334,560 364,480 430,677 446,267 367 
.	 Drakbuk 185,457 225,371 241,454 191,905 20,709 207,056 164,a5. 190,159 226,2 191,393 192,655 220,513 2^464.128 205 

Bul 7,683 22,681 61,200 1,.M02 6,894 30,000 2,449 10,550 37 143 356 11, 
Containned - 138,047 174,815 165,465 184,916 186,100 175,251 166,376 15 ,053 164,126 160,738 161,272 209,624 2,040,783 1701 

TOLEDO FORT 	 ~*~ i~~*~ 
DonLele Carp (breakbulk) 3,048 4,301 2,962 2,479 3,816 5"466 6,646 4,06 2,706 2,49 11.130 12,970 63279 5, 

Inbound ..... 98 980 1,560 1,033 1,055 54... _ 1,311 1,447 1,251 1,305 5,674 6,961 24,136 2,1 
Outbound 2,060 2,90 1,92 1,032 2,256 4,215 5,613 3.1 1,61 95 5,456 6X2 39,143 3, 

STA. FE 
D 	 . c . _,) 7221 664 957 9M4 9761 50051 1 1,3 1J4 10s51 ' 1 4-475 4M4 'Z1,04 '1 

Inbound 595 470 713 513 748 2,7 9261 41 64I 78 3442 3, 9 1567 
Outbound 127 194 244 391 228 2.220 367 327 445 473 1.033 784 

TULAY (MANDAU.) 
Domneric Cargo (brakbulk) 7,161 4,730 3,5 7,358 3,455 5,702 2,403: ,97 6,3. 2,991 3,199 3,628 5345 44 

.I.bounld .6261 3,14i 2,281 8,221 2,732 5.085 2,012 2,509 5,77 2,431 2,335 2395 43,469 3,
Outbound 	 920 1,576 1,237 ,1"67 703 617 391 35 608 5151 541 1,033 10016 

B.UN T.AYAN PORT 

_____st__.aro -bulk) 677 1,04 87 9661 1,0831 1074 8191 1,218 1,175 872 1,156 1,349 12,330 1, 
Inbound _ 267 608 589 490 573 722 351 760 744 555 571 734 694 
.. tbound .. . 410 446 298 476 510 352 468 458 431 317 1585 615 5.36 4 

*~~~.. SCkbfUbt 	 . . .......
j.. 1
 
DNAO PORT 

Dmcstlc Cargo (brtakbulc) 1,335 3,508 6,855I 7,218 4,674 11,000 7,963 11,l25 12,423 5,553 6,149 6,525 55,541 7,1 

.. bound ..	 55 75 3,962 254 555 4,245 472 3,927 8,093 863 976 1,066 24,351 20 

Outbound 11283 3,433 2,923 6,964 4,116 6,835 7491 7,.8 4,325 49M 5,173 5,759 .1. 5,1 
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TABLE 3.1 

CEBU PROVINCE PORT 
CARGO TRAFFIC, 1992 * 

(In Metric Tons) 

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

AND-TOTAL CEBU 

dESTIC 32,0 359,661 365,156 371,060 370,318 37..6 348,023 337.573 381A64 340.513 350,161 4412,326 4,39,4011 366,533 
romd 193.461 231.292 196.644 215,656 204,039 210,477 199.S37 20.647 234.875 202,114 208.833 269,988 2,570,5631 214.214 
tllmkbuLk 12545(.132 15,43 115,415 110.9U2 176.284 109,376 123,0'J1 149.501 117Y.126WZ.U44 15V.3U 1.51U,97I 126.551 
Bulk 2.449 10 397 2,996 250 
Coutiealized 68,33 88,160 78,206 97238 93077 54.193 89.961 80.616 86.374 81.739 55,639 115,361 1.048,S97 87,383 

tboimn 129.240 158,369 171,512 155,404 166,279 16-792 148,486 13326 146,765 138,399 141,.329 172,338 1,R27.838 152,320 
B,.akbulk 70,021 37,721 P6.978 93,171 87.63 06031 94,712 78,502 81,243 76,491 78,300 91,066 1,013.908 4,492 
Conbinmmzed 58,319 70.643 74,634 72,233 79.416 60.761 63,774 55,424 C4,522 61.908 63,019 81,272 813,030 67,828 

EIGN 21,482 24.782 53.99 47,400 36.475 95.W5 23,.64 35,677 62,593 27,897 40,428 17,557 487,642 40,654 
.art 16.2=6 1723M5 47066 39,310 25,677 84,167 17,099 27,590 56,.22 20,306 34,808 11,904 401,240 33,437 
feakbe 2,092 9,7651 41,356 9,209 21,S5 13,040 9,509 10,763 19,344 10,750 17,389 4,548 163,924 14,0T 

__ __ _ _ _ 7p683 122,6811 61,2001,02 6,M9 30,M0 10,400 ..- 140,36 11,697 
6,461 8,467 6,310 7,420 6,921 9,947 6,081 9,933 6,878 9,556 7,019 7,056 91,956 7,663

7547 - , 7,W1 5,620 5,953 56,602 7,217_ 7,,24 6,326 ,090 7.79 11,400 %M, -iK 
reakbulk 12 7 11 65 12 58 12 7 19 56 25 18 302 25 
oaUttldzd 5234 7,S40 6,15 8,025 7,186 1135 6,553 SM 6,352 7,535 5,595 5.935 W6,300 ,192 
KSIT CARGO (Foreign) 4,895 6,762 6,126 6,522 6".54 8,964 11,585 5,765 11,2W7 9,45 8,367 11,.94 97,586 8,132 
ND-TOTAL (lkaUuDl 
k & cena 4,eE) 344,193 414,443 422,143 418,460 406.,793 47.864 371,67 373,250 444,233 368,410 390,589 460,183 4,986,243 407,187 
Btckhak 198,453 239,6U 26,6. 210,063 220.693 235,413 203,09 212,303 250.,107 205.223 215,767 250,162 2.702.104 22,1751 
Bulk 7,683 22,681 61,200 1,502. 6,894 30,000 2,449 10,550 397 143,356 11,946 
C...a. .dr138,0'7 174.515 165,465 184,916 186,100 175,251i 166,176 154,053 164,126 160,731 161,272 209,624 2,040,783 170,065 

:ICUnan t XORo retr POM of 7ubUrau. CWuen and Arpo. 
te: Ph ,lpnePortsAniortly 
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PORT OF CEBU
 

o 


•.."'w"L' ,' ' ',~~......... " " ,j* ... .. ". . " 

There is limited road space in the interior parameter road due to
 
existence of stalls and parked vehicles.
 

International port which is utilized by interisland
 

cargo/passenger vessels.
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Toledo, and two ports of Bantayan Island, off the far northwestern
 
coast of 
the main island. Of these ports, only Cebu accommodates
 
export/import cargo, well domestic
as as cargo, and only Cebu
 
accommodates containerized cargo, as well as breakbulk cargo.
 

Although Cebu is an international port, the domestic cargoes
handled at the port nevertheless dwarf the volumes of export/import

trade accommodated there. As the 
table shows, domestic cargoes

exceeded 
4 million tons, in 1992, whereas international cargo

approached, but did not reach, the half-million ton level. Of

domestic cargo, more than 1.85 million tons were containerized, and
 
the flows in two directions were not 
 far out of balance

(approximately 1.05 million 
tons inward and 814,000 mt outward).

The inbound breakbulk cargo, however, greatly exceeded the 
outward
 
flow of breakbulk cargo (by more than 500,000 mt). Cargo flows at

the port did not vary greatly from month-to-month, in 1992, as the
 
monthly volume index stayed within the range of 86-115.
 

A statistic worthy of note is the accommodation of nearly

100,000 mt of transit traffic at 
the port. PPA does not record the

volumes of domestic transit traffic accommodated at its ports. The
 
figure shown represents the volume of cargo transferred between
 
foreign vessels of Cebu Port. Cebu also accommodates large volumes
 
of cargo that is being transshipped between domestic nrigins and

destinations and domestic and
between foreign origins and

destinations. On the other hand, much of 
the export-import trade
 
of Cebu Province must still be transshipped at the ports of Manila.
 

Table 3.2 indicates 1992 domestic cargo traffic at Cebu Port,

by shipping route; volumes represent only a portion of total
 
domestic cargo traffic at 
the port, however, because: (i) a number
 
of shipping operators failed to 
report to MARINA the traffic which

they accommodated during the 
year; and (ii) some of the traffic
 
information reported was too high to be believed. 
In regard to the

latter, traffic on the Cebu-Ormoc route was reported to exceed a
 
million tons in some months, and to have exceeded 3 million tons in
 
one month, and traffic from Cebu to Masbate was reported to average

560,000 tons per month. routes
Important like Cebu-Manila, Cebu-

Butuan, and Cebu-Cagayan de Oro are not 
shown in the table because
 
operator traffic information for a single month, in each of these
 
three cases, is too high to be believable.
 

Despite the incompleteness of the cargo traffic data of Table
 
3.2, the table provides information on several of the routes which
 
were heavy contributors to the 4 million tons 
of domestic cargo

that went through Cebu Port, 
in 1992. There was a combined average

of more than 56,000 freight tons per month moved between Cebu and

the four Mindanao ports of Zamboanga, Dipolog, Ozamis, and Iligan.

These routes had cargo flows that were fairly well 
in balance in
 
two directions, except that cargo volumes from Cebu to Dipolog were

much higher that the cargo tonnages moved in the northward
 
direction. The Cebu-Davao route was another case where the cargo
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- --- ---- --- ---

____ 

__ _ _ ___ 

TABLE 3.2
 

CEBU PORT CARGO TRAFFIC, BY ROUTE, 1992 *
 

. ... Mona 
OCT NOV DEC TOTAL AVEORIG DEST JAN FEB MAR APR MAY JUN JUL AUG SEP 

AKn 6 342 344 433 741 438 700 369 312 488 372 510 569 4 

j _, . . 113 10 37 2,281 300 169 16 102 102 1 2 - >2 
scsonality 

Ichb $ KL 3 72. 72 -- 91 156 SW 148 78 661 103T 78 10IN _ _
 

AIa.. CEBU 41. 40 4 13 SO 106 59 55 36 36 0 1 _
 

.mU 3.647 1,174 4,587 3,317 2,337 2,208 2,144 2.284 2,023 4,650 3.,443 3,-0S 35,512 2u 
.... ..... .... 812 1,131 915 1,482 960 586 1,183 625 822 1,467 804 11,612 

Sevonullty____
 
C DBCI- 123 40 155 112 79 78 72 77 68 IS? 
 lid 121 

- B-_-CEBU es 4 117 95 153 99 61 122 65 85 1, 83 

- --- --------	 -.- - - -- - -- - - _ 1 
_ ----- 1------ -----	 _ ,........- T ........ . . .... ...
ly ....	 . .. - . 

II C~ll-Ii I BSLN1,200 	 _ _ _ _ 

S"l 3Ir- 1 0 10,402 )9,91 11,073 121921 12,90Y7 3,770 1,92 2,975 3,716 7,76R 9,658 "5,v50 RI 

i+:ur ~l] -. 21, 520,198 15,187 16,887 20,73 24,6M 6,625 -, 2, 2,9 11,360 16,043 662,10'-S,Bt 4-
so nant-y 	 -_ _ _ __ __ _ _ _ 

CBUB'.I 129 129 124 138 152 1601 47 21 371 46 97 120 1____
 

BUIN CEB 40 943 28 31 3 45 12 5 5 5 21 29 ....
 

.-------- *- --- _ _ _ _ _ --	 _ _ _ _ _ _ _ _ _ - ._ _ _ __ _ _ 

c M.U ICOYC ig82,09 1,507 2 2A__ 23______ 

CBY. CEBU. . 3 48 47 1 30 69 1,001 1,199 1 

iB-lou 1,194d 6 0 ~~__ ____ 	 __ 

47 1 69______0_ 1.001____1._B jCE U3 48 

D..-0R.... 14,868 13,929 	 13,765 12,966 13,460 73,678 15,992 17,634 18,529 20,552 14,718 12,319 242,411 20,2 

26,403 18,507 15,618 10,213 20,079 28,510 37,374 22,481 17,726 14,108 658,545 54,8 
---CiU 84.705 362,821 


Seson ylly
 

69 68 64 67j 365 79 87 92 102 73 61 
_]___CDOR 74 

-P-° 	 154 661 48 34 28 19 37 52 68 41 32 26 
___ I 

CEDU 	 Cr130 312 48 199 249 338 49 38 314 232 402 38 2,569 2 

CE13U 8 22 35 4 1,331 1C~B( 3 5 91 953 	 0 2 5 
.S r+nnulh+ty F__ 
+ 	 - - 6 ...............-i ----- .---- i -------- 2. _________o_______t
 

CIU CIQ 1 4 93 158 1a 108 188 181 _ _
 

-- .	 ' 

I I 22 116 23 	 147

I - 1- CT-l,--.. . 7 4 2 -859 203 	 11' 4 31 4 

122 	 122 

T I-i (,o. 	 1200 

-----DqAS} -.-- 414{ I'M3 626 	 296~ '1.-246!) 2 

' -' . . . . " 	 3"" 1- - .. 409 	 4,122 

...... 304'14430--1 	 1441. 
_-T-._-
I(,CA . CFBT I 	 ---... --l.._)-_-_ 

-DTE j 3.248 2,944 2.73A3 2,942 2,8 .11 789 865 952 2.015 1,558 1.60 24,751 2i.0 

i..-. .....6 213 259 327 541 518 315 149 12.231 40 166 M.. 2 
Seson111y 

42 46 98 76 78IiC ]1 DOTE i.S ___ 3 133 143 11 137 38 


- *.------.. .-------- .......................
___ 	 _ _.. 40 0 

2,216 2,235 4,836 	 78. 1,647 1,321 1,983 1,745 1,83 26,837 2,2CEBU j DPL 3,.6961 2,333 2,199 
'PL2-,B --- ,94 1,469 1,429 1,068 955 fJs 790 560 1,215 387 650 12m 1,0 
...........-.... . ..- ......- ... 4 .
 

CEIBU- PLO 165 104 98 99-100 216 3iJ 741 9 891 781 81
 

II DPO rC IU Z 204T 137 13 9 89 56 741 n2 1131 551 611 
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TABLE 3.2 
(Continued) 

CEBU PORT CARGO TRAFFIC, BY ROUTE, 1992 * 
,,oo-,-= 

DRIG DEST JAN FEB MAR- APR MAY JUN JUL AUG SEP OCT NOV DEC TOTAL AVE. 

CEBU DVAO 12,986 9,006 7,595 7,09 10,971 19,580 13,166 6,947 107j34 6.6 3,795 108,575 9,048 
DVAO CEBU 18,704 6,844 14,352 11,948 11,660 8,770 12.885 10,604 10,988 9,706 3.116 119.576 9,965 

Seson -__ 
CEBU DVAO 144 

__ 

100 84 78 121 216 146 77 119 74 42 
WVAO CEBU 188 69 144 11120 117 N8 129 106 110 97 

mEU GESA 117 858 937 710 2,622 219 
3ESA CEBU 172 3,3401 3,484 . .3 6.0069 672 

selanaluy 

3ESA C___U 26 4V7 518-ii91 ... 
-EBU I1IO 6.796 6,171' 7.752 5.91 7,381 6.495... 6,749 7,767 5,9 8.600 7,550-10,678 87,130 7.26111 
.1110 CEB3U 10,449 a,093 7,539 F230 7,517 8,715 6,974 9.595 11,173 11,6Z3 12,953 10,402 113.647 .71 -eson- --. . ------..- . . 

E uB TUG 94 Hi 107 77 102 H9 93 107 77 118 104 147 
EU 10 -1186 83 87 7902 74 101 118 123 137 111 I ...... ____ __. . .. .. .............. . . ....I
. . ...... 

7EBU M101 5,488 7.083 4,976 4,712 6,267 5,044 7,936 6,734 5,866 12,714 6,405 11.347 84,573 7,048
IL0I CEBU 8,975 9,095 8,787 6112 4,898 6,291 6,794 3,774 7,.920 13,826 6,529 10,665 9.,7.6 7,814 

=EDU ILOI 78 100 71 67 89 72 113 96 83 180 91 161 
I.0 CEBU 115 116 112 79 63 81a r 48 101 177 64 136 

UEBJ JONA 108 77 1,231 173 6,979 20,692 20,683 11,458 206 89 275 36 62,005 5,167 
UNA CEBU 70 43 29 2,62A 3 '34 76 58 57 8 1 49 2613.133 

_ _o, _, _ ___ _____ 

EBU JONA 2 1 U 3 135 400 400 222 4 2 _ 1 
ONA CEBU 27 17 11 1,oo5 32 13 29 22 22 3 00 1 

XBU imm 341 341 28 
Sesonaity 

TBU J__ 1,200 

..... 77.0 6011MDU JoWo 720 T - ...------ -------
s,,m. ~~~~~~~ 
Semmiult---- - ..........-[.....~--- ---------. ........................- - -------- 11 

i'TU JOLO 1.200 ... 

hU IAk ....... 
- - . .. 25 18 A., 411 

424 ... 

. .....- - -- ~- ._ _ _ - ~ . ... . ... -.......I. ---.--.. . . . . . ...
 

TBU LAZI ______ 229 237 114 600 
A l u __ 588 424 

EBSu oaLOSP - 2312323__________ 

Bu LOSP ___ .___........ ... ...- ------ 1
 

3EBU LLOY 408 290 471 567 359 313 326 328 445 328 432 4,269- 56j 
LOY CEBU 439 311 475 709 368 312 340 329 438 354 449- 4.523 .

-e"°____ I - .- ... 

EBU 1.OY 115 81 133 159 101 88 92 92 125 -2 122........
 
oY CEBU 116 83 126 188 98 3, 90 87 116 94 119 II
 

EBU LM 46 69 43 _ 59 6 10 24 31 208 54 37 75 . 631 
IJB C, 66 114 82 97 41 427 _21 214 390 137k 2,153I. .. 

_U____ 74 110 69 94 110 176 38 50 333 86 [59 . 
1 19CEBU 37 64 46 34 230 238 9 217 -6 

I ........-....
I.I.. . -- ....... ................................I....
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_ _ 

TABLE 3.2 
(Contmed) 

CEBU PORT CARGO TRAFFIC, BY ROUTE, 1992 * 
II I Mon 

ORIG I DEST JAN FEB MAR APR I MAY JUN JUL AUG SEP OCT NOV DEC TOTAL AVE. 
.. CFBULAT ~ AN .~ . --- ... 127 --- 3i... -.. ~ ------m . 99 13 115 267 


... ... L..... 3......... . 39 194
L..A EBUti1s esonaI -- -----I - .. . . . . . 4 . .. - -. -. - . ._. . 
+"I-A" I"CBF:1U . 513 44- 241 

LL_. u........ ___ -_ _ 
CEBU 525m 	 52 

I B. -.. --LYM_ 	 --- ___ 1,2W- -____ 

F CEBU MASN 1 755+ 762t 1,061 754 594 131, 1356 1,616 1,175 1,099 1,338 1,f 13,082 1,05
MASN CBU[ 2471 370 646 361 356 433 391 716 593 488 802 565 5,968It~ ....... .....	 45
T 

-9 70 97 69 54 1201 124 148 108 101 123 116 
I i.A .N- - -150 74 130 73 72 87 79 144 119 98 161,-----------**-- -_ . -- F ~ ~ I2,i 114 I~gn+ 

CFI. . . 127,913 39,407 13,619 106,09. 109,9n6 _115,547 10,21 11,16R 123,W2 1.6a,0 77,769 1,0,261 1,117,.1 11w,0
1 9_,410 513 12-0,472 1_,853. 1,421,795 117,040 139,623 112,224 112,463 114,520 107,224 2,693,028 224,45 

CEBU A.NLA , 	 100, 118 105 90 93 98 92 99 106 1131 66 110 
94 44 15 !a 49 633 52 62 50 s0 51 48 

CEDU 110T 43,895 793,605 383,317 617,0341 942,078 964,017 253,124 919,701 370,147 364,764 291,482 6,744,034 562,0 
MSBT EBU 60,372 175,604 43,_6 73,218 3409 115,25 53 173106 555527 367,290 16,923 1,6-15,499 134,62 

. UT141 68 110 168 172 45 164 66 65 521 

... CEBU 45131 33 54 25 86 0 129 413 273 13 

fCB RC}642,954 638.00 336,884 420,205 522,109 909,566 1,602,162 2,6396 2,294,861 439,98j 3,631 203,272 10,659,955 888,3
 
.__0MC.__A CEBU 73,052 111,804 49,251 100,492 229,467 33,389 352,860 383,900 250,952 24,09
...... . . . .	 222 22,62.2 1,632,107 136,00 

--CEBU J ORMC 72 72 38 47 59 102 ISO 298 258 50 0 23j--<5- CEI-Ut 5.4 82 36 74 169 25 259 282 18S 1 0 17, 

CEBU OZS 14,203 12,533 8,259 13,878 11,205 11,24 11,222 7,196 10,079 13,395 9,706 10,.391 133,321 11,11
F ozm CEIU 18,002 13,0791 15,505 12,640 12,728 10,304 '3,096 9,327 8,425 9,944 7,130 9,999 140,180-Sonalty	 11,68: 

.... -U -'O S - 128 113 74 125 101 101 1 5 91 121 57 94----z--I- t 
/_____1 X o ,9 t ___ ___ o:_____ n _____ ___ 

PIMP 1491 1ci!"-1,898 1,937 1,214 84 980 733 2,153 5,187 1,361 319 19,154 i,59--LWj _IrTBV- --- -127 147 220 289 49 25 0--- 15 0 6 15 1,147 9 

Sesonuslty 	 -- - ____ ___ 
seoifl ---------. -____ ----

CEI U PLM 
___
 

93 119 121 76 63 53 61 46 137 325 85 20
 
PLpP CEBU ' 0 133 154 30 302 51, 26 63 167 53 6 16
 

D ROAS 1,191 742, 854 888 638 04 1,931 1,348 739108 !,312 626 11,6 97' 
U 392 352 1 1 198 7,165 9ROAS .... .651, 501 1,090 163 727 120 03 851 

.	 - -- con,-- U -- "-- - '-- _CEBU jJ oA 	 122J 76 so 91 __66 83 198 62 139 76 135 64
 
10 9 
. . . . . . 66 84 183 27 59 122 20 18s 170 143 33 ... 

C S C IAO ..... .... 	 OS108 10819 
Sesonality _ __ _ 

C. l Sn .... ._ 	 38 172 641 95 192 222 202 214 149 112 1,461 122 
S-KI C-- U '-- "_ 125 325 158 288 499 494 410 484 279 2d2 3,324 

Sesonaltf 

.. -- S i 1 141 53 78 153 182 166 176 123 92 
. 45 117 57 104 180 781 1,5 101 94 
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-------------

TABLE 3.2 
(Continued) 

CEBU PORT CARGO TRAFFIC, BY ROUTE, 1992 * 

I Monthly
 
RIG DEST JAN FEB MAR APR MAY JUN JUL AUG SEP OCT NOV DEC TOTAL AVE.
 

CEBU TCB 2,460 1,023 ,59 2,102 3,466 2,072 1,96 1,32.93,036 2,693 2283 3,072 25,053 2,338 
TCLB CemU 634 99 247 267 1,248 244 757 175 799 193 508 214 .384 449 

CEBU TCiz. 106 44 111 90 148 89 - 2 57 130 115 _. 98 131 .............
... 
TCLB CEBU 141 22 55 59 278 54 169 39 178 43 1131 ------------

CEBU TGBL 3,033 3,861 4,651 5,580 5,316 4,423 5,380 5,292 3,560 6,013 6,059 6,45 60,522.. 5,044 
TOBL CEBU 1,774 1,609 2,094 936 1,276 1,967 2,547 2,908 1,785 6,192 __3,183 2,814 29,0951 2,425 

__u TOM 78 77 9" 111 105 G8 107 105 71 119 120 12Sf --.1 
TOL CEIJ- 73 66 56 39 53 61 105 120 74 255 131 116...................
 

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

CEBU ZDOA ',572 10.091 10,948 8.1771 9.069 11,145 9,933 21.104 11,677 1.447 2,130 1,371 1053.631 8,605 
"BOA CEBU 5,023 3,5M4 9,229 7,357 0,031 5,514 9,424 15,703 10,46 1,187 2,153 _ .332 . 291 ... ._ 

ErTHT 7.HB"A 97 11.5 124 n10i 127 113 240 1.13 16 6 

ZBOA CEBU 67. 1 123 95 107 113 125 249 138 16 29 18 . 

ulforuttio Is frotm 1992 shpplng operator reports rubltted to MARINA. Gd volumes ire less thlia total on some route, slace some erator do not 
repuri carpa trallh: uLrafic appear Lube uvcral Ccbu-Ormuc.mccomudalcd. FIcs arm an reortcd, although some ladic-aluum of c d, e,.. 
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movements were fairly well balanced in two directions. However,
 
the cargo two-directional balance on the Cebu-Davao route might be
 
due to a capacity constraint; many Davao shippers and Cebu buyers
 
indicated to the LSRS, during 1993, that services on the Cebu-Davao
 
route had been inadequate since one operator halted services on the
 
route in 1991. In lieu of adequate shipping capacity, shipment via
 
Manila had frequently been necessary. Average monthly traffic on
 
this route, in 1992, was 9,000 freight tons southward and 10,000
 
freight tons northward.
 

The Cebu-Iloilo route is yet another case where cargo flows
 
were relatively in balance in two directions, in 1992, with average
 
monthly cargo traffic of approximately 7,000 and 8,000 freight tons
 
in the westward and eastward directions, respectively. Peak
 
traffic months were October and December, in both directions.
 

The cargo flows between Cebu and the Negros Island ports of
 
Dumaguete and Bacolod were not well balanced in two directions, in
 
1992, and LSRS surveys of shipping operators and shippers confirmed
 
that such imbalance is the usual case and was continuing in 1993.
 
At Bacolod, the 1992 ratio of cargo inflows from Cebu to the
 
reverse flow was 3 to 1, and, at Dumaguete, the inflow-to-outflow
 
ratio was 7 to 1. Combined two-direction flows between Cebu and
 
these two Negros ports was not high, at about 6,300 freight tons
 
per month. Referring back to Table 3.1, Toledo Port is shown to
 
have accommodated more than 5,000 mt of cargo per month, most of
 
which was moving between the islands of Cebu and Negros.
 

As shown on the final page of Table 3.2, there was also a
 
large imbalance of cargo traffic in two directions between Cebu and
 
the Bohol port of Tagbilaran, with cargo being shipped from Cebu
 
being somewhat more than 5 times the volume of cargo moving in the
 
other direction. T';:: nonthly two-directional cargo flow average of
 
nearly 2,800 freigih: tons may represent only a relatively minor
 
proportion of the overall amount of cargo moved between the two
 
islands, but some of the ferry operators providing services between
 
Cebu and Bohol do not report their traffic to MARINA, so Table 3.2
 
provides no traffic information for the Ce.bu-Tubigon and Cebu-

Talibon routes.
 

Table 3.3 presents information on cargo traffic accommodated
 
at Cebu Province ports in 1993. In comparison to the 1992 tctals
 
shown in Table 3.1, the cargo throughput at the port of Cebu fell
 
by more than 200,000 tons. Only the volume of foreign transit
 
cargo rose from 1992 to 1993 (by nearly 20 percent), whereas the
 
Philippine export-import trade accommodated at the port fell by
 
about 28 percent and domestic cargo declined by approximately 2
 
percent. Cargoes accommodated at Mandaue's port of Tulay rose by
 
nearly 30 percent, and cargo throughput at Danao Port more than
 
doubled from 1992 to 1993. There were severe traffic congestion
 
and security problems at Cebu Port, in 1993, and it is possible
 
that some cargoes were being shifted to other east coast ports to
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TABLE 3.3
 

CEBU PROVINCE PORT
 
CARGO TRAFIC, 1993
 

(InMetilc Tons) 

MEBU 
Fetd Cmg. TIWVU*4t 2305 27.546 327,2131 344,467 396.7981 415,260 401,005 431,8995 396,012 393,3101 395,444r 9 379,5J49643 L4,142,5441 

)Omxd251.627sm405.97i296,o98 299,4131 302,992 3.49,7331 376,9541 373,2446 374,989 348,867 353.5011 339.698a 4 0S 7,03,8695 39,197 W 


Inbound 154,75-- 190,220 1F0 182,071 2i,891 , 1 235,8591 231,7 201312,454,8511 204,57
 
Breakbu&k 9233 112,60 101,560 137,512 84.= 102.9951 - 112.1611
111,609 i- iiJil1117,167 115 325 124.561 112,629 91.757 Mzzi~i_9941,345,9511 -i,43F-i3 

Buk1,170 O90 1,90 80 ___ ___ 603 ,6 j___'-__ 455,
 
Cog#t-hlazcd 61,82 76,247 72,721 78,611 103,92 105,416 98,347 107,2231 91,652 91,478 99.052 116,913 1,103.437 91,31
 

Outbound _ 9,U9 106,678 114,09 120,921 127,544 153,213 137,387 143,205 143,983 159,028 143 859 1&;364 1~,*,04 13i921
 
Br~akbUlk 46,30 52,121 5400 6559 70,.339 83,528 75,3 82,025 84,65U8 7039 95,56-3 92,100. 683 7 3,1-

Coolainedzed 50,519 54,5571 60,059 55330 57,505 69,685 62,384 61,180 59,325 71,989 63,276 74,864 740,703 61,72511
 

ortc wp 19,041 18,239 30,866 36,255Cago1,545 29,328 20,06 49074 35,62 38,091 29,3961 29,851 1 351,705 29import 12,642 12,425 11,674 22,442 24X$ 19,524 12,619 38,M 26,875 31,444 20,4351 19,6391 253,379 21,115
 
Brekbulk 5,457 3,356 2,855 3,470 5,587 90 2,512 20,905 16 16,M 6,691 6,7341 100,359 -- ,-31
 
B--k [-8,575 69 i,98 ...
 
Cozunio 7,155 9,069 6,619 10,597 10,459 10,492 7,121 12,5W 10,132 14,457 13,7441 ,9041 127,V09 10,609
 

ripen 1 3,20 6,6161 6,56353.424, 11,257 9,604 7,467 10 361 F,751 -6-,654 6.6-011 9,2r 19-44 
Breakuik 1 15 201 61 11 25 4 1 10 43 It56__ 49[ 41 
Colntumimzd 3,203 6,478 6,364 8,4151 11,276 9,779 7,463 10,360 6,741 6,654 596 1,7 9, 83 81531 

E osCatiucud) 267,472 315,"39 317,652 333,558 383,988 AM0,282 3193,32 424,063 384,493 391,59-9 36904 43,2 442,0 38,
 
Bredkbts 144,770 160,411 165,669 170,627 193,104 210,910 215,031 227,492 214,040 207,021 184.074 220,990 2,325,146 193,762
 
Dulk 1,170 990 10,475 9,722 r 2,986 5X22 603 -- i]-l-1 31 ,171 ...2,598 t
 
Coutdactized 122,702 145, 147,M9 152756 183,162 195,372 175 191,34 169,850 154,578 155,020 2-14,5331 2069,80, 172,4401
 

~ustCro(ocg) 6,523 11,5571 9,5611 10,W91 10,510, 8,7 7,M7 7,032 11,525 1,7111 16;350 13,515 116,4 9,7451 

r 3,358*onm utCa I 2 0 1W4 2,172j 2,42 ,36 ,070 3,83 5,017 3091 2,5371I 2,0601 39927 3,327] 
Inbound (brmlmk) 1,0301 1,1861 1-,025 1,52 1,741 1,9691 1,947 1,042 1,173 1,013 1,6321 1,31 16,6511 1,388

Ouftu~md (ftb5 232U1 1,734i 9d9 510 I 1,101 3,0671 3,123 2,790 3,544 2,07d 7051 72 23,2761 1,940 

TA. FE 
amestle Cargo ,834 3361 4421 1.63 1.17J 8021 442 1,090 1.191 1151 1,059 1,W 13,241 1,103 

Ibound q tfi) 2,191 2091 3621 ,.061 M,83 6131 289 9961 1,075 1,221/ 925 1,227 11,00 917 
O b L j 636 127 1 01 191 84 i j 153 94 116 94 134 133 2,236 15 

IANDAUR (TULA'Y) _ __ __ _ _ __ _ 

ow" m gvai 5,023 7,107 5,139 5,966 5,W0 3,99 5,22 8,2091 0,917 3,0301 7,8061 2,8171 66,9801 5,748] 

Inboud 4,091 5,031 316 5,057 4,46 2,749 3,689 6,272 7,516 2,172 6,804 1,5721 53,182 24,72 

Dek"kj 4,191 5,081 3,516 5,07 4,463 2,749 1,239 1117 1,575 1,2= 1,004 972 323-6 2,6951jB- - 2,450 5,155 5,941 900 5,600 600 20,W4 1.737 

q..........9 .. ..

ANTAYAN
 
omestic Corge 1 ,1 1,03 905 l,2D2 972 107 5P2 354 333 282 3141 444 8,254 690~
 

Inbound (brakbulk) 609 338 451 3781 489 5101 235 148 191 171 1711 241 4,132 344 

Outbound _____ 406 4961 454. 6241 4Q3 4971 357 251 142 1111 143 203 4.15 - 6 

,ANAC- = - = - =- - -- __ I
oub.tC"rg 33 1,V 909 1u 1,2 1,3 ,3 5, 10 1,4 13,79inmuel , 10 7M ,0 1r3111-W3 18,423 20,4961 

tabouni 74' 4041 6,113 6,533 1,725 5,473 56V6 5,143 6,753 7,99 12,215 61,0541 5,1384 

3,419 7=03 16,400 29.802 26,741 17,637 20,$23 24,070 30,241 "8__ 17.375]i 
Breddxk 74 4G4J 6,113 6,3 1,725 5,473 7,596 5,143 d,783 2,866 12,213 55,230 4,604 

outbomd (*bu&) 5,345 6,9 5,422 9,_%7 16,696 24,32" 17,845 12,44 14,142 16,078 18,023 146,842 12,2j 
AGNAYA 
MeUM CUss 548L405WZ 771 704 1 291 36 14 24 5.401 453 

Inbound @lxmmb* 399 7061 ~ 7 6j 3625i j 14 ___ __ 1 2,723 227w4 ijud!b~mx69 a1 22 10 13 2,708 226
611 6 -A I __ -_ ___--7 
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TABLE 3.3 
(C-e 4) 

CEBU PROVINCE PORT 
CARGO TRAFFIC, 1993 

(In Met*ic Tons) 

Domezdc Cargo 1,227 1,0001 700 430 400 41_ 6850j400 730 600 1,500 412_6 8,477 7 M
 
_______-__..........._---- .. .......--- -* oao - -o' a , -3. -

Inbound 63v46 34k4 227 is 
Brk b1.17 . U 850 1,000 750. 600 1,50 4,700 392 

Bulk 11000 1.0 700. 40 400 	 3,5.5 29fj 
,GRAkND-T0T.AL CEBU-
1TtC~gj U11 29:3,719 34,8 3W9,336 371,912 426 83 456,605 43,9 464,047 43,8D 42,3 4291 456,4 4,MPM3~ 407,948 
Donesn C ~ 271,351" 318,083 321536 330437 379918 418,299 412,163 407,141 3629 383,92 383,169 42',2 4,426,731 368,M 

Inbornd 16,486 198,344 197,834 196,44 2315 19 ,4 20,91 245,385 21.437 21,05 212,793 24,639 2,4 9 217,03. 

Breakbxuk 101,661 120,927 124,123 11633 126.797 130,001 148.813 133,07 123,241 109.574 107.911 125.882 1.468,275 122.356 

Bk1170 	 M 19W F L 3.750 5,155 6,44 6.W4 5,W W 32,7137 2.72 
Coliezd61.825 76,247 72.721 78.611 103-92 105,416 98,347 107,22 '91652, 91.478 99,082 116,913 1.103,437, 91,53 

e 	 10ain7,865 119,739 123,702 13,393 14"99 10,82 161,24 161,756 154=2 176.57 170,375 16927 1,822,30 151,859 
E6- ,13, 2 2,13 7,813 90,494 113,107 99,964 100.57 10527 107,100 04,423 1,079,053 89,895 106,278 

B5eakbu5k 60,09 5,330 57,505 69,68S 62,384 61,190 59.325 71,M, 63,276 74,864 740703 461725 
Foretgn Cargo 1,4 001 1P2 066 3A 938 2,6 904 3A 908 2,9 991 3115 2,0 

t 12.42! 19,24 31,444 20,435 19,A38 25,3791 2,115"I lleo 12,642 11.674 22,442 24,%J 12,619 38,693 26,475 
Bri bl 5,487 3,356 2,855 3,470 5,5V7 9,0M2 2,512 20,905 16,743 16,917 6,691 6,734 100,359 8, 
Bulk ___ __ __ 8,575 8,922 2,986 5,28 2.5,711 2,143 

___ __ 7,155 9,069 8,819 10,3W7 10,459 10,492 7.121 12,56 10,132 14.437 1.3,744 12.%04 12730 10,09 
Export ____ 3,20 6,616 6,565 8,424 11,2M 9,804 7,4671 10,351 8,751 6,454 8,M,1 10,213 9,-t5 8,194 

I ktuk_ _ 133 201 __6 11 25 4 1 10 431 55 493 41
PCnntnwfld 3,21. 5,478 6,354 8,415 11,275 9,779 7,463 10,380 8,741 5,55 8,918 10,151 97,01 5,153 

Irsli Cmtgo (Forelgn) ,523 9,5'1 10,810 7,673 11,525 16,;50 13,815 116,446__ 11,557 10,609 8,978 7,832 1,711 9,745 
Grand-tot! (Bmkbulk, 

Bulk & Contnineized) 287,196 337,124 339,775 361,303 416,173 447,627 432,249-456,215 421,6551 424,021 412,M5 442,533 4,771,436 398,203 
Bremkbulk 163,494 18,603 190,092 197,62 222,889 22,55 250196 254,439 245,2=1 233,439 221,745 227,095 2,647,182 220,W 

Bulk 1,000 2,170 1,690 10,25 10,122 6736 103 6,544 6004 5,800 600 61,974 5,165
 
Containerized 122,702 146,351 147,993 I52,756 183,162 195,72 175,315 191,343 169,550 14,.578 185,020 214,838 2,069280 172,440
 

Note: At Berth Omo 
Source: PhIlIppine Ports Authority 
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avoid these problems. (In 1994, construction of a new 500-meter
 
quay, capable of accommodating large interisland vessels and Asia
 
regional vessels got underway at Mandaue; the project is being

financed by a private consortium which includes Aboitiz Shipping

Lines and Tnternational Container Terminal Services Inc., the
 
contractor at the Manila International Container Terminal.)
 

Bohol
 

Table 3.4 presents the 1992 cargo throughput volumes at four
 
of the five commercial ports of the island of Bohol. All of the
 
cargo is domestic cargo. Only the port of Tagbilaran accommodates
 
containerized cargo, which represented approximately one-sixth of
 
the four-port cargo total. Breakbulk cargo represented 70 percent

of the four-port cargo throughput. As shown in the table, there
 
were large imbalances of breakbulk cargo flows in two directioits dt
 
all four of the ports, with outbound breakbulk cargo at Tagbilaran

representing just 21 percent of the two-direction total, and at
 
both Jagna and Talibon the ratio of inbound to outbound breakbulk
 
cargo was approximately 3 to 1. Cargo flow seasonality at
 
Tagbilaran was fairly even, in 1992, with the monthly index varying

within a range of 80,-118. The 1992 seasonality at the port of
 
Jagna and Talibon was much greater, with peak month traffic, in
 
both cases, being more than three times the level of the lowest
traffic month.
 

Table 3.5 indicates that there were cargo traffic declines at
 
the ports of Tagbilaran, Jagna, and Tubigon, in 1993, as compared
 
to the 1992 totals shown in Table 3.4. At Tagbilaran, cargo

throughput declined by nearly 12 percent, and outbound cargo flows
 
fell by approximately 20 percent. Cargo outflows represented only

24 percent of total throughput in 1993. At Tubigon, cargo

throughput declined by 26 percent from 1992 to 1993. This
 
reduction occurred mainly as a result of the diversion of bottled
 
cargo from this port to the RORO services being operated between
 
the Cebu Province port of Argao and the Bohol port of Catagbacan.

Whereas bottled beverage inflows had exceeded 11,000 tons at
 
Tubigon, in :1992, they disappeared the following year. Meanwhile,
 
the traffic accommodated at Catagbacan rose from just 4,600 cargo

tons in 1991, to 25,400 tons in 1992, and then 57,200 tons in 1993.
 
The services between Argao and Catagbacan are being performed with
 
a flat-bottomed (LCT) vessel, but even this standard of RORO
 
service is sufficient to attract cargo traffic away from use of
 
conventional vessels. LSRS interviews at Cebu confirmed this shift
 
of bottled cargo to RORO ferry transport (see Annex A discussion).
 

Panay
 

Table 3.6 presents the 1992 cargo traffic for three facilities
 
at 
Iloilo Port and for six other ports of the island of Panay. Of
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TABLE 3.4 

BOHOL ISLAND PORT
 
CARGO TRAFFIC, 1992 *
 

(In Metric Tons) 

LGBILARAN 

wgliuc C.,g 25,705 33,237 29,662 29,786 36,M22 37,830 3A724 32,764 28,K3 3,2 28,375 35,093 393,935 31,r993
fambMd 10,,75 24,697 21,908 2,962 28,779 25,692 23,103 24,"643 22,402 2,570 18,621 24141 213,392 23,653 

Brealxk 11,810 17,923 14,50 17,723 168,74 13,657 15,868 12,24616,897 12.637 12,367 17,738 182,370 15,198
Butc 1,911 3,423 3,875 3,376 3,524 2,524 5,108 4,595 3,483 5,878 1,973 4,154 44,831 3,736 
Contalauzed 4647 3r351 3,503 2,963 6,260 6,271 4,3 4,180 6,673 6,055 4,281 4,249 56,691 724 

Ouibouad 7,333 8,540 7754 5824 7,444 12,138 10,621 8,121 6,401 7,159 9,754 8,957 100,046 8,337 
3,kbulk,3153461 4,239 3,4421 J.6. _ 5,498 5 3,854 3,47 4.376 3,429 _4,043 48,634 -4,03 

BA& 110 1,609 1.718 932 2,442 2.812 079 950 571 3,950 967 19.150 1,654 
2,360 2,310 1.798 2.38 3,.47 4.198 2.141 2.188 2.404 2.212 2375 3.947 31,562 2.AJ 

'TAL (Bnakblk. bulk, & 
Cotabatadm 25.708 33,237 29,662 29,736 36222 37.30 33.724 32,764 28,803 32,729 25,375 3.098 393,931_31 5 

Daedbuk 14,M 22,54 13,768 21.165 2223 22,30 19,.5 19,722 1M2W3 17,013 15,796 21,781 231,004 19,250 
Bik 3,7381 5,32 3,376 4,456 40W6 7,92 6,64 4433 7,449 ,2 54121 64,651 5 390 
C0tnwzd 70071 5,61 3,30 5,245 9,C27 10,469 6,479 6,36 9,077 8.267 6,656 6,196 88,253 7,354 

. . . :::.:.. ::.:..:±t : ::: :: :: :: ::: ::.........::.:: :: : : ::.......:..:.:: :: ::
 

GNA 
3 3,315 


hkboUMd (b uk ) 1,-191 20 2,672 2.422 


omntezc Coy 1,911 .7 3,336 4,326 4,297 4,761 3,108 5,051 3,763 3,307 6263 47,196 3,933 

3,153 3,485 3,156 2143 4,17 3=2 2J$68 3,196 34,615 2,8a5 
___oni _ _ 420 1,150 646 1,173 $12 19655914 579 511 430 3,067 12,581 1,048 

BrC____ __ 420 1,150 646 381 1,173 812 1,605 965 879 511 439 3,067 12.043 1,004 
Dlk 533 533 44
 

LIBON 
ommedc Carg 1,o8 1.6651 4,105 3,771 5,780 3,135 4,249 3,093 6,350 3.732 4,887 4,078 46,304 3,900 

baowmd @ akbuwk) 1.421 1,112 1,0 1991 1,803 1,2 1,476 1,704 2,007 1,485 2,431 1,647 19,725 1,644
oabftmd 465 553 2,699 1,780 3,.966 1.893 2,773 1,394 4,35= 2,297 2,456 2,431 27,079 2,257 

& 465 553 449 50 756 693 623 394 632 497 456 411 6,609 51 
" 25 ,,.,12 3.,2 1,200 2,150 , 1,000 3,720 18,o 2M,0 i,50 20,470 1,706
B IG... .......... 

mm* Cu-p (eakbk) 3,480 30,853 5,434 3,520 4-,M ,9 47,990 567X4 5,1121 6,189 4,513,213 0 5 5,251 54,813 
U;02, 2,117 12 353 21 4,026E,42,37 ,3 , 35% 32 35,116 2,926
Outbomd 1,112 11,551 12391 1,09 1,149 1.616 1,751 1.9081 1,648 1.770 1, 5 2,664 19,67 1.641 

17, )T 2 I 12,7577431 3,082.031 2,153
AND-TOTAL BOHOL = =- -=-= =

m Ca 32,985 4225 40,298 42,37 49,37 49,635 46.643 43,960 45,887 4538.6 41.820 51,628 532,751 44,396 
Babom 23,635 30MI3 27,907 32,2U3 36,105 33,176 29,893 31,57 32,607 33,649 27,516 34,509 373,348 31,112
Bredtbi 17,090 23757 20,529 2,5,980 26,301 24,351 20,447 22797 22,451 20,716 2.1,26 26,106 271,32W 22,652 
ll* 1,913S %423 ,075 l56X 1 2,54 %108 4,5 3,453 871 1,973 4,154 44,81 3,73605I V76 
Coatskiazed 4,647 3,351 3,03 2,563 6,2 6,71. 4 38 4,180 6,673 6,055 4,281 4,249. 56,691 ,724 

oumm 9,33 11.7794 12,3I 10,099 13,752, 16,459 16.7501 12.3M3 13,2801 11,737 14,3041 17,119 159,403. 13,264 
Braktk 5,150 7,875 6=12 5,94 6,3731 8,619 9,6471 7,121 6,206 7,154 5,9791 10,25 Buss8 7,49 
Bulk ______ 1,820 1,6M 3,9U8 1,733 4,1= 3.M4 4,=6 3,079 4,60 2,371 5,950 2,917 40,853 3,404 
Coubbicdzed 2,3W0 2,310 1,79 2,3= 3,247 4,198 2,41 2,138 2,40 2,n12 2,375 3,947 31,562 2,630 

LND-TOTAL (1treakbW4k bulk, L 
Cog mq"elzE 32.99 42.2 4029 42,27 49857 49635 464 *3960 453387 45,3 41,820 51,628 53,71 44,396

Dwm&22M 31.3 27.14 31,973 32,6741 33,0001 30,094 a29-918 28,657 278970 27,241 36,36 358,814 29,901
BU& 3738 5A 7931 U09 7A 6,166 10,00 7674 5,3 9M 7,923 7,071 8564 7,140. 

. o.. .. . . . * . ...... . . o°........°. .. oo/ ,.........
5,61 524 6,479 . . 8.267 6,656.•....... 81196 88.2531 73541
Coulzed 7,007 1 9,527 10.4 1 6,38 .+. 9,7. ..... ... .. + . ...........
 

xdckgdb patofUb3 
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TABLE 3.5 

BOHOL ISLAND PORT 
CARGO TRAFFIC, 1993 

(In Metic Tons) 

TAGBILARAN
 

.DomestcCarijo 20,601 26,438 24017 26499 30,M91 35,31 2419 
 28,48 54,10 27,292 2, .47 30 1 339,125 28,UInboumd 16,492 20,56 17,815 19,334 23,974 27,506 21,401 21,428 27,195 21,030 19.31. 22 _ 21," 

Rrenknlk 10,450 12,1W4 11,R6.4 135W1 15238 16,796 12,5M01 15,918 17,57 1,045 15,21 172, 4 14,3714,31M -
Bitk 3,474 3,042 4,609 2,037 4,-76 5,29 5,046 3,068 5,659 3,355 1,405 2,641 44,M 3,74 
__e___ d 2,540 3,738 1,282 3,937 3,350 5,20 3,705 2,442 3,M66 3,257 2,566 4,300 40,541 3,40 

Outbound 4,109 5,912 6202 7,165 6,417 8,332 7,018 7,040 7,608 6,22 6,931 7,750 80,746, 6,72
Brekbulk 2,748 4,2"17 3,609 4,09 5,149 5,21 4,290 4,147 4,709 4,713 3,801 4,454 51,747 4,31: 
Bulk 651 760 147 1,50 900 930 1,5M0 1,000 900 1,64 10,6121 8 
Contai'nized 1,36 1,014 2,3-3 1,796 1,121 1,498 1,R58 1,963 1,019 549 2,2 1,422 15,3871 I5 

Total (Bretakblk, Bulk, ... .& Cun/atnerbkd) 20,601 26,438 24,017[ 26,499 30,3911 35$9381 .28,419 29.468! 34,8M3 27a92 26,247[ 30,012 [ 339,125 28,M6
Breakbuik 13,195 17,063 15,473 17969 2,387 22,080 1640 20,065 22,379 19,101 15,8531 19,785 224,293 18, 

Bulk 3.474 4,623 4.669 2.797 4.523 ,40 5,946 3,998. 7.39 4,385 2,305 4,505 55,604 4.6 
Contsinaized 3,29 4.752 .,75 5.733 .411 7.01V5 5533 4.405 4.1115 3.M 5.0159 5.722 59.2275 4.9 

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

TUBICON 

eCargo 3.3361 2,9331 3.9Ii _ome 1. 4,1411 3,336I 4,078 3,M1 20 3,5 2,485 3,718 3.159, 40,469 3.3,ij Inbotnd (takbull 2.386 22921 1,900 2,M57 1,554 20481 1,2041 3,085 2,507 1,52 2,341 2,0701 25.916 2,16 
Outbound .(brmucb-k) _ 950 1,8491 1,6361 1,411 1,389 1,2481 1,0361 910 1,022 859 4084 1,089 14,483 1,20 

1o9 3,1261 3,9271 3.1167 5=1 5.291 

Inbound (brekbulk) 1,954 1.470 2 1.421 3299 1.192 17241 3,520 3.755 2,395 3.8941 2,049 


Domet te Cargo___ 210- 0 3,0661 3.317F 5A131 2,7211 2,9151 4197l 

295951 2,46 
.... ou md ,abuk) 216 3m .4 5 5:211 2,121 1.321 1.bV9 1.4721 326 1.4051 16 12.402 1.034 

TALIBON 

DomesticCargo 4,273 6,455 5,348 9,076 8,942 9,049 5362M 4,508 3.474 3.201 6,2841 3=29 69,5 5,79n
... i.nound (reak uMl) 1,764 1,837 1,464 2.203 1,7421 2,113 2,189 1,901 2,159 1,790 1,1161 19l 2,525 1,9 

Outbound... .. 2,509 4,618 4,084J 73 7,200 6,93W 3,173 2,1 015 1,411 4,4631 1,3891 45,944 3,11M 
Ij reikhit 409 4611 4141 It'll 540 516 463 W1 615 421 471 1m 1,9.14 49 

Bulk 2,100 4,150 3,670j 6,440 6,660 6,320 2 ,7 10l 2 ,1l0 9 190.,.oj 8.0 40,010 3,3 14 

UDAY 
DIomestic COW o 1.0191 6319[ 531 9V16 SWj 6411 V11 631 2511 124 1,1 2,13 -11113 9w0 
L_ Inbound (breakbu) 7121 241 388 748 6231 192, 452 . 437 2161 973 1.116 1,419 7,4o0 624 
._(b..! akbd_ 3D7 150 238 346ulkbuk) 4l24 449 349 201 In 713 4A10 33 

GRAND-TOTAL BOHOL 
Total Cargo Throngput 31,399 39,472 36,765 43,705 47,O82 52,241 39,938 43,1M 47,24 3,948 43,486 41,51 502,96 41,913

flrmnntir. .g 31,3-9 39,472 ..r,7 . 41,705 47,01-2 52,241 19,931t 4,12. 47,24 36,948 fl,4__ 41,515 502,90 41,913 
inbound 23,08 26,3324,489 26,373 31,20233-,151 26,70 310,43. %6,"2 27,814 28,776 20,708 345R'5 28.756 

If .Bredu...........2 18,639 18,538 222,341 1I,ii 24,90 27,007 21,172 24,505 22,767 2,242 21,0 
B ..--. . . . 3,474 3,942 4,669 2,037 4,376 5,290 5,046 3,068 5,659 3,385 1,405 2,641 
Cotane_ed 2,38 3,738 1,282, 3,037 3,360 5,2 3,705" 2,442 3.W6 3,257 2,866 4,300 40,541 3,403 

O,€bound 5,01 13,133 12,276 17,33 15,80 19,090 12,968 12,72 10,752 9,1.34 14,710 11,W' 157.M, 13,157 
Brakbulk 4,630 7,95 6,5Di _ 7,288 6,013 8336 9.722 7,530 7,6M 7. 7,597 7,7 8,876 7,406 

3,670Bulk 2,100 4,831 700 6,870 7,870 3r610 3,M060 lj O 1,990 ,890 2,714 i ,622 4a19 
sCumntizcd 1,361 1,014 2,593 1,796 1,121 1,498 12.8 163 [ 1,019 549 2a23 1,422 18,357 1,532

Gm-oal (Breakbul14 
Bulk &Containc~ized) 31.3W9 39.472] 36.7651 .43.7051 47.082 S2.241 39.938. 43.12S, 47.284 36.948 43.4861 41.5151 502,m6 41.9131 

iBreakb~ulk 21.bVP6 25.9471 24.551 i 28,735 31.419 t Y2.0631 25.749. 325 . 3XJW0 27.767 3,L. Mi 30.31 34l1B '29.0101 

Bulk 5.574 8.773 8.339 9,237 11,183 13,160 8,656 6,28 7,539 5,375 6a95 5,3551 95.614 7,98
 
hcontinaized __ - 3,M2 4,752 3.875 5,7331 4A851 7,015 5=53 405 4135 3.11061 5,0 5,M2 -,28 4,X6
 

Note: At Berth Only
 
Source.: Philippint Ports A hotzity
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PORT OF TAGBILARAN. BOHOL
 

Wharf is used as temporary storage area for cargoes
 
unloaded at the port. 

Shown is 	the back-up area being adequate
 

for forklift operation.
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__ __ __ 

TABLE 3.6 

PANAY ISLAND PORT 
CARGO TRAFFIC, 1992 

(In Mebic 'ons) 

IDOILO-RC 2Dometslc Cargo 2353 _ _ AM _14 35,00 53,145 3 24,976 35,709 40,M 22,850 34,38 399,333 33,2 

fnt9,103 11,034 154,235 1.,996 14,793 23,427 18,451 9,&U4 15,533 17,300 10,514 14,407 13,2 1 1502 
.2.bun_ 2,6M4 2,627 2,883 3,732 3,680 3,3V8 3,355 3,072 3,707 3,643 3,023 3,775 40,069 3,1 

ouanizd6,624 8,457 12.402 10,674 11,115 25,02 15,096 5,682 12,828 14,157 7,491 10,662 140,217 11,68.
utbomd 14,222 132 17613 17,089 21,101 24,718 19,957 1522 19,174 22,384 12,33 20,199 219,047 18,259 

Fa______1 6,853 7,1251 8,085, 7,2831 7, 7,258 6,W9 8,300 10,224 10,000 6,085 9,7 94,M8 7X90 
Connizd,369 7807 9,5281 9,4 13,405 17,4601 13,260 7,0 1 8,950 12,3 6,251 10,24 12.1641 10.4 

jILOILO-RC 3 
Doniec Cargo 743 91,604 90,109 76,179 86,W 106,995 857 61,611 73,720 61,25 0 7,742 119,4 1,043,842 86,997 

Inbound 37,65 41,019 49,6471 36,732 39,643 46,861 46,O 3306 41o461 36,012 39,3 60,605 50,753 42,47 
Breakbulc 34,282 37,424 39,904 33,039 36,973 42,825 41,603 28,71 33 29,084 31,5U8 54,W 445,505 37,1 

d 3,4rm3 13 3,595 9,743 3,693 2,670 4,036 5,090 4,V25 6,112 6,978 0,071 6,022 64,248 5,354 
.Otumdd 36,668 50,585 40,462 39,447 47,210 60,134 42,U2 7,1547M 45U88 48,103 M8,O5 534,089 44,507 

48,814 36961 59,2021 26,W5 ,7 

.contan.ed .350 2,413 1,1=6 1,789 


.. Bruakb 36,318 38,049 46,034 40.475 35,8471 I 4 08 55,620 514,146 42,846 
1.771 2,482 7 ,2 1,001 1,4121 1499 1,79 3,2541 19",19 1,662 

I1LOILO-RC 8 
Do..ei..c Cargo 27,255 45,906 32,787 6,943 003 8 ,3 350 5 9m43 4 21,98 P1,142 4,032 28,6 

in13,350 25,23U 16,110 18,472 19,329 6,086 10,853 16,228 413 7,W02 11,563 17,083 16,225 14,019 

1,396Bulk 1.37 __3_41,36 116 
___,orimzed _ ___ 10.5w 21.4431 14,910 18,472 17,040l 6.,023 7.0~7H 14,378 3.315 7.a52 11.473 14.775 146.60 iL2.217 
" ..B--kbul 23.412 ,0 14,651Oubountd 13,9052............206n2_W. 16,677,5 1 ,5,00 17,0142,4 9 13,051 18.0103,, 19,2l 5,228 1 6.152 10.405 12,059 1738071
1 ODOW 5 ,5014 ,08 72,70 168U-rekblk1,6 1 2,70 9,1 3,109 6,19 1 8 6,810 2,746 700 2,351 4,544 53,52 4,46.9 

----- .......... 1 ,4 31 13,005 2,482 5Ii reakbufl;c-"a 'l, :,-,d 18,712j 13P71 14,100 6,62 6,6 12,4122..50 --.. .. . .. ~ ~0 9,010 7,515 122,18095 . 3'~93~ .~ ,45S2 10,150 10 3 8 2,2UForcdajia_ ------ 25,361] 21,0091 34,5181. 35,712. 23,911 67,018 56638 5,578 4.2,492 47,175 24,800 31,913 416,124 34,677 
-:::.. 25,361 21,008 34,518 35,712 19,032 62,018 51,638 5,578 39,188 47,175 24,800 31,913 397,1 33,1621 

Breakbulk 1,93- 4, _ 18,457 15t,00 19,80 9,000 4 10,500 2,50 75,757 6,3131 
-- Bulk-- 25,361 21,00 16,061 20,:2 19,032 42,218 42,638 5,57 28,1688 47175 22,30 31,913 322,164 26,6491 

uulkl 3,8I ,8 4,879 5,000 5a,. 3 ,000 3,304, , ,. 18,163 1,515
Ii& Continertued) 52.616 66,914, 67,305 77,___ 60,834 87,055 85.501 41,0281 52,=3 61.129 46,760 61,055 70,.156 63,4

I renkbulk 
 4,612 4,355 22.377 24,812 10,677 31, 52 29,155 8,660 17,830 1,250 5,035 6,652 167,787 13,982

2561 22,4 4 16,061 20,212 19,032 42,218 42,638 5,57 28-,688 4 22,30 31,96 
nntilnes17 40,1551F r 22,4 28,3-7 32,57 V,945 12,33 13,703 %0 12,704 i2,29 22,4925,7 i797 19,43 258,791 

Domestic C_rO . 7___7702 9.838 9,8211 7,58 10543 13,458 8709 14,010 13,013 10912 10105 1XM 128.463 10,705 
Inbou .d I =4. 6,643 6.43[ 4,.047 7,976 8.442 5 .7637,7 9 558 6.460 5 .7569,213 7.90 6,5m..... _o _,_. _ ... . .. ._I_
Dreaktulk ._ _ 4,144 5,885 4,236 6,14 51,895 _ 

Con -rizd ... 1,897 2,499 1,794 1,638 2,091 2,231 1,954 2,3 2,30 3A,21 2,181 2,M 27.06 2,25 
ou.ulnCL _ _ 3.870 3,195 3,339 3,533 2,57 5,016 

1,935 4,68 2,409 6,211 3.80 5,449 3,039 3,575 o. _ -_-.,4,32 

24 6 2 65 7 4 .524,W 3-9 49,50 4,123
 
_.-Brkbulk 2,928 2,56 1 , 47 2,030 1,746 3,3 
 1,983 4,714 3= 2,078 2,738 2,705 32,10 2,675h 

Containerized .6942 1,139 1,391 1,5 821 1,3 963 1,437 2,70S 2,374 1,561 854 17,403 1,450~Fortigu __ __ __ __ __ 305 305 25if Import (brtkbulk) ___ __ ___305 305 25 
Total (frcakblk, Bulk 

&Contdnextztd) 7702 983 9821 7580 10543 13458 8709 14010 13 10912. 10105 13077 128,768 10,731 
Dreakbulk 6,0 10,- 44631 6, 4,439 7,61 9,64 5 .7 7,898 5,117 6,363 9,5M 4- 41--- ieizd ____ 2,8391 3,63fl 3,165 3,141 2,912 3,8541 2M1 3,777 5,115 5,795 ,4 ,5 4,6J.0 

IDUAiGUIT 

lDwitcCar& 41,195 3,426 4,2 3,658 3,574 5,311, 4.264 2,894 2,5 3,171 1,546 4123 3,436 ..... t171 :1,,1,76.711.. 2,673 ..2,039 1,351 1,7 1,57 1,68Inbotmd - ~ 2,548 1,348 1,5D9 1. 817.1 .o;1 1,4 .. .,I+1,7- 1,22 .. 20,012 t ,,.
 Breakbulk 849 470 272 606 307561 400 543 456 440 183 372 5.459 455 
Containcrized 1,699 787 1.59 1,36 1.576 2,130 1.43 V5 920 850 634 1,20 14,553 1,215
 

IOutbound __ _ 1,647 2,078 2,494 1,892 
 1,726 2,638 2,22 1,54 1,024 1,8M 729 1,344 21,221 1,768 
Breokbulk 4761 459 4431 271 267, 465 9 31 290 455 1 84 354 5,013 418Cona_uzd _ _ 1,1711 1,619 2,051 1,621 1,459 2,1731 L1,7 1,1571 734 1,2A55M9 6,0 1,3X0 
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TABLE 3.6 
(Continued) 

PANAY ISLAND PORT 
CARGO TRAFFIC, 1992 

(Iu Metric Toi) 

SAN JOSE (ANTIQUE) -


Domestic Cargo (br ulk) 2,54 3,999 4,881 4,36 5,425 5, 261 4,337 1,9VT 1,031 2,4541 2,9101 2,8441 42,2741 3,5273
 
Inbound 1,898 3457 2.711 3,958 1,179 1,4471 2,201 1,992T 28-,62 2,35
2 5,249 3,467 3,493 291 

4 ... 1
Oubo n d 645 1.32 1655 1.938 1.563 844 779 740 790f I1 2 . I8 

ESTANCIA 
Dotallk C ergo 2,543 10,727 8,444 727 6,140 4,975 6,815 1,421 3,038 4,520 31 4,952 j..( S,- 3 

IzbuUnd 571 3,197 1,303 3,318 2,045 1,7.30 1,941 978 1,179 2,560 1,920 2,749 23,689 I,7411 
Breakbulk 571 2,267 821 2,J77 1,632 1,130 885 502 783 1,683 1_ 9 -1,355 15 ,485 1 1290 
Bulk 930 682 941 413 600 1056 476 .395 877 _441 1.393 8,204 . 8f 

OutzOtsna 1l2 7,530 6,941 3,919 4,095 3.245 4,874 4 -431,-0 19 0 3,6.23-- 2.2U4 42.666 3.55611 

Btelkbulk 475 2,752 1,182 2,765. 2.037, 1.710 1,424 443 1,090 ,90 1,708. 1,504 19.0501 1.58811 
B'ulk 1497 4778 5759 1154 2058 1535 3 5 770 . .- 195. 70 23,161" 1-61J 

[B3ATAN 

DomestIc Cargo 1,112 651 251. 710 5W6 1,1541 590 527 9301 608 816 831 8,746 729L 
uboud 707 3) 137 403 1o 911 217 201 294 17 32 4 262 3S.4 

BM kt' 258 277 137 172 42 773 160 190 131 93 262 218 2,713. 
ConWinedzd 449 103 233 144 138 57 11 163 80 K 91 1,549 129, 

Outbound 405 271 114 305 380 243 373 326 636 435 474 522 4,484 37-t 
Breakbulk 349 248 91 282, 263 228 373 326 625 435 440 450 4,110 343, 
Coatdac~rd .56 23 23 23 117 15 11 34 72 374 311 

'NEW WASHINGTON 
'Domestic Cargo (Breokbulk) 2,916 3,290 2,913 5,246 5,838 3,610 29281 3,0671 5,921 2,471 5,6011 5,734 49,543 4,129 

bnbound 2,719 2,105 2,738 4,773 5,283 2,163 2,185 1.561 4,6731 925 3,980 4.555 -. _37,667 3,1391 

oi1botm 197 ,185 175 473 $5$ l.447 743 144991 14. 1,546 1,6211 1,1 9 l7 990 

GRAND-TOTAL PANAY 
Domecsc Cargo 146,159 195,457 186,127 17794M5 191,778 21411 183,871 145,914 150,464 159,524 159,081 213,290 2,123,821 176,985 

48,046 54,257 56,091 49,203 60,123 61,964 59,871 44,037 50,7771 40,904 46,330 75,672 647,27 53,940 

k 2,326 682 941 413 600 1,056 476 395 877 441 1,393 9,600 CO 
Cona&aizx 24,582 36,834 39,09 36,076 34,636 39,587 30.703 28,131 25,658 32,738 29,880 35153 394,2.1 32,853 

Oahuud 73,531 101,990 89,446 91,725 96,606 112,0660 92,236 73,270 73,634 85,005 82,430 100,772 1,072,703 89.392
 
Bredkbulk 50,003 66,141 54.324 61,03C 63,665 81,460 64,887 50,152 56,480 61,870 62)19 76,4. 748,122 62,402
 
Pilk 1,497 4,778 5,759 1,154 ! 2,050 3.450 770 1,915 700 -23,616 ".11
1,535 19 

Conliuized 122,01 31,071 29.363 29,5_3 30.V0 29.065 23.89 23.11U 16,3U4 23,135 1.196 23.59 3 0_7._6725.022 
Fortn - 25.361 21,008 34,511 35,712 23,911 67.018 5663 5,578 42,492 47,175 24,800 32,218. 416,429 .34,70 

Import 25,361 21,008 34,518 35,712 19,032 62,018 51,638 5,578 39,188 47,175 24,800 32,218 .38,246 33,187 
Braukkmk 18,457 15,500 19,800 9,000 10,500 2,500 305 76,062 6.3'1 
Bulk 25,361 21,008 16,061 20,212 19,032 42,218 42,638 5,578 28,688 47,175 22,300 31.913 .3.2,14 _._191 

Export (breakbulk) 4,879 5,000 5,000 3,304 ....... .18,1, 1.55P 


G-md-total -bm _ - /k_ 
Bulk&C 4utatnerlxud) 171,520 2I0465 220,645 213,657 215,689 281,229 240,509 151,492 192,956 206.,99 183,881 245,508 2,540,2501 211,6881 

Brcakbulk 98,049 120,398 128,872 125,741 128,667 168,224 138,758 94,189 121,061 1I,774 11,149 152,460 1 94,32-141 
Bulk 26,858 28,112 22,502 22,30 21,50 44,353 47,144 6,054 29,853 48,052 24,656 34,006 355,4001 2--,51-. 
Cotiamzed 46,613 67,955 69.,71 65.6091 65,519 66,652 54A,60 51,249 4202 5,7 4876 904 64,81 7871 

Notes AtBerd Only 

Source: Phpplne Ports Authority 
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these facilities, only 
the RC-8 Wharf at Iloilo accommodates any
significant volume of export-import 
cargo, and these tonnages
amounted to 416,000 
mt, in 1992. Of the total, 398,000 mt
represented cargo imports. 
 The import volume was only slightly
lower that the 401,000 mt handled at Cebu, but the two-
Cebu

directional total of international cargo was 17 percent higher than
the total accommodated at Iloilo (see Table Unlike
3.1). Cebu,
however, Iloilo is not a transshipment point for international
 
cargoes, and no 
transit cargo was recorded in 1992.
 

The 1992 domestic cargo total 
at the three Iloilo wharves was
1,787,000 mt, of which approximately 617,000 mt, 
or 35 percent of
the total, was containerized. The containerized traffic was very
evenly balanced in two directions at 
the RC-2 Wharf, and nearly as
evenly balanced at the RC-8 Wharf. 
 It was only at the RC-3 Wharf,
which accommodated fewer containers than did either of 
the other
 two wharves, inbound
where containerized 
cargo was much higher
(more than twice) the 
volume of outbound containerized cargo.
Whereas 
RC-3 Wharf handles the fewest containers, it is the
principal facility for accommodating domestic breakbulk cargoes,
which totaled just under 960,000 mt there, in 1992, or 82 percent
of total domestic breakbulk cargo at 
the three Iloilo wharves.
 

There was a relatively good two-directional 
balance of
breakbulk cargo at 
RC-3 Wharf, with 

nearly 87 percent of the outflow level. 

inflows being equivalent to
 
Both RC-2 and RC-3 wharves
had just a single month 
(June and December, respectively) when
 cargo throughputs appreciably exceeded the average month, and the
RC-8 Wharf had a June-July peak, when cargo traffic averaged 
136
percent of the annual monthly average.
 

Culasi Port serves the province of Capiz and its capital of
Roxas City, and is not to be confused with the small passenger
(municipal) port of Culasi on 
the coast of Antique Province. The
Capiz Province Culasi 
Port accommodated 
128,000 mt of domestic
cargo, in 1992, and there was apparently one foreign vessel call in
the month of December (which delivered but did not pick up cargo).
Slightly over one-third of the 
1992 cargo handled at the port 
was
containerized. 
 There were imbalances of both containerized and
breakbulk cargoes in two 
directions, with inbound
1992 cargoes
being greater 
than the volumes of cargo outflows, but, in each
 case, the ratio was significantly less 
than 2 to 1. Seasonality
does not appear to have constituted a serious probiem for Culasi,
in 1992, as the highest throughput month (June) was just 125
percent of the average monthly cargo flow.
 

ISRS surveys in 
 Aklan Province identified general
dissatisfaction with the province's ports of 
Dumaguit and New
Washington, 
and the port of Batan is also 
not well developed,

although it may have better potential for future development than
do the other two ports (at least, this was the view of provincial
government officials 
-
see Annex A discussion). Nevertheless, as
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shown in table 3.6, these three ports together accommodated nearly

100,000 mt of cargo, in 1992, with Dumaguit accommodating most of
 
the containerized cargo (more than 30,700 mt, of a three-port
 
combined total of 32,600 mt) and New Washington accommodating most
 
of the breakbulk cargo (nearly 50,000 mt, of a combined total of
 
approximately 67,000 mt). June was a peak traffic month for both
 
Pumaguit and Batan, with monthly index values of 155 and 158,
 
respectively, and New Washington experienced cargo traffic peaks in
 
May, September and December, each of which had an index value in
 
the 139-144 range. 

and 
Antique Province's on
the port accommodated more 

ly car
than 42,000 mt 
go port is San 

of car
Jose de 

go in 1992, 
Buenavista, 

with inbound traffic being approximately twice the level of the
 
outward moving cargo. During the LSRS 1993 surveys in Panay, the
 
port of San Jose was virtually shut down, while undergoing an
 
expansion and improvement project. The LSRS was informed that full
 
operations of the port would recommence before the end of 1993.
 

The port of Estancia serves far northern Iloilo Province,
 
i.e., the northeast corner of the island of Panay, and acts as an
 
alternative to Iloilo for the outward shipment of rice. As Table
 
3.4 indicates, nearly 24,000 mt of bulk cargo were shipped out from
 
Estancia, in 1992, and nearly all of this was molasses,
 
accommodated by trampers. The port also had a breakbulk cargo

throughput of more than 34,000 mt, fairly evenly balanced in two
 
directions.
 

Table 3.7 identifies 1993 cargo throughputs at Panay ports.
 
Cargo throughput at the Iloilo international port (RC-8) declined
 
very sharply, falling from a 1992 level of 760,000 tons to only
 
582,000 tons, a decline of more than 23 percent. Foreign cargoes
 
accommodated there declined by less than half that extent, however,
 
whereas domestic cargoes accommodated at RC-8 declined by 27
 
percent. A portion of this lost cargo was accommodated, instead,
 
at RC-2, where cargo throughput rose by more than 42,000 tons, or
 
10.8 p'rcent, from 1992 to 1993. At the quay up river (RC-3),
 
cargo throughput exceeded one million tons in each of the two ears
 
and grew by just 2.5 percent from 1992 to 1993. Foreign cargo at
 
Iloilo comprises mostly bulk fertilizer imports, and these totaled
 
490,000 tons over the two-year period. As a result of these
 
imports, fertilizer constitutes one of the principal commodities of
 
outbound domestic cargo, which totaled 243,000 tons during the same
 
two years.
 

Culasi Port recorded a 24 percent rise in cargo throughput

from 1992 to 1993, with shipments of fresh fish from the port

increasing by more than 50 percent, to a level of 34,550 tons.
 
Shippers at Roxas City, interviewed by the LSRS in October 1993,
 
did not fully recognize the extent to which they were increasingly
 
relying on Culasi shipping services for fish shipment, but Capiz
 
government officials reported the trend correctly to the LSRS
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TABLE 3.7 

PANAY ISLAND PORT 
CARGO TRAFFIC, 1993 

(In Metdc Tom) 

.. ..
............
... ....
fl..........."...

IILOILO-RC 2 

9, 1 14,x s.*:] :. o z46
- . ....... j:.27 14
Dongte.....,1.....[-1e 72.a 32,321 32,293 29.123 39,519 25,811 29,6 32,862 43,0 44, 75 54,948 4,556 442,443c -~ _ 	 36,V1

Ilnboumd' 8,3V3 15,611 12,941 11,9 7 0,181 15,553 16,783 17,671 22,232 13,591 29,854 31,706 21,527 13,4 

.. . ........ 2,02 2,. M 21," 2,4M6 1,22 2,629 2,M2 :11,34 3,68 4,479 4.4 7,012 41,.MI 3,4 

-
24,0 180,00 ,0n- . . .9 16,0610,00 9 16,894 13,02 14,151 14,277 18,549 14,12 24,90

IOubound - 14,045 15,706 19,352 17,1510 19,335 11,156 12,576 15,191 21,5761 25,594 25,094 22,843 220,916 18,4 
lekbl 1,587, 7,480 6,96 7,762 5,978 5,137 53,16 6,442 5,917 8,320, 6,221 8,892 32,W1, 6,q4 

Corntaincrzed 5,458 9,5 12,3891 9.388 13,6 601 7,7121 8,749, 15, 17,2' 1,7 13,956 138,0531 11,N4 
tkznalltndas6 - l .6 7 0 :;72:..0~: t lt . 2 ± 

1ILA)ILO-RC 3 
DometicCar<o 19,394[ 30151 10,339 148[ 89,536 700665 14,006 7, 7 1 74,%6 04.830 1074 1,070917 ,175 	 89271 
IIhbocnd .,9L_13,110 46,237 48,617 46,740 47,435 ".313 41,982 39,740 34,707 41,146 51,713 51774 43A 

lreukbu& 34,940 40,371 41,893 47,821 44,466 43,224 41,34 33,742 36,405 31,158 39,318 48450 487,722 40,6' 
Contuinaeizd 2,619 3,141 4,34 796 2,274 4,231 3,079 3,240 3,3 3_549 1,98 3,%63 36,032 3,0 

Outbound 38,835 55,578 57,388 4,1722 43,90 41,081 33,62 42,114 38,99 39,59 53,6 4 55,M77 4,717 45. 

Breakbulk 36,059 49,540 52,7 43,921 41,9 4 37,979, 31,330 3,231 36,91 34,50 49,496. 52,W 39 3 41,1 
Contizd 2,776 6,038 5,051 1,301 2,514 3,102 2,532 3,35 2,381 5,2901 4,18 53,21 . 42,764 S 

ILC LA-R 	 -8 

o 	rg Tbrou put 19,594 61,94 49,193 316 53,7334 _ 9W 34_ ,117 6 4,0 0 41,4 5802,62 48,5! 
146 14,2U8 217,17S 1 

Dpouettc cargo 19,594 30,251 20,0 10,118 14,2U 2,546 17A7_ 16400 12A 17,741 
SIbud12,219 13,110 12,037 41,940 8,294 1231 10 55 !10 8,V 8" 6,86U 114A40 9,51 
Brekbuk3,474 . 3 4,413 1,335 32 6 1 567 4 , 3 750 49,51 4,11 
Bulk WO__80c0 WO_ 

Contintrized 8.745 6.475, 7.624 3,05 4,89 6.210, 4,02 5.M 1 33110 2,867. 5.199 6.1131 6j799 5,31 
Outbound 7,375 17,141 8.029 5,173 6,004 12,815 7,053 5,479 6.94 9.545 10,277 7,4W 103,035 8.5[ 

Breakbulk 737 9X29 2,271 1,149 2,543 6,516 2,1' 1,130 3,92 1,702 4-W4 1,102 37,213 3.1c 
Containuized 6A538 7,922 5,758 4X09 3,456 6,2M 4,140 3,01 7M63 5,733 6,298 65t917 M,41 

Foreign 	 31,693 294127 26,798 39,445 23834 11-..) 41,808 35,45 23,500 ,43 43,4 M%5446 304I 
I or __ _ __ _ 31A593 20,2G9. 26,79.- 39,445 23,334 16500 47,801 3.%3D 23,500 43,245, 	 48,046 356,2. 29,71 

Breeldrnlk 1,73~jl291 _______ ,71 - 5,317 	 1__________ 19,757 1,6 

Bulk 	 29,915 8,913 26,798 39,445 22,463 16,50 42,491 35,450 23,500 43.2451 48,046 336,771 29,09 
Export (Bulk) 8,913 _ 8,918 74 

Totwu (Brakbulk, Bulk, & 
Couftlrlxed) 19.594 61",4 49,.193 36,916 53,733 49330 3417 64,208 4a,090 41,241 61,91 2314 51n 48.. 

Bmktmlk 4,211. 17,632 17,975. 3,004 5,M94 14,408 7,856 12481 6,512 7,231 7,714 1,852 106,516 8,67 
Bulk 29,s15 17,8W 26,796 39,445 22,463 17,300 42,491 35,430 23,o 43,243 43,046 337,57n 2,13 
Cnrbftmnared 1,3sI 14,97 13,12 7,114 3348 12,u9 94 1 9,5W 61l2 1MM,0 10,932 12,416 129,M6 10,M 

CULASI 
DomelcCargo . 8,.943 11069 9.655 13,047 13,079 16,592 17.215 11,909 17,.3M 10,M 16453 13959 159,W 16 

Inbound 6.470 6.7 6.239 7.719 7,40V 8,280 9,8bJ 7,069 11302 5,5V7 9A5 t,757 95.57 7,.^ 
Breakbulk 3,910 5,471 4,389 4.915 5,703 5352 7.196 4,643 7,628 3,005 5,811 5,747 37 5,31 
Containcized 2,560 1,407 1,80 2,804 1.705 2,928 2,A97 2,2 3A674 2,M8 4,174 3,010 31,817 2,6 

Ouound 2473 4,191 3,416 5,328 5,671 8,312 7,322 ,841 5,330 5,34 6,468 S0 64,39 ._. 
Bmkbulk 2,150 3,320 2,32 3,113 2,943 4,9"9 5,537 3,55 3,3 2,930 3,185 3,053 4A67, 3,37 
CoUized 323 871 !,094 2,215 2,728 3,373 1,685 1 290 53 2,416 3,283 2.149, 23",2 19 

Toal (Brtakhulk, Bulk, & a _ __ _ __ __ _ _ _ 

t _, f".,d 11,069 9.65 13,047 13.079 16,592 17,215 11.909 17,M 10, 16,453 13,9391 1,96 13,33 
Breakbulk 6,060 8,791 44,711 8,023 8,646 10,291 l2,0 6,193 10,953 5,95 8,99 0,80 104,237 ,8 
Cont unazad 2,M 2,278 2,944 5.01V 4,4331 6,301 4,.82 3,716 6,179 4,9 7,457 ,591 55,74 4A, 

DUMAGUIT 

Domestc Cargo 3,044 2,647 1,849 2,388 1,773 918 349 918 783 927 1,631 743 17,975 1,491 
Inbound 1,849 1,328 909 986 847 454 69 231 407 426 749 404 8 9 7Z 

Brcekbulk 301 485 306 409 199 341 42 71 58 74 326 136 2,748 221 
Contalnaized 1I548 843 603 577 648 113 27 160 349 352 423 268 v 1 49. 

Outbound 1,195 1,319 940 1,402 926 464 20 617 376 So1 832 344 916 77C 
3reakbutk 339 71% 5s". 460 123 411 1351 110 239 103 442 105 3,372 3M, 

Contgnaflzed 856 33 3411 942 803 53 1451 577 117 398 440 2391 5,44 454 
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TABLE 3.7 
(cTAM 

PANAY ISLAND PORT 
CARGO TRAFFIC, 1993 

(In Meic Tom) 

SAN JOSE (ANTIQ _ _ 

Dooet C lg- 5,2931 4,W43J 4,517 5,033 4,4311 5,703 1,937 3,309 1,440 1,515 1,6,5 3,535 42,751 3,563 

lab~oud 0""lk) 3,497/ 2 V I 2,7W 1 3,1 959 1,264 27 2,3 3,131 2,673 1,408 742 2,4 27,514
("*bnumdh 1,811 1,423 1,720 1,926 1,46 2,572 973 6 175 107 943 1,099 1.237 1,27fl 

HSTANCIA 

Dometc Crigo 5.037 7.22 4,616 823 7.090 7,69o4,9 3.182 2.423 3,096 3.64 4652 61,586 5,132 
108=4 2.317 2,607 1,437 =235 222V 2.405 2,420 1.730 1.127 1.W1 1.802 ",2.353 24.1 2 2.015 

Brecku* 1,663 1,443 744 1,662 1,452 1,255 1,442 740 365 700 875 1,326 13,667 1.139 
Bulk 654 1.164 693 593 776 1,150 971 990 762 801 927 1,027 10,S1S 87611 

Outbuad 2,720 5,215 3,170 5,084 4,862 5,285 1,679 1,452 1,206 1,595 1,838 2,299 37,404 3,117 
Brakbulk 1,643 1,917 1,201 2,630 2,237 2.285 1,679 694 1,296 1,595 1,938, 1,799- 2W913 1743 

& 1,077 I 3,299 1,888 3.3451 2,625 3,000 - 758 - 500 16,491 1,374:! i~* i~iiiit 8* ]!! j:i~ ! iil:,iil[**:~ i :i5:i:i:i: !~ : :] :i:i .32i!!*4 :.:::.: ::
7

*:.:.:.:.::: .Ett::<::::.::.:.;s.i!] 

BATAN
Domsrle Cup 201 343! 714 1 750' 1.071 934 W06 646 527 366 398 7,637 636bbaomd (am 41 131 237 325 293 471 258 239 1941 229 169 92 2,669 222 

Obotid omkbtulk) 160 212 477 556 457 600 676 567 452 298 197 316 4.968 414 

NEW WASHINGTON - 
am e CArg 2,0651 5.05 3 1 551 W51 94 6.2= 6,593 3,973 5.9301 4.142 6,5-9 55,577 4,631 

boumd dmk) 1,010 4,790 2,A33 2,25P 3,743 3,2041 4,129 4,421 2,415 5.240 3,453 5,397 42,4P3 -341 

ouamd 1,055 24 624 6M 1,V21 7301 2,141 2,162 1,45.690 69 1,202 13,084 1090 

PANAYGRAND-TOTAL 
Otd cargo Togqa1 t 142,944 224,672 209,519 192,921 216,158 200,635 172,754 207,73 196,914 182,910 239,586 254,1112,441,067 203,422 
Do _ _ __ _ _ 142,944 192,979 180,.92 166,123 176,713 176,801 156,254 160,065 161,464 159,410 196,341 206,13512,075,621 172,6 

Inbound 73,275 90,949 85,267 82,181 92,30W 93,786 89,388 86,937 84,38 76,085 96,:W9 109,71f 1,060_45 '-85,.37' 
Brakbtlk 5!0,858 64,840 f9,633 64,839 65.115 66,128 63,569 60,457 54,602 51,822 58,729 71,036 731.647 60,71
Da- 654 1,114 693 593 76 1,150 1,778 990 762 501 927 1,2-1135 943 
Comalneized 21,763 24,945 24921 16,749 26,418 26,503 24,041 25,490 29,017 23,462 36,614 37655 317,513 261465 

Ouibutmd 69,669 102.30 95,125 83,942 84,404 83,015 66,866 73 1289 '7,093 83.325 100,072 96,417 1,015,076 84590 
. eakbulk 52,541 74,1,42 68604 62,222 58,915 61369 49,91 53,722 53,36 50,314 67,555 70,074 722,575 60,215 
Bulk 1.077 3.,298 1.888 3,3.45 2.625 3,000 78 500 16,491 1.374 
contaknaized 16.051 24,%0 24A33 I.375 22, 1 18.846 16.,948 19.648 23.087 33.011 32.517 25.843 276,010 23.A1 

Ford_ 31693 29.127 26,798 39,445 23,834 16,500 47,808 35,450 23,500 43,245 48,046 365,446 30.454 
nmnt 31,693 20.=9 26,798 39,445 23,8341 1 %0 47,08 35,450 23,500 43,.45 48,046 356,528 29,711 

Breakuidk 1,779 11.201 1,371 _5,317 19.757 1.646 
Bulk _ 29,15 ,018 26,798 39,445 22,463 16,500 42,491 35,450 23,500 43,245 48,046 336,771 28,064 

Ezpa't @edmu ) ___ 3,913 ____ ____ ________ ,1 743 

& c a teEd) 142,944 224,672 209.519 19,921 216,158 200,635 172,754 207.973 196,914 192,910 239.56 2,54,161 2,441,067 203,42 
N ldk 103,399 140,760 148,466 127,061 124,033 120,668 113,417 119,496 107,99' 102,136 126,293 141,110 1,492,997 123,575 
bulk 1,731 54,77 11,499 30,736 42,W4 26,613 E18,276 44,23 6,2126 24,301 44,172 49,573 364,577 5 
Coobb..ird 37,814 495U5 4.4 35.4 49X91 ,34 40.90 44,138 52704 -M.4" 69.1311 63,498 593,531 4Q6 

Note :At Bera Oaly 
Som-ce :PM"f at Poa AnUM 
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survey team.
 

Negros & Siquijor
 

Table 3.8 identifies the cargo that was accommodated, in 1992,
 
at the three principal liner shipping ports of Negros Island, viz.,
 
Dumaguete in Negros Oriental, and the Negros Occidental ports of
 
Banago Wharf (Bacolod) and Pulupandan, on the island's west coast.
 
Cargo throughput at the Siquijor Island port of Larena is also
 
shown in Table 3.8.
 

Dumaguete accommodated nearly 347,006 mt of domestic cargo,

and had a very large imbalance of flows in two directions, with
 
nearly 257,000 mt being moved inward and only about 90,000 mt being

moved outward. Where containerized cargo is concerned, there was
 
a 4 to 1 imbalance of flows, with approximately 70,000 mt of
 
containerized cargo being shipped to Dumaguete, and less than
 
18,000 mt being shipped cut from the port. Shippers/buyers at
 
Dumaguete are cognizant of this situation, indicating that, whereas
 
there are some capacity constraints where shipping cargo to the
 
port is concerned, it is difficult to induce operators to provide

additional capacity when the cargo flow in the reverse direction is
 
so limited.
 

The west coast ports of Banago and Pulupandan accommodated a
 
combined total of 850,000 mt of domestic cargo, in 1992, of which
 
490,000 mt constituted inbound cargo, and approximately 360,000 mt
 
of cargo was shipped from the two ports, which is an inflow-outflow
 
ratio of slightly more than 4 to 3. Containerized cargo at
 
Pulupandan was fairly well balanced in two directions, but at
 
Banago the inflow of containerized cargo was nearly twice the level
 
of containerized cargo outflows (210,000 mt as compared to 112,000
 
mt).
 

The port of Larena accommodated nearly 43,000 mt of cargo, in
 
1992, slightly over two-thirds of which was shipped in the inward
 
direction, and all of the which was breakbulk cargo.
 

Table 3.9 presents the 1993 cargo throughput record for Negros

and Siquijor ports. Volumes rose considerably at the three
 
principal ports of Negros Island. The throughput at Pulupandan

soared to more than 416,000 tons in 1993, as compared with less
 
than 300,000 tons the previous year, an increase of 40 percent.

Meanwhile Banago, which serves nearly the same hinterland as does
 
Pulupandan, experienced a rise of more than 13 percent in cargo

throughput. Dumaguete recorded an eight percent rise in cargo

traffic. The rapid rise of cargo traffic at Pulupandan was due
 
mainly to an increase in sugar shipments from the port, as these
 
shipments totaled just 67,000 tons in 1992, and rose to 145,000
 
tons in 1993.
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________ 

TADLE 3.8 

NEGROS 	& SIQUIJOR ISLANDS PORT 
CARGO TRAFFIC, 1992 * 

(In Metric Tons) 

. . .:......N
,' .' . . ..	 OT A A 

DUMAGURTE 
Domesdi Carp 20,430 29,173 26,355 31,063 31,86 35,192 32,512 31,139 30-181 25,39 28,317 24.488 346,675 28,8X 

Inbound 15747 20 20,W6 ,417 24,277 25,280 19,654 23,512 21.245 19,712 22,246 19,40 256,782 _-_1,3 
Brakbulk 10,914 14 13.8a 18,440 17,058 20,139 13,405 17,730 15,199 13,667 17,470 13,651 166,471 15,535 
Cmilinuiwl 4,833 5 20 6,733 5,977 7,219 5,142 6,249 5,782 6,046 6,045 4,776 6,19 _70,31 .5,8 

6 6 46  Outbound 4,683 8,917 575 7,549 9,912 12,858 7,627 9,036 5,687 6,571 4,648 89,893 7,491 
Brekbulk 3.287 2,306 1541 4,871 2,386 1,835 3.903 2,182 1,348 3.187 2,698 1,929 31,473 2.623 

8ulk 494 5,45 3,112 798 4,095 6.125 7.429 4,257 5,.991 1,165 1,201 wJ 40,732 3,394 
Contakienzed 902 1,156 1.106 977 1,068 1,952 1,526 1,188 1,690 1,33! 2.672 2.116 17,688 1_474 

Frel 	 6,000 1_..........1,231 7_3.3 61
132 
Import ___ 132 1,2.31 733 1.6,00 

Bceokbulk 6,000 	 132 131 6,263 522 
Bulk 1,100 1,100 9 

Total (Breakhunk, Bulk & 
Co n inolzg¢ 20,430 29,173 26,355 37,063 31,.26 35,192 32,512 31,139 30,281 25,531 28,817 25,719 354,038 29,503 

Brcakbn. 14,201 17,242 15,404 29,.311 19,444 21,973 17,308 19,912 16,547 16,986 20,16k 15,711 224,207 18,684 
Bulk 	 494 5,455 3,112 798 4,095 6,125 7,429 4,257 5,998 1,165 -1,2011 1,703 41,832 3,486 

Col:::atimi 5V735 6,476 7,839 6,954 8.287 7M094 7,775 6,970 7,736 7,3801 7.4481 5,305 87,M9 .3 

LARENA (SIQUIJOR)
 
Dowtst Cargo (Beklmk) 3,467 3,3 3,7911 4622 4,083 4,173l 2,911 3,435 2,911 3,895. 2,W 3-7 42,712 3,559
hiuud 	 2,562 2,37 2,630 3153 2,M9 2,545 1,835 2,517 1,54A 2,722 1,666 2,477 2,97 -284207 

Outbotmd 	 905 94 1I61 1 469 1,544 Ijq 1,076 968 1,5 17 1,030 870{ 13,825 1,152 

RANAGO (BACOLOD) 
7amstic Carp 36,248 49,658 50,546 50,605 43,292 42,761 43,288 43,964 47,143 43,225 43,430 57,879 552,039 46,003 

_ _. _ _ _d 22,067 324 17 31,954 33,932 28,923 27,598 28,455 27,433 31,315 28,008 27,840 39,827 359,469 29,956 
PeahUktk 9,339 14.034 14,.374 14.959 11,810 11,737 11,906 1144 11,394 11,671 11,580 15,45 149,760 12.480 
Coalaklcdzed 12,678 18,083 17,55 18,973 17,113 15,861 16.549 15,985 19,921 16,3371 16,260 24,36 209,709 17,4761 

Choun4 14,181 17,541 18,592 16,673 14,369 15,163 14,833 16,531 15,925 15,217 15,590 15,052 192,570 1,4 
Breakj4,k960 7,042 6,11. 6,664 .507 7,117 6,s 6,R804 6,224 7,649 7,605 8,3.2 80,.47 6,712 
C9,221 10,49 12,477[ 10,009 8,862 8,046 8,325 9,727 9,604 7,68 7,985 9,700 112,023 9,33. 

'ULUPANDAN
 
)omcetlc Carp 29.7W"2 35,711 15,866 16,643 29..977 25,247 14.7b7 27,920 17,96V 25,251 27.404 31,454] 297,00 24,753. 
Inbopad 7,819 12,637 7,170 9,467 17.444 12,597 7.906 11.866 7,765 12,747 9.073 13,1001 129,591 10,799 

Breakulk 2,454 3,059 1,948 600 6,840 667 136 2,245 1,168 4,197 999 1,364 25,678 2,1401 
Bulk 2,475 3,2.2 2,312 2,320 780 2,000 750 36 ___ 1,100 2,770 17,805 1,4841 
CouL.wized 2,890 6,316 2.910 6,547 9,924 9,930 7,020 9,584 6,597 8,550 6,974 8,966 86,108 7,176 

Outbound 21,973 23,144 8,696 7,176 11,533 12,650 6,881 16,054 10,203 12,504 18,331 18,354 167,499 13,958 
Brikbulk 12,109 9,696 1,574 2,172 4,100 3,472 2,088 2,593 2,215 493 6,078 5,296 51,886 4,324 
Bulk 2,000 1,774 1,815 50 2,770 1,680 220 2,060 103 3,930 250 2,891 19,546 1,629 
Contsini!zd 7,864 11,674 5,304 4,954 4,663 7,498 4,573 11,401 7,885 8,081 12,003 10,7 6,07 8,006 

_ 2,594 _2,594 

lu~i Onkbulk) - - - -4 -2594 - .---..-.-.-.

cowa (DrekbR06 Bulk& 	 ___ _ _ _ _ _ _ __ 

CaU&"" 29,792 35,731 15,8W 19,237 28,977 25,247 14,787 27,920 17,965 25,251 27,404 
_ 

31,454 299,6-4 Z1974 
Rrakbulk 14.idS 127IV.-u I22 W,W 10,940 4,139 2,224 4,M39 3,VnK 4.6W0 7,0Y77 6,666 80,158 IS.80U 
But 4,475 5,036 4,130 2,370 3,550 3,68 70 2,096 103 3,93 1,350 
CIO,7ized 10,754 17,90 5,214 11,501 14,487 17,428 11,593 20,985 14,482 16,631 18,97 19,133- 182,17- 15,181 
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TABLE 3.8 
(Coatmcet 

NEGROS & SIQUIJOR ISLANDS PORT 
CARGO TRAFFIC, 1992 * 

(In Metric Tons) 

GRAND-TOTAL NEGROS 

Domcstc Cargo S9,937 117,943 96,558 102,933 108,178 107,373 93,498 106,505 98,303 97,770 102,347 117,168 1,238,516 103,2 

)InbOun. ... 
Bieakbu-k 

48,195 
25,319 

67,397 
34,416 

62,350 
32,815 

70,969 
37,152 

73,183 
38,247 

68,020 
35,037 

57,850 
27,282 

65,328 
33,941 

62,179 
29,615 

63,189 
32,257 

60,825 
31,715 

75,244 
32,950 

774,729 
390,796 

64,5 
32,5 

Bulk 2,475 3,262 2,312 2,320 780 2,000 750 36 1,100 2,770 17,805 1,4 

Containaized 20,401 29,719 27,223 31,497 34,156 30.933. 29,818 31,351 32,564 30,932 28,010 39,524 366,126 30,5 

Outbound. 41,742 50,546 34,208 31,964 34,995 39,353 35.648 , ,1N 36,124 34M581 41,522 41,924 463,77 38,6 

13--kbia 21,261 19.968 10.391 15.176 13.537 14,052 13.575 12.547 10.944 12.W02 17.411 16.447 177.731 14.U 

Bulk 2,494 7,229 4,0 848 6,865 7,805 7,649 6,317 6,101 5,095 1,451 3,494 60,278 5.0 

jContinrie 
Lrore0,594 

17,987~ 23,329 18.887 15,940 14.593 17,496 14.424 22,316 19,179 16,98 
132 

22AM5 21,913 
1,231 

22.5,778 
9,957 

18,8 
a 

lmport 8,594 
8,594 

-

___ 

. 
_ _ 

132 
132 ____ 

1,231 
131 

9,057 
8,857 

a 
7 

B. lk ... .. ___... 1,100 1,100 

Grand1-toaW (Brmakbufll._ 
Bulk & Contl- c ized) 89,937 117,943 96,558 111,5V' 108,178 107,.' 

___ 

93,498 106,0o1 91,30 97,902 
____ 

102,347 118,3W 1,245,473 104,0 

....... -. 46,580

1-4 -69 

54,404 

1.0.491 

43,206 

7,242 

60,922 

3,168 

51,784 

7.645 

49,139 

9.5 

40,857 

8,.99 

46,481 

.353 

40,491 

6,101 

44,691 

5.095 

49,126 

2,551 

49,520 

7,364 

577,S14 

79,183 

48,1 

6,9 

._n....e.38388 53.048 44,110 47,437 48,749 48,429 44,242 53,67 51,743 47,916 50,570 61,57 X1,906 49,1 

SExcluding the RORO ferry ports of San Carlos and Tanpl, and facilities other than Banago wharf at Bacolod 

Source: Philippine Ports Anthortly 
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TABLE 3.9 

NEGROS & SIQUIJOR ISLAND
 
CARGO TRAFFIC, 1993
 

(In Metric Tons) 

DUMAGUETE 
TetllCaP ruow 31,021 21,81 26091 34J6 29,120 34,301 3013 47,160 34490 27,522 29,038 31,350 375,473 31,289 
Damai c 23,7M 2A'55 2W0 33,357 28,949 334544 30,11I46,966 33,758 26752 28,035 31,281 362,739 30,228 

bmI 
Breakbulk 

17,357 
12,e31 

16,450 
11,671 

20.935 
16,672 

281772 
22,485 

22,90 
14,145 

27668 
19,455 

23,055 
16,730 

31,097 
24,282 

26,031 
19,768 

19,478 
13.855 

21,625 
13,451 

24,615 
16,780 

279,673 
202.325 

23-W 
16.860 

T. 2:0 IN 

Conarized 
Ouatboaa 

Dtaakdblk 

4,526 
6,435 
3,517 

4,779 
4,205 
1,444 

4,063 
4,W55 

974 

6,067 
4,515 
2,5 
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Cattle and carabao are being lifted by ship's crane
 
for loading.
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Adequacy of Appropriate Cargo Service
 
Capacity and Linkages
 

Shippers, buyers and freight forwarders of the Central and
 
Western Visayas had a number of complaints, 4n September-October
 
1993, in regard to the adequacy and appropriateness of liner
 
shipping capacity provided to ports of these regions. Shippers of
 
three of the four provinces of Panay expressed the view that
 
shipping services were not sufficiently frequent to meet their
 
needs, making it necessary for them to rely too heavily on Iloilo,
 
and entailing additional trucking cost to move their cargoes to
 
that port. Alternatively, they had to rely on tramper shipping or
 
on air transport. Even at Iloilo, some complaints regarding
 
capacity on one or two routes were voiced. Shut-outs occurred at
 
ports outside the Central and Western Visayas because of capacity
 
constraints in the inward direction to the Central and Western
 
Visayas. Shipping capacity in one or two directions between Cebu
 
and a few Mindanao ports was said, by some shippers and buyers, to
 
be inadequate. Finally, there were identified needs for additional
 
specialized capacity to accommodate livestock, vegetables, fruits,
 
and fisheries products. These several shortcomings are discussed
 
in the following paragraphs, first by major commodity and then by
 
route.
 

Major Commodities
 

Rice. The island of Panay is a major producer of rice and
 
supplies a considerable amount of surplus rice to Cebu, Negros,
 
Manila, Leyte, Samar, Zamboanga, Cagayan de Oro and Palawan. The
 
main gateway for interisland trade is Iloilo, with rice moved to
 
Iloilo Port from other provinces by road transport for shipment to
 
other islands. At the port of Iloilo, shut-outs were frequently
 
being experienced during peak months, since waiting time for space
 
allocation on the Trans-Asia vessel was about a week, while Aboitiz
 
Shipping had a preference for other merchandise during peak season
 
and was not accepting rice shipments. Large shippers of rice were
 
usually being given preference on other shipping lines. Shut-outs
 
of small rice shippers were especially common for consignments
 
destined for Manila, as compared to Cebu, because the potential
 
revenue "loss" from accepting low-paying cargo for long-distance
 
shipment was greater. For rice shipments, commercial shipping
 
lines were willing, in 1993, to accept only small volumes of 200
1000 sacks (10-50 mt) per voyage.
 

Shipments of rice from Iloilo to Samar and Tacloban were being
 
carried by chartered barges, due to the absence of a regular liner
 
service. In the case of rice destined for Zamboanga, shippers
 
indicated that the capacity of the vessel plying the route was not
 
sufficient to accommodate all demand for cargo services; the shut
outs that resulted from this insufficiency of capacity normally
 

78
 



meant a week's delay if the liner service was to be relied upon, so
 
shippers often preferred to aggregate their shipments and charter
 
a barge. According to one of these Panay rice shippers, chartering
 
a tramping vessel was cheaper whenever the aggregate shipment
 
exceeded 2,000 bags (100 mt).
 

When rice shipments from Iloilo bound for Cebu could not be
 
accommodated, due to insufficient shipping capacity on the route,
 
shippers sent them via Negros, together with consignments destined
 
for Bacolod. These rice movements were usually being accommodated
 
on wooden-hulled vessels. The rice shipments intended for Cebu
 
were then being transported by road across Negros Island and
 
ferried to Cebu, to arrive at their final destination. Some of
 
these ricu shippers expressed the hope that if rice were to be
 
reclassified as a Class C commodity, rather than as a Class C
 
(Basic) commodity, liner shipping lines might be more inclined to
 
meed the demand for service, since the charges they could then
 
impose would be higher. At that moment, however, rice shipments
 
were still being given low priority, since the liner shipping
 
operators were restricted to charging the Class C (basic) rates.
 
The Panay rice shippers felt, moreover, that additional vessels
 
should be deployed to serve the Iloilo-Cebu route in order to
 
accommodate, not only rice shipments, but other commodities which
 
were occasionally being shut out.
 

Inadequate capacity was also evident in the Iloilo-Cagayan de
 
Oro route, where shut-outs were also being experienced. The
 
shippers indicated that shut-outs of cargo on the Iloilo-Cagayan de
 
Oro route generally occurred during the rainy season, because
 
cargo-handling could not always proceed during that period, and
 
vessels might, then, need to depart before all loading/unloading
 
was completed. This circumstance resulted in failure to fully

utilize the route's liner shipping cargo capacity, so that capacity

that might theoretically be sufficient was not so in practice.
 

Aside from Iloilo, Davao and Manila also supply rice to Cebu.
 
From Manila, shipments were containerized and carried on regular

liners. Shut-outs of cargo usually resulted in three-week delays,
 
so shippers were resorting to giving bribe money to shipping line
 
personnel, so that they would be given a container allocation and
 
their shipment would be facilitated. According to some shippers,
 
two out of three shipments of rice from Manila to Cebu were being
 
shut out. Another reason for rice shut-outs at Manila was the
 
frequent late delivery, by shippers, of their cargo to the pier.
 

The cargo capacity of the Davao-Cebu regular liner service was
 
inadequate, in 1993, so that cargoes had often to be shipped via
 
Manila, which entailed an approximate doubling of shipping costs.
 
Moreover, small Davao rice shippers and their Cebu consignees
 
complained that rice consignments were not being given container
 
allocations, especially during the fruit harvest season in Davao.
 
At that time, there were virtually no containers available for rice
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shippers on route. shipper noted that
the A cocoa beans were
 
preferred to rice by shipping lines, since freight was ad valorem.
 

With the discontinuation of the services of Trans-Asia between
 
Cebu and Southern Mindanao, there was no longer a regular

passenger/cargo liner plying the General Santos-Cebu route. 
 Rice
 
and corn shippers,as a consequence, were using purely cargo

vessels, which implied longer delivery times.
 

Fishery and Marine Products. Shipments of aquaculture fishery

products from the Western Visayas to Manila and Cebu were mostly

comprised of bangus or milkfish. 
 Marine products included frozen
 
prawns, octopus, squid, etc., some intended for domestic
 
destinations, but with the majority being shipped for export. 
 The
 
products bound for the United States and Japan were transshipped in
 
Cebu and Manila. The majority of the shippers interviewed
 
expressed the hope that more direct calls of foreign vessels could
 
be made in the future, to eliminate the needs for, and the costs
 
of, transshipment. Although Iloilo Port can accommodate 
foreign

vessels, no foreign vessel with a direct 
link to Japan was serving

the shippers at Iloilo or other ports of Panay, 
since the
 
"threshold" cargo 
volumes required to induce the international
 
shipping line to call was 50 containers per week. Such a threshold
 
cargo requirement could not, in 1993, be met by shippers in Iloilo,
 
even by consolidating Iloilo shipments with shipments from the
 
other provinces of Panay.
 

In Panay, the major producers of fishing products were in
 
Aklan and Capiz provinces, and, due to the inadequacy of shipping

services in these provinces, portions of the production surpluses
 
were being transported by air. When large volumes were to be
 
shipped, however, the products were first transported by road to
 
Iloilo, and then were shipped out to Manila by sea. Shippers based
 
in Capiz noted that vessels which docked at Culasi Port did not
 
have the capacity to accommodate refrigerated vans. Volumus of
 
Capiz Province fisheries products transported by road to Iloilo
 
from Capiz amounted to 70 percent of the province's total shipment

of these products; 20 percent of the total was being shipped on the
 
regular liners calling at the port of Culasi; and the final 10
 
percent was being transported by air. The vessels that dock 
at
 
Culasi Port 
had very limited capacity to accommodate refrigerated
 
vans, so shippers suffered losses due to spoilage. Capiz shippers

believed that shipping fisheries products via Iloilo was the most
 
cost-efficient transport alternative available to them.
 

Shippers of fisheries products based in Aklan Province
 
revealed that the inadequacy of shipping services had greatly

affected the province's fishery industry, since producers had
 
gradually shifted to other commodities. The lack of interisland
 
transport had inhibited trade and curtailed their potential 
access
 
to markets. The losses incurred, due to the unavailability of
 
transport, were so high that the producers of prawns, fish
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products, etc. had decided to ship only to Capiz and Iloilo, where
 
processing plants were present and where the products could be
 
transported by road. A few Aklan producers had remained active in
 
directly supplying fisheries products to Manila and Cebu, as well
 
as for export; these Aklan shippers, however, were reportedly
 
relying mainly on air transport. Aklan officials and shippers
 
said, nevertheless, that air transport was not really an attractive
 
transport alternative, since cargo volumes had to be limited due to
 
limited air transport cargo service capacity and, more importantly,
 
the freight charges were much higher than were sea transport

charges. Consequently, the high landed cost of the fisheries
 
products, when they were shipped by air, largely counterbalanced
 
the service speed and product preservation advantages of the air
 
cargo option.
 

Shippers and officials of Aklan province maintained, further,
 
that the insufficiency of shipping services at Aklan ports had
 
greatly curtailed economic development of the province, as a result
 
of inhibiting access to outside domestic and foreign markets.
 

In contrast with the complaints of Aklan shippers of fisheries
 
products, shippers of these products based in Capiz stated that
 
shut-outs seldom occurred at Culasi Port, since outward cargo
 
volumes were low in comparison to inward flows.
 

Bottled Cargo (including empties). Bottled cargoes comprise
 
a considerable proportion of the commodities being shipped between
 
islands. Bottled cargo includes beer, softdrinks, liquor and
 
returning empty bottles. kegular liner services providing
were 

relatively adequate capacity for the links serving the islands of
 
Panay, Negros and Cebu. Shippers of beer and softdrinks also were
 
utilizing trampers/barges when distance between islands was short,
 
e.g., the connections of Cebu to both Masbate and Negros.
 

Food Products. Food products originating from Cebu for
 
shipment to southern Mindanao were frequently being shut out,
 
particularly to Dadiangas and Cotabato, since services to those
 
ports were not regular, according to shippers. The lack of such
 
regular service betvween Cebu and General Santos (after cessation of
 
services on the route by a Trans-Asia vessel) had compelled
 
shippers to utilize tramper/cargo vessels for shipment.
 

Cebu supplies the major portion of its food product surpluses
 
to Panay, Leyte, Samar, Bohol and Surigao. The shippers of canned
 
goods, frozen meat products, processed food, etc., based' in Cebu,
 
have stated that shipping capacity had been largely adequate for
 
most of the links, and shut-outs were not causing lengthy delays of
 
shipment.
 

Frozen chicken from Iloilo destined for Palawan was being

transshipped at Manila, and shut-outs were experienced, reportedly
 
due to overbooking. Overbooking was affecting primarily the
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shippers who delivered their cargo early to the pier. The

containers were received at the port and stacked until the vessel
 
was ready for loading. What usually occurred was that the
 
container on top 
of the pile was loaded first, although it
 
apparently was received last. Once the vessel full,
was the
 
remaining container 
vans were shut out. Another cause of shut
outs, as the shippers saw it, was that there was a general shortage

of container vans, even during the lean traffic season; despite the
 
shortage, the shippers noted, shipping operators were continuing to
 
accept bookings.
 

Large and regular shippers of food products, seemed (to some
 
of the interviewees) to enjoy preferential treatment by the liner
 
operators, and accordingly their cargoes were being accommodated
 
even during peak months of cargo traffic.
 

Lumber. Lumber shipments were originating from Mindanao, and
 
were distributed by traders in Manila and Cebu. Shippers in
 
Tandag, Surigao del Norte noted that the Tandag-Cebu route needed
 
more 
vessels. Shut-outs were being experienced almost every

voyage. The inadequacy of regular shipping capacity had forced
 
shippers to utilize trampers, even though tramper service 
was
 
frequently more expensive.
 

Livestock. Negros and Panay islands 
are major producers of
 
livestock. Although shut-outs of livestock shipments from these
 
island were seldom occurring, the livestock shippers noted that
 
shipping operators did not 
provide livestock container vans, and
 
that vessel space was not efficiently utilized. In Dumaguete, hogs

were being placed in ordinary vans, which were then stacked on
 
deck. The procedure might not be "healthy" for the hogs, but it
 
saved space. Other animals like cattle, goats and carabao were
 
just being loaded on deck until the space was filled up. Although

the shippers noted that sufficient capacity was being provided, it
 
was argued by them that more appropriate service capacity should be
 
provided.
 

Fruits and Fruit Products. Cebu-based consignees of fruit
 
shipments (from Davao) complained that more shipping services
 
between Davao and Cebu were necessary, since the services offered
 
in 1093 were oi 'y once a week. When shipping services were not
 
ava 
 able at Davao, shippers utilized trucking services from Davao
 
to ituan and then shipped from Butuan by sea to Cebu, with
 
shipping services being available on the Butuan-Cebu route 2 to 3
 
times a week. Shipping services from Cagayan de Oro 
to Cebu were
 
considered by the Cebu-based consignees to be adequate, while
 
services from Panay to Manila experienced shut-outs, causing one
week delays. According to a shipper, empty van repositioning

required some time, which caused the shut-outs.
 

General Merchandise. General merchandise shippers in Cebu
 
indicated that there was a lack of service capacity for the routes
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from Cebu to Surigao, Cagayan de Oro, Ozamis, and Tacloban. Shut
outs frequently occurred, indicating that the vessels serving these
 
routes did not have adequate capacity.
 

Products originating from Manila bound for Bohol and Dumaguete
 
were mostly grocery items, dry goods and genera! merchandise. The
 
consignees in Tagbilaran noted that, during the peak season,
 
container allocation was difficult to obtain. Shippers urged that
 
new shipping lines be franchised to serve the Manila-Tagbilaran
 
route, to end the service monopoly of William Lines. The
 
consignees maintained that the shipping operator did not have
 
enough containers to accommodate the volume of cargo offering. The
 
consignees also noted that overbooking in Manila was a perpetual
 
problem.
 

Consignees in Dumaguete suggested that capacity for the
 
Manila-Dumaguete route be increased. They recognized, however,
 
that considering that there was a large trade imbalance, with
 
limited cargo outflows from Dumaguete, the shipping operators were
 
likely to be wary of providing the desired increment to inward
direbtion service.
 

Hardware and Industrial Products. Shippers of hardware and
 
industrial products, based in Cebu, noted that shut-outs were being
 
experienced due to the low priority accorded by shipping lines to
 
some industrial products, especially industrial gases. In some
 
cases, however, shut-outs occurred due to late delivery of cargo to
 
the pier by the shipper. For cement shippers, chartered vessels
 
were preferred, since liner shipping cargo charges were higher. A
 
shipper of industrial gases noted that shipment to Bohol had not
 
been a problem.
 

Agriculture Machinery. A shipper of agricultural machiaery
 
based in Iloilo indicated that the absence of direct shipping
 
service to Mindoro was compelling him to ship via Manila. The
 
machinery was being transported by road to Batangas and loaded on
 
a RORO ferry vessel for Mindoro destinations. Services to other
 
ports of destination were considered, by this shipper, to be
 
adequate. Direct service was being provided to Davao, Cotabato,
 
and General Santos. Machinery destined for Ormoc, Leyte and Samar
 

-was being shipped via Culasi Port, while shipments bound for
 
Southern Leyte were being shipped via Cebu.
 

Handicraft. Native products complised the major portion of
 
outgoing shipments from Tagbilaran, destined for Cebu and Manila.
 
Since there was only one vessel a week plying the Tagbilaran-Manila
 
route, the products were sometimes being shipped via Cebu.
 
Although transshipment at Cebu was said to be cheaper, the shippers

indicated that they preferred to use direct services to Manila,
 
since they usually experienced damage to their cargoes when they
 
were sent via Cebu. The vessel bound for Cebu did not carry
 
containerized cargo, so that native products were being shipped as
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breakbulk cargo to Cebu and transferred to a container for further
 
transport to Manila. Even with the two alternatives for shipment,

the shippers complained of shut-outs.
 

Handicraft shippers from Capiz complained of dilapidated vans.
 
Although shut-outs did not usually occur, the condition of the vans
 
was detering shippers from sending their products.
 

Regular shippers in Bacolod asserted that shipping services
 
provided by the shipping line were adequate and very satisfactory.
 
Exporters had been accorded exceptional service and they were
 
assured of express service.
 

Furniture. Shippers of furniture for export, based in
 
Tioilo, revealed that shut-outs were occurring, since priority was
 
being given to perishable goods. Direct calls of foreign vessels
 
were desired by the shippers, since prompt delivery of the product
 
to the foreign buyer could then be assured. With needs for
 
transshipment, the unavailability of local vessels caused delays in
 
arrival at Manila. Hence, the cargoes were sometimes late for the
 
scheduled departure of the foreign vessel.
 

Principal Routes
 

Davao-Cebu Route. The Davao-Cebu route was being served only
 
once a week by a regular liner. The vessel plying the route was
 
said by the shippers and consignees to be slow, and always late in
 
arrival. Handicraft shippers and fruit shippers complained of
 
suffering frequent shut-outs. An alternative was to ship via
 
Manila, but this entailed double costs. Another shipment option
 
was road transport from Davao to Butuan, and then shipping to Cebu.
 
Many shippers argued that there was a need to add shipping capacity
 
on the route, since shut-outs were being experienced, especially

during the peak season. Container allocation was difficult to
 
obtain and delays were frequently experienced.
 

Davao also supplies rice to Cebu, Dumaguete and Bohol.
 
According to some shippers and operators, the shift of cargo

shippers to road transport will eventually cause further financial
 
strain on shipping services. Although demand for shipping services
 
was high, many shipments were being diverted, in 1993, to road
 
transport, since perishable goods like fruits had definite
 
schedules for delivery to the customer, in order that the quality

of the fruit would be preserved. When shut-cuts occurred, the
 
shipper lost two days in delivery of his cargo to the consignees.
 

Dumaguete-Cebu Route. The Dumaguete-Cebu liner route had been
 
experiencing stiff competition with road and ferry transport, and
 
shippers had been gradually shifting to the land/ferry transport

option. Based on the LSRS surveys, shippers contended that even if
 
freight costs by liner shipping were lower than the costs of
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trucking, trucking was still preferred since it was more convenient
 
and it offered direct door-to-door service. The elimination of
 
cargo-handling at ports, with the associated cargo losses, damage,
 
and the costs of handling, was seen by the shippers as constituting
 
another advantage of trucking.
 

Goods shipped to Dumaguete ivcluded general merchandise, rice,
 
corn and construction materials, while fruits, sugar and fertilizer
 
were being shipped from Dumaguete. Based on the LSRS surveys,
 
capacity of the vessels calling at Dumaguete was sufficient,
 
especially in the outward direction, and did not constitute a
 
problem. For instance, the William Lines vessel was large, with
 
two decks, but because of limitations of Dumaguete Port only one
 
deck of the vessel could be loaded there. This was due to the
 
inadequate length of the pier at the port. The vessel was being
 
loaded on one deck with the cargoes from Dumaguete and then had to
 
call at another port to be able to utilize the other deck before
 
proceeding to its final destination. Secondly, considering the
 
large trade imbalance at Dumaguete, operators were wary of
 
providing additional vessels. Despite this limitation, however,
 
the main complaint of shippers at Dumaguete was that general cargo

vessels had sometimes to be used, when passenger/cargo vessels were
 
unavailable for service.
 

Manila-Tagbilaran Route. Due to the large volume of cargo
 
from Manila destined for Bohol, shut-outs were often being
 
encountered, and delays in the arrival of cargoes had been a
 
continual problem. The shut-outs were usually attributed to the
 
lack of container vans, overbooking, and late arrival of cargo, all
 
at the port of Manila.
 

Iloilo-Zamboanga Route. The main problem of capacity in this
 
route was the size of the vessel that was performing services; it
 
was a small vessel and it could not accommodate the volume of rice
 
shipments offering. Shut-outs usually resulted in one-week delays
 
in the delivery of goods.
 

Cargo Service Standards
 

Major Commodities
 

Rice. The main sources of rice are Davao, Manila and Panay.
 
From Panay, most of the rice cargo was, in 1993, being loaded on
 
regular liners originating from Iloilo. Rice cargoes from other
 
provinces of Panay were mostly being loaded on tramper vessels or
 
barges, or were trucked to Iloilo for shipment. According to
 
regular shippers, delays in shipment were caused normally by
 
delayed departure and arrival of vessels. This situation was
 
especially being experienced during the rainy season. Rice shipped
 
from Manila was being containerized, but a lack of containers was
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frequently experienced due to the low demand for outshipment at
 
ports of destination. The allocation of containers in Manila was
 
being affected by the supply of incoming loaded containers. Since
 
demand was low at other ports, the containers were not immediately
 
returned to Manila.
 

Shippers noted that pilferage at Cebu Port was commonly being
 
experienced. Claims for losses were often difficult to obtain, and
 
shippers had to wait for a long time before their claims were paid.
 
As for damage, poor handling procedures were usually the cause of
 
breakage and wastage. To avoid pilferage and damage, shippers
 
preferred to use containers, but when containers were not
 
available, the sacks of rice were loaded on pallets. When
 
palletized, the cargoes were prone to pilferage and damage.
 

Bottled Cargo. Delays in shipment of bottled cargo were
 
being experienced only during bad weather. Small shippers
 
c-omplained of pilferage, due to manual loading and unloading
 
operations, and the lack of port security. Breakage was also
 
rampant and this usually occurred at ports. Sof-tdrink shipments
 
averaged the loss of one case for every 1000 cases. A shipping
 
operator stated that priority was being given to other cargoes,
 
since bottled cargo was prone to breakage. In Tagbilaran, more
 
incidents of pilferage occurred, than breakage, where beer
 
shipments were concerned.
 

In Dumaguete, shippers of empty bottles remarked that shut
outs were only occurring when the shipper was late in delivering
 
the cargo for shipment. Otherwise, demand was low for space
 
allocation.
 

Food Products. Food products are in most cases containerized,
 
and, for this. reason, problems of cargo damage and pilferage on
 
board vessels were seldom being experienced by shippers. However,
 
looters were characterized by some shippees as being notorious at
 
the port of Cebu since they were well-armed. Even the hiring of
 
cargo attendants was indffective in stop4rig the looting, and the
 
truckers were also harassed by the looters. Aside from pilferage,
 
breakage was common at Cebu, and usually resulted in cargo losses
 
of one percent. According to shippers, pilferage and breakage were
 
occurring when cargo was at the port. There was no reported
 
pilferage of canned meat products, but pilferage was high for
 
biscuits and baked foodstuffs, especially when cargo was delivered
 
ear'y for shipment at the port. In Manila North Harbor, canned
 
product shipments were losing 1-2 cartons (2 percent of volume) of
 
every other shipment; these losses were occurring at the Manila
 
container yard.
 

Delays in shipment were likewise being encountered, and they
 
were caused by the insufficient numbers of areastre workers and by
 
slow loading and unloading procedures. Another cause of delay was
 
the condition of the vessels being utilized by shipping operators.
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For instance, the vessel on the Cebu-Davao route was slow and
 
always late in arrival. On other routes, old vessels sometimes
 
encountered engine trouble, further delaying arrivals at ports of
 
destination.
 

Fruits and fruit products. A banana shipper in Davao, with a
 
branch office in Cebu, affirmed that ventilation on board vessels
 
was adequate for their banana shipments. When trucking was used,

there was not enough ventilation in the storage area at Butuan and
 
the company experienced 30-50 percent spoilage after the bananas
 
have been stored at Butuan for only two days. Moreover, in Butuan,
 
perishable items were being loaded first, but, upon arrival at Cebu
 
port, these items were the last to be unloaded. There was no
 
proper stowage in the vessel according to the shipper. Sometimes
 
the company was provided with defective containers, which resulted
 
in wettage of the shipment.
 

Fruit shippers in Dumaguete griped over shipping operator

policy of limited liability. Fruit shipments were always marked
"at owner's risk". The shippers contended that once products were
 
on board the vessel, control over their safety should be the
 
responsibility of the vessel crew. Incidents that occurred 
on
 
voyage were beyond the control of the shipper.
 

Livestock. Shipments of livestock dominated the Dumaguete-

Manila route, according to livestock shippers. The shipping
 
operator did not provide proper container vans to accommodate
 
livestock. The animals were instead being placed on deck.
 

Marine Products. Aside from prawns and crabs, another popular

fisheries product of Aklan was bangus, which was being shipped to
 
Manila aboard regular liner vessels. The boxes were susceptible to
 
pilferage. A shipper noted that professional looters sometimes
 
boarded the vessel and pilfered cargo shipments while on voyage.

Losses incurred usually amounted to 10-50 percent.
 

General Merchandise. Breakbulk cargo shipments of general

merchandise were said to be very prone to pilferage, but when
 
containerized, the problem lay with the unstuffing of the
 
containers. Accordingly, it was difficult to withdraw cargo at
 
some ports, since shippers shared containers; sometimes it
 
required 3-4 days before cargo could be withdrawn, particularly at
 
Ozamis.
 

Consignees in Dumaguete said that shipment delays from Manila
 
were being caused by slow loading procedures at Manila North
 
Harbor. Delays due to shut-outs extended from 3 days to one week
 
in most cases. Shippers claimed that constant follow-up was
 
necessary, to ensure that cargoes that shut out were
were given

priority on the next vessels.
 

As for damage, defective containers were usually the cause,
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since leaks allow water and dust to enter. Shippers suggested that
 
shipping operators should conduct tests, or institute inspection

procedures, to prevent the continued employment 
of defective
 
containers. 
 If operators cannot purchase new containers, at least
 
repairs should be undertaken.
 

Transport Equipm-.nt and Agricultural Machinery. The common

complaint of shippers of equipment was the pilferage of spare parts

and accessories, especially in the Cebu-Bacolod 
route. For the
 
Iloilo-Manila route, poor handling procedures were causing damage

to the equipment, like dents and displacements, hence reducing the
 
value of the equipment by 5 to 10 percent. When repairs could not
 
be undertaken before delivery to the customer, the equipment price

was being discounted or, even worse, shipped back to Iloilo. For
 
the Iloilo-Cagayan de Oro route, equipment containerized,
was 

thereby avoiding damage to cargo.
 

Principal Routes
 

Bacolod-Manila. A shipping operator based in Bacolod had
 
launched a program to improve service to shippers, particularly the
 
exporters of handicrafts and other native products of Negros.

Although the program was originally designed to benefit exporters,

the program had partly being extended to shippers of products for

domestic consumption. However, the improved services were confined
 
to Bacolod residents. According to the shippers interviewed,

shipping services had greatly improved and they expressed

satisfaction with the services provided. 
There had been no reports

of pilferage or damage to export cargoes. 
In the cases of domestic
 
shipments, however, theft and damage were 
still occurring, but the
 
claims of the shippers were being promptly processed.
 

Dumaguit-Manila. Pilferage of marine products had 
been
 
rampant on this route. Shippers noted that looters were on board
 
the vessel and theft occurred while on voyage. It was surmised by

some of the shippers that the vessel crew might be conspiring with
 
the looters since the operation was done regularly.
 

Charges for Cargo Services
 

Actual cargo rates being charged by liner operators serving

the Central and Western Visayas are shown in Table 3.6. The
 
official 1993 schedule of fork tariffs for cargo for the Central
 
and Western Visayas routes is presented in Table 3.7. A comparison

of the actual rates being charged by the shipping operator and the
 
authorized MARINA cargo rates for Negros Island 
indicates the
 
following: (i) in general, 
the rates which were being imposed in
 
Dumaguete adhered to the official rates, with actual the
rates for 
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Table 3.10 

Actual Cargo Rates by Route, 1993 
(biPesos) 

Sea Freight Per Weight Toin 
Connodity Cargo Route Per Uit (Pesos) (Pesos/w. ton) 

Bottled Cargo Cebu -Masbate 6/case (15 kg.) 400] 
Cebu - Talibon 3 /case 200 

Rice 	 Cebu - Manila 13/sack (50 kg.) 260 
Cebu -Guiuan 14/sack 280 
Cebu - Ganay 22 /sack 440 
Cebu - Borongan 18/sack 360 
Cebu - Catbalogan 6.40 /sack 128 
Ioilo -Bacolod 10.60/sack 212 

........................... 	lio..an..1 4 .
........... 	 .6 / a k 
Ililo-Manila 	 12.06 /sack 241.2 

Sugar 	 Ililo - Manila 16 /bag 320 
s .: ...-.......................~ : .......... ......... ........................._:.
.c _ _! ................	 _-.-.-----.6_ .A 

Sardines 	 Ceu-Manila 6 /carton (I I kg.) 545.45 

Hlaw Products 	 Cebu - Cagayan 90-110 /carton (20 kg.) 4,500 - 5,500 
Cebu -Iloilo 100-200 /carton 5,000 - 10,000 

Canned Meat 	 Cebu - Cagayan 4.80/carton_ 
Cebu - Dumaguete 7.20 /cartoni 
Cebu - Tacloban 7.20 /carton_ 
Cebu - Ormoc 7.20 /carton 
Cebu - Iligan 7.20 /carton 
Cebu - Bacolod 9.60 /carton 

.- Cebu- Surigao 	 9.60 /carton 

Marine Products 	 Cebu - Manila 1,000 - 1,200/crate (1ton) 1,000 - 1,200 

Dumaguete - Cebu 4.50 /chest (25 kg) 	 180 

Spare Parts 	 Cebu -Bacolod 159.23 /cu.m. 
Cebu - Tagbilaran 180 /cu.m. 
Cebu - Cagayan 143.30 /cu.m. 

Machinery_loiio -Puerto Princesa 600 /machinery 
Iloilo -Manila 530 /machinery 

Feeds 	 Cebu - Dumaguete 5.64 /bag 

-andlcraft Bacolod - Manila 	 4.00/kg 
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Table 3.11
 

SCHEDULE OF CENTRAL & WESTERN VISAYAS ROUTE CARGO SHIPPING RATES
 
(Effective January 1993) 

.......... TIk? ~A&Ai1 	 lB mLS ........ CLABS
 
..................... .......... , M .A. M...L, 	 A
 

CEBU 	 BACOLOD 163 161.15 208.53 128.90 166.80 104.85 135.70 93.20 120.60 
BACOLOD 	 1110m 24 96.45 124.85 77.20 99.90 62.75 81.20 55.75 72.15 
BACOLOD 	 MANILA 336 240.10 310.65 192.00 248.45 156.25 202.20 138.90 179.70 
BACOLOD 	 SIPAIAY 60 118.70 153.60 95.00 122.90 77.20 99.90 68.65 88.80 
BACOLOD 	 RUXAS. CAPIZ 102 143.40 115.53 114.75 149.45 93.30 120.70 2.90 1(7.30 
BACOLOD 	 ROXAS, OCC, MIN. 248 210.10 271.90 168.05 217.45 136.75 176.95 121.55 157.301 
DACOLOD CACAYAN 239 204.90 265.20 163.90 212.10 133.40 172.60 118.55 153.40 

ILRACA MANLA 207 196.50 241.35 149.15 193.00 121.40 1S7.05 107.00 139.60 
LBORACAY DUMAGUIT 44 108.80 140.80 87.10 112.70 70.75 91.01 62.90 81.40 
BORACAY ILOILO 142 149.05 192.90 119.20 154.30 97.00 125.501 86.20 111.55 
CAPEZ DUMAGUIT 17 92.15 119.25 73.75 95.45 59.90 77.55 13.25 68.9. 

CAPIZ 	 MANILA 246 208.95 270.40 167.10 216.25 136.00 176.00 120.90 1.6.4511 
RCAPIZ 69 160.80 99.40 128.65 80.80 1-04.60 f 71-851 92.951.OMBLON 	 124.25 

ICEBU AROROY 	 166 152.85 210.80 130.25 168.60 106.00 137.15 . 94.20. .2 
C U 	 BAGANGA 278 227.40 294.25 181.85 235.35 145.00 191.55. 131.55-- '" 170 -2 

CEBU _DAYBAY 	 57 116.85 151.20 93.50 121.00 76.00 95.35 67.55 87.411 
CEBU 	 BENONI 123 143.40 155.55 114.75 145.45 93.30 120.70 82.90 107.30 

IBIS11 	 243 20)7.7. 26I.1. 16.75 214.50 134.90 174..5 119.90 155.15 

_______ BORONGAN 224 196.30 24.00 157.00 203.15 127.75 165.30 113.55 146..9 

CfBU 	 BUGO 139 147.30- 190.65 117.85 15-2.0 95.85 124.05 85.20 110.25 
CEBU 	 BUI.AN 150 153.65 198.85 122.90 159.05 100.00 129.40 88.90 115.00 
CEBU 	 BUTUAN 149 153.10 198.10 122.45 158.45 99.60 128.90 88.55 114.60 
CEBU 	 CABALIAN 136 145.60 188.40 116.45 1!0.70 94.75 122.60 84.20 108.95 
kmBU 	 CAGAYAN 135 145.00 187.65 116.00 150.10 94.33 122.10 83.90 108.55 
CEBU CALBAYOG 120 143.40 185.55 114.75 148.45 93.30 120.70 82.90 107.30 

CEBU 	 CALUBIAN 97 141.55 183.15 113.25 146.55 92.05 119.15 81.85 105.90 
CEBU CARAINGAN S. 160 159.40 206.30 127.50 165.00 103.75 134.25 92.20 119.35 

IC'EBU CATARMAN 169 164.60 213.00 131.65 170.35 107.10 138.60 95.20 123.20 
_ __ -__U CAThALOUAN 127 143.40 15.53 114.75 141.45 93.30 120.70 152.90 107.30 
_ _ _ _ CATEEL 263 218.75 283.10 174.95 226.40 142.40 184.25 126.55 163.75 

jIEmU CAWAYAN 94 139.70 180.75 111.75 144.65 90.8S 117.60 80.80 104.55 
CnTU COTADATO 388 260.40 337.00 208.05 269.23 169.45 219.25 150.5s 104.85 

CEBU DADIANCAS 473 305.85 a^5.90 244.35 316.25 199.00 257.50 176.85 228.88 
-EPU DAVAO 	 428 281.80 364.65 225.15 291.40 183.35 237.25 162.95 210.85 

CEBU 	 DIPOLOG 111 143.40 185.55 114.75 148.45 93.30 120.70 82.90 107.30 
CEIU DU'MAAUErE 70 124.85 161.60 99.90 129.30 81.20 105.10 72.20 93.45 
CLU 	 DUMAOUrr 165 162.30 210.05 129.80 168.00 105.60 136.70 93.90 121.50 

OINOOOQ 144 150.20 194.40 120.15 155.45 97.45 124.50 86.90 112.40 

IGAN 145.00 94.35TCEU 	 135 157.65 115.00 150.10 1i22.176 53.90 108.35 
CEBU 	 ILOILO 175 168.03 217.50 134.40 173.95 109.35 141.55 97.20 125.0 
CEBU 	 ISABEL 44 108.90 140.80 87.10 112.70 70.75 91.60 62.90 81.40 
CK-T 	 JAGtNA 92 138.45 179.15 110.735 14.315 90.05 116.55 0.05 Itm1.60 

CEBU 	 IOLo 310 240.05 310.65 192.00 248.45 156.25 202.20 118.90 179.70 
CEBU KOLAMBUGAN 135 145.00 187.65 116.00 150.10 94.35 122.10 83.90 108.5 
CEBU LAOANG 192 177.85 230.15 142.25 184.10 115.75 149.80 102.90 133.15 
CEBU LARENA 66 122.40 158.40 97.95 126.75 79.60 103.05 '0,75 91.60 
CEBU LEGASPI 204 184.75 239.10. 147.75 19L25 120.25 155.60 106.90 138.30 
CEBU MAASIN 70 124.85 161.60 99.90 129.30 81.20 105.10 72.20 93.45 
CEBU MANILA 392 262.55 339.75 209.75 271.50 170.80 221.05 151.80 196.45 
CEBU MASBATE 148 152.50 197.35 122.00 157.85 99.25 128.45 88.20 114.15 
CEBU MATI 344 240.10 310.65 102.00 248.A5 156.25 202.20 135.90 179.70 
CEBU NEW WASHINOTON 183 172.65 223.45 138.10 178.70 112.35 145.40 99.90 129.25 
CEBU NASIPrI" 140 147.90 191.40 111.30 153.10 96.25 124.55 85.55 110.70 
CEBU NAVAL 90 137.20 177.55 109.80 142.10 89.25 115.50 79.35 102.70 
CE _U NONOC 117 143.40 185.55 114.75 141.45 93.30 120.70 82.90 107.30 
CEZU ODIONGAN 228 198.60 257.00 158.80 205.55 129.25 167.25 114.90 148.5 

CEBU ORMOC 65 121.80 157.60 97.4S 126.10 79.20 102.50 70.40 9120 

CEBU OZAMIS 136 145.60 188.40 116.45 150.70 94.75 122.60 84.20 108.95 
CEBU PAGADIAN 374 252.90 327.30 202.05 261.55 164.55 212.95 146.25 189.25 

CEBU PALOMPON 55 115.60 149.60 92.50 119.70 75.20 97.30 66.85 86.50 
CEBU PINTUYAN 93 139.051 10.00 111.25 144.00 90.45 117.05 00.40 104.051 
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Table 3.11 
(Continued)
 

SCHEDULE OF CENTRAL &WESTERN VISAYAS ROUTE CARGO SHIPPING RATES 
(Effecthve January 1993) 

CEBU 
CEBU ___.. 

PLARIDEL
.PULUPANDAN 

105
175 

143.40
168.05 

165.55[
217.50 

114.75l
1.34.40 

148.45
173.95 

93.30109.35 120.70J ...141.55 82.90J97.20 107.30f125. 

icE~u __ oxAs- 165 -5.3 210.05 129.80 168.00 105.60 136.70~ 93.0 121.50 
CEBU SAN CARLOS 134 144.45 186.90 115.55 149.50 94.00 121.65 83.55 108.101 

CEBUCEBU SlAN ISIDROSAN OSE (ANT. 75242 128.00206.65 165.60267.45 102.40165.2 132.50213.90 83.25134. 107.7017405 74.00119,55 95.7_j.. 15.70 

C.EBU
CE 

SINDANcIANQU. SIPALAY 140161 147.90160.00- 191.40207.0 118.30127.95 153.10165.60 96.25104.10 124.351134.75 85.5592.55 110.70119.71 
IICEBU POGOD 107 143.40 185.55 114.75 148.45 93.30 120.70 82.90 107.3 

CEBU SULIOAO13 3 143.40 18.55 114.75 148.45 93.30 120.70 82.90 1' 7.30 

CEBU TACLOBAN 1 176.10 217.0 140.5 12.30 114.60 14.35 101.90 121.80 

CEBU ARANCARLS43 108.20 140.05 86.60 112.03 70.35 91.05 62.55 80.95 

CEBTT 
CEBASI 

7AM ISfAlA 
ANOSEMANTLA 

22 
246 

212.40 
208.95 

274.60 
270.40 

169.90 
167.10 

219.85 
216.25 

138.2 
136.00 

17.1 0 
17.05 

12.00 
12.S5 

1.9.0 
15.70 

DUMACIUTE CAOAYAN 95 142.15 13.95 113.75 147.20 92.50 119.65 82.20 106.40 

DUMAGUIIrE DADIAN0AS 394 263.60 341.15 210.60 272.60 171.50 221.95 152.40 197.25 

DUMAOUEIE DAVAO 50 320.30 414.50 255.90 331.20 205.40 269.70 185.20 239.70 

DUMAGUETE 
DU ACUETE 

D] 4OLOO 
ILIGAN 

44 
85 

108.80 
134.15 

140.80 
173.55 

57.03 
107.30 

112.70 
138.90 

70.75 
87.25 

91.60 
112.90 

62.701 
77.55 

81.40 
100.35 

DUMAOUETE 
DUMAGUTE 

ILOILO 
MANILA 

154 
433 

155.95 
254.45 

201.85 
38.15 

124.75 
227.30 

161.45 
294.13 

101.50 
185.10 

131.35 
239.50 

90.20 
164.50 

116.75 
212.85 

DUMAO EI. MASDATE 253 213.00 275.65 170.35 220.45 138.65 179.40 123.20 159.45 

DUMAsUE1EDUMAGUETE 0ZAM SDPOLOG 83 132.90344 1208.0 172.003140.65 106.3S192.00 
137.6012.45 

86.45
70.75 

111.85
2220 

76.85
1.0 

99.45
771 

1UMAGUJM1X SAN CAR S 73 12.70 164.00 101.40 131.20 92.45 106.65 73.25 94.150 
DUMAGCUTE TADBILARAN 39 105.75 136.85 8.4.60 109.50 68.75 89.00 61.15 79.10 
DUMAGUETE __ ZAMBCANGA 184 173.25 224.20 138.55 179.30 112.75 14590 10.020 29 .70 

DIMAOULCM.AOAYAN 292 235.45 304.70 188.30 243.70 153.25 198.33 136.20 176.25 

ESTANCA ILILO 68 123.65 160.00 98.954 128.05 80.40 104.05 71.50 92.50 

ESTANCIA MANILA 288 233.15 301.70 186.45 241.30 151.75 196.40 134.90 174.55 

ESTAN"IA 
A'C-IA-

ODION AN 
.pLUPANDA.N 

127 
67 

143.40 | 
123.00 

165.53 
12 02 

114.75 
98.45 

148.45 
127.40 

93.30 
80.00 

120.70 
103.55 

82.90 
71.15 

107.30 
92.05 

ErANCIA SAN CARLS 75 127.95 165.60 102.40 132.50 83.25 107.70 74.00 95.75 

EsAGUcA 
ESTANCIA 

ZAMBOANGA 
COTA ATO 

314 
445 

240.05 
290.90 

310.65 
376.45 

192.00 
232.40 

248.45 
300.70 

156.25 
189.25 

202.20 
244.90 

138.90 
168.20 

17.701 
217.65 

fl.,OILO 
ETAN, I 

CAOAYAN 
.rAATO 

EM NCA UUFNDN 2-8 
379 

7 199.75 
2.60 
12. 258.50 

.0.75 
4 57.40 159.75 

2304.2 
98.45 206.75 

264..0 
127.4 130.00 

16..30 
230.0 168.23 

21.20 
7.0 115.55 

147.75
204.15 149.5. 

191.255
264.5 

ILOILO_ _DADIAN.AS 452 194.6 51385.0 235.40 304.65 191.70 248.05 170.35 220.430 

ILOILO DAVAO 562 353.43 4- .4 282.40 365.45 -5.029.6 2440 2 I. 
SLOILOIUGAN 202 183.60 237.60 146.85 10.05 119.50 15.65 106.20 137.5 

ILOILO MANIlA 340 240.05 310.65 192.00 248.45 156,25 202.20 135.90 1790 

ILOILO ODIONAN 172 166.35 215.2 3,5133.0 172.15 108.5 140.10 96.20 124.65 
IL O PO.P INCE.SA 30242 206.65 267.45 165.30 213.90 13.50 174.05 119.55 154.70 

ILOILO PULUPANDAN _ 25 97.10 125.65 77.70 10055 63.15 81.70 56.10 72.65 

ILOILO ROABLON 167 163.45 211.50 130.75 169.20 106.35 137.65 94.55 122.35 

ILOILO 
ILOILO,. 

SIPALAY 
TABILARAN 

65 
188 

121.0 
175.55 

157.60 
227.20 

97.45 
140.40 

126.10 
181.70 

79.20 
114.25 

102.50 
147.85 1 

70.40 
01.55 

91.10 
131.4.0 

IL L) L.MJSANUA 243 207.25 261115 165.75 214.50 M.0 174.55 119.90 155.15 
___ ___ ___ ___ __ DDMAGU T 127 143.40 15.55 114.75 148.45 93.30 120.70 82.90 107.30 

AONAAIO1.AO "A 
_ _BUTUANCA AYA.NMAASIN 

877265 
135.35126.10109.45 

175.15163.20141.60 
10.30100.9087.60 

140.15130.60113.35 
88.052.0571.5 

113.95106.1592.10 
7.3072.063.25 

101.3094.3591.10 

IAINA TAGBnARAN 32 101.40 131.25 1 81.15 105.05 65.95 85.35 58.60 75.85 

1liaRNA III AN 81 1.25 170.40 105.35 1.5 85.65 110.85 76.15 98.50 

ILAREA PARIDE 1 11.15 146.40 90.55 117.15 73.60 95.25 65.40 ,6 

.ARENA TA UBRAN 33 102.05 132.05 8165 10.65 66.35 5.85 59.00 76.35 

NEW WA 
ORMOC 

I1flNOTON ROXAS 
CALBAYOG 

21 
91 

94.60 
157.85 

122.45 
17835 

73.75 [
110.30 

•98.00 
142.70 

61.55 
89.65 

79.65 
116.05 

54.70 
79.70 

70.80 
103.15 

TAO_ _A___ CALBAYOO 171 105.75 214.5 132.55 171.55 107.85 139.6 95.90 124.07 

SURIOAO CA.AYO 193 178.45 230.9 142.70 184.70 116.1 10.25 103.20 133.55 
PULUPANDA ,ALBAA 353 241.70 312.75 1.€3.10 249.70 157.25 203.45 1 20.75 130.85 
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Table 3.11
 
(Continued)
 

SCHEDULE OF CENTRAL & WESTERN VISAYAS ROUTE CARGO SHIPPING RATES
 
(Effective January 1993) 

........... .............. . *t. c 1 iccM
 

P ANDAN ODIONGAN 184 173.2.5 224.20 138.55 179.30 112.75 145.90 100.20 129.70 
PULUPANDAN OZAMS 202 183.60 237.60 14&85 190.05 119.50 154.65 106.20 137.45 
ROXAS ROMBLON 68 123.65 160.00 98.95 12&05 80.40 104.05 71.50 92.50 
P.OXAS BATANGAS 87 135.35 175.15 108.30 140.15 88.05 113.951 78.301 101,30 
ROXAS CALAPAN 65 121.80 157.60 97.45 126.10 79.20 102.50 70.40 91.10 
ROXAS ODIONOAN 29 99.55 129.85 79.70 103.10 64.75 83.801 57.55 74.50 
ROXAS SAN OSE 45 109.45 141.65 87.60 113.35 71.15 92.10 63.25 !!:!!. 
ROXAS DALAIRCAN 129 143.40 185.55 114.75 148.45 93.30 I 20.70 U2.90 1 07.3W""I0 
ROXAS BALAACAN 107 143.40 185.55 114.75 148.45 93.30 120.70---2.9"1'1070 
SAN CAR.OS CAOAYAN 171 165.75 214.50 132.55 171.55 107.85 1 95.90! 1. 0-11 
SAN CA'IkLOS DIPOLOG 116 143.40 185.55 114.75 148.45 93.30 120.70 r.901--07. 0 
SAN CARLOS IUGAN 279 227.95 295.00 152.30 235.95 114..741.1 1 ,139019200 
SA1 1CARTOS MAN n.A 3.541 242.20 313.45 193.55 250.45 157.60" 20.90 140.05 .2.s 
T~DAP ..... k AN .................. 108 ..... . -. .- .......... in 

_CAGAYAN103TA6B .A-N 143.40 185.55 114.75 148.45 93.30 120.70 ......82.90 .... 107.3'0 
TAGBILARAN DAVAO 536 339.55 439.40 271.30 351.10 220.95 285.9 196.30 25.10 
TAGBYID.AN% ILIOAN 102 143.40 185.55 114.75 148.45 93.30 120.70 8,90 107.30 
TAOBILAItAN MAN4LA 435 285.55 369.50 228.15 295.25 185.80 240.40 165.10 213.65 

TAGDI_.__, OZAMis 143.40 114.75 93.30 120.70103 185,55 148.45 82.90 107.30 
TACBILARAN PLARIDEL 71 123.30 162.40 100.40 129.93 81.60 105.6-S 72.55 93.90 
TAGBA . .. ZAMBOAN-GA 218 192.85 249.55 154.20 199.60 125.50 162.40 111.55 144.35 
IAGBU..ARAN MASBATE 193 178.45 230.90 142.70 116.10 150.25 103.20184.70 133.55 
ITAGBILARAN CALBAYOG 171 165.75 214.50 132.55 171.55 107.83 139.60 95.90 124.05 
TAGBILARAN DIPOLOG 72 126.10 163.20 100.90 130.60 82.05, 106.151 72.901 94.35 

Source: MARINA (MeArdme Industry Anthertty) 
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PORT OF DUMAGUETE
 

Goats placed underneath the stairways and on top of 
containers. 
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route connecting Dumaguete to Manila, Dipolog, Cagayan de Oro and
Ozamis all falling within 5 percent below the fork tariff maxima

for those routes, and the cargo rates imposed on the Dumaguete-Cebu

routes also remaining at a little less than the upper 
limit of the
authorized rates; and (ii)operators serving the routes connecting

Bacolod to Manila, Iloilo, Cebu and Cagayan de Oro were 
likewise
adhering to the fork tariffs, with the rates being applied falling

within the official range, albeit near to the maxima.
 

Reportedly 
some of the rates being charged to shippers for
consignments of rice were above the stipulated Class C (Basic)

rates for the respective routes. For the Cebu-Manila route and the
Cebu-Catbalogan route, the rates charged for rice were equivalent

to official rates for the Class B commodity category. 
 For the
Iloilo-Manila route, the cargo rate actually being charged to
accommodate rice was equivalent to 
the official rate for cargo of
the Class A commodity category. Sugar was 
also being charged

according to the Class A category rates.
 

For the Cebu-Manila route, the rate charged for sardines was

60 percent above the authorized rate. Marine products shipped on
the Dumaguete-Cebu route were being charged 11 percent more than
the authorized rate of P161.60 per freight 
ton.
 

94
 



4. PASSENGER SERVICES EVALUATION
 

Introduction
 

The Central and Western Visayas comprise the principal islands
 
of Cebu, Bohol, Negros, and Panay, and a number of smaller islands,
 
including the island provinces of Guimaras and Siquijor. Adjacent
 
islands of the Central and Western Visayas have ferry service
 
connections, and all four of the principal islands are also served
 
by liner shipping operators, with primary shipping connections
 
being to Manila, and to the Mindanao port cities of Cagayan de Oro,
 
Davao, and Zamboanga. Cebu Port accommodates greater passenger
 
volumes than any other port in the Philippines.
 

The LSRS survey team conducted passenger surveys at the ports
 
of Cebu, Tagbilaran, and Iloilo, and at ports of northern Panay.
 
These surveys were supplemented by surveys at Manila on board
 
vessels destined for Cebu and northern Panay ports. The detailed
 
results of these surveys are presented in Annex B of this report
 
volume.
 

In this chapter, the LSRS first reviews the levels and
 
seasonality of passenger traffic at ports of the Central and
 
Western Visayas, and then discusses passenger service standards, as
 
those can be identified from the surveys which the LSRS conducted.
 

Passenger Traffic
 

Cebu
 

Table 4.1 identifies passenger traffic volumes, in 1992, at
 
five of the ports of Cebu Province. Only Cebu Port, of the
 
province's ports, accommodates liner shipping passengers as well as
 
ferry passengers. The table excludes the Cebu Province ferry
 
ports, of Carmen, Tuburan, Bato, Bogo, Argao, and Hagnaya. The
 
ferry ports of Bantayan and Sta. Fe are both on the island of
 
Bantayan, off the northwest coast of Cebu Island.
 

The passenger traffic at Cebu Port far exceeds the combined
 
volumes of all of the other ports of the province, although not
 
quite to the extent that Table 4.1 suggests, since fairly
 
significant volumes are not included in the table. More than 4
 
million passengers went through the port of Cebu, in 1992, nearly
 
evenly divided in two directions. As shown in the table, traffic
 
was much higher during the April-June period and during the month
 
of December, than during other times of the year.
 

Table 4.2 indicates much of the same passenger traffic at the
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TABLE 4.1
 

CEBU PROVINCE PORT 
PASSENGER TRAFFIC, 1992 

.otal passengers 332,673 294,271 279,758 409,938 482,881 482,408 270,514 265,775 299,409 300,253 314,359 410,123 4,142,M2 345, 

. Diembat-ed 166,035 147,256 143,451 211,101 243,680 246,012 138,550 140,763 152,757 145,670 159,235 205,2- .2.09r.73, 174, 
-i 
Embaked 166,638 147,015 136.307 1988237 239,201 236,396 131,9644 125,012 146,652 154,53 155,124 204,000 2,042,629 170, 
ge,,xonality IndexI 

Disubamed 95 841 82 121t 139 141 79 s0 87 93 91 117
 
Embarked 998 6 s 117 141 139 78 731 66 91 91 120
 

JTOLEDO
 
.Total ptmnenzez1 19.02S 21.600 18,768 27,832 22,512 23,188 17,088 17,064 15,912 16,200 17,760 20,59 237,544 19, 

Discmbadkcd 9,260 10.224 8.880 14,104 11,664 11,856 8,280 8,088 7,632 7,392 8,736 9,888 116,004 9, 
...bared 9,768 11,376 9,888 13,72 10,848 11,332 8,808 8,976 8,280 8,808 9,024 10,704 121,540 10, 

SeaSon1101 ndel 

46 

- ibrked - -- . 106... 92 1 121 123 6, 84, 79 76 90 102 

IL Embarked 961 112 98 1361 107 112 8782 87 89 106
 
STA_ FE
 

Totl pazen_ 10,228 r 1o3 10,16-7 11,817 11,608 9,9 10,974 10,661 10,828 137,505- 15,4021 10,104 14,550 11, 
b5,161 5,703 5.3791 -8,0 5,91 5.747 4,617 4.683 ,269 _15.341 7,394 69,720 

. Emb rked 5.067 5,470 4.7331 6.695 5M 5,861 5,176 5..21 5,705 5.320 5.403 7,156 67,765 5, 

~iqemhndcert R9 95 93 1.-A 101 99 53 84 91 92 91 127

I ked 97 851 119 10. 104 92 92 101 94, 96 127
FEmb 90 


"TUIJAY (MANDAUE)
 
Tot__p_____________267 4,
 

_..Dismebasled___ 164J 145 ___ _ _ _ _ _ _ _ _ _ _ _ _339 

Embaked J 1631 12225 
S stonality Index 


...... D ed........ ...... 637 31 
-

. .... ...... . . . 156 


Embarked 686 _14
BANTAYAN ~ - . L . 
lo.ts.p- -ner. . 1,950 .2,327 2,636 2,8m7 2.515 2,390 2,007 2.90 2,459 2,049 2,425 3,429 29,464 2, 

Disembaked,054 1,198 1,308 1,506 1,114 1,299 953 1,299 1,343 , 01 1,237 1,582 14,974 1, 
Embaked I 896 1,129 1,328 1,381 1,40,1 1,091 1,054 1,091 1,116 968 1,168 1,547 14,490 1, 

baed 84D 3 96 105 121 9 104 76 104 I0 67 99 127 
li Em.b.uked 74 93 110 114 116 90 67 90, 92 60 96 153 

'RAND-TOTAL CEBU . .... ....... 
Total passenger 364,206 329,6381 311,329 456,059 519,725 519,594 29960 295 333 328,754 329,163 345372 440_694 4,547.49 3T84

ft Dis-mbarked 181,674 164.526 159,018 235.418 262,349 264,914 132.600 155,036 167,001 159484 174,633 224,087 2 .740 190. 

-. .barked W2.532 165.112 1M.311 22,641 257376 254.6W 147,tr2 140.297 161.75 1 .679 170.739 224.J7 2.246.729 I7,
 
[Seasonallty Index _ _
 

Dis 95 6 93 123 137 139 8 #1 87 83 91 117
 
iiiEmarked 917 61 81 1t6 1371 135 _79 75 66 911 911 120, 

Ports of Carmen, Aro, nato, San Sebatufan, Tubiwma, Dogo, and San Remiaio, aolof wlih accontraodate a tevotanms of pastmger bafc arenot
 
shown on the table, a monthly &alflc tnformntlon conud not be obtained by fhe LSRB.
 

Source :Philippine Ports Autholity 
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TABLE 4.2
 

PASSENGER TRAFFIC AT CEBU PORT, BY ROUTE, DIRECTION &VESSEL, 1992
 

RIC DEST VESSEL NAME JAN 1°FEB MAR JAPR MAY JAUC NOC D AVE. 
E U .d. OUR LAVY O' FAIMA 0w3 129 1 46W 94 283-253 __ 

Total 3 _7129 T137 47 994 216 179 15 11 3 I-8i ..... 25a 

SCEBU OURLADY OF FATDIA 292 147 177 S00 798 196 157 97 143 176 27 31 2M 
TOtal 2m2 147 177 50 798 196 157 97 143 176 27 31 

BMW 3,a3 373 -- ff 2,301 - f-- 4 .---cEo I' DO7NAT.u= 3 4,M21O 379 -5f'9 
rNA1PIT PRINCESS -4,3I4 68 2,26 4 3, U 4 1,761 -- W6 

- U W./ L~OUThD 2,72') 1,71 2,6). T.137 3,53, T.,42 ',989 1,716 m-2[] "'" ... .. i ..... 

_ _SUUAO PRINCESS 998 2,975 1, 7..... 
Total 10.37 6,854 P,463 10,106 12,192 10,028 4.604 3,175 3.584 6,010 4,969 10,614 7,6781 

~~~~~~~~ n O --- .. .. . ............SJ 

-EU - -DM5- S 
DOALILI 1.371 4,585 3,634 4,107' 399 3,31 2, 1,5 1,077 2,4 2,33 -r . .. 

- SIVIPMCE3S 1 I -63N92 -rawi~ 11,-592 --- 7,130 9,305
OUR_ ,33 4,54 ,4 1,93 1,5 - 19 -, .. 795 972 
-s-uRudO PkINCESS - ,KU 10,022 4,525 

Total 17.177 13,181 16.398 16.557 24,499 17,222 4,378 2,921 3.206 4,765 10,258 __11,46..1,876 

UG E CBBU PRINCESS - 13 0 2___....2. ...T ota3 3 I0 2 . .... ... . ..... .............
 

( ~Yo ~ ~ ~ ~ ~ ~ ~ ~ ~~ ~~~.. ...... 1 .. i -- i...........-2 ....
 

Total 2 3 8 6 729 1 14 S 2 46421 

ILn"E'I,P .,L' f"I . -4,4W 488( 6,349 ,0 4,8M 3,75 5,.W4 -- 71,T-1c- (,B.... .......

A. AIA A - 4,___ 6O 4,W0-4 , __N,_ - ,1 Si0" 452 "-----'- .......... rAOGA -T,,1 7 -- ", -4-56 -- Y116 -"TS - 7--- 3 4 .--.- . 28. 

OUR LADY o GUADALUPE 1,7T3 ,o3 2,67 3,441 3,900 2,359 U& 1,W7 -1,32 1,96 1, - ,4... 
Total 16,098 12,658 14,126 17.747 19,697 15.272 12,246 15,011 -14,147 16,832 14,517 17,89 1.I5,511 

AS.IA TLILN .340 -75M 3,737M 4,6 M -SW1 -- 5,276,6--q ---- 7( --- 47 -6M6JgMY4 

CAUAYAN PRINCESS 3,79 2,5 ,44 4,3i 1,275 78 I47G -4--45,449 2,5LADY o -UR ALUE 2,-09 3,880-f,09-5 3-,22n -4,02.2 -2,014 94W-1.-792--I --- A.91---l|....37 .... 
Total 17taS 13,440i W1,38 -1-9W8 20,929 15,094 i2,218 "-l'4,-) 151 16-,073 - -5--,-6Z2- TB 

CEBU CTBG (N CALVINO6 -u --- -T 2f 6 87 21 24 48 49 34 36 
Tot,, 6 - *23 60 87 21 4 49.f 

........... K.:::O: 2;. 1 75 16) *17 . 47 :2; . - .T . ... ..

~?F -dEW MON CALVINO - d 17 75 ---W3 T ~ - ~ . 4 9 

Total 22 --T1 75 161 173 - 147Y 2. 38 53 6 . . . . 

UDZA MU PHILPPINEPPIqESS -5-Total S ______ __ "il 

EU~ i I DON, I N .2.3. 1,41 .. 731 ... I...7 ,oB 1,E0. 1.2 -.- - 4 6.........
 

FERRi T 16 I..DUMA ur PRY 2jZ 1-9- IX 1 65 0.45 884 
OORICH 1,754 2,0 1,918 1,925 1,472 1,902 1,812 2,282 1,937 2,162 2,467 1.201.............. 
- ULAWAN 1,ERRY 2.278 2,W 2.865 2,219 2.545 2.03 70 1.1-W 1,709 2.026 2,123 2.190 

To73 71 7,2 67 717 ,782 4' , , ,2 -

D----:*:-"*:D':*::*:"T* 24 C:.O65 963. 4 ,. . ....... .. .
.9..7 . . . .... 

-- ~- F -- f. f -- W!). t,4 2,1o2 :.,p1).2)24 993iGEORIM 1_,18__--- 2f 674 837 __8 -. --.- . ....1_. ...... 

PULAWAN FERRV 2613 2.107 2.7211 2,318 2141 1,799 144 2,659 2,356 1,835 1,828 2,361 
Total 6,80 5,351 7.500 5,705 6.325 8,121 3.321 5,545 4.554 3,414 4.697 3,13 5.371 
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TABLE 4.2 
(Continued)

PASSENGER TRAFFIC AT CEBU PORT, BY ROUTE, DIRECTION &VESSEL, 1992 

RIC DEST VESSEL NAM JAN FEB MAR APR MAY JUN JUL AUC SE OCT NOV DEC AVE. 
110DNVIC IORIANO - 711 7 785 - -I 1 731 .-

I -

1 
v--.----. T, 

Total 

u42 
u5 

4,013 

466 6(m
887TWs 

2,826 3.925 

864 
.1 

3.630 

845 
1 

4.020 

940 -894
19 _- 91 

6,102 7 

808 __
233 -2T1 
3,.W4 3,163 

---Wi
TWs 
3,278 

3__D _
-TW T1 
2.351 2,565 3,51 

-----......
----..------ .. -f l I A --3 ...i ..f, i 08 ..K -14 ..I5 ......
 
ot Wi 1 - b 1~ 4 1F~ 703~ 

IOEORICII - -- - [ 2.9'4,69-- b2 -f.265 _ f.!r5i 1'z4- n TitIi;IAo F I 
-... ULA.WAN PERRY . ....- 1' 76MM7 ,064- 831 1,202 8( 617 1;57 949 920 W5 1,019 

CDVIO DAVAO PRINCSS 

I! ,w ,T"' 2"49 363, 219 210 201 4,,40 
......... ..... 

........... - - -I.. I........-------.. ----- . 

PRINCESSrVAO DEUiAVAO 1 

ZETRANSPORTu _ -1___ __ 

MANHmA PPJ14CltSS_ - 28-I 323 _329 310 363__
I SLCON.-lYb 3 6 4 S-
I UL~i.O O f ~ ----- --- -- - l ___ _ 3i~__3T ~ __ 

" Total 120 20 270 532 182 244 336 _34 317 369 5 228 
...------ " 

... .. ......... .To.. -..
 

~~.. ..l[ i ~~~~.... ..... I.I o .........~~~~ 
CEB ETC Ah1 RLTVE---[l~~~~~~~~... a 2 j.... ....................
 

. .. . . . .
 .. .. . .. .
 
4Total 6 9 0-'i~~ ....... .. ........
 

A 3.7 .1 ,7 287 ,0 ,_ . .__.........RK TP . ,3 
-

,83 62 ,1 
-
,d 

.t~A.(~.iW~..1.h - 

. -..
.
 

............. L ' ,50 18 4 2,0 ,25142 .1 I 2 18 8 I.9 0 1,9 ............
,1
 
I- UQIlAN It£Y 4,.268 ,959 4,8 4,023 2,4 2,6 1,471 3,73k 3,5 2,089 4,02
 

.. :::! :: _......: :....:..:.:::.._
-ii : .. ....... ::l :._ _ . !:'.:.............J _ :-..
..:::..:.:i:, 
06-T S3M U8 2, 7' SlM 5,30 4.47 2T,2 __3W, ___TM2A97930
TACLOBIMTW
 

i-...I.IGAN CrTY 4,0269 32195 4,959 4,46289 , 2A4 2.M 3,676 -3-0M 232W 2,08 4,025
 
OCMIETA M1748
I . 2,420 2.4961 2_---145 2,04 1,x~-fT72,2 2,872,.62-9139
 

l-.........----..........-O 4 t0 4
-- - T 


MISAMIS OCCIDE2AAL 2420 1-788 iu7 -- Z-, --T~ 2A12 2-08 

J1_ - -- T 1ORE 1,4 ,-[M5 9a_-Wfl ____ 

Total 769 91 1,3 1- 1.883 1,143: m I9,Im IM 81 1.917 1_.3U 

- C ABOITZ SUPERFERRY-I 414
 

- .- . l f1 A_ 9 1,211 1,165.. 1,1' 2, j " _ -1 49 2,7 1 1W
SI .........L I .. 22 30__- -- I 
M-AlAPHII- -,1-- _o -

. I , Total W9 1,2 1,16S 1,818 2,M) 128M 9F 1s 28 878 i,81 1,48 

.. . Tot - - - - - - - - - - - - ..- - - - - - - - -.. 
_..............-...-....
 

,---" " PRINCESSNYA ___1,4 
.... SURIGAO PRINCESS 2M-


Totel 1.b7 254- - 
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TABLE 4.2 
(Continued) 

PASSENGER TRAFFIC AT CEBU PORT,BY ROUTE, DIRECTION & VESSEL, 1992 

RCDEST I VESSEL NAME JAN FEB MAR APR MAY JUN JUL AUC SPOTNOV DEC AE 

rr- I 
....................
 

~ ofiERR ------------- - .

-"~~ ~ ~ ~ ~ - . ......r- 0--.'_4 -- ---- +I..-----
-- - ......
... -... 

C.FTU- £U7.Y '.Y HELEN C -4003~~O--X4~5~30 

4m ...... 325 37711TO- "--56 261 .. - -'.470 334 J 5 300 406 4991 765! 

383 275 410 491 334 . .2_. ... . ----. .22 . .529-. . ...... 
___¥ CE.BU LADY HELEN 

Total 383 275 410 491- 33 --- 323 274 31 422 9.. 751j 3q 

: x: :1, x. ~ .59.11.~ u..... i50400 
DN D-NVV_--I .... --- - _- - .r--...... -


OE~ER-. -DM -~ . 267 6-5 ...... . 'fewu~ 8 - 7 1 65 71..... 3 :0 86 
....... 267 77 6. fii1. . . . . . 

ZT- U -_,
a &- Lf- ON 199 71 23 
_Tot__ 199 71 23 -1 

AnSAF3DRUM 34 - i7 4 1 3w N9- 9. 7 1 5" 1 X3 ...................
- aA DO A ----. ...... 
- ........ 

___ ~Total 53.3 - _26_79 5----

ASIAr A PO RE 
324 575 8 __ 7-1 -- .... ,[....... 

TW53 34 7 5 34m 481 8s b 913 751 71 

R 9 UM-. ASARUNEI 973 761 *T 3,165 1,046 1,568 1,161 1i,4 -TIT. .. 1,791 1,767
7771 -.-- ..... 7 7. - .........--............ 


-moLoPNES 738 6 267. ..... 
-DAAOI SS 4__ 8,7012_96 __-__ 701 1,12,5 437 518 541 

- OCR LADY oF FA^ T - - 3 .. . ..............
 

SUGBU _4, _,137 16,73 20,114 17,639 8,421 13.781 13,7W 15,25 1679614_,_436 14,921 

S__I_O CONTA.IE - X11 ____ -1 - --. 
TACLBAN CIY -3 

Total 4 2 5 3878 47,4 33,W97 18,576 20,693 ff5= 203f 1, W _-2_f-

amv mU czaU PINCE 2 43 
DAVAO PRINl - A 

__ - LTA PRNCESS __7 ___.s 

RINMR2 -T7, 1 
- pm3 T .139 -1 2W 20.871 14J5! -rSJR4 -T-!o3T- 1.W "-K6...F, P '( S 9 -- -U61 

- 23 - i-M _igMANILAPRINCESS - T217 


OUR LADY'OF FAIM7

PRUIP PRINCESS 1 0,7.02,E64 TI T ,3 
MAU- -ffT44-9 -5W_T01- -16N -- Q1 -FT45 TiP" 17.6 

___SOOBU 13,142 14,419 "--1-66 -1-i -0 22,430 162,24 1~ 'I37 --i ,J9 16,116o 13,14"i 17.,086.... 

suLCON- X v 3 1_ 
- - o .XI 1i 3 2t'U oNTAIN :o 1 1 2 
__ _ _T.ACLOBANq C1 3".-1--.... 

Total 23.25285 T 44,753 31.2752 ,23 33,7T4 36.471 31,442 14,647 36,294 31,7435.1 ,02 42,868 

,'3W riz Y, o87' 3zI s~o+ /-3I .....3 -.......... 0...
JUF-~q-c 453 3 - -- ~ 

Toma 687 455 528 654 962 ,-1 77 4 - 38i 100 447 

___ ___ CMUU PRINCE 437 34W '581-60 -73 - 3S Y7 347 _
 
Total 437 1 9: 63 6669 Ml 73 5 379 347 40
 

m.voI NOWI; n~, U70 -Yi -31- 1 -,5-9m 1,0 

TOW ,--- 18.03,4 
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TABLE 4.2 
(Conflnued)

PASSENGER TRAFFIC AT CEBU PORT, BY ROUTE, DIRECTION &VESSEL, 1992 

lolC DEST VESSELNAM JAN FEB MAR APR MAY JUN JUL AUC SEP OCT NOV DEC AVE
VESE NAMEI INE. 

_ [ ELCANO --- -1t ffT§ -- "----4,K$5- 17,414-"W 109,W4 ...... - bI -I' .... 6Y _ 16,4M -'1', Tj11,47 

[[............. -- Te __- 20,35 15,2i5 5 5I,7, 21,14 216-01 317,0 ,5 17,44 17 W1741T0 I,
 
- - - ------------ 1 , 44, -, -4-I -- :
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TABLE 4.2 
(Continued)

PASSENGER TRAFFIC AT CEBU PORT, BY ROUTE, DIRECTION &VESSEL, 1992 
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port of Cebu, in 1992, but shows it by route and vessel. The
 
traffic shown in this table is not complete, however, as not all
 
liner shipping and ferry operators reported to MARINA on the
 
traffic they accommodated during the year.
 

The table reveals the fairly standard seasonality of passenger

traffic in the Philippines, with a pronounced travel peak during
 
April and May, extending into June on some routes, and a Christmas
 
season peak on a number of routes. As shown in the table the
 
Manila-Cebu route has the heaviest traffic of any route out of
 
Cebu, with a two-direction average monthly flow of more than 57,000
 
passengers. Two vessels dominated this route, in 1992, viz, the MV
 
Sugbu of William Lines and Sulpicio's MV Filipina Princess. In
 
1993, an Aboitiz Superferry was providing additional competition on
 
the route, and both William Lines and Sulpicio upgraded their
 
services, with the introduction of more modern vessels in 1994.
 
From Table 4.2, a very pronounced peaking of traffic is evident on
 
the Nanila-Cebu route, with the northward direction peak lasting
 
from April through June, and the southward direction peak being
 
just the two months, April and May.
 

As shown in Table 4.2, there were a number of routes
 
connecting Cebu to ports of northern Mindanao that had fairly
 
substantial passenger traffic volumes in 1992. These included:
 

- The Cebu-Cagayan de Oro route, with nearly 16,000 
passengers moving in each direction, in 1992, was being 
well served, in that passengers regularly had four 
vessels to choose from, and the travel peak was much less 
pronounced than the peaks of many other routes. Two of 
the four vessels serving the route belonged to Trans-

Asia, and. both Sulpicio Lines and Carlos Gothong Lines
 
had a vessel accommodating considerable volumes of
 
passenger traffic on the route.
 

- The Cebu-Ozamis route was also being heavily traveled, in 
1992, with only a moderate peak that caused no problem 
for passenger accommodation. This route had a two
direction monthly average traffic flow of nearly 27,000 
passengers, and was served by two vessels, the MV Iligan
 
City of William Lines and the Our Lady of Mount Carmel of
 
Carlos Gothong Lines, throughout the year. The William
 
Lines vessel, MV Tacloban City, was also employed on the
 
route for seven months, in 1992, including during the
 
April-May peak travel period.
 

- The Cebu-Iligan route experienced only a very moderate 
peaking of traffic, with an average monthly two-direction 
flow of more than 17,000 passengers, and with three 
ves,.'s providing services in each month of the year. 
Two of these vessels were vessels of William Lines, and 
they were competing with the Dona Cristina of Carlos
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Gothong Lines.
 

- Butuan City relies mainly on the port of Nasipit for the 
accommodation of the city's interisland passenger 
volumes, and two vessels of Carlos Gothong Lines were 
accommodating the majority of passengers traveling 
between Cebu and Nasipit in 1992. Sulpicio's vessels, 
the Nasipit Princess and the Surigao Princess, were 
competing on this route during several months of the
 
year. Passenger traffic on this route averaged nearly
 
20,000 passengers per month in 1992.
 

- Through the end of 1992, George & Peter Lines had a 
monopoly on the Cebu-Dipolog route. Four George & Peter 
vessels were serving this route, in 1992, and traffic 
averaged approximately 7,000 passengers per month. (The 
route includes Dumaguete as an intermediate port-of-call, 
and the passenger traffic accommodated on the Cebu-

Dumaguete leg averaged more than 11,000 passengers per
 
month in 1992.)
 

The liner shipping connections between Cebu and southern ports
 
of Mindanao have much lower passenger volumes, whereas cargo
 
volumes on some of these routes are fairly high. This probably
 
demonstrates a general preference among passengers to travel by the 
shortest route in terms of both time and distance, and to avoid 
lengthy periods at sea when other reasonably-priced transport 
options are available. Thus, some significant portions of the 
passengers accommodated on routes between Cebu and ports on the 
north coast of Mindanao probably have their ultimate Mindanao trip
ends in central and southern areas of the island. For example, the 
sea voyage distance between Zamboanga and Cebu is 252 n.m. , whereas 
Zamboanga travelers opting to leave from Dipolog have a 44-n.m. 
voyage to Dumaguete, where they have the options of continuing 
their journeys by sea (70 n.m.) or traveling by bus and Negros-Cebu 
ferry (which is considerably faster). Especially during periods of 
rough seas (about 40-50 days per year), the option of traveling via 
the Dipolog-Dumaguete route probably appears attractive to large
 
numbers of travelers.
 

Travelers wanting to reach Cebu from Davao have the option of
 
a 428-n.m. sea voyage, largely along Mindanao's Pacific Ocean coast
 
(where high waves are common), a 569-n.m. voyage via the Mindanao
 
Sea (where waves are generally less high than on the Pacific
 
Ocean), or travel by road to either Nasipit or Cagayan de Oro, from
 
which ports sea voyages to Cebu are 140 n.m. and 135 n.m.,
 
respectively.
 

As shown in Table 4.2, approximately 1,000 passengers, in the
 
average month in 1992, were opting to travel by sea in each
 
direction between Cebu and Zamboanga. The number of passengers
 
taking the direct sea voyage between Cebu and Davao averaged more
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than 500 per month in the southward direction, but not much over
 
200 per month from Davao to Cebu.
 

Besides the Manila and Mindanao north coast routes, passenger

traffic volumes are quite high on some of the routes connecting

Cebu to Leyte Island. As shown in Table 4.2, more than 33,000
 
passengers per month were accommodated by the two Aboitiz vessels
 
serving the Ormoc-Cebu route in 1992. Three Carlos Gothong vessels
 
were essentially competing with Aboitiz, by serving the Palompon-

Cebu route, and these vessels succeeded in accommodating more than
 
4,000 passengers per month in the Cebu-Palompon direction, in 1992,

but, according to the traffic information submitted by Gothong,

only much lower volumes in the opposite direction. Gothong's

vessel, the MV Don Calvino, reportedly accommodated around 2,300
 
passengers per month on the Cebu-Tacloban route. On the Cebu-

Maasin route, in 1992, Trans-Asia accommodated approximately 2,100
 
passengers per month.
 

The Leyte ports of Bato, Hilongos, and Baybay serve ferries
 
which operate to Cebu Port. In 1992, these ports accommodated
 
126,000, 133,000, and 96,000 passengers, respectively. Traffic
 
grew rapidly at Hilongos, in 1993, to reach an annual total of
 
nearly 189,000 passengers, a traffic level that was approximately

42 percent higher than the level of the preceding year. The 1993
 
passenger traffic levels at Bato and Baybay were 126,000 and 98,000
 
passengers, respectively. The combined 1992 traffic volumes at 
the
 
three ports was 355,000 passengers, and the combined 1993 total was
 
413,000 passengers, up by more than 16 percent from the preceding
 
year.
 

When all of the 1992 Leyte west coast passenger traffic is
 
added together, monthly volumes were around 70,000 passengers,

dwarfing the 2,300 passengers per month that the Don Calvino 
was
 
accommodating on the Cebu-Tacloban route 
in that year. The sea
 
voyage distance from Tacloban 
to Cebu is 189 n.m., whereas thle
 
route distances from the west coast ports range from 55 
n.m.
 
(Palompon-Cebu) to 70 n.m. (Maasin-Cebu). Just as the LSRS
 
surmises that the Mindanao north coast ports serve large numbers of
 
passengers traveling between Cebu and the central southern
and 

areas of Mindanao, it appears to be true that relatively few
 
travelers moving between Leyte and Cebu islands prefer the longer,

direct sea travel option in comparison with traveling to west coast
 
ferry ports and taking shorter sea voyages.
 

Table 4.2 indicates that the Don Calvino accommodated a
 
relatively few passengers between Cebu and the Samar port of
 
Catbalogan, in 1992. This low volume of traffic was 
due in part,

however, to the fact that 
this service was not a direct connection
 
to Cebu, but rather was a once-a-week extension of the Cebu-

Tacloban service to Catbalogan, The distance of a direct sea
 
voyage between Cebu and Catbalogan is 127 n.m. only, roughly half
 
the distance of the indirect service.
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Table 4.3 presents 1993 passenger traffic information for the
 
ports of Cebu Province. Passenger traffic at Cebu P'ort rose by 3.2
 
percent from 1992 1993, exceed 4.27 million in latter
to to the 

year. Traffic seasonality changed slightly between the two years,
 
as the month of April saw a reduction in traffic, by approximately
 
nine percent from 1992 to 1993, whereas the December 19.93 passenger
 
traffic was more than 13 percent above the level of 
1992.
 

Bohol
 

Table 4.4 indicates the passenger traffic at four ports of the
 
island of Bohol, in 1992. The combined volumes add to an annual
 
total of more than 1.3 million passengers, and the monthly average

in each direction was approximately 55,000 passengers. The Tubigon

and Talibon traffic comprises mainly ferry passengers between Cebu
 
and Bohol, whereas Jagna serves mainly as a jumping off point for
 
Mindanao, and Tagbilaran serves a number of important routes,

including connections to Manila and Cebu. The seasonality is only

slightly different from that discussed above for Cebu, as April

traffic is not substantially higher than the average month, and the
 
peak travel period is May-June and December.
 

Table 4.5 provides some route-by-route information on traffic
 
at the port of Tagbilaran in 1992. As shown in the table, the
 
reported traffic between Cebu and Tagbilaran was equivalent to
 
nearly 40 percent of Tagbilaran's total passenger throughput in
 
1992, as the latter is identified in Table 4.4. Seasonality in the
 
Tagbilaran-Cebu direction showed a pronounced peak in May, when the
 
index was 164 percent of the average month, but in the opposite

direction there was less of 
a travel peak, with the monthly maximum
 
reaching 123 percent of the average month in October.
 

On the Manila-Tagbilaran route, average monthly traffic in 
two
 
directions was approximately 3,300 passengers, and the route
 
exhibited very pronounced traffic peaks and valleys. In the
 
northward direction, the monthly traffic index ranged from only 25
 
in March to 166 in May and 175 in June, and in the opposite

direction the index was 
at 20 in March and in the 163-168 range
 
during the April-May period.
 

Table 4.6 presents information on passenger traffic volumes at
 
Bohol Island ports in 1993. Tagbilaran passenger volumes declined
 
between the two years by nearly 7 percent, whereas traffic climbed
 
at the ports of Tubigon, Talibon and Jagna.
 

Panay
 

Passenger traffic at 
the Iloilo river and coastal wharves and
 
at six other ports of Panay Island, in 1992, is shown in Table 4.7.
 
The RC-2 Wharf is the "old foreign pier", is on the coast, and is
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TABLE 4.3 

CEBU PROVINCE PORT PASSENGER TRAFFIC, 1993 
. . . . . ..
 .
 .. .. .
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TABLE 4.4 

BOHOL ISLAND PORT
 
PASSENGER TRAFFIC, 1992 *
 

TAGBILARAN 

-. o putp 
DisembarWe 

1 Embaike 

43.402 
23-W2 
19.U73 

43AM6 
21.314 
21,752 

29.9M 
14.6V1 
15,2951 

40.743 
25.3521 
23.3V6 

63.139 
31.84S 
31, 314 

53.743 
23,864 
29.579 

35.473 
16,373 
19.100 

~,•--.35,179 29.740 
15,24 13,582 
19.936 16J5S8 

-28.653 33.544 
13.W9 15.122 
15,356-1.4H2 

49.213 49'3,W04 
23.5-48 238,05825 5 -255.84o 

J.-*41.159 
19:31 
21.1 

Dauismobked 19 107 741 128 161 120 83 77 68 67 76 12 

JAnadd1JJAGNA 93 102 1210 14 140, 90, 94 76, 72 86 119 

Total puanen 
V.ebarked 

Embakcd 

23,3971 
11,085 
L".,312 

16,375 
3,754 
7,621 

.,86 
7.265 
6,541 

24,839 
12,733 
12,106 

33,681 
17,32 
16,355J 

28,818j 
14,3M21 
14,4561 

13,G21 
7.3071 
6X341 

14,753 [ 159M 
8,095 r 9,5041 
6,68J 9,8 

19,099 
10,561 

8,538 

20,621 
11,595 
9,026 

31,171 
14,837 

16.3M4 

259,101 
133,424 
124,7M0 

21,6001 
11,119 
10,AN 

__________ 

Dmb uked 
100 79 65 115 1561 1291 6 73 65 93 104 1)33___ __ 

TALIBON 
T talppuatp 

Disembakvc 
_ _ _ _Pzbakmd _ _ 

10,025 

5=__ 

I_4,65 

9,6251 7,71 9,576 14,99 1,W54 

4___ .66 -% 4 , 7,94 8,329ii_1 _ _1_X2 5,64 4.345 7=29 1025 

10,4441 10,903 

5.036 5,560 

-1
5,408 5.04 

5,2 l 

3,99 

_L_ _ 
4.23 

7,728 11,4461 

5.605 6,79 

_1 '_4,123 3.26 

14,7721 133,822 11,132 

7,431 6725 5,607 

_II -...E-_... 7,341 665337 5,543 

Dhantwked 90 9 9 93 137 149 go 105 71 64 16 133 

TUBIGON Eb~~_- -. j321 185 9 1 7 74 95 12 

"-totalp___m _ 

DMsemnbkd 
21.121 
15,032 

29.176 
15395 

27.239 
14,393 

34,165 
18,062 

51.55 
27,420 

44,272 
22.28 

29=253 
15,28 

26.613 
13.415 

3U.L. 
20,691 

33.740 
17,801 

37.3 0 
15,620 

47,6U6 
23.053 

42U.131 
222.151 

35.670 
18.3 

Inbaied 1339 13,77 128 16,103 24,135 21,954 1.32 13,198 18.20 15X,939 18,770 24,633 205,980 __17,165 
9- lndevDionbodW 91 83 78 98 145 120 _I_86 72 112 96 _ 101 ii_125 . 

Embu d1 76 go 75 94 141 128 75 77 106 93 109, 

GRAN)-TOTA OHOL =--

Total passengn 104,945 98,245 78,556 117-33 163,3M4 145,39 85,791 87,45 95,572 89220 103,001 142,1A2 1,315,061 10.9,589 
DlaclbarcdW 

Ernbuked 

55085

if49,857 
50,132 

48.113 

40,231 

35,325 

61,371 

55,953 

84,285 

79,099 

68,843 

76.554 

44,644 

44,147 

42,613~47,756 

4486 48,116 

45,264 

43,956 

51,516 

S1,435 

69,16 '9 

73,673 

660,91B 

654,143 

55,07, 

5451 
Disenbark 100w 91 73 111 133 123 vit 77 V7 la 94. 1.26 
Embarkad 1 91 ga8 701 1031 1431 1401 111 21 881 811 941 135 __ 

The LSRB could ino obtea 1992 tralftor the pwrt of UJb"j, ond thai post is cxckmd fra the Uble. 

Soame; Ph~Ippine Poets Azzhum* 

107
 



TABLE 4.5 

PASSENGER TRAFIC AT TAGBILARAN PORT, BY ROUTE, DIRECTION & VESSEL, 1992 
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_____ Total 3. 329 174 

__ _ __ __ _ 72 488 
GU=FLG Y 33 36 434 7242 

If ~so, . ........ .*. ~
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TABLE 4.5
 
(Continued)
 

PASSENGER TRAFFIC AT TAGBIARAN PORT, BY ROUTE, DIRECTION &VESSEL, 1992
 

ORI0 DEM" VLSSELNAME JAN FEB MAR APR MAY JUN JUL AUG SEP OCr NOV DEC AVY. 

M.NA TODL DUMAGU~rI IERRY 37 3
 
TOW 37 3 3
 

,TfBL N-A ; E UctY 1.709 2,437 478 1,5&2 3.133 3.297 1,675 1,341 1.814 1,504 1,48 1,743 
ToWl 1,7b1 2.437 479 l.52 3.133 3.297 1675 1.341 1.V14 1.504M1.94 , 

....... .. ..,..
 
___1A TOUX CEBU CMT 1=50 1,W93 293 2,408 234 1,6991 1,D 1.325
ilA22±.31,9 

Tota 1.102 1,993 2931 2,408 2,334 1,699 9421 959 1.o 1.182 1,453 1,325 1,435
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TABLE 4.6 

BOHOL ISLAND PORT PASSENGER TRAFFIC, 1993 

CLIASSIFCTO TsArG:tZ A?' .1~ ',P.I~. T*.J)ti1 
TUBIGON I 

Total pamenger 
Disemibwzked 

.Ebarked* 

seasonality Index 

. 35,856 

17,347 

18.5 

32,091 

16,378 

15.713 

27,396 

14,149 

13,247 

37,132 

19,550 

17,562 

54,015 

27,417 

26,598 

41,832 

23,265 

18,567 

34,785 

21,349 

13,436 

38,296 

23,549 

14,747 

38,076 

21,399 

16,677 

33,56 

16,036 

15,532 

40,483 46,564 

22,388 24.743 

18,095 21,821J 
460,094 

249,570 

210,324 

38,34 

20,79 

17 54 

. DiSCmbakrd - 831 79 65 94[ 132 11 103 113 103 87 108 119 

V b1061.91 0 90 100f 152 106 77 84r 103 1241 

JAGNA 
:Ttll,,!n rs7 4455 19,931 15,-%41 27,561 41,600 32M42 35,443 16,020 21,142 18,66 18,276 17,510 288,630 7A,05 

Discembarked j.13,527 9,892 7,958] 13,119 19,924 15,522 17,11116 8.W6 10AM2 9,455 10,672 U,13 14410738 12.00 

Embarked 10.928 10.039 7.6061 14.442 '21,076 16.920 18.327 7,660 10=92 9,231 7.04 9.197 144.552 12.04 

Dmembaked 102 83 65 115 173 135 147 67 so 78 76 73 

_____________________ I 1,,, 10 10 140 1521 1 - -Ebikd9 63 

TAGBILARAN 

_Tata, ngn .......... , 630. . 2-_7,05_., 39 571729 43,226 .6,047 34,1, .33,40. 3427 XI,79 44,9711 461,79 , 

Drgembarked
EmberJed 

19,613
20,742 

16,137
21,513 

12,101
15,804 

19,100
20,339 

26,085
30,744 

17,801
25,425 

15,091
20,9O56 

14,723
19,308 

14,636
18,769 

14,094
19,303 

15,086
18,653 

21,517
23,459 

206,784
255,015 

17,2
21,25 

Sesonallty Inex - , .l 

Di embm-ked 114 94 70 105 157 103 83 85 55 87 08 125 

Embarked j 98 101 74 96 143 120 99 91 88 91 88 110 

TALIBON 
Total passengers 9,916 11.044 9,08 13,084 17.916 18,235 10,287 11,380 11,638 10,987 12,376 12,905 148,856 12.40 

Diaembsrked 5,180 5,693 4,733 7,238 9,343 8,485 5,009 6,013 6,197 5,9t ,6,0 6,576 76,292 6,35 

Emb.ked 
.-Sessonattl7 Index-

.
/ 

736 5,351 4,285 5,846 8.643 9,750 5,278 5,367 5,441 5.466 6,072 6,329 72,564 6,04 

.......D i . . -1 81 90 74 114 147 133 79 95 97 87 99 103 

Emakd1 78 88 71 9 1431 161 87 89, 90, 90 100 105, 
VUBAY 

10,469 9,832 9,194 9,650 12,527 9,977 10,504 10,727 12,654 10,278 12,225 11,658 129,695 1080 
Disemnbarked 5,204 4,893 41582 4,770 614 4971 5=2225 62801 5 6,102 5824 641481 _33 

Embarked 5___5.265 4.939 4.612 4,880 6,373 5,0D6 5.2a2 5,398 6,374 5,128 6.123 5,834 65.214 5.43 

Dlsemb.rked 97 91 85 89 115 93 97 99 117 96 114 108 

,ti(;RAND-WOTAIL BOHOL 0maie7 91 as5 go0 117, 92, 97, 99,,~ 117 9N 113 107 

.....Ttlpnenget. . 121,051 110,S48 89,077 12%,66 

_..S - I.__f_____ ....... DnmbaAMi 60,871 52,99 43,523 62,777 
.Embarked 60,150 57,555 45,554 63,089 

13,s7 

89,823 
94,034 

145,-'2 

70,044 
75,668 

12,06 

____ 
63,787 
63,279 

110,4S116M5 107,16 

_ __ 
57,974 58,732 53,156 
-52,480 58,153 54,660 

117,099 

__ 
60,552 
56,47 

IA613 1,489,074 

66,97 741,205 
66,640 747,869 

174,0* 

61,76 
62,32: 

Disembnaked 99 86 70 102 145 113 103 94 95 86 98 108 

" Embaked .97, 92 73 101 151 121 102 84, 93 88 91 107 

Note: At Berth Only 

Source: PldlJppbae Posit Authority 
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TABLE 4.7 

PANAY ISLAND PORT PASSENGER TRAFFIC, 1992 

CLS7CTO 'B M1 X1 A U J7 AUC SE C O C tOTAL: -AVEA 
ILOILD-RC 2 

Total paus tiven 44.870 54.185 54,475 69,741 72,931 75.168 42,721 43,572 48.356 47.539 47,873 63,3511 W9,7591 

Dubar-ked 23,429 28,064 31,583 38,788 39,274 37,9W 23,701 19,72 25,686 24,632'24,6-7-7.95--.-7 9

. . . . . . . . .-..... . .... . . . ... 
_ _. 


__q_ e__ _ __ I_ __ ____I____ 79 9._- 107 
_id 

,11 13 -_ W. ....----e ------.. ___ 

Embuked 2, 10 289 7, 129 1,2 73 227 2, 2 14 

ILOILO)-RC 3 
-5_---1 _
DTo abalsened109,610 137,742 116,008 145,8W 140,580 139,054 105,608 1 A4 93,045 1 ,94S. 12 6 .0.5--.481--j 2--_1_ 

Daanbarked 56,268 67,10 7.0 73,483 69,710 70,137 52,270 51,484 49,071 56,117 63,184 79,2701 745,64j 6.13. 

Bzoly ne___ 53,342 70,562 58,348 721,403 70,870 68,917 53.338 57,93 43,974 58,828 64,384 85,4401 758,W36 63,19511___I_________I___EbarkedTotal pas:urr 3"D 468 ,8 30 322 36 . . M,34,81181.821,03 

DiaenbtrkedEimbarked 9184 108,112 93
,92 

lie115 112
125 

113109O 6 4
649 

83.3LO92, 7970, 
90
93, 

102
102 

128135 

Total pa7eugm G,106 9,50 8,958 19.812 13,60 3,9!9 4,683 2,728 340 3,272 5,396 8 ,5f4 S-28831 7,403 

Disembaked 7,413 4,394 5.065 -12,635 5790 1,386 2,312 1,181 340 1,609 1,96-2 3,1 4,01 ,01 

__________ 693~ S,2 7,7 7,05 2,S73 2,371 1,57 __ 1,6 34341 4,638 40,8201 3,402I 
Saunmilty lIdex _j-

Disembtrked 185 110 127 316 145 35 58 30 8 40 49 .. .. 

Imbadked 20, 151 112 211, 2.29 76 7. 45 49 101 136 

CULASI- - - _____- - _____---

Tot l psassng.ra 15,544 17.156 13,782 23.071 19,835 22,642 1.20 16,281 14,083 194 d2,638 27"9M 215,3d 17,946 

Dii mbarked 8,274 5,7 6,417 10,9.4 10,225 1050 6,489 8302 6,208 7,904 7,434 13,85 105.544 6,795 
Embarked 7,270 8,364 7,295 12,087 9,610 12,02 7,771 7,979 7,875 6,584 8,834 14,051 109,82 9,15 

seannlty Tndex 
DiSembarked 10 74 12 1 162 7 4 3 6 5 1581 
Embaked 79 91 80 132 105 132 85 8:26 72 7 151 

DUMAGUIT 
Toil pritzen 13,173 11,5M 13,175 19,798 21,177 21,581 9.2 8,08 5,770 9,432 8,538 15,394 156,853 13,071 

Dtebarktd 9,436 5,675 7.90 10351 ,282 11,235 6,442 4,018 2,065 4,587 4,133 8,94 83,471 6,056 
Embarked 4,737 5,851 5,222 9,447 11,895 10,346 2,758 4,071 2,805 4,945 4,405 7,0001 7382' 6,115 

Disaembarked 121 82 114 149 133 162 93 58 43 66 59 121 
Embarked I 77 961 85 154 195 169 45 67 46 79 72 114 

SAN JOSE (ANTIQ2UE) a - ,- - - - - -- -

Total engcra 15 26 30 13 6 6 4 3 905 M 56 105 
D25bu1ed 9 14 8 6 1853 , 4131 

Seasouh Ind,,dex
 

j 0501 5 
2,_5_ 4 

Se.aaoaliyliz _.... 
Embkd ,10 17 16 5 3 7355 

T______Seauouulmly ilex 
Dilsembakdm 120 216 336 192 144 72 74 74 120 74 6 7 

Embarked 113 349 11 651 8571 a 

1"ATAN 
Total paisaspr 2,642 1,296 1.410 259 1,554 2,26 1,515 1.43 1,257 753 1,029 1,028 18,760 1,563j. 

DiBUZ~buCod j1,712 701 577 1,524 723~ 1,054 625 835 611 368 630 484 10,144 643 

EMbarke 930 595 533 1,055 831 1,21D W9 595 644 385 "9 54 1 6 1 

DISeMbaKed 203~ 83 104 180 86 125 74 99 7 A 5 ........ 
Embarked I MO 1 93, 74 141 1 169, 14 3 90, 4 56, 6, 

- a - - .aESTANCIA., - - a, a- -

Total puaenger 4.841 3,M6 2,711 5,324 6.963 4,557 3,164 2,379 1,931 2,961 3,536 5,499 47,732 Xi 
Danbauked 2,531 2,94 1,079 2,W4 4,107 1.804 1,A34 1,423 1,052 1,434 1,865 159 2,3 ,3 

Embadcsd 2,310 1.523 1,632 2,M8 2.556 72,753 1,730 -56 879 1,527 1-i,671 3,90 24,501 2,042 

D£eaa odne, I 131 106,2 56 15 212. 93 74. 74. 5 74. 96 789 _ 

Embarked 1 1131 9 801 1111 140, 1351 851 47, =43 75L_ 82J1_ 



TABLE 4.7 

PANAY ISLAND PORT PASSENGER TRAFFIC, 1992 

J[NEW WASHINGTON 

Embarked 
f M5Dsemba1dOS 777 

629 577 
300 
240 

1,996 
1,737 

2.106 
1,602 

1,055 
1,365 

375 
415 

676 
61 

250 
163 

727 
647 

1,355 
1,393 

10,455 
9,729 9: 

minbeiked . 92 69 
Fmbied j 78 108 

GPAND-TOTAL PAINAY 
Total pasigtrs 2 00 , 2 3 5  236,971 

-- Disembarked 108,5731 117,635 
- Embarked j91,362 119,336 
Seasonalty Index . 

----------- 95i 102 

.M 
30 

210,989 

111,019 
99,971 

96 

229. 242 
214 198 

2 89 ,9S7 
[ 280,364 

152,7(r 141,231 
137,248 139,133 

1331 123 

121 
168 

271,654 181,155 

135,2W0039,273 
136,454 57,882 

117 81 

43 
i 

184,683 

97.490 
97,193 

76 

78 
52. 

166,124 

66A14 
79,510 

75 

32 
20 

193.3 

06,031 
96,902 

54 

p3 156 
0o 172j 

211,582 294,22= 

104AM0 146,721 
106,980 147,502 

91 127 

2,721,770 

1,382,297 
1,339,473 

226,9 

115,11 
111,6 

Embarked 

Note: At Berth Only 

821 107 90 1 2 125 122, 79, 87 711 7, 96 132 

Soiuree: PhllJpphie Ports Authority 
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PORT OF ILOILO
 

Limited apron area at RC-3 for disembarking passengers. 

* '-I
 

Passenger vehicles awaiting for arriving passengers at RC-3. 
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used for the accommodation of most interisland liner shipping; the
 
facility accommodated 670,000 passengers in 1992. The 3-kilometer
 
long RC-3 Wharf is located several kilometers upriver, in the heart
 
of the ity, and accommodated more than 1.5 million passengers in
 
19 c2. The third Iloilo port facility is tha coastal RC-3 Wharf;
 
this is Iloilo's international port facility, although significant

volumes of interisland traffic are also accommodated here. In
 
1992, RC-8 accommodated a much smaller volume of passenger traffic
 
than the volumes that were served at RC-2 and RC-3, i.e.,
 
approximately 89,000 passengers. The combined 1992 traffic level
 
of the three Iloilo wharves was around 2.25 million. RC-2 had an
 
April-June traffic peak, which represents the common case in the
 
Philippines, and RC-3 peaked only in December. The RC-3 Wharf had
 
much higher traffic volumes during the first five months of the
 
year, than during the six-month period from June through November.
 

The port of Culasi, serving Roxas City, accommodated 215,000
 
embarking and disembarking passengers, in 1992, with traffic peaks
 
in the months of April, June, and December. The only other port

where traffic exceeded 10,000 passengers per month was the Aklan"
 
port of Dumaguit, where 6,500 passengers per direction per month
 
were accommodated in 1992. That port experienced a very pronounced
 
traffic peak during the three-month period of April-June, when the
 
disembarking passenger traffic was in the range of 133-162 percent
 
of the average month, and embarking passenger traffic was in the
 
154-195 percent range. The other ports shown in Table 4.7 had
 
lower traffic volumes, but similar traffic patterns, with the
 
exception being that passenger traffic was virtually halted at San
 
Jose during the second half of the year, probably due to the port
 
upgrading project which was being implemented there during 1992
1993.
 

Table 4.8 show6 the importance of the Iloilo-Bacolod ferry
 
route as a contributor to passenger traffic at Iloilo, with traffic
 
on this route averaging approximately 115,500 passengers per month,
 
in 1992; the annual total of more than 1,386,000 passengers
 
represented 92 percent of the traffic total shown in Table 4.7 for
 
the RC-3 Wharf at Iloilo.
 

NENACO's vessel, the Sta. Ana, accommodated virtually all
 
passenger traffic between Iloilo and Cagayan de Oro, in 1992, with
 
traffic averaging more than 3,200 passengers per direction per
 
month, and with a pronounced traffic peak during the April-May
 
period. Similarly, a single Trans-Asia vessel accommodated most of
 
the reported passenger traffic between Iloilo and Cebu, with
 
volumes averaging 1,400 passengers per direction per mon ,i,and the
 
peak traffic month being September, an unusual period for peak
 
travel in the Philippines. Other months of high traffic volumes
 
were the, more usual, April-May and December periods.
 

The traffic shown in Table 4.8 for the Jordan (Guimaras)-

Iloilo route is as reported to MARINA, but it is obvious that most
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TABLE 4.8
 

PASSENGER TRAFFIC AT ILOILO PORT, BY ROUTE, DIRECTION & VESSEL, 1992
 

RIG DMIT VESSEL NAME JAN I FEB IWAR APR MAY JUN JUL AUG SEP OCT NOV fDEC AV.. 

)I BCU) DON VIC(IE 34,777 23925 29,589-39,365 37,624 32,971 24,552 11,982 11,317 33,077 30,769 35,54. . 
PRINCESS OF PANAY 28,175 23,079 2550 29,6!4 32,559 29365 21,501 23,671 2A, 29.324 o 
STA. MARIA 12,276 15,244 9-,236 34,406. 

Total 62,952 47 004 51S539 69,019 70,183 62 463 47,929 50,858 62,401 59,37969,951 56159 

LD ItO DON VICENTE 24.224 26,576 3.516 33.180 36,178 31,566 23.7(0- 12 201-9,708 302-47 29726 3 -i318.. 
___PkUNC1MS 01F PANAY 

STA. MARIA 
27,806 2M,34 2L2.6L3 29.713 33.0)84 2U,556 23.M5 23=2 

__12.671 
24,57U 

7_1...... 
'29,76U 

... 

21,4b66 
7 I_.35.9 

Ttal 52.030 50P)10 55,139 62,893 69,22 60,122 47-.l 48,132 49,02 S0,lS 573O 69,.2 _.17j 

EN LOI AQUARIUS TWFNTY ONE 396 220 286 242, 330 352 374 5721i 

BARRACUDA 242 330 220 352 396 374 308 242 220 
CHINI ONE 374 220 330 352 242 454 396 396 
CHHQ TWO 330 242 3 6 242 414 352 286 374 
Cu s SUPR W6 2C6 308 374 330 352 48.. 2. 
(ROVA2NNE 2w6 332 440 374 390 242 308 3961 
OQOD HOPE 396 374 308 572 220 330 . "4" 39 
J&NNilW 352 396 220 330 242 221 

LIZONER-U 374 484 33220 24 616 572 .... 203_.. 

___ L1 ME 660 220 _ _616 40V 6124 0j 
484 396 572 220 44 "MAIAYANROSE330 

S_SAENIUCO 1SO 144. 140 210 300 120 110 90 130 120 140. 
Total 4,316 2,520 3,528 2,344 2,324 3,464 3,212 3,082 3,012 4,114 3,354 2,47,1, 3145 

........ ....... 
I CDOR AI2OITZ SUPERFE3RRY 1 7 

STA. ANA 3.410 4,474 2,748 5,860 4.712 3,093 2,237 1.961 1,874 3 3 4,009 3,440 
3417 2.474 2.740 5,5VW 4.712 3,19'3 2,237 1.961 1.8V4 3.133 4.009 3.440 ,.247! 

:)R 1W STA. ANA 3,841 2.42M 3,104 6.170 4.717 2X96 2,076 1X80 2,166 3,221 2,947 :~~ 
Trda 3,844 2,257 3,104 6,170 4,717 2,926 2,076 1,908 2,166 3,221 2,847 3,731 3,2471 

CEBU ABOf)I SUPERFERRY- I 414_ 
.SAB,NDON-351A 099 1,211 1,165 1,18 2,oo 1,177 950 899 2,6$5 1,581 - 7. 1,069 
ASIA KOREA 22 49 30 28 
ASIA PIJILIPPIN". 745 
COTADATO PRINCE35 17 

Total 599 1,211 1,165 1,510 2,000 1,177 969 1,3a 2,885 1,G]9 878 1,314 14 

1U ILOI ASIADINONESIA 769 91 1,092 1,.595 f,963 1,143 923 909 2,770 1,744, 815. 962. 
ASIA KORFA 5 73 78 52 

ASIA PILUPPINES -55 
Total 769 891 1,092 1,V5 1,583 1,143 925 92 2,848 1,7P6 915 1,917 1,358 

I CTBT COTABATO PRINCESS 
DIlPOL11W PRINCESSTou" 

822 ,012 
1,012 

1,26 1 
1,026 

1, 

1,339 
698 
219
916 

377 
.2d9
646 

306 
101
407 

521 
522 

318
318 

351 
351 

.... 230 
230 632 

............. ___ ~ *~J:j 2 T:j T~l T~ . . ....... ~ I.... :.5. ........ 

rr IMOI COTASATO PRINCESS 1,237 1,224 1,090 1,839 477 316 487 191 .. 103 

___DIPOLOG PRINCES __ 181 196 30 518 3W6I 
TOMi 1,237 1,2.4 1,90 1,3W 6S 512 546 515 396 192 10.3M 6 
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TABLE 4.9
 
(Continued)
 

PASSENGER TRAFFIC AT ILOILO PORT, BY ROUTE, DIRECTION &VESSEL, 1992
 

ORIG DEST VESSEL NAME JAN FEB MAR APR MAY JUN JUL AUG SEP OCT NOV DEC AV]UW1 DCAS DtPOLOG PRINCESS 1 294 321 	 363 _ 678 
......... _.. c 	 -o- n -.
.......- y 	 n .
 

I -~ PAL A PRINCESSRNES 	 _ 1,886 3440 2,011 966 10m BOB 43__M,1._____PIIPPINE 1,649 _ 3,032 7 
Tota. , 1 2,207 3,032 3,440 2,34 966 1,061 "08 67 4371 1,409 . 

[i)cA-7. I . IPOLOG PRINCESS 	 266 415 561 336 677 . ..... 
I.A. _._,__ 1,091AWAN PRINCESS 

PWH PINE PRINCESS U , 2.493 3,4 3.75 1,26 912 1.21 1,176 . . 1,299, 
. . .ZANANOA 44_1................... .rt.~.,. .....r 	 z~~ ' , ,
. .,o.~z 	 a/.,~ 	 oz 


::::::::::::: ,!!::!!:. ! ! :!!:77 77!!::!!i 777W ..............
!i:::'.!i::!!78: ::'T......... -.......... T!:: :::::::::::!::!!: - S!:!!: 7i!::! 	 j:::::.:!:.::
I.Ttl2,069 	 1,351 2,90 3,064 3,215 1,82 912 1,021 1,512 677 1,343 1,6 

.I 	 COT.AATO PPNCESS 4 17 9 17 2 17 9 3 " 
DIPOLOO PP.INCESS 2 1 9 3 

T.... 4 	 4 3..... . 17 9 17 is 9 9 3 
116 219 52 232 116 lid '39 _9, --. *~b-	 52 219 ________ ___ 

F-.- . COTABATO PRINCESS 10 35 11 11 1 8 7 	 4[I....... ... DPOLoGo PM C'ss, 	 3 9 3, 
$........	 11 7 9 3 4
10 35 11 111lots' 

---------..I CESA JASIAKO .A 	 30 78 96 

_7_-iToa30 78 967 ---
..... 	 . . .... 	 ... .. ... . . .. ...... ........
 

.~ .---.---...--..... -


QESA ... z ... JAASIAKOREA 7 24 go
 
......-	 1 24 98Total 	 77 

,. r6 
..........~ m ~~~~~. - } ..... m 

6-ff "[E....... ...................,, 	 ' o '
 
. ... cm ...

5 R -.IDN ..... Ii -S . .. . .. 6W0 '	 .. ...........
................................ . . ~~~~~~~~. 660 - - --- 0 660"-- .. .. 	 .. .. .... 

-.-. ANAOS 	 660 66 660 -6 W-6-MIM 

660m 660 	 00)m 	 66M.T.t . ..... .&, E...... 

DROSS .. 	 6m 6 66060 __lrl660-60 6060 __ 666 660 6060 

........"mi]i'r 	 o wo
" ~ AN RM .. . .r-- o m ' o w dow6o 	 o. .. ........... - -- - _ 	 660 60 6 660
 

-DON IV--- . 66080 660 - 660 1 0 
660 660 660 660 660 660_ M __ 660 660_ _ 

. .O.... M 660660 660 6060 C4 660 

D.... 10--V---.-	 1. 660 6 660 660 660 _ 0 680 _ -0 3-- 6 - _066 6 60 

FOUR SISTEK-DO 660660 66660 6 660 660 	 60 6 6 

... ...I..DN.Ll 660 660 660 660 660 660 660 660 660 
.. VIA. 6. 661 6 6 660 660 660 MD 60 6D 660.. 6601__ 

6 __NCT,666606D 660 660660 660NAP 	 ..... 16 0 660 404 660 594.]......... ..... ...... 	 I ......EMILY.... 660660 4 330 660 374 60, 220 6
 

...... 	 'ra-i~s 43 45 45 4,0 45 45 iio zz.,0 -- 43 0 66 40........ Y~.DO 	 o 4" 4, 660
 
.. OAR. 	 60 --- ii 61620 330 46 _ - 3 6 0 6620 660 

-2220 	 5w6 $7 494 330 616 

I -	 2o 6 60 660 660 660 660 66 0 6 o 660 

]PICE 	 66 -06 .	 - _._0o_60 

. NE. OPE 660 660 660 66 660 660 _66 

UAUN~_ _ __ 220 50 6 S 5 3 1 6m
.. '"P 6 00 660 660 	 660 50 0 450 

.I 	 3301 396, 308 286 351 374 __ 2330 

JU L 	 660 6601 601 6601 6601 6 60 60 _660 66! 6601 



TABLE 4.1 
(Continued)

PASSENGER TRAFIC AT ILOILO PORT, BY ROUTE, DIRECTION &VESSEL, 1992 

RIG DIIST VESSELNAM, JAN FEB MAR APR MAY JUN JUL AUG SEP OCT ANVE. 

SANCHA - 660 660 6 660 66D 660 660 660 _ ANCHA - 11 660 60 660 660 66 0 660 660 66SANHA.- M 6f 660 66_6066_60 60_ 6 
ST. 71EMESE 660 660 66 6601 60 660 660 60 6m 
STAR 6 60 6-o U0 &0 66 "o - . 
TA DW660 660660 660 66 660 60 6W16 

__ T1OTO JON=E 60AI660 06060 0 ..60, +66W066660 60 d601 ___0 660 ..... 1660 6601 6601Im_ 660 
___TOTO ZALDE 660 __ 660 660 660 660 W 66:0F_ 1
 

__Twr66 6066 60660 660 660 660 mo 0 

...n..... ..
". 
 Ttl___ 20,15 18,732 21,482 23,92 ... .. . . .. . . . . . . . - .. . . ..22,868 15,38008-- 1,7 14,662 lQ.414 20,8M4 21,460 19,OR4 

01 mNA ABOIIZ SUPER'EPY -I 6,10 4,098 3,312 9,66 9,291 2,852 3,125 1,086 3,680 2,478 T'. . 
COTABATO DICE&S 221 251 1.93 531 263 60 79 24 
DIPOOGL PRINCWSS 10 40 107 198 10 78 102 78 ..... 
DON CLAUDIO 3,217 2,49 .1792 3,655 5 594 3,157 919 1,122 776 586 576 311 

.... _DON JUUO 3,337 3,097 3,802 350 4,688 3,378 1,518 1,470 2,309 2,699 3,484 4,267 

.,, _PALAWAN PRINCESS 17 1 6 
PeH1PIR PRINCESS 49 497 2,80 1.213 670 274 602 43 469 
S'"A. ANA 
STA FLORENTINA 

TrA.3UAIA 

16.413 

4,488. 

241 

13.796 

19 

12.747 
5.767 

us 

16.7"3 
7,82 

450 

14,590 

6,667 

521 

14.43 
7.727 

307 

14.127 
4.866 

1" 

13.219 
4,445 

134

1Z3'3 

5,096 
15.211 
3,126 

12.017 
_ 

14,273 
__8, ...-

SUPICIO CONTADl1= •-X I 
Total 34.60 23.717 29.=3 45,738 43,219 32,781 25,096 22,", 20,659 27,404 24,899 30,930 29,9621 

ILA ILOI ABO1IZ SUPEI/PERRy. I 6,357 3,391 3,525 9,409 6,673 1,574 2,123 1,604 3,230 1,338 3,111 
COTABATO PRINCESS 498 70W 545 703 473 173 162 125 259 
DIPOLOOPRINCESS_ 36 91 65 165 45 216 Ito 123 
DON C AUDIO 4,.51 2,12 3.481 3.X30 4,450 2,185 936 1,009 1,489 889 513 695 
DONMUUO 4,654 3,513 4,542 3,871 4,915 3,693 2,355 1,882 3,375 3.528 3916 3.673 : I_7__
PALAWAN PRINCESS 78 
_f__ JPPfRwPR CFpqs 717 I2 1,201 1,023 572 211 22- 1 119 
STA. ANA 19,266 14,769 15,449 18,225 15,902 13,391 14,670 11,832 13,242 17,138 11,937 14,8908 
STA. FLORENTINA 4,983 6,36 0,312 7,494 4,646 2,545 2.61, 3,599 3,491 3,201 5,909 
STA MARIA 201 90 34 901 282 113 289 34 

Total 41,007 25,103 35,025 46,452 41,479 26,51Z 23,33 19.620 22,175 28,824 ,05 28664 9,925 
-...... att'.-.... .. nv•.:................... 
 26 4 : 1 0 t. : . .' 

)I PL.P PALAWAN PRINCESS 714 101 . 
ToW 714'illiiliiiiiiliii.' iiiiiiiiiiiiiiii'iiiii+. ......I... .................'...I.. ............101) 68
,+: +: ............. " . ....... .. !i+ =.:'
 ,....2.... ................................. .. . . . .. . . . . . . . . . . . . .. . .
 

? 11.01 PALAWAN PRINCESS - 2-0 211 
noTotal - 720 __-211 ........... ...............
 78 

PTOP MARoAo)SA.J-TrS 1.212 1,0 1,130 1,827 2,013 1,670 1,603 1,24 1,410 1,591 1,78 _2-.519 
DON CLAUDIO _9 135 111 1851 
STA.1ARIA III 110 45 189 267 .30 93 34 

Total 1,323 1.653 1,175 2,016 2,0 1,800 1,616 1,278 1,419 1,726 1,899 2,704 1,747i 

.. ~.. ... .X
.. 
__ __ __ ... .:. :~::: p ~ .7 Tj.:*:T:j.7 

I4B11.01 DON 'CAUDIO 49 143 95 1401 
__ "r_..M.B167 
_ _STA KUIA 115 217 185-" 20 126 89 39___lie' i ___7. 

ToIl 157 187 197 w- 17 
_ 

157 137 
-. 

197 1-7 T97 
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TABLE 4.9 
(Coninued) 

PASSENGER TRAFFIC AT ILOILO PORT, BY ROUTE, DIRMECION & VESSEL, 1992 

Man 
ORIG DEST VESSELNAME JAN FEB MAR APR MAY JUN JUL AUG SEP OCT NOV DEC AV 

......................... . ._ 

.- WO.. 

-. NPALAWANSPRInCS 
PI[IPINE PtINCE S 

Total.fO _ .................. 

WC_..11,322 747 

____C- ___ 8 

14_
509 464 

1,11 11,38 1,292 

2Z...::::ii.::::::.:.:.:::. 

79 

__ 

n3o 

1,6S 

274 

12?; 

SM0 

5,A60 

271 161 2M) ISO 

21 300 172 205 l 

728 406 2,317 300 98l 

1,276 605 2,637 536 527 248 2II..i...:460..I....I...iIZI....:!!:::' ~~.!;l :::::::::::: ::: 

.......... 

PNTLWPINE PlUNCESS" SM 3,5 84 4i3 4R. 41n Tn 2m 
Tots! 1,507 1,195 l!71 1,831 1,166 1,1.2 847 8m2 625 396 352 
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of the operators on the route do not take the trouble to record and
 
report the actual traffic, and have instead agreed amongst

themselves on a formula for estimating and reporting traffic. 
From
 
LSRS surveys in Panay, the operators on the Iloilo-Guimaras route
 
have an operations arrangement they have agreed upon, whereby

individual operators perform services on alternate days, 
so that
 
they might each perform 15 round-trips per month on the route. On
 
that basis, the "standard" passenger load for the purposes of

reporting to MARINA would be 22 passengers, or 44 passengers per
round-trip voyage. Travel distances are mostly very short (4-5

n.m.) between ports of the Guimaras west coast and Iloilo, and
 
passengers and shippers seemed, in LSRS 
interviews, to find the
 
services provided 
 by these small ferry operators to be
 
satisfactory.
 

Iloilo's second most heavily traveled route (after the
 
connection to Bacolod) is the connection to Manila. Table 4.8
 
shows that volumes on this route averaged nearly 30,000 passengers
 
per direction per month, and these passengers a counted for most of
 
the passenger volumes at Iloilo's RC-2 Wharf (see Table 4.7).

Nearly half of the traffic was accommodated by the Sta. Ana, which
 
is the same vessel that also dominated the Iloilo-Cagayan de Oro
 
passenger service in 1992. Peak travel on 
the route was during the
 
April-May period, when the traffic index ranged from 139 to 155
 
percent of the average month.
 

Table 4.9 presents information on the passenger traffic

volumes at Panay ports in 1993. In comparison to the traffic record
 
of a year earlier, the following points are of significance:
 

Passenger traffic at Iloilo grew only at the river wharf,

where passenger volumes rose by 7.4 percent, to exceed
 
1.6 million passengers in 1993. The accommodation of
 
passengers at the international port was reduced by more
 
than 70 percent, and, in five months of the year, 
no
 
passengers at all were accommodated at this wharf.
 
Traffic at RC-2 declined by less than 4 percent.
 

Passenger traffic at the Panay north coast ports rose by
 
more than 10 percent.
 

Operation of San Jose Port recommenced in October 1993
 
(just after LSRS fieldwork in the area, and in line with
 
what LSRS team members had been told regarding the
 
imminence of port operations recommencement).
 

Negros & Siquijor
 

Table 4.10 indicates the passenger traffic volumes at the
 
Negros ports of Dumaguete and Banago and the Siquijor port of
 
Larena in 1992. As discussed above in regard to Iloilo port
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TABLE 4.9 

PANAY ISLAND PORT
 
PASSENGER TRAFFIC, 1993 

L:cLASWICATION ..E1.A.U.I.C..iA.V.J..
 
IjLOILO RC 2 

TWHuinvengers 48,072 54,567 48,M7 61,5 78,814 61,389 42,03943,001 45,58 50624 51,252 59,310 .43 53,71''
Emue. -.--- T5 20.94 26,-28.MI 52A 3888 440 2.2'" N.°' Disembarked 7,6 892 25,1 33,468 39,929 29,129 21 094 20 828 22 23,83 24,211 32,470 3,56 27,54
Emb~kvd21,046 "562o _298 81 38,886 32,6 2094 173 2259 24,941 27,041 26.844 314.027266 

Senmonantfy Index14 10 __ __ 82 ij

Disembm ed.. 98.. 92 121 1 10 7 7 
Eb98d go 88 107 14 124- 0 a 103 

JILOILO-RC 3 
n 119,91R I11,5t991 150,976 110,5'47 115k.%6 - 141,117 - 1,51.:,164I
Total pa.sngeris 123,483 -T- - - '15,213 144,ftnl 11.3.4.4n 130,1M5 - 114,467 114,61M 

N)seinbarked 63,471 59,3921 5-9,0461 78,011 80,240 71",171 55,90 58,555 58,117 64,604 71,385 .91,039 810,623 67,55s
i Ebarked -- 60,012 60,5261 -4,8531 77.204 80,736 7;',M4 35,057 54,898 58,479 652 71,732 9348 I5516,2 

87  Disembmked 94 88 115 119 105 82 87 86 961 106 135, 
Embarked R9 9 82 15 1201 109 82, 82, 87 98 1071 191 

!ILOILO-RC 8 
.. Total passengen___ 573 ,0431 3,9521 1,675 _______ ___ 93 756 23,69 1,07.10______ 4,761 

-~Dienbued 300 ___ __ 4,0971 2,"~4 4,261 1,197 _______ ___ 939 300 14,024 1,166 
------- 273 4,946 1,27 1,685 468 456 9,675 1( 

Scaiaitfy Ind"x___ ______ ___j_______ ______ ______ 

-_-_-- 31..1 80...... 26 251 35-02--351365 102 
Embarked 613 71 - . 57-

CULAST 
___15,690 16,763 17,597 32,721 34,744 26,424 13,96 13,461 16,9M6 14,8 18,802 25,567 247,2m 20,607 

Disembarked -6-6 9,458 9-W 16-6 16,545 13710 7,504 6,6 0 8 90 U,0& i , 10, 
Embarked 6,432 8,077 8,27 15.752 18,199 12,714 6,464 6.593 7,90 6.528 10.199 13.491 120-56 10,047 

jensonnllty index ___________________________ 

Disembarked90 82 89 161 57 130 71 65 4 114 
__ 

it EmbarkedIDUMAGUIT j 64 L-80 22 157 1811 127, 72 S 102 4 -

Total passengeu.___ 
.if __e.m _ 

12,041 
68 

14,545 
7A0 

8,5S59 
4,00 

19,474 
96 

17,51.5 
, 

15,1511
8,274 

10,1711D 10,916
5,2,9 5576 

13,370
6,605 

12,555 14,72A 
6 6,0 41 

141,9971 
0,6857 

170,420 14,202 
7,1-M 

Emarea!onlyIdeseason t Index 522 63 3,69 9,814 8,467 10,537 5,451 5,34 6P175j 6.4907776j 8,312 84,769 7,064 

DL-mbrked 95 107 70 1351mb....74b99--521 39, 

127 

120, 

116 

149, 

74 

77 

78 

76, 

941 
941 

8 

92 

97 

110 

124 

118, 
ESANJIANTIQU 

Total p,,engen _,___ 13 13 16 17 7 11 3 07 3,527 8,563 13,079 1,090 
. s-bakd _ _2 3 1. 7 5 291 1,52U 4,137 593 499 

Emberke , 11 10 _,13 10 2 11 3 616 2,003 4,428 7,096 591Scemonalty Index 
Disembarkefl 0 1 3 1 1 62 __9 $$ a30 
Embarked 1 23 0 2 1 104 339 749,

2BATAN 

riscembarked ____ 122 349 4 27 ~ 615~ 8481 1,124 8231 837 40 666 807 838 7,859 655 

Ebak 215 3Or2 463~ 668~ 818~ 9120 852~ 519 647 477 712 1X00 7,613 6341 

DIsEambaked 19j 53 651 94 129~ 172 126 12 8 J 62 102 123 128____ ___ 

mbaked -4 - 4, 73j 105] 120, 145, 134 8M2 102 75, 112, 161 

KSTANCIA ~'-~7-
Total passmngers 


4,294 4,593 3,1115 5,754 9,190 5,519 3,901 3,323 410W 4,433 88 7,026 539-32 5125 

S Dsmakd2,066 1,818 1,755 3,8"9 5,057 2,830 2,032 1,616 1,95 2,423 [2,25 3,375 31,071 2,589 
Embarked 2,228 2,75 2,060 2,905 4,133 3,789 1.869 1,707 2,172 2,010 3,612 3,651 32,861 2,738 

Sesonaladex ___ ___ ______ 

Db~embarked so 70 68 150 195 109 78 62 75 941 88 1301 
Embarked 81. 101, 75, 1061 151, M 8 621 7 73, 132, 133 
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TABLE 4.9 
(Continued) 

PANAY ISLAND PORT 
PASSENGER TRAFFIC, 1993 

NEW WASHINGTON
 
ToWal pautogt'y 2,522 568
i.letldIK 1,570 3,,24 3,122 2,834 1589 8993M.3 W3 1.995 3 1,079 1,143 1,149 2,321 22,6204 1,5 L45 96 466 '7331 674 710 --1,-6 12080 1,8851,007 

Embuked 1.186 236 726 1.929 1.539 1.389 673 433 346 469 439 1,175 10.540 876Seazonnfl, inisex__ 

Disunbaked 133 
 33 84 188 157 144 91 46 73 67 71 114 . 

GRkND-TOTAL PANAY 

TWlps ...
 
T n 207,214 211,706 194,650 289,947 310,804 2S,32.5 I8,211 186,420 198,6fM 21.%544 2W0,915 3W67 2,817,292J_234,774I

Db ebuked 10,594 107,282 101,645 148,597 156,199 131,57 94,410 94,746 99,55q 108,261- 1-7,300 5.0i_50',24-67 11E ,71 Emb mked 96,620 104,52 -93,005 141,30 415460 36,365 91,801 91,674 99,131 107,253 17.,516 152,505 1,392,6- I.116.-7 

Dilsckcd 93 90 86 125 132 111 80 80 84 91 99 130
lmbrL.d 93-L 90, 80 122 133 118 79, 79, 5 92 1061 _ 132 -

Note t At IlertOztjy 
Source Pldlpplae Port Antortty 
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TABLE 4.10 

NEGROS & SIQUIJOR ISLAND PORT 
PASSENGER TRAFFIC, 1992 * 

CLASSIFICA11Ori: 'JAK::!: FE MAj:::4AP IM . 1I U A ( OL r.~ i' ~ T ~ J 
DUMkGUETE 

IITital usne 36,091 38,907 35,007 48,196 51,.06 9 34341 33 38,359 33,095 37,574 56,595 30681 41,71
---. -i 1-,- - ,__ ,__--.... - "-........ --.-.--.----- _ .- _ _I ,__ ,__ 


Disemrke 17,256 17,591 16,295 21,285 23,940 24,430 15.969 16,5M. 18,482 16.1B 19,350 25,494 232,979 19,41Embarked 20,805 21.316 18,712 26.911 27127 30,386 18,372 18.099 19.877 16.772 18.224 31.101 267,702 22.. - _asonn_ _;I . index_ 

EiDb ,ikeA 9 061 84 1211 122- 136 82 81 , 75, 82 1 3 
IBANAGO (Bacolod) 
Ir Tntni paotenge r 142,110R 169,730 1.19,237 18 ,680 170,961 174,756 1. ,62.1 127,155 1.,175 13R,(fM4 1.VB,276 1I,765 1,872,.0 156,04 

n - 'ar ft-sernbork.d 72,737 87,66.8 50,639 95,0"3 66,006 86,318 64,P98 6D,788 63,979 63,174 74,105 93,642 Q--",147 77,8Al 
Embarked 69,371 52,062 78,598 91,557 4,955 ?8,438 68,625 66,367 66,19 69,60 79,171 93,123 938,35 78,19 

Disembarked 93 113 104 122 110 il1 53 78 82 88 95 120 
ETO e 1 89 105 101 117 109 113 88 85 83 89 101, 119, 

-Toto-pavengeI .O 209,637 23.4,76 122,02 167 161,798 171,129 24.-- 197,79 194,24 2 229,572 4 168,53 180,5I0 73,181 
Disembarked 1 90,023 105,259 96,9341 116,378 109,946 110,748 80,967 77,322 52,461 84,497 93,455 119,136 1,167,126 97,.U 
Embarked j 90,176 103,378 97,310 118,498 112,08"2 118,824 8,997 84,466 86,073 86,632 97,395 124,224 1,206,055 10,( 

S r---Vr 100 k1-20! 113 114 3 79 5 87 96 122
 
--- 61g 97 118t 112[ 118 57 54, 56 86 97 124,
Embu-ked 103 


L'RENA.(Siquljor) =
 

20,669 17,107 1,08 2.,346 29,489. 22,330 18,766 12,492 8,a13 9,5& 10,772 15,311 203,467 16,95 
isembarked - . 10,442 7,686 6,6 16j 10,768 14,772 B1 9,861 5,624 4,152 4,41 5,062 7,371 95,626 7A9 
E.barked.........L..u27 9,421 8.472 12,578 14,717 12,469 9,905 6,88 4,361 5,73 5,710 7,940 107,841 8,.9=e.+ I. Ioo__.-- _ _ _ _ _ _ _ 

stasonalty Index____ 

Disembarkcd ............ 96 831 135 1851 12 111 

___ 

71 5, 55 64
 

Embarked 1 114 10sj 94J1 4 16 1 1 110 76 49 58, 64, 88, 
liGIZAND-TOTAL NEGROS & SIQUIJOR 

TnffltnpaXenge I 2008681 221744 209,132 258,222 251,517 2.1,902 186,7301 174,2.0 177,047 180,713 201,622 258,671 2,576,648 214,72 

Pf zeinbarke'i 1 46-- 11,4 10,5 2,4 2,75 1069 ,2 82,4 6,613 88,05 98,517 160712,52 105,22!.6.2.2_ . .......
_.M. I 2....... 24,72
 
Embrke 100,403 112,7991 105,782 131,076 -I26,79 3,93 9,0 91,334 9,3 1851315 121413386194f!l. = -.......-- . ---...... .. . ,Ix - .- 11 5 7 12_ _.1 1 441 1 12

- easonallty Index _______________ ___ ______I 

1 Ebarkd 951 107 91 121 119 115 85 79 82 84 94 121D 

* Passenger traMc al San Cartox and lampl fery ports, and at Slquljor Forl I helanl totose.nol tndd In Mt 

Source: Philippine Parts Authority 
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PORT OF DUHIAGUIT, AKLAN
 

Passenger terminal at the port. 

Rehabilitation of the pier structure.
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passenger traffic, the large majority of passenger traffic at
 
Banago are traveling between Iloilo and Bacolod. The seasonal
 
traffic peaks at Banago were in April and December, but were not
 
very pronounced, as traffic in each of those months was only about
 
20 percent higher than the average for the entire year.
 

The port of Dumaguete had a 1992 passenger throughput of just
 
over a half million passengers, with December being the peak month,
 
when traffic in two directions was approximately 35 percent above
 
the monthly average. There was a peak, also, during April-June,

but it was less pronounced than at many ports, with the seasonal
 
index staying in the range of 110-126 in the inward direction and
 
121-136 in the outward direction.
 

The port of Larena served more than 200,000 passengers, during

1992, with a fairly pronounced traffic peak during April-June, and
 
especially in the month of May, when the seasonality index rose to
 
185 for disembarking passengers and 164 for embarking passengers.
 

Table 4.11 identifies the passenger traffic that was
 
accommodated on a number of routes out of Dumaguete and Bacolod, as
 
the traffic was reported to MARINA by the shipping operators.
 
Except for the Iloilo-Bacolod route, the route with the heaviest
 
traffic volumes was the Bacolod-Manila connection, in 1992, with
 
passenger traffic averaging nearly 14,400 per month in the
 
northward direction, and somewhat more than 13,000 iii the reverse
 
direction. Going northward, the traffic peaks were the month of
 
January and the April-June period, whereas traffic peaked going
 
southward during March-May and in the month of December.
 

The principal routes out of Dumaguete are its connections to
 
Manila, Cebu, and Dipolog, with the connection to Cagayan de Oro
 
ranking a distant fourth in terms of volumes of passengers
 
accommodated. :Table 4.11 indicates that passenger traffic averaged

nearly 11,500 per month between Cebu and Dumaguete, in 1992, and
 
the route to Manila averaged more than 10,700 passengers per month.
 
Dipolog represented the Mindanao port of choice for about 9,300
 
passengers per month traveling (in two directions) between that
 
port and Dumaguete, and traffic between Dumaguete and Cagayan de
 
Oro averaged 5,200 passengers per month.
 

The seasonal peak at Dumaguete is moderated somewhat by the
 
existence of the road/ferry alternative for traveling to Cebu. This
 
travel alternative even permits the port of Cebu to serve as the
 
alternative port to Dumaguete for long-distance travel. During the
 
peak travel season, a significant proportion of travelers between
 
Dumaguete and Manila travel by land and ferry between Dumaguete and
 
Cebu, and utilize the more frequent and higher capacity services
 
available at Cebu for moving between that port and Manila. The road
 
transport/ferry travel option requires 4 to 4.5 hours and costs P25
 
more than the sea voyage from Dumaguete to Cebu (P107 versus P82).
 
To facilitate travel between Dumaguete and Manila via Cebu, the
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TABLE 4.11
 

PASSENGER TRAFFIC AT DUMAGUETE &BACOLOD PORT, BY ROUTE, DIRECTION &VESSEL, 1992 

Mont1,RIG DEST VESSEL NAME JAN FEB MAR APR MAY JUN JUL AUG SEP OCT NOV DEC AVE.
 
TE CDOR DPOLOGPRICESS 61 206 9 61 272: ' i 1 


___D014A VIRGMNA 1,169 1,2A9 2,274 2,470 2,166 2,459 1,23 
 2.301 1,344 122 100 ,429__P.IAWAN PP ,CTss 	 '79 2S3 395 427m 21 130 203 _._ 7_..963l_.... -..... 1..... 
1o1 1.7M 1,5V4 2.527 2,V65 2.503 z.761 1.636 1 _4 	 7 

oR Da nPOLO0 PRINCESS 316 2977 10 	 . . . 
DORA VIRINIA 1,827 1,671 I94 3,436 2,714 223 1.920 2,W8 1955 1,927 1274I 2,62| 
PALAWANPENcLSS 22 92 165 183 73 35 60 1 -2134j . 

Tol 2,143 I9 1,96. 3,601 2,897 2,063 2,968 3,337 127-4 2,622 2,4gi3.014 	 2,961 

c~~~~~~~~..... ss 9 6 ,~ 	 - -- ai .O'cT............ ...............
 
'M CEBU DON VICrOIANO 24 WSJ 963 419 767 3,040, 6211 1,233 507 

DUMAOLrM PERRY 25958 1,612 .42 2,131 2,124 2.102 2,002 1,997 9$ 
GEORICH 1,165 527 574 O3 1,293 1,10 1,175 -B9 1.205 958 1.034 265 
PUIlAWAN PERRY 2,513 2,107 2,721 2,318 2,141 1,799 144 2,659 2,356 1,35 1,823 2,361 

Tital 6.780 .. q1 7,3M0 .,703 6, 2. 2,121 .%Il . .5.. 4.., 3414 4,697 3133 .37: *::Sees :nal:ty:: : . :: :; : T:::j:;[g :T::!::!ii ::iit. , :_:::_:::_ ::::.. f1 :::::.::Z ::::::1:02: ::::::: _ I::::T 8; :: 

BU DOTE DON VICrOPJANO 1,290 1,841 761 1,609 1,137 2,327 132 	 175,,108. 

DUMAGUIET FERRY 1,590 1,170 220 1,399 1,6 1,565 2,045 1,545 884 .....
 
MIMo_ 1,754 1,915 1,472 190 2,2F2
E 2,040 1,9 .,812 1,937 2,162 2,467 .1,_ . 

PULAWAN Ir-RY 2,278 2,299 2,865 2,219 2,545 2,033 793 1,159 1,709 2,026 2,123 2,190 
Total12 7,350 7,513 .72 6,760 7 7 47 4B 40 5,502 S6 4,399 6,10

_,,21 7,1 J5 ,92 1 ',S 	 '_ 
UAA.RY238 	 - .--M U 	 -252-

Total:i~iil...............:::: ... 23 	 252 . .................I. . ...... .. :::::::::::41
:::::::: :::
:::::
 
-•- : :5: .	 ... .'84szoad1:y. : .................. 	 .... 


rzE~ ____DIOLOO PgoCSo90 400 -IN9 432 
DONVICTORIANO 635 4 156 145 58 104 163 1,052 _ 715 54 
DUMAGM'E RY 450 '04 1A2 1,107 2,289 1,01 1,356 1,147 607 
GO.RICH 1,299 1,170 1,121 136 819 1,513 1,364 1,752 2,139 2,258 1,919 871 
PALAWANP NCUNM 88 17k 430 647 291 2201 499 565 1,722
 
iPULAWANFRRY 
 1,420 1,21 1,89 1,921 2,6 1,374 469 1,06; 1,703 1,793 1,646 2,193 

Tota 4,914 4,67 5,068 5,042 6,705 4,49 4.004 4,463 5,014 6,825 4,179 3,915 4,917 

0 DQT" 	 DpOLOO PRINCEsS 1,530 55 279 592 
DON VIT0ORTANO 107 617 M83 .1 2 1.051 7?9 547 .380 
DUMA03UTrFERRY I,7.5 943 1,706 1,172 1,178 2,034 1,V-9 56 285. 
-EORICH 466 415 559 391 503 759 446 877 828"9 1.326 172 
PALAWAN PPINCESS 2511 777 1,440 1,286 646 439 791 910 692 
PULAWANFERRY 1,035 1,4781 1,730 1,415 1,775 1,501 225 2,215 2,335 1,549 1,586 1,766 
SULCON -V 2 1 
SUIx_3 OCONTA1M - IV 3 

TOW 443 4cn sU7 _3o0 .S 4 8 ,303 ,998 4,407 3,80 3459 2,31 4 

7 IM DUMA____FERRY 11 46 144 "27 11 
TOMl 11 46 144 47 11, ' . ........	 - -r m n n -

DOTE DUMUGU g 1',RRY 	 170 1" 17 8 
Total 	 170 166 17 $ 30 

E LAZZ DUMAGUErT EMY 	 208 9 37 N4 20 
TOW 	 206 9 37, 26)2 

1. 	 . ................... ........ .
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TABLE 4.11
 
(Continued)


PASSENGER TRAFFIC AT DUMAGUETE & BACOLOD PORT, BY ROUTE, DIRECTION & VESSEL, 199
 

ORIG DEST VESSEL N JAN FEB MAR 	
Mon

APR MAY JUN JUL AUG SEP OCT NOV DEC AV 
- D TI :DUI MA I FEMRR"' 1 38 362 _ 

. .Total -- 3 

DG.APTEDUMACIUM1FERRY - - 178 184 - s-

T1oM. 178 114 bil
 

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

-jpq. 	 6_L__A_ DONJV1CTOIANO_ 
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TABLE 4.11
 
(Continued)
 

PASSENGER TRAFFIC AT DUMAGUETE & BACOLOD PORT, BY ROUTE, DIRECTION & VESSEL, 1992
 
' ' I Mntw. 

RIG DEST VESSELNAME JAN FEB MAR APR MAY JUN JUL AUG SEP OCT NOV DEC AVE., 
LD MLOI DONVICEYT

PRINaESS OF PANAY 
24,224
27,W6 

26,576
23 34 

32,516
22,623 

33,10
29,713 

36,178
33,084 

31,566
28,536 

23,703
23,858 

12,201
2316= 

9,708
Z4,570 

30,247
29,6 

.9,726
1416 

33,31 " 

STA. MARIA 
Total 52,030 

_____ 

50,0101 55,139 62,693 69,2Q2 60,122 47,561 
12,671 
48,13 

14,784 
49,062 60,015 

7,7 
5N,039 

"-35,952. 
69,270 ,87$ 

I BCLD DON VICENT 
PRINCESS OF PANAY 

34,777 
28,175 

23,925 
23P79 

29.5"9 
25,0 

39,.365 
29654 

37,624 
37,5 

32,971 
29X5 

24,552 
21,801 

11,982 
23,671 

11,317 
24297 

33,077 
,324 

30,7 d 
20,374 

35,545 
7 

_STA.MARIA 12,276 15,244 8,M 34.06. 
Toa 62P52 47,004 5.%= 69,019 70,183 62.33 46s353 4,7.= 50,83 62,401 59.379 ,91_.8,65i 

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

D MN DON CLAUDIO 5,116 3,907 3,730 3,834 4,385 3,16 1,690 3,299 2,373 1,613 2,256 2,359 
DON AUUO 3,9M 3,973 4,115 4,941 6,713 4,757 2,475 3,236 3,576 3,491 4,729 3,632 
STA. FLOR.nrXNA 6,21 6,655 8,271 3,388 7,249 4,732 5,020 4,720 4.93 4,765 -- ,0 I 
STA. MARIA 5006 4,04 161 2,945 3.341 2336 1,519 413 
SULCON-IX 16 18 22 1 0 6 9 

TOMal 11,414 11,40 1,513 20,012 23,031 19,164 10,433 12,038 10,669 9,L99 11,73D 10,792 14,377 
X___ __ _ _ WSX 77 . 

LA BCLD DON CLAUDIO 4,874 3,179 3,191 3,64 5,30 3,64 1,156 2,V2 1,2 C241,45 i,028 2-- . 
DON JUUO 4,502 3,922 4,915 4,303 6,173 4,02 2,792 3,524 3,352 3,855 4,617 8,5, . 
STA. FLORT A 4,942 7,259 7,85 6,7-V 4,712 2,513 4,679 3,873 4,725 2,600 7,373 
STA. MARIA 1,191 1,236 232 1,915 2,041 IJ50 703 379 
SULCON- IX 1 

Total 15,510 9038 1 117 21103..4= 7,A4 11,174 8?49 10,005 * 5 16,149 1300; 

.D ROM DON CTAUDIO -0 122 $1 87 

S- A. MAIUA so 62 25 111 235 70 6Z 37 
Total 93 62 25 ill 235 70 62 37 10 122 81 87 

MB BCLD DON CAUDIO _ 44 103 44 68 
STA. MARIA 76 66 67 2 155 61 46 29 

Tota 76 66 67 202 155 61 4 29 44 103 44 68 80 

127
 



shipping agent at Dumaguete is allocated a certain number of Cebu-

Manila voyage tickets.
 

Table 4.12 presents information on the 1993 passenger traffic
 
at Negros and Siquijor ports. The Dumaguete traffic level, in
 
1993, was up by more than 7 percent from the 1992 level identified
 
in Table 4.10. The Banago traffic surpassed the 2-million mark in
 
1993, up by more than 7 percent from 1992 traffic. Larena,
 
Siquijor realized a traffic expansion of more than 50 percent from
 
1992 to 1993.
 

Passenger Service Standards
 

The LSRS surveyed 25 interisland ferry and liner shipping
 
routes serving one or more ports of the Central and Western
 
Visayas. Of the total, 16 routes have the port of Cebu as one
 
terminus, and these include the Cebu-Manila route, the
 
intraprovincial route of Cebu-Bantayan, 5 routes connecting Cebu to
 
other ports of the Central Visayas, 2 routes co, aecting Cebu to the
 
island of Masbate, and 7 routes connecting (ebu to ports of the
 
island of Mindanao. The 9 routes not having Cebu as one terminus
 
include 4 with a terminus at Iloilo, providing connections to
 
Manila, Bacolod, Cagayan de Oro, and Palawan, another 4 routes
 
having Tagbilaran as a terminus, and providing connections to
 
Manila, Negros, Siquijor. and northern Panay, and 1 route between
 
northern Panay and Manila. The detailed results of these surveys
 
are presented in 499 tables in Annex B of this report volume. The
 
principal findings are summarized, by route, below.
 

Cebu-Manila Route. This route is the single most important

interisland shipping route in the Philippines, connecting the two
 
largest ports- and port cities of .the country. To ensure that
 
significant survey results were obtained for this route, the LSRS
 
surveyed each of two vessels serving the route twice, using the
 
original passenger survey form the first time and a revised form
 
the second time in each case. The vessels surveyed are the MV
 
Superferry II and the MV Sugbu, and a combined survey sample size
 
of 374 passengers was obtained.
 

The first survey was conducted in May 1993, which fell within
 
the peak period of travel for the route, and the majority of the
 
interviewed passengers were traveling on vacation or holiday; these
 
passengers included non-students on vacation (46 percent of the
 
sample), non-students on holiday (8 percent), and students on
 
school break (6 percent). When the second survey was conducted in
 
September (within the off-peak season for travel), vacationers
 
dropped to 21 percent of the survey sample, non-student holiday
takers were "steady", at 8 percent, and no students were included
 
in the sample. Business travelers also "held steady", at about
 
one-fifth of the passengers interviewed, in both May and September.
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rAULZ 4.12 

NEGROS & SIQUIJOR ISLAND PORT 
PASSENGER 'IRAFFIC, 1993 
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Those passengers who travel the route at least monthly represented
 
21 percent of the May sample, and the proportion nearly doubled in
 
September.
 

Principal findings of the combined May-September surveys are:
 

Large majorities of the passengers on both surveyed
 
vessels expressed the opinion that the passenger services
 
being operated on the route were adequate to meet demand,
 
but about half of the passengers interviewed in May also
 
expressed some concern over the congestion which occurs
 
during the peak period of travel, and about one-quarter
 
of the passengers on one of the vessels in September felt
 
that the services deserved only a "fair/poor" rating in
 
regard to sufficiency and convenience.
 

Both in May and September, passengers rated the crews of
 
the two vessels very highly, for their attitude toward
 
passengers, their willingness to be helpful, and their
 
efficiency. Of the 358 passengers responding to
 
questions regarding the vessel crew, only 4 passengers
 
found the crew to be less than satisfactory, and the
 
majority of passengers rated the crew as "excellent" or
 
"good".
 

Where shore-based staff are concerned, however, the
 
passengers on board the two vessels gave very different
 
responses. The passengers on one vessel rated the
 
operator's shore-based staff almost as highly as the
 
vessel crew, whereas all 45 of the first and second class
 
passengers on the other vessel, who responded to the
 
question, gave the shore-based staff a rating of "very
 
poor/bad".
 

The same vessel was not rated highly for service speed,
 
with 19 percent of the interviewed passengers viewing
 
service as "slow" and another 19 percent characterizing
 
service as "very slow", although half of the passengers
 
found speed to be "satisfactory". On the other vessel,
 
nearly all of the passengers responding to the question
 
regarding service speed rated speed as "fast" or
 
"satisfactory".
 

Both vessels received high ratings from passengers in
 
regard to various aspects of physical accommodation,
 
including the cleanliness of facilities aboard tl'e
 
vessel, the air comfort level, the adequacy of drinking
 
water supplies, meals and meal service, leisure
 
facilities, and space to move about during the voyage.
 

Both operators received high ratings from the passengers
 

in regard to the orderliness of the boarding procedure,
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the adherence to schedule, the space reservation system,
 
operator concern for safety, the stowage and security of
 
baggage, and the comfort and cleanliness of the waiting
 
area before boarding.
 

b 	 Aboard both vessels, in September, approximately 20 
percent of the passengers surveyed indicated that they
felt that services on the Cebu-Manila route had improved
considerably over the past two years, and another 23 and
 
27 percent of the passengers on the two vessels expressed

the view that there had been slight improvement of
 
services over the period. In May, average of 17
an 

percent of the passengers, on the same two vessels, felt
 
that services had been improving over the past two years.
 

Cebu-Dumaguete Route. The LSRS surveyed two vessels on this
 
route, the MV Don Victoriano and the MV Filipinas Dumaguete, 
and
 
obtained a combined survey sample cf 60 passengers, approximately

90 percent of whom were third class passengers. Thirty percent of
 
the passengers were traveling for some business-related reason, and
 
about the same percentage were traveling either on vacation or
 
holiday. Eighteen percent of the passengers indicated their travel
 
frequency on the route to be one or more times a month, but most of
 
the remainder of the 
passengers travel no more frequently than
 
three times per year on the route.
 

Significant results of the survey are:
 

Both vessels were rated as satisfactory in terms' of
 
various aspects of physical accommodation, including

cleanliness of seating/sleeping areas, eating areas, and
 
'toilets/washing facilities, air comfort levels, and the
 
availability of drinking water. However, only one of the
 
two vessels was rated as satisfactory in regard to space

to move around during the voyage, with 75 percent of the
 
passengers on the other vessel indicating that it was
 
inadequate in this regard.
 

More than 80 percent of the passengers on each vessel
 
found the comfort and cleanliness of the waiting area
 
before boarding and the boarding process itself to be
 
satisfactory.
 

Only 4 of the passengers interviewed had any complaint in
 
regard to security of baggage.
 

Between 79 and 88 percent of the interviewed passengers
 
on the two vessels indicated that they found the
 
convenience and the assurance of space reservation to be
 
satisfactory. Nevertheless, 10 of the 60 passengers in
 
the survey sample indicated that they had experienced

being "bumped", despite having made a reservation.
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The passengers on board both vessels rated the
 
managements highly in regard to their attitude toward
 
service quality, and rated both shore-based staff and the
 
vessel crews highly in regard to their attitude toward
 
passengers and their efficiency.
 

Large majorities of the passengers on each vessel rated
 
services as "excellent" or "generally good" in re6ard to
 
service sufficiency and convenience, schedule adherence,
 
and service speed.
 

About one-quarter of the passengers on one vessel and 37
 
percent on the other indicated that services on the route
 
had improved over the past two years.
 

Cebu-Bantayan Route. This is the only intraprovincial route
 
surveyed by the LSRS. One vessel, the MV Honey, providing only

third class accommodation, was surveyed, and the sample obtained
 
was 31 passengers. More than one-third of the passengers were non
students traveling on vacation or holiday, about one-quarter were
 
traveling for some business-related reason, and one-fifth of the
 
passengers were traveling for purposes of family affairs. Most of
 
the passengers travel the route fewer than 4 times a year, and only

three passengers travel the route as frequently as monthly.
 

Significant survey results are:
 

The passengers were unanimous in finding the cleanliness
 
of the seating/sleeping area, the boarding process, the
 
vessel crew, the operator's shore-based staff, and the
 
space reservation system satisfactory, and 90 percent of
 
the passengers found both the air comfort level and the
 
vessel open areas for passengers to be satisfactory.
 
More than three-quarters of the passengers also
 
considered the maintenance and cleanliness of toilets and
 
washing facilities to be satisfactory.
 

Complaints were largely limited to the water supply, and
 
65 percent felt that supply was unsatisfactory. There
 
were also some complaints in regard to meals and meal
 
service, but more than half of the passengers did not
 
express a view, so the responses that were obtained are
 
of limited significance.
 

Most of the passengers consider the services being
 
provided to be fast, and 61 percent of the passengers

felt that services were "fair" or "generally good" in
 
regard to sufficiency and convenience. All who responded
 
to the question regarding schedule adherence (65 percent
 
of the interviewed passengers) rated adherence as "fair"
 
or "generally good".
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Thirty-five percent of the passengers thought that
 
services had shown slight improvement over the past two
 
years.
 

Cebu-Dapitan Route. The LSRS surveyed the same two vessels
 
surveyed on the Cebu-Dumaguete route, and, in addition, surveyed

the Pulauan Ferry, obtaining a combined sample size of 126
 
passengers. Approximately 30 percent of the sample was comprised

of non-students traveling on vacation or holiday, and a quarter of

the passengers 
were traveling for some business-related reason.
 
Eleven percent of the passengers travel the route at least 
once a

month, but the remaining 89 percent travel no more frequently than
 
once every two or three months.
 

Significant survey results are:
 

Large majorities (89 percent and up) of the passengers on
 
board each of the three vessels indicated that they were
 
satisfied with the cleanliness and air comfort of the
 
seating/sleeping areas, and 
79 percent of the combined
 
sample thought that the 
toilets and washing facilities
 
were adequately maintained and kept clean. Eighty-nine

percent of the combined sample found open spaces for
 
passengers to be satisfactory. Two-thirds of the
 
passengers found the water supply and 
the comfort and
 
cleanliness of eating areas to be satisfactory.
 

Large majorities of the passengers also expressed

themselves as being satisfied with the comfort 
and

cleanliness of the waiting area 
before boarding (74

percent), the boarding process itself 
(82 percent),

baggage security on board the vessels 
(94 percent), and
 
the convenience and assurance of booking (85 percent).
 

Nearly all of the passengers on all three of the vessels
 
surveyed expressed satisfaction with management attitude

toward service quality, and shore-based staff and vessel
 
crew attitude toward passengers and efficiency.
 

Passengers on all three vessels rated service sufficiency

and convenience as "fair" (25 percent), "generally good"

(37 percent), or "excellent" (25 percent). Ratings for
 
service adherence and speed were nearly as high.
 

Nearly one-half of the passengers expressed the view that

services had improved on the route over the past two
 
years.
 

Cebu-Masbate Route. 
 This route was surveyed by the LSRS in
both Masbate and Cebu. The results of the survey conducted in

Masbate are presented in the Northern Islands Report. 
 The survey

done in Cebu obtained a sample of 76 passengers, 60 of whom were
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traveling third class and the remainder of whom were second class
 
passengers. The average travel frequency of the sample obtained in
 
Cebu was significantly less than the sample obtained in Masbate
 
several months earlier, with only five percent of the former sample

traveling the route one or more times a month, compared to 43
 
percent in the Masbate sample.
 

Significant results from the Cebu survey of the Cebu-Masbate
 
route are:
 

Nearly all of the passengers found the cleanliness and
 
air comfort of the seating/sleeping area to be
 
satisfactory, and three-quarters of the passengers also
 
rated the maintenance and cleanliness of the toilets and
 
washing facilities to be satisfactory.
 

Eighty percent of the passengers felt that drinking water
 
supplies were adequate, and most of the respondents to
 
questions regarding eating areas, meal service, and meals
 
gave favorable opinions of each, but in these cases 36-53
 
percent of the interviewed passengers did not voice an 
opinion, so the responses a-e of questionable 
significance. 

Eighty percent of the passengers or more viewed 
favorably: the vessel's open areas for passengers; the
 
cleanliness and comfort of the waiting area before
 
boarding; the orderliness of the boarding process; the
 
operator's space reservation system; the attitude toward
 
passengers of both the operator's shore-based staff and
 
the vessel crew, and the efficiency of all staff; and the
 
attitude of management toward service quality.
 

The shipping service was given either an "excellent" or
 
a "generally good" rating by 59 percent of the passengers
 
in regard to sufficiency and convenience, and 73 percent

of the passengers gave the same ratings to service
 
schedule adherence; most other passengers rated the
 
service as "fair" in respect to sufficiency, convenience
 
and reliability.
 

iForty-one percent of the Cebu survey sample felt that
 
they could detect improvement of services on the route
 
over the past two years.
 

The service being provided by the MV Cebu Princess was rated
 
more highly by the passengers interviewed in Cebu than by the
 
passengers interviewed three months earlier in Masbate. The
 
difference in responses might have been due to continuing service
 
improvement on the part of the operator, and some difference was
 
probably due to the fact that the first survey was conducted during

the peak period of travel, whereas the Cebu survey was during the
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off-peak 
period. Thus, nearly one-third of the passengers

interviewed in Masbate were of 
the view that services were
adequate to meet total 

not
 
demand, and 55 percent felt that traffic
congestion during the peak period of travel constituted a serious


problem. One thing that 
the passengers interviewed in the two
 surveys were in agreement on, however, 
was that noticeable

improvement of service had been occurring on 
the route.
 

Cebu-Larena-Siquijor Route. 
 The route connects Cebu to the
island of Siquijor. The LSRS surveyed just one vessel, the MV Don
Martin 7, and a' survey sample of 60 passengers was obtained.

Thirty percent of the passengers were non-students traveling either
 on vacation or holiday, and 22 percent 
were traveling for some
business-related purpose. 
 Two-thirds of the passengers travel 
no
 
more frequently than three times a year, and two 
passengers only

indicated that they travel more frequently than monthly.
 

Principal findings of the passenger survey on this route are:
 

Nearly all of the passengers expressed themselves as

being satisfied with the cleanliness and air comfort

level of the seating/sleeping areas, and 77 percent of

the interviewed 
cleanliness of 

passengers 
toilets and 

viewed maintenance 
washing facilities 

and 
as 

satisfactory. 

Although 80 percent of the passengers thought that
eating areas were also satisfactorily kept clean, 

the 
and 

were comfortable, 58-60 percent of the passengers (nearly

all of the passengers responding to the questions

regarding these aspects of physical accommodation) were
 
dissatisfied with meals and 
meal service. A sizable

minority cf the passengers (37 percent) also thought that
 
the supply of drinking water was inadequate, but most
 
passengers found the supply to be satisfactory.
 

Ninety percent or more of the passengers viewed

favorably: vessel open areas for passengers; the comfort

and cleanliness of the waiting area before boarding; 
the

vessel boarding process; baggage security on board the
 
vessel; the operator's space reservation system; the

attitudes and efficiency of the operator's staff, both

shore-based and vessel crew; management's attitude toward
 
service quality; and service speed.
 

Only one passenger had an unfavorable view of operator

adherence to schedule, and 58-62 percent of 
 the
 
passengers rated schedule adherence, service sufficiency,

and service convenience as either "excellent" or
generally good".
 

Sixty percent of the passengers indicated that in their
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view services had improved on the route over the past two
 
years.
 

Cebu-Cagayan de Oro Route. 
This is one of the more important

liner shipping route in the Philippines, for both passengers and
 
cargo. As such, the LSRS made 
an effort to obtain a sizable
 
passenger survey sample for the route. 
Four vessels were surveyed:

the MV Asia-Singapore, the MV Asia-Thailand, the MV Asia-Japan, the

NIV Our Lady of Rule, and the MV Cagayan Princess. The total survey

sample obtained was 284 passengers. From the sample, approximately

one-third of the passengers on the route are traveling for some

business-related 
reason, and another one-third are non-students
 
traveling on vacation or holiday. Approximately 40 percent of 
the
 
passengers travel the route one or more times per month.
 

Significant findings of the passengers surveys 
on this route
 
are:
 

All five of the vessels surveyed were rated highly by

their passengers in regard to schedule adherence. 
 The
 
adequacy of services meet was
to demand also generally

viewed favorably by passengers on each of the five
 
vessels, but more than three-quarters of respondents 
to
 
a question regarding peak period travel indicated that
 
congestion in the peak season constitutes a serious
 
problem.
 

More than 80 percent of the combined five-vessel sample

viewed favorably: operator space reservation systems; the
 
vessel boarding procedure; and operator concern for
 
safety.
 

Aspects of physical accommodation were rated as "fair" or
"satisfactory" 
by the large majority of passengers,

including food/canteen, toilets/sanitation facilities,

leisure facilities, ventilation, drinking 
 water
 
availability, and space to move around.
 

The one area where services on this route received rather
 
low ratings was in regard to baggage stowage 
 and
 
security. On three of the five 
vessels surveyed,

majorities of the passengers expressed the view 
that
 
baggage stowage and security were not adequate.
 

On all of the vessels surveyed, passengers rated crew
 
attitude and helpfulness as "fair"or "satisfactory". On
 
one vessel, where the revised survey form was 
employed,
 
passengers also gave shore-based staff and operator
 
management a predominant rating of "satisfactory".
 

Cebu-Butuan Route. The LSRS surveyed only one vessel on 
this
 
route, the MV Our Lady of 
Lourdes, and obtained a sample of 59
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passengers, of whom approximately 29 percent travel the route 
one
 
or more times p(tr month. Significant results obtained from the
 
survey are:
 

Nearly all of the passengers expressed themselves as
 
being satisfied with the cleanliness and air comfort
 
level of the seating/sleeping areas of the vessel, and an
 
unusually high proportion (85 percent) thought that the
 
toiiets and washing facilities were well maintained and
 
clean.
 

Nearly half of the passengers rated the service as
"excellent" or "generally good" 
in regard to schedule
 
adhe'ence, sufficiency, and convenience, and most of the
 
other passengers gave a "fair" rating for these aspects

of service standards. Eighty-three percent of the survey

sample indicated their satisfaction with service speed.
 

Two-thirds of the passengers expressed the that
view 

services on the route had improved over the past two
 
years, and half of these passengers thought that services
 
had improved "considerably".
 

More than 80 percent of the passengers rate d the service
 
as satisfactory or better in regard to: baggage security
 
on board the vessel; vessel open areas for passengers;

the vessel boarding process; management attitude toward
 
service quality; and the attitude and efficiency of both
 
the operator's shore-based staff and the vessel 
crew..
 

The only aspects of service with regard to which
 
significant numbers of passengers expressed unfavorable
 
views were the meals, the meal service and the supply of
 
drinking water, and in none of these cases 
did more than
 
one-third of the passengers give an "unsatisfactory"
 
rating.
 

Cebu-Surigao Route. The LSRS surveyed just one vessel on this
 
route, the MV Filipinas Surigao, and obtained a sample of 38
 
passengers. Nearly all of the passengers indicated that they

travel the route only a few times per year. Significant findings

of the passenger survey on this route are:
 

Passengers were all 
satisfied with both the cleanliness
 
and the air comfort levels of their seating/sleeping
 
areas on board the vessel, and 82 percent of the surveyed
 
passengers also expressed satisfaction with the
 
maintenance and cleanliness of the toilets and washing
 
facilities.
 

Majorities of than percent of the
more 90 surveyed
 
passengers gave favorable opinions 
in regard to: the
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vessel boarding process; baggage security on board the
 
vessel; the operator's space reservation system; vessel
 
open areas for passengers; the operator's attitude toward
 
service quality; and the attitude of both the operator's
 
shore-based staff and the vessel crew toward passengers
 
and the efficiency of the staff. The passengers gave the
 
vessel crew an especially high rating, with 63 percent of
 
the passengers rating them as "excellent", and the other
 
passengers offering a rating of "satisfactory".
 

Only one of the 38 passengers found the services being

provided as anything less than satisfactory, and 45
 
percent of the passengers rated the services as
"excellent" in regard to sufficiency 
and convenience.
 
Where schedule adherence was concerned, 84 percent of the
 
passengers, and all but one of those responding to the
 
question, felt that operator reliability was "generally
 
good" or "excellent".
 

Fully 69 percent of the passengers indicated that, in
 
their view, services had improved over the past two
 
years, with 37 percent indicating that "considerable"
 
improvement had been achieved.
 

Cataingan-Cebu Route. This route was of special interest to
 
the LSRS, because the LSRS had originally proposed to study the
 
route, as one of the study's developmental routes, in the belief
 
that it was promising but did not yet have any regularly-operated
 
shipping service. The vessel which, in 1993, was performing

services on the route is the MV Rosalia, and the LSRS was able to
 
obtain a sample of 41 passengers. The majority of passengers were
 
on vacation or holiday, but more than 70 percent of the passengers
 
nevertheless indicated that they travel the route one or more times
 
per month (this represents one of the highest travel frequencies

that the LSRS has found on any route).
 

Significant results of the survey on this route are:
 

Although most of the passengers expressed the view that
 
services were adequate to meet demand, a large mejority

nevertheless felt that congested travel during the peak

season constitutes a serious problem.
 

Nearly all of the passengers expressed themselves as
 
satisfied with the operator's adherence to schedule and
 
with the space reservation system.
 

About two-thirds of the passengers indicated that they

felt that the operator showed adequate concern for safety

and that the boarding procedure was satisfactory (most of
 
the other passengers did not respond to these questions).
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Where aspects of physical accommodation were concerned,

the passengers mostly gave a rating of "fair".
 

The only aspect of service that the passengers really had
 
any complaint about was the security of baggage, with 61
 
percent of passengers indicating that baggage security
 
was unsatisfactory.
 

Cebu-Iligan Route. The LSRS surveyed 
three vessels on the
Cebu-Iligan route, viz., 
the MV Misamis Occidental, the MV Dona

Cristina, and the MV Iligan City, and obtained a combined survey

sample of 187 passengers. An unusually high 12 percent of the
travellers were traveling for the purpose of employment change, 10
percent were 
traveling for the purpose of marketing goods, and 14
 percent were on the 
voyage for other business-related purposes.

Another 20 percent of the passengers were non-students traveling on
vacation, and 7 percent of the survey sample were traveling for the
 purpose of attending provincial fiestas. Only three of 
 the
 
passengers were students on school break. 
 Just 13 percent of the
 passengers indicated 
that their trip frequency was one or more

times per month on the route, and two-thirds of the passengers

indicated that they travel the route no more 
frequently than three
 
times a year.
 

Principal findings of this survey are:
 

Although 87 percent of the sample viewed cleanliness of
 
the seating/sleeping areas 
as at least satisfactory, 21
 
passengers on one of the vessels felt 
that these areas
 
were "not clean" or even "unacceptable". Similarly, 78
 
percent of the overall-sample expressed themselves 
as
 
being satisfied with the air comfort levels of the
seating/sleeping areas, but 
36 passengers on one of the
 
three vessels rated 
 the air comfort level as
"uncomfortable" or 
even "unacceptable".
 

Majorities ranging from 72 to 92 percent the
of 

passengers on 
the three vessels surveyed indicated that

the maintenance and cleanliness of the toilet and washing

facilities was satisfactory.
 

Although 69 percent of the overall sample indicated that
 
supplies of drinking 
water were satisfactory, large

minorities (22 and 23 percent) on of
two the vessels
 
indicated dissatisfaction with the water supply.
 

Seventy-nine percent or more 
of the overall sample

expressed themselves as being satisfied with: vessel open

areas for passengers; 
the waiting area before boarding;

the boarding process 
itself; baggage security on board
 
the vessels; the convenience and assurance 
 of the
 
operator's space reservation system; management attitude
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toward service quality; the attitude and efficiency of
 
the operator's shore-based staff and of the vessel 
crew;
 
and service speed.
 

One of the three vessels was rated very highly in regard

to the sufficiency, convenience and reliability of
 
services, with 32 or 42 percent of the passengers rating

these aspects of service as "excellent", and most of the
 
other passengers aboard that vessel giving a "generally

good" rating. Majorities of 91 percent and 72 percent on
 
the other two vessels gave ratings of "fair" or better in
 
regard to the sufficiency, convenience and reliability of
 
services.
 

Over half of the overall sample of passengers felt that
 
services on route improved over
the had the past two
 
years, and this was especially the case on one vessel
 
where 28 percent of the passengers indicated that they

thought that there had been considerable improvement of
 
services, and another 35 percent thought that slight

improvement of services had occurred over the two-year
 
period.
 

Cebu-Nasipit-Butuan Route. 
 The LSRS surveyed two vessels on
 
this route, viz., 
the MV Dona Lili and the MV Nasipit Princess, and
 
obtained a sample of 95 passengers. Non-student vacationers and
 
holiday-takers represented percent the and
46 of passengers,

another 15 percent were students on school break. About one
quarter of the passengers travel the route or more times a
one 

month, and another 16 percent make the voyage 4 to 6 times a year.

The passengers on both vessels view services on the route as being

adequate to meet demand, arid consider 
that schedule adherence is
 
satisfactory. Nearly all respondents to LSRS survey questions (and
 
at least three-quarters of the passenger sample) 
 expressed

satisfaction with the space reservation system, the operator's
 
concern for safety, and the organized boarding procedure. Most
 
aspects of physical accommodation were viewed by large majorities

of the passengers as being at least "fair", 
 including

toilet/sanitation facilities, drinkingwater supplies, ventilation,
 
space to move around, and food/canteen.
 

Cebu-Tubod Route. The LSRS surveyed the MV Cebu Star on 
this
 
route, and obtained a sample of 65 passengers, of whom 30 were on
 
vacation and another 9 on 
school break. None of the inferviewed
 
passengers travel the route more than five times per year. 
Between
 
84 and 98 percent of the passengers held favorable views in regard

to: service adequacy to meet demand; service reliability; space

reservation; the organized boarding procedure; and operator concern
 
for safety. The generally held view of passengers in regard to
 
aspects of physical accommodation was that these aspects were
 
"fair", but sizable minorities gave ratings of "poor" or 
even
"unacceptable" to supply of
the drinking water (30 percent),
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toilets/sanitation facilities (23 percent), and bedding/blankets

(49 percent). A majority (55 percent) were dissatisfied with
 
baggage security.
 

Tagbilaran-Cebu Route. Three vessels were surveyed on this 
route, viz. , the MV Asia-Singapore, the MV Asia-Taiwan, and the MV 
Reyjumar-A, and a combined passenger sample of 175 was obtained. 
Approximately 40 percent of the passengers were non-students on
 
vacation or holiday, 30 percent were traveling for business-related
 
purposes, and 16 percent were students on school break. A high

proportion of the passengers were frequent travelers, 
with 16
 
percent indicating that they travel the route twice a week, and
 
another 42 percent indicating that they travel the route one or
 
more times per month.
 

Of the 175 passengers interviewed by the LSRS, 169 viewed
 
services as adequate to meet demand, 167 passengers considered
 
service reliability to be satisfactory, 166 expressed themselves as
 
being satisfied with the space reservation system, 156 (all

respondents to the question) thought that the vessel boarding

procedure was satisfactory, and 154 (of 158 responding) thought

that the operator showed adequate concern for safety.
 

In regard to the various aspects of physical accommodation,

large majorities of the passengers expressed themselves as being

satisfied. These aspects and their favorable ratings ("good/

excellent" or "fair") included: food/canteen (88 percent),

toilets/sanitation facilities (87 percent), leisure facilities (84

percent), ventilation (91 percent), crew courtesy/helpfulness (96

percent), drinking water supplies (77 percent), and space to move
 
around (79 percent).
 

Passenger complaints were largely limited to baggage stowage

and security, with 70 percent of the survey sample indicating that
 
neither stowage areas nor security were satisfactory.
 

Tagbilaran-Larena Route. The LSRS surveyed one vessel, the MV
 
Don Martin Sr., operating on the route between Bohol and Siquijor

islands, and obtained a sample of 30 passengers. The division of
 
trip purposes was common to many LSRS surveys, viz., about 40
 
percent non-student vacationers and holiday-takers, nearly 30
 
percent business-related, and about 20 percent students (a somewhat
 
higher proportion than on most other routes). Two-thirds of the
 
passengers travel the route at least once a month, and 8 of the 30
 
passengers indicated that they travel the route weekly.
 

The passengers viewed service reliability as good, and
 
expressed satisfaction with the vessel crew in regard to their
 
attitude toward passengers and their helpfulness. Otherwise, the
 
passengers did not viewservice favorably. In particular:
 

More than one-third of the passengers felt that the
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services being performed were not adequate to meet
 
demand, and all the passengers felt that congestion

during the peak period of travel constitutes a serious
 
problem,
 

Twenty-five passengers indicated that the operator does
 
not have a satisfactory space reservation system.
 

Sixty percent of the passengers were dissatisfied with
 
the vessel boarding procedure.
 

Thirteen passengers expressed concern that the operator

did not show sufficient concern for safety.
 

About half of the passengers did not think that either
 
drinking water supplies or ventilation was adequate on
 
the vessel.
 

Most of the passengers (97 percent) rated
 
toilet/sanitation facilities as "poor", and 90 percent
 
were dissatisfied with space to move around during the
 
voyage.
 

None of the passengers felt that baggage stowage areas on
 
security were satisfactory.
 

Tagbilaran-Manila Route. 
The MV Cebu City was the only vessel
 
surveyed on the Tagbilaran-Manila route, and a sample of 105
 
passengers was obtained. The sample contained an unusual number of
 
passengers (22) were traveling for medical reasons, and the 
same
 
number of passengers were non-students traveling on vacation. Just
 
ten percent of the passengers travel the route on a monthly basis,

and 47 percent travel it 3-6 times a year.
 

.Majoritiesof the passengers gave favorable opinions of most
 
aspects and characteristics of services, but fairly sizable
 
proportions of the passengers expressed contrary views. In 
particular: 

One-third of the passengers indicated that 
seating/sleeping Lreh; were not clean at the start of the
 
voyage, and 40 percei; of the passengers indicated that
 
cleanliness and mainteaerce of toilets and washing
 
facilities were not adequace.
 

Nearly 40 percent of the passeng&-rs were dissatisfied
 
with drinking water supplies, and between 22 and 24
 
percent viewed eating area cleanliness, meals, and meal
 
services as unsatisfactory.
 

Thirty-eight percent of the passengers expressed
 
dissatisfaction with the vessel's open areas for
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passengers.
 

Sixty-three percent of the passengers were unhappy with
 
the degree of comfort and cleanliness of the waiting area
 
before boarding, and more than half of these passengers

(one-third of the total sample) termed the condition of
 
the waiting area as "unacceptable".
 

More than one-third of the passengers expressed

dissatisfaction 
with the vessel boarding process, and
 
nearly one-third were dissatisfied with baggage security
 
on board.
 

Thirty-five percent of the passengers felt that the
 
process of booking space on the vessel was inconvenient,

and 40 percent considered that space was not assured even
 
if booked in advance; five of the passengers indicated
 
that the shipping line had "bumped" them from a voyage

during the past three years, after they had already
 
booked passage.
 

Just under one-third of the passengers expressed

dissatisfaction with the attitude of operator management

toward achieving service quality.
 

Shore-based staff of the operator were not viewed
 
favorably by 55 percent of the passengers, and 42 percent

of the passengers considered that 
the efficiency of the
 
vessel crew and their attitude toward passengers were
 
unsatisfactory.
 

A high proportion of the passengers felt 
that the operator's

rcccrd in regard 
to schedule adherence was "generally good" (69

percent) or at least "fair" (24 percent). Two-thirds of the
 
passengers also felt that the services being operated were
 
sufficient and convenient for the accommodation of travel demand.
 
Finally, despite the adverse comments of large numbers of
 
p.assengers on various aspects of services, just under half of 
the
 
passengers indicated that services 
 appeared to them to have
 
improved over the past two years.
 

Tagbilaran-Aklan Route. 
 The LSRS also surveyed the MV Cebu
 
City on the route between Tagbilaran and the north coast of Panay

Island, with the vessel calling at the two Aklan Province ports of
 
Batan and Dumaguit. A sample of only 14 passengers was obtained,

but the results are nevertheless significant because the passengers
 
were unanimous in their views of almost 
everything. All of the
 
passengers expressed the view that the services were being reliably

operated, and were adequate to meet demand, 
except in the peak

travel season. 
 All agreed that the space reservation system,

operator concern for safety, and the 
 boarding procedure are
 
satisfactory, whereas the 
stowage and security of baggage are
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unsatisfactory. All aspects of physical accommodation were 
judged
 
to be "fair".
 

Talibon-Cebu Route. The LSRS surveyed the MV Andy and the MV
 
Talibon Cruiser on the Talibon-Cebu route, and obtained a sample of
 
67 passengers. Twenty-one percent of the passengers indicated that
 
they travel the route at least once a month, and another 31 percent

of the passengers travel the route in the range of 3 to 3 times per
year. Significant findings of the surveys conducted on this route
 
are:
 

The large majority of passengers interviewed considered
 
that the cleanliness and air comfort level of the vessels
 
seating/sleeping areas was satisfactory.
 

Two-thirds of the passengers considered that the
 
maintenance and cleanliness of toilets and washing

facilities was satisfactory, but the other one-third of
 
the passengers did not agree.
 
Although a bare majority of 51 percent of the passengers

felt that drinking water supplies on board were adequate,

37 percent termed the supplies as "unsatisfactory" and
 
another 10 percent of the passengers considered supply
 
limitations to be "unacceptable".
 

Thirty-seven percent of the passengers thought that the
 
open areas for passengers aboard the vessel were not 
satisfactory. 

An average of three-quarters of the passengers were 
approving 
of the boarding process, the waiting area
 
before boarding, and baggage security on board the
 
ves:sel.
 

More than 90 percent of the sample expressed their
 
approbation of the vessel crew, the operator's shore
based staff, the apparent attitude of management toward
 
service quality, and the operator's space reservation
 
system.
 

More than 80 percent of the passengers rated the service
 
as "generally good" or "fair" in regard to service
 
sufficiency, convenience, and reliability.
 

Tubigon-Cebu Route. The LSRS surveyed four vessels 
on this 
route, viz., the MV Tubigon Ferry, the MV Ma. Charisse, the MV 
Talibon Cruiser (which also serves the Cebu-Talibon route - see 
above), and the MV Queen Vicki. The combined survey sample
obtained was 181 passengers, of whom 75 were non-students on 
vacation or holiday, and another 16 were students on holiday.

Approximately 35 percent of the passengers indicated that they

travel the route one or more times per month.
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Eighty-four percent or more of the passengers indicated that
 
they had favorable views of the services offered in regard to:

service sufficiency and convenience; speed; schedule adherence;
 
management attitude toward service quality; vessel crews; operator

shore-based.staff; and operator space reservation systems. 
Smaller
 
majorities of the overall passenger sample had favorable views in
 
regard to the boarding procedure and baggage stowage and security.
 

Large majorities of the passengers found the cleanliness and

air comfort levels of the seating areas to be satisfactory, and
 
sizable majorities of passengers on two of the four 
surveyed

vessels also found the maintenance and cleanliness of toilets and
 
washing facilities to be satisfactory. On the other two vessels,

however, only half of the passengers, or slightly better,

considered toilet/washing facility cleanliness to be satisfactory.

Just 54 percent of the overall sample felt that the supplies of
 
drinking water were satisfactory. Approximately 30 percent of the
 
passengers considered that space for moving about the vessel during

the voyage was not"adequate.
 

Iloilo-Manila Route. The LSRS surveyed five vessels on the

Iloilo-Manila route, viz., the MV Princess of Negros, the MV Sta.
 
Ana, the MV Philippine Princess, the MV Don Julio, and the MV Sta
 
Florentina, and obtained a combined sample of 315 passengers.

Slightly over one-third of the passengers were non-students on

vacation or holiday and 20 percent were traveling for purposes of

family affairs. The average frequency of travel on the route is
 
one of the lowest surveyed by the LSRS, with only three percent of

the passengers traveling the route one or more times per month, and
 
none of the other passengers traveling more than six times a year.
 

Approximately three-quarters of the passengers interviewed

indicated that services are sufficient on the route to accommodate
 
demand and that services are reliably operated. Eighty-one percent

of the passengers who were asked the question also felt that
 
service speed was excellent or satisfactory.
 

Two-thirds or more the passengers
of indicated satisfaction
 
with: the maintenance and cleanliness of toilets and washing

facilities; the comfort and cleanliness of eating areas on board;

the supply of drinking water; vessel open areas for passengers; the
 
space reservation system; baggage security on board the vessel; the

boarding 
process; vessel crew courtesy and helpfulness; the
 
operator shore-based staff; and the perceived attitude of the
 
operator toward service quality.
 

Iloilo-Bacolod Route. The LSRS surveyed the MV Don Vicente on

this ferry route, and obtained a sample of 121 passengers. More
 
than one-third of the passengers were traveling for reasons of

family affairs and 30 percent of the passengers were traveling on

business. One-quarter of the passengers travel the route one or
 
more times a month.
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Ninety-three percent of the passengers viewed the cleanliness
 
and air comfort levels of the ferry's seating areas as
 
satisfactory, and 83 percent found the maintenance and cleanliness
 
of toilets and washing facilities to he satisfactory. More than
 
three-fourths of the passengers were satisfied with : drinking
 
water availability; the comfort and cleanliness of eating areas on
 
board, meals and meal services; vessel open areas for passengcrc;

the boarding process; baggage security; space reservation
 
convenience; the attitude of management toward service quality; the
 
vessel crew and the operator's shore-based staff; and the
 
sufficiency and convenience of service. More than 70 percent (but

less than 75 percent) of the passengers perceived service speed to
 
be satisfactory and schedule adherence to be "excellent" or
"generally good".
 

Over 60 percent of the passengers were of the view that
 
services had improved on the route over the past two years, and 32"
 
percent of the passengers thought that servicps had "considerably"
 
improved.
 

Iloilo-Palawan Route. The MV Milagrosa Tres was surveyed, and
 
a sample of 74 passengers was obtained. Only 11 percent of the
 
passengers travel the route as frequently as monthly, and none of
 
the passengers travel the route more than six times a year. Thirty
eight percent of the passengers were non-students on vacation, and
 
15 percent of the passengers were travelling for the purpose of
 
employment change.
 

Findings of the survey are:
 

Seventy to 74 percent of the passengers were satisfied
 
with the cleanliness and air comfort levels of their
 
seating/sleeping areas, but the other 26-30 percent of
 
the passengers indicated that they were dissatisfied
 
with services in these regards. A slightly lower approval
 
rating was obtained from passengers in regard to
 
maintenance and cleanliness of toilets and washing

facilities, with 65 percent indicating satisfaction and
 
35 percent expressing dissatisfaction. Where the comfort
 
and cleanliness of eating areas was concerned, however,
 
'amajority of passengers had unfavorable views, with 41
 
percent even giving a rating of "unacceptable".
 

Passengers were divided nearly equally on the question u.
 
whether or not drinking water supplies on board were
 
adequate or not. Where meals and meal services were
 
concerned, large proportions of the passengers did not
 
venture an opinion, but somewhat more than one-half of
 
the respondents expressed satisfaction.
 

Sixty-four percent of the passengers were satisfied with
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the comfort and cleanliness of the waiting area when
 
boarding and with the open areas for passengers on board
 
the vessels, with most of the other passengers responding

negatively to these questions.
 

Eighty percent or more of the passengers expressed

satisfaction with: the boarding process; baggage security
 
on board the vessel; the operator's space reservation
 
system; the vessel crew and the operator's shcre-based
 
staff; and the perceived management attitude toward
 
service quality.
 

Approximately three-quarters of the passengers rated
 
services as "excellent" or "generally good" in regards to
 
the sufficiency, convenience, and reliability. A slightly

smaller proportion (71 percent) of the passengers rated
 
service speed as "fast" or "satisfactory".
 

Thirty-eight percent of the passengers indicated that
 
services had "considerably" improved over the past two
 
years.
 

Iloilo-Cagayan de Oro Route. The LSRS surveyed the MV Sta. Ana
 
on this route, and obtained a sample of 53 passengers. Just eight

percent of the passengers indicated that they travel the route as

frequently as monthly, and another one-quarter of the passengers

travel the route at 
least four times a year. Ninety percent or more
 
of the 
passengers were satisfied with the cleanliness and air
 
comfort level of their seating/sleeping areas and more than 80
 
percent of the passengers were approving of the perceived

management attitude toward service quality, the vessel boarding

procedure , baggage security on board the vessel, and vessel 
crew
 
efficiency and attitude toward passengers. Between 70 and 78
 
percent of the passengers rated services as "excellent" or
"generally good" in regard to sufficiency, convenience, reliability

and speed. A high 66 percent of the passengers felt that services
 
had "considerably" improved over the past two years.
 

Nevertheless, significant numbers of passengers voiced some
 
complaints regarding services of the MV Sta. Ana. In particular:
 

Just over one-half of the passengers considered that the
 
state of maintenance and cleanliness of toilets and
 
washing facilities was unsatisfactory.
 

One-third of the passengers were dissatisfied with the
 
supply of drinking water.
 

One-quarter of the passengers had complaints regarding

the operator's shore-based staff.
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Twenty-eight percent of the 
 sample expressed

dissatisfaction with the level of comfort and degree of
 
cleanliness of the waiting area before boarding.
 

Aklan-Manila Route. The LSRS surveyed the MV Legaspi operating

between Manila and ports of Aklan Province, and obtained a survey

sample of 33 passengers. None of the passengers indicated that they

travel the more times
route than five 
 a year. Between 85 and 94
 
percent of the passengers surveyed expressed favorable views with

regard to the adequacy of services to meet demand, service

reliability, the space reservation 
system, operator concern for

safety, and the vessel boarding procedure. A very high 88 percent

of the passengers indicated that, even in the period of peak travel

demand, there is 
not a serious problem of traffic congestion on the
 
route. Very few passengers had any complaints regarding the
various aspects of physical accommodation, and the passengers gave

the vessel crew a high rating, with 70 percent of the passengers

offering a rating of "good/excellent".
 

It was only in regard to baggage stowage that more than half

of the passengers viewed service as inadequate, but this view did
 
not translate to concern for baggage security, as 73 percent of the
 
passengers felt that baggage security was 
satisfactory.
 

Passenger Service Fares
 

Tables 4.9, 4.10, and 4.11 indicate, respectively, the actual
 
passenger fares as reported by passengers during LSRS surveys of
 passengers, the posted of the liner
fares ferry and shipping

operators performing services 
in the Central and Western Visayas,

and the official fares authorized for third class passengers by
MARINA. The operators are generally less inclined to keep within

the officially authorized fork tariff when short 
ferry routes are

being operated, than when service is being provided over a longer
 
route. For example:
 

The authorized maximum charge third
for class passage

between Bacolod and Iloilo is P29.50 (Table 4.11), ynt
 
passengers report paying a minimum of P50 on 
this rouze

(Table 4.9), and P50 is the operator's posted fare

"economy" passage (Table 4.10). 

for
 

Passengers report paying between P40 and P50 
(depending
 
on the operator) for third class service between Cebu and

Tubigon, whereas 
the MARINA maximum allowable rate for
 
this route is P27.
 

Third class passage on the Cebu-Larena route was reported by
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TABLE 4.13 

CENTRAL AND WESTERN VISAYAS 
ACTUAL PASSENGER FARES, 1993 

CEBU - MANILA SUPERERY 2 700' 480 395 
__-SUGBU 530] 435 385 

CEBU -DUMGUE'E 
. 

FILIPINAS DUMAGUETE 
DON VI ORIANO 

-
115 

82 
8 

CEBU -BANTAYAN HONEY - 90 
CEBU.- DAPITAN FILIPINAS DUMAGUETE, 8 

DON VICTORIANO 115 82 
PULAUAINFERRY 225 119 82 

CEBU.-MASBATE 
CEBU - A.SlQ OR 
CEBU -CAGAYANDE OSO 

CEBU PRINCESS 
DONMARTIN 7 
CAGAYANPRINCESS 

140 
290 

-
120 
225 

159 
8 

145 

ASIA-SINAP1OR 180 180 121 

ASIA-JAPAN 295 225 145 
OUR LADY OF RULE . 200 14 
ASIA-THAULAND 295 225 145 

CEBU-BUTUAN OURLADYOF LOURDES 154 

CEBU - LURIOAO FILPINAS UR.IOAO 185 131 12 

CE13U -CATAINGAN 
CEBU-ILIGAN 

ROSA 
MSAMI OCCIDENTAL 2 

120 
145 

DONA CRISTAE10 20 14 
IOAN N 260 200 145 

CEBU-NASIPT,BUTUAN DONALLI 250 200 155 
NA-ITT PRINCESS R200 154 

CEBU- TUBOD,LANAO DELNORTE CEBUSTAR 180 150 140 
CEBU -TAGBHIARAN ASIA-SINGAPORE 75 75 50 

ASIA-TAIWAN 75 50 

TAGBILARAN -LARENA-PLARIDEL 
REYHJUAR-A 
DON MARTIN S2 

60 55 
80 

50] 
58 

TAIIC0LAR AN -DUMAGUE DUMAGUTE R0Y 60-60 45 

TAGBB- .BATAN A. NDUMAGUIT.CEBU 2Y750 650 427 
TALNBONPCU ANDY - 60 10 

TUBIGON -C NBU 
TALIBON CRUISER 
MA.CHARIS0 55 50 45 
TUBIGONFERRY 50 45 40 
TALIBON RUISR 60 50 
QUEEN VICKI - 6o45 40 

MOIL -MAN A PHIPPINE PRINCESS 710 327 

DONJUILIO 
STA. LORENU A 

603 
603 

"1 327 
327 

PRINCESS3 OF NEGROS 746 595 3271 
ILOILD -BACOLDD 
ILOILO -PALAWAN 

DON VICENM 
MILAOROSASRES 

100 82 50 
330 

IQULOECAGAYAN DEORO STA.ANA 485 248 194 

AKLAN - MANILA PEGAPPI149ESONGOS76 315 31359 2662 

Source: Survey of0nte3and Pa3enger 



Table 4.14 

Shipping Operator Posted Fares for Ferry and Liner
 
Shipping Passenger Services of Central & Western Visayas
 

(InPesos)
 

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

From Dumaguete to Manila Dipolog Cagayn oxamis
 
Suite 945 140 265 265
 
Cabin 
 80 90 215 215
 
Tourist 705 190
85 165
 
De Luxe 460 75 135 120
 
3rd Clag 425 51 115 97
 

i-
 -

Fron Dumaguete to Manila Cagayan
 
Own'saSuite 1.050 350
 
suite 950 320
 
1it,
Clan Cabin a.m 290 
DeLxe Cabinfor4,6or9 750 260
 
DcuxA 700 240
 
Sp-i,1 Ecorwuy 475 165
 
Econonra 425 115
 

From Duwaguete to Cebu Dipolog
 
Cabin 225 125
 
Tourist 150 100
 
Ecnm 82 51
 

From Dumuguete to Cb n ptan Zmbonnp Tagbllaran Lad l Liloy
Cabif 225 125 475
 
White /Red 170 100 355 
 q 
Yellow/Blue 170 100 355 80 70 140150 
Green 170 100 21, 80 70 140150
B, Deck 115 801 208' 601 501 1301 120 
U. Deck 82 51 208 48 32 105 102 

Al bridge and upper deckpauetu m are not provided beddnp and to avail of beddlA th, dould pay P1S. 

ILOILO - BACOLOD ROT= - IkTepanarnarra pmw~gf 

First Class w/out meala 595 92 470 
Cabin (4) 746 570 
Cabin (1) 894 180/120 
De rjixe Ca in (4) 860/81. 730 
Suite 960/8951 831
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Table 4.14 

Shipping Operator Posted Fares for Ferry and Liner
 
Shipping Passenger Services of Central & Western Visayas
 

(In Pesos) 

IUIDO -MANILA ROUTE Thspuqrageradwprdby asdpfL, gu i or 
hOdrgwure areaxf*&wr 

Economy Clam 
One-way 327. 1 27.00 163.50 
RoundTip 621 556.001 327.00 

First Class 
One-way 301.50 512.50 0603.0301.50 
RoundTri 1 1,145.751 603.001 1,025.001 603.00 

Group CabinOne-way 
Round Trip 

746,001 
1,417.5s01 

37.001I 
746.001 

Single Cabin 
One-way 894.00j 
Round 1,698.50 

Do luxe Cabin 
One-way 860.00 
Round Trig 1 1,634.001 

ILOILO - CAGAYAN DE ORO . Psxagraiter*JkawwchaipatedbVb 
ROUTE p wagrmwedaon. 

Economy C1ass 
Onmay . 213.001 121.50j 206.401 121.50 
Round Trip 461.751 243.00 412.80 243.00 

First Class 
one-way 455.o 227.50 386.751 227.50 
RoundThp, 864.50 45.001 773.501 455.00 

Group Cabin 
One-way 

546.001 230RoundTip 11.037.50 56 
Do lux, Cabin 

One-way I 700"00) " , 
Round Tri133p 

TAGBUARAN - PLARIDEL ROUTE CEBU - LARENA ROUME CEBU -TAGBILARAN ROUTE 
Pama Awnbehcg chaqfd m dfJ. am &Wp~q 


tvp. am otemutiam cswjadmp=-gac=x awmedaie w
 

Fv WZ ertbe A4 panra w'u, ('"P ,fwq 

PerPon PerPerson PerPerson 
Cabin 190C bin 250_Cbin_1Tourist 
 138 Saloon A & B 1701 Tourist 84
2nd Clau 116 Tourist A&B 140 2ndClass 553rd Class 83 Up aDeck 120 3rd Clan 50 

E onomq 80 
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TABLE 4.15 

SCHEDULE OF CENTRAL AND WESTERN VISAYAS ROUTE 
THIRD CLASS PASSAGE 

(Effectinv Janmzy 1993) 

.... ;..: .. .. .......:.... . . .. . . ...... ... .
...... ..... ...... . .. . .. . . . . .. .. . .....
 

101 -T........ .... 9
 
270.10BACOLOD CEBU 163 208.70 

DACOLOD ILOILO 24 22.80 29.50 
BCOLOD MANIA 336 267.55 346.25 
BCOLOD SIPAIAY O0 37.0i 73.90 
BACOLOD ROXAS, CAr1Z 102 9505 123.00 
DACOLOD ROXAS 0CC. MIN. 245 216.55 2 2 
BACOLOD CAOAYAN DE ORO 239 208.70 270.10 
BORACAY MANILA 207 180.75 253.95 
BORACAY DUMAOUrr 44 41.90 54.10 
8ORACAY ILOILO 142 124.00 160.45 
CAL'Z DuMAOigrr 17 16.15 20.90 
CAPIZ MANIA 246 214.85 278.00 
CAPIZ ROMBLOn 69 65.60 84.85 
CEBU AROROY 166 145.00 1 .0 
CEBU BAOANOA 278 242.C0 314.15 
CEBU RAYBA 57 54.50 70.1C 
CEBU 
 BEONI 123 107.40 139.00 
CEBU BISUO 243 21.2.20 274.60 
CEBU BORONOAN 224 19560 253.15 
CEBU uoo 139 121.40 157.10 
CEBU BULAN 150 131.00 169.50 
CEBU DUTUAN 149 130.10. 165.40
CEBU CABAULAN L16 115.75 1n70 
CMIT CAaAYAN J ORO 135 117.90 15TL.. 
CEBU CALBAY00 120 104.80 135.60 
CEDu ____ CAWBYA 97 92.20 119.30 
CEU CARAINOAN SJ. 160 139.75 130.80 
CBU CATARMAN 169 147. 191.00 
CEBU CATBALOGAN 127 110.90 14350 
CiU CATtEL 263 229.70 297.20 
CEBU CAWAYAN 94 89.35 115.60 
CE U COTABATO 388 308.95 399.85 
CEBU DADIANOAS 473 376.65 487.45 
CEBU DAVAO 
 428 340.90 441.05 
CEtU DIIpOLOu 111 P6.95 125.45 
CEBU. DUMAGUEI_ 70 66.55 86.10 
CEBU DUMAGUIr 165 144.10 186.45 
CEBU ODNOOOO 144 12175 _7- 2.75 
CE3U ILIGAN 135 117.90 152.5
 
CBU [LOILO 175 
 I.35l 197.75 
CEBU ISABEL 44 41.80 54.10 
CEBU AGNA 92 57.45 11315 
CEBU 1oo 
 310 262.00 339.U5 
CEBU KOLAMDUOAN 135 117.90 152.55 
CEBU LAOANO 192 167.63 217.00 
CEU LARENA 66 62.75 51.20 
CEBU LZOASPI 204 175.13 230.5 
(Vary M ASIN 70 6&.5 M.10 
CEU MANIA 392 312.15 431.00 
CEBU MASBDAT 148 129.25 167.251 
CEBU MA7 
 344 273.95 3M4.0 
CEU NEW WASINGTON 183 159.10 2x0, 
CEBU NASIUT 140 122L25 15820 
CIEU NAVAL 55.55 
CEBU NONOC 117 102.20 132.20 
CEBU ODIONGAN 228 199.10 27.65 

0 30 110.70 

a.u ORMOC 65 61.0 79.95 
CEBU OZAMIS 136 11L75 153.70 
cJ.BU IPA&AV1AN 374 297.0 3n&40 
CEBU PALOIPON is 2.n 67.65 

152
 



TABLE 4.S
 
(C=a*med)
 

SCHEDULE OF CENTRAL AND WESTERN VISAYAS ROUTE
 
THIRD CLASS PASSAGE 

(Effcclvc Jamaiy 193) 

CEBU 
CEBU 
CEBU 
CEBU 
CEBU 

CEBU 
CEBU 

CEBU 
CZBU 
CEBU 

__ __b__U 

CEBU 
CEBU 
CiDU 

CEBU 

CULASI 

DUMAGUEIM 
DUMAGUETE 

DUMAGUETE 

DUMAOUETE 
DUMACJUETE -

DUMAOUUTE 

DUMAGUEE 

DIJMATMTK. 

UMAGUE 
DUMA0UTE 
DUMAGUME 

DUMAOUETE 

DUMAOU _ 


UMAGU]IE 
DUMAGUrT 

DUMAGUt 

DUMAGUTr 

ETANCIA 


ESTANCIA 

ESTANMA 

FTANCIA 
ESTANCIA 
ESTANCIA 

IOILO 
[LOILO 

0lo0LO 
M11o 

_ _o__o_ORDAN 

LoLo 
IlOIlo 
9A)1 1') 

_-PULUPANDAN 

ILRILM-, 
01.0o 


ILIL 

O.w 

ILOILO 
JAUNA 
JAGNA 
JAGNA 
rAUNA 

LAPUNA 
LARMA 

PINTUYAN 
PLARIDEL 
PULUPANDAN 
ROXA 
SAN CARLOS 
SAN ISIDRO 
SAN JOSE (ANT.) 
SIIDANGAN 
SIPALAY 
SOCOD 

SURI(UAO 

TACLOBAN 

TAGEBLARAN 
TUTBIOON 

ZAMOANGA 

MANILA 

CAGAYAN DE ORO 
DADIANGAS 
DAVAO 
DIPOLOO 
ILGAN 
ILOILO 
IAREM 
MANIA 
MASBATE 
OZAMIS 

SAN CARLOS 

TAGBILARAN 

ZAMBOANGA 
POLOLC 
CAGAYAN 
MANML 

ROMBLON 

ILOILO 


MANIAN.AAA 

ODIONOAN 

PULUPANDAN 

SAN CARLOS 
ZAMBOANOA 
COTABATO 
CAGAYAN DR ORO 
COTABATO 
DAVAO 
LLMAN 

MANMA 
ODIONOAN, 
PTo. PRNMCEA 

R LON--
SIPAAY 

TAGMIARAN 
ZAMDOANGA 
DUMAGU1T 
BUTUAN 
CAGAYAN DE ORO 
MAASIN 
TAGBILARAN 

ILAUAN 
PLARMEL 

. . .. . .. .
 

93 

105 

17 

165 

13 

75 


242 

140 

161 

107 

113 

189 

43 

22 


252 

246 

98 


394 

500 

44 

5 


154 

17 


45 


253 

83 

73 

39 


184 

318 

292 

247 


71 

68 


2bV 

127 

67 

75 


304 

445 

230 

37-1 

562 

202 


(rtommand.e 
340 

I 

242 

25 


167 

65 


M8 

243 

127 


87 

72 

45 

32 


21 

1 


8.40 114.40 
95.05 123.00 

152.85 197.75 
144.10 186.45 
117.00 151.45 
71.30 92.25 

211.35 273.50 
122.25 158.20 
140.60 181.95 
9.05 123.00 
9&70 127.70 

165.05 213A 
40.35 52.90 
2090 27.05 

22005 284.8 
214.83 278.00 
9.15 120.55 

313.75 406.00 
398.15 51.25 
41.80 54.10 
80.80 104.5 

1M50 174.05 
16.15 20.90 
WD80 446.21 

220.95 285.9 
70.90 102.10 
69.40 P9.80 
37.05 47.95 

160.70 207.95 
262.00 339.05 
255.00 330.00 
215.70 279.15 
67.50 87.35 
64.65 83.65 

251.50 32&45 
110.90 143.50 
6.70 32.4 
71.30 92.2 

262.00 339.05 
35435 458.55 
200.15 259.90 
301.0 390.55 
447.50 579.15 
176.40 22"80 

6.2 
27.75 3503
10.20 194.35
 
211.3. 273..0
 
"23.75 30.75
 
145.15 18U.70 
61.80 79.95 

164.20 212.45 
212.0 274.60 
110.90 143.50 

8270 107.00 
68.45 88.53 
42.75 55.35 
30.40 39.35 
77.0 WAS6 
43.45 6.75 
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TABLE 4.15 
(Cm.tbd)

SCHEDULE OF CENTRAL AND WESTERN VISAYAS ROUTE 
TIMR CLASS PASSAGE 

(FfecvcJmwus, 1993) 

LA1EMA TAOBILARAN 
NWWASMHNOTON ROXAS 

ORMOC CALBAYOG 
PUPANDAN __MAKML 

TLUPANDAN ODIONGAN 
PULUPANDAN OZAIS 
ROXAS ROMBLON 
ROXAS BATANGAS 
ROXAS CALAPAN 
ROXAS ODIONGAN 
ROXA.3 SAN JOS 
ROXAS "DALAMICAN 
flOXAS ELAIAXACAN 
SAM CARLOS CAOAYAN DE ORO 
SAN CARLOS DIPOLO 
SAN CARLOS I IAN 
SAN CARLOS MANILA 
TAGBUARAN CAGAYAN DE ORO 
TAODILAAM BUTUAN 
TAGBILARAN DAVAO 
TAOBIARAN ILIOAN 
TAODILARAN IMANIIA 

TAG R_A OZAMM103 
TAGRBTARAN PrARnIw. 

[ TA'B__ARAN _AMOANOA 
- _ _ARAN MASBATE 

rABHARAN CALBAYOO 
rA-BUARAN 
TOLEDO 

ImPOLOO 
ISAN CARLOS 

Source :MARINA (Ml dtmt lndnh-7 Aaorfy) 

33 
21 
91 

353 
184 
202 
68 
87 
65 
29 
45 

129 
107 
171 
116 
279 
354 
103 
108 
536 
102 
435 

71 

218 
193 

171 

_72 
271 

3135 40.60 
19.95 25.85 
96.50 111-951 

2.81.10 363.75 
160.70 207.95 
17.40 2883M 
64.5 83.65 
82.70 107.00 
61.50 79.951 
'27.55 35.65 
41.75 55.35 

112.65 145.80 
95.05 123.00 

149.35 193.335 
101.30 131.10 
24345 315.30 
281.90 364.80 
9.05 123.00 
95.05 123.00 

426.30 552.35 
95.05 123.00 

346.40 441.25 

95.05 123.00 
67.5) 37.15 

190.35 246-15 
165.55 213.10 

149.35 193.25 

68.45 88.553 
13.85 17.90 
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passengers interviewed by the 
LSRS to be P86, which is 6 percent

above the official maximum, and the P330 charged as third class
 passage between Iloilo and Palawan is 
more than 20 percent above
the MARINA P273.50 maximum fare for that route. Otherwise, however,

liner shipping operators appear to be adhere to MARINA's official
fork tariffs. Several actual fares, expressed as percentages of the

maximum official fares are: Cebu-Manila (89 to 92 percent); Iloilo-

Manila (93 percent); Cebu-Dumaguete (95 percent); Cebu-Masbate (95

percent); Cebu-Cagayan de 
Oro (79-95 percent); Cebu-Butuan (91
percent); Cebu-Surigao (94 percent); Cebu-Tagbilaran (95 percent);

Tagbilaran-Dumaguete (94 percent); Dumaguete-Dipolog (94 percent);

Dumaguete-Manila (95 percent); Dumaguete-Zamboanga (100 percent);

and Iloilo-Cagayan de Oro (75-93 percent).
 

There is a reported problem of "scalping" in Aklan Province

during 
the peak travel season. The LSRS was informed that the

normal P266 fare, which is approximately 95 percent of the upper

limit of the official fork tariff, rises as high as P500 
when

tickets are obtained by scalpers and offered by them for resale
during the peak season of travel (Table 4.5 identifies provincial

peaks at the Aklan ports of Dumaguit, Batan, and New Washington

during April-June, in 1992).
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PORT OF CEBU
 

View west from Pier 22.
 

Finger pier at Pier 2 used by conventional cargo 
and passenger vessels.
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5. FACTORS AFFECTING SERVICE ADEQUACY
 

Introduction
 

Chapters 3 and 4 
of this report volume have evaluated,

respectively, the cargo services and the passenger services being

provided by the interisland shipping industry to the ports of the
 
Central and Western Visayas. The discussions in those chapters

have identified several shipping service inadequacies and problems,

including inadequate cargo capacity and lack of appropriate

capacity on some routes, cargo service 
 unreliability and
 
inefficiency on many routes, problems of cargo losses and damage,

and a few problems of low passenger service standards and traffic
 
congestion.
 

In Chapter 5, an effort is made to identify the underlying
 
causes of the inadequacies of Central and Western Visayan shipping

services. These causes might 
include any or all of the following:
 

Government interference with shipping operator ability to
 
respond to interisland shipping service market conditions
 
and to compete effectively and efficiently for market
 
shares, i.e., the regulation of interisland ferry and
 
liner shipping services and rates.
 

Port limitations and operating problems.
 

Market characteristics and shipper-related problems.
 

Level of competition and liner operator problems.
 

The remaining sections of this chapter examine 
 the

possibilities that 
any of the above factors might be contributing

to the inadequacies of Central and Western Visayas shipping

services, as these inadequacies have been identified in earlier
 
chapters of this report volume.
 

Regulation of Interisland Shipping
 
Services & Rates
 

The fieldwork of the LSRS in the Central and Western Visayas

revealed some of the benefits of MARINA's policy of liberalization
 
of route franchising. It is less clear that steps taken toward
 
rate deregulation had yet gone far enough, at the time of LSRS
 
fieldwork, i.e., as of September-October 1993. There also continue
 
to be, in 1994, restrictions on the operations of RORO ferries,

including especially the requirements in regard to truck
 
interisland movement "clearances". These truck clearance
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requirements do not constitute a function or responsibility of
 
MARINA, yet MARINA's basic objectives in regard to domestic
 
shipping require that it be concerned with whatever restrictions
 
adversely affect the domestic shipping sector. LSRS findings in
 
regard to route franchising liberalization and cargo rate
 
regulation are discussed in the following paragraphs.
 

Route Franchising Liberalization
 

Evidence that the liberalization policy of MARINA in regard to
 
liner shipping route franchising is having a salutary influence on
 
the domestic shipping sector include the following:
 

Shipping operators were all aware of the policy, during
 
the conduct of LSRS fielfwork, and all operators with
 
whom the LSRS held discussions interpreted the policy in
 
iuch the same way, viz., that each operator would be
 
confronting stiffer competition in the future, and
 
therefore should take wharever steps were necessary to
 
ensure that operator's future competitiveness. Some of
 
the operators, undoubtedly those who had the most
 
confidence in their own abilities and resources, looked
 
at the policy as an opportunity to initiate competitive
 
services in routes they were not at that time operating,
 
and other operators, mainly some of the smaller' ones,
 
were concerned that they might not be able to marshal the
 
resources that were essential to enable them to compete
 
effectively.
 

This understanding on the part of the operators of the
 
ramifications of the liberalization policy appears to
 
have contributed to a widespread interest in vessel fleet
 
upgrading. The total numbers of vessels in operation
 
might not have been increasing, during 1989-1994, but the
 
liberalization policy seems to have contributed to a
 
trend that was underway during that period, i.e., the
 
replacement of small, old vessels by larger, more modern
 
and seaworthy vessels. The prime example of this
 
changeover is on the Manila-Cebu route, where the modern
 
vessels, that had been installed on the route, during

1989-1992, were then, in turn, replaced by still larger
 
and more modern vessels, during 1993-1994.
 

Whereas the general case of passenger service standards,
 
as recently as 1991, was that they were poor-to-very
poor, and passengers on many routes voiced a myriad of
 
complaints, standards had, by 1993, improved
 
considerably, and the LSRS found only a few instances
 
where the passengers on liner shipping and ferry vessels
 
were generally negative about services. These few
 
instances were invariably where the operator had a
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monopoly on a route. (The converse, however, cannot be
 
said, i.e., it was not true that all operators with route
 
monopolies were providing poor services.)
 

A relatively new (1989) liner shipping operator is being

permitted to rapidly expand the routes it serves in the
 
Central and Western Visayas, and the operator informed
 
the LSRS of plans to introduce RORO vessel operation on
 
additional routes. To some extent, 
this new operator is
 
filling the gap left by the financial failure of a major

operator in 1991. (During an interview with this new
 
operator, the LSRS was 
 informed that the operator,

perhaps paradoxi-ally, was not in favor of MARINA's route
 
franchising liberalization policy.)
 

MARINA issued its Memorandum Circular (MC) No. 80, effective
 
December 1993, to further liberalize the government supervision of

the shipping sector. That MC and its predecessor (MC 71) made
 
clear that shipping service user considerations were henceforward
 
to constitute the paramount criteria on which to route
base 

franchising decisions, i.e., applications for franchises, franchise

renewals, and amendments to existing franchises were to 
 be
 
approved, or not, depending on 
the extent to which shippers and
 passengers might 
be better served on a route if approval were
 
given. The MCs make clear that competition is desirable, and, in

particular, that all route monopolies which then existed were to be
 
ended through the franchising of competition.
 

There remains need make clear the and
a to criteria 

methodology for evaluating the adequacy of services. 
This need is

discussed in Chapter 6 of this report volume.
 

Cargo Rate Regulation
 

MC 80 made two major declarations in regard to further
 
liberalization of cargo rate regulation:
 

Rates on the accommodation of perishable commodities 
in
 
ventilated containers were entirely deregulated.
 

The Class C (Basic) commodity classification was
 
abolished, and the commodities included therein were
 
reclassified as Class C commodities, thereby permitting

liner shipping operators to impose rates thatwere higher

by about ten percent for the accommodation of these
 
commodities.
 

LSRS fieldwork in the Central and Western Visayas suggests

that both of these steps toward cargo rate deregulation could be
 
valuable for the region. The deregulation of rates on ventilated
 
containers is expected to result in the acquisition of significant
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numbers of these containers by the Jiner shipping industry, and
 
this could be especially important at a time when the Philippine

Governmcnt is seeking to diversify agriculture, and increase the
 
production of high-value crops, many of which are perishable
 
horticultural crops.
 

Considerable evidence was obtained, during LSRS fieldwork in
 
the Visayan Islands, to support the view that the classification of
 
rice as a Class C (Basic) commodity was acting to restrict the
 
availability of 
liner shipping services for that commodity. In
 
some cases, operators had given outright refusals to accommodate
 
rice, but, more frequently, operators had placed limits on what
 
they were willing to accommodate, or rice consignments had simply

faced repeated shut-outs and container unavailability. Shippers

and consignees 
did not seem to place the blame on the shipping

industry for this particular problem, recognizing that the
 
commodity had been low-paying, and not profitable for shipping

operators to accommodate. The hope was repeatedly expressed during

LSRS interviews in the Visayas, by those who would have pay
to 

higher rates, that the reclassification of rice would help to
 
induce operators to provide more capacity to accommodate it.
 

A Cebu-based operator halted services on the Cebu-General
 
Santos route, in 1993, and the operator's action was attributed to
 
the low-paying cargo, i.e., grains, which constituted the principal
 
cargo traffic on the route. Buyers in Cebu indicated that this
 
cessation of liner service had left the link underserved.
 

Port Limitations & Operating Problems
 

The principal cause of inadequate cargo services in the
 
Central and Western Visayas is (in 1994, as in 1993) the inadequacy

of port water depths and infrastructure. There are also problems

with arrastre services at several ports. The three most important

problems, all of which require urgent action for improvement, are:
 

The inadequacy of the port of Cebu to satisfactorily

accommodate ocean shipping and domestic liner services.
 
The ongoing trend to ip.creasing sizes of domestic vessels
 
-was apparently not anticipated by PPA, and the result was
 
that the domestic port area at Cebu had, by 1993, become
 
wholly inadequate to serve many of the vessels calling at
 
the port. (This failure to anticipate change constituted
 
an instance where a close working/planning relationship

between PPA and MARINA ought to have been helpful in
 
averting a problem). Large domestic passenger/cargo

vessels are, therefore, permitted to berth at the Cebu
 
international port area, thereby causing a great deal of
 
congestion at that facility. International shipping

lines informed the LSRS that their vessels had sometimes
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to stay at anchorage for up 12 hours,
to 
 and that such
types of delays were disinclining them to continue 
to

call at the port. Many domestic vessels that 
 were

required, in 1993, to use 
the domestic pier had to wait
 
for high tide in order to dock there. It is important to
the entire country that Cebu Port 
be made adequate, in

the shortest possible time, to serve both domestic and

international vessels. 
 Just one type of benefit - the

limitation of needs to transship export-import cargoes at
Manila - could save large sums in 
shipping costs. (In

November 1994, actions which were being taken to 
relieve

the situation at Cebu included the construction of a 500
meter common-user facility at 
Mandaue and the advanced

preparation of a World Bank 
load for rehabilitation and

upgrading of portions of Cebu Port.)
 

High-capacity RORO ferry operations are urgently required

to provide 
Negros Island service connections to both

Panay and Cebu. 
There is a huge potential for conversion

of cargo movements from liner shipping to RORO ferry

services between 
the three main islands of the Central

and Western Visayas. 
Between Batangas and Mindoro, the

only location in the Philippines where RORO ferry service
 
development has reached an advanced stage, the conversion
 
has been rapid and extensive, and has resulted, not 
only
in improved transport services, with 
the elimination of

large cargo losses at ports, but also in 
the attraction
 
of increased numbers of buyers from Luzon to extend their
buying operations into Mindoro, thereby assuring Mindoro
 
producers wider 
access to markets and improved sales

prices. Tt 
 is safe to say that trade would be both

facilitated and increased between Panay, 
Negros, and
Cebu, if high-capacity 
 RORO ferry services were

established. Between Cebu and Negros, advance
this in
 transport adequacy will 
require development of only the
 port of Toledo, since the Negros port of San Carlos 
is

already more-or-less satisfactory for the 
initiation of
high-capacity RORO operations, capable 
of carrying any

size of truck operating on the two islands (San Carlos

has the necessary RORO 
ramp for these operations, but

lighting is still required at 
the port if operations

to extend into the 

are
 
nighttime hours, and dredging
some 


might be required if large, molded-bottom RORO vessels
 
are to be accommodated there). Between Negros and Panay,

both Iloilo Port and a RORO ferry berth 
at one Negros

west coast port must be provided, in order for 
the RORO
vessels currently serving the 
route to actually be used
 
as 
they are, by their design, intended to be.
 

Iloilo Port requires to be expanded and upgraded to

enable it to satisfactorily accommodate 

international and domestic shipping. 

both
 
This port project
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is nearly as important as the expansion and upgrading of
 
Cebu Port, and probably is roughly on a par with the
 
Batangas Port project 
 in terms of urgency of
 
implementation. 
 Panay Island, like the hinterland of
 
Batangas Port, appears to be at an 
economic "take-off"
 
point, lacking mainly the port facilities that would
 
permit it to trade with the world. Like the Cebu
 
project, development of Tloilo Port will make it possible

to avoid a great deal of export-import cargo

transshipment at Manila, and even at Cebu.
 

Although the foregoing three port infrastructure inadequacies

are clearly the ones that most adversely affect domestic shipping

services (and, in two of the cases, also international shipping

services) in the Central and Western Visayas, there are several
 
other port infrastructure and operational. improvements which 
are
 
needed, and these include:
 

Shippers and consignees interviewed in Cebu indicated
 
that the security problem at the port was terrible, and
 
extended even to the presence of armed gangs roaming
 
parts of the port area. Shippers indicated that the lack
 
of security at the port had caused them to practice

"just-in-time" delivery and to hire security escorts, but
 
that neither of these practices protected the shippers

from robbery by armed gangs, since these gags were not
 
deterred by guards or truck drivers.
 

In the "grass is always greener" department, shippers in
 
the Eastern Visayas who were interviewed by the LSRS used
 
Cebu Port as an example of the way cargo-handling

operations should be 
 run, with several contractors
 
competing, and resultant reasonable cargo-handling

charges. Shippers and shipping operators at Cebu, on the
 
other hand, complained of cargo-handling inefficiency at
 
Cebu Port, identifying for the LSRS the equipment at the
 
port that was not (in September 1993) in working order.
 
Part of the problem, as Cebu interviewees saw it, was
 
that there was a lack of coordination between the cargo
handling contractors and PPA crane operators, so that the
 
former sought to rely on ship's 
gear to the greatest
 
extent possible.
 

In the "believe it or not" category, Cebu, which
 
accommodates more than 4 million passengers per annum,

has no passenger terminal, and there is therefore a great

deal of interference of passenger movements with cargo
handling operations. PPA indicated that a terminal that
 
would be outside of the port area would be desirable, in
 
order to exclude large numbers of vendors and well
wishers from the port area. A similar situation exists
 
at the Iloilo domestic port (Fort San Pedro), which,
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however, "only" accommodates 
 around 1.8 million
 
passengers a year.
 

Vessel repair activities were interfering with 
vessel
ingress and egress 
at Cebu Port, in 1993, and 
were
sometimes competing for docking space 
at the commercial
 
pier.
 

Perishable commodities were being adversely affected at
Cebu by 
the lack of a continuous supply 
of power for
 
reefer plugs.
 

Contributing to 
the congestion at the port of Cebu 
was
the bunching of vessel 
calls (the avoidance of which
constituted the original purpose for 
initiating liner
shipping route franchising in 1972), the long stays 
in
port of some tramper vessels, PPA's policy of 7-8 days

free storage at the port, 
and the Bureau of Customs

failure to remove confiscated cargoes from the port 
area.
 

NENACOwas being permitted, in 1993, to occupy a berth at
Iloilo for a 25-hour period each week, when docking was
not required for any NENACO loading/unloading operations,

and other vessels were waiting at 
anchor for permission
 
to dock.
 

In addition to the 
Cebu domestic pier, shallow water
depth is a problem at all of 
the ports of Negros Island
and at 
the ports of the Panay north coast. In regard 
to
the 
former group of ports, PPA has deepened the port of
Pulupandan to approximately 5 meters alongside the quay,
but the depth does not permit the docking at low tide of
the larger, long-distance 
vessels calling at the port,
and operators of such vessels indicated 
to the LSRS that
they were therefore not planning 
to increase their
services to the 
port. A rapid current at the port also
adversely affects vessel operation there. 
Dumaguete Port
 was more-or-less adequate for 
the smaller 
liner vessels
serving short-distance 
routes, but 
water depth, port
storage area, pier length, and inadequate cargo-handling

equipment make 
 the port unsatisfactory 
 for the
accommodation of larger domestic liner vessels, 
such as
those which provide service connections 
to Manila and

Cagayan de Oro. At Bacolod, 
the only docking facility
which was more-or-less adequate for the accommodation of
interisland vessels was Banago Wharf, where NENACO has 
a
monopoly, and 
 other 
 liner shipping operators,

effectively, cannot call 
at Bacolod.'
 

The Panay north coast ports of Dumaguit, New Washington,

Batan, and Culasi have water depth limitations that make
difficult the accommodation of 
large vessels, and also
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have very in way of port
little the infrastructure.
 
Shippers and government officials of the northern Panay

provinces of Aklan and Capiz, in LSRS interviews, seemed
 
nearly unanimous in the identification of inadequate
 
ports as the chief impediment to the more rapid economic
 
growth of their area. Most north coast cargoes were
 
being shipped out of Panay via 'loilo, in 1993, but,
 
according to provincial government officials, the port of
 
Culasi may have recaptured a portion of Capiz-generated
 
cargoes, in 1993, as frequency of liner shipping services
 
at the port improved somewhat from 1992 (traffic

statistics for 1993 seem bear out
to this contention of
 
provincial officials).
 

Market Characteristics
 
& Shipper-related Problems
 

There are a number of ports in the Central and Western Visayas

where the 
imbalance of cargo moved in two directions tends to cause
 
capacity constraints 
in the "heavy" direction. Especially at
 
Dumaguete, cargo consignees indicated that shut-outs in the 
inward

direction occur frequently on the Cebu-Dumaguete route. Four times
 
as much containerized cargo was 
being shipped to Dumaguete as was
 
being shipped from the port, during 1992-1993. Given that
 
situation, the cargo consignees indicated that 
they did not really

expect liner shipping operators to increase their capacity on the
 
route for the accommodation of incremental cargo traffic in only
 
one direction.
 

Other ports with 
large imbalances of trade in two directions
 
include the ports of Bohol and Panay port of Jose
the San 

(Antique). Tagbilaran has nearly a five 
to one ratio of breakbulk
 
cargo inflows to to one
outflows, and San Jose has a two 
 ratio.
 

Some of the problems related to the inadequacy of shipping

services were contributed to by practices of the shippers,
 
including:
 

One reason why storage facilities were inadequate at Cebu
 
Port was that a number of consignees were using the port

storage as "warehousing", withdrawing their cargoes only
 
as they needed them. The consignees who were perrnpitted

this privilege were regular customers of one or another
 
shipping line serving the port, and it would probably be
 
difficult for one line, alone, to 
discontinue this
 
practice, for fear of losing good customers to other
 
lines that would continue the practice. Nevertheless,
 
this is one obvious area for action, if the port is to be
 
at all adequate during the period of years before 
the
 
eventual upgrading of the port.
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As indicated above, shippers at 
Cebu practice "just-intime" delivery to the port, 
in order to avoid cargo
losses, but this 
also increases the chances 
that cargo
will not be delivered on time. 
Thus, many "shut-outs" at
Cebu were really "late-arrivals", 
and consignees in
Bohol, Leyte, and 
 Dumaguete indicated that this
uncertainty of delivery constituted a problem for 
them.
At Dumaguete Port, "just-in-time" deliverywas also being
practiced, but because 
of lack of storage space at the
port, 
and with the agreement of shipping operators that
this constituted the appropriate modus operandi for 
that
port; nevertheless, late arrivals were common, and "shutouts" occurred (when containers in the outward direction
 
were nearly 80 percent empty).
 

Significant numbers 
 of shippers of agricultural
commodities were 
not properly packaging their cargoes.
Some of the shipping lines repackage cargoes for
shippers, but shut-outs 
can occur if operators are
unwilling to accept poorly packaged cargo. 
Iloilo is one
port where this problem was reportedly fairly common.
 

Level of Competition

& Liner Operator Problems
 

Tn 19,93, there was 
generally healthy competition on liner
shipping and ferry routes of

there were 

the Central and Western Visayas, but
a few routes that 
were monopolized, and 
some of these
showed the undesirable effects of 
lack of competition. Shippers
requested 
the ending of monopolies 
on the San Carlos-Toledo,
Iloilo-Cebu, and Tagbilaran-Manila routes. The first of these
could be corrected by improving the port of Toledo to 
accommodate
RORO vessels capable of accommodating large trucks and buses, and
estali shing a contractual arrangement, which includes performance,
charge, and termination clauses, between the 
port owner/operator
and the RORO ferry operator. The operator on the Iloilo-Cebu route
could 
also be provided competition from the institution 
of RORO
ferry services between 
Iloilo and either Pulupandan or Bacolod,
i.e., 
the two RORO ferry operations connecting Negros to both Panay
and Cebu would permit trucks to 
operate easily between Iloilo and

Cebu.
 

The LSRS draft report cn the shipping services of the Central
and Western Visayas expressed some concern about markct
the
structure of the shipping services being provided to 
the island of
Guimaras, since the 
island is served principally by a host
motorized bancas 
and a few small ferries. The LSRS had 
of
 

not yet
conducted fieldwork 
on the island at the 
time the draft report was
prepared, however, 
 and an effort was subsequently made to
investigate the adequacy of shipping services provided to Guimaras.
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The LSRS found that despite the sizes of vessels normally employed

for serving the island, the shippers are generally satisfied with

the availability, frequency and reliability of service connections
 
both to Iloilo and to the island of Negros. The island has a poor

road system, and, for the moment, the availability of shipping

services at a number of locations around the island seems more-or
less adequate. Nevertheless, as the 
road system is improved, the
 
current system of shipping services might usefully be modified, so
that there are fewer ports and fewer operators,, but a higher

standard of service.
 

166
 



PORT QF CEBU
 

Warehouse located at Pier 2.
 

Domestic cargoes unloaded and which temporarily remain at the
 
apron area for pick-up by consignees. 
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PORT OF CEBU
 

Pier 22 transit and the security ga te. 

' '. " , [ 
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RP R pier used by cargo-passenger ferries. 
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6. APPROACH TO IMPROVING SERVICE ADEQUACY
 

General Assessment & Approach
 

In its 1989 report, the Presidential Task Force (PTF) on
 
Interisland 
Shipping identified a need for better coordination
 
between development of the country's port system and development of
 
its 	 interisland shipping industry. Specifically, the PTF
 
recommended that the PPA and MARINA work more closely to improve

coordination, and, for good measure, th6 recommended
PTF 	 the
 
establishment of a Shipping and Ports Advisory Council (SPAC). The
 
SPAC was established as a result of this PTF recommendation, and
 
MARINA and PPA both became members of this council.
 

The problems of shipping services in the Central and Western

Visayas are due in large part to the 
lack 	of coordination in port

system and shipping industry development. Specifically, PPA
 
apparently did not foresee the changeover to larger liner shipping

vessels until it had already occurred, and RORO ferry service
 
remains largely undeveloped in what is probably the foremost part

of the Philippines that could benefit from this type of operation.

As a result, the 
 ports of Cebu and Iloilo are markedly

underdeveloped to serve even the existing traffic (and traffic is
 
growing), and trade among the islands of Panay, Negros, and Cebu is

constrained by the relatively greater difficulty of moving cargces

among them than if good RORO ferry services were being provided.
 

There are two types of actions that need to be taken to
 
correct the lack of coordination between port system and shipping

industry development:
 

, 	 Urgent port system development actions to correct the
 
lack of coordination in the past.
 

Institutional actions, to ensure that there will be
 
better coordination in the future.
 

Besides MARINA's role in developing better maritime sector

coordination, MARINA could usefully take other actions for the
 
short-term and long-term improvement of liner shipping and ferry

services in the Central and Western Visayas, including:
 

01 	 Further clarification of how the agency will evaluate 
applications for route franchises and franchise renewals,
within the guidelines of MC 71 and MC 80. 

Evaluation of several possible developmental routes, and
 
issuance of public invitations to operators to submit
 
applications for route franchises for any routes which
 
appear economically desirable and financially viable.
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Franchising of additional services routes
on where one
 
operator only is currently providing services.
 

Monitoring and evaluation of the effects of rice
 
reclassification on the availability of liner cargo
 
services for the accommodation of rice.
 

The several actions that need to be taken by PPA and MARINA to
 
ensure improvement of liner shipping and ferry services in the
 
Central and Western Visayas, and to minimize the amount of domestic
 
transshipment of export-import cargoes 
that is necessary, are
 
discussed in the following sections of this 
chapter. One action,

which is needed is only partially discussed below, however, and
 
that is the establishment 
 of a Domestic Shipping Services
 
Monitoring System (DOSSMONS). This system is being recommended by

the LSRS, and is presented as Annex B of Volume I of this Final
 
Report. In 1994, both MARINA and the Philippine Shippers' Bureau
 
(SHIPPERCON) committed to the institution of DOSSMONS. 
 Both also
 
became, in 1994, charter members of the Domestic Shipping Industry

Consultative Council (DSICC), an initiative which is similar 
in
 
objectives and approach to DOSSMONS, and 
represents an important

first step toward the eventual development of the institutionally

and geographically broader system. Other charter members of 
the
 
DSICC are CISO and the Distribution Management Association of the
 
Philippines (DMAP).
 

There was one other action that is highly desirable and is not
 
discussed below, because it requires no further explanation than
 
this: restrictions on trucks moving from island 
 to island,
 
including all needs to obtain "clearances" for such movements, must
 
be ended, as there is a large economic cost associated with such
 
restrictions, and they tend 
to delay the very sizable benefits
 
awaiting the Philippines from the full realization of RORO ferry
 
operation potential.
 

Port System Improvement Actions
 

There are two major port improvement projects and two or three
 
relatively minor projects that are urgently needed in the Central
 
and Western Visayas, and these are identified and briefly discussed
 
below:
 

Cebu Port Upgrading. In the view of the LSRS, this
 
project probably is the most important transport

infrastructure project in the Philippines. It is to the
 
benefit of much of the country that the number of direct
 
calls at Cebu by international shipping be sharply
 
increased, to minimize the domestic shipping distances
 
and costs of export-import cargoes, and minimize also the
 
handling costs and cargo losses at ports. The opposite
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is in danger of occurring, however, as international
 
shipping lines informed the LSRS, in 1993, that they were
 
being discouraged from calling at Cebu, because of the
 
congestion there, and their resultant long stays at
 
anchorage, and because of the growing security problems

at the international pier, now that international
 
shipping must share that pier with domestic
 
passenger/cargo vessels. The domestic pier is wholly

inadequate, with insufficient water depth, deteriorated
 
condition of facilities, inadequate lighting, lack of
 
storage areas, lack of cargo handling equipment, and
 
rampant pilferage and looting, extending even to the
 
presence of armed gangs. In a port that accommodates
 
more than 4 million passengers each year, there is no
 
passenger terminal, and the constant flows of passenger

movements, as well as the invasion of the port area by

vendors and well-wishers, interfere with cargo-handling

operations and constitute one of the chief causes for the
 
egregious security problems of the port. The LSRS is not
 
a port study, and therefore cannot identify exactly what
 
must be done to improve the port of Cebu, but it is clear
that the domestic port 
must be improved sufficiently to
 
enable all domestic vessels to be served there, leaving

the international pier to serve only international
 
shipping. There are also several short-term actions that
 
must be taken by PPA and the Bureau of Customs: (i)

security must, by all means, be greatly improved at the
 
port, even if this means replacing all currently-employed

security personnel; (ii)cargoes must be moved out of the
 
port quickly, which means that PPA must end its policy of
 
I I days free storage there, the Bureau of Customs must
 remove all confiscated cargoes from the port, and
 
shipping lines must not be permitted to allow favored
 
customers to use port storage areas as "warehousing";

(iii) what is probably the most important dredging

project in the Philippines (the Cebu domestic pier) must
 
be implemented even before a more general port upgrading

project gets underway; and (iv) PPA must review the
 
cargo-handling contracts of all contractors who 
are
 
subcontracting services and/or who have made inadequate

investments in handling equipment or have failed to keep

their equipment in good working order.
 

Toledo Port Upgrading. The time is long, long overdue
 
when high-capacity RORO ferry services between the
 
islands of Cebu and Negros should have been initiated,

and the development of Toledo Port is holding up the
 
initiation of such services. The other terminus, San
 
Carlos Port, on the east coast of Negros Island, already

has an appropriate berth for RORO ferries, but may also
 
require other improvements, if 24-hour operations,

employing relatively large RORO vessels, are to be
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instituted there.
 

Iloilo Port Upgrading. Both the domestic pier (Fort San
 
Pedro) and the international pier urgently require
 
extension and upgrading. One aspect of the upgrading
 
project must be to provide RORO ferry berths at the
 
domestic pier. This is certainly essential for the
 
purpose of initiating RORO ferry services between Panay
 
and Negros, and it may also be desirable to provide such
 
services between Iloilo and the island of Guimaras.
 

Development of Negros West Coast RORO Ferry Port. A RORO
 
ferry terminal must be developed at either the port of
 
Bacolod or the port of Pulupandan, on the west coast of
 
Negros, to enable high-capacity RORO ferry services to be
 
initiated between Negros and Panay.
 

Whereas the provincial government officials and shippers of
 
the nothern Panay provinces of Aklan and Capiz were nearly
 
unanimous, in 1993, in their belief that the inadequacies of their
 
ports were seriously constraining the economic growth which the
 
provinces might otherwise be achieving, it is not clear to the LSRS
 
that major improvement of one or more of these ports is essential
 
for north coastal area economic growth. The alternative approach
 
to assuring adequate interisland transport for the Panay north
 
coast and other portions of the island is to upgrade Iloilo Port to
 
adequately serve most or all of the island of Panay. This approach
 
would require that good road access to Iloilo be provided from
 
Panay's north and west coasts. Except for rice (which is not
 
exportable at a profit, in 1994, because of relatively high
 
production costs in the Philippines), much of the north coastal
 
area surpluses are potentially exportable, and shipping them
 
through the port of Iloilo might be to the mutual benefit of the
 
whole island. This concentration of export trade through a single
 
Panay port could enable that port to attain the "threshold" levels
 
of cargo required to induce international shipping to serve the
 
port directly. On the other hand, the north coast ports must at
 
least be adequate to serve growing passenger traffic volumes,
 
including volumes of tourist traffic.
 

Institutional Actions
 

As stated in the initial section of this chapter, the complete
 
DOSSMONS is not being discussed in this report volume, since it is
 
presented in Volume I, but it is desirable, perhaps, to discuss
 
just one element of that recommended system, viz., monthly working
level meetings of PPA and MARINA. The establishment of the SPAC
 
was a highly desirable action to improve port system and shipping
 
industry development coordination, but the council must consider
 
mainly the broad issues which need to be brought to the attention
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A 

of the Secretary of the DOTC, and there is also a need to 
look at
 
all the details, most of which need never come to the Secretary's

attention, except if they should prove to be otherwise intractable
 
problems.
 

At the recommended monthly meetings of PPA and MARINA, no

detail should be too small to consider, e.g., needs for actions in
 
regard to individual cargo-handling contractors because of delayed

acquisition of necessary handling equipment, failure keep
to 

handling equipment operational, inexpert handling (resulting in
 
damaged containers), cargo losses, etc. The major items will also
 
be discussed at these meetings, however, 
and the institution of
 
such meetings several years ago might have avoided the problems

that are afflicting the ports of the Central and Western Visayas

during 1993-1994. On the other hand, MARINA was not really ready

to effectively participate in such meetings in earlier years; it is
 
only in 1993-94, that the cssential development of a domestic
 
shipping database has proceeded to a point where MARINA is becoming

sufficiently knowledgeable about the problems of interisland
 
shipping operators (and the shippers and passengers whom they

serve) to enable MARINA to effectively participate in regular

working meetings with the PPA.
 

Franchise Application Evaluation Approach
 

With the establishment of DOSSMONS, the adoption of the
 
Passenger Service Rating System (PSRS), and some 
internal changes

of procedures within MARINA, MARINA will 
have far more information
 
on the operations of each individual operator than the agency has
 
ever had before. It would be useful for MARINA to inform the
 
shipping sector of: (i) the information, in addition to operator

annual reports, that MARINA expects to have on the operations of
 
each liner shipping and ferry operator; (ii) how MARINA intends to
 
use the information in the evaluation of route franchise, franchise
 
renewal, and franchise amendment applications, and in inviting

applications for initiation services; what
the of (iii) other
 
purposes MARINA will 
have for some or all of the information,
 
including the possibility that disciplinary or bven legal action
 
might sometimes need to be taken; and (iv) what operators must do
 
in order to avoid any sort of penalties, such as out-of-hand
 
denials of franchising applications. A Memorandum Circular would
 
probably not be appropriate for what the LSRS is proposing here;
 
rather, MARINA might desirably develop and issue, perhaps with
 
biennial updates, its own manual on "Design and Applications of the
 
Philippine Domestic Shipping Database" (DSD Manual).
 

The reason the LSRS is making a recommendation, in this report

volume, that a DSD Manual be developed is that the LSRS identified
 
a number of problems with liner shipping cargo services in the
 
Central and Western Visayas, and with operator reporting to MARINA
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on these services, that were not individually important enough for
 
MARINA to take any disciplinary action, yet when added together
 
give an indication of an operator's attitude toward serving the
 
public. Since this attitude is of paramount concern to MARINA,
 
when it is reviewing applications for liner shipping route
 
franchises, the individual operator's regard for submitting
 
complete and accurate annual reports is pertinent to the
 
advisability of approving applications to MARINA. 

There is also a matter 
capacity for routes, e.g.: 

of identifying appropriate vessel 

The trend toward increasing size of vessels may be 
proceeding too far, too soon, on some (but certainly not
 
on all) routes. Routes are not well served if there is
 
only one vessel call per week, even if the capacity of
 
the vessel serving the route is sufficient to accommodate
 
all traffic. When assessing the need for a new franchise
 
on a route, therefore, MARINA needs not only to look at
 
the percentage of utilization of existing capacity on the
 
route, and at the standards of existing services, but
 
also at the frequency of service on the route. Operators
 
should be informed, therefore, that MARINA will be taking
 
desirable service frequency into account when assessing
 
needs for additional services on a route.
 

During 1993-1994, there were problems of inadequate
 
numbers of containers in good condition throughout the
 
Philippines, and, for better serving the Central and
 
Western Visayas, there were needs for every type and size
 
of container. Once DOSSMONS is established, MARINA will
 
have a record of complaints by shippers, freight
 
forwarders, and consignees of inadequate numbers or
 
unsatisfactory condition of containers, by type and size
 
of container, operator, vessel, and route. MARINA should
 
aim at ensuring that appropriate capacity, including both
 
vessel and container types and sizes, is available on a
 
route, and this approach by MARINA would have several
 
implications for operators that they should be forewarned
 
about: (i) if complaints about their containers or lack
 
of same were many, MARINA might require the operator to
 
prepare and submit a "container acquisition and/or repair
 
program", before awarding them a franchise or renewing an
 
existing franchise; (ii) their applications would need to
 
indicate the types, sizes, and condition of the
 
containers that they intended to carry, if their
 
appplication were approved, and MARINA would be taking
 
into account the appropriateness of those containers when
 
reviewing the application; and (iii) although
 
applications might be approved even if they would not
 
provide some of the needed types of capacity on a route,
 
the operators being awarded franchises would need to
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understand that additional service franchises would also

be awarded, until 
such time as all types of desirable
 
capacity on a route were being provided.
 

In reviewing applications, MARINA should consider all aspects

of an applicant's services on all 
routes being currently served by
the applicant. If MARINA adopts this approach, then the applicant

should 
be aware that MARINA will have a full record of the
applicant's deviations from routes and service schedules, including

delays in departing from ports, and will have 
a partial record of
deviations from approved fork tariffs (complaints, mainly, but also
 
passenger fare information from use 
of the PSRS). Deviations from
 
a route which a vessel has been regularly serving may not, in
themselves, constitute 
a problem requiring correction, as long as

the operators were also franchised to serve the altered route, and
 
as long as they provide advance warning of route and 
schedule

changes to shippers and passengers. The latter was often not being

done, in 1993, 
by general cargo vessels and containerships, and
 
operators should be 
aware that MARINA will take into account their
respective records of failure 
to operate to posted schedules
 
(however often they might require revision), whenever applications

for cargo vessel franchising were to be reviewed.
 

Route Franchising
 

New Routes
 

There are a few developmental route possibilities which appear
to merit consideration for franchising liner shipping services, of
which just two were 
included among the developmental routes being

investigated by the LSRS (and discussed In the developmental route

volumes of this report, i.e., Volumes IX through XII). 
 These two
 are connections between a Panay Island port and the port of
Batangas and between Cebu and Puerto Princesa. The former of these
 was proposed by a Panay shipper 
as a means of facilitating trade

between Panay and Mindoro. (Tacloban shippers, as discussed in the

Eastern Visayas volume of this report, also recommended a Batangas

connection - to Tacloban, in that case 
- to facilitate trade with

Mindoro. These views demonstrate the effects of RORO 
 ferry

operations, since shippers Iloilo
the in both and Tacloban

considered that service connections to Batangas would serve
 
satisfactorily as connections to Mindoro.)
 

A connection between Iloilo and Tagbilaran was considered and

recommended by the Interisland Liner Shipping Rate Rationalization

Study (SRRS), in 1991, 
but had not yet been franchised in 1993. A

fourth possible new 
route, which MARINA might desirably give
consideration to, in 1994-1995, is a connection between Iloilo and
 
the Leyte port of Tacloban.
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Existing Routes 

It is highly desirable, on the basis of LSRS survey 
information, that additional services be franchised on the 
following routes: 

Cebu-Davao. Needs for increased services on this route
 
existed since one of the two operators serving this route
 
discontinued services in 1991. The LSRS first identified
 
this problem when conducting surveys in Davao, in March
 
1993 (see discussion in Volume VII), but it was thought
 
at that time that the franchising of a second operator to
 
perform services on the route might largely have
 
corrected the situation. However, the Cebu buyers of
 
Davao produce corroborated, in September, 1993, what the
 
shippers had said in March, and It was clear that
 
services on the route had not become adequate over the
 
intervening six months.
 

Cebu-Iloilo. Only one operator was serving this
 
important route with a passenger/cargo vessel, in 1993,
 
and Iloilo shippers indicated that this was not
 
satisfactory.
 

Toledo-San Carlos. The service that is needed is a high
capacity RORO ferry service, capable of carrying the
 
largest trucks that are operating on the road networks of
 
Cebu, Negros, and Panay islands. The service is probably
 
at least ten years overdue, but unfortunately, even in
 
1994, franchising of the service must be deferred until
 
the port of Toledo has been developed to accommodate it.
 
Some improveiients are also needed at the Negros terminus
 
of San Carlos, but that port at least has a satisfactory
 
RORO ferry berth.
 

Iloilo-Pulupandan/Bacolod. RORO ferry vessels were
 
already operating between Iloilo and Bacolod (Banago
 
Wharf), in 1993, but were unable to dock in RORO fashion
 
because of the lack of appropriate berths at either port.
 
When port improvements have been made, the minimum number
 
of RORO ferry operators between these two islands should
 
be two, and it would probably be preferable to have three
 
operators on the route because of the high traffic
 
volumes.
 

Tagbilaran-Manila. This route was being served only once
 
a week at the time of the LSRS fieldwork, and shippers
 
and consignees were very much in favor of having a second
 
operator initiate services on the route. An operator
 
indicated to the LSRS that a new service would be
 
initiated soon, and this might have been done during
 
1994. In any case, it is clearly desirable that this
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important route have more than once-a-week service.
 

Cebu-General Santos. Discontinuance of services, in
 
1993, by a liner operator that had been serving the route
 
left the route underserved according to Visayan buyers.

It might be difficult to induce other operators to apply

for route franchises to serve this route, however, if
 
liner rates for the accommodation of grains are not
 
further increased (see discussion of rates below).
 

Panay north coast service connections. The shippers and
 
government officials of 
the Panay north coastal area
 
(Aklan and Capiz provinces) were unanimous, or nearly so,

in voicing concern about the lack of north coast shipping

services. The principal connection was to Manila, and
 
additional services this were
on link inaugurated in
 
1993. Franchises 
to all other areas were needed,

according to the shippers and government officials,

although an upgraded port of Iloilo and an improved Panay

road network could result in making Iloilo 
 Port
 
satisfactory for serving most of 
the island.
 

Cargo Rate Investigation
 

At the time of LSRS fieldwork in the Central and Western
Visayas, grains were still classified as Class C (Basic)

commodities, for purposes determining applicable
the of 
 the 

official rates to be imposed for liner shipping services, and rates

for this commodity category were about ten percent below the rates

that applied to Class C commodities. As a result of their being

low-paying commodities, grains were not being fully accommodated by

liner shipping, i.e., many consignments were being shut out of
 voyages, as operators refused grain shipments entirely, or placed

maxima limitations on the amounts they would carry in the 
"heavy"

cargo directions, or simply gave grains shipments low priority in

regard to container allocation. In one case, also, the 
low rates

for grains shipments, on a route (Cebu-General Santos) where grains

constituted a large portion of total 
cargo traffic, reportedly led
 
to the discontinuance of services altogether.
 

In December 1993, the Class C (Basic) commodity classification
 
was abolished, and commodities, including grains (which were in
 
this category) were reclassified as Class C commodities. 
Shippers

and buyers of grains expressed themselves, in LSRS interviews, as
 
being hopeful that this reclassificaton of grains would induce
 
operators to provide sufficient capacity to meet all demand for

liner shipping interisland grain movement. Such an improvement of

service adequacy for grains is not a certainty, however, and the
 
LSRS is accordingly recommending that MARINA and SHIPPERCON make a
 
special monitoring effort, in 1994-1995 (even before DOSSMONS 
is
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established), to ascertain the adequacy of domestic liner shipping
 
services for the movement of grain. This monitoring effort should
 
concentrate, especially, on the following routes: Davao, General
 
Santos, and Polloc to Cebu and Manila; Manila to the Eastern
 
Visayas and to Cebu; and Panay Island to Cebu, the Eastern Visayas
 
and northern Mindanao.
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ANNEX A
 

RESULTS OF CENTRAL & WESTERN VISAYAS CARGO SURVEYS
 

Introduction
 

The cargo surveys were conducted in three areas of the Central
 
Visayas region: 
 Cebu City, during the periods August 28-September

7 and September 12-17, 1993, Bohol during the period September 8
11, i993, and Dumaguete and Siquijor during October 13-16, 1993.
 
In the Western Visayas, the cargo surveys were undertaken in Iloilo
 
from September 8 to 11, 1993, in other provinces of Panay island
 
from September 13 to 28, 1993, and at Bacolod from 'ctober i7 to
 
~ 1993.
 

These surveys aimed at identifying the current problems and

constraints with regard to 
shipping services, and at determining

the causes and the consequences of any shipper problems and
 
shipping services constraints. In Cebu City, the cargo surveys

covered 22 shipping operators, 37 shippers of rice, general

merchandise and other commodities and 5 exporters of handicrafts,

furniture, gifts, toys and housewares.
 

areas
In all the covered, cargo su'rveys included interviews
 
with representatives of MARINA, the Philippine Ports Authority Port
 
District Office and Port Management Office, the Department of Trade
 
and Industry, the Chamber of Commerce and Industry, the Office of

the Mayor, the Office of the Governor, arrastre operators and
 
freight forwarders.
 

Cebu City
 

The cargo surveys conducted in Cebu City were in coordination
 
with MARINA-Cebu and the Philippine Ports Authority and included 22
 
shipping operators, and shippers of rice, general merchandise and
 
export goods. The LSRS survey team validated the information
 
gathered fro,- domestic shippers and exporters with the port

a7 -iority, ariastre and thecontractor concerned government and
 
i vate organizations such as PHILEXPORT, the Chamber of Commerce,
 
aiju the Department of Trade and Industry.
 

Shipping Operator Interviews
 

Interviews were held in Cebu City with representatives of 3
foreign shipping lines and 14 domestic shipping operators that were 
providing services to Cebu port, Information provided by the 



operators to the 
LSRS in their interviews is set forth, as 37
 
points, below:
 

1. 	 Don Tim Shipping Corporation, which started operations in

1983, was shipping out full container load (FCL) containers
 
(20-ft.) on Evergreen Line and RCL (Regional Container Lines)

feeder vessels and interisland vessels. 
 In terms of 20-ft.
 
equivalent units (TEUs) they shipped out the following:
 

Exports 	 Imports
 

1991 1992 1991 1992
 

Peak 	Volume 557 465 336 
 286
 
Lowest Monthly 246 311 
 123 132
 
Ave. 	Monthly 262 387 206 221
 

2. 	 Evergreen Uniglory was an agent of Don Tim. 
 Imports to Cebu
 
came from Taiwan (10-day trip) comprising of spare parts,

resins and motorcycle parts. Exports were being shipped every

10 days from Cebu to Kaohsiung with all-in freight of $420 for
 
a 20-ft. van, which was prepaid by the shipper.
 

3. 	 The company complained of the slow handling of foreign cargoes

due to slowness of level-luffing cranes, suggesting that such
 
slowness discourages foreign vessels from coming to Cebu, and
 
therefore foreign vessels that 
came were self-sustaining, with
 
deck cranes.
 

The shipping company was experiencing delays once a month due
 
to late arrival of the foreign vessel and due to lack of
 
berthing space at the international container port. Their
 
vessel was staying at anchorage for 12 hours before they were
 
given berthing space. 
 They need 10 days to strip their
 
incoming cargoes, and 8 days 
to load their export shipments.
 

It was pointed out that local vessels 
had become larger and
 
larger, a trend which PPA did not 
anticipate, and that this
 
had forced PPA to allow these domestic vessels to utilize the
 
international container port facilities since they could no
 
longer be accommodated at the domestic pier.
 

4. 	 Ocean shipping lines, which were making direct calls at 
Cebu
 
in September, 1993, included Zim Lines, Maersk Lines, and PM

& 0 (very seldom). According to Evergreen Uniglory, arrastre
 
labor at Cebu Port was efficient, but port security at the
 
international pirt was lax and posed some problem to exporters

with 	containers stacked in the container yard.
 

5. 	 The Export Processing Zone Authority (EPZA) lacked space for
 
new investors and most of the EPZA exporters were using the
 
feeder vessels that called the port of Cebu direct. Evergreen
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Uniglory was catering to shipments of Shemberg, mostly EPZA

equipment/raw materials and engines and generator sets.
 

6. It was suggested that, in order to make port services adequate

and efficient, there was a need to install two gantry cranes
 
and more container handling equipment, particularly forklifts

and top loaders for 20-ft. 
and 40-ft. containers. Their
 
vessel, UniMercy, called at 
the port of Cebu every 10 days,

plying the route Cebu-Kaohsiung-Cebu-Manila, and there were
 
four vessels aiternating in this service. There was a plan t'o
 
increase the frequency to once a week.
 

7. 
 NYK-Fil Japan Shipping Corporation started operation in 1978,

and was shipping out handicrafts, buri-rattan furniture,

stone-inlaid furniture and general cargo from Cebu to USA and

Europe (600-850 TEUs annually), and Japan (700-900 TEUs), all
 
transshipments via Manila.
 

The company representative gave the following suggestions:
 

- that the PPA should always make sure that the two shore
 
cranes at Cebu International Port (CIP) were in good

working condition so that they can be utilized in vessel
 
discharging/loading operations, with a minimum of 20-25
 
moves per hour productivity rate.
 

~increase the amount of container yard handling equipment.
 

- that the PPA should assign people in the port who could 
make decisions on operational problems and improve port 
security. 

- that the PPA should give priority to foreign vessel 
operation at the international container port. 

8. SeaLand Service Inc. had been in operation for the past 17
 
years, and commodities which were being shipped out from Cebu
 
included (in metric tons):
 

Commodity Destina. 1990 
 1991 1992
 

Rattan furniture US 12,040
10,800 19,200

Seafood Asia 1,200 
 1,000 13,000

Various commod. Asia 1,800 1,900 2,160
 

Delays in shipment were being experienced twice a month due to

unavailability of space on domestic cargo vessels and the lack

of berthing space for container vessels. Arbitrary rates were

$520 for 20-ft. van, $875 for 40-ft.van and $1,105 for a 45
ft. van. For rattan furniture destined to US East Coast-

Atlantic:
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Handling Termhinal
 
Freight Fee Document
 

20-ft. $2.,634.50 $55 $5
 
40-ft. 3,832.50 70 5
 
High cube 4,309.00 80 5
 
45-ft.van 4,857.15 90 5
 

9. 	 All the foreign shipping lines noted that the PPA should
 
provide appropriate equipment for each type of operation:
 
grounding, mounting-top-lift, loading/discharging modern shore
 
crane and shifting of containers (shifter). There should also
 
be a thorough review of berth assignment/allocation at CIP and
 
of the safety of port users' equipment being left at the port.
 

10. 	 Regional Container Lines had a feeder vessel which directly
 
called the port of Cebu from Singapore and shipped out 250-400
 
TEUs per month. Delays occurred due to lack of berthing space

and slow cargo handling operation by the arrastre contractor.
 

There should be no monopoly in stevedoring/arrastre operation.
 
PPA's policy on giving berthing space was done on a first
come-first-served basis. This approach was alright, but what
 
all foreign shipping lines complained of was that PPA allowed
 
domestic passenger/container vessels to dock at the
 
international port, thereby disrupting the schedules of
 
international vessels.
 

The PPA must give priority for berthing space to international
 
vessels calling Cebu direct at the international container
 
port, to enable these vessels to make connections with their
 
respective mother vessels at the foreign port.
 

11. 	 Filsov Shipping had been operating for the past 18 years, and
 
was shipping out to the US, Europe and Australia at the rate
 
of 150 TEUs per month. These shipments comprised of rattan
 
furniture, handicrafts and electronics. Filsov Shipping had
 
direct service Cebu-Singapore-Italy and the freight charge was
 
$1,300 for. a 20-ft.van and $2,600 for a 40-ft.van. From Cebu
 
to other places in Europe (Hamburg, Rotterdam, and Antwerp)
 
cargo was mostly handicrafts with freight charge of $1,250 for
 
a 20-ft. van and $2,750 for a 40-ft. van.
 

12. 	 American President Lines (APL) had been operating for the past
 
13 years, and was carrying transit cargo via Manila at a rate
 
of 200 TEUs per month. Identified causes of delays in
 
shipment were late arrival of domestic vessels and engine
 
trouble.
 

Suggestions to improve services included: (a) PPA should
 
provide additional container handling equipment
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(toplifter 	and straddle carrier) and replace the level-luffing

cranes with tango 
cranes; (b) the domestic port should be

cleared of vendors; (c) repair the 
damaged portion; (d)
assign an area for food services; (e) comfort rooms should be

provided for dockworkers and truckers; (f) there should be
adequate lighting facilities; (g) reefer plugs must have a

continuous 
supply of 	power; (h) there should be regular

maintenance of pavement; 	and 
(i) port personnel should have
 
proper identification.
 

13. APL was charging exporters the following all-in freight:
 

Cebu - U.S.A. 	 40-ft. $4,000-5,000
 
45-ft. 6,000-7,000


Cebu - Hongkong 
 40-ft. 	 1,000, (depending on
 
commodity)
 

Arbitrary rates included 	in the all-in freight:
 

Cebu-Manila 20-ft. $ 520
 
40-ft. 875
 

higl, cube 40-ft. 985
 
45-ft. 1,105
 

The company indicated that members of Asia North America
Eastbound Rate Agreement (ANERA) charged Cebu-based exporters

the terminal handling fee and documentation fee.
 

14. Trans-Asia 
 Shipping Lines started operation in 1976.

Suggestions given by the company included 
 immediate

rehabilitation of the damaged portion of the Cebu Port,

decongestion of the port 	and removal 
of vendors 	from inside
the port 	 area, expansion of working and stacking area,
provision of rubber fenders, and easing of the traffic flow.
 

The company noted that 	Cebu had more incoming cargo (70

percent) than outgoing 
cargo (30 percent). Trans-Asia
welcomed the deregulation policy of MARINA to improve shipping

services for both cargo and passengers. Acquisition of more
RORO vessels was a priority of the company, with the vessels
 
to be 
deployed in the secondary routes linking the Visayas

with MindanaG.
 

Trans-Asia 	complained of non-CISO members plying Trans-Asia's
 
routes and 	charging lower freight rates, as 
low as 20 percent

below, thus attracting more shippers. Added to this 
lower

freight inducement was a 	free hauling service. 
However, the
shipping operator expressed the view that competition helps in

regulating 	passage and freight rates, to the advantage of the
general public. Trans-Asia vessels, ro,,+es and schedules
 
were:
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Cebu 	Departure
 

MV Asia Taiwan Cebu-Tagbilaran Daily 7:30 pm
 
MV Asia Singapore Cebu-Tagbilaran Friday 12:00 pm

MV Asia Japan Cebu-Cagayan Daily 7:00 pm
 
MV Asia Thailand Cebu-Cagayan Daily 7:00 pm

MV Asia Indonesia Cebu-Iloilo T-Th-F 6:00 pm
 
MV Asia Brunei Cebu-Maasin-Jagna
 

-Surigao Monday 10:00 pm

MV Asia Singapore (as Asia Brunei) Monday 6:00 pm
 

15. 	 Palacio Shipping had plans for upgrading its fleet, but they

did not yet have the capital to do so. Their September 1993
 
fleet consisted of cargo/passenger vessels, and most of the
 
routes operated by the company were secondary routes.
 

Cargoes transported included copra, abaca, rice, flour, sugar

and general merchandise. Their problem was pilotage and
 
mooring and unmooring. For them deregulation was good only

for big shipping operators, but not for small operators like
 
themselves, who depended mostly on developmental routes.
 

Vessels owned by the company were conventional passenger/cargo
 
vessels and routes covered included:
 

Cebu-Calbayog - 2 vessels alternating
 
Cebu-Larena-Dumaguete - 3 vessels alternating
 
Cebu-Tagbilaran-I,arena-Plaridel - I vessel
 

16. 	 The rates charged were based on MARINA-approved rates. The
 
port of Calbayog was not yet dredged, and sometimes their
 
engine was affected. It was only at high tide that the
 
Sulpicio vessel, which served Calbayog, could enter the port.
 
The vessel then stayed in port for twelve hours for unloading
 
only. There was an imbalance of trade at Calbayog, with more
 
incoming cargo than outgoing. From Cebu, cargoes were rice,
 
sugar and flour. Vessels in other routes stayed in port for
 
four hours only.
 

The operator was spending P4 million for drydocking expense,
 
only general repairs.
 

17. 	 The arrastre workers at Tagbilaran Port did not want to work
 
at night, if a vessel was scheduled to arrive at 11 pm and
 
leave at I am. The ports of Larena and Plaridel were not well
 
maintained and only were adequate for one vessel at a time.
 
The municipal government was collecting P24 per docking, and
 
PPA charged Palacio Shipping a bertling fee per GRT at the
 
same time. The company planned to deploy a semi
RORO/palletized operation in the Tagbilaran-Plaridel route.
 
One problem with a RORO vessel was the stability of the
 
vessel.
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18. 	 Roble Shipping had three passenger/cargo vessels: two vessels
 
for Cebu-Hilongos, Leyte route for
and I vessel Cebu-Bohol.
 
The company owned another 5 vessels which were employed in
 
tramping operations.
 

The company was shipping cement out on a regular basis from
 
Cebu to Bacolod; and was also shipping rice from Cebu to
 
Leyte, corn from Cebu to Iloilo, and motorcycles from Cebu to
 
Bohol. Delays were encountered due to engine trouble and lack
 
of berthing space at the domestic port at Cebu.
 

19. 	 Alma Shipping Line is a Zamboanga-based shipping line. It had
 
a passenger/cargo vessel (with onboard crane), with a capacity

of 300 passengers, that was plying the Cebu-Zamboanga-Jolo
 
route once a week. Cargoes shipped out from Zamboanga were
 
dried fish, balao powder and coco charcoal.
 

20. 	 George and Peter Lines suggested that there should be 
 a
 
passenger terminal outside the port of Cebu. 
There were three
 
cargo/passenger vessels that plied the Cebu-Dumaguete
Zamboanga-Dipolog route on Monday, whereas 
only one vessel
 
plied the same route from Tuesday to Sunday.
 

21. 	 G & P Lines was not in favor of deregulation because, in their
 
route, Cebu-Dumaguete, the company was already in competition

with a bus line which was cutting travel time by almost 50
 
percent. Thus was opinion the that
it the of company if
 
another shipping line would join the route the shipping
 
operators would both eventually lose to the bus company.
 

22. 	 PKS Shipping (Pablo Kho Shipping) had a tug and barge and
 
landing craft fleet. Cargoes being transported were cement,
 
copra, corn and plywood. Peak volumes were 2,500-3,750 MT per

month. Their 
tramper vessels, which sailed from Cotabato,
 
made 3-5 trips per month.
 

Congestion was a problem at 
Cebu 	port, which resulted in poor

vessel turnaround. The berths nos. 9-10 
had shallow water
 
depth and, at berths nos. 8-18, security was very lax.
 

The company stated that PPA should come up with standard rates
 
for all ports for pilotage services, and arrastre fees. The
 
arrastre rates were P10-50/140-kg. bag of cement, P280/mt for
 
copra and P260/mt for corn.
 

The company was incurring the following percent shares of
 
costs: wages (10 percent), port charges (5 percent),

insurance (3 percent) and maintenance (15 percent).
 

23. 	 Glory Shipping Lines was a newly organized shipping line, in
 
September 1993, and their vessels were the MV Haruna 
Glory

(cargo vessel with 800 tons capacity), the MV Lucille Glory
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(cargo/passenger vessel with 500 tons 
capacity and 350
 
passenger capacity), and the MV Joane Glory (cargo/passenger

vessel of 250 tons capacity and 140 passenger capacity).
 

The company acquired V-shaped vessels with stabilizers because
 
their routes were exposed to open sea. RORO vessels were
 
recommended only for short-distance routes; this type of
 
vessel allows for fast movement of cargoes, since they shorten
 
the time required for unloading and loading operations.
 

Vessel routes and corresponding products shipped from various
 
origins by the company included: Davao, Surigao City and
 
Gingoog City (cement and plywood), Cagayan de Oro (rice),

Iligan (cement), Iloilo (sugar), and Palawan (rice and copra).
 

The company maintained its own labor for handling operations.

They owned handling equipment, such as 2 forklifts (3-tonners)

and 2 cranes (5 tonners). Deregulation was favored by Glory

Shipping since this would tend to improve shipping services.
 

The monthly operational costs of their vessels were as
 
follows: Haruna (P450,000), Lucille (P468,000) and Joanne
 
(P340,000).
 

24. 	 Southern Pacific Transport Sea Carrier had plans of upgrading

their fleet in anticipation of deregulation. Cargoes were
 
mostly breakbulk and palletized, such as rice, copra, corn,

abaca, sugar and general merchandise. The problem with Cebu
 
Port was the lack of berthing space, and they noted that the
 
port facilities were way behind the present shipping needs
 
(RORO ramps, etc.)
 

25. 	 Escano Shipping Lines complained of the new ruling from MARINA
 
which permitted only the acquisition of vessels 15 years of
 
age or less, which were not readily available in Europe and
 
Japan, and were prohibitively priced when they were avail .ble.
 
This was the 
reason why the company could not operate all of
 
its franchised routes. Its existing routes were Manila-Cebu
Surigao-Butuan, Manila-Cebu-Iligan-Cagayan-Manila, Manila
Masbate-Maap in-Cebu (not yet served but with a franchise), and
 
Cebu-Maasin-Surigao-Jagna (also with a franchise, but not yet

served). The company welcomed the deregulation of routes, so
 
that they would be able to choose whichever routes they deemed
 
to be commercially viable.
 

26. 	 Edgar Cokaliong Shipping, an independent operator that
 
commenced operations in 1989, planned to deploy a vessel in
 
the Cebu-Iloilo and Cebu-Tagbilaran routes. In September

1993, it had four vessels operating 9 routes. After testing

the Cebu-Gingoog City route, Cokaliong withdrew after 6 months
 
since Gingoog passengers and shippers were already accustomed
 
to traveling to either Cagayan de Oro or Butuan by land to
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take a vessel. There is a big port in Gingoog but it was not
 
being served by a liner vessel.
 

27. 	 In the Cebu-Maasin-Camiguin route, which was being served once
 
a week (10 hours steaming time), they found that consumers in
 
Camiguin did not tend to buy their supplies from Cebu, but
 
rather from Cagayan de Oro, which required only a three-hour
 
trip. The cargoes from Camiguin comprised lanzones (seasonal,

October-November), coco lumber, bananas 
and general cargo

only. Copra was not shipped to Cebu, because there is a
 
coconut oil mill in Cagayan de Oro.
 

The company believed that twice-a-week service would not be
 
viable.
 

28. 	 Cokaliong's vessels which operated in the Visayas and Mindanao
 
incluied:
 

MV Filipinas Siargao
 
Route: (1) Cebu-Maasin-Camiguin-Maasin-Cebu
 

(2) Cebu-Surig.-Dapa-Cantilan-Tandag-Dapa
Surigao-Cebu 

Year Acquired: April 1991 (locally) 
Gross Tonnage: 326.38 
Year Built : 1971, rebuilt 1987 
Passenger Capacity: 292 persons 

MV Filipinas Maasin
 
Route: (1) Cebu-Surigao-Tandag-Surigao-Cebu
 

(2) Cebu-Maasin-Sogod-Maasin-Cebu
 
(3) Cehu-Surigao-Cebu
 

Year Acquired: 1992 (locally from Aboitiz)

Gross Tonnage: 1,385.64
 
Year Built : 1960
 
Passenger Capacity: 683 persons
 
Service Speed: 12 knots
 

MV Filipinas Surigao

Route: (1) Cebu-Maasin-Surigao-Maasin-Cebu
 

(2) Cebu-Surigao-Cebu
 
(3) Cebu-Maasin-Cebu
 

Year Acquired: 25 December 1992 (Japan)

Gross Tonnage: 485
 
Year Built : 1979
 
Passenger Capacity: 362 persons

Service Speed: 12 knots
 

MV Filipinas Dumaguete

Route: (1) Cebu-Dumaguete-Dapitan and return
 

(3 times weekly)
 
(2) Cebu-Dumaguete-Cebu
 

Year Acquired: 22 April 1993 (Japan)
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Gross Tonnage: 637.80
 
Year Built : 1970
 
Passenger Capacity: 442 persons
 
Service Speed: 12 knots
 

29. 	 The Cebu-Maasin route was being served four times 
a week and
 
Cokaliong claimed that the operation was at break-even. The
 
Cebu-Surigao route was a developmental route, and the
 
Cokaliong vessel called at 
ports of both Surigao del Norte and
 
Surigao del Sur once a week. Therefore, the company served 5
 
developmental routes out of the 9 routes being served. 
In the
 
Cebu-Surigao link, Trans-Asia had been competing 
 since
 
December 1992. Economy class passage was P121; MARINA allowed
 
P99-126. Hence, Trans-Asia lowered the fare to P103 which was

still within the limits. Also, in the Cebu-Maasin route,
 
economy class passage 
was P 32, but in August, Trans-Asia had
 
lowered the fare to P70. 
 This 	posed a problem to Cokaliong,

since the company relied mainly on its Maasin and Surigao
 
routes to achieve profitability.
 

30. 	 In 
the Palompon, Leyte-Cebu route, the port facilities were
 
poor, and the operator had to go through 17 agencies before
 
the vessel could be cleared for departure. If the vessel was
 
scheduled to 
leave at 2100 hours, It would instead be able to
 
leave the next day.
 

According to Cokaliong, deregulation was disadvantageous to a
 
small company, like Cokaliong, and the company would b6 "eaten
 
up" by larger shipping lines. Hence, opening of routes should
 
be on a case-by-case basis. The 	 to
company planned deploy

RORO vessels, considered by them to be more efficient, with
 
less damage and less pilferage than the conventional vessels.
 
MARINA had requested Cokaliong to serve the Cebu-Sogod, Leyte

route. The company was not in favor of widening the fork
 
tariff, which would have a negative effect on a small company

like Cokaliong.
 

31. 	 Aboitiz Shipping Lines was charging a rate of P4,000-5,000 for
 
20-ft.van from Manila to Cebu, and from Cebu to 
the MICT, the
 
rate 	was P7-8,000 per 20-ft. van. The port of Cebu had
 
problems with the long stay of vessels and the apron was very
 
narrow. The Gothong and Sulpicio Lines vessels averaged

staying in port 12-14 hours, discharging and loading mixed
 
palletized cargoes. 
The level -f trailer loading efficiency

which Aboitiz was achieving In its RORO operation was 16-21
 
containers per hour. Imports transshipped via Manila had
"clearing" problems with Customs. 
 The Aboitiz Manila-Cebu
 
vessel was running at 24-2b knots (16-hour trip), with 2
 
round-trips per week. 
On Sundays, the vessel was undergoing

maintenance andrepair.
 

32. 	 William Lines noted that the big forklift trucks were rented
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out to shipping lines by PPA. One 
25-ton forklift cost P7
million and such equipment rental could improve the turnaround

of vessels. 
 Larger vessels had more savings (P6,000 per day)
in salaries, fuel 
 and food if turnaround of vessels 
was
 
improved.
 

The Cebu-Manila route was subsidizing the smaller routes and
the company believed that deregulation would open new routes.
 

33. William Lines 
freight charges 
from Cebu to Manila were as
 
follows:
 

Class A - P324.33/cbm
 
Class B - 259.11/cbm
 
Class C - 211.01/cbm
 
Basic - 187.48/cbm
 

The rates for container vans were :
 
20-ft. van P 4,555.00
 
40-ft. van 9,110.00

20-ft. van 7,670.00 (+ trucking from NH to MICT)
40-ft. van 14,240.00 ( ")
 

34. The RORO ramp at 
Cebu Port was of the wrong design, and the
 area was too small, and could accommodate only I RORO vessel
at a time. Cebu port was a 
connecting port for passengers.

There was a need for a passenger terminal with a 
departure
 
area and an arrival area.
 

35. 
 Sulpicio Lines vessel, the MV Filipina Princess, had a 200 TEU
capacity. Sulpiclo's newest vessel (at 
that time) was the MV
Princess of Orient, which was 
195 m. in length, with 140 TEU
capacity and capacity for 3,500 passengers. This was larger

than the Filipina Princess, which had 3,000
a passenger

capacity. Superferry II of Aboitiz Shipping Lines had a 2,800
 
passenger capacity.
 

Sulpicio Lines said that 
the trend for some secondary routes
was for existing operators to increase the tonnage of their

vessel, rather than to increase the size of their fleet, which
would be more costly. 
 The company did not foresee an
immediate change in 
the type of vessels calling the smaller
ports, since these 
ports could not accommodate container
 
vessels.
 

There was 
not much cargo shipped from Cebu to Davao or to
General Santos. 
From Davao, cargoes included lumber, plywood,

corn grains/grits, livestock and charcoal. 
 From Cebu to
Davao, cargoes comprised of manufactured goods and mixed
 cargo. From General Santos there 
were low-paying cargoes,
such as corn 
grains. The Cebu-General Santos route 
required

2.5 days and Cebu-Davao required 36-38 hours.
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36. 	 The following was said by the domestic shipping lines of RORO
 
operations: (a) vehicles of shippers needed clearance; (b)
 
there was no need for truck clearance for trailers of shipping
 
lines; and (c) the provision of port RORO facilities was
 
lagging behind the introduction of RORO vessels. The domestic
 
RORO vessels were docking at the international container port.
 
RORO vessel advantages included less cargo damage and better
 
cargo security from theft. Further, efficiency is higher:
 
from 20 to 30 container vans per hour with an efficient
 
tractor operation, since containers aboard RORO vessel were on
 
trailers. The productivity rate of a pure container vessel,
 
was only 10-15 containers per hour.
 

The crane lift charge was P177/container and stevedoring was
 
P200. Gantry crane was charging P250/lift, but the shipping
 
line did not pay for stevedoring cost.
 

The sheet piles at the domestic port were not designed for
 
heavy loads, scouring therefore occurred and sea water
 
entered.
 

37. 	 The CISO operators claimed that deregulation could affect the
 
CISO members, since the non-CISO operators were able to impose
 
any rate. All of the operators interviewed noted that the
 
squatters inside the working area interfered with trucks,
 
forklifts, etc. carrying heavy loads, and handlers encountered
 
difficulty in moving. The PPA was leasing out 10,000 sq.m. to
 
port users at P6.00/sq.m.
 

Shipper Interviews
 

To determine the adequacy and efficiency of shipping and
 
support services, shippers of various commodities were interviewed,
 
including shippers of bottled cargo, food manufactures, fruits,
 
general merchandise and transport equipment and supplies which were
 
mostly being shipped out from Cebu. Exporters were also
 
interviewed, including those shipping out handicrafts, furniture
 
and 
summ

fashion accessories. The results of these interviews 
arized below, by shipper category. 

are 

Bottled Cargo 

Three bottling companies were interviewed in regard to the 
adequacy of shipping services. The results of these interviews are
 
presented in 10 points below:
 

1. 	 San Miguel Corporation (SMC), whose bottling plant is located
 
in Mandaue City, was shipping beer (5million cases annually),
 
packaging products, raw materials, softdrtnks, and commercial
 
feeds (B-Meg). Peak months were May, November and December.
 
They were using LCTs and barges, and charter tramper vessels
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(5 percent of shipments) on a yearly renewable contract, and
 
the rest of their cargoes were being shipped aboard liner
 
vessels.
 

2. 	 Delays in shipments were being experienced only during bad
 
weather. SMC considered that there should be regular

maintenance of the port facilities and arrastre workers should
 
work overtime. Their cargoes were palletized, and they had
 
their own arrastre labor. For small shippers of bottled
 
cargoes, pilferage was a problem due to manual operation and
 
the 	lack of port security.
 

3. 	 SMC owned the following vessels: 7 barges with capacity for
 
56,000 cases each (1,302.68 GRT), 3 tugboats and one tender
 
tug. The company was maintaining a private port at Mandaue.
 

4. 	 Jaz Cola was 
importing emulsion from the USA for softdrinks.
 
The company was shipping out softdrinks to other islands, such
 
as northern and western Mindanao, Dipolog, Samar, Leyte and
 
Bohol. The company utilized the services of William Lines,

Ceorge and Peter Lines and Carlos Gothong Lines and found the
 
rates to be reasonable and services to be efficient.
 

.	 Production per day was 2,000 cases. The containers which they

used for their imports were staying two to three days at the
 
port, 
to 	enable the company to remove the emulsions from
 
barrels. Handling operation was a problem in Mindanao ports,

but still tolerable.
 

6. 	 Pepsi Cola products were being shipped out from Cebu to Loon,

Bohol. To accommodate this cargo, the company used an LCT at
 
Argao and then trucked to Tagbilaran. Total transport cost
 
was PS per case, including arrastre, and one shipment

comprised 700 cases. They preferred this route over the
 
direct sea shipment by Trans-Asia vessel, since the irans-Asia
 
vessel encountered delay in loading their cargo at Cebu port

because of port congestion, and handling charges were higher.

Breakage was also high, around 1 case 
for 	every 1,000 cases,

and there was a problem of pilferage. The bottled softdrinks
 
in cases were palletized. Pepsi was shipping about 15,000
 
cases per month.
 

The Argao-Loon, Bohol trip requied 4 hours, and trucking from
 
Loon to Bohol was a 1 hour trip. The direct service from Cebu
 
required 4 hours, although there were delays in loading at
 
Cebu 	port. Softdrinks were being charged class C rate.
 

8. 	 The company was also shipping to Talibon, Bohol on VC, Shipping

Lines, and sea freight was P3 per case and handling was P1 per
 
case. Pepsi had a breakage allowance of 1 case for every

1,000 cases. The claims for damages were deducted from the
 
freight bill. Cost of one case ranges from P92 to P105 per
 

13
 

http:1,302.68


case. Monthly shipment to Talibon was 15,000 cases.
 

9. In the Cebu-Masbate 
route, Pepsi was utilizing batels or

Sulpicio Lines and the 
latter was charging P6 per case sea
freight. However, Sulpiclo gave priority to other cargoes and
shut-outs were experienced if Pepsi shipped out a few hundred
 cases only. Sulpicio complained that bottled cargo was prone

to breakage. When batels were 
utilized, Pepsi was shipping
out 5,000 cases three to four times a month and was charged P7
 
per case.
 

10. Pepsi's Tanauan plant 
in Tacloban was taking charge of 
the
 
Leyte and Samar markets.
 

Rice
 

There were three shippers/consignees of rice interviewed, and
 
the information gathered is summarized in 8 points below:
 
1. AG & H Marketing was a commercial shipper of rice, and was
shipping in rice from Davao, Manila and Iloilo. 
Shipment from


Davao and Manila was running at about 3-4 containers per week
and 
from Iloilo, on Roble or Vismin Shipping, shipment was
500-1,000 sacks per week. 
Delays in departure and arrival of
the vessel were being experienced during the rainy 
season
 
only. Arrastre rate per sack, if breakbulk, was P2.00, while,
if rice was containerized, the 
rate was lower, at just P1.25
 per sack. 
Pilferage in Cebu port was commonly experienced; on
the average, 5 sacks were 
pilfered per shipment. AG & H was
sending small volumes 
to Leyte, of 50-100 sacks per shipment.
 

About 80 percent of 
Cebuanos consume rice. Shut-outs were

being experienced from Iloilo on a Trans-Asia vessel, but
shipment was being accommodated on the next vessel 

the
 
trip.


Chartering a tramping vessel worked out to be cheaper than
using liner service, if shipment was 
more than 2,000 bags.
 

Cebu General Merchandising was shipping in rice 
to Cebu from
Iloilo on a Trans-Asia vessel, if there was space, and also on
West Visayan Shipping during the peak season. During that
period, the waiting time 
for space allocation on Trans-Asia
vessel was about a week. Shipment size was 2,000 bags of
rice, palletized. Arrastre per bag was 
P0.18-0.20.
 

From Manila, rice shipments were being containerized on
Sulpicio Lines vessels sea
and freight was P13 per sack.
Shut-outs of 
cargo resulted in three-week delays with the

passenger/cargo vessel of Sulpicio Lines (Filipina Princess).

Action on damage claims required 2-3 months for processing.
 

3. Cebu General Merchandising was paying employees 
of William

Lines bribe money in order that shipment would not be shut
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out, 	and the company would be given a container allocation.
 
According to the same company, Aboitiz Shipping Lines

preferred other merchandise during peak seasont and did not
 
accept rice shipments.
 

The small shippers were 
unable to get container allocations.
 
The supplier in Davao was paying for the 
freight and it was

included in the price of 
corn 	grits. There was no first-come.
first-served policy, but large shippers were being given

preference. Peak months were September-December. Further,

Sulpicio and Gothong Lines preferred cargoes destined for

Manila, and not Cebu, because of higher freight. When it was
 
fruit harvest season in Davao, 	 no
there would be containers
 
available for rice shippers. 
Cacao beans were also preferred

by the shipping operators since the freight was ad valorem.
 

4. 	 Aboitiz Shipping Lines was charging cargoes destined to Cebu

from Davao a "double" rate; their rice cargoes from Davwo were
 
being taken to Manila first, before they were transported to

Cebu, since the company did 
not 	provide direct Davao-Cebu

service. Hence, the Davao-Manila rate was P13-P14/bag and the
 

movement
charge for 	 from Manila to Cebu was P14/bag. The

Davao-Cebu trip required 24 hours, 
whereas Davao-Manila-Cebu

trip took one week on the Aboitiz vessels. Corn grits were

being shipped from September to October.
 

5. 	 The General Santos-Cebu route did not have regular
a

passenger/cargo liner service, after the discontinuation of
 
Trans-Asia's shipping service earlier in 1993. 
 The rice and
 
corn suppliers in General Santos were then forced to ship on
 
pure cargo vessels.
 

Sea freight was P14 per bag of corn grits but the shipment was

frequently damaged, due to discharging using cranes and sacks
 
being torn.
 

6. 	 There was very little rice outgoing from Cebu since most rice
 
defcit areas obtained their supplies by direct shipment 
from
 
rice surplus areas. Price of rice was P630-650 per bag, and

the price was P370-400 per bag for corn grits in Cebu.
 
Shipping cost usually comprised 2.5 percent of the total
price. 
Freight was usually prepaid by the supplier. Arrastre
 
and hauling charge was P2.50 per bag. 
 For shipment on small
 
cargo vessels, the arrastre charged a higher rate of P3.00 per

bag.
 

7. 	 GD Commercial was experiencing shut-outs of 2 out of 3

shipments in the Manila-Cebu and Davao-Cebu routes. In
 
General Santos, Trans-Asia vessel was no 
longer operating.

Reasons for shut-outs included: low preference on the part of
 
shipping operators for rice cargoes since they were charging

class C (Basic) rates, and the supplier was often late in
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bringing the cargo to the pier. The shipment was always on
 
the supplier's account.
 

8. 	 GD's cargoes were mostly containerized: a 40-ft. van can
 
accommodate 350 sacks of rice and 20-ft. vans contain 200
 
sacks. The arrastre rate in Cebu, if cargo was containerized,
 
was P1.10 per sack. Rice loaded on the Iloilo-Cebu vessel was
 
being charge an arrastre rate of P1.25 per bag; and in the
 
Manila-Cebu vessel, arrastre was P1.39 per bag. The rate
 
included the stripping of the container, whenever the
 
container was being shared with other consignees.
 

Trucking cost in Cebu was P2.00 per bag from the pier to the
 
warehouse. Price of rice was P590-630 per bag and corli grit
 
price was P360-400 per sack of about 46 to 50 kilos. During
 
typhoon months, delays in shipment were experienced.
 

Food 	Manufactures
 

There were twelve shippers of food products interviewed and
 
the results of the surveys are discussed in 40 points below:
 

1. 	 General Milling Corporation (GMC) was shipping flour and food
 
products. Their imports were being transshipped at Manila,
 
and t hey were able to receive their imports in 3-4 weeks time.
 
These shipments were being handled by a local broker in
 
Manila. The freight forwarder was nominated by the foreign
 
shipping line.
 

2. 	 They were paying a brokering fee of P3,500, and P1,500 for
 
terminal handling, and this latter included trucking from
 
South Harbor to North Harbor.
 

3. 	 From Manila, the shipment, mainly imported spare parts and raw
 
material, was being carried by a Sulpicio Lines vessel. The
 
freight for their imports from the USA to Manila and then to
 
Cebu was $2,500 for a 20-ft. van. For a 40-ft. van, the
 
company was paying $4,200.
 

4. 	 The company was also exporting to Hong Kong, every three
 
months, a 20-ft. van direct from Cebu. Freight for the 20-ft.
 
van direct service from Cebu to Hong Kong was $420. They
 
incurred additional freight of P4,000-5,000 whenever the
 
export van was transshipped via Manila, and the rate included
 
the transfer cost from North Harbor to South Harbor, plus
 
handling fees.
 

5. 	 The company did not encounter problems of cargo damage and
 
pilferage since their shipments were containerized. For their
 
containerized cargoes, the company was paying trucking service
 
charges of P4,000 per 20-ft. van in Cebu, which included
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guarding, storage and handling plus warehousing.
 

6. 	 The international container port was congested because the
 
local passenger/container vessels were being allowed to dock
 
at the port, and because the new Sulpicio Lines vessel, MV
 
Pearl of the Orient Princess, was undergoing repair at
 
dockside.
 

7. 	 The entrance channel to the port of Cebu was likewise blocked
 
by local vessels undergoing repair and this caused delay in
 
unloading GMC's wheat cargo. GMC was of
paying demurrage

$4,000 per day because of the obstruction of the channel.
 

8. 	 For the domestic shipments of GMC, the company was chartering
vessels which could carry 10,000 bags of flour 
from General
 
Santos to Cebu, mostly vessels owned by Roble Shipping. GMC
 
also was utilizing container vessels of William Lines and
 
Sulpicio Lines, both of which operators provided door-to-door
 
service.
 

9. 	 East Visayan Milling (operating since 1970) was shipping out
 
corn grits and corn by-products from Cebu to neighboring

provinces (700-800 MT per month) and corn grains from Mindanao
 
to Cebu (1,500 MT per month).
 

10. 	 Most of their shipments were being carried by liner vessels
 
and delays were caused by the lack of arrastre workers.
 
Hence, the PPA should allow entry of more cargo handlers into
 
the port of Cebu, to avoid monopoly. Products were being sent
 
to Bohol, Samar, Leyte, Siquijor and Masbate. 
 They 	were in
 
favor of development of a container terminal away from the
 
pier. The wharfage fee was 35 centavos per bag.
 

11. 	 A.D. Gothong was shipping out edible oil, industrial
 
shortening, margarine 
and flour from Cebu to provinces in
 
Regions 6, 7 and 8. Handling of their cargoes was not being

done efficiently, and required a good deal of improvement.

The shipping services within the Visayas were usually

overnight trips, and the services were relatively efficient
 
and reliable, as were the route connections to Cagayan de Oro
 
and Iligan.
 

12. 	 Shut-outs shipments Southern Mindanao were
of to 	 being

experienced, particularly to Dadiangas and Cotabato, since the
 
service was not regular, and the vessel did not follow its
 
regular schedule. The company preferred to ship by

passenger/cargo vessels instead of pure cargo vessels, because
 
the former generally adhered to their schedules.
 

13. 	 From Manila, A.D. Gothong was 
utilizing container vessels.
 
The arrastre in Aklan was controlled by a politician, and did
 
not follow the PPA-approved arrastre rates. Further, the
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arrastre rates in the ports of New Washington and Batan, Aklan
 
were much higher than the Cebu arrastre rates.
 

14. 	 A.D. Gothong noted that a few shipping lines had exclusive
 
control of some of the routes, such as the DumaguitAklan-

Manila route, which needed additional shipping service.
 

15. 	 The dry goods tariffs were being computed by cubic meter. The
 
company's customers complained that the arrastre in Aklan
 
controlled the inflow and outflow of cargo and did not allow
 
trucking services other than their own trucks to withdraw
 
cargo from the area; hence their own trucks had to be
 
contracted by the consignees.
 

16. 	 In Cebu, competition among different arrastre contractors was
 
healthy. In the Cebu-New Washington route, the
 
passenger/cargo vessels were following the schedule strictly.
 

17. 	 There were times when pilferage was experienced on board the
 
vessel, but looters were more notorious at the port of Cebu;
 
they were well-armed. Even the cargo helpers and truckers
 
were being harassed by the looters.
 

The PPA was helpless; particularly at Piers 2, 4 and 6, there
 
was rampant looting, making the hiring of a security escort
 
necessary. The company was nevertheless losing 2-5 percent of
 
their total shipment value. There were about 5 times that
 
their breakbulk cargo fell from the truck due to potholes in
 
the port, particularly in front of the Aboitiz Shipping Lines
 
office.
 

18. 	 The company was utilizing all the shipping lines plying
 
appropriate routes out of Cebu, and the preferential treatment
 
they received from some of the shipping lines reflected the
 
large volumes they shipped, as we] I as the regularity of their
 
shipments. Flour was containerized to minimize pilferage.
 

19. 	 The shipping rate for their rice cargoes comprised 3 percent
 
of their total price. Truckers provided a discount if
 
shippers had "backload" cargoes. Trucking rate was P400/20
ft. container van. The sea freight from Manila to Cebu was
 
P9,000/20-ft. van, excluding the handling cost.
 

20. 	 SZ Food Processors was shipping out bottled Spanish sardines
 
and bottled young corn from Cebu to Manila, mostly as
 
breakbulk cargo. SZ paid freight of P6 per carton. Pilferage.
 
was not a problem and the shipping freight comprised just 3
 
percent of product price. The freight was a pier to pier
 
rate, i.e., including stevedoring 'charges but excluding
 
arrastre.
 

21. 	 Even during peak months, the shipments were being
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accommodated. SZ shipped, twice a month, 
150 cartons of 11

kilos each which was a total of 1,650 kilos. Whenever the
 
company shipped by 	 their labor
container, own 
 stuffed the

container and not the arrastre laborers. 
 The company had
 
their own 
trucking service, costing them P600 per container
 
movement within city limits.
 

22. 	 SZ Food 
noted that the crews of Aboitiz Shipping Lines were
 
more professional well-trained
and 	 than other crews. No
 
pilferage happened while on 
board Sulpicio Lines vessels, but

the shipper was losing about 1 percent their
of shipments

through pilferage and breakage at the port.
 

23. 	 On the William Lines vessel, pilferage had been expcrienced

twice by the shipper, although there was minimal breakage.

Each bottle cost them P27 and breakage was running at 
a rate
 
of 3-5 bottles every shipment. Aboitiz was charging lower sea

freight by a few pesos than what the other shipping lines were
 
charging.
 

24. 	 King's Quality Food was shipping ham and sausages from Cebu to
 
Iloilo on a Trans-Asia vessel, and to Manila on 
the MV Sugbu.

The sea freight was P100-200 per carton. Cebu-Manila was an
 
overnight trip and sea freight was P90-110 per carton (20

kilos each). The 
company shipped only 2 or 3 times a month
 
and the freight charges 
were 	added on to the invoice of the
 
buyer/consignee. Handling by arrastre labor was deemed by the
 
shipper to be efficient.
 

25. 	 Virginia Farms was a domestic shipper of canned meat 
(beef,

pork) from Cebu to 
Cagayan de Oro, Tacloban, Bacolod, Ormoc,

Roxas City, Iloilo, Manila and Surigao. Delays in shipment

were being experienced when shipping Tacloban on the Don
to 

Calvino, although they did not experience shut-outs since they

booked three or more days ahead of schedule of shipment.
 

Pilferage had not been experienced by Virginia Farms, and
 
their cartons of 
48 tin cans were being handled well.
 

26. 	 The company was shipping weekly to Cagayan de Oro, 250 cartons
 
each shipment. Virginia Farms was shipping more than 600
 
cartons to other areas twice 
a month. Following were the sea
 
freight charges from Cebu 
to ports of destination:
 

Origin - Destination Per Carton
 

Cebu - Cagayan de Oro P 4.80
 
, - Ormoc 
 7.20
 

-	 Tacloban 
 7.20
 
t - Bacolod 
 7.20
 
it - Roxas 
 7.20
 

- Surigao 9.60
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Origin - Destination Per Carton
 

Cebu 	- Iligan P 4.80
 
-	 Dumaguete 
 4.80
 

I - Butuan/Surigao/Ozamis 2.00/kilo (frozen prod.)
" - Iloilo 2.00/kilo " 
" - Manila 3.50/kilo " 

27. 	 Virginia Farms is a sister company of William Lines and almost
 
all their shipments were being shipped on William Lines
 
vessels to Ozamis, Manila and Dumaguete. Shipments to
 
Tagbilaran were on a Trans-Asia vessel, to Surigao on a vessel
 
of Cokaliong Shipping, and to Bacolod and Iloilo on vessels of
 
either NENACO or Trans-Asia Shipping Lines.
 

28. 	 Gold Ribbon Food Corporation was shipping beefloaf, sausage
 
and canned goods from Cebu to Visayan ports such as
 
Catbalogan, Tacloban and Bohol. Pilferage was being
 
experienced, about 2-3 tin cans per carton. Delays were
 
likewise being encountered, although shut-outs were not
 
experienced. The customer or consignee paid for the 
sea
 
freight.
 

29. 	 Arrastre in Cebu was considered to be efficient. The company
 
maintained a checker in the vessel. The arrastre rate was
 
P1.50-2.00/carton. During peak season, delays were quite
 
normal, particularly during Christmas.
 

30. 	 A shipper/trader of corn, copra, rattan and coco lumber from
 
Tandag, Surigao del Norte was shipping from that port to Cebu
 
once a week on a vessel of Cokaliong Shipping. The shipper
 
noted that the route needed more vessels. Shut-outs were
 
being experienced almost every shipment.
 

31. 	 Sunpride Foods, Inc. was a domestic shipper of canned meat,
 
and was shipping fresh and processed meat from Cebu to Iligan
 
(on Gothong Lines), Ozamis (Gothong/William Lines/Sulpicio
 
Lines,, Davao (Sulpicio Lines) and Iloilo (Trans-Asia). The
 
cargo was charged class A rates, for door-to-door service.
 
The company was encountering no problem as to shipping

service, arrastre and trucking. Minimum volume of shipment
 
wan 100-300 cases of 25 kilos each.
 

32. 	 Pinky's Galletas was a shipper of biscuits (salvaro, toasted
 
otap 	and galletas). The company was shipping 1-3 times a
 
month to Manila and Mindanao (Cagayan de Oro, Davao and
 
Iligan) with a minimum shipment of 22 cartons of 28-20 kilos
 
per carton.
 

33. 	 Sea freight plus handling was P800 per shipment. The freight
 
was paid by the consignee, ard was equivalent to 3.5 percent
 
of product price. Pilferage was quite high whenever they
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delivered their cargo early for shipment 
at Cebu port. On a
Vismin Shipping vessel from to
Cebu Iloilo, the company
experienced high pilferage. 
Liability was limited only to the
vessel, and damage to the cargo was 
very difficult to claim.
 
34. Arrastre at the 
port was 
being paid, although handling 
was
being done by the company's own handlers. Shut-outs 
were
experienced and resulted in two weeks delay of shipment in the
Cebu-Davao route on 
the MV Davao Princess.
 

35. 
 That vessel was likewise slow and always 
late in arrival at
Davao. 
 Hence, the route required an additional vessel,
particularly 
when the existing vessel 
 was on drvdock.
Sulpicio Lines also
was 
 slow in processing claims

pilferage and damage 

for
 
losses.
 

36. Beeggymen Trading Center 
was shipping canned products from
Cebu to Manila in cartons via William Lines. 
The company was
exporting occasionally to Hong Kong on a direct foreign vessel
that called at the 
port of Cebu (SeaLand). The company's
personnel did the handling, 
 although the company
nevertheless to pay the 
had
 

arrastre contractor at 
Cebu Port the

handling charge.
 

37. Pilferage was no 
longer being experienced by the company at
Cebu, because of the well-managed container yard. On Sulpicio
and Gothong Lines vessels, the company was 
losing 1-2 cartons
every other shipment and this 
was happening in the container
yard at Manila. Shipment was 100-200 cartons of 
5-10 kilos
each and sea freight was P500 per 
50 cartons each, and
handling charges 
for a whole shipment 
were less than P200.
There was an additional 
charge of P11 per carton which
buyer paid for direct delivery to the foreign vessel. 
the
 

38. 
 Beeggymen was experiencing shut-outs and delays of 3-4 days on
the Wilcon II, although this happened just 3 times 
a year,
particularly when 
the vessel was under repair.
 
39. RF Villalonga was receiving 
shipments of livestock from
Cagayan de Oro and Davao. 
The trip from Cagayan de Oro was 56 hours only, but weight loss of hogs was nevertheless being
experienced. The 
trip from Davao to Cebu was less than 24
hours. 
 All their shipments were being delivered directly to
the abattoir upon arrival 
at Cebu.
 

40. 
 Lu Do & Lu Ym Corporation was shipping the following cargoes

to Manila, in metric tons:
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1990 	 1991 1992
 

Corn Starch 10,500 10,500 10,500
 
Feeds 2,700 2,700 2,500
 
Glucose/Caramel 800 800 800
 

Peak monthly volume was 1,500 mt while lowest monthly volume
 
was 684 mt. The company utilized the liner services of
 
Sulpicio Lines and Carlos Gothong Lines, and commented that
 
the vessels were always on schedule. Suggestions given are:
 
for shipping liiies to have sufficient chassis for RORO vessels
 
and to expand the port of Cebu for cargo-haqdling operations.
 

Marine Products
 

There were three shippers of marine products interviewed,
 
namely, Sugeco Export Corporation, which was exporting frozen
 
prawns and squid, Shemberg Marketing Corporation, and the Seaweed
 
Industry Association, which was exporting refined carageenan and
 
other seaweed varieties. The results of the interviews are
 
summarized in 10 points below:
 

1. 	 Sugeco Export Corporation was shipping frozen prawns to Manila
 
and Mindanao (Butuan and Cagayan de Oro).
 

2. 	 Sugeco expressed the hope that there would be more direct
 
calls by foreign vessels at Cebu Port in the future, to
 
eliminate the need for transshipment at Manila. They were
 
paying $2,500 for a 20-ft. van to Japan and $6,100 for a 40
ft. van to Los Angeles and New York, USA.
 

3. 	 Spoilage allowance was 10 percent. They got their prawns

year-round from Surigao which was an overnight trip to Cebu.
 
The shipments were accompanied by company personnel.
 

4. 	 They got better margins with other marine products, such as
 
octopis and squids, compared to the margin of only 5 percent
 
on black tiger prawns. Shrimps (sea catch) provided a better
 
margin. Their export shipments were mixtures of various
 
marine products.
 

5. 	 There were two or three other shippers of marine products.

Before, they used to make $1 million a month but, in 1993,
 
they were making only $200,000 to $300,000 per month.
 

6. 	 The prawn industry had problems with feeds importation, since
 
the government was taxing such imports heavily, and this
 
increased the cost of production, with the result that many of
 
the prawn farms had closed.
 

7. The company operated their own farm, but the farm supplied
 

only 20 percent of Sugeco's export requirements. The prawns
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and fishery products shipped in from other Visayan Islands and
 
from Mindanao were being placed in insulated boxes, with each
 
vessel carrying 30 boxes of 20 kilos each, mostly from Surigao

del Norte. A 100-kg. box was valued at P190/kilo. Shipping
 
cost was equivalent to 2 percent of total product value.
 

8. 	 The Seaweed Industry Association had 9 members, in 1993, out
 
of the 12 seaweed shippers based in Cebu. The other members
 
of the association comprised of seaweed farmers 
and traders
 
scattered in the whole archipelago.
 

9. 	 Freight rates per TEU, in September 1993, were as follows:
 

Freight Terminal Documentation
 
Rate Handling Fee
 

Asia: Cebu-Singapore US $ 400 + $ 45 + $ 5 
Surabaya 950 + " + 
Nagoya 700 + " +
 
Hongkong 500 is
+ +
 

Europe:Cebu-Rotterdam 1,650 "+ +
 
Hamburg 1,450 + " + 

U.S. :Cebu-Long Beach 2,159.50 + $45 
 + " 
Chicago 2,959.50 + " +
 
St.Louis 3,339.50 + " +
 

For the period January to June 30, 1993, the volume of seaweed
 
and seaweed product exports totalled 887 20-ft. containers.
 

10. 	 Shemberg Marketing Corporation was exporting seaweed and
 
refined carageenan from Cebu to Europe, Japan, USA, and Korea,
 
at a rate of about 3,000 metric tons per year.
 

If there would be sufficient direct calls by foreign vessels
 
at Cebu, with the company's volume of 2,000 metric tons, they

would save 10-20 percent of the cost and also benefit from
 
time savings. The company suggested that use of the CIP be
 
limited to foreign vessels only, as originally intended, and
 
that the handling equipment be modernized.
 

Transshipment was necessary for exports destined for the USA
 
and Asia. All-in freight rates were:
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Terminal 
Freight Handling Documentation 

Cebu-Hamburg, Germany $ 1,450 $ 45 $ 5 
- Leharz, France (collect) 
- Felixstaye, UK 

Cebu- Singapore 
1,450 
$ 400 

- Hong Kong $ 500 
- Bangkok $ 550 " 
- Nagoya, Japan $ 700 

Shemberg's volume of export of seaweed was 7-15 20-ft. vans
 
per week and the company was also shipping rattan furniture at
 
a rate of 20 20-ft. vans weekly. Shemberg also exported

powdered seaweed at a rate of 5-10 20-ft. 
vans 	per week.
 
Customs processing cost P700 per 20-ft. van shipment and
 
P1,700 per 40-ft. van, which included arrastre and PPA

wharfage. All'-ip freight to Middle East was $ 1,300 per 20
ft. van.
 

Fruits and Fruit Products
 

There were three shippers of fruits and fruit products
 
interviewed. Information gathered is presented in 8 points below:
 

1. 	 Eden Corporation was shipping in bananas from Davao and papaya

from Cagayan de Oro. The company preferred that there should
 
be more shipping services between Davao and Cebu, since 
the
 
1993 	once-a-week service was not sufficient. 
 The 	direct
 
service from Davao to Cebu required 24 hours steaming time,

and the ventilation on board the Manila Princes was sufficient
 
for their banana shipments.
 

2. 	 Whenever they needed to ship bananas from Davao more
 
frequently, the company trucked the shipments from Davao to

Butuan, and then by sea to Cebu (shipping service was 2-3
 
times a week).
 

3. 	 However, there was not enough ventilation in the storage area
 
at Butuan, and Eden was experiencing 30-50 percent spoilage

after two days arrival of the banana shipment at Cebu.
 
Shipment was aboard the Sulpicio Lines vessel, MV Nasipit

Princess, although Eden indicated they would prefer other
 
vessels, if made available. Davao-Butuan trip by road
 
required 8 hours, and from Butuan to Cebu by sea was a voyage

of 9-10 hours. (A 10-ft. dry van can accommodate 180 18-kg.

crates, equivalent to 3.2 tons.)
 

4. 	 At Butuan's port of Nasipit, the perishable items were the
 
first cargoes to be loaded and this constituted a problem upon

arrival at Cebu port, since these cargoes were the last to be

aaloaded. Lumber was prioritized for unloading in Cebu.
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There was 
no proper stowage in the vessel. The buying price

of cavendish banana in Davao was 
P7.75/kilo, and Eden was
 
supplying the supermarkets in Cebu with cavendish bananas.
 
The 	native banana (lakatan) cost more, around P12-13/kilo.
 

5. 	 Papaya was being bought at P15/kilo in Cagayan de Oro and
 
there was no problem in Eden's shipment of papaya from Cagayan

to Cebu, which was a voyage of 10 hours. Shipment was twice
 
a week, with a minimum of 70 crates (1 crate contained 15-16
 
kilos).
 

6. 	 A & P Food Corporation was shipping tropical fruit purees from
 
Cebu to Hongkong and Singapore through a freight forwarder.
 
The freight charges for the direct calls were even higher (by

APL and GLMC) than the charges for freight forwarder service,
 
so A 	& P Food preferred to transship cargo at Manila.
 

7. 	 Sometimes the company was provided with defective containers,

which resulted in wettage of their shipments, although

breakage was not experienced. The shipping freight from Cebu
 
to Hong Kong was $400-500/20-ft. van, and from Cebu to
 
Singapore was 
$500-600/ 20-ft. van. The freight forwarder
 
collected the shipments of A & P Food from the warehouse, had
 
them moved to the pier, and then loaded on the foreign vessel,

making the whole exporting process hassle-free to A & P Food.
 

.	 Jojo's Food Products was exporting dried mangoes and other
 
dried fruits through freight forwarders such as DelBros,

Sealand and APL, which took care of shipping the cargoes to
 
Hong 	Kong and Singapore on foreign vessels, that made direct
 
calls at the port of Cebu. 
The 	company did not have domestic
 
shipments. The foreign buyer paid for the freight in 95
 
percent of Jojo's export transactions.
 

General Merchandise
 

There were two 
shippers of general merchandise interviewed,

namely, Prince Warehouse Club and Shemberg Marketing Corporation.

Interview results are summarized in 12 points below:
 

1. 	 Prince Warehouse Club (PWC) is a regular shipper of dry goods

and general merchandise. They were shipping from Cebu every

day to various ports of destination. They shipped 80-90
 
bundles per day (each bundle weighing 20 kilos).
 

2. 	 The company was experiencing shut-outs of cargo from Cebu to

Mindanao ports, with delays in shipment of 2-3 days,

particularly during peak season, such as 
school opening,

fiestas and the Christmas season. In the Cebu-Nasipit route,

Gothong Lines was leaving early, and 
PWC 	could not deliver
 
their cargoes in time to be shipped.
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3. 	 Pilferage was being experienced whenever they shipped

breakbulk cargo, and the losses were increasing from cargo

boxes, cartons, and bundles, but the company was able to
 
immediately claim the damages. One carton comprises 20 pieces

of houseware, such as plastics and glasses. Even at 
the port,

particularly Pier 6, there was evidence of looting whenever
 
they withdrew their cargo from the port.
 

4. 	 Shut-outs were being experienced in the following routes:
 
Cebu-Surigao, Cebu-Cagayan de Oro, Cebu-Ozamis and Cebu-Tubod.
 
PWC shipments were then loaded in the next vessel scheduled on
 
each of these routes.
 

5. 	 In the Cebu-Tacloban route, the vessel of K & T lines 
was
 
leaving early, and PWC was therefore experiencing shut-outs,

although they were generally able to ship in the next vessel
 
trip.
 

6. 	 The freight charge was uniform among the different shipping

lines. The company found the shipping rates and the arrastre
 
rates to be reasonable. Handling operations were deemed to be
 
efficient.
 

7. 	 In other ports than Cebu, containerized cargo was difficult to
 
withdraw because many shippers shared one container and it
 
required 
 3-4 	 days before cargo could be withdrawn,

particularly at Ozamis. The company preferred William Lines
 
over 	Gothong Lines, since they were able to place their cargo

in containers, and pilferage loss of breakbulk cargo was 
high

in the Gothong Lines vessel.
 

8. 	 Aboitiz Shipping Lines charged higter pier-to-pier rates.
 
Prince Warehouse Club's breakbulk cargoes to Mindanao were
 
being shipped by Cokaliong Shipping Lines, Sulpicio Lines and
 
Trans-Asia Shipping Lines.
 

9. 	 Shemberg Marketing Corporation (operating since 1964) was
 
shipping general merchandise from Cebu to Manila and to
 
Visayan and Mindanao ports. The company complained of
 
shipping lines not furnishing them with schedules of shipping
 
rates for domestic shipments.
 

10. 	 Shut-outs were not being experienced and containerization of
 
cargo was preferred, since the freight was cheaper compared

with shipping breakbulk cargo, and the cargo was better
 
secured. Processing of the company's claims for damages with
 
NENACO for shipments to Bacolod and Iloilo was always delayed.

The 10-ft. vans provided by NENACO were oftentimes defective.
 

11. 	 Shemberg was also importing machinery for their use, and
 
importing chemicals, such as caustic potash, potassium

chloride and fruit thickener. They had encountered no
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production constraints due to the needs fo importation. They

used 	direct calls via Don Tim.
 

12. 	 Cebu Port has limited berthing, crane and lifter facilities.

There was thought to be no problem with procedural processes.

Shemberg was being given free storage periods of 7-8 days and
they wanted this to be increased to 10 days. Penalty for
exceeding the prescribed storage period was $20/day demurrage.
 

Hardware and Industrial Products
 

There were 
four shippers of hardware and industrial products

interviewed and the results are summarized in 7 points below:
 
1. 	 Alpha Marketing was shipping 
out 	 cement and industrial


products, from January to July 1993, on their buyers' 
own
vessels. Commercial shipping was more expensive per bag and

there was limited time at the port, so 
Alpha preferred to
charter vessels. Shipments were destined to Butuan, Leyte and
 
Iloilo.
 

Benedicto 
and 	Sons Inc. were seldom shipping out hardware

products from Cebu, but 
shipped in hardware from Manila.
Shut-outs of their Manila shipments and pilferage were being

experienced. Shipping rates 
were considered by them to be
 
reasonable.
 

3. 	 Lincoln Trading was 
regularly shipping hardware materials to

Cagay:, ae Oro on vessels of Trans-Asia and Sulpicio Lines.

Construction materials also
were being shipped to Baybay,

Leyte once or twice a month, but these were not regular

shipments.
 

4. 	 Shut-outs were being experienced mainly due to delay 
in
delivery to the pier, which was the company's fault. Lincoln
 
found the shipping and arrastre rates to be reasonable. The
company had no problem with shipping lines, since the
 
management 
 had maintained good relationships with the
 
operators.
 

5. 	 Sugeco, in their shipment of industrial gases and cylinders

from Manila to Cebu, was experiencing 30 percent shut-outs.

From Manila to Cebu, they experienced one-week delays, since
the shipping lines prioritized perishable goods over
 
industrial gases.
 

6. 	 They shipped industrial gases to Leyte ports, but they had
stopped shipping to because their
Ormoc 	 shipments were
 
rejected by Aboitiz 
Shipping Lines, apparently because the

operator's sister company was also selling industrial gases to
 
Leyte (Southern Industrial Gases).
 

27
 



7. 	 Sugeco did not encounter problems with shipping to Bohol,

since shipping services and rates were alright in 
their
 
opinion.
 

Transport Equipment and Supplies
 

One shipper of transport supplies was interviewed; results of
 
this interview are summarized in 2 points below:
 

1. 
 Lito's Auto Supply was shipping engine and spare parts from
 
Cebu to Tagbilaran, Cagayan de Oro and Manila 
daily. The
 company shipped on Trans-Asia, Gothong and William

Lines/Aboitiz Shipping Lines, respectively.
 

2. 	 On NENACO vessels, pilferage was rampant from Cebu to Bacolod
 
and the cargo was charged class B rate. Sea freight was
P159.234/cu.m. Before, the 
freight was P73.35/Pl,000 value.
 
For Tagbilaran, the sea freight was P180/cu.m., or class A
rate. Sea freight from Cebu to Cagayan de Oro was
 
P143.30/cu.m., or class B rate.
 

Export Goods
 

There were 5 shippers/exporters interviewed. Information
 
gathered is summarized in 10 points below:
 

1. 	 Gainalio & Sons Trader 
is an exporter of buri furniture and
 
indicated that the company anticipated a 10 percent growth per

annum of the industry. They were using the following foreign

shipping lines: 
 NOL, 	Orient, Sealand, RCL, and Evergreen.
 

2. 	 Direct calls at Cebu by foreign vessels shorten the voyages as

well as 
the time in comparison to having cargoes transshipped

at Manila. 
They were having no problem with the processing of
 
papers (1 working day), which entailed getting L/Cs from the

bank, paying arrastre to PPA and checking 
with Customs

regarding bills of lading. 
 They favored the expansion of the
 
CIP.
 

3. 	 Accents International 
was 	 exporting fashion accessories,

transshipped via Manila by air. 
They 	did not utilize shipping

service because delays in shipment had to be avoided, since

their goods were highly fashionable and fashion trends only

last for a short time. Trends changed every 3 months,

particularly color trends.
 

They 	found that $2-3 
items were more saleable than $5 items.

Since the products were being made of light materials, they

were shipping by air to Hawaii (3-4 days), New York and

Florida (one week), 
through freight forwarders.
 

4. 	 The Association of Gifts, Toys and Housewares 
complained of
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paying a terminal handling fee of $75 per container plus $5
 
documentation fee for the past two years. These were being

passed on to them by the foreign shipping lines, mostly for
 
European destinations. Only Filsov Shipping Lines was not
 
imposing this terminal handling fee on the shippers it served.
 

5. 	 The sea freight direct from Cebu to Japan (Maersk Line)

registered a $50-100 saving in comparison to payment of the
 
arbitrary rate for Manila transshipment. Transit time was 8
 
days for the export shipment. The association members noted
 
that Iloilo-based exporters had more difficulty and cost in
 
exporting, than did the Cebu exporters, because of the
 
unavailability of foreign vessels at 
the port of Iloilo.
 

6. 	 The sea freight from Cebu to van was
Manila for a 40-ft. $800
 
and Manila-Tokyo, Japan was $1,200. The rates included empty

container repositioning. Cebu-Singapore direct service
 
freight rate was $500, which was 
cheaper than the Cebu-Manila
 
freight rate. The foreign vessel was calling at Cebu three
 
times a month only.
 

7. 	 Freight rate for Cebu-Manila-Long Beach was $3,400 for a 40
ft. van and the foreign buyer usually appointed a freight 
forwarder to facilitate shipment. 

8. 	 Loran Industries was exporting furniture to the USA. 
 The
 
company complained of the high sea freight find transshipment
 
cost of $850 per 40-ft. van to Manila. The company also was
 
paying the arrastre fee, although no services were being

rendered, for its incoming shipments of raw materials. The
 
representative of Loran also pointed out 
that the arrastre
 
rates charged by the arrastre contractor for foreign cargoes
 
at Cagayan de Oro Port were high.
 

All-in freight for Loran's iron furniture exports to North 
Carolina was $3,934.00 for a 40-ft. hih-cube van, when direct 
calls were made. Whenever transshipment was required, the 
freight charge rose to $4,104.00 for a 40-ft. van. Included 
in the all-in rate were: VAT - $11.25, freight $2,910.55, 
domestic freight-$1,090, broker's fee - $92.,75 and terminal 
handling fee & documentation fee $85. The company was
 
processing their own bills of lading. The foreign buyer

endorsed a freight forwarder, namely, Worldwide Freight
 
Forwarder.
 

9. 	 Amer Trading, which was exporting gifts, toys and housewares,
 
was being charged an arbitrary rate of $300 for a 40-ft. van
 
from Cebu to Manila, and this already included sea freight and
 
trucking charges. A foreign buyer from Australia opined that
 
the Cebu exporters were at a disadvantage compared with the
 
Manila-based exporters, since foreign buyers preferred to 
buy

from Manila to avoid the arbitrary charges, and noted that
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this preference was despite the higher Manila price of $3.25
 
per piece as compared with a Cebu price of $3.00 per piece for
 
one item.
 

10. 	 Edrian International Corporation is an exporter of stonecraft
 
furniture and pointed out that 23 exporters with cargoes bound
 
for the USA had been charged terminal handling fees during the
 
past two years (i.e., 1991-1993).
 

Freight Forwarder Interviews
 

There were 
nine freight forwarders interviewed and the
 
information provided is set forth in 12 points below:
 

1. 	 Fast Cargo Transport Corporation is a domestic freight
 
forwarder and was shipping cargoes from Cebu to Manila,
 
Bacolod, Iloilo, Iligan, Surigao, Butuan, Ozamis, Davao,
 
Tagbilaran and General Santos. Cargoes shipped from Cagayan

de Oro to Cebu were tires, personal effects and corn cobs.
 

The company noted that K & T Lines, serving Tacloban, was
 
charging higher than the CISO rates and pilferage was rampant
 
in the vessel. Fast Cargo had instituted a policy of
 
advancing the pilferage and damage claims to passengers, which
 
the company then collected reimbursement for from the shipping
 
lines.
 

.	 Shut-outs were being experienced in the Cebu-Dumaguete route
 
with G & P Lines and arrastre charges were high. In the Cebu-

Ormoc route, which was then monopolized by Aboitiz Shipping
 
Lines, the rates for both cargoes and passengers had
 
increased, but Fast Cargo considered that there had been no
 
corresponding improvement in services.
 

The RORO ferry service between Carmen, Cebu and Isabel, Leyte
 
was considered by Fast Cargo to be efficient, and passage rate
 
was P75 per person.
 

SGS was in charge of the measurement of domestic cargoes and
 
Fast Cargo Transport was giving bribe money of P10 to SGS
 
personnel.
 

The 	Cebu Port container yard for the domestic shipping lines
 
was 	in muddy condition and not well maintained.
 

3. 	 Aboitiz Transport is an international freight forwarder and
 
serves mostly exporters. The company processes the export and
 
import documents for their clients. Exporters who export to
 
Europe, Japan and the USA basically complained of the terminal
 
handling fee of $75 for a 40-ft. van or $45 for a 20-ft. van
 
and the $5 documentation fee charged to them by foreign
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shipping lines.
 

The member shipping lines of ANERA basically charged terminal
 
handling fees. Arerican President Lines imposed additional
 
charges, including fuel adjustment, as well as the terminal
 
handling fee.
 

According to Aboitiz Transport, levels of transshipment rates
 
were the same as the sea freight for direct service (Cebu-

Singapore, Cebu-Hong Kong and Cebu-Japan). The foreign

shipping lines paid the domestic vessel arbitrary rates, which
 
then became part of the total transport cost charged to
 
exporters. The company was shipping with its sister company,

Aboitiz Shipping Lines, and with William Lines, for export and
 
import transshipment via Manila.
 

4. 	 Exporters preferred direct calls over transshipment because of
 
prompt delivery to foreign buyers. K-Line was calling at Cebu
 
every Friday and leaving for Japan after loading. NYK Lines
 
left every Wednesday for Japan. In the case of transshipment,
 
the unavailability of local vessels was causing delay, and
 
resulted in an inability to make connections with the
 
scheduled foreign vessels at Manila.
 

5. 	 Aboitiz Transport was handling mostly EPZA raw materials, such
 
as imports of wires, plastic resins, automotive spare parts,

communication parts, paint thinner, materials for inductors,
 
steelplates, etc. and exports of handicrafts, furniture,
 
gifts, toys and housewares to the USA and Europe. There were
 
exports of marine products, which included frozen fish,
 
abalone, shrimp and fresh bangus, to Hong Kong and Japan,

amounting to about 10 tons daily.
 

Some foreign shipping lines were going directly to exporters
 
and offering lower freight rates, to the disadvantage of
 
international freight forwarders. There is an association of
 
Philippine International Sea Freight Forwarders.
 

Freight charges were as follows, in September 1993:
 

$700-800 for a 20-ft. van Cebu-Singapore
 
$450 for a 20-ft. van Cebu-Hong Kong
 
$900 for a 40-ft. van I
 
P12,000 for a 20-ft. van Cebu-Manila
 
P20-22,000 for a 40-ft.van "
 

40-ft. van 20-ft.van
 
All-in freight $ 4,764 	 $1, 970
 
Documen. fee 	 5 
 5
 
Terminal handling 80 	 55
 
Freight adjust, factor 	 62
 
Destination delivery charge 750 	 320
 
Arbitrary 	 985 520
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6. 	 Trans-Link Express was shipping furniture, baskets, seashells
 
and handicrafts to Europe via Singapore on either Mitsui or SK
 
Line. For USA destinations, transshipment was via Manila.
 
The arbitrary rate for transshipment was already included in
 
the all-in rate. Arbitrary rate to Manila was $900 for a 20
ft. van and more than $1,000 for a 40-ft. van.
 

Cebu-based exporters complained of the terminal handling fee
 
and the documentation fee of $55 for 20-ft.van and $80 
for 40
ft.van charged on exports destined for either the USA or
 
Europe. Trans-Link was encountering no problem with
 
connections to Manila, and there was no problem of cargo
 
damage. The foreign vessel was coming to Cebu every 10th of
 
the month and staying for 2-3 days in Cebu, before departing
 
for Singapore.
 

7. 	 U-Freight was shipping export cargoes (semi-conductors mostly)
 
requiring transshipment at Manila on vessels of Sulpicio,
 
Aboitiz and William Lines. The company experienced shut-outs
 
in the Cebu-Manila (3 times a month) and Cebu-Davao routes.
 
Cargoes shipped included personal effects, appliances, and
 
spare parts. Rates were as follows:
 

Cebu-Manila P650/cbm
 
Cebu-Cagayan 400/cbm
 
Cebu-Bacolod 400/cbm
 
Cebu-Iloilo 450/cbm
 
Cebu-Davao 600/cbm
 
Cebu-Dumaguete 350/cbm
 

8. 	 Eagle Express Lines, Inc. is a freight forwarder and was
 
shipping out furniture and handicrafts to USA/Europe/Asia at
 
a rate of 1-5 TEUs per shipment. Shut-outs were being
 
experienced in their foreign vessel connection at MICT due 
to
 
delay of the domestic liner vessel in transporting containers
 
from Cebu. The company felt that export processing

procedures, with the existing one-stop-shop, could be further
 
simplified.
 

9. 	 Pambato Cargo Forwarders was shipping mainly general cargoes
 
from Manila to Cebu at a rate of 20 TEUs per month and
 
utilized sea transport for 95 percent of their cargoes and air
 
for 5 percent. Shipping services on the Manila-Cebu route
 
were adequate and efficient in terms of shipping capacity and
 
service standards, largely due to the competition among
 
operators. Vessels had become larger and faster. 
 Shut-outs
 
were still being experienced during the peak season, due to
 
lack of vans. There was very little difficulty in the sending

and withdrawal of cargoes due to simplification of paying
 
fees, etc. Unauthorized persons or outsiders should not be
 
allowed inside Cebu Port, in order to lessen congestion in the
 
port.
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10. 	 Associated Freight Forwarder 
(AFF) was shipping garments,

machinery, personal 
effects, and handicrafts from Cebu to
 
Manila and Davao. There was a need to add shipping capacity

in the Cebu-Davao route, since shut-outs were being

experienced, particularly during peak season. The only

advantage of RORO vessels, the company felt, 
was their faster

transit time, but 
there was still red tape in processing the
 
documents. AFF claimed that the freight rates were mostly
 
near to 
the upper ends of MARINA's fork tariffs.
 

11. 	 Wards Express was shipping handicrafts from Cebu to Frankfurt,

Germany via Manila at 
a rate of 5 TEUs per month. The company

noted that the exporters of 
handicrafts were complaining of

the imposition of the terminai 
handling fee and documentation
 
fee. Transshipment rates were considered by the company to be
 
reasonable, but the company was encountering difficulty in
 
meeting the schedule of the foreign vessel 
at Manila due to

delays of unloading and loading of vans of domestic vessels at
 
the international container port of Cebu Port.
 

12. 	 International Freight was shipping various products for
 
export, including handicrafts to USA and European markets, and
 
found the shipping services to be adequate and generally

reliable. 
There were problems of insufficient availability of

chassis for trucking services of shipping lines. The company

preferred to deal with shipping operators, with no forwarding

services, since delays usually occurred with these operators

in the transferring of shipments to 
domestic carriers in the
 
case of transshipment. The company was experiencing red tape

in the processing of export documents 
with the Bureau of
 
Customs.
 

Agency Interviews
 

Agencies interviewed included MARINA-Cebu, the Department of
Trade and Industry, the Philippine Ports Authority, the Cebu
 
Chamber of Commerce, United South Dockhandlers, Inc. (USDI), Cebu
Integrated Arrastre, Inc. 
(CIA), Confederated Independent Arrestre
 
Operators of Cebu (CIAOCI); Cebu Arrastre Stevedoring Services Corp

(CASSCOR) and Central 
Visayas (CENVIS) Arrastre Services. Other
 
government agencies interviewed included the National 
Economic

Development Authority (Region VII), the Department of Agriculture,

the National 
Food 	Authority, the National Statistics Office, the

Office of the Mayor, and the Office of 
the Governor. Other nnn
governmental organizations were the PTOPI-Cebu, PHILEXPORT und
various export associations. 
 Results of the interviews are
 
summarized in 40 points, below:
 

1. 	 The Department of Trade and Industry provided the LSRS survey

team with the list of traders and manufacturers of Cebu and
 
referred the team to various representative offices of the
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different export-based associations.
 

2. 	 The Cebu Chamber of Commerce furnished the LSRS with a list of
 
members. Problems in shipping which were pointed out included
 
the "ridiculous" shipping rates for cargo and passenger
 
overloading. The Chamber was not particularly concerned with
 
shipping, but more with promoting business and exports.
 

3. 	 The Philippine Ports Authority General Manager at Cebu Port
 
said that the port of Cebu occupyied a total land area of 17.3
 
hectares, and was still being administered by the PPA, since
 
the legislatively created Cebu Ports Authority had yet to be
 
established. PPA was continuing to undertake all maintenance
 
of storage areas, infrastructure, etc. Cargo handling,
 
pilotage, tugs and other services were being provided by the
 
private sector.
 

4. 	 The port is sub-divided into five terminals and the
 
corresponding lengths of quay are: 21-A (816 m), 21-B (940.8
 
m), 21-c (1040.6 m), 21-D (1,266m) and 21-E (760.3 m).
 
Terminals 21-A to 21-D inclusive were being used exclusively
 
for domestic cargoes and terminal 21-E was handling both
 
domestic and foreign cargoes.
 

5. 	 PPA stressed the following problems:
 

o 	 The port was busy only on Mondays, Wednesdays, Fridays
 
and Saturdays. Peak period was only 8 hours.
 

o 	 The port was underutilized, not properly equipped, and
 
the facilities did not suit the vessels that called
 
there.
 

o 	 There were about 4 million passengers a year, but no
 
passenger terminal. The manager suggested that the
 
passenger terminal be constructed outside the port and
 
that the passengers be shuttled in and out to eliminate
 
vendors, make-shift booking offices, and send-off and
 
greeting parties.
 

o 	 Shoemart would be opened in November 1993, and a skyway
 
and other commercial establishments would soon rise in
 
the reclamation area, which would cause traffic jams
 
within the vicinity.
 

o 	 The reclamation berth should be widened.
 

o 	 PPA was experiencing overload, which was why they were
 
allowing domestic ships to berth at the international
 
container port. The Association of International
 
Shipping Lines had been complaining, but PPA had no
 
choice but to permit domestic passenger/cargo vessels to
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use the international port.
 

o 	 There were six 
legitimate arrastre operators, but there
 
were 	also almost 90 small 
units under the umbrellas of
 
these contractors.
 

o Within 1993, an additional four large ships 
were
 
scheduled to begin calling at 
the port of Cebu. Another
 
problem envisioned was vessel scheduling.
 

6. 	 The domestic cargo handling operators included: United South

Dockhandlers, 
Inc. (USDI), Cebu Integrated Arrastre, Inc.
 
(CIA), Confederated Independent 
Arrastre Operators of Cebu
 
(CIAOCI); Cebu Arrastre Stevedoring Services Corp (CASSCOR)

and CENVIS Arrastre Services.
 

7. 	 The foreign cargo-handling operator at the international port

was the Oriental Port and Allied 
Services Corporation. PPA

provided the following equipment: 1 level-luffing crane

(capacity 35 tons), 1 level-luffing crane (25 tons) and 3 top
lift (container-handling) trucks, capacity 25 
tons.
 

0. 	 The 
level-luffing cranes were underLtilized (approximately 30
 
percent utilization for the 35-ton crane). 
The PPA charge was
 
P177.00 for each lift.
 

9. 
 The cargo handling oeprators preferred to use ships' gear when
 
possible, since the performance compared favorably with 
the

shore cranes, and there was no need to 
pay for the use of the
 
shore cranes.
 

10. 	 Laborers were employed by the 
 domestic cargo-handling

operators on a "casual" basis and there was a union
strong

influence. Oriental and
Port Allied Services Corporation

employees were all shareholders in the company.
 

11. 	 The port working hours for domestic general cargo were as
 
follows:
 

0730-1700 (with a 1.5-hour break at 
midday)

1700-1900/2100 (whenever there was a need for overtime)
 

Work was available 7 days per week, 362 days per annum. 
For
 
container traffic, 24-hour 
service was available, but the

cargo-handling operators preferred 
not to work overtime, as

they were unable to recover the additional costs from the
 
shipping lines.
 

12. 	 Foreign cargoes, general and containers, were normally being

handled during the following periods:
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0800 	- 1800 (1-hour meal break)
 
1800 	- 0300 (2-hour meal break)
 

13. 	 Normally, the mealbreaks were staggered to avoid stopping work
 
altogether.
 

14. 	 There was very little covered storage area for domestic
 
cargoes, with the only shed space being 
located on: Pier 1
 
(2613.74 sq.m), Pier 2 (2,613.74 sq.m), and Pier 3 (1,381

sq.m). It was observed that very little use was made of these
 
sheds. 
Most cargo was either landed to quay or moved directly
 
to road vehicles. Around 20 percent of cargo was being moved
 
"direct"; the balance was being delivered within 1-2 days.
 

15. 	 Containers were being stacked on 
the various wharf aprons and
 
then moved to the shipping line container yards. A container
 
freight station (CFS) was provided at the international port

(berths 1-7), and was being utilized by one domestic cargo
handling operator and Oriental Port and 
Allied Services
 
Corporation (for export-import cargoes).
 

16. 	 The other facilities at the port included reefer plugs to
 
accommodate 49 refrigerated containers, a passenger shed of
 
720 sq.m., and truck and car parking areas.
 

17. 	 The port operations officer indicated the following problem
 
areas:
 

Lack 	of storage space at terminals 21-A to 21-D, and
 
congestion due to lack of back-up area behind the wharf
 
apron.
 

Use of terminal 21-E for passenger/cargo vessels.
 
Priority was given to these vessels, thus creating

waiting time for foreign general cargo and container
 
vessels.
 

The approach channel to Cebu International Port provides

only 7.5 m. water depth, whereas a depth of 9.5 m is
 
necessary for some foreign container vessels.
 

Congestion in CFS due to cargo confiscated by Customs 
both 	inside and outside the shed.
 

Productivity using level-luffing cranes at terminal 21-E
 
was at only 11 boxes per hour due to lack of coordination
 
between crane drivers (PPA employees) and the cargo
 
handling operators.
 

18. Suggestions given by the officer to relieve operational
 
problems:
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Little was possible to reduce congestion at terminals 21-
A to 21-D other than encouraging consignees to
immediately get 
their cargoes by direct delivery.
 

There was a need to rehabilitate the quays and resurface
 
the back-up areas to improve cargo-handling operations.
 

Vessels using the port might be surveyed to ascertain the

justification for increasing the depth of water 
in the
 
approach channel.
 

Productivity could be improved, using the 
level-luffing

cranes, by providing telescopic spreaders, and additional

top-lift trucks for transferring containers between
 
chassis and plumb of the quay crane.
 

Customs should 
 arrange for all "long-stay" cargo
congesting the CFS shed and apron 
to be auctioned, thus

providing additional storage space at 
the CFS.
 

19. 	 Most of the vessels at berth were staying in port 
even 	after
they had finished unloading since these vessels were still
waiting for cargoes to be loaded. Hence idle time was being
factored into the PPA port productivity statistics of about
 
10 tons per hour.
 

Shut-outs of cargo were 
complained of because vessels had to
follow the departure schedule. The Port'District Office port
operations officer noted there various
that were 	 cargohandlers per terminal in the 
port. of Cebu and, therefore,
cargo-handling productivity differed considerably among 
the
 
terminals.
 

20. 
 The Association of International Shipping Lines (AISL) in Cebu
 was just an extension office. AISL had 36 foreign shipping
lines as members. The foreign shipping lines were shipping
cargo to Europe, Japan and the USA with peak volumes occurring

during the months of May to September.
 

The import-export cargoes were being transhipped on 
domestic
vessels of Sulpicio Lines, William Lines and Aboltiz Shipping

Lines. American President 
 Lines. (APL) indicated their
intention to initiate direct calls to Cebu. 
 In 1993, direct
calls were being made by RCL, Don Tim, Vigour Pacific Lines,
Eastern Shipping and Maersk Line.
 

21. 	 The charge from Cebu-Manila was $800 for a 30-ft. van and from
Manila to Japan the charge was 
$1,200 per 40-ft.van, and
these rates included empty 
repositioning. Cebu-Singapore

freight was $500 per 40-ft. 
van. Terminal handling fee 
was

$75 and documentation fee was $5.
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22. 	 The National Food Authority in Cebu indicated that the 
sources
 
of rice were Manila, Iloilo and Iligan, because Regions 7 and
 
8 were rice deficit areas, Sometimes, Naga, Camarines Sur and
 
Region 4 areas had surpluses NFA could purchase and
 
distribute.
 

The National Food Authority-Cebu was shipping rice to Region

8, such as to Tacloban and Catbalogan, on chartered vessels.
 
They were utilizing a William Lines vessel for 
shipping rice
 
from Iligan to Cebu, with 2,000-4,000 sacks per shipment.

NFA used the MARINA-approved liner shipping cargo rates 
as

guides to appropriate rates, although MARINA's rates were 
not
 
intended to apply to chartered vessels.
 

From Iloilo, the incoming rice shipments were being

accommodated on chartered vessels, since Trans-Asia could only

accept limited cargo due to short loading times. From Iloilo,

NFA received 50,000 tons in 1992. NFA-Cebu was serving only

10 percent and the private traders were serving 90 percent of
 
the rice consumption in the deficit areas 
in the Visayas. In
 
their corn shipments, NFA was experiencing weight loss of 2-5
 
percent due to delays in shipment and pilferage. The selling

price of rice was P9.50/kilo to dealers and P10.25 per kilo to
 
consumers. Commercial retailers were selling rice 
at P12-13
 
per kilo in Cebu, depending on the quality. The price of corn
 
grits was P7-8 per kilo, which was a "super" variety, milled
 
in Cebu.
 

23. 	 Oftentimes, NFA was chartering vessels 
 for their rice
 
shipments because commercial shipping lines were willing to
 
accept only small volumes (200-1,000 sacks), and freight had
 
to be prepaid when chartering.
 

24. 	 In September 1993, NFA was not even serving 10 percent of

Cebu's rice consumption/demand. Losses and pilferage ranged

from 3 to 5 percent per shipment.
 

The LSRS was provided data on rice movements to and from Cebu
 
port.
 

25. 	 NFA indicated the sea freight they were paying for the
 
following destinations:
 

Cebu-Borongan 	 P18.00/sack 
 (of 50 kilos)

Cebu-Catbalogan 6.40/sack

Cebu-Guiuan 14.00/sack
 

26. 	 The Regional Director of the Department of Agriculture raised
 
the following issues:
 

o 	 commercial shipping liners had no livestock containers to
 
accommodate DA's shipments. William 
lines, Sulpicio
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Lines and Gothong Lines 
 accepted their livestock
 
shipments. However, the vans were open and the animals
 
were affected by the conditions under which they were

being transported. Weight 
loss of the animals resulted
 
in reduced profits.
 

0 Although the shipping lines allowed DA to use containers,
 
DA was generally given last priority because shipping

operators preferred the bigtime producers/shippers.
 

o It was more expensive to ship corn to Manila than 
to
 
import the commodity.
 

0 	 In September 1993, 
there was only one ship from Siquijor

to Cebu. It was necessary to add 1 or 
2 vessels because
 
Siquijor was earmarked for tourism development.
 

o 	 Sogod Bay Area should be provided with an additional
 
liner franchise to improve 
its economic condition.
 

o 	 The government should 
look into the possibility of
 
providing cooperatives and asociations 
with 	their own
 
vessels.
 

2, 	 The NEDA-Region VII's plans and programs were being

coordinated with 
those of the Regional Development Council,
the 	 policy-making body of the region. 
 There were four

committees under the 
RDC: Economic Service, Infrastructure
 
Service, 
Social Development and Development Administration.
 

28. 	 The RDC was consulting the private sector through the above
mentioned committees in policy-making decisions.
 

29. 	 NEDA was 
in the process of completing the Cebu Integrated Area
 
Development Master Plan by March 1994, 
a JICA grant study.
 

30. 	 The United South Dockhandlers Inc. (USDI) enumerated the

following problems at the port: lack of 
lighting facilities,

inadequate back-up area, interference of passenger traffic in
the cargo handling operation, and lack of storage facilities

due mainly to consignees not collecting their cargoes on time.
 

31. 	 USDI noted that the 
cargoes handled destined for Tagbilaran

included dry goods, vegetables and fruits, 
and from Nasipit

via 	Tagbilaran, mainly wood products. 
 Productivity was

hampered unavailability sufficient
by the 	 of numbers of
trailers (mostly owned leased
or by shipping lines). For

domestic cargoes there 
were five trailers available and for
 
foreign cargoes there was only one.
 

32. 	 USDI validated the PPA claim that 
there were illegal arrastre
 
contractors who provided services through subcontracting with
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legally-approved contractors of PPA, such as MCASSI, and that
 
there were, in fact, 90 arrrastre contractors providing cargo-
handling services at Cebu Port.
 

33. 	 The port was always heavily congested on Mondays, since vessel
 
crews preferred to avoid docking on Sundays (rest day), and
 
therefore arrivals tended to be "bunched" on Mondays.
 

Shippers also contributed to congestion at the port because
 
the shipping lines gave them storage privileges. Thus,
 
preferred customers might only withdraw their "stocks" from
 
the port on an as-required basis, essentially avoiding the
 
needs for warehousing outside of the port. Customers of
 
William Lines, however, were being charged fees for the use of
 
warehouses at the pier.
 

34. 	 Accidents did happen during cargo handling operation since the
 
ambulant vendors and some passengers and their well- wishers
 
always stayed 
at the foot of the ramp of the vessel and
 
interfered with the forklift's discharging of cargoes. The
 
area was not restricted to outsiders.
 

35. 	 USDI noted that Sulpicio Lines still had the largest volume of
 
cargo shipped in and out of Cebu, as well the largest volume
 
of passengers. Sulpicio's passenger/cargo vessels were
 
frequently encountering mechanical trouble. This was mainly

due to the company's marketing officers.
 

36. 	 RORO ramps at the port of Cebu, pier 3, were not being

utilized because of the shallow water depth, and the only

vessels able to dock were small pure cargo vessels.
 

37. 	 USDI also pointed out that the following routes required

additional shipping service: Cebu-Tacloban, Cebu-Tagbilaran

(because of the pull out of Sweet Lines in 1991), Cebu-Surigao

and Cebu-Masbate.
 

38. 	 Cebu Integrated Arrastre, Inc. was handling the cargoes of
 
vessels docking at terminal 21-A, particularly those in the
 
route Cebu-Iloilo/Bacolod. Incoming cargoes to Cebu were
 
rice, flour, and fruits, and outgoing cargoes to Iloilo were
 
edible oil, lumber, plywood, noodles, furniture, construction
 
materials and biscuits.
 

Their productivity rates for containerized cargo were 8.76
 
boxes per hour for lift-on lift-off (LOLO) vessels and 9.1'
 
boxes for RORO vessels. Breakbulk cargo was 19.02 metric tons
 
per hour for LOLO and 20.87 metric tons for RORO.
 

39. 	 Oriental Port Services, Inc. (OPSI) reported that imports

comprised 20 percent of foreign cargoes Cebu port and
at 

exports 80 percent. Of the total imports, 40 percent were
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being transshipped at Manila. Of 
total exports, 60 percent
 
was being transshipped at Manila. OPSI provided the LSRS with
 
the import and export cargo statistics handled in Cebu port

for the years 1991 and 1992.
 

At the international container port, only one crane was

functioning and the PPA charge 
was P177 per move. The back-up
 
space in the port was not adequate for both foreign and
 
domestic vessels, and the situation would likely worsen
 
because of the 
growth of cargo traffic. A lot of tramping

vessels were contributing to congestion because of their usual
 
1-3 day stay in port.
 

40. Philexport was 
in the process of forming another one-stop-shop

export processing office for exports. The 
existing one was
 
operated by the Customs. The members present 
at the meeting

with the LSRS indicated that the arbitrary rate charged for
 
exports transhipped at Manila was higher 
than the Cebu-

Singapore rate of $400 for a 20-ft. van and the local shipping

industry was therefore not helping the exporters at 
all.
 

Tagbilaran City
 

The cargo surveys undertaken in Tagbilaran, Bohol included
 
representatives of five shipping operators, thir-teen shippers, an
 
arrastre contractor, 
the port authority and three government
 
agencies.
 

Shipping Operator Interviews
 

Interviews were 
held in Tagbilaran with representatives of
 
Sulpicio Lines, Trans-Asia, William Lines, Palacio Shipping and
 
George and Peter Lines. Information provided by the operators 
to
 
the LSRS in these interviews is summarized in 10 points, below:
 

1. Sulpicio Lines has 
a booking office in Tagbilaran. They were
 
anticipating a newvessel that would ply the Tagbilaran-Manila
 
route very 
soon (but no such vessel had yet been deployed on
 
the route as of April 1994).
 

2. George and Peter Lines was serving the Tagbilaran-Dumaguete
 
route with either the Dumaguete Ferry or the Pulauan Ferry
 
once a week. The voyage required 3 hours steaming time, with
 
arrival at Tagbilaran at 0700 hours every Saturday 
and
 
departure at 1200 hours on the same day.
 

3. Trans Asia's vessels calling at 
the port of Tagbilaran were:
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a) Asia Taiwan 	 - Cebu-Tagbilaran (daily)
 

b) Asia Singapore 	 - Tagbilaran-Cagayan de Oro
 
-
 (Monday & Wednesday)
 

4. 	 William Lines vessel, the MV Cebu City, was plying the
 
Manila-Tagbilaran route, and called at the port of Tagbilaran
 
every Thursday. Two of the William Lines cargo vessels, the 
Wilcon S and Wilcon 1, were calling alternately every eleven
 
days at Tagbilaran. Pertinent information on these vessels is 
as follows: 

a) MV Cebu City 	 - Manila-Tagbilaran
 
- Passenger/Cargo vessel
 
- Every Thursday
 
- 33 TEU container capacity
 

Shipping Rates: 	 Class A - P 352.74/CBM
 
Class B - 381.30/CBM
 
Class C - 229.50/CBM
 
Minimum - 38.65
 

b) Wilcon 8 	 - Manila-Tagbilaran-Butuan-Manila
 
- RORO containership
 
- alternates with Wilcon I every 11 days
 
- 3638 Gross Registered Tons
 
- 2860 Net Registered Tons
 
- 152 TEU container capacity
 

c) Wilcon 1 	 - Manila-Cebu-Tagbilaran-Iligan-Manila
 
- RORO containership
 
- 4210 Gross Registered Tons
 
- 3172 Net Registered Tons
 
- 148 TEU container capacity
 

5. 	 Although Wilcon 8 and Wilcon 1 were RORO types, their RORO
 
capabilities were not being utilized because the vessels could
 
moor only Mediterranean style, and the ports they were serving
 
did not have appropriate RORO berths for stern-loading
 
operations.
 

6. 	 Regular incoming commodities were hardware materials and
 
grocery items, while outgoing commodities were comprised
 
largely of native products and cassava starch.
 

7. 	 William Lines had no problems with cargo-handling because
 
everything was containerized.
 

8. 	 The shipping lines had petitioned for another arrastre
 
operator because the only arrastre service at Tagbilaran was
 
lacking manpower. They had complained that during night
 
loading/unloading, no personnel were around to supervise the
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process. Often, only six persons were assigned to one vessel,
 
so that instead of working on 2 hatches, they were only able
 
to work one.
 

9. 	 Wharfage cost William Lines incurred was:
 

P2,658.30 - Cebu City
 
1,671.35 - Wilcon 8 and Wilcon 1
 

10. 	 The Palacio Shipping vessel, the Don Martin Sr., had the
 
following schedule:
 

Wed. & Fri. - Tagbilaran - Larena - Plaridel
 
Thurs. & Sun. - Tagbilaran - Cebu
 

Shipping Rates: (Pesos per CBM)
 

Class A Class B 
 Class C Basic Commodities
 

Cebu 133.00 106.00 86.00 77.27
 
Larena 126.04 100.86 81.97 72.86
 
Plaridel 
155.01 124.04 100.86 89.63
 

Shipper Interviews
 

There were 13 shippers interviewed in Tagbilaran, namely:

Tagbilaran 
Lumber Supply, Geesnell Lumber and Hardware, Chalim
 
Industries, Bohol 
Native Products, Quad Native Products, Tantrade
 
Corporation, B-Meg Corporation, 
 CE 	 Store, Bohol Quality

Corporation, Alturas Supermarket, Guani Marketing, Asia Brewery and
 
Granexport ikanufacturing Corporation. Results of 
the interviews
 
are summarized in 15 points below:
 

1. 	 Four shippers of lumber, hardware and construction supplies

(Tagbilaran Lumber, Geesnell, Chalim and Tantrade), got 
their
 
commodities either from Manila or Cebu. 
 Their Manila
 
shipments were obtained through vessels of William Lines,

while from Cebu, they availed of Trans-Asia services, The
 
frequency of their shipment was once a month, unless 
there
 
were immediate orders. 
 Their cargoes were generally

palletized or containerized. At the time of the LSRS
 
interview, these shippers had had minimal 
cargo losses from
 
shipping services, 
and both William Lines and Trans-Asia
 
settled right away. All the shippers said that there was
 
inadequate shipping service for cargoes.
 

2. 	 Although there were always trampers available, the shippers

said that this shipping option would come out to be 
more
 
expensive. They were hoping that Sweet Lines would 
operate
 
again, or that another shipping line would start an additional
 
service on the Manila-Tagbilaran and Manila-Cebu routes.
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3. 	 Native products such as baskets, decors, placemats, etc.
 
found markets in Cebu and Manila, with the latter being the
 
bigger market. However, there was only one vessel operating
 
once a week to Manila. Therefore, whenever they were unable
 
to meet the vessel's schedule, they had to ship their products

via Cebu. Their expenses in shipping through the port of Cebu
 
were:
 

From 	Tag. to Cebu - P110.00/bundle
 

-	 14 bundles/20-ft. van = P 1,540.00
 
From 	Cebu to Mla. - 20-ft. van 5:000.00
 
Arrastre per van  408.00
 
PPA charge per van- 52.64
 

Total 	 7,000.64
 

Direct shipment to Manila cost P10,000/20-ft. van, pier-to
pier arrangement, plus additional expense of P1,800 for
 
trucking service (if door-to-door arrangement).
 

4. 	 Although shipment via Cebu was cheaper, the shippers still
 
preferred to ship directly to Manila, because their cargoes

suffered losses and damage whenever they were being shipped

via Cebu. These problems occurred because cargo had to 
move
 
from Tagbilaran to Cebu Port as breakbulk cargo, to be
 
containerized only in Cebu. Also, the shippers were
 
experiencing shut-outs once or twice a year.
 

5. 	 Seventy percent of shipments from Manila every week was
 
comprised of grocery items for the three biggest department
 
stores in Tagbilaran, namely: Alturas Supermarket, Bohol
 
Quality Corporation and CE Store. Their combined inflow
 
shipments averaged 8-15 containers weekly. Freight cost
 
depended on classification and they were always charged class
 
A and B. These shippers were being charged P3,000/10-ft. van
 
or P6,000/20-ft. van.
 

6. 	 During peak season (November-December and May-June), the
 
shippers had difficulty in getting containers because vessel
 
space was being allocated to accommodate regular shippers.

There was an immediate need for other shipping lines to field
 
in additional vessels for the Manila-Tagbilaran route to bring
 
an end to William Lines' monopoly. Also, by doing this,

competition would make William Lines more service-oriented.
 

7. 	 Bohol Quality Corporation and Alturas Supermarket were also
 
shippers of rice. Their rice sources were Manila, Cebu, and
 
Iloilo. From Manila, they availed of the vessels of William
 
Lines, while from Cebu and Iloilo, they were chartering

vessels. For use of trampers, they were being charged P10-15
 
per sack.
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8. 	 B-Meg Corporation was getting 
their animal and shrimp feeds

from Cebu and Manila once a month. 
These feeds were placed in
10-ft. vans (150 bags equivalent) or 20-ft. 
vans (350 bags).

The number of bags per van increased if 25-kg bags, rather

than 	the 
more common 50-kg bags, were being shipped. B-Meg

frequently experienced weight 
losses due to improper cargo

handling. From 
Manila, the cargo was prepaid. The only

expense incurred by themselves, the consignee, 
was the
arrastre at Tagbilaran, which was 
charging P2.82/bag of 50
 
kilos and P1.41/bag of 25 kilos.
 

9. 	 PPA storage fte was P28.50/100 
bags (of 25 kilos each).

Whenever the 
feeds arrived on a Saturday, when PPA's office
 was closed, B-Meg was able to up the
pick cargoes only on
 
Monday.
 

10. 	 Guani Marketing was transshipping cassava chips from

Tagbilaran via Cagayan 
de Oro to Germany. These shipments

were 
being packed in 60-kg bags, and the freight cost was
P7.10/sack, arrastre P2.82/sack
was 
 and PPA wharfage was
 
P0.30/sack.
 

11. 	 Since demand for cassava chips was seasonal, Guani was

stocking 
the 	cargo from December to June. Shipment was
starting from July and continuing to November, at 
a rate of

3,500 sacks per week. The total shipment for the whole year
 
was 5,000 tons.
 

12. 	 From Cagayan de Oro, the cassava chips were being shipped

directly to Germany (the Cagayan de Oro office handled 
the
 
export shipment from there). The end-products of cassava
 
chips were 
"Glo" paste and animal feeds.
 

13. 	 Granexport Manufacturing Corporation was very seldom availing

of commercial shipping services. 
 They owned five vessels of
 
900-1,500 GRT.
 

14. 
 The bulk of Asia Brewery Corporation's shipments were coming

from the company's Cagayan de Oro plant. 
Asia 	Brewery availed

of Trans-Asia's tramper services. 
Every shipment, the company

experienced more of pilferage (up to 20 cases) than breakage.

The Tagbilaran Port arrastre operator was 
lacking in manpower

and equipment, which was the reason why loading and unloading
 
was often delayed.
 

15. 	 Trans-Asia freight charges were as 
shown below:
 

Full 	 Empty
 

Regular Size Bottles P3.46/case P3.07/case
 
Grande Bottles 2.42/case 2.15/case
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Asia Brewery's shipments from Manila were being handled by
 
their head office.
 

Agency Interviews
 

Agencies interviewed by the LSRS included the Philippine Ports
 
Authority, the Department of Trade and Industry, the National Food
 
Authority, the Provincial Planning and Development Office and
 
Tagbilaran Maritime Services, Inc, the Tagbilaran 
 arrastre
 
contractor. 
Results of the interviews conducted are summarized in
 
12 points below:
 

1. 	 There were six vessels regularly calling at the port of
 
Tagbilaran:
 

Vessel Name Operator 	 Route
 

MV Asia Singapore Trans Asia Cagayan-Cebu-Tagbilaran
 
MV Asia Taiwan Trans Asia Cebu-Tagbilaran
 
MV Don Martin Palacio Ship. Cebu-Tagbilaran-Larena-


Plaridel (Misamis Occ.)

Reyjumar Rolly Ship. Cebu-Tagbilaran
 
Cebu City William Lines Manila-Tagbilaran
 
Pulauan Ferry George & Peter Dumaguete-Tagbilaran
 

2. 	 Wharfage fee was P1.65/revenue ton.
 

3. 	 The port of Tagbilaran has a quay of 247 meters in length,

which can accommodate 5 interisland vessels. Whenever more
 
than 5 vessels called at the port at one time, in 1993, it was
 
PPA's policy to permit "double-banking".
 

4. 	 PPA provided the LSRS with the 1991 and 1992 Summary
 
Statistical Reports for the port.
 

5. 	 NFA indicated that Bohol was a deficit procurement area for
 
rice. The island's inflows of rice were coming from Cebu and
 
Iloilo.
 

6. 	 NFA was availing of chartered vessels for their shipments
 
because regular shipping lines had to be prepaid, and the fact
 
that NFA was a government agency meant that payment was
 
usually late.
 

7. They were incurring the following costs in tramping:
 

Tramping Cost - P 5.00/sack (from Cebu)
 
- 6.00/sack (from Iloilo)
 

Trucking Cost - 1.50/sack
 
Wharfage - 1.65/revenue ton
 
Handling (labor) - 0.50/move
 

46
 



S. NFA provided the LSRS with their 1991 
and 1992 Rice Inflow
Statistics and Monthly Sales Distribution Reports.
 

9. The Planning and Development Office of Bohol 
said that since
 
Sweet Lines had stopped its operations (in 1991) and tourism

started picking up, shipping services to Tagbilaran were
 
inadequate.
 

10. Because of the inadequacy of shipping service, there 
was an

initiative from the private 
sector to induce Trans-Asia to

field in another vessel to ply the Cebu-Tagbilaran route.
 

11. The main economic growth thrust of the 
province was eco
tourism.
 

12. DTI provided the LSRS with a list of top 
wholesalers,

manufacturers and entrepreneurs of Tagbilaran.
 

Iloilo City
 

The cargo surveys undertaken in Iloilo City were in
coordination with the MARINA-Iloilo, and included four 
shipping
operators, shippers rice,
of fruits and muscovado, handicrafts,

agricultural machinery and other goods. The 
LSRS survey team
likewise gathered information from the Philippine Ports Authority,
the Iloilo arrastre contractor, the National Economic Development
Authority, the Regional Development Council, the Department of
Trade and Industry, Philexport, National Food Authority and the
 
Iloilo Chamber of Commerce.
 

Shipping Operator Surveys
 

Interviews were 
held in Iloilo City with the managements of
four shipping lines that were providing services to Iloilo, viz.
Aboitiz Shipping Lines, Negros Navigation, Inc. (NENACO), Sulpicio

Lines and William Lines. Information provided by the operators to
the LSRS in their interviews is set forth, as 42 points, below:
 

1. 
 Aboitiz Shipping Lines has the Superferry II, a
passenger/cargo vessel, which was 
calling the port of Iloilo

twice a week, and an Aboitiz containership, the Supercon II,

was calling at the port once a week. 
There was only a minimal

volume of cargo that the company was carrying in 1993. There
 
had earlier been just a single reefer van 
which was being

shipped every voyage, but in September, Aboitiz was moving

three reefer vans per week.
 

2. There was a problem of 
port congestion at the international
 
port of Iloilo, since foreign vessels 
were being given
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priority. Effective berth length was only 340 m. and 
could
 
accommodate only two 
foreign vessels at a time. The foreign

vessels were usually staying 10-15 days at the port.
 

3. 	 The container vessel of Aboitiz Shipping Lines was docking at
 
the Manila International Container Terminal. Supercon 11 has
 
a 234-TEU container capacity. inbound containers at Iloilo
 
numbered 50-60 20-ft. FCL vans and 5 20-ft. LCLs each voyage.
 

4. 	 The usage fee was PO.18/GRT and they were paying P573 for a
 
2,997 GRT vessel.
 

5. 	 The shippers paid "arbitrary rates" to NYK. Some exporters
 
were getting their containers in advance.
 

6. 	 There was machinery being shipped from Iloilo to Tacloban and
 
Ormoc, Leyte via Manila.
 

'7	 
There were cases of rough handling of cargoes by arrastre 
workers, resulting in breakage and wettage and there were 
isolated cases of pilferage.
 

8. 	 Aboitiz noted that there were more 
inbound cargoes at Iloilo,
 
such as food and grocery items, than there were outbound
 
cargoes.
 

9. 	 Fort San Pedro is the old foreign pier and now serves as the
 
docking area for domestic passenger/cargo vessels of NENACO
 
(which are homeported at Iloilo), Aboitiz Shipping Lines,
 
William Lines and Sulpicio Lines. Port congestion was a
 
problem every Wednesday because the NENACO vessel was staying
 
at berth from 0900 hours on Wednesday to 1000 hours on every

Thursday. The vessel's maintenance was done at berth. The
 
Aboitiz vessel, accordingly, had to stay at anchorage for
 
twelve hours.
 

10. 	 Negros Navigation was making 20-22 voyages a month. The MV
 
Sta. Ana of NENACO was serving the route to Manila.
 

11. 	 NENACO charged P82 per passenger for the Iloilo-Bacolod ferry
 
route, first class accommodation. The company complained of
 
inadequate arrastre equipment, lack of berthing space, and
 
lack of any RORO facility at Fort San Pedro. There was a RORO
 
facility at the international container port, but it was not
 
being utilized.
 

12. 	 NENACO was coordinating with PPA authorities regarding the
 
acquisition of new vessels. PPA had plans for upgrading and
 
expanding the international container port but there was no
 
definite schedule for such improvement (as of November 1994,
 
there was still no schedule for this project).
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13. 	 The company indicated 
that there should be more efficient
 
arrastre services at the port. The cranes were not capable of

accommodating more than 14.5 metric tons per 
lift.
 

14. 	 There were 
two RORO vessels that were calling at the port of
Cagayan de Oro from Iloilo. 
 Regular shippers were shippizng

rice 	from September to December from Iloilo to Cagayan de Oro,

and some scrap metal was also being shipped; From Cagayan de

Oro, cargoes were tomatoes, corn, plywood, and cement 
(from

Iligan). In Cagayan de Oro port, 
the RORO vessels can dock,

but at high tide it was not 
possible to drive on and off the

vessel, 
so NENACO was using a crane instead.
 

15. 	 There were shut-outs of cargo being experienced during the

rainy season, because of limited port time, and cargoes were
also "shut-in", since cargoes had to go through another round
trip 	before they could be unloaded.
 

16. 	 NENACO 
was planning to deploy additional vessels in the

following routes: Manila-Iloilo-Zamboanga, Manila-Iloilo-

Surigao and Manila-Iloilo-General Santos. The company

considered these three routes as their priorities 
in 1993
1994.
 

17. 	 NENACO was not giving rebates or commissions, while Lorenzo
 
Shipping, which started operating two months earlier (in July
1993) was mentioned as having been offering shippers 
free

warehousing and trucking services. 
 According to a CISO
Memorandum of Agreement, once an operator was caught giving
discounts or rebates to shippers, the operator was charged

P25,000 for every bill of lading. NENACO noted that they

accounted for 80 percent of total cargo volume at 
Iloilo Port.
 

18. 	 NENACO had instituted a "globalization" program, which
centered on improvement of services to both and
shippers

passengers. The company had just 
refurbished the Sta.Maria

and the Don Vicente, both 
of which were plying the route

Iloilo-Bacolod, by providing 
airline seats, airconditioned

accommodation, carpeting on board, cellular phones (no service

charge) and rubberized flooring. 
The company also adhered to
 
a "no wastage" policy.
 

19. 	 NENACO was' conducting in-house passenger and shipper surveys
on board the vessels in order that 
the company could better

attend to complaints of passengers and shippers 
as regards

services. 
They had also increased the number of their booking

offices in key 
areas of Metro Manila and elsewhere.
 

NENACO had discontinued their Romblon service, since they had

been incurring "tremendous" losses in plying the said route.
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20. 	 Sulpicio Lines had three vessels serving Iloilo:
 

Phi!. Princess - Mla-Iloilo-Zambo-Dad. (C/P)

Cotabato Princess- Mla-Estancia-Ilo-Zambo-Cota(C/P)
 
Iloilo Princess - Mla-Est.-Ilo-Davao (C/P)
 

21. 	 Shut-outs were experienced by some shippers in their shipments

from Iloilo to Zamboanga, during peak season, and the shippers

had then to wait for the next vessel trip within a week.
 

22. 	 Small shippers were shipping less than container loads (LCLs)
 
and sharing the container with other shippers, while the
 
regular shippers were shipping FCLs. Sulpicio Lines seldom
 
shipped reefer containers to and from Iloilo.
 

23. 	 As regards 
their future plans, Sulpicio Lines indicated that
 
they intended to redeploy the Palawan Princess in the Manila-

Puerto Princesa-Iloilo 
route. There were more incoming
 
cargoes at Iloilo than outgoing. Outgoing cargoes were rice,
 
sugar, and corn to Zamboanga. From Zamboanga, cargoes were
 
fruits, lumber, and knocked-down wood products. They were
 
moving 30 20-ft. containers to Iloilo and Cotabato per voyage

from 	Manila.
 

24. 	 Sulpicio Lines noted that since they then had 
 two
 
passenger/cargo vessels serving the Iloilo-Zamboanga

connection, there was no longer any "excess" of passengers, as
 
had been the case when one Sulpicio vessel only was operating

the route. The company was improving its services, such 
as
 
training of its crew and stewards, as well as improving the
 
facilities, particularly sanitation and accommodation
 
standards.
 

25. 	 Sea freight was P16/bag for sugar from Iloilo to Manila. 
 It
 
was Sulpicio's view that the volume of cargoes to Iloilo was
 
increasing, and the number of vessels serving the port 
was
 
also increasing. However, the brown-outs in Manila, which
 
adversely affected production, in 1993, and the corresponding

decrease in output, had resulted in a decrease in volumes
 
shipped out from Manila to Iloilo. This, however, was only a
 
temporary situation.
 

26. 	 There were only minimal passenger volumes and few cargoes from
Iloilo to Davao, such as rice and sugar. From Davao, cargoes
 
were lumber, rice bran, etc.
 

27. 	 The company was using their own vessel equipment in handling

operations. They found the arrastre services in Iloilo to be
 
quite efficient. They had problems with berthing space in
 
Iloilo port since their container vessels were unable to dock
 
at the government pier whenever there were already three
 
vessels at berth. Accordingly they had to-berth at night.
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28. 	 In the international container port, whenevei there were two
 
foreign vessels docked, their container vessel could not be
 
accommodated. Hence, both the old foreign pier (Fort San
 
Pedro) and the international container port required expansion

.and RORO facilities. Every Wednesday, particularly, passenger
 
traffic was interfering with cargo handling at the old foreign
 
pier.
 

29. 	 William Lines had cargo vessels calling at the port of Iloilc
 
twice a month from Manila on the route: Manila-Iloilo
Zamboanga-Davao. The company was also serving Polloc Port
 
once 	a week, but there were few cargoes.
 

30. 	 Shippers were experiencing shut-outs of shipments from Manila
 
during the peak months of April-May. William Lines noted that
 
they were experiencing 80-90 percent utilization of capacity
 
on the average. They were shipping rice from Iloilo to
 
Zamboanga (20 20-ft. containers) and also sugar (10 20-ft.
 
containers), in about the same volumes for the past five
 
years. Small shippers were being given container allocations.
 
From Manila to Iloilo, the company was shipping out 50
 
containers, and from Iloilo to Zamboanga the company was
 
shipping out 30 FCLs and 20 empties, per voyage.
 

31. 	 William Lines was carrying 40-ft. reefer vans from Iloilo to
 
Manila for export transhipment. Four to five years ago, the
 
company had no problem with berthing space for their
 
passenger/cargo vessels, but only for their cargo vessels,
 
which had competed for space with foreign vessels at the
 
international container port. However, in 1993, the company
 
was encountering delay problems for all of its vessels,
 
whether passenger/cargo vessels or cargo vessels. The cargo
 
vessels were having to wait 24-26 hours at anchorage.
 

32. 	 The company was paying a pilotage fee of P600-700 per docking,

plus P1,000 for motor launch hire. Because of the congestion
 
at Iloilo Port, the cargo vessels of William lines were
 
running up high pilotage charges. These vessels required a
 
pilot as often as three times for docking and then undocking

(if another vessel comes in) and then docking again (when the
 
berth was free again).
 

33. 	 William Lines noted that PPA planned an extension of the old
 
foreign pier to 890 m. and provision of a RORO ramp, and an
 
800 m. extension of the international container port. The
 
company had no plans for acquiring new vessels, but the
 
management was planning to add a passenger/RORO vessel from
 
the existing fleet in the Manila-Iloilo route.
 

34. 	 The company had received no complaints from shippers in regard
 
to cargo loss or damage, although William Lines was
 
experiencing delays with prawn shippers, who had the habit of
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last minute delivery. William Lines was charging the exporter
 
P300/day for any delays in the use of the company's trailers.
 

35. 	 There used to be nine prawn exporters at Iloilo, but, in 1993,

there were only two regular prawn shippers: Azurre and
 
Josephine Marine.
 

36. 	 Milagrosa Shipping was operating one passenger ferry on the
 
route Iloilo-Cuyo-Puerto Princesa and 
two cargo vessels. The
 
operator complained that there were passenger/cargo vessels
 
from Zamboanga plying the same route but without franchises to
 
enable them to legally do so (i.e., they were colorum
 
operations). The fact that these vessels did not have special

permits to operate had been brought to the attention of the
 
authorities, but no action 
had yet been taken, allegedly

because the authorities were being threatened by the Moros who
 
operated the vessel.
 

37. 	 Problems encountered by the operator included:
 

O 	 At Cuyo Port, water depth is shallow and the operator's
 
vessel had to wait for high tide before entering the
 
port. This caused delays in the schedule. Also,
 
berthing space at the port was not sufficient, and
 
vessels had to fight over available space. The PPA was
 
giving priority to passenger vessels. Cargo vessels had
 
to wait and were usually on standby for 2-3 hours while
 
passenger vessels were being unloaded/loaded.
 

o 	 At Puerto Princesa port, congestion of cargo and
 
passenger traffic was occurring.
 

O 
 At Cuyo, labor was difficult to find, especially during
 
holidays and nighttime. A vessel that docked during

these times had to wait for available labor before cargo
 
could be unloaded or loaded. There was only one arrastre
 
contractor in Cuyo and labor was paid on a daily basis
 
(for 8 of hours work). To facilitate loading/unloading

of cargo, the shipping .companies had to negotiate with
 
the men first.
 

o 	 At Cuyo, there are no lighting facilities, so the port

depends on the ships at berth to provide light for
 
nighttime operations.
 

o The packaging of cargo loaded was sometimes of 
poor

quality. For example, sugar bags were easily torn.
 
Almost 10 percent of sugar bags got destroyed. The
 
personnel of the ship frequently did the rebagging for
 
the shipper.
 

o 	 Breakage of softdrink bottles was also rampant. On the
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average, 5-6 were
cases being damaged out of a total
 
shipment of 1000 cases.
 

o 	 Qualified vessel officers were difficult to recruit and
 
retain. The younger officers were being lured 
 to
 
overseas jobs.
 

o 	 There was 
a short supply of spare parts for vessel
 
repairs and maintenance.
 

38. 	 According to 
the Guimaras ferry operators, the oversupply of

bancas had compelled the cooperative to schedule the

operations of bancas. 
There were 48 bancas available. At any

one time, out of 
the 48, 8 bancas were on drydock. From the

remaining forty, only 20 bancas were 
allowed to operate each
day, 	so bancas were operating on alternate days. The ystem

provided each operator with a number. 
Each 	day, ten operators
were stationed in Iloilo while the other ten were stationed on
 
Guimaras.
 

39. 
 Guimaras island is a producer of mango, calamansi, copra and

cashew. These cargoes were being ferried to Iloilo by the
pumpboats that had been
not assigned a number for 
the day.

The usual charge was P50/trip.
 

40. 	 Usual operating hours were from 0600 hours to 1800 hours, but
the association maintained on-call 
crews for emergency trips.

Pumpboats had to acquire clearance from the Coastguard to
 
operate later than 1800 hours.
 

Shipper Surveys
 

There were ten shippers interviewed shipping out agricultural

machinery, rice, fruits, muscovado, prawns, poultry products,
general merchandise and other goods. 
 These shippers included SV
Market 
Ventures, Agri-Fresh Corporation, Panay Fruits and Trading
Corporation, the Panay Guimaras 
Producers Association, CONFED,
Josephine Marine Trading Corporation, Azurre Pacific Trading

Company, RFM Corporation, AFC Agribusiness, and Q Designs

Industries, Inc. The information gathered is discussed in 65
 
points, below:
 

1. 	 SV Market Ventures manufactures agricultural machinery for the

domestic market and for export to developing countries. Their

product lines include rice threshers, tillers, hand tractors
 
and corn shellers.
 

2. 	 The company had been shipping out agricultural machinery to
various domestic markets since 1977, and had 6 
branches
 
nationwide and 17 dealers. 
 From Iloilo, SV was shipping out
 
to Manila on a NENACO container vessel and to Tacloban via
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Cebu. SV also was shipping to Davao, Cotabato City, General
 
Santos and Bukidnon on a Sulpicio vessel, and was paying

P4,500/10-ft.van for shipment to Southern Mindanao ports.
 

3. 	 SV's shipments to Ormoc, Leyte and Palompon, Leyte were via
 
Roxas City, with an additional cost of P1,500 per item of
 
machinery. Shipment to Hinongdayan, Southern Leyte and to
 
Samar was via Cebu on a Trans-Asia vessel from Iloilo. The
 
consignees in these areas got their shipments in Cebu.
 
Shipment to Palawan was on the MV Mi lagrosa, with a charge of
 
P600 per piece of machinery (considered by SV to be
 
expensive).
 

4. 	 There was no direct shipping service to Mindoro from Iloilo
 
and shipments to Mindoro were being made via Manila. From
 
Manila, cargo was being trucked to Batangas and then
 
transported on a RORO vessel to San Jose, Mindoro.
 

The freight rate per item of machinery from Iloilo to Manila
 
was P530 and there was a P550 arrastre charge for a shipment
 
of 5 peieces of machinery. From Manila to Batangas, SV was
 
spending P500 for gasoline. The alternative route which they

took to reach Mindoro was a land trip from Iloilo to Kalibo
 
and a vessel trip from Kalibo's port of Buruanga to a Mindoro
 
port, usually Calapan or Roxas. The whole trip required three
 
days. SV was spending P500 for gasoline going to Kalibo and
 
P1,000 from Buruanga to Calapan on a batel.
 

5. 	 The company did not utilize the services of Pambato freight

forwarder or William Lines since they felt that the service
 
charges were very expensive.
 

6. 	 The machinery units shipped from Iloilo to Manila were not
 
well handled by NENACO and SV was incurring damages of about
 
5-10 percent of the value of the shipments. The costs of
 
these damages were not being repaid by the shipping line.
 
SV's shipments of threshers generally had "dents" due to
 
mishandling at the port and there were times when consignees

did not want to accept the consignments, even when SV offered
 
discounts on the affected units. SV shipped 50 units per
 
shipment, four times a month, and paid P13,000 per shipment.

Whenever some units were damaged, the damage added an
 
additional cost of P1,000-2,000 per unit.
 

7. 	 Shipments of SV Agricultural Machinery to Bukidnon were being
 
made via Cagayan de Oro and shipments were containerized,
 
thereby avoiding any damage to cargo. The consignee was then
 
paying for the transport cost.
 

8. 	 SV shipments to General Santos were being made on a Trans-Asia
 
vessel, although the operator had failed to pay an outstanding

damage claim of P6,000 to SV. Total transport cost included
 



freight of P4,537/10-ft. van and P718 
for cargo handling at
 
the two ports.
 

9. 	 The charges by the vessel operator (per cbm) were not 
on the
 
same basis as the arrastre charges (per 5 cbm), and 
the
 
company noted that the arrastre workers should not be charging

passengers for handcarried luggage. The shipment was being

charged double by the arrastre, both at the origin and

destination, and also a terminal handling 
fee was being
 
charged.
 

10. 	 Where SV's breakbulk cargoes were concerned, the company was
 
always losing spare parts or accessories, and they were not
 
being paid for their claims, since pilferage losses, in terms
 
of value, were very high.
 

11. 	 For the company's exports, the CISO operators were 
charging

higher dollar conversion rates than the prevailing exhange

rate. 
 From Iloilo, SV was loading their export cargoes on
 
CISO vessels to be transhipped at Manila for Brunei.
 

12. 	 SV noted that the freight for a 40-ft.container from Iloilo to
 
Manila was $1,200 (plus an additional export tax), while the

import freight of their spare parts, etc. was only $1,000 from
 
Southampton to Manila (Maersk Line) and then 
to Iloilo.
 

13. 	 SV was paying 10 percent advance tax to Customs which was

based on the total value of the export cargo and the freight.

For example, a shipment might be valued at 12,834 pounds

sterling and freight might 1,250 pounds for
be sterling a
 
total of 14,034 pounds sterling. In that case, the tax would
 
be the peso equivalent of 1,408.40 pounds sterling.
 

14. 	 According to SV, there was a deficiency in port management at

both the old foreign pier and the international container
 
port, which resulted in port congestion and delays 
 in
 
unloading and loading of cargoes.
 

15. 	 Agri-Fresh Corporation was a shipper of muscovado soy
and 

sauces to Manila, and, in October 
1993, the company was
 
awaiting a permit 
from the Food and Drug Administration to be
 
able to export. Raw materials came from Manila.
 

16. 	 The Agri-Fresh Corporation representative noted that small
 
shippers were being out, regular
often shut 
 since 	 shippers
 
were 	preferred by shipping lines. 
 The exporters were being

charged for 
the L/C banking charges, whenever there were
 
delays in delivery schedules.
 

17. 	 The exports of small exporters were being transshipped at
Manila and loaded in domestic vans and they paid the container
 
stripping and 
stuffing costs at Pier 2 (NENACO). Shippers
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paid P500/20-ft. van for stuffing since NENACO vessels were
 
able to carry only 5-ft. and 10-ft. vans. Only the vessels of
 
William Lines and Aboitiz Lines could accommodate the 20-ft.
 
and 40-ft. vans of exporters.
 

18. 	 For 
empty container repositioning, small shippers/exporters
 
were forced to have a broker (guarantor for the security of
 
the van), such as Aboitiz International.
 

Aboitiz Shipping and Sulpicio Lines were 
imposing penalty

charges on the van whenever there was delay in loading, plus
 
a charge of P350/day for the chassis of Sulpicio Lines 
and
 
Aboitiz Shipping.
 

19. 	 Whenever another broker than Aboitiz International was hired,

the exporters were not permitted 
to load their 20-ft. vans on
 
the Aboitiz vessel, being given last priority.
 

20. 	 Freight from Manila International Container Terminal to the
 
USA was P22,000 for the 20-ft. van. 
Freight and insurance was
 
$1,500 per van from Manila to Italy and the 
foreign shipping

line was charging also a supervision fee of $150 (above
 
shipping cost).
 

21. 	 Other costs were 
the trucking rate from warehouse to Iloilo
 
port of P1,455 and trucking from North Harbor to South Harbor
 
of P1,450 per van. Shippers were also forced to the
use 

trucking service of the shipping line even though it 
came out
 
to be more expensive, at P1,020/van, as compared with the
 
regular trucking service of only P800/van.
 

Likewise, "tips" 
 had 	 to be paid to several persons at
 
P20/person at the North Harbor before 
the shippers were able
 
to obtain release of their goods.
 

22. 	 Panay Fruits and Trading Corporation pointed out that Aboitiz
 
Shipping Lines was providing good services, although the empty

van repositioning was sometimes being delayed, since the
 
Aboitiz vessel called at Iloilo Port only twice a week, Friday
 
and Sunday.
 

Shut-outs were being experienced, with a one-week delay in
 
shipment. Aboitiz Shipping Lines did 
not immediately inform
 
the company about a delay in transporting an empty van from
 
Man'ila.
 

23. 	 There were no reefer containers available, so they were

shipping bananas (3 tons per shipment) via PAL. From Manila
 
domestic airport, Panay Fruits hired a truck to transport the
 
bananas to the MICT, where the 
shipment was loaded into a
 
reefer van.
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Hence, their total transport costs included the PAL rate

Iloilo to Manila, trucking from the 

from
 
domestic airport to the


MICT and arrastre and wharfage at the MICT. The all-in cost
 
of their banana shipment was P7-8/kilo. Once, they lost a
 
shipment of bananas, which was spoiled due an improper
to 

reefer van temperature setting, and the loss was assumed by

the foreign buyer. Panay 
 Fruits was also exporting
 
muscovadoes.
 

24. 	 NENACO vessels called at Iloilo port three times a week, in 
1993, but the vessels nevertheless were always overcrowded. 
Aboitiz Shipping Lines service, according to Panay Fruits, was 
more efficient and professional, and docked directly at the
 
Manila International Container Terminal. 
There was a bill of
 
lading for goods. The Aboitiz vessel was not able to
 
immediately dock everytime called at of
it 	 the port Iloilo,

because vessels at berth were not 
yet finished with their
 
unloading and loading activities.
 

NENACO men allegdly were asking for P50 bribe money in order
 
to lower the company's freight charges. When Panay Fruits had
 
breakbulk cargo they were forced to use containers anyway (LCL

loading) in order to avoid pilferage.
 

25. 	 Panay Fruits indicated that PAL was charging banana shipments

P12.50 per kilo while the shipping line charge was only P3-4
 
per kilo. When air cargo shipments exceed 1,000 kilos, PAL
 
charges only P6.80 per kilo. Bananas were priced at P7.50 per
 
kilo 	in Iloilo, in October 1993.
 

26. 	 Panay Fruits provided the following 1993 shipping rates for a
 
20-ft. reefer box of bananas:
 

THC 
 P 1,177
 
Docs Fee ($5 x 27.80) 139
 
Local freight Mla-Ilo (empty) 
 2,800
 
P-up emptry CY (850 x 10) 
 935
 
Arrastre (NH-Ilo) (163.10 x 2) 362.20
 
Local freight LD-Ilo/Mla 5,205.00
 
Arrastre I1o/NH (408.10 x 2) 816.20
 
Wharfage Ilo/NH (26.32 x 2) 
 52.64
 
Drayage P4 (1,250 x 10%) 
 1,375.00
 
Arrastre MIP/SH (882 x 10%) 
 970.20
 
Wharfage MIP/SH (199.75 x 10%) 
 219.73
 
Brokerage fee (1181.25 x 10%) 
 1,299.38
 
Processing & Labor 
(500 	xl0) 550.00
 
Handling (P550 x 20%) 
 550.00
 
Notarial fee, forms & stamps (220 x 
10%) 	220.00
 
Supervision fee ($150x27.80 x 10%) 4,587.00
 
Export Clearance Processing 300.00
 
Trucking Iloilo 
 1,455.00

TOTAL 
 23,197.35
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27. 	 The Panay and Guimaras Producers Association (PAGPA) was not
 
utilizing shipping services for their handicraft and
 
shellcraft shipments, but was instead utilizing PAL for their
 
shipments from Iloilo of breakbulk cargo of shellcrafts to
 
Manila, shipped at a rate of or twice a in
once 	 month 

consignments of 10 boxes. For furniture shipments to Manila,
 
the association members were utilizing the services of NENACO
 
and Aboitiz Shipping Lines.
 

28. 	 PAGPA noted that DTI should have more access to the
 
international market and Philexport should provide a regular
 
information bulletin. MARINA
The should coordinate with
 
shippers and not only with shipping lines. In Iloilo, most
 
exporters had no choice but to hire the services 
of Aboitiz
 
International as freight forwarder.
 

29. 	 The prawn exporters, such as Josephine Marine and Azurre
 
Pacific Trading, were exporting prawns to Japan. Problems
 
were being encountered as regards quarantine, since the
 
samples had to be sent to Manila for testing. The permits

granted once the samples had passed their tests had expiration
 
dates (Monday-Wednesday or Wednesday-Friday), which allowed
 
exporters only three days in which to export.
 

30. 	 Josephine Marine Trading Corporation started exporting prawns
 
in 1980. In 1993, the company had weekly export shipments of
 
2-3 20-ft.vans and 40-ft. vans, depending on the supply of
 
prawns. The empty reefer vans (of NYK, OOCL, APL) were being
 
shipped on vessels of Aboitiz Shipping or William Lines, each
 
with a regular weekly service. Their imports were sent via
 
Manila on domestic vessels and the freight was shouldered by
 
the foreign importers.
 

The ocean shipping freight from Manila to Japan was $2,000 for
 
a 20-ft. van and freight from Iloilo to Manila for a loaded
 
van was 
$1,200, which included empty container repositioning.
 

31. 	 Passenger/cargo vessels had priority for docking at both the
 
international port and at Fort San Pedro, and exporters

encountered delays in getting their empty vans when these were
 
incoming to the port aboard container vessels. The Aboitiz
 
vessel oftentimes had to wait at anchorage (every week it
 
arrives Tuesday and leaves on Thursday), because the NENACO
 
vessels were staying longer than necessary -t berth. The
 
longer duration of NENACO vessel docking was due to the fact
 
that NENACO is based at Iloilo, employs mostly citizens of
 
Panay and Guimaras, and instituted a policy of permitting the
 
vessel crews to visit their families in Iloilo.
 

32. 	 The William Lines vessel serving Iloilo could not 
accommodate
 
40-ft. containers, but only 20-ft. vans, and did not go

directly to Manila but had to pass through Cebu. There were
 

58
 



no regularly scheduled direct call foreign vessels at 
Iloilo,
since the exporters could not 
come up with the minimum volume
of 50 containers per week, needed 
to induce Asia regional
liner services to be provided to the port. 
 There were only
two 
regular prawn exporters, YK Marine and Josephine Marine,
in 1993, 
whereas there had been several 
a few years earlier.
 

33. 
 Josephine Marine expressed apprehension about having only one

medical technologist examining the 
samples of prawn exports.
This technologist was receiving the samples Monday
on and
Tuesday, and exporters were getting the 
results on Thursday
and Friday. An alternate technologist was necessary to 
avoid
any delay whenever the first medical technologist would not be
 
available.
 

34. 
 Prawn exporters paid P150 per specimen and a laboratory fee of
P100, as well 
as a P50 extra se.rvice fee (clearance). There
was no 
reported problem with Customs. 
 There were no 
direct
call foreign vessels sailing from Iloilo to Manila. 
The prawn
exporters 
saw a need for 
foreign shipping lines to establish
branches in Iloilo, 
such as OOCL, APL and 
NYK had done in
Cebu, for 
immediate availability of reefer 
vans.
 

35. Arbitrary charges 
were paid by the exporter to the foreign
shipping-line in Manila and this included the domestic freight
for empty repositioning, arrastre, wharfage and trucking.

Iloilo-Manila freight of $1,200 

The
 
was paid by the exporter and
the $2,000 freight from the MICT to Japan 
was paid by the
 

consignee.
 

36. Azurre Pacific TraJing Company, Inc. got their empty reefer
vans from Manila either 
on Aboitiz Shipping Lines or William

Lines. The same 
CISO companies were transporting their FCLs
from Iloilo to Manila and permitted only one day loading, and
whenever there were delays Azurre had to pay demurrage for the
trailer per day. 
 Lorenzo Shipping Lines was 
accepting only

empties.
 

37. In September 1993, Azurre a
had problem shipping out from
Iloilo because Superferry II was 
in drydock. The company was
paying freight of $2,005 for a 20-ft. to
van Japan of which
P20,115.90 was the arbitrary charge. 
 For a 40-ft. van, the
freight charge was $3,005 of which P40,043.90 constituted the
arbitrary charge. 
Freight to 
the USA was $4,419.50 for a 20
ft. van.
 

38. Pull-out of the 
van was 
always being delayed due to vessel
delay in unloading and loading of other cargoes because of the
congestion at 
the port of Iloilo. Hence, Azurre had to 
incur
additional cost 
of P960/day for electricity (P40/hour x
hours) plus demurrage charge for 
24
 

the trailer of P300 
(for 2
 
lays).
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Every week during peak season (September-January), Azurre was
 
shipping 2-3 vans. 
During lean season (March-May) shipment

size was only 1 van per week. Contents of containers when
 
shipping prawns were:
 

20-ft. van 7.5 MT 950 boxes 
40-ft. van = 12 MT 1,400 boxes 

39. 	 Azurre shipped out 23 MT in 1990, 24 MT in 1991 and 27 MT in
 
1992. The company was not getting paid until the foreign

buyer received the cargo. The foreign vessel sent the bill of
 
lading by 
fax to the buyer, and payment was then effected,

bank to bank. The company was paying P700 to Customs per
 
shipment.
 

40. 	 The Confederation of Rice and Corn 
Millers and Traders
 
(CONFED) had 70 members in 1993. Ilollo used to be the
 
largest rice producing province prior to 1989. Rice was being

shipped to Manila and to other provinces, such as Leyte,

Samar, Zamboanga, Negros Occidental (Bacolod), 
 Northern
 
Mindanao and Palawan.
 

41. 	 Some private traders were shipping rice through the port of
 
Estancia to Masbate and Bicol. Small shippers were 
shipping

around 100-300 sacks cn container vessels. A 20-ft. container
 
can be loaded with up to 200 bags. Whenever there were four
 
or five shippers with a combined shipment volume of 8,000
15,000 bags, the shippers were chartering a barge. such large

volumes of shipment were usually destined for Cagayan de Oro.
 

42. 	 Rice was being charged Class C Basic rates which was why

shipping 
lines were giving the cargo low priority. CONFED
 
hcld the view that it might be desirable to reclassify rice to
 
Class C cargo in order for the shippers to be given a higher

priority by shipping lines. Regular shippers who were
 
shipping weekly had no problem with 
container allocation.
 
(Less than two months after the LSRS interview, MARINA issued
 
MC 80, which abolished the Class C Basic commodity category,

and reclassified grains, fruits and vegetables as class C
 
cargo.)
 

43. 	 There were times when shippers found it difficult to ship to

the rice deficit areas, particularly when the cost of
 
transporting rice was high in the production 
area 	because
 
large numbers 
of rice shippers were creating an unusually
 
large demand for container vans.
 

44. 	 CONFED noted that NFA Iloilo was a regular shipper to rice
 
deficit areas. The NFA problem was the 
lack 	of bottoms, since
 
it was competing with private traders 
 for 	 capacity

requirements. The CONFED was milling NFA palay.
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45. 
 The Iloilo private traders were shipping rice to Zamboanga on
Sulpicio Shipping Lines 
 vessels and 
 the 	 consignees in
Zamboanga were 
then 	distributing rice to other islands. The
vessels were enough 
to accommodate
not all rice shipments
during the peak period; delays were encountered, a minimum of
 
one week.
 

The 	 shippers were instead 
 aggregating 
 their individual
shipments and chartering barges. 
The small shippers were
ones 
who were being hurt 	
the
 

by the shortage of available
capacity, 	 liner
since the consignees in 
 the 	rice deficic areas
thought that the 
small shippers were 
not reliable suppliers

whenever delays in 
delivery happened.
 

46. 	 Shipments of rice 
from Iloilo to 
Samar and Tacloban, Leyte
were 	being transported on chartered barge and not 
via Cebu to
avoid double handling. 
Rice 	was considered to be 
susceptible
to pilferage, and shippers were finding 
it it difficult 
to
claim the losses.
 

47. 	 Shipment of rice 
from Iloilo to Bacolod was being done by
using private wooden-hulled boats. 
 Shipments were also being
made 	to 
the ports of Ajuy and Anilao in Negros Occidental.
 
48. 	 Shipments to Palawan were 
 being shipped aboard the 
 MV
Milagrosa, at 
a rate of around 100 sacks or 
less 	per voyage.
San 	Jose, Mindoro was also 
supplying Palawan 
with rice.
Before, the shippers used to ship to Palawan via Antique


wooden-hulled vessels. 
on
 

49. 	 Shipments of rice from Iloilo to Cagayan de Oro were going by
NENACO vessels 
 and 	 there 
were shut-outs experienced by
shippers during the peak season. 
The shippers were absorbing
the freight costs. Arrastre 
rate 	per sack in Cagayan de Oro,
according 
to the CONFED representative, was 
costly.
 

50. 	 CONFED believed that 
there would be a shift in agricultural
production 
from 	palay to high-value 
crops such as fruits,
since rice trading was no 
longer profitable. The price of
rice 	had been 

inputs 

suppressed by the government, although the
to production, 
as well as transport cost, had been
going up "tremendously."
 

CONFED also shared the view of 1arm:,r, tha. it would be better
to shift to 
livestock production. Yhe demand for pork in
urban areas 
in Panay had being incr.asing.
 

51. 	 The door-to-door freight of rice from Tloilc to Manila was P17
per bag whenever containerized 
and 	 this charge already
included arrastre, insurance and wharfage.
 

52. 
 'ruits were being shipped aboard a passenger/cargo vessel that
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was calling at 
the port of Roxas City (i.e., Culasi Port) and
 
not at 
Iloilo since the production area was nearer Roxas City
and it would be costly to bring the fruit shipments to Iloilo
 
because of additional land transport cost.
 

53. 	 RFM Corporation (Agri-Business Division) receiving raw
was 

materials, such as packaging materials (1-2 tons/year), medvac

supplies (1-2 tons/year) and hatching eggs (65-70 tons/year),

from Manila.
 

54. 
 RFM produces feeds for local consumption and was also shipping

1,000 bags/week or 50 tons of animal 
feeds on regular ferries,

mainly to Bacolod. 
 These were being packaged in sacks and
 
loaded as breakbulk cargo on the vessels.
 

Occasionally (especially 
in December), RFM was importing

dressed chicken from Manila or 
other RFM branches at the rate

of approximately 20 tons/year, using 20-ft. 
container vans.
 

55. 	 The company usually encountered problems when 
the frozen
 
chicken had to be shipped from other RFM branches, such as

from Palawan, because transshipment was then necessary 
via

Manila and the quality of the chicken 
was diminished by the
time of arrival at its final destinations since the cargo 
was
 
already thawed out.
 

56. 	 RFM's complaints regarding shipping services were as 
follows:
 

o 
 Shipping companies were overbooking and were able then to
 
load only part of the cargo that had been booked. Shut
outs frequently occurred, especially during peak season,
which was October to December. On the average, 100 bags
 
per week were 
being shut out. Since shipment volumes
 
were being computed on the basis 
of forecasts of
 
available materials, 
shut-outs upset the manufacturing
 
schedule.
 

Especially when raw materials were delayed, 
losses were

high because raw materials had a 
life of only two weeks
 
before their use in processing.
 

When shut-outs occurred, the materials got aged and were
 
in deteriorated condition by the time they were received.
 
Moreover, when required of
the volumes feeds did not

arrive in, Bacolod on time, the company was forced to

purchase commercial 
 feeds which had different
 
compositions and which might therefore adversely affect
 
the weight gains of chickens.
 

o 	 There was a shortage of container vans even during the
 
lean season.
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o 
 Weight losses and pilferage often occurred when shipment
 
was made by vessels of Negros Navigation. To eliminate

these losses, the company was sending a convoy to watch

the cargo while in transit. This entailed additional
 
labor cost and expense to the company.
 

0 Another measure taken by the company was to add in 500
 
grams per bag, but even then, losses were still occurring
 
up to 2 kilos per sack.
 

o 
 Almost always, delays were being experienced, mainly due
 
to loading and unloading procedures. Nevertheless, the
shipper gave shipping services at Iloilo a "fair" rating.
 

o 	 In terms of service standards, the shipping operators
 
were providing almost the 
same service. The difference

lay in the quality of public relations offered by the

individual shipping companies. Aboitiz was 
 more

efficient in terms of informing their customers of delays

and showing courtesy to 
clients. Negros Navigation

personnel were generally dicourteous and unapproachable.
 

57. 	 RFM suggested that, if possible, more shipping services to
Cebu 	should be provided, since, in 1993, 
there was a monopoly

on the Iloilo-Cebu route (a Trans-Asia vessel). 
 When 	delays
were encountered in shipment, resultant delays in production

entailed additional 
manpower and, thus, additional costs to
 
the company.
 

58. 	 AFC Agribusiness was shipping general goods 
from 	Manila for
supermarkets 
based in Iloilo. Supermarkets did not have
direct contact with shipping services since the dry goods that
 came from Manila were prepared and prepaid by designated

agents, and shipped door-to-door. Receiving the 
container
 
vans had not yet been a problem.
 

59. 	 Q Designs Industries Incorporated is an exporter of furniture

and housewares 
to Europe and Japan. The annual volume the
 company was shipping, in 1993, averaged 20-30 TEUs bound for

Manila where the finishing touches to the products were being

made.
 

60. 	 Q Designs noted that transshipment at Manila was necessary
since it was too expensive to load on foreign vessels docking

at the Iloilo international port. The shipper ended up paying
for the empty container vans brought into Iloilo for that
 purpose. 
To avoid such costs, the products were first being
sent to Manila and consigned to brokers. However, 
brokers
 
charged 15-20 percent of gross value.
 

61. 
 Rates charged by shipping lines were too high according to the
 
shipper. A 20-ft. container cost P12,000 to ship from Iloilo
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to Manila.
 

62. 	 Q Designs also stated 
that 	shipping companies were giving
priority to perishable cargoes. Especially during watermelon
season, shut-outs were being experienced. To counter delays,
shipments were booked one week in advance of the target date
for delivery in Manila.
 
63. 	 On one occasion, William Lines made the company believe that
their cargo had already been sent 
to Manila, but they later
found out that the container was still 
in the warehouse at
Iloilo.
 

64. 	 The shipper also noted that 
cargo vessels tended to
unscheduled ports to pick up cargoes, to 	
stop at
 

fully utilize their
vessel capacity. This practice caused 
delays in arrivals.
There had been instances wherein the company had to shell out
a lot of grease money to facilitate the release
quickly, since 	 of cargo
it was already late in arrival 
at the Manila
port. This additional 
cost 	would be unnecessary if ever
shipping services were more 
reliable.
 
65. 	 Q Designs also noted that 
exporters were highly affected by
these delays, since 
their orders had expiration dates and
shipment deadlines.
 

Freight Forwarder Interviews
 

Two freight forwarders were interviewed at Iloilo, namely,
Pambato Cargo Forwarders, 
Inc. 	and Encarnacion Express Service.
The information gathered is presented in 17 points below:
 
1. 
Pambato freight-,forwarder generally was handling the following
commodities: hardware (40 percent), auto supply (10 percent),
consumer products (30 percent) and dry goods (20 percent).
 
2. 	 The origin/destination of 
cargoes accommodated 
was Manila-
Iloilo. 
The average volume per month arriving from Manila was
30 TEUs and 100 percent of this cargo was being shipped aboard
container vessels. 
On the average, the freight forwarder was
receiving around 10 
boxes (10 kilos) per day of perishable
cargoes which represented 5 percent of total cargo volume.
 
3. 	 Pambato complained that 
shipping companies sometimes gave
preferential treatment 
to other forwarders 
and 	cited
Negros Navigation allocated more 	

that
 
container vans 
to Jades and
Sea Line, whereas their company always 
had 	to wait for a
container van.
 

4. 
 Delays in shipments were usual when their cargoes were 
loaded
 
on cargo vessels. 
Sometimes two weeks delay was experienced,
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since the cargo vessel was stopping at Bacolod to pick up more
 
cargo before proceeding on 
to Iloilo. And in Bacolod, the

vessel was unable to dock during low tide, thus 
causing

further delay. The 	 to
stopover in Bacolod also contributed 

further delay in unloading of their cargo, since container
 
vans from Bacolod were stacked on 
top of the container vans
 
for Iloilo.
 

5. 	 The shipping companies used by their company were: 
 William
 
Lines (40 percent), Sulpicio Lines (40 percent) and Negros

Navigation (20 percent).
 

6. Theft of cargoes had been experienced on two occasions on

Negros Navigation vessels. One container van had had a hole
 
on the top which had only been covered over by plywood.

Pambato filed a complaint, but since the freight had been

prepaid, the complaint then had to be filed in Manila.
 

7. 	 As for William Lines, the vans provided by the shipping line
 
were not in good condition. There were holes and leaks which
 
allowed water to enter the containers, thus resulting in wet
 
and damaged cargo.
 

8. 	 Delays were also being caused by inadequate arrastre

facilities. When forklifts were under repair, loading of 
the
 
vans 	was usually delayed by several hours.
 

9. 	 Tt was suggested by the freight forwarder that more vessels be

provided, and that shipping companies should avoid delays, and
 
thereby help to improve shipping services 
tremendously.
 

10. 	 Encarnacion Express Service was handling general cargo, mostly

medicines and office supplies, and making use 
of all three

modes of transport: air (30 percent), 
sea (70 percent), and
land 	transport after arrival 
of the cargo at Iloilo, for
 
delivery to other branches.
 

11. 	 On the average, the company utilized 
 three 10-ft.
 
containers/week by sea transport, and one container by air.
 

12. 	 Cargoes destined for Roxas City, Kato and Antique were being

coursed through Iloilo, and forwarded by land transport.
 

13. 	 The company had experienced pilferage and theft and
enroute 

while in storage. Claims were filed, but it usually took time
 
to process them.
 

14. 	 Encarnacion Express Service maintained that sending by air
might be expensive, but was more reliable. When 
delays

occurred, inquiries were attended to 
immediately.
 

15. 	 During peak season, shut-outs occurred, but in the case of air
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cargo services, the waiting time was shorter.
 

16. 	 PPA charged a P5.00 entrance fee to port users with vehicles.
 
The company stated that such fee was unnecessary.
 

17. 	 Encarnacion Express Service suggested that the international
 
port in Iloilo should be opened for domestic cargo vessels
 
since the existing port did not have adequate RORO facilities.
 
The company also complained of the poor public relations
 
attitude of the staff of shipping companies.
 

Agency Interviews
 

The agencies interviewed as regards the shipping and support

services in Iloilo included the Regional Development Council, the
 
Iloilo Chamber of Commerce, the Department of Trade and Industry,
 
Philexport, the National Economic Development Authority, the
 
National Food Authority, the Planning Development Office of the
 
Office of the Governor, Philippine Air Lines, Iloilo Arrastre
 
Services, Inc. and the Philippine Ports Authority. The results of
 
the interviews conducted are set forth in 22 points, below:
 

.1. 	 The head of the Regional Development Council (RDC) was, at the
 
same 
time, the president of the Iloilo Chamber of Commerce.
 
The Chamber is one of the chapters of the Chamber in Region
 
VI, along with Metro Bacolod Chamber of Commerce, Negros
 
Oriental Chamber of Commerce, and chapters in the provinces of
 
Antique, Aklan and Capiz.
 

2. 	 The economy of Iloilo was dependent on marine and agricultural
 
products and molasses. Bacolod's main products were sugar and
 
prawns.
 

3. 	 The local government units were developing their own
 
investment programs and these were being passed through the
 
RDC, whenever the programs required foreign funding. The
 
Chamber and the C held discussions with both the public
 
sector and the rivate sector as regards policy and
 
development direction.
 

4. 	 A study had been conducted by Cowiconsult of Denmark, with ADB
 
funding support, the Western Visayas Development Masterplan
 
Study. This study investigated the potentials of 17 sectoral
 
products. The products studied included shrimp and prawn

processing, finfish (seabass, grouper, tilapia), marine fish,
 
poultry production and processing/marketing, animal husbandry,
 
roots/nuts/vegetables, seaweeds, tourism development,

ceramics, marble, granite, industrial tree plantation,

furniture, pina fiber, sericulture, cutf lowers and commodity
based metal working.
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RDC had a plan 
for establishing agro-industrial 
centers and
small processing plants. 
 These centers and plants were
anticipated to 
generate outgoing volumes of 
exports for the
Iloilo international container port, 
and perhaps also 
a new

commercial port.
 

6. In 1993, the Department of 
Trade and Industry was promoting
exports of non-traditional 
 products, aside 
 from the
traditional 
products of molasses and sugar. The LSRS was
provided with information 
on the volume of exports from
 
Iloilo.
 

The recently 
held public hearings on rates (August 1993),
sponsored by the MARINA, 
 identified the problem of
transshipment, 
 in particular 
 the cost of repositioning
containers, as well as the availability of containers for
exporters. The 
refrigerated 
van requirements were 
being

provided only by Sulpicio Lines.
 

8. There were 16 regular exporters, mainly prawn 
exporters and
exporters of furniture. 
 PTOPT 
was part of the Exponet (DTI)

activities.
 

9. 
 Philexport (Philippine Exporters Foundation) had been provided
by the Development Bank of the 
 Philippines (DBP) with
financing assistance for 
its 20-22 members per product line.
The organization indicated 
that there was 
no direct foreign
vessel calling in 
Iloilo on a regular basis, and it 
was only
the bulk-cargo-carrying foreign vessels which were docking at
the international port. 
 Most exporters were shipping their
 
products in containers, LCL.
 

10. The Philippine Ports Authority (PPA) indicated their 
plan of
upgrading 
both the international 
 container port and the
domestic port 
under the Fifth IBRD Ports Project. The river
wharf which was 
then being used by the Guimaras ferry vessels
had some controversy, 
as the local government wanted Lo
develop the said 
port for urban development and tourism
 purposes. However, income
the of the port, which was being
maintained by PPA, 
was not even sufficient to cover the 
costs
 
of maintenance work.
 

11. 
 The domestic cargo vessels were having problems docking at
international container port, 
the
 

as well as at 
the Fort San Pedro
port, whenever there already
were 
 other vessels docked at
these two Many
ports. domestic vessels had wait
to at
anchorage before they were able to 
dock at either of the two
 
ports.
 

12. 
 The Department of Agriculture (DA) noted that Panay Island was
self-sufficient 
in rice, vegetables, fruits, 
coconuts and
prawns. The 
Bureau of Agricultural Statistics provided 
the
 

67
 



LSRS with statistics on production, the Western Visayas

Agricultural Development 
Plan for year 2000, and 1992-1995
 
production targets for Region 6.
 

The National Economic Development Authority-Region 6 provided

the LSRS with a copy of the provincial development plan for
 
Tloilo. At present, they were coordinating the development

plan for other provinces of Panay, including Aklan, Capiz, and
 
Guimaras, with the respective local government units, and they
 
were 	in 
the process of finalizing the 15-year masterplan.
 

13. 	 The Agriculture and Fishery Council 
noted that freight rates
 
should not increase since traders would manipulate the
 
situation, and effect decreases of the farmgate prices of
 
agricultural commodities. Exporters would 
not complain, if
 
the 	increase 
in freight would bring about efficient and
 
reliable shipping services.
 

14. 	 The Philexport group included 20-30 
 exporters. These
 
exporters were 
concerned that if MARINA would deregulate the
 
routes and free competition, the policy would result in
 
monopoly. They did not think that deregulation would help

small shippers and exporters. They believed that the Cebu and
 
Iloilo exporters were at a disadvantage vis-a-vij Manila
 
exporters since most of their export 
cargoes had to be
 
transshipped via Manila. 
Davao City was more fortunate, since
 
shippers there were benefitted by direct calls by some foreign

vessels, making possible the direct shipment of exports.
 

15. 	 The Office of the Governor indicated that they had not
 
received any complaints 
 in regard to existing shipping

services. The eight NGOs operating on Panay Island 
were
 
coordinating with the provincial planning development office
 
on any development concerns.
 

The thrust at present was more on build-operate-transfer (BOT)

arrangements such as port development in Concepcion, Ajuy, and
 
other areas, as well as projects in irrigation and
 
hydroelectric power. 
There were proposals to rehabilitate the
 
Panay railway and diversify into high-value crop production.
 

There were about 60 hectares allocated for production of
 
passion fruit 
and guyabano for fruit processing. Tourism
 
development was also being pursued 
 by the provincial

government, 
although there was no capital available for
 
development of areas with tourism potential.
 

16. 	 The NFA Iloilo indicated that there was not enough cargo space

for rice shipment on liner vessels. They were paying 
sea
 
freight of P5.50 per sack from Iloilo Bacolod and
to P9.00
 
from Iloilo to Cebu on accredited shipping lines.
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Bacolod had no PPA port facilities and cargoes were being
loaded and unloaded at the port of Banago, which was developed
and maintained by NENACO. The CISO rate for rice, based on 
cargo classification, was P10.60 per sack to Bacolod. The 
reason given by shipping lines for shut-outs of rice shipment
was that the Class C (basic) rate for rice was too low to be 
attractive. 

17. The peak months for rice shipment were October-December, and
the lean season extended from July to September. About 67 
percent of Visayan requirements for rice were being supplied
by Panay island. CONFED was the largest private shipper, andthey were moving 20 percent of total rice movements. 

18. NFA was chartering self-propelled barges which 
10,000 bags, and rice was being handled manually. 
3 days to unload 10,000 bags. 

could carry 
It required 

19. NFA was paying a very high handling rate in Antique of P2.70 
per bag. There were no irrigation facilities in Antique and,
hence, farmlands were being converted from palay to high-value 
crop production. 

20. NFA was also shipping out feedgrains and wheatgrains which 
were being handled in bulk. NFA did not own any barges or
vessels. NFA felt that the freight rate that they paid the
vessel operators should net exceed MARINA's stipulated
shipping rates, which NFA was using as the basis for 
negotiating with tramper operators. 

21. The NFA-Iloilo provided the following information on 
and stevedoring charges for loading rice: 

arrastre 

Aklan 
Capiz 
Iloilo 

Antique 
Bacolod 

-
-
-
-
-
-

P 1.25/bag 
1.48/bag 

16.60/revenue ton (arrastre) 
9.85/revenue ton (stevedoring) 
2.70/bag (San Jose port) 
1.42/bag 

22. PAL was charging the following 
bananas and mangoes: 

1993 cargo freight rates for 

Size of Cargo Consignment 
(Kgs.)
1-5 
6-50 

51-250 
251-1,000 
over 1,000 

Rates 

P 48.05 (Flat rate) 
'9.61 (Per Kg.)
8.53 " " 
7.53 " i 
6.48 " " 
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Aklan Province
 

The cargo surveys undertaken in Aklan included shippers of
 
prawns, crabs, bangus, copra, lumber, rice and abaca fiber. The
 
LSRS 	survey team likewise gathered information from the provincial

government, the Department of Trade and Industry, the Department of
 
Agriculture, the National Food Authority, the Philippine Ports
 
Authority, arrastre contractors and three freight forwarders.
 

Shipper Interviews
 

There were six shippers of prawns, crabs and bangus

interviewed, namely DRS Buying Station, BTR Buying Station, Camaca
 
Buying Station, EDA Enterprises, JA Enterprises and Aqua Life.
 
Further, there was one shipper of copra, lumber and rice
 
interviewed, and one abaca fiber 
shipper (Heritage Arts and
 
Crafts). The results of the interviews are summarized in 22 points
 
below:
 

1. 	 The copra trader interviewed had stopped his operations for
 
1993. His constraint at the moment of the interview (October)
 

different shipping companies serving Dumaguit Port 


was the unavailability of cargo vessels to carry his 
shipments. 

2. In the previous years, there had been three vessels of three 
in Aklan.
 

In October, 1993, however, Gothong lines had stopped

operations for the past four months due to needs 
for vessel
 
repairs.
 

3. 	 The Aboitiz vessel which also served Dumaguit Port did not
 
accept cargo at the port, 
which left only the William Lines
 
vessel, MV Cebu City, to provide cargo services at Dumaguit.

This vessel however, was docking once a week for only four
 
hours, which did not permit sufficient loading/unloading time.
 
A fourth vessel, of Mcreta Shipping lines, was docking at New
 
Washington Port also once a week.
 

4. 	 The copra trader noted that these vessels had very small
 
capacity for cargo accommodation, partly because the port

itself was not satisfactory for the accommodation of large

vessels. Since he found it difficult to ship his copra, he
 
decided to put up an oil mill to utilize his own supply. He
 
also 	mentioned that another reason for his investment decision
 
was the imposition of penalties by his buyer, when his copra

shipments were late in delivery.
 

5. 	 Only Moreta and Gothong Lines had both container and IORO
 
vehicle capacity.
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6. 	 Two copra shippers. were shipping an average 
 of 1,500

tons/month to 
Manila and Cebu, packaged in plastic sacks.
 

7. 	 All the shippers. noted that Aklan had very poor port

facilities and inefficient arrastre from
services. Aside

infrastructure, there was also a 
dire need for additional
 
shipping services.
 

0. 	 One particular complaint of 
a shipper was in regard to the
irregular service of Gothong Lines. 
 During the time when the
vessel was still operating, he complained that, on several
occasions, the vessel did not 
arrive as scheduled.
 

9. 	 This shipper's main concern was that tne 
 shipping line
continued to 
accept cargo bookings and would not 
notify the
shipper that the vessel 
was not arriving at all. In such
 cases, the shippers were at 
a loss, since their cargoes wei-e
already delivered 
 to the pier ready for loading and,
considering the lack of storage facilities 
in the port, their
 cargoes were then exposed 
to heat or rain for several days

before they could finally be loaded.
 

10. 	 As per DTI monitoring reports for 1992, 
the export of prawns
and crabs totalled the highest of Aklan 
exports in terms of
value. However, out of 
the 38 listed exporters of prawns,

only eight were still 
active in October 1993.
 

11. 
 Most 	shippers also explained that the additional cost of road
transport to 
Tloilo was minimal compared to losses that they
would incur when 
they 	opted to rely on the shipping services
 
at Aklan ports. Especially for shippers of perishable goods,

delays were major 
concerns.
 

When supply was sufficient, they only 
had 	to inform the
traders in Tloilo and Roxas City who came 
to Aklan to pick up
the 	 cargo. This arrangement eliminated 
the 	problem of
transport for the buying stations. 
in some cases, they had to
deliver their cargoes to Iloilo 
or to Roxas City, but this
circumstance did not pose major problems, since some 
shippers
had their own vehicles (jeepneys were being used) for
delivery. Due to inadequate port facilities 
and 	limited

shipping services, they were convinced that risks were 
lower
by trading within Panay, as 
compared to shipping from Aklan.
 

12. 
 The shippers also complained of poor arrastre services. 
 The
arrastre contractors lacked equipment such forklifts and
as 

protective covers for exposed cargo. 
Shippers had to provide
their own cover 
in case of rain. Moreover, to ensure proper
handling, shippers had 
to post their own personnel to monitor
 
the loading of 
their cargo onto vessels.
 

13. 	 During the rainy season, trucking to Iloilo or 
Capiz became a
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problem because of the poor road conditions for a section of
 
the route (Banga to Altavas).
 

14. 	 The shipper of abaca fiber noted the reduction in volumes of 
his shipments because the industry did not offer protection on 
price levels. The buying price was P24/kilo in Aklan, but 
sold in Manila for only P27/kilo, thus offering a nieager 
margin of P 3/kg. Since losses in weight and shrinkage
occurred during shipment, the expected profits were further
 
diminished.
 

15. 	 Shippers noted that the main problems of shipping services at
 
Aklan were the irregularity of service schedules, and the
 
handling procedures and freight cost. Some shippers of marine
 
products sent their cargo by air, but then PAL also had
 
limited cargo space.
 

16. 	 A shipper of abaca cloth opted for air services since his
 
products were lightweight and of high value. He asserted that
 
the main difference between sea and air transport was that
 
there were no losses by air. He believed, however, that
 
should shipping services be improved, more people in Aklan
 
would be encouraged to go into business.
 

The present situation could not induce producers to produce
 
more since the bottleneck lay between production and the
 
market. He cited common problems such as the difficulty in
 
loading at Dumaguit port, the lack of port infrastructure and
 
support facilities, and the inadequate internal road network,
 
which could not accommodate heavy vehicles, thus making it
 
difficult to transport agricultural produce from farm to the
 
market.
 

17. 	 The shippers of marine products had limited their shipments by
 
sea to bangus only, while prawns and crabs were being shipped
 
either through Iloilo or Culasi to Manila for export to Japan

and Europe. One particular shipper (Aqua Life) even stopped
 
sending bangus to Manila. He had experienced losses in weight
 
of his shipments and frequent delays. In one incident, 100
 
kilos of a shipment of 1-1.5 tons was pilfered.
 

18. 	 On the average, a bangus trader/shipper was sending 1-2 tons
 
a week, equivalent to around three boxes. Bangus shippers
 
indicated that shipments were irregular. One bangus shipper
 
(DRS Buying Station) had at one time complained of pilferage
 
since only one-half of a shipment was left when his shipment
 
arrived at Manila. He filed a complaint with the shipping
 
company, but no action was ever taken.
 

19. 	 On another occasion, the same shipper experienced 100 percent

pilferage of a shipment by sea to Manila; contents of the
 
boxes were replaced with ice blocks. Since this incident, the
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shipper had ceased to ship bangus, and instead shifted to
 
prawns and crabs, but was shipping via 1loilo and Culasi.
 
Buying price was P400/kilo in Aklan and selling price was

P420-450/kilo in Manila. 
The shipper owned a vehicle which he
 
used to bring the prawns to Iloilo or Culasi where they were
 
sold to traders.
 

20. 
 Shipping rates were P1,000-1,200/crate which was considered by

the respective shippers as reasonable enough. The total
 
costs, including fees and charges for trucking (usually

P300/trip), loading, permits, etc. , approximated P2,000/crate.
 
Each crate weighed a ton.
 

21. 	 In Aklan, most of the "traders" of marine products were
actually buying s~ations. They had common views on the
 
profitability of prawn sales. 
 The traders all expressed the

view that it was safer and more profitable to sell their
 
supplies of prawns to traders in Iloilo and Roxas City, rather

than to ship them directly to 
Manila from Aklan ports. The

considerations they pointed out were:
 

0 	 They had to
limited access the market.
 

o 
 They 	shipped mostly bangus and fish products, and these
 
products offered only small margins of profit. 
The final
 
destinations of products Divisoria
their 	 were 
 and
 
Navotas. In some cases, 
they were buying bangus at P34
42/kilo but ending up selling at P28-29/kilo, upon

landing their cargo at Manila. They pointed out that for
 
the past months (.June to September, 1993), business had
 
been a losing proposition, as even local sales had been
 
low. Nevertheless, 
they 	still hoped to eventually
 
recover their 	 long as the fish
losses as harvest was
 
continuous.
 

0 	 Shrimps were being bought at P120-140/kilo, but sometimes
 
sold at only P80-90/kilo in Manila, due poor
to 

communication facilities, i.e., 
lack of up-to-the-moment

market information.
 

o 	 In addition to freight costs, the shippers were paying

for at least ten blocks of ice at P130/block, for every

ton 
of fish products shipped, which meant approximately

P1.30/kg.
 

o 	 Another cause of 
their losses was that bangus were
 
heavier when newly harvested. In transit the bangus were

pressed and became lighter. Since freight charges were
 
based on weight, delays in shipment or arrival already

established the certainty of financial losses. Upon

reaching Manila, 4 percent of the sales was going to 
the
 
receiving party at the port and 3 percent of sales wuent
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to the broker. Whatever was left of the sales was all
 
that was being received by the buying station.
 
Considering that the stock or supply was already paid for
 
by the buying station, the losses were purely shouldered
 
by the buying station. With respect to price levels,
 
they had no control over sales in Manila and thus could
 
not dictate an asking price.
 

o 	 However, during low supply seasons they profited on the
 
average around P20/kilo, after deduction of all
 
distribution costs.
 

O 	 A suggestion brought forth by one of the traders (Camaca)
 
was that a cooperative be formed to protect the interests
 
of the producers.
 

Agency Interviews
 

The agencies interviewed in the province of Aklan included the
 
provincial government, the Department of Trade and Industry, the
 
Department of Agriculture, the National Food Authority, the
 
Philippine Ports Authority and the arrastre 
 contractor.
 
Information gathered is summarized in 12 points below:
 

1. 	 The problem at New Washington Port was its shallow depth.

During low tide, vessels were constrained from entering, thus
 
causing delays in docking. The provincial government was
 
proposing the development of Batan Port to foster
 
international trade. They were also looking into the
 
possibility of docking passenger vessels at the Catiklan Port,

especially during peak season, such as during the months of
 
December and January and during semestral school breaks.
 

2. 	 Aklan was a net exporter of rice (to Iloilo and Roxas City by

land transport and to Cebu and Mani.la by sea transport),

marine products and abaca fibers. Vegetables and farm
 
products were being shipped to the province from Manila.
 
Construction supplies and dry goods were being transported in
 
from Iloilo.
 

3. 	 The Department of Trade and Industry had hosted a dialogue

with the shipping companies, freight forwarders, and
 
shippers/traders to thresh out individual concerns and problem
 
areas in cognizance of the relevance of shipping and transport

in the development of tourism, trade and commerce.
 

According to the Prov-ncial Director of the DTI, the major

issues that were identified during the dialogue were the
 
following:
 

o 	 The producers were clamoring for the improvement of
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shipping services, since inadequacies of these services
 
had discouraged them from shipping their produce from the
 
ports of Aklan.
 

O 
 The port of Dumaguit needed dredging, since its shallow
 
water depth prohibited large vessels from entering.
 

o 	 RORO facilities were not 
sufficient or satisfactory.
 

0 	 Shippers of hardware complained that the vessels did not
 
accept items such as cables, long tubing, steel bars, and
 
other construction materials, etc.
 

0 
 Prawn growers were sending 70 percent of their harvest to

Capiz or to Iloilo. About 10 percent was sent out by air
 
transport, while only 10-20 percent was being shipped

from 	Aklan ports or 
was left for local consumption.
 

0 	 The shippers/traders complained 
that they-did not have
 
up-to-the-moment market
access to information, or to


adequate transport facilities and a local distribution
 
network. 
 These conditions posed constraints on export.

According to traders, 
a tie-up with brokers was always
 
necessary to 
overcome difficulties of trade.
 

4. 
 Although the DTI was monitoring the monthly export performance

of individual traders, their statistics were highly dependent

on what was revealed 
to them by the traders. The local

Chamber of Commerce was not active, and 
did not provide the
 
needed link to industry.
 

5. 	 The provincial ar'culturist noted the tendency of farmers

sell their produ.:' outside of Aklan. 

to
 
Rice, for instance, was


being sent to C:.bu as a jumping-off point for export to
Borneo. However, 
the DA and BAS expressed difficulty in

monitoring production and volumes of trade since such produce

was mostly sent 
out of Aklan via Iloilo or Capiz.
 

Commodity flow by land transport could not yet be established,

i.e., statistics on 
such 	flows were limited.
 

6. 	 The NFA was purchasing only 10 percent of the total rice

production. Farmgate price of 
rice 	was P7.50/kilo which was
quite high for NFA. 
 Rice dealers were selling at P32/ganta

but when sold in Iloilo and Cebu, the retail price of the rice
was P36-38/ganta or P16-17.50/kilo or P620/sack. 
Because of

this, most farmers preferred to sell outside of Aklan where
 
they 	could get a better price for their produce.
 

7. 	 It was believed that 60 percent of income of
the 	 Aklan was
generated from tourist arrivals in Boracay, 20 
percent from

remittances of contract workers 
and only the remaining 20
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percent from local production.
 

8. 	 The lack of telecommunication infrastructure/facilities had
 
also helped to stunt the growth of potential trade.
 

9. 	 The PPA indicated that the berth occupancy rate of the port of
 
Dumaguit was very low, since vessels serving the port were
 
larger than could be accommodated at the pier. Thus, vessels
 
stayed briefly for loading/unloading passengers and limited
 
cargo at anchorage. Although New Washington Port was bigger
 
than Dumaguit Port, it could nevertheless accommodate only one
 
vessel at a time.
 

10. 	 Arrastre and Stevedoring Charges were as follows (in pesos):
 

Arrastre Stevedoring
 
Breakbulk Cargo
 

Non-prime commodities 37.55/R.T. 7.35/R.T.
 
Prime commodities
 

Rice 17.35 7.35
 
Sugar 21.25 7.35
 
Corn 17.35 7.35
 
Milk 32.80 7.35
 
Eggs 32.10 7.35
 
Canned Fish 32.80 7.35
 
Edible Coconut Oil 34.75 7.35
 
School Supplies 16.40 7.35
 

Live Animals (uncrated)
 
Hogs, Swine, Goat 5.80/head 1.35
 
Cattle, Carabao 35.00
 

Vehicles 	 26.55/R.T. 7.35
 

Palletized/Unitized 	 85% of applicable rate
 

Heavy-lift Cargo
 
5 to 15 tons 107.30 7.35
 

Dangerous Cargo 	 150% of applicable rate
 

Containerized Cargo (loaded/empty)
 
5-ft. & 10-ft. 168.65/50.65 67.45
 

20-ft. 337.26/134.75 112.45
 

11. 	 The specifications of the vessels calling at Dumaguit and New
 
Washington are as follows:
 

GRT DWT NRT PAX Cap.
 

MV Cebu City 2452.29 1165.00 1404.76 900
 
MS Melody 491.58 234.46 257.12 433
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MV Superferry 8603.25 9500.00 3484.61 2066
 

MV Fatima 	 2366.80 1846.30 1091.16 564
 

12. 	 Shipping 1993 freight rates were as follows:
 

Class A P275.38 per cbm
 
B 220.24 "
 
C 179.75 "
 

Basic 159.29 per cbm
 
Livestock 159.29 per cbm
 

Cattle 398.23
 
Hogs 79.65
 
Goat 31.86 "
 

Minimum 	 41.15
 

Freight Forwarder Interviews
 

The freight forwarders interviewed in Aklan Province included Crown
 
Freight Carrier Corporation, Sunrise Cargo Forwarders and Allied
 
Air Freight. Results of the interviews are summarized in 5 points

below:
 

1. 	 Commodities handled by freight forwarders 
 included the
 
following: 
rice, copra, abaca, personal effects and hardware.
 

2., 	 All freight forwarders interviewed were shipping all of their
 
cargoes by sea freight. Their comments and problems

concerning shipping services were that:
 

o 	 Their cargo was usually loaded on pallets (which however
 
were limited in supply). Damage was caused by improper

handling by forklift operators. The sacks sometimes got

punched with holes resulting in losses. As to pilferage,

it was surmised by the forwarders that pilferage was
 
occurring in transit 
 and 	 that there were really
 
passengers who boarded vessels just for such a purpose.
 

o 
 The arrastre operator was not providing tarpaulins during

rainy days, which resulted in wet cargo. The shippers

had to file claims for damages, and for minor claims
 
processing usually required 60 days.
 

" Delays in shipment were frequent since shipping companies

sometimes were accepting bookings, that they could
 
subsequently only partially accommodate. Shut-outs were
 
usually caused when 
 forklifts were not operating.

Moreover, when 	 occurred, proper
shut-outs 	 no 
 storage

facilities were available 
in the port for the cargoes

needing to await the next vessel.
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o 	 One freight forwarder expressed the view that the lack of
 
services was mainly attributable to the inadequate port

facilities. He commented that shipping lines were 
able
 
to provide the vessels, but the port could 
 not
 
satisfactorily accommodate larger vessels. The
 
containers in use were only 10-ft. containers, since the
 
port area was small, and the movement of 20-ft.
 
containers was deemed to be impossible.
 

o 	 Dumaguit port had a very narrow passageway for access by

vessels. Only one forklift could be operated along the
 
pier 	at a time. This made loading slow.
 

0 	 On the average, 100-150 sacks of 
rice were being shipped
 
per week by the forwarder. These were mostly consigned

to individuals for personal consumption or for minor
 
sales. At 
the maximum, a consignee was receiving 10-20
 
sacks. During harvest season, 
the peak volume of rice
 
forwarded was 400 sacks per week.
 

The freight charges were P100/bag (terminal to door).

Trucking to the port in New Washington from the bodega in

Kalibo cost P5-7/sack, with a minimum load of 50 sacks.
 
For other cargoes, freight charges were P50/carton.
 

3. 	 Allied Air Freight (official PAL agent) provided the LSRS.the
 

following 1993 rates:
 

A. Express Rate
 

Min (1-5 kgs) 41.90 (minimum rate)

6-50 kgs. 8.40 per kilo
 

51-250 kgs. 7.35 "
 
251-1000 kgs. 6.38 "
 
1000 up 5.30 "
 

Plus 	SHF P20.00 for perishable goods
 

AIF 	 P20.00 (regardless of the declared value)
 

B. 	 Specific Commodity Rates (handicrafts)
 

100 kgs. 3.42/kilo
 
1000 + kgs. 2.54/kilo
 
Plus AIF
 

4. 	 Crown Freight was shipping cargo via Gothong Lines. The LSRS
 
was provided data on,1993 rate charges:
 

A. 	Rice Cargo

P95-115/50-kg.bag door-to-door, depending upon the
 

frequency and volume
 
of cargo
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B. Cartons
 

Ad Valorem 
 P 81.40/P1,000

Measurement 
 786.00/cbm

Weight 
 4.10/kg.
 

There were 2 methods being used 
to compute for freight
charges, whichever was higher: (1) by volume in cbm: 
Volume
(cbm) x P786/cbm + P81.40/P1,000 of declared value; (2) by
weight in kg. 
: Weight (kg.) x P4.10/kg. + P81.40/PI,000 ofdeclared value.
 

5. The freight was based on 
volume/rate.
 

Valuation charge 
-
 value x .003 percent

Documentary Stamps 
- value x factor
 

wherein factor: P 
 .01 - 1,000 = P .05
 
1,001 - 5',000 = 1.00
 
5,000 - up 3.00
 

6. PPA wharfage was P1.00 for shipments of under one 
ton and was
 
1.65 for larger consignments.
 

Permits required on a case-to-case basis were as 
follows:
 

- FIDA 
- fiber
 
- Quarantine 
- plants and animals
 
- ANCAR - cars/vehicles
 
- NFA - grains
 
- DENR 
- lumber 

San Jose, Antique
 

The cargo surveys undertaken 
in San Jose, Antique included 5
government agencies and one 
freight forwarder.
 

Agency Interviews
 

Agencies interviewed 
included: the Provincial Planning and
Development Office, the National Statistics Office, the Department
of Trade and 
Industry, the Bureau of Agricultural Statistics and
the Philippine Ports Authority. Information gathered is summarized
in 28 points below:
 

1. At the time of the survey, regular vessels 
had ceased to
operate at 
San Jose Port. According to the terminal manager
of the Philippine Ports Authority, only private barges
tramper vessels were or

then docking at the port, but even these
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arrived very seldom, at the maximum twice a month. However,
 
full operations of the port were scheduled to resume on
 
October 7, 1993, following the completion of a project to
 
rehabilitate and upgrade the port.
 

2. 	 The MV Romblon Bay of MVRS Shipping Lines was scheduled to
 
start operations with the route Manila-Bayawan-Romblon-

Sibuyan. The MV Romblon had a GRT of 864 tons and an LOA of
 
74 meters. The estimated passenger capacity was 600-800
 
passengers.
 

3. 	 William Lines had also expressed its intent to start
 
operations sometime after the middle of October. The William
 
Lines vessel was expected to ply the route Manila-Culasi
Lipata-Culasi-San Jose-Puerto Princesa. William Lines was
 
anticipated to place the MV Tacloban in the route; the vessel
 
has an LOA of 104 meters.
 

4. 	 Another motor launch of 240 GRT, the MV Dingdong, was
 
scheduled also to operate in the first week of October. This
 
vessel was owned by Mr. Lim, the Mayor of Caluya. The route
 
was expected to be San Jose-Araceli-Puerto Princesa.
 

5. 	 The last liner vessel that had docked at San Jose was the
 
Princess of Antique, which sank in 1991 during a typhoon. The
 
problem was that the port was so exposed that the vessels did
 
not have sufficient protection during bad weather. The port
 
was also small, and even after the upgrading project, the port
 
cannot accommodate big vessels.
 

6. 	 The approach to the port was actually a narrow tunnel which
 
requires precise handling of vessels, if they are to avoid
 
scrapping the vessel's bottom against the underwater sides of
 
the 	tunnel. Dredging was necessary to improve the port's
 
entrance, but the government was being prodded by

environmentalists not to disturb the marine life, since
 
additional dredging could be destructive to such.
 

In the past, RORO vessels had had to wait for high tide before
 
port RORO facilities could be used.
 

7. 	 There had once been a proposal to move the port to San Pedro,
 
which was north of San Jose, since there is a river mouth near
 
that town.
 

8. 	 The airport was also not in operation in October 1993.
 

9. 	 Rehabilitation works at the port were nearing completion and
 
it was believed that, with upgrading of the port, economic
 
activity in the province would be expanded.
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10. 	 Traders/producers in Antique were 
going to Iloilo to riarket
 
their products.
 

11. 	 The products for export or interisland trade were rice,

seaweeds, sugar, and copra. All shipments were being sent via
 
Iloilo.
 

12. 	 Trucking services to Iloilo was costing around P1.50-2.00/sack
 
of rice.
 

13. 	 Livestock were being 
traded in San Joaquin. Traders from

Iloilo 
were coming to Antique to purchase livestock. The
 
owners did not have 
to worry about shipping out of Antique.
 

14. 	 With regard to fish products, fishing vessels went directly to
 
the fishing port at Iloilo to sell their catch.
 

15. 	 Tramping vessels were generally carrying the cement from

Iligan and Davao to be unloaded at San Jose. Average

consignment size was around 16,000 bags.
 

16. 	 During seasons of high passenger traffic, such as at the time

of school opening, Christmas holidays, and semestral breaks,
 
passenger vessels from/to nearby ports sometimes anchored 
a
significant distance from San Jose Port and passengers would
 
be ferried to/from the vessel by motor boats 
or "bancas".
 
This, however, was not regular, but only when the need arose
 
and clearance was obtained from the coastguard.
 

17. 	 The Cuyo Island Group was highly dependent on San Jose for

trade. Among the items carried by motorboats to Cuyo Island
 
were softdrinks and bottled products, cereals, rice and

construction materials. During calm seas, two motorized
 
bancas could each make one 
trip per week to Cuyo. When the

NFA (the NFA had its own barge) was unable to supply the rice

needs of Cuyo and Palawan, the supply was coming from Antique.
 

Steaming time to Cuyo from San Jose was eight hours and was 

hours from Roxas, Palawan.
 

18. 	 The ice plant in Cuyo was able to produce only 10 blocks per
day. Since the source of electricity was a diesel generator,

the ice plant was able to operate for only ten hours a day and

could not supply all 
the needs of the island, including the

needs of the fishing vessels. Thus ice blocks were 
being

brought in from San Jose, by the remaining ice plant in San
 
Jose, i.e., the Pifianco Ice Plant.
 

19. 	 The interview with the Pifianco 
Ice Plant revealed the
 

following:
 

The ice plant had just recently stopped supplying Cuyo with
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ice blocks (August 1993). Ice blocks in Antique cost
 
P140/block. The ice blocks had been brought in to Cuyo by

pumpboats, specially designed for ice storage. A pumpboat
 
accommodated 50-60 blocks/trip. Ice was then being sold by

the kilo in Cuyo at P2/kilo. During the regular season, ice
 
was being ferried three times a week, but during the summer,
 
trips were more frequent.
 

20. 	 According to the owner of the ice plant, they had decided to
 
stop supplying ice because of big losses due to meltage.
 
Although the vessels were designed to minimize melting, they

could only extend the solidity of the ice blocks for the
 
duration of the trip, which was at most 8 hours. Upon arrival
 
at Cuyo Island, the main problem was the lack of storage
 
facilities for the ice blocks.
 

The users of ice blocks were mostly operators of fishing

vessels who did not have regular schedules of trips for
 
fishing, nor definite requirements for ice, which meant that
 
the ice blocks were being kept for longer periods than they

could be preserved, resulting in meltage and wastage. Losses
 
were therefore high for the ice plant.
 

Since delivery of ice from San Jose had been cut, the fishing
 
vessels were coming instead to San Jose to purchase their ice
 
requirements.
 

21. 	 Culasi port, which is the municipal port of Roxas City had
 
already, in October 1993, undergone construction and
 
rehabilitation. It was able to accommodate passenger/cargo
 
vessels carrying as many ar 200 passengers per trip.
 

22. 	 San Jose Port had just undergone rehabilitation work which
 
included the construction of a new berthing structure. When
 
it would be opened for operation, it would be able to
 
accommodate three vessels at a time, with maximum draft of 5
 
meters. The length of the old pier was 94 meters, and the
 
pier extension was 45 meters, for a total quay length of 139
 
meters.
 

23. 	 A passenger shed was also constructed and was able to
 
accommodate a seated capacity of 600 people. The shed is
 
complete with toilet and washing facilities.
 

24. 	 However, in October 1993, loading and unloading had still to
 
rely on manual labor, since arrastre equipment was not yet

available.
 

25. 	 It was also expected that when operations resumed, PPA would
 
have completed repair of the breakwater, to help secure the
 
vessels at berth and anchored, and to protect port facilities
 
from high waves and strong currents. Moreover, timber
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clusters were built to protect both vessels and pcrt
 
structures.
 

26. 	 Based on port statistics, the following insights into
 
interisland trade were derived:
 

o 
 Cement bags were being shipped in from Davao and Iligan.
 

o 	 Bottled products were coming in from Cebu to supply both
 
San Jose and Cuyo, and perhaps even Palawan.
 

o 
 Rice 	was being shipped out to Bacolod, Cuyo, and Negros

Oriental.
 

o 	 Petroleum products and 
general products were being
 
supplied by San Jose to Cuyo.
 

o 	 Fertilizer was being shipped out to Roxas, Palawan.
 

o 	 Passenger traffic was in the 
range of 1,100 to 1,500
 
passengers per month from/to Manila.
 

27. 	 A tramping vessel, the ML Rosita, usually was 
carrying empty

bottles of softdrinks 
from 	Cuyo to San Jose. During peak
season, students 
from Cuyo had to arrange with tramping

vessels to be allowed to board because tramping vessels by law
 
were not allowed to ferry passengers. Because of the lack of

service, tramping vessels were, in 1993, temporarily being

allowed to carry 10-15 passengers a voyage to and from Cuyo.
 

28. 	 PPA Plans and Programs in regard to San Jose Port 
included:
 

o 	 To complete repair of the old port structure. This was
 
a fast-track project and 
funding was already available.
 

o 	 To install marking buoys.
 

0 	 To complete dredging of 
the port (which, however, would
 
entail the destruction of coral reefs).
 

0 	 To construct an adjustable RORO berth, which would permit

accommodation of RORO vessels regardless of 
the tides.

The existing facility required vessels to wait for the

high 	tide before the RORO facility could be used.
 

Freight Forwarder Interviews
 

One freight forwarder was interviewed by the LSRS in Antique,
and the information provided is summarized in 4 points below:
 

1. 	 Rice cargo was averaging 50 sacks a week. During harvest
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months, peak volume was 300 sacks/week. These cargoes were
 
being forwarded to traders based in Iloilo, and some were
 
consigned to individuals. For shipments beyond Iloilo, their
 
office in Iloilo took over. The freight charge per sack of
 
rice was P155 to Manila. Other commercial cargo cost
 
P105/piece to ship to Manila. A minimum of P50 was being
 
charged for delivery.
 

Costs to the forwarder (for rice) were as follows:
 

For trucking, P8/sack.
 
Shipping charges, P12.06/sack
 
Arrastre/stevedoring, P24/R.T. (minimum of 176)
 

2. 	 Since cargo forwarders did not accept perishable goods,

traders were themselves bringing their goods by truck or
 
personal/rented vehicles to Iloilo.
 

3. 	 Cargo forwarders were mostly handling personal cargo. For
 
traders of large volumes of goods, they hired trucks for
 
delivery to Iloilo.
 

4. 	 Cargo losses recorded to pilferage and mishandling were, on
 
the average, around 10 percent of total shipments. Losses and
 
damage usually occurred at the pier in Manila. Claims were
 
usually processed by the consignee in Manila.
 

Roxas City
 

The cargo surveys conducted in Roxas City included 5
 
government agencies and shippers of rice and marine products.
 

Agency Interviews
 

Interviews with the following government agencies were
 
conducted: the Provincial Administrator, the Prcvincial Planning

and Development Office, the Department of Trade and Industry, the
 
National Statistics Office and the Philippine Ports Authority. The
 
results are summarized in 18 points below:
 

1. 	 Roxas City was a net exporter of rice, corn, copra, sugar and
 
marine life. However, the Department of Trade and Industry
 
was unable to monitor actual trade volumes, since most of the
 
products were leaving Capiz by land.
 

2. 	 In a paper presented by Congressman Manuel A. Roxas to the
 
President, it was stated that "the retarded conditions of port

facilities is the single biggest impediment preventing Capiz
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from contributing 
a much larger share to the national

development". The province was, in 1993, 
at an economic

disadvantage, according to the provincial government.
 

3. 	 The officials further that
stated Culasi Port required

rehabilitation and expansion to attract 
local producers to
 
avail of shipping services.
 

4. 	 There was also a monopoly of arrastre service. The arrastre
 
company operating at 
Culasi, in 1993, had two forklifts only,

and no crane.
 

5. 	 Fishing vessels also were making use of the port, usually once
 
a week.
 

6. 	 The port had no storage facilities for cargo prior to loading
 
on vessels or for holding for consignees.
 

. According to PPA personnel, 
 the PPA office had received

complaints about the discourtesy of personnel of Gothong

Lines.
 

9. 	 The arrastre operator noted that 
the 	port area was very

congested and operational maneuvering was difficult.
 

10. 	 The PPA noted that Basiao (upstream of Culasi) could be

developed as a secondary port 
to protect vessels, especially

during typhoon season.
 

11. 	 Based on port statistics, ship calls had increased 
by 8
percent and passenger traffic had increased by 10 percent.

According to the provincial administrator, the slight

improvement of shipping frequency had 
"tremendously" boosted

the fishing industry, since quite a number of fishery product

shippers who shipped via Iloilo were 
now utilizing shipping

services at Culasi 
 port. However, based on the LSRS

interviews of shippers, such a shift was 
still minimal.
 

12. 	 The vessels that were 
calling at Roxas are indicated below,

with corresponding vessel specifications:
 

GRT DWT 
 NRT LOA
 

MV Super Ferry P/RR 8603.25 9520 3484.61 118.00
 
Sacred Heart P/RR 4388.7 4120.04 2237.69 123.00

Don Claudio 	 238.25 
 1111.2 88.17
 

13. 	 Passenger traffic at Culasi for the years 1991 and 1992 was:
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1991 1992
 

Embarking 79,008 109,802
 
Disembarking 88,107 105,544
 

Cargo throughput was:
 
Inbound 96,338 breakbulk 51,896
 

containerized 27,065
 
Outbound 53,397 breakbulk 35,100
 

containerized 17,404
 

14. 	 Port Investment requirements for the next 3-5 years (1994
1998) totalled P21 million and the program of works would
 
include:
 

dredging of the harbor area
 
reconstruction of the breakwater, to enlarge the mouth of
 
the harbor
 
reclamation of one hectare to permit development of a
 
container yard and several warehouses
 
lengthening of the wharf
 
further studies for the improvement of port facilities
 

15. 	 One year earlier (i.e., 1992), Negros Navigation had operated

the Roxas-Bacolod route. Due to low passenger and cargo
 
patronage, operations had been terminated.
 

16. 	 Wharfage fee was P1.65/cu.m. A minimum of P3.00 was charged
 
when volume was lower than 1 cu.m.
 

17. 	 A chartered Aboitiz plane had a cargo capacity of 7 tons.
 
During lean season, it was carrying 4 1/2 tons/day. During

peak season, it made 2 trips/day.
 

18. 	 The 1993 arrastre and stevedoring rates were as indicated in
 
Table A.1.
 

Shipper Interviews
 

Shippers of rice and marine products were interviewed at Roxas
 
City and the results are summarized in 21 points below:
 

1. 	 Rice shippers who were sending their produce to Iloilo Port
 
for outward shipment from Panay had to add P 31.00 per ton of
 
rice for trucking.
 

2. 	 Shippers commented that deficient port conditions had forced
 
them to transport the major portion of their products to
 
Iloilo for shipping to Manila.
 

3. 	 Shippers of marine products, such as prawns and crabs,
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Table A.1
 

Culasi Port 1993 Arrastre & Stevedoring Tariffs
 

I. 	 Breakbulk 
 Basis 	 Non-Palletized Palletized
 
Arrastre Stev. Arras. Stev.
A. 	 Non-prime Rev.Ton 45.05 8.80 35.10 
 6.25
 

Commodities
 

B. 	 Prime Commodities
 
1) Rice Rev.Ton 20.80 8.80 16.20 6.25
2) Sugar Rev.Ton 25.50 8.80 19.85 6.25
3) Corn Rev.Ton 20.80 8.80 16.20 6.25
4) Milk Rev.Ton 
 39.35 8.80 30.65 6.25

5) Eggs Rev.Ton 38.50 
 8.80 30.00 6.25
6) Canned fish Rev.Ton 39.35 8.80 30.65 
 6.25

7) Coconut 	Edible Oil Rev.Ton 
 41.70 8.80 32.50 6.25

8) School Supplies Rev.Ton 19.70 8.80 
 15.35 6.25
 

C. 	 Live Animals per head 6.95 1.60 

Hogs, swine, goat 

-


D. 	 Vehicles Rev.Ton 31.85 8.80 --


E. 	 1) Logs M.Bd.f. 54.95 14.60 
2) Lumber M.Bd.f. 54.? 14.60 42.80 10.35
 

II. Heavy 	Left Cargo
 

5 to 15 tons 
 metric tons 	128.75 8.80
 

Over 15 to 20 tons 
 metric tons subject to negotiation
 

Over 20 tons
 

III. 	 Dangerous Cargo Rev.Ton 20-90 10-90
 

IV. 	 Containerized Cargo
 

A. Using 	Operators' Equipment
 
Arrastre Stevedoring
 

Loaded Empty

10 kgs & helmo 185.55 55.70 67.45
 
Over 10 to 20" 
 371.00 148.25 
 112.45
 
Over 20-35 649.30 259.75 112.45
 
Over 35-40 742.80 296.90 112.45
 

B. 	 Shipowners
 
120.60 36.20 
 67.45
 
241.20 
 96.45 	 112.45
 
422.00 168.80 
 112.45
 
482.30 192.95 
 112.45
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indicated that they were transporting their products to Iloilo
 
by truck, and from Iloilo the products were being shipped out
 
to Manila. Most of these shippers acted only as buying
 
stations based in Capiz and had mother companies based in
 
Iloilo. Once the cargo reached Iloilo, the Iloilo offices
 
would take care of the shipping arrangements. In this way,
 
there were few problems of shipment for owners or managers of
 
the companies based in Capiz.
 

4. 	 All shippers interviewed indicated that the main problem of
 
shipping lay with the port. The port area was very small, and
 
could not accommodate large vessels. Movement was restricted,
 
thus affecting loading and unloading operations. There was no
 
storage area, and cargoes were being left stacked along the
 
roadway.
 

5. 	 Although the port was fenced, squatters in the neighboring
 
barrios had cut holes through the fence to have access to the
 
roadway connecting to the port. This left the port area
 
exposed and open to loiterers.
 

6. 	 Shut-outs were infrequent, since cargo volumes were low and
 
cargo shipments were being booked prior to departure of the
 
vessel.
 

7. 	 Prawn shippers were discouraged to ship out of Culasi port,
 
since vessels calling there did not have any reefer vans. The
 
shippers were uncertain, however; if they would shift to
 
shipping at Culasi in the event that vessels calling there
 
would carry reefer vans, i.e., this was not the sole
 
shortcoming of services being provided at the port. The
 
shippers noted that shipping via Iloilo seemed to be the most
 
cost-efficient alternative.
 

8. 	 Bangus shippers interviewed were shipping out of Capiz by air.
 
One shipper (AP Marineways) had an exclusive contract with
 
Aboitiz Air. Since he was given the priority in cargo space,
 
other shippers were turning over their products to AP
 
Marineways. AP Marineways had a contact in Manila who was
 
receiving the cargo. The final destination of the goods were
 
the Navotas Fish Market and Divisoria. The shippers who were
 
sending their cargoes through AP Marineways, found this
 
arrangement to be satisfactory, because they did not have to
 
worry about the buyers. In this way, AP Marineways was also
 
benefitting since freight costs per unit volume were lowered
 
and cargo space for every departing plane was maximized.
 

AP Marineways was charging 2 percent of gross sale value to
 
the shippers whose cargoes they were handling. On the
 
average, the company was earning a minimum of P200 per box of
 
45 kilos.
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The boom in fish production had been 6 years earlier (i.e.,

1987). In 1993, due to environmental concerns, marine fish
 
harvest was low.
 

A handicraft shipper (Silak International) was shipping bamboo

fruit trays, baskets and assorted items, all bound for Manila.
 
The company used to send one 10-foot 
container van twice a
month, but, in October 1993, only 10-15 boxes were being sent
 
per year. Freight cost 
per van was P3,000 (pier-to-pier) and
 
P5,000 (pier-to-warehouse).
 

9. 	 The shi'ppers indicated that 
 the lack of telephone lines
 
constituted a major constraint, since it inhibited access to

markets. This situation had driven them to routing their
 
shipments through Iloilo, which was easily accessible by land
 
travel.
 

Prices were dependent on supply. 
When 	fish product shippers
sent 	their produce to market, they were not assured of 
a

satisfactory selling price, since the 
 price fluctuated

depending on the volume 
received in Manila from different
 
provinces. Since bangus was 
locally harvested in Manila and
surrounding areas, the supplies from these 
areas were easily

sold because of fresher quality than those coming from other
 
islands.
 

10. 	 PAL Cargo Rates
 

1 - 5 kgs. 44.75 (minimum)

6 - 50 kgs. 8.95/kilo
 

51 - 250 kgs. 7.87/kilo

251 - 1000 kgs. 6.87/kilo

1000 up 5.76/kilo
 

11. 	 On the average, prawn shippers who were sending their cargoes

by AP Marineways shipped a consolidated total of 4.5 tons

daily. During lean season, the plane made only one trip a day

but during peak season, the trips were twice a day.
 

12. 	 One handicrafts shipper was sending one 
10-ft. container per

month during the lean season and one every two weeks during

peak season. The vans contained around 40 bores of 15
 
kilograms each.
 

13. 	 Three shippers complained 
that 	when their cargo was shipped

aboard vessels of Negros 4avigation as breakbulk cargo, delays

were encountered, since the vessel was 
first going to Iloilo.
 
In most 
cases, it took one to two weeks for delivery to
 
Manila.
 

14. 	 A handicrafts shipper noted that the container vans of Gothong

Lines were already dilapidated. There were usually holes that
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allowed water to enter. The shipper complained that when the
 
cargo arrived at the port of destination, molds had already
 
formed.
 

15. 	 Another shipper indicated that delays were also being caused
 
when the cargo was sent by door-to-door service by Aboltiz
 
Lines. The shipper had made inquiries as to why there should
 
be delays, and Aboitiz management had explained that upon
 
release from the pier, the cargoes were brought first to the
 
bodega before delivery was made to the consignee.
 

16. 	 Some shippers suggested that the shipping lines should also
 
carry 5-ft. containers, since the 10-ft. containers were
 
frequently too big for the needs of a small shipper.
 

17. 	 Another suggestion made was for shipping lines to offer more
 
services to induce producers to engage in Interisland trade.
 
The 1993 situation was beneficial only to Iloilo, while the
 
producers in Capiz could only hope to make very limited
 
profits from engaging in interisland trade. If services were
 
more frequent, traders would be encouraged to seek markets on
 
other Islands. Although, in 1993, volumes of trade carried by
 
shipping lines appeared to be low, this was because most Panay
 
trade was still intra-island, i.e., within Panay, and used
 
land transport.
 

18. 	 Another trade alternative for shippers of prawns, crabs and
 
fish was to sell to AA Exports Buying Station, which was a
 
Capiz-based processing plant that exported to Japan. The
 
company had its own cargo ship that sailed directly to Japan.
 
Even producers in Aklan were bringing their products to Capiz
 
to be bought by AA Exports. In some cases, the company was
 
sending out agents to collect the products from Aklan. The
 
buying stations in Aklan notified the company when there was
 
a large supply, or vice versa, the company notified the Aklan
 
buying stations that it was in need of additional supply.
 

19. 	 In terms of incremental transport costs for the additional
 
distance of shipping through Iloilo, a ton of bangus would
 
entail an additional P135. This incremental transport cost
 
excluded costs for additional ice and the foreseen losses due
 
to reduction in quality as shipment duration lengthened. For
 
manpower, the payment was P59/person, on top of the regular
 
wages for the delivery crew.
 

20. 	 Shippers of fish products who used reefer vans noted that the
 
reefer vans should be classified according to the products.
 
Since the volume of one particular product often could not
 
fill up an entire van, the tendency was to mix the products
 
requiring refrigeration. However, different products required
 
different temperatures. It was not possible for freshness of
 
the 	 products to be iueally maintained, if the optimal
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temperature was not maintained.
 

21. 	 The owner of AP Marineways noted that shipping in a.reefer van
 
entailed 100 percent more cost than an ordinary van. However,

if the products were sent by air, the incremental cost was 150
 
percent. On the other hand, there was 
less 	risk involved when
 
air transport was used, and the products were sold at better
 
prices since their quality was better.
 

Dumaguete City
 

The cargo surveys undertaken in Dumaguete City included four
 
shipping operators, several shippers of livestock, fruits, marine
 
products and empty bottles, a freight forwarder and consignees of

general merchandise. The LSRS survey team likewise 
Interviewed
 
officials and gathered information from the the government agencies

such 	as the Office of the Governor, the Department of Trade and

Industry, the Philippine Ports 
Authority and the Provincial
 
Planning and Development Office.
 

Shipping Operator Interviews
 

The LSRS team held interviews with the branch managers of

three of the shipping lines operating in Dumaguete Port. The
 
information and issues discussed during the 
 interviews are
 
summarized in 44 points below:
 

1. 	 Sulpicio lines was being represented in Dumaguete City by the
 
Mariano Ong Shipping Agency. The company was operating two
 
vessels: one passenger vessel, the MVDipolog Princess, which
 
could accommodate 1200 passengers, and one cargo vessel, the
 
MV Sulcon V. The passenger vessel was plying the route
 
Manila-Dumaguete-Dipolog-Cagayan-Ozamis-DipologDumaguete_
 
Manila while the cargo vessel was plying the Manila-Dumaguete-

Ozamis route every ten days.
 

The shipping company's main concern was the improvement of the
 
facilities at the port. According to its agency manager, the
 
company intended to field a RORO vessel in the present route,

but due to 
the low water depth during low tide, docking would
 
be impeded. Although there were two piers, only Pier One
 
could be utilized by Sulpicio Lines and William Lines since
 
their vessels were big. Pier 
Two was being utilized by

Cokaliong and George and Peter Lines since their vessels were
 
smaller. Each pier was supposed to accommodate two vessels at
 
a time, but during low tide only one side of Pier One 
was
 
usable. Moreover, there were times when foreign vessels also
 
docked to load cargo. 
 This 	casued traffic congestion which
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added to the delays of the vessels.
 

3. 	 The shipping line had also been experiencing difficulties with
 
the arrastre company, due to inadequate handling equipment and
 
delayed trucking services. Sometimes prolonged delays in
 
loading and unloading amountqd to a whole day's delay in
 
sailing out.
 

4. 	 In general, the shipping line had had minimal problems with
 
regard to packaging of cargo items by the shippers. In cases
 
wherein cargo items were susceptible to damage with improper

packaging, such as soap products which often developed

moisture, the company forewarned the shipper and required the
 
shipper to provide extra packaging materials for use upon

arrival at port of destination. However, repackaging was done
 
by the vessel's personnel.
 

5. 	 The shipping company also advised the shipper to deliver cargo

items at specified times prior to the departure of the vessel,
 
since stockpiling at the port was impossible due to lack of
 
space. Shippers had been complaining about this and the
 
agency had urged the Sulpicio Lines management to develop

their own container yard. However, the company had not been
 
successful in finding a property suitable for such purpose.
 

6. 	 The volumes of inbound cargoes at Dumaguete were much greater

than the volumes of outbound cargoes. Incoming cargoes were
 
usually general merchandise, rice and corn, and construction
 
materials. Outgoing cargoes were generally fruits, sugar and
 
fertilizer. Bananas were shipped at a rate of 15-16 crates a
 
week, wherein a single crate weighed 5-6. tons. Sugar

shipments usually depended on the prevailing price in Manila,
 
and producers only shipped out sugar when the price in Manila
 
was high enough. Otherwise, surplus production was being

stored for later shipment.
 

7. 	 Freight rates (in pesos per cubic meter) charged by Sulpicio
 

Lines for shipments from Dumaguete, in 1993, were as follows:
 

Class Manila Dipolog Cagayan de Or3 Ozamis
 

A 351.42 134.42 175.60 164.16
 
B 280.77 107.57 140.51 131.36
 
C 228.64 87.43 114.24 106.79
 

Basic 203.17 77.71 101.54 94.92
 

8. 	 The container-carrying capacity of the cargo vessel, MV Sulcon
 
V, is 75-80 TEUs, while the passenger/container vessel had a
 
container-carrying capacity of 40-50 TEUs. On both vessels,
 
however, barely half of the capacity was being utilized for
 
cargo from Dumaguete Port. The regular shippers of Sulpicio

Lines were being given priority, but they still preferred to
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ship through the passenger/container vessel due to its clo.,e
adherence to its regular schedule. Seventy to eighty percent

of the shippers were 
using 10-ft containers. Nevertheless,
the shipping line had just 21 units of 10-ft containers and 30
units of 20-ft containers available for use.
 

9. 	 The Sulpicio agency manager stressed that the pier needed
improvement and extension to enable shipping lines to provide

better service to the province.
 

10. William Lines, likewise, was operating two vessels at 
the port
of Dumaguete. 	 MV
The Dofla Virginia is a luxury
passenger/container 
 vessel with a capacity for 2000
 
passengers, and was plying the route Manila-Dumaguete-Cagayan

de Oro and return, and then sailing the Manila-Nasipit-Manila

route, before proceeding back to Dumag!lete. The container
carrying capacity of the vessel was 
69 TEUs.
 

11. 
 The William Lines branch manager made mention that the company

had planned to replace the MV 
Dofla 	Virginia with the MV
Zamboanga, and tc cut 
the Cagayan de Oro link from the 
route.
This move would have enabled the company to cater to the high
passenger demand at Dumaguete. The passengers from Cagayan de
Oro would then be served by the MV Sugbu, which would sail
there once a week. However, due to berthing problems 
in
Dumaguete port, management had had to cancel the plan, and
instead increased the passenger allocation for Dumaguete from
1000 	to 1600 passengers, and decreased 
the allocation for
Cagayan de Oro from 1000 to 400 passengers.
 

12. The reason behind the cancellation of the plan was the
insufficient length of the pier. 
In October 1993, the Cagayan
de Oro link of the MV Doflia Virginia route was necessary since,
in Dumaguete Port, the vessel longer
was than the pier and
this 	situation did not 
permit loading on deck 2 and hatch 2.
So the Cagayan de Oro link was 
being maintained to enable
William Lines to utilize the space on deck 2 and hatch 2.

short, berthing space of Pier I 

In
 
was still inadequate for large
vessels. The Philippine Ports Authority, however, had assured
shipping lines that the extension of the pier 
was included


already in their plans and programs for next year (1994). 
 On
the other hand, it was mentioned that in Cagayan de Oro, the
problem of berthing space was attributable mainly to the
 
frequent arrivals of vessels.
 

13. 
 Another p-oblem mentioned was the shallow water depth on 
the
northern side of the Dumaguete pier. During low tide, the
approach was very dangerous, so vessels tended to wait for the
pier's southern side to be vacant before docking. This caused

delay, especially when a passenger vessel 
 was 	 already

occupying the pier's southern side.
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14. 	 With regard to the policy of deregulation, the impact on the
 
company's operations had been to require the principal
 
stockholders to invest more money into the business. To cope
 
with competition, management was convinced that new vessels
 
should be purchased to enable the company to provide improved
 
service. Management noted that deregulation had propelled
 
shipping operators to introduce innovations in service. The
 
manager made mention of the newly purchased vessels of the
 
different shipping companies. William lines, in fact, had
 
already introduced a new vessel which would ply the Manila-

Cebu route twice a week and the Cebu-Cagayan de Oro route once
 
a week. The MV William Lines Mabuhay was a RORO vessel with
 
a swimming pool, beauty parlor, physical fitness gym and other
 
amenities. It was even being guaranteed by William Lines that
 
the loading and unloading process would take only 30 minutes
 
to complete, due to modern equipment.
 

15. 	 The William Lines branch manager also noted the inadequacy of
 
equipment of the Dumaguete arrastre operator. This was
 
particularly evident when heavy cargoes arrived from Manila.
 
The arrastre operator could not handle these heavy cargoes,
 
especially when the coptainer vans were 40-ft and foreign.
 
This situation had prompted William Lines to hire primemovers
 
and trailers that were capable of accommodating such cargoes
 
whenever they arrived. Although the company would prefer to
 
leave the cargo-handling problem to the arrastre operator, the
 
company found that it must do its own container management,
 
picking containers up quickly from the port in order to empty
 
them in time for pickup by an international vessel.
 

16. 	 In the case of shut-outs, management was giving priority to
 
left cargo on the next available vessel.
 

17. 	 The cargo vessel being operated by William Lines at Dumaguete
 
Port was the MV Wilcon IV. It called Dumaguete once a week
 
from Zamboanga enroute to Manila. It had a capacity to
 
accommodate 100 TEUs and was usually loaded with sugar, scrap
 
iron, empty bottles, rolled paper, carabao hides, rice, and
 
phosphate when it left Dumaguete. Sugar shipments, although
 
not regular in October 1993, were expected to increase when
 
the URSUMCO (Sugar Manufacturing Company) went into full
 
production. The shipping line noted the relatively low
 
volumes of outward goods as compared to incoming cargoes.
 

18. 	 The difficulty encountered by the shipping line for bottled
 
cargo was that they could not fully utilize the capacity of a
 
container whenever they wished to minimize breakage. Although
 
freight rates were computed based on the number of boxes,
 
these were being loaded into containers. It was observed that
 
since containerization became popular, claims for damage and
 
pilferage had reduced to a considerable extent.
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19. 
 Another common problem was the late withdrawal of cargo by the
consignees. In some cases, the container vans 
effectively

ended up being "warehouses" for the shippers or consignees.
 

20. 	 Since William Lines accepted livestock shipments for movement
 
from Dumaguete to Manila, 
the MV Dofia Virginia was usually

loaded with cattle, hogs and goats.
 

21. 	 It was believed by William Lines the
that progress of the
 
economy was best portrayed in the volume of cargo handled at

the port. Interisland trade was dependent on 
port 	facilities.

Dumaguete Port did not attract export vessels due 
to the lack
of berthing space. Foreign or international vessels incurred
 
more costs, due to demurrage, when they entered and were

forced to redock to make way for passenger/cargo vessels,

which had berthing priority. Most major exporters in the
province had their own wharves 
to enable them to export their

products. It was 
also believed that investors would be
attracted whenever the port facilities were improved 
and
 
expanded.
 

22. 
 William Lines indicated their desire to expand operations once
the port was improved. Preliminary steps had already 
been

taken by the company, in the Increase of passenger allocation

for Dumaguete, but implementation of the company's other plans

was dependent on the improvement of the pier.
 

23. 	 Another urgent Issue brought forth by the William Lines branch
 
manager was the ubiquitous presence of vendors. 
 Concerned
 government agencies and 
the shipping Operators had met and

discussed measures for preventing the entry of vendors into
the vessels or even anywhere 
in the port near the vessels.
 
The experience had been that the vendors employed all possible

means to enter 
the 	premises, such as destroying the gate,
cutting the 
chain, using a banca and climbing up the vessel

with a rope, etc. Such denials of 
entry had caused serious

confrontations with the vendors, such that William Lines had
assigned seven permanent security guards on board the vessel
 
to safeguard the safety and security of 
the passengers on
board while the vessel was in the port. The PPA had not been

able to control such behavior of the vendors. 
 In October
 
1993, 
the issue had not yet been resolved.
 

24. 	 At 
the time of the LSRS survey, Cokaliong Shipping Lines had
been 	operating for just 
four 	months at Dumaguete port. The
 
company had a cargo/passenger vessel, 
Filipinas Dumaguete,
which was calling at the ports of Cebu, Dumaguete and Dipolog.

Passenger capacity of the 
vessel was 442, but loading of
 passengers from Dumaguete was accounting for less than half of

its 	capacity. The specifications of the vessel were as
 
follows: CRT=637.70 and LOA=50 meters.
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25. 	 The branch manager of Cokaliong noted that outgoing cargoes
 
from Dumagueta were of very small volumes, and were even
 
negligible at times. This was attributed by Cokaliong to the
 
trucking industry, which was serving as a strong competitor

for cargo in the route Dumaguete-Cebu.
 

26. 	 a.argo Rates (pesos/cubic meter) were given as follows:
 

Class Dumaguete-Dipolog Dumaguete-Cebu
 
(lower-upper)
 

A P108.82-140.82 

B 87.08-112.69 

C 70.77- 91.59 


Basic 62.91- 81.41 


27. 	 Freight rates for some selected 

below:
 

Feeds 	50 kilos 

40 kilos 

25 kilos 


Flour 

Capitol Oil 


Freight 


P5.64/bag 

4.51 

2.82 

2.50/bag 

2.50/can 


Iced Prawn 25 kilos 4.50/chest 


124.87
 
99.92
 
81.22
 
72.20
 

commodities were as shown
 

Handling
 

P2.07/bag
 
1.66
 
1.03
 
0.65/bag
 
0.83/can
 
1.03/chest
 

V Lard 42-45 kilos 9.00/container 3.74/container
 

28. 	 Cokaliong Shipping was carrying small volumes of cargo, mainly
 
palletized, breakbulk or loose cargo.
 

29. 	 George and Peter Shipping Lines had been operating to
 
Dunaguete for the past 31 years. A total of four of the
 
shipping line's passenger/cargo vessels were serving Dumaguete

Port. The vessels and their corresponding passenger
 
capacities and specifications are given below:
 

Pass. GRT NRT LOA
 

MV Georich 564 694.18 187.63 56.40
 
MV Dumaguete Ferry 393 240.04 64.30 40.00
 
MV Pulauan Ferry 310 241.37 132.94 38.00
 
MV Victoriano 310 558.33 248.08
 

30. 	 The ports of call being served by G&P Shipping Lines in
 
October 1993 were: Cebu, Zamboanga, Dapitan, Tagbilaran, Lazi,
 
Liloy and Iligan. The immediate plans of the company included
 
the addition of two vessels, MV Zamboanga (a passenger vessel
 
that would accommodate 1000 passengers) and GP Tramper I (a

tramper vessel). By 1994, another vessel to be named the MV
 
Cebu Ferry (also able to accommodate 1000 passengers), was
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scheduled to be operational.
 

31. 	 Management claimed that the deregulation policy of MARINA had

triggered the entry of Cokaliong Shipping Lines. It was

revealed that revenue of George & Peter Lines had decreased by
30 percent on the Cebu-Dumaguete-Dipolog route. Such a
 
decrease was evident 
in both passage and freight. According

to the officials, competition had made it more difficult for
 
them to cope.
 

32. 	 The branch manager of the G&P Shipping Line opined that the
 
arrastre operator at Dumaguete had sufficient equipment and
 
was rendering adequate service, in so far as 
their company was

concerned. Minor problems were experienced during the evening

arrivals of vessels, since the labor force was by the time of
the day significantly reduced. 
A regular gang was composed of
 
12 members but the evening shift was reduced to 7. 
As much as

possible, the arrastre personnel were advised on the expected

arrival time of the vessel, especially when it deviated from

the scheduled arrival time, 
so that enough personnel would be
 
on 
hand 	when the vessel arrived. Hnwever, so far delays had

extended to only two hours, and this was often due to the late
 
departure of the vessel 
from 	the port of origin.
 

33. 	 The MVVictoriano had a cargo capacity of 50 tons of breakbulk
 
cargo. The vessel usually carried sugar, fruits and personal

cargoes. 
The MV Dumaguete Ferry could accommodate around 800

sacks of sugar which was equivalent to 40 mt. The MV Pulauan
 
Ferry had a cargo capacity of 
100 mt., while the MV Georich
 
could carry 250 mt of cargo.
 

34. 
 During the lean months of travel, which were June to September

and February to March, vessel utilization was only one-third

of vessel capacity. Peak months were November to January,

when vessel utilization often reached 80 percent of capacity.

The situation had worsened since Cokaliong Shipping Lines

commenced operations; this was partly due to the fact that the
Cokaliong vessel schedule of departure 
for Dipolog was one
 
hour 	earlier than that of the vessel of George 
and Peter

Lines. This schedule and competition had resulted in only 50
percent utilization. As for the Cebu-Dumaguete route, a stiff
 
competitor was road transport.
 

35. 	 Most of the cargoes loaded on the vessels were 
packed in
 
cartons or sacks. 
 A common problem was the tearing of sacks.

When tears were noticed while loading, they were immediately

sewn and repaired. When damage occurred and claims were filed
 
by shippers, the company settled the 
matter within fifteen

days from filing if the shipping line was found to be 
at

fault. Otherwise, whenever the arrastre was at 
fault, the

claimer usually had to wait for 30 days, since the arrastre
 
requires 15 days longer to resolve such issues.
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36. 	 Although delays in arrival were most often attributed to bad
 
weather conditions, the branch manager made mention of 
cases
 
wherein vessels arrived with dead on board. In such a
 
situation, the vessel was not permitted to dock until all the
 
proper documentation was completed on the cause of the death,
 
circumstances, etc.
 

37. 	 Shut-outs of cargo seldom occurred and when they did, they
 
were usually the result of late delivery of cargo by the
 
shipper. The company did not impose a penalty on shippers who
 
had booked their cargoes for loading but did not deliver in
 
time for departure of the vessel. The left cargo 
was
 
accommodated on the next available vessel. Nevertheless, the
 
company incurred losses when booked car6 o failed to show, and
 
capacity utilization was therefore reduced.
 

38. 	 Livestock constituted a common cargo from Dipolog to Cebu but
 
were not being shipped in commercial quantities. On the
 
average, around 15-20 head were being loaded per voyage, and
 
usually these animals belonged to several owners.
 

39. 	 The mode of loading of cargoes was generally by forklift and
 
crane, but oftentimes manual cargo-handling was also done.
 
Cargoes in sacks were placed on pallets and loaded by

forklift. The usual cargoes included fruits and frozen prawns
 
(an average of 3-5 boxrs/voyage). Shipments of fiuits were
 
the domincnt outbound cargo during the months of April and
 
May.
 

40. 	 Management of G & P Shipping also revealed that the company
 
was suffering some financial loss due to the big drop in
 
freight revenue, after the trucking industry had attracted a
 
major block of their customers.
 

41. 	 It was suggested that the PPA look into the possibility of
 
developing a new port solely for RORO vessels.
 

42. 	 The shipping li..e had embarked on a program of
 
computerization.
 

43. 	 For regular shippers, the company was extending credit 
on
 
freight charges.for a period of two weeks.
 

44. 	 Management commented that the policy of deregulation had
 
ircreased the numbers of operators and vessels, but that
 
little if any consideration had been given to how t Jse
 
increased numbers of vessels would affect the need fo: port

facilities. Development of the ports should have preceded the
 
move to increase the number of operators. Most of the ports
 
did not had adequate berthing space.
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Shipper Interviews
 

A total of fourteen shippers were interviewed at Dumaguete.
These shippers included six shippers of livestock, three shippers

of fruits, 
two shippers of general merchandise, two shippers of
rice, two shippers of fruits, one shipper of prawns, one shipper of
3mpty bottles, one shipper of agricultural products and one freight

forwarder. The discussions focussed 
on problems and issues of
shippers regarding the adequacy of services provided. 
 The
information gathered by the team iss summarized in 60 points below:
 

General Merchandise
 

1. Angeles Chu Store was a 
 regular consignee of general
merchandise from 
Manila. Their shippers in Manila were

shipping through William Lines and Sulpicio Lines. 
The store
 
wa, supposed to 
receive one 20-ft container a month.
 

2. The consignee opined that the perennial problem was that 
the

shipping companies kept cargo
receiving shipments without

assigning priority for 
loading. The usual case was that
containers first received at the 
port were at the bottom of
the stack, so that whatever was 
first to be loaded was also

the last to be unloaded at 
the ports of destination. Delays,

on 
the average, were extending to one month.
 

3. The consignee complained that it took one 
month or so, with

their constant follow-up, before their shipment would finally

arrive. William Lines, however, generally informed the
consignee of shut-outs/delays 
in shipment and the expected

date of arrival.
 

4. Claims on losses were not 
being processed immediately. The
consignee stated that thn inconvenience and effort for filing

the claim 
was not worth the wait, so he was just recovering

these losses from the sales of 
the goods. At the most, 10
 
percent of the value of the goods represented incurred losses
 
(breakage and damage) per shipment.
 

5. Angeles Chu suggested that a shipping line should also
new 

serve the Dumaguete port.
 

6. 
 The Cristita Partosa Store was a consignee for grocery items
) ing obtained from Cebu and Manila. The various goods
:supplied 
from Cebu were either loaded on 
the Matiao Trucking

Ser-rice 
or sent by barge or regular liner. Although the

freight cost of shipping by sea was cheaper than by trucking,

trucking was still 
considered by the company to be preferable,

since it was more convenient. 
 There was no need to monitor

the arrival 
and no need to go to the pier. By opting for
trucking service, the consignee's goods were delivered
 
directly to the bodega.
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7. 	 The consignee noted that the problem with shipping from Cebu
 
was the irregular schedule of arrival. The company surmised
 
that the vessel had to wait until it was fully loaded before
 
it departed.
 

8. 	 Pilferage was negligible in both trucking and shipping.
 

9. 	 The store was also receiving general merchandise from Manila,
 
mostly through Sulpicio Lines. The cargo was being shipped in
 
conatiners, LCL, usually around only 10 percent of the
 
container's capacity. Shut-outs were not often experienced,

and whenever delays occurred, the shipping agency in Dumaguete
 
did the follow-up and the cargo usually came in on the next
 
available vessel from Manila.
 

Rice 	and Sugar
 

10. 	 MK Trading was a rice and corn dealer. The company was
 
receiving 8000-10,000 bags of rice (50 kilos/bag) every three
 
weeks. The bags were being loaded on tramper vessel. The
 
store actually required 3000-5000 bags a week. Accordingly,
 
MK Trading was also using the vessel of William Lines which
 
was plying the General Santos-Davao-Dumaguete route.
 

11. 	 During the peak season, the volume of goods consigned to the
 
store was 30 percent more than in the regular season. MK
 
Trading observed that the capacity of vessels was especially
 
inadequate during the peak season.
 

12. 	 Claims for losses and pilferage usually required three months
 
for processing. Perishable cargoes were loaded as breakbulk
 
cargo, and were marked "at owner's risk". With this shipment
 
condition, the consignee or shipper was not able to claim for
 
losses, in cases of damage, deterioration or theft.
 

13. 	 New Bian Yek Commercial was a shipper of sugar, corn by
products and copra. The company was shipping out 5000-10,000
 
bags of sugar (at 50 kilos/bag) per month to Manila and
 
Mindanao, while 2000 bags of corn by-products were being
 
shipped per month.
 

14. 	 The shipper was using Willim Lines, Sulpicio Lines and
 
tramping vessels. On tramper vessels, cargo shipments were
 
breakbulk or bulk cargo. On Sulpicio and William Lines, the
 
shipper used 20-ft containers. For pick-up and delivery, the
 
shipper had his own trucking.
 

15. 	 New Bian Yek noted that, although costs were higher on regular
 
liners compared to tramper vessels, damage to cargo was very

minimal and pilferage was nil. The shipper used tramper

vessels only when the volume of shipment was high; a 20-ft 
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container had a capacity for 310-330 bags only.
 

16. 	 The demand for shipment usually depended on 
the buyer. The
shipper stated 
that the 1993 service was adequate for the
level of demand. Delays were experienced when cargo was to be
loaded on cargo 
vessels, since the schedules of arrival 
of

such vessels were not regular.
 

17. 
 Among the problems encountered by the shipper were the
unavailability 
 of vans and congested port facilities.

Handling procedures were acceptable, and the services extended
by the shipping lines were relatively the 
same. The freight
costs 
for sugar on a regular liner 
was P16/bag, compared to
P10/bag in tramper vessels. Corn by-product freight 
costs
 
were the same in 
both 	cases.
 

18. 	 For improvement of shipping services at Dumaguete, the shipper
suggested that Sulpicio Lines should have 
an office at the
pier, the passenger shed should be 
improved, and there should
be more competition in the provision of shipping services.
 

Livestock
 

19. 	 John Sarhento was shipping 20 head of 
cattle to Manila every
week on board the William Lines vessel. The cattle were being
loaded on the passenger/cargo vessel 
as loose cargo. There
 were no cattle vans available. Another 20 head of cattle per
week were being shipped to Cebu on 
tramper vessels.
 

20. 	 The shipper noted that arrastre services were not very good
and that loading/unloading 
procedures 
did 	not follow a
 
systematic pattern.
 

21. 
 The shipper experienced death of his cattle, when the vessel
broke down, and it required 2 days for repair. 
 A claim for
loss was filed and was settled after just 2 weeks.
 

22. 	 The shipper suggested that arrastre 
should employ faster

loading and unloading procedures, so that 
even 	if prices were
expensive, shippers would 
be satisfied. 
 He also noted that
freight costs had risen over 
the last two years.
 

23. 	 Chito Kuaycong was shipping at 
least '00 hogs to Manila every
week, accompanied by 
a convoy on the William Lines vessel.

During the month of December, shipment,volume usually doubled.
 

24. 
 The hogs were being loaded in ordinary vans, which had then to
be left open. 
Each 	van was divided into two layers. The hogs
were 	bathed and fed in the van by 
the convoy. According to
Chito Kuaycong, a van could accommodate up to a total 
of 150head, but they were loading only 50 hogs sper layer (100 per

van).
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25. 	 The shipper opined that shut-outs seldom occurred, but 
when
 
they 	did the shut-out cargo could readily be loaded the
on 

next 	available vessel. Delays that were being incurred lasted
 
from 	2 hours to one day.
 

26. 	 The hogs were being brought to the port by trucking, which
 
cost P1000/trip. Since there was usually a great deal of
 
cargo for unloading from the vessel, it required 2-3 hours
 
before the vans 
could be loaded on the vessel.
 

27. 	 R6berto Kadayday was shipping 18 head of cattle to Manila
 
every week (during 1990-1993). He stated that only William
 
Lines 
was 	accepting livestock for Manila, and the vessel's
 
capacity for livestock was limited, so that he was unable to
 
increase the size of his livestock consignments. Loading was
 
on a first-come-first-served basis, and so shippers had to
 
come early to avoid shut-outs of their cargoes.
 

28. 	 A concern of the shipper was the manner of 
loading carabaos
 
together with the cattle. The shipping line did not 
provide

cattle vans, so that most livestock had to be loaded as
 
"loose" cargo. There had been instances when one of the
 
cattle went overboard due to kicking by the carabao. One cow
 
weighed around 400 kilos and was worth P10,000. In such
 
cases, claims for losses were not possible, since the bill of
 
lading was being stamped with "at owner's risk"., Upon arrival
 
in Manila, the cows were being slaughtered immediately but, 
on
 
occasion, they were kept for a week 
to one month which
 
permitted them to regain weight lost during the voyage.


1 

29. 	 The shipper commented that the volume of shipment per shipper

had not increased over the years, but that the numbers of
 
shippers had been increasing considerably.
 

30. 	 Arlie Gothong had been shipping cattle to Manila for the
 
previous ten years. On the average, he was shipping 30 head
 
per week, but during the months of October to December, his
 
shipments reached 42 head/week. A convoy accompanied the
 
shipments and took charge of the delivery to the
 
slaughterhouse in Manila.
 

31. 	 The shipper noted that, so far, the services offered by the
 
shipping line were adequate, except for tlie capacity of the
 
vessel to load livestock. Since livestock vans were seldom
 
used, much space was occupied by the livestock. The livestock
 
were just mixed together and were subsequently identified by

the mark/brand on their body. Since loading was being done on
 
a first-come-first-served basis, shut-outs were 
inevitable,

especially during peak season. In some cases, 
shut-out
 
livestock were loaded on the container vessel, MV Wilcon V,

but the problem was that the schedule of this containership
 
was not regular.
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32. 	 Frank Querial was a shipper of hogs Manila.
to 	 The weekly
shipment was averaging 200-300 head 
but, during the peak
season, the shipment size 
was even reaching 1000 head per
week. The freight paid per head was 
P6.75.
 

33. 	 The shipper did not 
had any complaints, since his 
hogs 	-were
usually being loaded 
first, 
and 	so were not so affected by
shut-outs. Whenever necessary, 'the hogs were sent via Cebu or
 
else loaded on Wilcon V.
 

Fruits
 

34. 	 Alona Barredo was a shipper of mangoes 
to Bacolod, Cebu and
Manila. Shipment 
volumes were highly dependent on level of
production. The mangoes were being loaded 
on vessels of
Sulpicio Lines 
and William Lines, at an average rate of
shipments per week to Manila. 	
two
 

The smallest volume of shipment
was 20 kaings, wherein each kaing contained 20-30 kilos of
 mangoes. The largest consignment size up to that time had
 
been 200 kaings.
 

35. 
 Th, shipper noted that, when shipping breakbulk cargo, freight
cost was cheaper than shipping by container van, although 
a
container might be able to 
prevent pilferage; 
losses insofar
 as loose cargo -hipments were concerned, however, had 
been

minimal 
for Alona Barredo.
 

36. 
 Even 	when the shipper paid the arrastre and handling charges,

she preferred to 
have 	the cargo loaded by her own personnel,
so that they could select a safe place 
to store the cargo on
board the vessel. 
 Sometimes a convoy accompanied the shipment

when the storage location was not a good one.
 

37. 	 The shipper did not agree with the policy ol 
William Lines, to
transfer all 
the risks to the owner, whenever the cargo was
being loaded as breakbulk cargo. The shipper sLated that, in
fairness to the shipper, it 
should be the shipping line that
would be liable once the cargo was 
oih toard the vessel, since
incidents that occurred on the voyage were beyond the control
of the shipper. Secondly, it was the shipping line that ought
to, but was sometimes unable 
to, provide the container van.
 

38. 	 Accordingiy, Alona Barredo felt that Sulpicio Lines was giving
better service than 
William Lines, by providing ventilated
containers, which were appropriate for the shipment of fruit.
 

39. 	 The farmgate price of mango was 
P8.00/kilo. Although 
the
selling price in Manila markets sometimes rose high
to as as
P60.00/kilo, the price paid to the shipper at 
the Manila North
Harbor was significantly 
lower, and ta shipper maintained
that her 
margin, after bearing the costs of 
freight and
handling, averaged just P1/kilo of mangoes. 
 This 	margin had
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persisted over a number of years, but in past years it had
 
been more-or-less satisfactory, because shippers could operate
with a small amount of capital. In 1993, on the other hand,

the level of working capital required to compete in the trade
 
was much higher, and therefore the low margin on mango

shipments was no longer satisfactory.
 

40. 	 Shippers of bananas were not using 
William Lines since the

scheduled departure of the vessel was Thursday. The
on

bananas were usually purchased on Saturdays and Sundays at

fruit market where harvests from the mountains were being

a
 

brought 
and sold at very cheap prices. The schedule of

Sulpicio Lines fit perfectly, since the vessel 
left 	Dumaguete

for Manila every Monday. If the vessel of William Lines were
used for shipment, the bananas would already be ripe upon

arrival at Manila.
 

41. 	 Bananas could be bought in Dumaguete at a price of 25-32
 centavos per piece. 
 Prices were higher when the bananas were
sold 	nearer the highway. 
The minimum price for reselling of

these bananas was 45-50 centavos per piece.
 

42. 
 The banana shippers loaded 2-6 crates per shipment. Nestor

Quiambao was shipping around 200,000 pieces or 2-3 crates per
week 	(one crate contained 80-85 thousand pieces). 
 Aviso was
 
shipping 250-300 thousand pieces, or 4-5 crates, while Lucero
shipped not less 
than 	350,000 pieces, or 5-6 crates per week.
Sulpicio records showed 
that 	around 14-28 crates of bananas
 were 	being shipped from Dumaguete per voyage in 1993.
 

Empty Bottles
 

43. 	 Connie Lao was shipping empty bottles of Tanduay Rhum to

Manila every five months in 1-2 20-ft 
container vans. At the

maximum, 10 container vans were shipped per year. One van

contained around 340 
sacks, wherein one sack contained 90
 
bottles on the average.
 

44. 	 The shipper the
was loading the sacks into the container at
William Lines container yard. Two truckloads were required to

fill a single container van. 
 There was no definite schedule

cf shipment. The shipper first had to 
collect and accumulate

340 sacks before shipping out, since freight costs were 
lower
when bottles were shipped 
out 	 in volume. It sometimes

required 3-5 months to acquire all 
these bottles.
 

45. 	 Very seldom did the shipper incur big losses. The reject

bottles or broken bottles could still 
be sold at 25 centavos
 
per kilo (1 kilo=3-4 bottles). These were then melted down

and made into glasses. The bottles which were 
accepted and

paid for by Tanduay 
Rhum were being sold at 40 centavos
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apiece. In one year, around one-fourth of the bottle shipment
 
was rejected or broken.
 

46. 	 The shipper suggested that William Lines 
install a system
wherein mechanical loading of the cargo the
into containers
 
would be made possible at the container yard.
 

Fish 	and Marine '-roducts
 

47. 	 SMI Industries (operating for the previous 9 years) was a

shipper of prawns, frozen octopus, squid and other marine

products, mostly to their 
processing plant in Cebu. 
 When
supply was high, each shipment totaled to around 200 kilos,

and a shipment was made each day. 
 When 	supply was below 200
kilos per day, a shipment was still being made every other
 
day.
 

48. 	 The products were 
being packed in ice boxes containing 18-20

kilos each. Ice blocks of around six kilos were placed in the
boxes to keep the fish/marine products fresh, and this 
manner
of packing was good enough to keep the marine products in good

condition for two days.
 

49. 
 According to the shippers, no significant losses/pilferage had
been 	experienced through the time of 
the interview (October

1993).
 

50. 	 The volume of shipment also underwent seasonality. The lowest
months for shipment were August and September. In one period

of three days, only 59 kilos were shipped out. The peak month
 was June, when shipment size was regularly around 400 kilos of
 
marine products.
 

51. 	 The shipper noted that, from 1990 
to 1993, there had been a

marked decrease in the volume of marine product shipments from
Dumaguete. 
This could be attributed to the increases in the

number of competitors (traders) and in the number of
 
fishermen.
 

52. 	 Whenever necessary, the products were being sent 
via Sibulan
and Santander 
to Talisay (Cebu) by pumpboat to preserve the
quality and freshness of the products. Total travel time was
around four hours. In contrast, when shipped by George and

Peter Lines, the products were packed and readied by 1600
hours and the vessel was departing only at 2200 hours.
Since the ice blocks could last for two days, however, delays

of 2 	or 3 hours did 
 not pose any major problems. Being a
cheaper transport alternative, and since cargoes were 
exposed
to a 	cooler atmosphere (at sea), 
the shipper still preferred
to load marine product cargoes on 
the regular liner vessel.
 

53. 	 During bad weather conditions, shut-outs were inevitable. The
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shipper stated that his personnel would just re-ice the boxes,

and wait for the next available vessel. Since announcements
 
were usually posted on the bulletin board located on the way

to the pier, the delivery crews were easily advised whenever
 
there were changes or postponements in a vessel's departure or
 
arrival time.
 

54. 	 The shipper opined that RORO facilities would not
 
significantly improve the standards of marine product shipping
 
services.
 

Agricultural Products
 

55. 	 Fred Tibal was shipping coffee, mongo beans and other
 
agricultural products from Cagayan de Oro to Dumaguete. 
The
 
products were packed in sacks, and shipment size and frequency
 
was averaging 200 to 300 sacks a month. Freight 
costs
 
amounted to P2000 per 10-ft container.
 

56. 	 The problems encountered included the unavailability of vans
 

and shut-outs.
 

Freight Forwarders
 

57. 	 Pambato Cargo Forwarders handled all types of cargo, mainly

incoming from Cebu and Manila. Eighty percent of the cargos
 
were being sent by sea, 15 percent by air and the remaining 5
 
percent by land.
 

58. 	 Comparing the modes of transport, the shipper judged sea and
 
air transport to be both reliable and efficient. He
 
indicated, however, that, during peak seasons, delays in
 
shipment were inevitable.
 

59. 	 Delays in the arrival of shipments were due to the
 
unavailability of vans and the lack of vessel capacity, sinca
 
vessels plying the Manila-Dumaguete route did not travel
 
direct. Stops were made in Mindanao, hence limiting the cargo

allocation for Damaguete to and from Manila. During peak

seasons, shut-o..as were common, and shut-out cargoes could not
 
always be accommodated immediately on the next cargo vessel.
 

60. 	 Areas for improvement were identified by the freight forwarder
 
as the extension of the Dumaguete pier, and the provision of
 
additional berthing facilities, so that more vessels would be
 
able to dock at any one time at the port of Dumaguete.
 

Interviews with Agencies
 

The LSRS team held interviews with officials of government

agencies in Negros Oriental on the status 
of shipping services
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provided at Dumaguete, and the plans and programs of their
 
respective agencies towards the improvement of shipping services.
 
The agencies visited by the LSRS team 
included the Department of
 
Trade and 
Industry, the National Food Authority, the Philippine

Ports Authority, the Provincial Administrator's Office, and the
 
Provincial Planning and Development Office. A summary of the
 
discussions held is presented as 6 points below:
 

1. 	 The DTI noted that Dumaguete should be included as a stopover

for routes between Manila and Mindanao ports, such as Davao,

since the province was importing primarily grains from
 
Mindanao.
 

2. 	 Major products shipped out of Negros Oriental Were livestock,

bananas and other agricultural products. However, there was
 
a significant gap between the volume of outgoing cargoes 
as

compared to the incoming cargoes. A considerable amount of
 
pr3ducts had to be imported at Dumaguete. Due to the absence
 
or lack of manufacturing industries, the province was
 
dependent on Manila, Cebu and Mindanao for general

merchandise, dry goods and manufactured products.
 

3. 	 The Philippine Ports Authority provided a copy of the
 
approved arrastre and stevedoring rates for the Port of
 
Dumaguete.
 

4. 	 The Provincial Administrator indicated that the common
 
complaint heard at 
their office was that the Manila-Dumaguete

vessels were always overloaded.
 

5. 	 The provincial government for
waF, requesting additional
 
bottoms for the Cebu-Dumaguete and Dumaguete-Manila service
 
connections.
 

6. 	 Matiao trucking was one of the companies providing trucking

services for cargo deliveries in Dumaguete and Cebu. The
 
tariff schedule was as follows:
 

Capacity Tariff
 

6-wheeler 9.5-10 tons 
 P 9,000

10-wheeler 15-16 tons 12,500
 
40-footer 28-30 tons 18,000-20,000
 

Bacolod City
 

Shipping Operator Interviews
 

The LSRS team conducted cargo suryeys in Bacolod City and held
 
interviews with shippers of 
 export products and 'general
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merchandise, and with shipping operators.
 

1. 	 Negros Navigation was the only shipping line that provided

regular passenger services to Bacolod. 
The shipping line was
operating 9 passenger/cargo vessels and 2 cargo vessels.

vessels and their respective routes are listed below: 

The
 

San Paulo: Mla-Bacolod-CdO-Iloilo-Ma
 
Sta. 	Florentina: Mla-Bacolod-Iloilo
 
Sta. 	Ana: Manila-Iloilo-Bacolod
 
Princess of Negros: Bacolod-Iloilo-Bacolod
 
Don Vicente: Iloilo-Bacolod-Iloilo
 
Santa Maria: Iloilo-Bacolod-Iloilo
 
Don Julio: Mla-Iloilo-Bacolod-Zamboanga
 
Don Claudio: Manila-Roxas-Manila
 
Princess of Panay: Mla-Estancia-Bacolod-Iloilo
 

2. 	 The cargo vessels were the MV San Sebastian, with a container

capacity of 120 TEUs, 
and the MV Coney 2, with a container
 
capacity of 60 TEUs.
 

3. NENACO 1993 freight rates (pesos per cubic meter) were as 
follows: 

Bacolod to: Manila Iloilo Cebu CdO Imblm 

A 
B 
C 

Basic 

296.56 
237.20 
193.01 
171.56 

119.17 
95.38 
77.50 
68.89 

199.07 
159.23 
129.54 
115.15 

253.16 
202.48 
164.78 
146.44 

201.25 
160.94 
130.95 
116.38 

Minimium freight per consignment = P38.65
 

4. 	 The management of NENACO noted that the growth in cargo volume
corresponded to the 
 rate of economic 'rowth, but the

improvement of port facilities had been proceeding at 
a very
slow pace. 
 Although the PPA was undertaking dredging,

privatization and improvement of port facilities, 
several

problems continued to bother the shipping lines.
 

5. 
 The common problem at different ports was the lack of berthing

space or facilities. A specific problem was 
cited for the
Manila port used by NENACO. Only three vessels could be
accommodated at any given time. 
Passenger/cargo vessels were
accorded priority in docking, and cargo vessels had often to
wait for some time. Moreover, the deteriorated pavements

resulted in mudding and flooding during 
the rainy season.
This condition had made 
 port operations difficult,

inefficient, and slow.
 

6. 
 Several ports sufferred from siltation, in October 1993, 
and
dredging work would be necessary to restore operations to even
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their former levels of accommodation capability and
 
efficiency.
 

7. 	 The shipping operator revealed that cargoes could 
not 	be

stacked in the portof Banago, since 
the port quay structure
 
might not be able to support the load. Shippers were usually

being advised to bring their cargoes only when the vessel had

already arrived at the port, and loading could then commence.
 

NENACO had launched, in early 1993, a program geared towards
 
addressing the needs of exporters in Negros Occidental. The
"FEEL" Program, or Filipino Exporters Express Lane Program,

was designed to facilitate shipments of all products of Negros

to Manila and for export. The rationale behind the program

was the growing concern for the development of the local
 
economy, especially in the face of a declining sugar industry.

It was realized that the displaced workers of the sugar

industry would have to 
 look for alternative means of

livelihood. The handicraft 
industry was a major exporter of

the province, and presented a good potential for growth, if

the proper support mechanisms were available. It was decided

that by promoting the handicraft industry, and making it

easier for the producers to deliver their products, more

opportunities would be opened and, thus, 
more 	jobs would be

offered. Hence, the 
"FEEL" Program was instituted.
 

9. 	 The program included personalized services to shippers,

immediate processing of shipments, and expedited pick-up and
 
delivery.
 

10. 	 NENACO had 300 units of 
10-ft containers and, on the average,

45-50 percent of the cargo capacity of the company's vessels
 
was being utilized in 1993. For passengers, around 30 percent

utilization was observed on 
most 	trips.
 

11. 	 Claims for lost or damaged cargo were processed and paid
within 15 days, whenever the shipping line was found to be 
at

fault. The standard procedure was that the consignee would

check his cargo 
upon its being released. If there was a
 
discrepancy in cargo volume or 
a problem with condition, and
the discrepancy was certified by a NENACO checker, the

consignee was issued a damage certificate and the same was

written on the delivery receipt. 
 Together with the damage

certificate and/or delivery receipt, the shipper then filed a

formal letter of claim with the supporting bill of lading.
 

12. 	 William Lines was operating only one cargo vessel to Negros

Occidental, 
the Wilcon V, which had a container capacity of

130 TEUs. The vessel called at Pulupandan port once a week
 
and plied the Manila-Pulupandan-Manila route.
 

13. 	 The main constraint of 
the shipping line in providing more
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service was the condition of the port at Pulupandan. The
 
shallow depth restricted the type and size of vessel that
 
could enter the port. Improvements to the port were needed, in
 
terms of additional lighting facilities, repaving of the port
 
surface, and improved arrastre operations and services.
 
Accordingly, the shipping line had no incentive to improve its
 
services, and planning or programming for service expansion
 
were not being actively done (in October 1993).
 

14. 	 The peak season for loading was October-February. When the
 
vessel was booked to capacity, shippers engaged tramping

vessels. However, the problem was that trampers did not have
 
regulated rates, so that they were apparently able to compete

with regular liners by offering reduced rates. During the
 
lean season, the William Lines vessel was booked only up to 50
 
percent of its capacity.
 

Interviews with Agencies
 

Interviews were held with the arrastre/stevedoring operator of
 
Banago Port.
 

1. 	 Banago Port Stevedoring was providing arrastre and stevedoring

services at the port of Banago at Bacolod City. Banago Port
 
is a private port, which had been developed by NENACO, and was
 
being used solely for the accommodation of NENACO vessels.
 

2. 	 The arrastre operator had seven forklifts for use in loading

and unloading. As long as there were vessels in port,

operations at the port continued. During abnormal conditions
 
such as heavy rains and thunderstorms, when damage to
 
unprotected cargo was probable, operations were interrupted
 
and resumed when normal conditions returned.
 

3. 	 The main problem with incoming cargo was the under measurement
 
by the shippers of the cargo. The arrastre operator had to
 
hire people to remeasure. Since shippers often claim a lower
 
volume to minimize costs, and since checking was done
 
randomly, not all cargoes were actually being charged

according to their real freight tonnage (cubic meters or
 
metric tons, whichever was greater). In cases where the
 
arrastre checker discovered the discrepancy, the cargo was not
 
released until the correct amount was fully paid. Hence,
 
checkers had to be alert all the time.
 

4. 	 Most of the claims of shippers for losses were the result of
 
pilferage which often occurred on 
the vessel while enroute.
 
When a shipper filed a claim, NENACO management created an
 
investigation committee to verify the claim. The arrastre
 
operator had damage inspectors whose responsibility it was to
 
inspect the cargoes for possible damage. These inspectors had
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5. 


6. 


7. 


0U. 


9. 


10. 


to 
be vigilant, since their findings might establish whether
 
or not there was any basis for claims for losses, pilferage or
 
damage.
 

Some of NENACO vessels were RORO vessels, but the port did not

have facilities for RORO operations, so they were being

operated as conventional vessels.
 

Shut-outs only occurred when the cargo volumes were very large

and could not be accommodated on 
the regular passenger/cargo

liners. The shut-out cargoes were then rebooked for loading

on cargo vessels. Delays in departure were usually caused by

equipment failure on 
the part of the vessel.
 

The NFA 
stated that Negros Occidental was a traditionally

deficit area in terms of rice. 
The province relied heavily on
 
Panay and Luzon for grains.
 

There were 6 ports at Bacolod City. Banago Port was the only
port used for the accommodation of both passengers and cargo,

while the other ports were used solely for cargo. The other

Bacolod City ports included Reclamation, JCU, Bredco, Racahe,

and Sto. Nifio. These ports were used mostly by 
motor

launches, tramping vessels and barges. 
 Reclamation port was

thought by the arrastre contractor to be ideal for flat bottom
 
vessels.
 

At Bacolod City, only NENACO was providing passenger services.
 
Cargo services were provided by NENACO 
at Banago Port,and
William Lines and Sulpicio Lines were providing both passenger

and cargo services at Pulupandan Port. Aboitiz Lines 
was
using Aboitiz Wharf, ano several tramper vessels were docking

at Reclamation Port. 
 Due to the conditions of the Aboitiz

Wharf, Aboitiz vessels were docking 
at Iloilo port, and
containers or breakbulk cargo were then being loaded on barges

and ferried to/from the Aboitiz wharf in Bacolod City.
 
Arrastre and stevedoring fees in the Ranago Port, in 1993,
 
were as follows:
 

Basis Arrastre Stevedoring
 

General Cargo Rev.Ton P24.50 
 8.60
 
Prime Commodities Rev.Ton
 

Rice 
 20.05 
 7.80

Sugar 
 15.60 7.80
 
Corn 
 24.50 7.80
 
Chicken 
 23.40 7.80
 
Eggs 
 24.50 
 7.80
 
Canned Fish 
 24.50 
 7.80
 
Milk 
 24.50 
 7.80
 
School Supplies 24.50 
 7.80
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Edible Oil 
 24.50 7.80
 
Palletized Cargo Rev.Ton 
 85 percent of applicable rates

Dangerous Cargo 
 Rev.Ton 150 percent of applicable rates
 
Live Animals
 

Small Per Head 
 2.15 1.75
 
Large Per Head 11.10 8.60
 

Steel Products Rev.Ton 35.05 
 8.60

Vehicle Rev.Ton 22.10 
 8.60
 
Heavy Lift
 
5 to 15 tons Met.Ton 135.90 8.60
 
Over 15 to 20 Met.Ton 128.65 
 8.60
 

Lumber 1000 Bd.Ft. 26.75 17.90
 
Container
 

10" & below 168.65/50.65 67.45
 
Over 10" & below 20" 337.25/134 75 112.45
 

11. Cargo commonly handled at the different ports included:
 

o JCU - rice, fertilizer, corn feeds and flour
 
o Sto. Nifo - lime and rice
 
o Bredco - cement, steel, sugar
 
o Racahe - general cargoes
 
o 
 Massi (Aboitiz Wharf) - containerized cargoes
 

12. Pulupandan Port was only being 
used by cargo vessels. The

perennia' problem was siltation, and the PPA had already spent
 
a lot of money for dredging.
 

13. At Pulupandan, the William Lines vessel, Wilcon 
IV, docked
 
every Wednesday, while Sulpicio Lines vessel, Sulcon IX,

maintained an erratic schedule. 
 Arrastre services were being

provided by ISACOR, but only manual 
labor and direct chassis
 
operation were provided.
 

14. Improvements needed at the port 
included the following:
 

o Adequate lighting facilities.
 

o Extension of facilities farther out to the sea, 
to
 
alleviate the problem of situation and insufficient water
 
depth, which did not allow vessels to dock during low
 
tide.
 

15. DTI statistics showed that non-traditional products had

consistently displayed export
higher performance than

traditional products. Non-traditional products comprised of
 
frozen prawn, garments, gifts and houseware items, furniture
 
and cutflowers.
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SHIPPER Interviews
 

Handicrafts/Export Goods
 

1. Madera Enterprises was a producer of 
terracotta and ceramic
 
ornaments and 
decors for export to Europe. The company had
been operating for seven years in Bacolod City. 
Around eighty

percent of production 
was being exported by sea transport,

with transshipment at Manila. 
Exports were mainly to European

destinations, including Belgium, Germany, and 
Italy. On the
 average, there was one 20-ft two
or 10-ft containers per
shipment. The items were 
packed in master cartons and loaded
into containers. One 
10-ft container could accommodate 50
 
boxes.
 

2 The peak months 
for shipment were April to September.

peak volume reached 4 containers per month. 

The
 

3. Madera used to send its products by air, but shifted to sea
transport in 1992. 
 At the time of conversion to sea
 transport, some difficulties were experienced by the shipper,
but Madera noted that NENACO had improved its service greatly

since the FEEL Program had been launched. There had been no
losses due to pilferage or breakage. The containers were
being brought to the factory of Madera for loading and 
were
sealed before being sent to the port. Trucking service was
also being provided by NENACO and the cost 
was P300/trip.
 

4. 
 The shipper expressed satisfaction with the services provided

by the shipping line. Accordingly, the feedback system was
good, monitoring constant
was and the shipping office
constantly followed-up information on the services the company

was performing for the shippers. The FEEL program even
 
guaranteed delivery within three days.
 

5. 
 The only problem cited by Madera was that the shipping company

provided only a forwarder's bill of lading and not an on-board
bill of lading. Madera noted the need 
to improve the port of
 
Banago.
 

6. 
 Reeds and Weeds Country Crafts was an exporter of pandan pyrex
baskets, placemats and hotmats, coasters, canisters and boxes.
 
The commodities were transshipped at Manila for Asia,
Australia, Europe and the United States. 
Forty percent of the

products were shipped to Spain, another forty percent went 
to
Japan, and the remaining 20 percent was being shipped to other
 
countries.
 

7. Transshipments were handled by a broker in Manila, 
so the
 
company only arranged for the shipments to Manila. Annually,

eight 10-ft containers were shipped 
out. The schedule of
shipment 
was every other month. There were instances,
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however, where 1 or 2 boxes were sent by air, but this seldom
 
occurred.
 

8. 	 The company was only using NENACO services, since NENACO's
 
port facility was nearest. In previous years, the products
 
were entrusted to a freight forwarder (who also used NENACO),
 
but, due to the improved service of the shipping line, Reeds
 
and Weeds, in 1993, was going directly to NENACO.
 

9. 	 The products were being packaged in cartons weighing around 20 
kilos. One 10-ft container accommodated 75 cartons and
 
freight costs amounted to P6000.
 

10. 	 The shipper expressed satisfaction with the services provided

by the shipping line. Although problems were frequently
 
encountered in Manila, the shipper did not need to be
 
concerned with these, since the broker was taking care of
 
matters in Mtanila.
 

'1. 	It was suggested, though, that the frequency of ship calls at
 
Bacolod should be increased.
 

Marine Products
 

12. 	 President Marine is a processing plant for prawns and other
 
marine products. The products of the plant were being sent to
 
their Manila office (Ocean Lite in Bulacan), which then
 
arranged for sales to Japan.
 

13. 	 The volume of shipment was dependent on the contract for
 
supply but, on the average, around two 40-ft reefer
 
containers, accommodating 20 tons of frozen prawns each, were
 
shipped per week. When the supply of prawns was high, the
 
plant would increase its shipment volume to six 40-ft
 
containers in a week, or a maximum of twenty 40-ft containers
 
a month. The products were being loaded on the Wilcon V of
 
William Lines or on an Aboitiz vessel. Only when the products
 
could not be accommodated by either of these two shipping
 
operators, was the company then using the services of NENACO.
 
However, NENACO only had 20-ft containers.
 

14. 	 The shipper surmised that NENACO did not impose CISO rates,
 
which explained why NENACO rates were more expensive. A 20-ft
 
container cost P10,000, when loaded on vessels of William
 
Lines or Aboitiz Lines, and that charge already included
 
arrastre and other incidental expenses, whereas NENACO was
 
charging P18,000. A 40-ft container, including arrastre
 
charges, cost the shipper P26,000 when shipped by vessels of
 
either William Lines or Aboitiz Lines.
 

15. 	 It was revealed that William Lines was at an advantage, since
 
Wilcon V had a flat bottom and, hence, docking at Pulupandan
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was not much of a problem. The William Lines vessel, however,
could only carry 6 reefer vans. Out of the six, two 
were
being reserved for accommodation of Iloilo cargo, three were
reserved for San Miguel, 
and only one for President Marine.

President Marine found remedy by
a 	 installing their own
generator on board Wilcon V. 
The generator used up to 2 drums
of crude oil and 
could provide sufficient power for three
containers, thus allowing PMI 
to load four reefer containers
 
in all.
 

16. 	 The problems cited by PM! weie:
 

o 	 Vessel calls at Pulupandan port were very few.
 

o 	 The Aboitiz vessel was actually docking at Iloilo. The
 
cargo was first sent to Iloilo by barge, where 
it was
loaded on the Aboitiz liner vessel. However, the barge

trip 	depended upon whether 
or not there was sufficient
 
docking space at Iloilo.
 

17. 	 Top Processing Center, Inc. had been operating since 1990, and
was an exporter of frozen 
prawns. The products were first
being sent to Cebu or 
Manila before they were shipped out of
the country. 
 On the average, two 20-ft container vans were

being shipped per week. The end destinations of the products
 
were the U.S.A. and Japan.
 

13. 	 The products were 
being packed in carton boxes and loaded in
NENACO containers. On the average, 95 metric tons 
was being

shipped out per month.
 

19. 	 Top Processing noted that were
delays sometimes being
experienced due to the late arrival of the vessel or, perhaps,
due to engine trouble. Nevertheless, the services provided by
the shipping company were "fair", and NENACO, up to that time,

bad been able to provide the required services.
 

20. 	 It was suggested, though, that the shipping company improve

their generator set, to be able 
to accommodate more reefer
 
vans.
 

21. 
 Ocean Direct was also exporting frozen prawn to the U.S.A.,
via 	 Tloilo, where the prawns 
 were undergoing further

processing. On the average, 40 metric tons were being shipped
every year. The products were first ferried to Iloilo by
barge, before they were 
then loaded on vessels of Aboitiz
 
T.ines.
 

22. 	 The shipper opined that services of the shipping line were
 poor and required improvement. He noted that 
processing of
documents required too 
long a period and freight costs were
 
high.
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Furniture
 

23. 	 Sasson Shop was shipping furniture to Cebu on a weekly basis
 
on a NENACO vessel. The furniture items were being loaded in
 
containers, and were of assorted sizes. Corrugated boards
 
were 	being used for packaging.
 

24. 	 Delays in shipment had been experienced, but they had had very
 
minimal effects on the business. NENACO informed the shipper
 
of any anticipated delays, so that the proper arrangements
 
could be made.
 

25. 	 The shipper considered the service of NENACO to be very good,
 
and expressed his hope that NENACO would maintain their
 
service standards.
 

General Merchandise
 

26. 	 International Pharmaceutical Inc. was a supplier of imported
 
pharmaceutical products bound for Cebu and Iloilo. The
 
products were being sent by truckload or container aboard
 
vessels of NENACO or on tramping vessels.
 

27. 	 The annual volume shipped to Cebu totaled to 42,000 boxes,
 
whereas for Iloilo, the annual volume reached just 1,000
 
boxes. On the average, 200 boxes were being sent monthly.
 

28. 	 The shipper had had to file claims for losses due to breakage
 
and theft. These claims had been processed and handled
 
promptly.
 

29. 	 Accordingly, NENACO was extending satisfactory services to the
 
shipper. There was, however, sometimes a problem that lay
 
with the arrastre, where loading and unloading of cargo was
 
concerned.
 

Food 	Products
 

30. 	 First Farmers Food Company was shipping feeds, day-old chicks
 
and dressed chicken, mainly to Panay. The company was
 
utilizing tramper vessels and the vessels of NENACO.
 

31. 	 The feeds were being loaded in containers when sent via NENACO
 
(twice a week), but as breakbulk cargo when tramper vessels
 
were used. The shipper noted that lower costs were incurred
 
when sent through NENACO as compared to trampers. One
 
container could accommodate 150 bags of feeds, of 50 kilos per
 
bag. The peak months of shipment were September to December,
 
and the lean months were January to August.
 

32. 	 Dressed chickens were being packed in sacks with ice, and
 
around six tons of dressed chicken was being shipped every
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week.
 

33. 
 The shipper stated that no major problems or difficulties had
been encountered with the shipping services. 
 [he main growth
constraint of the 
company basically lay in the 
adequacy of
their 
 production facilities. Accordingly, the only
improvement that would be needed was a gradual increase in the
frequency of ship calls 
at the port.
 

Dangerous Cargo
 

34. 
 Asian Alcohol was supplying alcohol to Tanduay Rhum Distillery
in Manila. 
This cargo is inflammable and was being contained
in drums of 200 liters. These drums 
were loaded in 20-ft
container vans and shipped 
 from Pulupandan port. An
alternative 
means of packaging was the 
use of liquid bulk
containers, 
which contained 1000 
liters. The company was
using the services of William Lines.
 

35. All cargo and freight charges 
were being paid in Manila
(freight collect) by consignees and expenses incurred by the
shippers were only trucking and arrastre handling.
 
36. So far, no significant problems 
had been encountered 
in the
shipment of alcohol. There had, 
however, occasionally been
minor leaks 
in the drums that resulted in some 
spillage.
 

Freight Forwarders
 

37. 
 Pambato Freight Forwarder (operating for 18 years) usually
handled dry goods, such as garments and food supply, hardware,
and auto supply from Manila, Cebu or 
Iloilo. Incoming cargo
averaged to 15 10-ft containers per week. The goods 
were
mostly 
loaded on Negros Navigation vessels. 
 On a monthly
basis, volumes equivalent 
to 20 TEUs were received in Bacolod
for dispatching. Only parcels were being sent by air.
 

38. Freight rates that 
applied were usually the Class A rates of
 
NENACO.
 

39. 
 Regarding problems encountered, the company manager indicated
that not 
many problems were actually being experienced. 
 The
more common ones, 
however, included: 
 lack of container vans
at the port of origin, 
which caused delay to shipment;
mishandling of cargo by arrastre labor, causing holes or other
damage to cargoes; and defective containers, causing leakage
of water into van.
the Nevertheless, whenever 
damage or
losses were incurred, the company filed a 
claim with the
shipping line and the claim was duly processed. Depending on
the case, payment or settlement might take some time.
forwarder 
was paying the consignee even 
The
 

before settiements
 were 
reached with the offending shipping lines.
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40. 	 The cargoes were being picked up at the pier by a trucking

service, which cost the forwarder P450.00 per 10-ft container.
 

41. 	 The company contended that services provided by NENA(CO had
 
been satisfactory, and that no major problems had yet been
 
encountered.
 

42. 	 Sea Line Cargo Forwarders bad been in operation for 9 years in
 
Bacolod City. The company was serving cargo from/to Manila
 
and was loading the cargoes on vessels of NENACO. Incoming

shipments were more frequent, as compared outgoing
to 

shipments. Cargoes from Manila were received three times a
 
week, whereas cargoes to Manila were being shipped out only
 
two times a month at the most. The company was using 10-ft
 
containers, and an average of 30 10-ft containers were 
being

handled a week.
 

43. 	 During the peak season, which fell in the months of September
 
to December, around 40 10-ft containers were handled per week.
 
Incoming cargoes included: hardware, shoes, cotton goods,

clothing materials, school uniforms and school supplies.

Outgoing cargoes were usually general merchandise and paints.
 

44. 	 Problems encountered were:
 

o 	 Water damage brought about by leaks in the containers.
 

o 	 Pilferage, but very seldom, since whenever a seal had
 
been tampered with, the company was able to file a claim
 
with NENACO.
 

o 	 NENACO should provide new containers, since most of the
 
existing ones were old or damaged, and there had been
 
instances where container vans were lacking and the
 
shipper then had to wait before his cargo could be
 
shipped.
 

45. 	 The freight forwarder noted that significant delays usually

occurred only during typhoons or bad weather conditions.
 

46. 	 The company owned two 10-wheeler trucks for delivery and pick
up. Loading and unloading of cargoes from containeis was done
 
at the ScaLene warehouse/office. It normally took one week
 
from the date of loading up to the day of delivery of the
 
goods to the customer. During typhoons, delivery times
 
extended to two weeks.
 

47. 	 It would be a welcome improvement if RORO facilities were to
 
be provided at the port of Banago, but then this might also
 
entail more investments for shippers, who would have to
 
acquire new trucks.
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48. 	 Danfer Cargo Forwarders was arranging shipments of dry goods

and hardware from Manila. 
An average of 10-12 containers was
 
received.every week.
 

San Carlos City
 

The 	LISRS team visited San 
Carlos City to investigate the
 
status of development of the port facility 
into a RORO port. The
team interviewed the City Planning and Development Coordinator, the

Philippine Ports Authority Terminal 
Supervisor and two shippers.

The object of the interviews was to assess the status of the RORO
 
port and 
to gather views and opinions on its implementation,
 

I. 	 The City Planning and Development Coordinator stated that the
 
PPA held sole responsibility for the development of San Carlos
 
Port since the present income generated from port operations
 
went entirely to the PPA.
 

The port was a RORO port and was basically linked to Toledo
 
City 	in 
Cebu 	province by ferry services. The shipping line

providing services was the Danilo Lines Company, which ferried

both passengers and cargoes to Toledo. 
 San Carlos Port was
 
also being utilized by tramping vessels carrying construction
 
materials and the like.
 

3. 	 According to the Terminal Supervisor, the city of San Carlos

had not yet been able to realize the potential benefits of the

RORO 	facility, 
as it was not being utilized as originally

intended. This failure to properly and 
fully utilize San
 
Carlos Port was mainly due to the inadequacies of Toledo Port,
 
which was still 
under rehabilitation.
 

4. 	 It was expected that, once 
the Toledo Port RORO facility had
 
been upgraded, economic growth 
of both cities would be
 
triggered.
 

5. 	 The port at Toledo was reportedly in a terrible state. 
 Even

if RORO operations were possible at San 
Carlos Port, the
 
connecting port would not be 
capable of supporting RORO

operations. The pier at 
Toledo could not yet sustain heavy

truck loads, and 
 had first to undergo repairs and
 
rehabilitation. Nevertheless, repairs were expected to be
 
completed in a year's time.
 

6. 	 In the meantime, improvements that were needed at San Carlos
 
Port included: provision of 
lighting facilities and a back-up
 
area for containerized cargo, and, more 
importantly, dredging

of the sea bottom. The PPA had 
a fleet of dredging vessels
 
but it was very diificult to obtain any of them for San Carlos
 
dredging operations, since bigger 
ports were always given
 

119
 



priority.
 

7. 	 The PPA alleged that the shipping line serving the port was
 
imposing exorbitant freight charges. The Terminal Supervisor
 
requested the LSRS team to talk to some of the shippers to
 
also got their views in regard to the charges.
 

8. 	 Informal talks with some of the shippers revealed that the
 
shipping line did not have fixed rates for cargo. Whenever
 
there was competition, the rates were reduced. Otherwise, the
 
rates appeared to be very high. The shippers did not want to
 
complain, however, since the shipping services were basically
 
monopolized by Danilo Lines, and the shippers had no
 
reasonable alternative means of shipping their cargoes.

Occasionally, a cargo vessel was docking to serve the San
 
Carlos-Cebu route, but that service was not regular. The
 
shippers were worried that if it was learned by the ferry
 
operator that they had complained, their shipments would not
 
be accepted or attended to any longer. Moreover, they had no
 
basis for judging that the rates were high, since they did not
 
know 	what the authorized rates were.
 

9. 	 The shippers suggested that a new shipping line should also
 
serve the port to offer competition.
 

Province of Siquijor
 

An interview was held with the Governor of Siquijor to get his
 
views and an assessment of the shipping services provided to
 
Siquijor. This was a follow-up interview, after a statement had
 
been made by a representative of the Governor at a public hearing
 
(in August 1993), to that effect that Siquijor port had 100 percent
 
loaded vessels at all times. Principal points made during the
 
interview are listed below.
 

1. 	 The Governor of Siquijor stated that the lack of shipping
 
services had been a perennial problem since 1986.
 

2. 	 The population of Siquijor was 80,000, and one-third of the
 
population required interprovincial mobility.
 

3. 	 There was one shipping line only operating to Siquijor, aside
 
from the numerous motor launches and pumpboats. George and
 
Peter Lines had one vessel docking twice a week. Sweet Lines
 
used to operate to Siquijor, but had stopped calling due to
 
the financial problems of the company. Palacio Shipping Lines
 
had, similarly, ceased to operate to the island.
 

4. 	 Ninety percent of the economy depended on Mindanao.
 

Foodstuffs were brought in during lean months of harvest from
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Mindanao, but bigger vessels were required for these cargoes.

During the "habagat", it was very risky to cross the seas to

Mindanao, since the waves tended to be 
very high. Several
 
mishaps had already occurred causing the lives of several
 passengers. The sea was known to all to be very rough and

dangerous. 
The use of wooden bancas should not be tolerated,

since their employment 
risked the lives of the passengers.

However, in 1993, there was no real 
 alternative to the
 
continued reliance on 
such vessels.
 

5. 	 An important observation was that shipping vessels were being

overloaded with passengers 
most of the time. The Governor
 
noted that the port in Siquijor was big enough to permit it to
accommodate larger vessels. 
The problem was that the shipping

lines wanted to profit, and, accordingly, the volumes of
 
passenger and movements not
cargo 	 were 
 sufficient to make
 
large vessel operations viable.
 

6. 	 George and Peter Lines could no 
longer cope with the demand,
 
even by having additional vessels, since what was 
needed was
 
a bigger vessel.
 

7. 	 Some shipping companies had occasionally signified their
 
interest in providing services, but as yet (in October 1993),

none had entered routes calling at Siquijor. The governor was

actively in search of new operators who would be willing to
 
provide the desired services.
 

Guimaras Province
 

LSRS fieldwork on the island of Guimaras was carried out in
April 1994, after submission of the draft report shipping
on

services of the Central and Western Visayas. Fieldwork extended to
interviewing shipping and 
ferry operators performing services to
the 	 island, and interviewing, as well, Guimaras shippers 
of
 
mangoes, rice, 
livestock, and other commodities.
 

Shipping Operators
 

The LSRS had discussions with ferry boat operators at the port
of Jordan and with motor banca (pumpboat) operators at Jordan,

Buenavista, Suclaran, Cabalagnan.
and Points made by these
 
operators were:
 

1. 	 There were seven entry/exit points that were being utilized by

traders/travelers to/from Guimaras Island, namely:
 

a) Jordan Port
 
b) Buenavista Port
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c) 	 Suclaran Port
 
d) Paos River Port
 
e) Sebario Seashore
 
f) Sebaste Port
 
g) Cabalagnan Port
 

2. 	 The ports of Jordan and Buenavista were catering to pumpboats
 
and fe'rry boats (Jordan only) going to and coming from Iloilo.
 
The ports of Suclaran, Paos and Sebaste, as well as Sebario
 
seashore, were catering to pumpboats going to and coming from
 
Pulupandan (Negros Occidental). The port of Cabalagnan was
 
catering to pumpboats going to and coming from Villadolid
 
(Negros Occidental).
 

3. 	 The ports of Jordan and Buenavista were located on the
 
northwestern coast of Guimaras facing Iloilo. The ports of
 
Cabalagnan, Sebaste, Sebario, Paos and Suclaran were located
 
on the southeastern coast of Guimaras facing Negros
 
Occidental.
 

4. 	 The distance from Jordan port to Buenavista was 16 kilometers
 
(km.). There were no public utility vehicles plying this
 
route in April 1994. The distance from Jordan to Cabalagnan
 
was 43 kms. The passenger fare on this route was
 
F13/passenger and the freight rate was R1.00/kilogram of
 
cargo. The travel time was approximately two hours by public
 
utility jeepney (PUJ).
 

5. 	 The distance from Cabalagnan to Sebaste was approximately 25
30 kms. The distance from Sebaste to Sebario was
 
approximately 4 kms. The distance from Sebario to Suclaran
 
was approximately 15 kms. Suclaran and Paos were just 3 kms.
 
from each other. Paos was located between Sebario and
 
Suclaran. In April 1994, there were no public utility
 
vehicles operating between these coastal towns.
 

6. 	 Tn the case of Suclaran to Buenavista, the distance was about 
30 kms. The travel time was around one hour and thirty 
minutes by PUJ. The passenger fare was R 8.00/passenger. All 
public utility jeepneys operating in the province of Guimaras 
were li.terally loaded with passengers inside, on top roof, and
 
partially on the sides outside of vehicle. The condition of
 
most of the Guimaras road network was poor, and many of the
 
road sections traverse rugged/rolling terrain.
 

7. 	 There were five ferry boats operating on the Jordan-Iloilo
 
(Muelle Loney St.) route, namely:
 

Name 	of Ferry Boat GRT Pass. Cap.
 

M/L Ferry Queen 27.69 78
 
M/L Load Star 38.90 105
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M/B Superstar 
 23.64 
 74

M/B Island Hopper 11.76 56

M/L Island Princess 19.35 
 74
 

8. The first trip of 
a ferry boat from Jordan to-Iloilo left at
0700 hours, 
and the last trip left at 1800 hours. The first
ferry trip 
in the opposite direction, i.e., from Iloilo to
Jordan, left Iloilo at 0545 hours and the 
last trip was at
1700 hours. The interval of ferry boat trips 
on this route
was every 25-30 minutes. All 
 ferry boats were staying
overnight 
at the port of Iloilo (Muelle Loney St.). The
 passage fare was P5.00/passenger. 
The route has a distance of
around 5 n.m., and the travel 
time by ferry boat was 15-20
minutes. Based on actual observation, the average load factor

of ferry boats, in April was
1994, 90 percent.
 

9. 
 The ferry boats were provided with an exclusive berthing space
at the port of Jordan. The pumpboats were not being allowed
to utilize the berthing space reserved for the ferry boats.
The ferry boat owner was 
believed by interviewees to be the
lessee of the said space, i.e., as authorized by the municipal
 
government.
 

10. The ferry boat owner was looking into the possibility of
operating a ferry boat 
service on the Cabalagnan-Villadolid

(Negros Occidental) route. 
This was also the intention of the
mayor of Jordan. Both welcomed the idea of opening a direct
route from Suclaran to Bacolod (Negros Occidental).
 

11. There was a total of 42 pumpboats that were operating on the
Jordan-Iloilo (Ortiz St.) 
route. 
The first trip of a pumpboat
to Iloilo left Jordan at 0530 hours and the last 
trip left at
1800 hours. 
There was no regular time interval being followed
 as regards pumpboat operation. The rule was, 
once the
pumpboat reached the 37 passenger load limit imposed by PCG,
then it would depart for Iloilo. Two or three pumpboats might

leave at 
the same time.
 

12. 
 The Jordan pumpboats had adopted a scheme of "alternate system
of operation", i.e., the 
first group of 21 pumpboats would
 operate for only one whole day and the second group, also of
21 pumpboats, would operate on 
the following day. However,
there was one member of the pumpboat operators association who
 was given 
the privilege of operating his pumpboat daily
without regard 
to the rule of their association. This 
was
tolerated by other members 
 just to avoid serious
conflict/confrontation. 
 The association was asking whether
MARINA might 
be able to help them in this matter, since the
association was 
paying supervision fees to MARINA.
 

13. The pumpboats that were 
operating on the Jordan-Iloilo route
had sizes ranging from 4 CRT to 14 GRT. 
The passage rate was
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5.00/passenger. Each pumpboat was making an average of two
 
round-trips per day.
 

14. 	 The Jordan Motor Banca Association suggested that, whenever
 
there would be round table discussion to thresh out problems,

it would be desirable to include the PCG, Customs, PPA,
 
SHIPPERCON/DTI, MARINA and PNP in every sitting.
 

15. 	 In the case of PNP, the association was wondering why it
 
seemed that the police were allowed to enjoy authoritative
 
jurisdiction over the operation of the port of Jordan. They

also 	indicated that they did not know where to complain, and
 
MARINA was not helping them. There was also a question of why
 
they were just being permitted to charge a passage of
 
P5.00/passenger.
 

16. 	 The Buenavista-Iloilo route was shorter by around one nautical
 
mile the Jordan-Iloilo route. However, this advantage was
 
being counterbalanced by a policy of the PCG in Guimaras,
 
namely, the PCG was limiting the passenger load to 27
 
passengers/pumpboat on the Buenavista-Iloilo route. This was
 
in contrast to a PCG-imposed passenger load limit of 37
 
passengers/pumpboat on the Jordan--Iloilo route. Out of 37
 
passengers allowed by the PCG, the equivalent passenger fare
 
of two passengers (P 10.00) was being religiously remitted to
 
the PCG. With 21 pumpboats operating each day, the daily

collection of PCG (on this alone) was P 210, or equivalent to
 
P 6,300/month.
 

17. 	 The Buenavista Motor Boat Association reported that there were
 
46 pumpboats operating daily on the Buenavista-Iloilo (Parola)
 
route. However, based on a 2-day actual pumpboat traffic
 
count at the port of Buenavista, the total nimber of pumpboats
 
operating daily on the said route was 39. The "alternate
 
system of operation" was not being applied on this route. All
 
pumpboats were being allowed to operate daily, i.e., each
 
pumpboat was just given a priority number to be followed. The
 
first trip from Buenavista to Iloilo was at 0500 hours and the
 
last trip was at 1800 hours.
 

18. 	 The distance from Buenavista to Iloilo (Parola) was 4 n.m.
 
The passage rate was P 5.30/passenger. The sizes of pumpboats
 
operating on this route ranged from 4 GRT to 20 GRT. The
 
Buenavista pumpboat association reported that each of their
 
pumpboats could make an average of 10 round-trips/day.

However, based on a 2-day actual pumpboat traffic count at the
 
port of Buenavista, the average number of round-trips was 2
 
round-trips/pumpboat/day.
 

19. 	 The Suclaran pumpboat operators mentioned that there were only
 
two pumpboats operating on the Suclaran-Pulupandan route. The
 
pumpboats were the MBCA Lars 2 and the MBCA Panchito 2. The
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20. 


21. 


23. 


24. 


average size of these pumpboats was 10 GRT and they had an
 
average capacity for 45 passengers. 
The route has a distance
 
of 
13 n.m. The travel time was around one ho-r and thirty

minutes. The passage rate was 
P 15/passenger. The twopumpboats were alternately operating every other week. The

first trip from Suclaran to Pulupandan departed at 
1100 hours
 
and the last trip departed at 1700 hours. The first trip from

Pulupandan to Siuclaran left at 0900 hours the trip
and last 

left at 1230 hours.
 

There were two pumpboats operating on the Paos-Pulupandan

route. These were 
the MBCA Inday Terry I and the MBCA inaay

Terry II. 
 The average size of the pumpboats was 10 GRT. The

pumpboats had an 
average capacity for 40-45 passengers. The
 
two pumpboats were alternately operating every other week with

the same schedule as that of the pumpboats operating 
at the
 
port of Suclaran. Travel time 
on the Paos-Pulupandan route
 
was almost 
two hours. The passage rate was 9 15/passenger.
 
There were also two pumpboats plying daily the Sebarioon 


Pulupandan route with sizes of 6 GRT and 7 GRT. 
The pumpboats

had an average capacity for 30 passengers. One pumpboat was
leaving Sebario bound 
for Pulupandan at 0500 hours and the

other pumpboat 
was leaving Sebario for Pulupandan at 0900

hours. Each pumpboat was making one round-trip per day. The

Sebario-Pulupandan route 
has a distance of approximately 10
 

travel exceed
n.il. The did not one hour. The passage rate
 
was R 10/passenger.
 

There was reportedly only one pumpboat operating on the
Sebaste-PILlupandan route. 
 Its size was 6 GRT and it had 
a

capacity for 30 passengers. It only operated once 
per day in
the early morning. The vessel did not 
operate every day,

however, but only when 
traffic was offering. The route was
around 13-14 n.m. The travel time was around one hour. 
 The
 
passage rate was P 15/passenger.
 

One of the pumpboats plying the Sebario-Pulupandan route used
 
to operate on the Sebaste-Pulupandan 
route. The pumpboat

shifted its operation in favor of Sebario seashore (i.e., 
even

though the Sebaste pier was comparatively developed) because
the seashore happened to be at the back 
of the house of the
 
owner of the pumpboat. The port of Sebaske, in April 1994,
looked to the LSRS 
team like an abandoned structure. Its pier

was, at 
the time, being used for agricultural commodity drying
 
purposes.
 

There were two pumpboats operating daily and simultaneously on

the Cabalagnan-Villadolid route. These were the MBCA Diome
 
Jun and the NIBCA Hornet. 
 The sizes of the pumpboats were 5
GRT and 6 GRT, 
and they had an average capacity for 30
 passengers. Both pumpboats leaving Cabalagnan
were 
 at 0430
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hours bound for Villadolid, and both also left from Villadolid
 
at 1100 hours bound for Cabalagnan. The two pumpboats were
 
only 	making one round-trip per day. The Cabalagnan-Pulupandan
 
route distance is 25 n.m., and travel time was around two
 
hours. The passage rate was R 25/passenger.
 

25. 	 The pier of Cabalagnan was made of concrete, but also looked
 
abandoned. The pumpboats were not using this pier, in favor
 
of using the nearby seashore. The operators felt that their
 
pumpboats would be much safer using the seashore, instead of
 
the constructed pier. They complained that it was difficult
 
and dangerous to berth at the pier, because of waves and the
 
absence of lighting facilities.
 

26. 	 The pumpboat operators felt that the passengers/shippers were
 
satisfied with their service performance. They were not aware
 
that most passengers in Guimaras were just accepting the
 
unpleasant odors of livestock shipments, and the dirty
 
dust/powder from charcoal shipments during the voyages. The
 
cargo shipments were always positioned on the front deck
 
portion of the boat directly facing all the passengers. Once
 
the pumpboat started steaming, the wind direction would be
 
directly towards the passengers, thereby assailing all the
 
passengers with shipment dust and odor.
 

Shipper Interviews (Jordan Port)
 

1. 	 There were three mango traders who were interviewed in the
 
municipality of Jordan. One of these traders was shipping out
 
mangoes from Jordan to Iloilo for export to Japan/Hong Kong,
 
i.e., to be transshipped in Manila. This trader indicated
 
that he was shipping an average of 30 boxes of mangoes every
 
week during the harvest season, which is from February to May.
 
The trader also emphasized that he had not experienced any
 
problem at all with shipping mangoes, since there were plenty
 
of pumpboats available at the port of Jordan, and the
 
necessary arrangements, as well as the financial requirements,
 
were always taken care of by the consignee who was stationed
 
in Iloilo City.
 

2." 	 The other two mango traders who were interviewed were shipping
 
out mangoes from Jordan bound for Iloilo City. One of these
 
traders was shipping out 30-50 small boxes )f mangoes (20
 
kilograms/box) and 20-30 big boxes of iangoes (30-50
 
kilograms/box) once a month during the harvest season. The
 
other mango trader was shipping 15-30 big boxes of mangoes
 
(40-45 kilograms/box) once a week. The freight rate for
 
mangoes from Jordan to Iloilo was P2.50/small box and
 
P7.00/big box. There was no arrastre office at the port of
 
Iloilo (Ortiz St.) where the shipments were being unloaded.
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The farm gate price of mangoes was P23.00/kilogram and the

selling price at the destination ranged from P30 to
 
P35/kilogram.
 

3. 	 Other fruit traders who were interviewed were each shipping

sineguelas, chico and 
atis from Jordan to Iloilo. The
 
shipment frequency was once a week. 
 The average size ofshipment was 20-25 boxes (25 kilograms/box). The freight rate 
was I 5.00/box and the arrastre at the port of Jordan was
 
P1.50/box.
 

4. 	 A jackfruit shipper was shipping 2-3 
sacks of jackfruit (40

kilograms/sack) from .ordan to Iloilo 3 times a week. 
 There
 were 15 jackfruits in one sack. The freight 
rate was

.54.00/sack and the arrastre was 
P 1.00/sack. The tricycle
 
hiie at destination was P 15-20 
for two sacks of jackfruits.

The farm gate price of jackfruit was P 5.00/fruit and the

selling price at 
destination was P 10.00/fruit.
 

,. 	 A i-ice trader was shipping 200 sacks of rice (50

1Kilograms/sack) 
 from 	Jordan to Iloilo two times 
a year. The
 
freight rate was R 2.50/sack. The arrastre rate at the port

of Jordan was P 0.90/sack and the arrastre rate/porterage at

the port of Iloilo was R 0.50/sack. The buying price of rice
 
in Jordan was P 550/sack and the selling price in Iloilo was
 
P-570/sack.
 

6. 	 A shellfish shipper 
was shipping one sack of shellfish (50

kilograms/sack) from Jordan 
to Iloilo six times a week. The
 
freight rate was P 5.00/sack and the arrastre was P 1.50/sack.

The buying price 
of rice in Jordan was R 180/sack and the 
selling price in Iloilo was P 280/sack. 

7. 	 A prawn shipper was shipping 60 boxes of prawns (30

kilograms/box) from Jordan 
to Iloilo three times a year. The

freight rate was 
P 5.00/box and the arrastre was P 3.00/box.

The buying price of prawns 
in Guimaras was P 200/kilogram and
 
the selling price in Iloilo was 
R 250/kilogram.
 

o 	 A0. 	 ri poultry trader was shipping 12 boxes of chicken 
(approximately 100 head) from Guimaras to Iloilo six to eight

times a 
year. The minimum weight per chicken was one
kilogram. It was noted that chicken shipments mostly weighed
more than one kilogram/head (or they'would not be profitable).
The freight rate was R 0.25/head and the arrastre was also 
P0.25/head. 
The farm gate price was P 55/head and the selling

price in Iloilo was R 5 5-57/kilogram.
 

9. 
 A hog shipper was shipping 5-8 hogs to Iloilo every week. 
The

hog weights ranged from 40 to 80 kilograms/head. The freight

rate for a 40-kilogram hog was P 15.00 and for the 80-kilogram

hog was P 25.00. The arrastre at the port of Jordan charged
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P3.00/head. The buying price in Guimaras was R 30-35/ki logram 
(live). The selling price in Iloilo was P 40/kilogram (live). 
The small hogs were usually carried one by one by the arrastre 
gang from the wharf to the pumpboat along a 7-inch wide plank. 
The heavier hogs were made to walk on the said plank, i.e., 
each hog would be guided by two arrastre gang members with one 
member in front pulling the head or ears of the hog towards 
the pumpboat and the other arrastre member, while holding the 
tai I, would be the one pushing the hog. All the hog shipments 
were being loaded on the front deck of the pumpboat fronting
 
the passengers.
 

10. 	 A goat shipper was shipping 30 goats (8-10 kilograms/head)
 
from Guimaras to Iloilo two times a month. The freight rate
 
was F 3.00/head and the arrastre was P 2.00/head. The farm 
gate price of goats was R 65/kilogram and the selling price in 
Iloilo ranged from P 70 to F 75/kilogram. The goat shipments 
were being loaded onto the pumpboat in the same manner as the 
hog shipments. 

11. 	 A cattle/carabao trader was shi,.ping 40 head from Jordan to
 
Iloilo once a week. The ratio of cattle to carabao shipment
 
was approximately '70:30. It was revealed that this weekly
 
shipment was not owned by a single shipper alone, but there
 
were usually three or four owners who jointly shipped their
 
livestock. The practice was to entrust to one responsible
 
shipper the whole consignment of cattle and carabao.
 

12. 	 The unit weight of cattle ranged between 120 and 200
 
kilograms/head and the unit weight of carabao ranged between
 
150 and 250 kilograms/head. Only ten head of these kinds of
 
livestock were allowed to be loaded on a puiapboat per trip,

for safety reasons. The freight rate for cattle was P 80/head
 
and the freight rate for carabao was P 100/head. The arrastre
 
charge at the port of Jordan was P 20/head. The freight rate
 
for carabao was higher than the freight rate for cattle
 
because, it was said, the carabao had long horns and had 
proved to be difficult or risky to be loaded and guarded on 
board the pumpboat. The farm gate price for cattle was R 30
35/kilogram and for carabao was F 28-30/kilogram. The selling 
price at destination was P 70-80/kilogram. 

13. 	 Both cattle and carabao were made to walk on the 7-inch wide
 
plank from the wharf to the pumpboat. There were arrastre
 
gang members guiding each animal in front and from behind.
 
The gang members in front would be pulling the livestock
 
towards the pumpboat by using a rope tied to the neck or horns
 
of the animal, while the other gang members would be pushing
 
the animal from behind.
 

14. 	 The cattle and carabao were usually afraid to board on the
 

pumpboat and would sometimes jump into the sea while being
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loaded, i.e., once or 
twice every two months. Whenever this

happened, two or three arrastre gang members would also jump

into the sea to guide the cattle or carabao back to the shore
 
or to the side-steps of the wharf and escort 
the animal back
 
to the loading area. Oftentimes, a cow or a carabao would

jump 	into the sea twice or even three times to be followed

each time by the arrastre gang, before the animal would be
 
successfully loaded onto the pumpboat.
 

15. 	 The schedule of livestock shipment from the port of Jordan was

only on Sundays in the early afternoon (1300-1400 hours,

approximately). This was 
just about the time that the herds

of cattle and carabao would arrive at 
the port of Jordan from
the 8-kilometer walk from Barangay San Miguel (Jordan) where
 
the clearance and the processing of 
necessary documents was

being done. Unlike the hogs or goats which could be 
loaded on
 
a jeepney, cattle and carabao shipments would just be escorted
walking from San Miguel, beginning at around 1000-1030 hours,

to 
reach the port of Jordan in time for shipping out to

Iloilo. Cattle and carabao which 
were to be shipped were

provided with distinguishing marks by the owner, e.g., shaving

a small portion of hair on the back of the 
livestock or using

paint.
 

16. 	 There were no problems raised by the shippers. There were no
complaints regarding cargo losses, damage, 
or spoilage. The

only 	complaints were in regard the
to freight rates and the
arrastre charges at the port of 
Jordan. The shippers were

requesting 
lower freight rates and the exclusion of the
arrastre from the port of Jordan. reasoned
They that the

other ports of Guimaras 
 had 	 no arrastre services, and
therefore there were no additional charges for such services

being imposed on the shippers using those ports. The shippers

using the port of Jordan, thus, objected to the discrimination
 
against them, 
that resulted in cost disadvantages vis-a-vis
 
other Guimaras shippers.
 

17. 
 The port of Jordan had no covered waiting area for passengers

and shippers, in April 1994. There were 
also 	no lightning

facilities. Loading and unloading of shipments was being done

manually along 
a 7-inch wide plank, or sometimes along the

outrigger of the pumpboat, with an 
improvised wooden pole
railing held by two pumpboat crew at 
both 	ends, i.e., one was
positioned on board the boat and the other 
crew 	member would
 
be positioned on the side of the wharf.
 

18. 	 The shippers had 
no complaints as regards cargo accommodation
 
service being prcvided by the pumpboats and ferry boats at the
 
port of Jordan.
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Shippers Interviews (Buenavista Port)
 

1. 	 A mango trader was shipping 300-400 boxes of mangoes (40-60
 
kilograms/box) from Buenavista to Tioilo twice a week. The
 
shipments were intended for export to Japan, i.e., to be
 
transshipped at Manila. The freight rate from Buenavista to
 
Iloilo (Parola) was R 5.00/box. There was no arrastre office
 
at the port of Buenavista. The crew of the pumpboat were the
 
ones who did the loading of cargo. Shipments were handled
 
manually by the crews, without additional charges.
 

2. 	 A vegetable shipper was shipping out 10-20 boxes of assorted
 
vegetables (50-60 kilograms/box) from Buenavista to Iloilo
 
every day. The freight rate was P 5.00/box.
 

3. 	 A fish trader was shipping 15--30 boxes of fish (40
 
kilograms/box) from Buenavista to Iloilo three times a month.
 
The freight rate was R 7-8/box. There were no complaints
 
regarding spoilage since the travel time was at most 15
 
minutes (4 n.m.) on this route.
 

4. 	 A hog trader was shipping 8 head (45-50 kilograms/head) from
 
Buenavista to Iloilo three times a month. The freight 
rate
 
ranged from P 40 to P 50/head. The hogs were loaded manually
 
by the crew of the boat, i.e., either carried one by one or
 
guided along a wooden board towards the boat.
 

5. 	 A cattle trader was shipping 2-3 head of cattle from
 
Buenavista to Iloilo two times a month. The average weight of
 
his cattle was 120 kilograms/head. The minimum freight rate
 
was P 80/head.
 

6. 	 A carabao trader was shipping 1-3 head of carabao (200
 
kilograms/head) every shipment from Buenavista to Iloilo. The
 
frequency of shipment was twice a month. The freight rate was
 
R 100/head.
 

7. 	 Both cattle and carabao shipments were being loaded by

pumpboat crews, in the same manner as livestock loading at the
 
port of Jordan. Cases of animals falling or jumping into the
 
sea also happesed at Buenavista at a rate of once every two
 
months. If a cow or carabao fell into the sea while being
 
loaded, the pumpboat crew would also jump into the sea to
 
guide the cattle or carabao to swim back to the shore and be
 
escorted back on board the pumpboat. Oftentimes, the carabao
 
with dangerous long horns were purposely tied to the outrigger
 
of the pumpboat to force it to swim during the voyage from
 
Buenavista to the port of Iloilo. The carabao could manage

the swim since the distance was only 4 n.m., and the travel
 
time from Buenavista to Iloilo was still only 20-30 minutes
 
when a swimming carabao was in tow. These "swimming
 
shipments" were reportedly safe from the attacks of sharks
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since there were no sharks along the way (at least, the local

folks believed that there were no sharks in that part of
 
Iloilo Strait).
 

8. 	 All of the hippers expressed themselves as being satisfied

with the performance 
of the pumpboats operating along the
 
Buenavista-Tloilo route.
 

Shipper Interviews (Suclaran, Buenavista)
 

1. 	 A trader of mangoes was shipping 10-20 boxes of mangoes (70

kilograms/box) from Suclaran to
Barangay (Buenavista)

Pulupandan (Negros Occidental). The frequency of shipment was
 
once 	a week. The freight rate was R 15/box.
 

2. 	 A trader of sineguelas was shipping 10-20 boxes of sineguelas

from Suclaran to Pulupandan once a week. 
Each box weighed 50
kgs, and the freight rate was P 10/box.
 

3. 	 A calamansi shipper was daily shipping 20-25 boxes of

calamansi from Suclaran to Pulupandan. The unit weight of
shipment was 50 kilograms/box. The freight rate was P 10/box. 

4. 	 A palay shipper was shipping 50 sacks of palay (40

kilograms/sack) from Suclaran to Pulupandan. The palay

shipments were 
only 	being made during harvest season, i.e.,

between November and April. 
 The average number of shipments

made was 10 times a month. The freight rate for palay was
 
p6.00/sack.
 

J. 	 A trader of salt was shipping 50-60 sacks of salt (50-55

kilograms/sack) from Suclaran to Pulupandan. 
The frequency of
 
shipments was 
two times a month. The freight rate for salt
 
was 9 7.00/sack.
 

6. 	 A cattle shipper was shipping 2-4 head from Suclaran 
to

Pulupandan. The frequency of cattle shipment was 
two times a
 
year. The unit weight of shipment was 150 kilograms/head.

The freight rate was R 100/head.
 

7. 	 There were no offices of arrastre, PPA or PCG at the port of
.uclaran. There were no 
handling or lighting facilities at
 
the port. Loading and unloading of cargoes was being done
 
manually by the crew of the pumpboats, without additional

fees. A 7-inch wide plank was being used for loading ant'

unloading of cargoes from the pier to 
the pumpboat and vice
versa. In the case of cattle shipments, the cattle were made
 
to walk on the 7-inch wide plank guided by two improvised hand
 
rails on both sides, i.e., there were two poles tied 
to the
pumpboats along both sides of the plank to serve as a guide

for the cattle, which had 
to walk on the plank towards the
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pumpboat. In this manner, the cattle were being kept from
 
jumping or falling into the sea.
 

8. 	 There were two pumpboats operating on the Suclaran-Pulupandan
 
route, i.e., one pumpboat would operate daily for one week and
 
the other pumpboat would then be the one that would operate

daily during the following one week (every other week
 
operation arrangement).
 

9. 	 The shippers did not see any problem with the system of
 
operation and services provided by the pumpboats. The absence
 
of arrastre, PPA and PCG, spared them from paying 
arrastre
 
charges, wharfage fee, porterage fee, etc..
 

10. 	 The shippers revealed that they were also utilizing the river
 
shore at Barangay Paos (Buenavista) in going to Pulupanclan.
 
This is a 3-kilometer distance from the port of Suclaran.
 
There were also two pumpboats regularly operating on the
 
Paos-Pulupandan route. The system of operation of the two
 
pumpboats at Paos, the scheduling and the freight charges were
 
the same as the system, scheduling and charges of the two
 
pumpboats operating on the Suclaran-Pulupandan route.
 

11. 	 The shippers added that there was a pier in Barangay Sebaste
 
(Jordan) and a seashore in Barangay Sebario (Jordan) where
 
pumpboats were operating bound for Pulupandan. There was only
 
one pumpboat operating on the Sebaste-Pulupandan route. This
 
pumpboat departed in the "early morning only", when it
 
departed at all, but trip frequency was disclosed as

"sometimes once a week, sometimes once a month, sometimes
 
never in one month".
 

Shipper Interviews (Calabagnan, Nueva Valencia)
 

I. 	 A mango trader was shipping 50 boxes of mangoes from
 
Calabagnan to Villadolid (Negros Occidental). Each box
 
contained 70 kilograms of mangoes. The frequency of shipment
 
was twice a month. The freight rate for mangoes was
 
925.00/box.
 

2. 	 A trader of sineguelas was shipping 1-2 boxes of sineguelas

(40 kilograms/box) from Calabagnan to Villadolid. The
 
frequency of shipment was once a week. The freight rate for
 
sineguelas was P 25/box.
 

3. shipper of firewood was shipping 500 bundles of firewood
 
rom Calabagnan to Villadolid. The frequency of shipment was
 

once a week. One bundle of firewood weighed 3 kilograms. The
 
freight rate was P 1.50/bundle.
 

4. 	 A rice shipper was shipping 10-15 sacks of rice (50
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5. 


6. 


7. 


S. 


9. 


10. 


11. 


12. 


kilograms/sack) to Villadolid. 
The frequency of shipment 
was

three times a year. The freight 
rate of rice from Calabagnan
 
to Villadolid was P 15/sack.
 

A fish trader 
was shipping 3-4 boxes of fish to Villadolid
 
three times a week. The unit weight of fish shipment was 35
 
kilograms/box. The freight rate was P 50/box.
 

A hog trader was shipping 3-4 hogs to Villadolid two times a

month. 
 The freight rate was P 50/head, irrespective of the
 
size of hog. The usual weights of hogs being shipped ranged

from 20 to 40 kilograms/head.
 
A trader of cattle was shipping 4-5 head to Villadolid, two
 

times a year. The average weight 
of cattle being shipped was
 
2150 kilograms/head. The freight rate 
of the total shipment 
was r 350, or P 70-88/head. 

There were no arrastre and PPA offices 
at the port of

Cabalagnan, and almost always, 
the PCG was not around. This
 
situation saved the shippers from incurring additional costs.
 
Porterage services being
were done by the crew of the
 
pumpboats, i.e., sometimes free sometimes free
and not 

(depending on the relationship of crew and vessel operator 
to
 
the individual shipper). 
 A rate of F 5/box might be given

voluntarily by the shipper to the 
crew in the form of a "tip".
 

Loading and unloading of shipments were being done manually

along an 18-inch wide plank. There were no 
reported cases of
 
livestock falling into the sea. 
 The pumpboats vere using the

seashore instead of the pier at Cabalagnan (10 meters away).

The seashore was always being used since it was difficult to
 
dock at 
the pier because of waves, and the absence of lighting

facilities. The operators found the seashore to safer.
be 

They feared that the pumpboats might be badly damaged if these
 
would hit the pier.
 

The pumpboat calling at the Cabalagnan port was always

carrying with it a 3-ft. 
x 14-ft flat boat at its stern. This

flat boat was to be used by 
the passengers/shippers in 
casc

the pumpboat could not come all most
or 
 of the way to the

seashore, i.e., the 
flat boat would be pushed to the shore by

the wading crew.
 

There were two pumpboats simultaneously operating on the

Cabalagnan-Villadolid route. 
 The trip to Villadolid left at

0430 hours every day. Both pumpboats would depart from
 
Villadolid bound for Calabagnan at 1100 hours.
 

All cargo shipments (except for cattle and carabao) which came
 
from Calabagnan bound for and to be shipped out from the port

of Jordan, to a road freight of
had pay rate P I/kilogram.
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The road distance from Cabalagnan to Jordan was around 43 
kilometers, with a travel 
public utility jeepney. 

time of approximately 2 hours by 
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PORT OF CEBU
 

Bcr thing area for ferries serving Cebu-Ley L 

Shown is the berthing area for barge operations.
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PORT OF ILOILO
 

Berthing area at RC-2 (Fort San Pedro) for passenger/cargo
 
ferries. Warehouse is shown at 
the left.
 

..I'V4 

River wharf (RC-3) is used to accommodate Iloilo- Bacolod
 
ferry vessels.
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ANNEX B
 

CENTRAL AND WESTERN VISAYAS PASSENGER SURVEY RESULTS
 

Passenger surveys to assess the adequacy of 
Central and

Western Visayas ferry and liner shipping services were conducted

during the September 1993. Surveys were undertaken aboard 48

vessels to 
assess the adequacy of services on 25 routes. The LSRS
 
survey schedule is shown in Table B.1
 

Questions asked of passengers for the purpose of shipping

service evaluation include the following:
 
- Passenger travel purpose and frequency of travelling the route
 

being evaluated.
 

XM Adequacy of services to meet demand on the route
 

M Adherence to service schedule 
(service reliability) 

- Space reservation system. 

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

M Operator concern 
for safety (as viewed by the passengers)
 

M Vessel boarding procedure
 

M Physical accommodation standards
 

M Vessel crew attitude toward passengers (courtesy and
 
helpfulness).
 

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

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

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

M Seriousness of problem of traffic congestion during peak 
travel period. 

- Passenger suggestions for service improvement. 



In September 1993, the LSRS converted from use of its original 
passenger survey forms to use of new forms developed for the 
Passenger Service Rating System (PSRS), another LSRS product. The 
new forms asked more questions about physical accommodation 
standards and shipping operator staff, and deleted a few questions 
of the old forms which had not elicited useful responses from the 
majority of passengers. A few vessels performing services to ports 
of the Central and Western Visayas were surveyed twice -- onc- with 
the old forms and once with the new forms.
 

Results of LSRS surveys are presented in tables B.2 througlh
 
B.499. The tables that apply to each of the 25 routes surveyed 
are: 

M Cebu-%anila (A) (B.2 through B. 17) 

Cebu-Nianila (B) (B.1S through B.35) 

M Cebu-Dumaguete (B.36 through B.53)
 

M Cebu-Bantayan (B.54 through B.71)
 

M Cebu-Dapitan (B.72 through B.S9)
 

M Cebu-Masbate (B.90 through B.107)
 

M Cebu-Larena, Siquijor (B.108 through B.125)
 

M Cebu-Cagayan de Oro (A) (B.126 through B.141)
 

Cebu-Cagayan de Oro (B) (B.142 through B.159) 

M Cebu-Butuin (B.160 through B.177) 

- Cebu-Surigao (B.178 through B.195) 

M Cebu-Cataingan (B.196 through B.211) 

- Cebu-Iligan (B.212 through B.229) 

M Cebu-Nasipit-Butuan (B.230 through B.245) 

- Cebu-Tubod, Lanao (B.246 through B.261) 

- Tagbilaran-Cebu (B.262 through B.277) 

M Tagbilarn-Larena-Plaridel (B.278 through B.293) 

M Tagbilaran-Dumazuete (B.294 through B.309) 

Z. 



- Tagbilaran-Manila (B.310 through B.327)
 

Tagbilaran-Batan-Dumaguit-Manila (B.328 through B.343)
 

Talibon-Cebu (B.344 through B.361)
 

Tubigon-Cebu (B.362 through B.379)
 

Tubigon-Cebu (B.380 through B.395)
 

Iloilo-Manila (A) (B.396 through B.411)
 

Iloilo-Manila (B) (B.412 through B.429)
 

Iloilo-Bacolod (B.430 through B.447)
 

Iloilo-Palawan (B.448 through B.465)
 

Ifloilo-Cagayan de Oro (B.466 through B.483)
 

Aklan-Manila (B.484 through B.499)
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Table B.1
 
Central and Western Visayas
 
Schedule of Vessel Surveys
 

and Number of Passengers Interviewed
 

Routes Name of Sample
 
Date of Interview Vessel/Company 1st 2nd 3rd To
 

Cebu-Manila
 
05/10/93 Super.ferry 2(old forms)/ASLI 40 44 77 16
 
05/12/93 Sugbu (old forms)/WLI 17 10 35 6
 
09/01 & 13/93 Sugbu (new forms)/WLI 14 32 24 7
 
09/23/93 Superferry 2 (new forms) 7 13 61 8
 

Sub-total : Cebu-Manila 78 99 197 37
 

Cebu-Dumaguete 
09/13/93-08/18/93 Filipinas Dumaguete/CSL - - 32 3 

09/14/93 Don Victoriano/G & P Lines 7. 28 2 

Sub-total : Cebu-Dumaguete 7 60 E
 

Cebu-Bantayan 
09/02/93 Honey/LLSL - 31 3 

Cebu-Dapitan 
09/13/93 Filipinas Dumaguete/CSL - - 12 1 
09/14/93 Don Victoriano/G & P Lines - 22 19 4 
09/13/93 Pulauan Ferry/G & P Lines 3 36 34 7 

Sub-total : Cebu-Dapitan 3 58 65 12
 

Cebu-Masbate 
09/06/93 Cebu Princess/SLI - 16 60 7 

Cebu-Larena-Siquijor
 
09/'17'/93 Don Martin 7/PSL 4 19 37 6
 

Cebu-Cagayan de Oro
 
09/03/93 Cagayan Princess/SLI 2 14 54 7
 
09/10/93 Asia-Singapore/TASLI 1 14 12 2
 
09/03/93 Asia-Japan/TASLI 1 12 49 6
 
08/31/93 Our Lady of Rule/GL - 4 56 6
 
09/02/93 Asia-Thailand/TASLI 2 13 50 6
 

Sub-total : Cebu-Cagayan de Oro 6 57 221 28
 

Cebu-Butuan 
09/17/93 Our Lady of Lourdes/GL - - 59 5 
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Cebu-Surigao 
09/18/93 Filipinas Surigao/CSL 1 10 27 

Cebu-Cataingan 
09/31/93 Rosalia/LLSL 28o 1 41 

Cebu-Iligan 
09/17/93 
09/13/93 
09/17/93 

Misamis Ocidental/WLI 
Dona Cristina/GL 
Iligan City/WLI 

-

1 
6 

-
20 
20 

60 
4S 
32 

60 
69 
,8 

Sub-total : Cebu-Iligan 7 40 140 187 

Cebu-Nasipit-Butuan 
09/02/93 Dona Lili/GL 
09/01 & 02/93 Nasipit Princess/SLI 

6 
-

5 
3 

25 
56 

36 
59 

Sub-total : Cebu-Nasipit-Butuan 6 8 81 95 

Cebu-Tubod, Lanao del Norte 
09/03/93 Cebu Star/MYSL 1 39 24 64 

Cebu-Tagbilaran 
09/03/93 

08/31 & 07/93 

09/08/93 

Asia-Singapore/TASLI 

Asia-Taiwan/TASLI 

Reyjumar-A/RSLI 

2 

-

2 

15 

29 

20 

38 

60 

9 

55 

89 

31 

Sub-total : Cebu - Tagbilaran 4 64 107 175 

Tagbilaran-Larena-Plaridel 
09/08/93 Don Martin Sr./PSL 30 30 

Tagbilaran-Dumaguete 
09/11/93 Dumaguete Ferry/G & P Lines - 6 21 27 

Tagbilaran-Manila 
09/24/93 Cebu/WLI 21 34 50 105 

Tagbilaran-Batan-Dumaguit-Manila 
09/09/93 Cebu City/WLI - 14 14 

Talibon-Cebu 
09/01 & 03/93 
09/05/93 

Andy/V.G. Shipp. 
Talibon Cruiser/JAE 

-
2 

21 
16 

15 
13 

36 
31 

Sub-total : Talibon - Cebu 2 37 28 67 
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Tubigon-Cebu
 
09/01/93 Ma. Charisse/MSL 2 6 30 38
 
08/03/93 Tubigon Ferry/RSL 3 18 19 40
 
09/05/93 Talibon Cruiser/JAE' 2 19 18 39
 
09/02/93 Queen Vicki/ARSL 2 9 53 64
 

Sub-total : Tubigon - Cebu 9 52 120 181
 

Iloilo-Manila
 
09/12/93 Philippine Princess/SLI 2 43 45 100
 
05/11/93 Sta. Ana/NN (old forms) - 12 19 31
 
09/16 & 18/93 Sta. Ana/NN (new forms) 5 25 44 74
 
09/,12,/93 Don Julio/NN 15 - 57 72
 
09/14/93 Sta. Florentina/NN 10 - 67 77
 

09/14/93 Princess of Negros/NN 1 4 11 16
 

Sub-total : Iloilo-Manila 33 84 243 360
 

Iloilo--Bacolod
 
091115/93 Don Vicente/NN 43 50 28 121
 

Iloilo-Palawan
 
09/12/93 Milagrosa Tres/MSL 8 - 66 74
 

Iloilo-Cagayan de Oro
 
09/16-18/93 Sta. Ana/NN 8 1 44 53
 

Aklan-Manila
 
05/10/93 Legaspi/ASL 2 11 20 33
 

Total 243 713 1,780 2,742
 

Note :
 

GL (Gothong Lines), ASL (Aboitiz Shipping Lines), SLI (Sulpicio Shippinj 
Lines), RSL (Roble Shipping Lines), MSL (Milagrosa Shipping Lines), N1 
(Ncgros Navigation), RSLI (Roly Shipping Lines), LLSL (Lapu-Lapu Shippinj 
L~inle ), PSL (Palacio Shipping Lines), JAE (Jose Allan Evangelista), WLI 
William Lines), NYSL (Maypalad Shipping Lines), ARSL (Araneta Shippinj

1IflCS), G & P Lines (George & Peter Shipping Lines), TASLI (Trans-Asia 
0,,1ipping Lines), CSL (Cokaliong Shipping Lines). 
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CEBT - MANILA ROUTIE (A) 

TABLE B.2 
PURPOSE OF TRAVEL 

... .. ,. ....... 
 .... .
 ... -.- - ..O AlR.D ::> :'A6 RST.- 'g TKWRU '1Tq 5RST ' TJJf 
VACATION 12 15 39 66 41-__ 9 3 24 36 58 21 18 63 102 46 

USINESS 
OTHERS 
HOLIDAY 
EMPOYEE 

NO ANSWR 
I TOTAL 

8 
2 

10 
4 

___ENT 

4 

40 

0 
8 
2 
6 

3 

13 
T0 
1 
6 

7 
1 

77 

31 
20 
3 

16 

10 
5 

:161 

-9 
12 
8 

10 

6 
.3 

100 

5 -

I . 

2 

17 

3--T-4 
2 

. 

'_ 

10 --

2 
3 
41 --
1 

1 
-

10 6 
5 8 
5--- 8 
1 2 
4 6 
1 2 

62 1 

13 
2 

11 
4 

2 
4 

57 

13 
10 
2 
6 

4 
1 

54 

13-25 
5 
7i 
8 
1 
2 

-8 
17 

14 
6 

223 

11 
-8 
8 
6 
3 

100 

TABLE B.3 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

............ :ii!i ~q~.. in:~~::!i!ni:i : i::: ............:~iii:::::::::i 
-U ........ 

W'eekly 
1-7tines ayear 
Once every 2-3 years 
Undetrmincd 

8 
31 

.. 

16 
27 

1 

... .. 
--TOM__ 

14 38 
53 Il11 
1 1 
3 4 

RS............... .... 

13j 48 
9 

2 
8 

4 

LAs O4t-

25 38 
1 _ 
3 

%.F..... 
'mS 

21 12 
67 40 
1 

4 I 

T I 
cC~ .L CLASS 

20 14 
31 78 

2 
2 6 

-
OTL:EA 

46 21 
149 67 
2 1 
9 4 

Sedo0No answer 
Tota-

1 
40 44 

24 
77 

25 
16 1 

215 
100 -

2 
7 

-1 6 
- - 35 

9 
62 

.1 6 
00 

3 
57 

1 
54 

0 
112 

Y 14 
2 23 

6 
on 

TABLE B.4 
SERVICE ADEQUATE FOR DEMAND 

FRSMT: HRDFIRST: :E: SC THIRD . 1:T 'G HR 
YES_'YES_ 

NO 
NO ANSWER 

37 

3 

38 

2 
4 

74 1,19 _ 93 17___J2 
0 6 . 

9 

1 

35 61 

1 

98 

2 

54 

3 

LAS 
47 

5 

!ASS9: loflTk 
109 210 

2 
. . . 

''A-1,a 
94 

1 
TOTL40 44 7 1 00 171 101-- 3-- 62 .. 0... 57 54, 1121 2231 10.0 



TABLE B.5 
RELIABILITY AND ON TIME 

vsr: p I: _ _____ ___:_ TOTAL____ : yp ____. W su. u .__.. _ -] 

C______CLASs CLAS CLS lToTA CL.A~ssJ~ HAREj CLA,,s CLA9'S"TOrTAL:SRARZ:i CLASS ClASS .CLAS 7OTAtj SHARtYES 39 40 75 154 96. 17 . 33 58 94 56 48 108 212 95No ,SW ._1 N01 .. . 1 1 2 23
6 4 43_ 3V 15 312 & 4 

TOTAL N O N E R 40O 3 77,2 6 - - - - -~S 16 100.. 17 10 . 35 
 62 -10 57 54 , 112 223 100 

TABLE B.6
 

GOOD SPACE RESERVATlON 

YES 34 40 73: 147 91 17 10NO 35 62 100 51 50 108 209 946 1 4 ... ... .7 6111 1NO.ANSW. 3 4 SIC 
TOTAL 40 4-4 77 161 l0t,- 17 103 35 62 10[ 57 54 112 22 100
 

PTUS-Q 'W --. -F1.:Q -S~ -k SU,-F -U 

TABLE 1B.7 
GOOD BAGGAGE ACCO-MMODATION/SECURITY 

YES 40 39 70 149 93 17 10 35 62 100 57 49 105 211 94 
NO R 3 2 5 3 4 - 3--

NO ASw 2 U... 4 1 15TOTAL-
 40 44 77 161, -00t 171 10 35 62 100 571 541 112 2237 1003] 

TABLE B.7 
AGEQUATE CONCERND"OR SAFETY 

NO5A17WER) 2 898116I 
 61 52'2 06 21 96 

TOA~ 0 4-- 161~ 100j 17 10 35 6 10 5 54,16 22 10 



TABLE B.9 

ORGANIZED BOARDING PROCEDURE 
..--_ _.T-C j- . ............... .. .... .................S............... R.... __ .......ST rt x 1l hl......... b 

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

"YES 39 41 69 149 93[ 17 __ 35 62 100 56 _ 51 104 211[ 95 
__ _ _O _ __ __ __ 1_ _ _ __ _ _ 1 2 1 
NOANSW 1 2 7 10 6 

_ 
1 2 71 0 4NO 1__11 2 1 41 1 __ 14 1 2 1 

TOTAL 40 7774 161 100 17 ,7 10 35 62 100 1--
17 23 f1 

TABLE B.10
 

ACCOMMODATION STANDARDS 

FOOD/C.A14TEEN 

40D .EXCEL 281 34 35 97 60 9 8 23 40 65 37 421 5S8 1371 61F
FAIR __ _ .2 9 6 7 7 1 9 1 7 1 0 48 - 7 3 --.-.
......... 1.34.2. ------------- S -- i 21 -- 6 - - : -


TOTAL 1 401 44 77 161 100 17 10 35 62 100 57 54[ 112 223]-10 

roILE/SA~MTARY FACELXTIS 
GOOD/EXCEL 37 39 47 123 76 6, 9 14 29 47 43 48 61 152 65 
FAIR 3 4 28 35 22 111 1 20 32 52 14 5 48 67 --o 

TOTAL 40 44 77 161 100 171 10 35 62 100 57 54 112 223 100 

BEDDINGS/BLANKETS _ 
GOODMEXCEL ___ 361 24 41. 101 63 9 7 28 44 71 45 3L 691 145 65 
FAIR 3 -17 29 49 30 8 __ 3_7-- 7 29 11 20 3 6 67 30NO_____=.________3 27 ______ ... 7 --4-w _ _ --- -- ...____ - .......-------___ - - 1 5
1_3 

TOTAL 401 44 77 161 100 17 10 35 62 100 571 54 1121 223V 1 

LEISURE FACIIIES 
GOODIEXCEL 30 22 30 82 51 8 8 19 35 56 38 30 49 117 52 
FAIR SI 21 44 3 45 3 2 16 21j 34 11 23 60 94' 42 
NO ANSWER 21 3 ~ 4______66__1 10 8 1 3 12 

TOTAL 40 44 77 161 1 0 1 17 10"'-- 35 62 -- 100' . -4 1 2- 23 00 

ONTI.ATI
O__
 

GCOD!EXCEL 36 32 38 106 66 7 7 11 25 43 39 49 1315 
36 - . .24...--37 --60 84 38. 1..FAIR. 47 -. 29 10.- .- .3 .1 13POOR .. ._ . . . ...... _ _ _.. .4. .3... ......... 24 4 2 

NO' ANSWER - 1 4 2'1 1 3 2 14 
~~TOTAL~ 40 44 77 161 100 17 1-35 62 100 57 54 112 223 o 



TABLE B.] 0 
(Continued) 

ACCOMMODATION STANDARDS 

POOR& TOA AS 1CHARD :IA1 HAZI_1 SHR c-sSA' 10TI
OOD/ECEL 27 ....27.... 32 36 53 10J 27 45 73 7373. 131 594 131161 71 44 7 2 7 _16 18 

4 1SNOrASWE_ 3 4 2 11 ____112 
TOTAL 40 44 77 161 100 11 10 35 42 100 7 54112 20 

DUI~NG FOUNTAINS ETC.___________ ______ _______ 

37 42OD/LCCEL114 71 7 20 1 - 441 6736 41 35 56 i 149 

POOR 3 9 12 19 31 12 
NO ANSWER 1 2 -_ 7 4 1 27 

TOTAL 40 44 7." 161 100 17 10 35 62 100 57 544 112 223 100 

DPICE TO MOVE EAROUND 
OOOD/ErCEL 37 36 45 _ 114 73 7. . __ 8 198 42 42 53 137 61 

O FAIR . 7 __ 3 23 12 4 21 53 7 35 

UNACCEPTrAB lE _ 1 1I Ij 2___-_1_0
NO ANSWER 1 1 5 6 4 1 21 3 

TOTAL 0 44 77 161 100 17 10 35 62 100 57 54 112 223 100 

TABLE B.11 

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID 

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

WEIGIff __ 

1-10 kDos 25 22 
_ 

33 
_ 

80 50 10 6 20 36 58 35 218 m I16 2 
11-20 kilos 2 4 11 17 11 2 1 6 9 15 4 26 12 
21-30 ilo 41 3 3 1( 6 1 2 1 4 6 5 5 4 14 6 
31- luos .. .2 4 _ 2 -8 .... ______6j 5 6 10 3 47 14 6
Above 50Lfog | 1 1 I2 3 5 1S 4 2 

No anz 7 11 27 45 28 112 28 49 22 
Total 40 44 77 161 100 17 10 3s 2 100 54 112 2 0

EXI?-k CHARGES PAID_ 

PorterChrge 
P40- .fU nrec 8 _ 6 3 17 11 7 5 9 21 34 15 1 12' 39- 17 

P1O.-2M/pda 2 2 3 7 4 2 2 3 2 2 9 4 
Noe 6 3 27 56 35 6 2 6 14 23 12 2 33 . .. 31 
No ans, 24 3 4- 81 . L 3 18 25 40 28 id 621 1t[ 41 

T"tl 40 44 77 161 100 17 1D 35 62 100 57 54 1121 223 10 



TABLE B.12
 
BAGGAGE CARRIED BY PASSENGERS
 

BAGS. 
1-2 

5 Above 

BOXES 
1-2 

I 3Sf 29 53 1151 79[ 81 61 251 .6 9 9 24 59 8 51 101 
J 4j 7] 881 ___1___ ___1___ 

___ 

7 6 141 271 1___9 iS1 

...131 .. L. f. 7. 
39J 5 411
23. 66 . 14.19. 

___I___ I 

271 36 ~ 161 

.....121.....1.. 
35j
14 

9 

781 

4! 

2.9, 

1541 70471 65 

7] 78 

4! 25 

.......35. 

_____Aboe __1_1__3_1 

1"2 

CANS____3-2 

TOTAL1-2B 

34-Bag2 g 
5 Above4agage 

TOTAL 

1 , 3[ 3J 2 [3 

I 1 5 41 51 

40 9 67 146 75 19 10 45 

____7 I__-____ __ --

10 18 13 41 21 12 9 22 
5 5 8 4 j313 

50 601 85 195 100 31 20 67 1 

1 100 

4[ 5[ t[ 

39 231 21 

74 67 59 

34 32 22 
1 

0 81 

1[ 

[ 

5 

49 
27 

4 

80 

6[ 

112 

35 
_ 

152 

2 2 

7 

T4 7 

11 1220 73 

7- 7i___ 

72 24 
25 3 

301 100 

TABLE B.13 
ADEQUATE BAGGAGE STORAGE 

"YES 
NO 

-- A SWER-
TOTA L 

"YES 
YES 

NO ANSWER 

"TOTAL _. 

1 28 56. 1_09 15 1 0 26 
15 15 1 414 ,44 2 12 __ 9 

-- Y 7---- 8 4 1--

40 60 857 161 10 17 10 35 

TABLE B14 
BAGGAGE STORAGE SECURED 

34 241 44 102 63 13 9 31 

FIRST: 59COZ THP= {%fRT ECOMXfO 

28-56-_6.NO_17 24__46 29 1 
1 7 13 f ______4 

40 _44T 7 71 -161, _ 1 0, -171 10, 35, 

51 92 40 
10 16 16 

1 

62 100 57 

53 _ 85 47 _3 

IS C 

58_ __ 

62, 100, 57, 

381 
52 
1--

541S 

178 
14 

541 

-

82J 
2327 5 

112 

751 
2 -146 
7__ 

112, 

160 72 
24 

9 4 
223 100 

155 70i 
2 

23 10 

223 10 



TABLE BA15 

CHANGE OF SERVICES OVER THE PAST TWO YEARSI M~UEP~Y> ___ MVSIJBU ___TOTAL 

._______CLASS:CLAS& CLS TTL :SAR QCLSS C[!,LASSCCLASSI TOT&. SHAR AtSS CLASS CLASS TOTAL SHAREC - Y ES is 8 71 30 19 21 2 4: 8 13 17 10 l11 38 17 

NO 12 24 27 63 39 12 3 25 40 65 24 27 52 103 46R ANSWER 1-3_ __2_ 5 14 1j 17 49 82 3713 42 6 23 

TOT.AL 40 44 77 161 100, 17 10 35 62 100 57, 54 112 223 100
 

TABLE .16 

CONGESTE.D TRAVEL DURING PEAK SEASON 
BEEN A SERIOUS PROBLEM 

_____________~~~~~~~~~~~~~~ C~L~R __CAs.L~ m IVU : TTA ........o wW LS-~~S - .. - CLS fl=lS . UR lS LSS ClAS: TOTA ttiAtk 

YES 25 20 38t 83 32 7 6 14 27 44 32t 26 52 110 49 

TABLE B.17NOr 12d20foo1 66e41ma10 4 21 35 56.2214 5 101 29 43
 
PASSENGER SUGGESTIONSRepirallSiteR 3 4 2 12 7 
 3t
 

TOTidAige 40ipm44ev77s 161 10 1[ 10 35 62 100 5 ___ __ 22 10 

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

____ ____ ____ ____ ____CLI-SS. Cl-ASS ~ TQTA* SNAR 
Ke3upth_ __19godstJie81
Do proodfeinreals 4 1 2416 4_B229 1s 1 1 10 161 204 9 53 131 2424 24_______ 

Pimvidebiggersiphnorevessel 1 1 1 25 7 1126 8 _ _4 

Dco oepassangerf 3 6 9 6 3 3 6 9 4 

1Kccppthod service - 19 8 16 43 27 1 1 8 10 16 20 -- 9 24 53 24 
No doubesunce fticket ____ 10 _ _ __ _ _ ~ - 1__
Donl't rpfosac 200/ inc~rease 1 1 0-1 __ 

No aiswer/no uggestion 
 14 27 28 69 43 13 9 20 42 68 27 36t 48 111 50 
TOW___ _ _ _ 40- - 161 100 17 35 62 100 54 112 223- 10 T7 100
 



CEBU.- MANILA ROUTE (B)
 

TABLEB.18 
PURPOSE OF TRAVEL 

1........ . .. 3. 4 
 6 3........
M ed .. 3..... . .... .. ..- ..... -2 AL--
. . . .T5s
 
_____ SARK: cLA- ur.&ss p~ MatS ASS'romklttl: :CLASS4TOAL.s

M kinogds1 6 2 9 13 4 4 5 1 6 6 13 9 

Fmlyffairs 1 2 3 6 9 2 11 13 16 1 4 14 19 13Provincialfiesan 1 4 1 6 9 3 3 6 7 1 7 4 12 8Va crtion (nonstud t) 2 6 5 13 19 2 4 12 2118 22 4 10 17 31 
EiMpoyme han~rt 2 1 3 6 9_ __16 7 2, 2 8 12 _8O&=buiDn related 4 5 1 10 14 2 3 2 7 9 6 -8 3 17 11
 
O_h__ purposes_ _ 1 7 6 14 20 3 
 .... 2 24 30 4 7 27 38 25
No I 1 1 1 1-w 


Total 14 32 24 70 100 7 13 61 81 100 21 45 85 151 1 

TABLE B.19 
FREQUENCY OF 'FAKING THIS PARTICULAR VOYAGE 

... ............... ... 
 . .... . . e:. ............... ...- - - . . ..
: ....- :.:...-'"- - .t.,E -- . .: : .;S::."'- .r4 E :E : E EE.. ! 
CLENLINESS OF1OUR
jP
.... A ... SE::: .AR 

. .... .. ........ 32 .. 10 ... 34 56 37

-2tkamnth ,..........4 .3. ...2. .. .. 9 ... 13 ........6 - -?9..-....... 47 58 ...... ... 12 
 .0 ... ... ...
S-6tinmsacor ......1.. ... ..3. 14 51 10780 .... .. ...13 . . .. . 9 . .. 11 ... 10.. .. . . . .. . . .
 26 ..601 .1......2.4..5.524 404- tifesa year __6 4 10 14 1 7

12 dmesa ye I~-
No-s _e._4. 
 _.._9:..T THE TART. TTSFOLAG2 2 -A23 - -& 2 20 .'a 2315 BTotAL 

_ 

14 32 24 70 100 7 13 61 81 100T21 458 5 151 100 

TABLE B.20
 
CLEANLINESS OF YOUR SEATINGISLEEPING AREA
 

AT THE START OF THE VOYAGE
 

-.............. 
 2 ... TOTAL ... . .. ...vMSr; sicoN ..... %:'::-FIRST.: SEO Ttff: :...:. fmPT: EO fflf 
________CLASS: 
 :.CLASSJ CLTQ-t SAR:.C : CASS.1ik XTOT ~~i ::Ak . CLASS :CLASS CLASS: TOTALTSHjARY:

Veryclean 6 - 1 10 17 24 5 10 19 34 42 11j 11 29 51 34
Satisfactory _ 0 14 52 7 __ 23 3 3 53 10 . 3 52 95- _ 63 
ot leantr 
 1 3 - 3 3 --

TOAL14 32 24 1 100
70 10 7 3 61- 1(85- 5 10 



TABLE B.21
 
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA
 

~_____ MV SUGBU 2TOTAL.___ __ 

V vcomfortble _ 6 1 10 17] 2431 
....... 33 __1 4 {93i3il9 9 7 3
 
S-igctory _Uns actcrv 28 - 8 44 63 4 5 38 47 58 12 33 46 91 60. .. 3 69 3 31 6 96 

Unaccetable- 3 3 4 3 3 2 
No- - - -- 1 I 1 1 1 1 

14,- 32 24 70
1ot
0 7 13 61 81 100 21 45 85 151 100 

TABLE B.22
 
CLEANLINESS AND MAINTENANCE OF TOILET
 

AND WASHING FACILITIES DURING THE VOYAGE
 

::: s ........:o: s: .! i -: o ~ ... l. i S! :i:s.Ei : !. ! :% '' ....S . CQ . ............. ...... ....... ...... ........ .... - . .... ..... . ...

_____________ ClAS CLAS$CLAS TOTAL Sl1tZ CLAS CLSS ::LA.TT -- :SHA]R CL:4SS CLASS CLSS:O''A 

Clem& maintained 3 10 27 40 49 3 10 27 40 26 

Sicte 13 23 24 60 86 3 2 34 42 -16 26 52 94 62Unsaisfactog 1 9 10 14 4 4 5 1N o ans-,. .. 9 4 14 91 2 3 4 1 2 32 

Total 14 32" 24 70 I00 7 13 61 81 00 21 45 85 151 10D 

TABLE B.23
 
ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY
 

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


:-
 U S~ :fi~ : . .... 
---- - -- - -cm-so :bm 

1 6 19 26 32 1 6 19 26 17 
SIt-~ 12 29 21 62 59. 5 _ _S 38 __ 48 59 17 34 59 U03 

2 3 3 3 11 1 1 1 2 4 3 9 6
Do not dink wu rt 1 1 1 1 1 
o --- ,v -- -- 1 2 4 5 1 1 2 4 3 

TOt.. 14 32 . 4 70 100 7 13 61 81 - 001 21 45 85 151 1 C 

TABLE B.24
 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD
 

..-......-....
 

MVSUGBVU 'JEOR. REC J7AL 

Drea2 
 3 1 9 13 19 3 7 23 33 41 6 8 32 46 30 
1 70 3 5 35 43 _ 47 92 61

Umatsfawto_ 5 3 8 - 5 _5 
-- -- - -- -- - -- -- - -- - - -f ir1 262 011 3 5 6 1 1 3 S _ __ _ 31 



-------

TABLE B.25 

WEALS AND MEAL SERVICE ON BOARD 

.......... . .:s . .
... 7:t-:'¢,T u ,,:!:-..s t:-:.- :l i! ~ 

cv~:CAS LS OA
LA~ ct*s WOTAL SJ:. FA~CAS.TTA 
Excellent 3 2 9" 14 20 2 6 19 27 33 51 8 28 41 27
Sa...fa..rv 24 14 47 67 -393 3 48 2 7 47 86 57 
unatisfactory 1 6 . . - I - 9 
No answer - 1 2 3Total 2 3 4 9 11 3 3 5 11I 714 32 24 70 1001 7 13 81 10 21 45 85 151 100 

MlealSrvice:_ 
Excell _et' 3 1 9 13 19 2 4 19 25 31 5 5 28 38 25
Saifactv 8 30 13 51 73 2 3 26 31 38 I0 33 39 82 54
Unsgifto" 1 1 1 3 4 1 2 2 5 6 2 3 35 8'Noaswer 2 31 4 2 4 14 20 25 4 4 15 2315 

Total 14 
 32 24 70 100 7 13 61 81 100 21 45 85 -5 100 

TABLE B.26 
VESSEL OPEN AREAS FOR PASSENGERS 

..... ...... .w:........ ........
:_____________iL4$$ AS$: .*TR.1~...... (iJi :.fi~i~ ) ~Exce11t ,LA T.TA.:r! C:ASS .ci ..................
1 " GL. 13 ,:S:. : A, *$(t::::C : C ..10 19 5 6 . 27 38 47 :iS S :-$: : : :: : :6 8 37 51 34 

Satisfactory 13 30 13 56 SO 2 5 30 37 46 1 35 43 93 62
Inadequate___ _____ 1 1 1 1 2 1io5 -ot14+ 214 70 10 6 4- 32r 713 T1 k 1 I0 55 5 103 

TABLE B.27
 

WAITING AREA BEFORE BOARDING, IN
 
TERMS OF COMFORT AND CLEANLINESS
 

FIU1R13 E TJ1)4 FlS 0 TISICR. 
.___:.._______C... . LA15 .- S- TOTAL SHAME CLASS CLASS ::CLS TOT.AS:;AL SksE AS LASS CLAS 'TOTAL SHRIxcllent1 9 i0 14 l 7 17 

Satisfactory 8 31 1 3  
25 311 1 8 26 35 23 

_ 52 4 6 46 57 14 35 49 98 65Ustaor 2 . - ...- ------ -- 81 10 21 45 8_ 11 10 

NO _sw _ _ 2 ... 3 - 4 _ 1 2 31E-



TABLE B28
 

BOARDING PROCESS
 

..... .. V. 'GBU____ __ _ M'V • • _: _ TOTAL 
MIST::: RD % FIRST: SECO IHIi) LRS ECOM TflR 

CLkSS :JCLASS* CLS TOTAL SHARECA LS LS TOTAL SrTIAFI CL CLASS CLASS ToT SARE 

. ra __ .._ . .. V 3 5 20 28 35 3 5 20 28 19 
1j 302aa/fco 42 61 93 4 7 63-- 4i3 4. 2
No anwer 
 8 1 37 63 1153.5 _ 763 

1 2 3 4 21 3 2 
Total 14 32 24 70 100 7 1_3_ 61 El 100 21 45 85 iS 1 

TABLE B.29
 
BAGGAGE SECURi-Y ON BOARD THE VESSEL
 

Ffl0%: TjQD____ % iEC S C ~ MiwST, SECOM rinD 
________ CAS LSSCA T OTAL: SHARE. CLASS CXSSCAS tOAL[SAREk CLASS CLASS CLAS!S TOTAL: 'SfARE 

Elcxt 2 2 1D 14 20 2 5 20 27 33 4 7 30 41 27rair 12+,I9 27 14 TS 2 935 
 65
Poor 2 2 3 2 2 2 4_ I 
 3
 
Ne mswcr 1 1 1 2 4 6 7 34

Total - 14 . .32 2~ -- 70 100 7 13 61 8 100 21 45 151__ 10 

TABLE B.30
 
ANY BAGGAGE LOSSES FOR THIS ROUTE
 

?4V~~U..... ::Mv-s1J~ TOTlW Ry[7777fIRSY:tiSEDJ'Auumn FIREMST: SECONMUSIW OT fI~ 
CLAS MLASS '~L2STTAL L~~tTL~ CASCLS LS OTAL AS1AECAS~4 -YESi 1 I
NO ANSWER 14i 3 24- 69 99 7 1
13 61 2100 21 44 85 1 _5 ___ 

TOTAL 14 - 7024 100 7 __ $1,_ 21 45 85-1 1001 151 100
 

TABLE B.3I 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

...........
.:i [....... ............. : .. om .......................
..:.:::T..... .:...... A L .... :::: ... .:::::~~::..................
:::::::::::::::::: 

. .. . . .......... :T,.* L ssD...T " w
SI ." :" .":1 EC THI""-

CLASS $RJ LA:SS- *:CI.,=* T}A. LS LS LS T(>TALd :§fM-b(LhSSCLS CLASS: .(~L STIAR 
Convenience of Bookbng: _______ 

t t9 2.5 2 57 81 10 49 65 80 151 35 72 122 151DtMcu~t 4 6 11 16 .... -6 6 7T 6. I L _1__wr 3 .. 1 213 6 101 12 21 4 _6 1 12 15
Total 14 32 24 70 100 7jj 811 100 21 45 851151 186 

Securty ofBooking: 
Sdu 928 231 601 86JIctor_ 
 4 1i 45 60 74 13 39 681 1201 79
 
,.1 svr1 13. . .....~L 13 15_ -'2 ___ L 3 74 -11c-f 244 4 31 4 _11 -2 



_______ 

TABLE B.32 
BUMPED AFTER HAVING RESERVATION WITH I1S 

SHIPPING LINE ON THIS POUTE, DURING 1991, 1992 & 1993 

~I s... ir -.. .. . .... ...........
 

lNOANSW. 14 32 22 68 97 7 13 60f 80 99 21 451 82 148 98 

TABLE B.33 
RATING OF MAAGMENT AND STAFF 

Mnzgene Attitde of St'vc IL - ___ ___u___ _______ _____9 .. __5 20 27 33 ... 2 .9.13 5.29 36 24 
_.. -______... ... . . . . ......... 5 45 56.1 34 0 102 68_._ 


YEr 2 23 
 35
 
S14 1 3 97 6 13 607 3 4 8 5 

Total 14 32 24 70 100 7 _ 13_ 61 81 100 21. 45. 85 151 100 

LaidBased ,SaffAttitude to Passentger &Etflcaency: _______ ____ 

{ 
___ 

FE'cell~iL 
___ ___ ____J9 9] 6J 17 24j 3 __0__ 6 26f 33J 22 

Satiff.ictozy 14 14 20j 5 5j 32 42 ~ 52____ 5 5 __ 46[ 56 - 37 

"J yporbd14 
 31 1 46 66 1 3 4 5 31 41 50{ 33 
Total 14~ 32- 24 701 1001 1 61 811 10 21__ 45 s5s 151 1007___ 3] 

Vessel crew Attitude to Passenger Atttde & Emfclency: _ _ _ _ ___ _ _ 

21 30 3 7 25 
_ _ 

35 43 
_ _ 

5 14 37 56 37
FExcedit 2 7 12 
_ ___ _ _ _ _
 

SatisfactoryVe..poob. 12 23 121 47 1 67 4 4_ 25 33 41 16 27 3 7 80 532 2 . 1 2 3 2 

No~iw 1_nswe 
 1 1 2 9 11 14 21 91 12 8Tota! 14 32 24, 70 100 _ 7___ 3_ 61 81- 100 21_ 45 85 1'1 100 



TABLE B.34
 

RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED
 

MVSUGBUS -C TrV SUPERFEIRRY 2iin !v~or! = ==============. TOTAL.FlRS : SErD:Im :rS SCN :TR 

Sulfldent and Convenient: 
Excellent 
Gtnualy good 

C SSCASCL1ASS IT IOTAL SHARE 

1 8 9 18 26 
7 -11 27 39 

CLASS CLAM 

3 6 
3-T3 4 

CLASSTTA 

29 38 
215 22 

SHARE jCLASS ICLASS 1:CLASS -OALSHARt. 

41 38 56 37d---27 10 13 26 49 32 

Very poor 
Don'thaveview . 3 .... 

.1.. . 
2 5 

1 26 11 
-

1 6 

2 

7 

2 

9 

2 

3 

3 

15 V 7 

4 

25-1 
7 

17 

5 
No -nwe 1' 1 1 .1 2 9 12 15 1 2 10 13 9 

Total 14 32 24 70 100 7 13 61 8] 100 21 45 85 151 100 
Adherence to Sdhedule./Re1abflfty: 

Excellent 10 10 14 2 71 24 F 33 41 2 7 34 43 28 
GCnraly good 6 17 6 29 41 3 1 24 28 35 9 21 27 57 38 
Far/Poor
Very poor11 

5 14 6 25 36
111 

-- 3, 3 4 5 14 9 28 191 

Don'thaveview 3 . . .. 2 5 _7 1. _ . 2 3 4 4 4 a 5 
No answer 1 2 11 14 17 1 2 11 14 9 

' -  -p--& TalSem'ic Speed:70 14 32 24* 70 1000f - 7* 13 61 81 10 21 45 85*51 151 100 

Fast 3 7 17 27 33 3 7 17 27 18 
Sitisfactory 5 17 13 35 50 2 2 33 37 46 7 19 46 72 48 
Vayslow 
Slow 

2-
3 

8 
6 

3 
4 

13 
13 

. 
19 1 

1 1 
1 

f91 
1 

2 
3 

8 
7 

4 
4 

14 
14 

9 
9 

Donrthaveview 
No answer 

41 1 4 9 13 1 
1 

1 
2 

1 
9 

3 
12 

4 
15 

5 
1 

2 
2 

5 
9 

12 
1 

8 
8 

Total 14 32 24 70 100 13 61 81 10 21 45 851 151 100 

TABLE B.35 

CANGE OF SERVICES OVER THE PAST TWO YEARS 

Havenot travelled this route before 3 3 19 25 31 3 3 19 25 17 
Sasaveconsidrblyimproved 5 9 14 20 1 4 10 15 19 1 9 19 29 19 
Slightimprovememofservices 3 14 2 19 27 1 2 16 19 23 4 16 18 38 25 
Savicesare less good now 1 3 4 6 43 
Service standards havenotclar 6 12 5- 23 33 2 6 1 10 6 14 11 31 21 
Cwmotestimatechang 4 1 5 10 14 3 - 4 4 1 8 13 9 
No aswer 2 2 7 1 14 2- 2 7 1 11 7 

Total 14 32 24 70 100 7 13 61 8! 100 21 45 85 151 100 



CEBU - DUMAGUETE ROUTE
 

TABLE B.36
 

PURPOSE OF TRAVEL
 

::.2LASS:T: .Of,.::: -:SH :-:MOT: HI .:1:CJ !s:C S: :M:T E:E.
 
Micefing ofgoods 1 4 5 18 5 5 16 1 9 10 17 
Medical 3 3 11 1 1 3 4, 4 7
 
PFamiiyffairs 4_ 2 6 21 3 -3 9 4 - -5 
 9 15
 

alies _rOVi_ Ii I 4 3 31 9 4 4 7 
(n de) 4Vacation 18 8 8 .25 1 12 13 22 

Ehnpioynwn chulge _ 1 4 1 1 3 2___1 

Oter bushms relted 1 1 2 7 6 6 19 I 7 8 13Othertraye, pupom 5 5 18 5 5 16 10 10 17
 

Total 7 21 28, 100 
 32 32 100 7 53 60 100
 

TABLE B.37
 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

___ __ ...... M DONiILTORANO T~A _ __ ___ ..............
 

1 THIY E..N......U-X~EC T E X ., W~ ...... 

1-3 ties amouth ... 2 2 7 9 9 28 11 11 
- - - - J 18 

I-3timesayearSLa 6' 13 19 68 20 .0 63 6 33 39 65
-4-6 times ayear i 67, 25 3 _ 3__ _9_ _ _ 9 10 17Total 1 21 21 100 32 32 100 7____ 53 I6 0 0 0 

TABLE B.38 
CLEANLINESS OF YOUR SEATINGISLEEPING AREA 

AT THE START OF THE VOYAGE 

Very clean 

Satisfact 
Not clean 

Total 

________ _._.MVDON VICTORIANO . " LIPINASDUMAGUET. [ _ TOTAL . ........ 
SECOND :THD % THRI)............% : SECOND THIRD 
_CtLS CLASS jTOTAL SJ A. E CLASS -TOTAL; SRWU [ CLAs CL4.s TOrAL-i: 

1 2 3 11 2 2 6 1 4 5 8--I.. . .-I..... -I... . . . ....4.. ._ _ _ _ _ ....... ...... _ _.... I .. _ 
.v 6 16 22 79 30 30 . 94 . 6 . 46 _ 52 _ 7[ 3: II 3 3 

21, 281 100 32 32 100 7 53. 601 - 00 



TABLE B.39 
AIR-COMFORT LEVEL OF SEATINGISLEEPING AREA 

M•DON VICTORINNO IFILIPIUAU DUMAGUETE j TOTAL 
SECOND -TH].a % '%MRD _ SFCOND THsRI)
Clss'iCLA'.SS :TOTAL SHARE ICLASS TOTAL SHARE CLASS CLASS TOTAL SHARE 

Satisfactory 
 7 16 23 82 - 30 30 94 7 46 53 88
INot canforilable 5 . .. 5 . . . 2 
 2 6... 7

Tot .... 21 28.. 100] 

7 12
 
32 3. -1- .. 3 . . 1
 

TABLE B.40
 
CLEANLINESS AND MAINTENANCE OF TOILET 

AND WASHING FACILITIES DURING THE VOYAGE 

:::::.MV
.. :0,DON. VICTORLaO FALIPINASDMAGUET- TOTL:::..... 
:: -C L A SST O T A T Al " : _ _ _ _ _k: 

CLASS j ~SHARE: CLAS T.OTALTSHAE f CLASS:CLSTOASAE 
Satsfactory __ 7 13_ 20 71 18 1 
 56 7 31 38 
 63

nifatory 
 - -- 9 14 14 44 22 22 37


Total 
 7 21 28j 100 32 32 100 7 53 
 60 100
 

0 TABLE B.41 

ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILI'TY 

....... TTAI
 

Satf6
Urmaca oy 1 174 235 8218 1184 1 
 56-0 6 3IS 41 683d 

TOTAL 7i 21 28 1 100 32 32 -100 7 53 60 100
 

TABLE B.42 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

___________ IHIRT T8~flISEC % J-'%SECOND:I TIRD _____________ CLASSCLASS OTAL SHR CLAS :TOTAL :SHARE iCLASS:[CASTTA HP

Sa factory 2 13 15 
 54 23 23 72 
 2 36 38 63
 

Unsatk ory I 2 
 62 . . . .3 2
No nimer 
 5 8 13 46 7 7 
 22 - 3 15 20 33

Total7 - -  28 100 32 32 10 
---- ___- 60
5 100
 

http:lss'iCLA'.SS


TABLE B.43
 
MEALS AND MEAL SERVICE ON BOARD
 

~P~l~.............
 ........
. ... ... 	 . ". ..3 I RD .... 

S ~ ~ ~ RA~~::-CLASS':S~TOTAL LASCtXSOTLHiE 

. L 4 13 1 _ 6 7 1 2 

Unsatisfactory 

aswer 	 19o 	 6 19 25 89 22

6 
22

6 
69 6 6 10 

- ----___i 7_____ 21 28 100 -3232 
6 41 78Total -__ 	 47-	 6-0 2 100 7 60 ___F 100Mea! Serice: __3_100
 

Satisfactory 2 2 7 	 5 16 	 7Unssfidacdory 1 1 	
7 12

4 414 13 1 4 _ 8No1--	 --
 89 - -- -- 72 6 . --ToW 	 -- -- 23F ... 42. -- --.-- ---.07 211 28 100 32 32 1 53 60 100l 

TABLE B.44
 
VESSEL OPEN AREAS FOR PASSENGERS
 

[......... 
 % 1R ...... 
S t1 6 7 25 31 31 97 - 7 38 63 

Inadequate 7_
6 15 	 - 121 3 6 16 22 37Total ____7 21 10028 32 32 
 100 

TABLE B.45
 
WAITING AREA BEFORE BOARDING,
 

IN ITRMS OF COMFORT AND CLEANLINESS
 

:-l: .
I:JN : :: ::: :: :......::::: :::::... . ..".-'.......... 
 ..: ::: :: - "'"" " '.: ':?
 
_____CLA$SS. S.i . ... CLT.CL. :'S
S : 	 ::CLA: CLAs TOA fl2 

Satfactov7 
 17 24 86 26 26 	 7 5081 -Aisfactory _[ 	 834 4 14 6 6 19 100 10 17
Total 
 21 28 100 32, 32 100 7-- 60 100 

TABLE B.46
 
BOA2RDING PROCESS
 

____ONVII ~ aNFTLJPM4,S 11TUTAM T....A.....
SECO1ND:: 	IIIRI hR 	 S=O1HRsI- CLASS ::::.LTSS::.SHARE:, CSS TOTAL: 	 T:OSatisfactory 	 SHARE ":CLAS .:bW!LS -tALSJ_..... 
 7 17 24 86 29 29 91 	 7 46 53 88Ursatisfactor y . 4 4 14 3 3 .
Totl 	 . 9 7 7 127, 21 28 100 32 32 to10 7 53 6 100 



BAGGAGE 
TABLE B.47 

SECURITY ON BOARD THE VESSEL 

TOTA _ 

-__ _VDONVICORANO OFSLSPEOAS DUIGJTE.L 
........ THiRD IT FO 

CLAS CLAS TOTAL SHAP CLAss TOTAL cuss-
M 119RD 

CLASS TTAL SHARE 

TABLE B.48
 

ANY BAGGAGE LOSSES FOR THIS ROUTE
 

___ __ ___ M DO Vc!TORLANo::......... .. - ToTA
 
$I.OEf u- l %D SECOND:TlItr 0R 

CLAS CLSS.TOTL SAREj CAS TOAL. SHAkE. -CLASS: CLASSTOA HR 

4cun 4 14 16I 3 6 IjYES 1 1 2 74 __ 3 
NOASWR - 6 20 26 __ 93~ 32 32 10 6 32 ________._ .__ 2i.. 100 32[ 32 10 53 d0 too6: 2:
TOTAL ___ __I _I___ ___I___ -___,___,- -

TABLE B.49 

SHIPPING LINES RESERVATION SYSTEM IN 

REGARD TO CONVENIENCE & SECURITY OF BOOKING 

I SECND fll~fl. 

wT1 

I~R 

4UMAGUI21 

% 

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

SEOND fIt 

iC~avenIlice of Booking: 
St.aoy6L Lc t1

14__________ 

TOWd 
rsl 

4 iy of Booking: 
SatishOclw 

________ 

____ 

16 

1L --
71 21 

____________ 

61 181 

zz 

2 

28 

241 

7 

714 

100 

861 

231 23 

3J3J54 
32 32 

27 27_ 

83 

9__ 

103 

6[ 

1 

___ 

44 

4 

3 

4 

50 

S 

60 

51 

3 

100 

3 

No anwer 
TOWa 

1I1 
71 21 281 

7 
inn 321 

16 
___ 

_____53 

12 . 

TABLE B-50 

BUMPED AFTER HAVING RESERVATION WIT11 THIS 
SHIPPING LIINE ON THIS ROUT, DURING 1991, 19fl2 & 1993 

yES1 
NOANSIPR 

In'r&T- 7 

RH~ .D 
CLASS-CLASS 

16 
71 

.. .. .. . ... . . . ............ ...... .. 
OTAL SHARE*£1SS TOTAL-...... E.. 

6 21 - 4 13 
22 79 29 28 83 
?R ini rw 

N 
CLA.~ 

1 
6 
7 

_ 

SSTTL 
9 

44 
;1 

107 
:50 
60 

H 

83 
100 



TABLE B.51
 
RATING OF MANAGEMENT AND STAFF
 

-Ma-gemeitAtttde of Servioe QusntW: 
Ecdent 
s ati . at-

U 
lroQ~ 

7 
10 

9 
2 

10 
16 

2 

36 
572 

7 

5 5
26 
1 

16
81 
3 

7 I3 
"7330 

_ 
i142 2S70 

t"lo~y. 2h 

Land Based StaffAtbade to Passenger & EMdency-
28H33 1 32 10 7 53 

s& 
60 

Exclf _ 8 29 2 2 6 10 10 17 
Snafisfa ! 7 - u 18 64 23, 29 SI 7 39 46 77 

Unati r "-. 2 
Toale7 

21 28 
Vend CrewAftitude to Pasmeger Atfllnde & Enliency; 

71 

,710 

11 
1 

32 

1 
1 

32 

3 
3 

100 7 

3 
1 

53 

3 
1 

60
60 

5 

100
100_ 

Excdlat 

Uantiac r,_ I 
1: 

6nba2o, 

9 

9 

10 

1s 

-

5411 __ 

2 

281 

2 

28t 

6 

883 6 -

11 

37 --4 

12 

-434 

20 

77 

No s wer 3-- 0 0. 3 I4 . . "2 

Total 73 21 2 
0 2 32 100 7 53 10 

TABLE BM.2
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED 

SuMclent and ConvenientS 
Excdlcnt 6 - 61 21 _ _4 4 13J-_ -_ __ _ _ -_ -I -_ -__ - - - - -2_ _ . . .L 10 ~ 10 

_ 
17 

Qwearly good L 101 36 22FairjPoor -2 .. .6 .. ._8 .. .29 ___ 4 224 69 5 27 32 5313 li t l 2 20 

Very poor 2 2 7 3L -21 2 312 1- - 2 2 6 4 7 

Totol Ttl2 7 i 2. __ O 33, ~6o~321 IO 534 60 1007 

Adherence to SchedaleRelibMty: 7 21 23 

Excdfelt 1 5 6 21 

Don'tve ew 7 2 

3 3 "_9 1 s 9 15 

02 1-263 . 30- 57 --_-_0 24 314 
_

___ FairPoor2 13 17' 7 22 _ 2' 10 7 
Nc.~~~ 2 ~~7~wi}-7 10 ' 2 2 _ 3

oVtn oor-2Vp 
Don't l e iew 2- 72 2 6 . . . 4 4 77 

53 60 1000 3Total21
Service Speed _0_ 100_ 7, 53, 

Fast . . . . 1 4, 3 3 9 4T- L -:--2 I _ 

I~~~ - ... .. --._.v____,o_ _ -..- . - _ 31 - -----__- - _-.---._-_ I 4 R~j _ 26 
_ _ low _ _ - 2 4 6- 3 3 9 .....- 2 . ... 7 . 9 

Tc, ___he__ J 3 33 ---- --. 3 3 9 . . . 6 6 _ o10Total 7 21 24 100[ _ _ __1_. . 7 _.... _3.... __. ._



TABLE B.53
 
CHLUNGE OF SERVICES OVER THE PAST TWO YEARS
 

MV DON'VlCTR~ANO FILIPINAS flUMOGUIXTX TOT 
SECON THUMf% THIRD % SECOND THIRD::Serviceshave condcraby iprved 1 2 7 1 1 3~ 32 3Slightinprov aofserice .. 3 2 - 5- 18Service standards have no~t changed 11 --- 11 34 ---3, 10 13 "4141 432]2 3 13[ 16 - 2745
 

__-_-
 __-_- -- - - -  1-3
10 11 46 14 _Cannot estimate change I I 14 14 44 3 - 24 277 8 29 6 6 19 1 4131 14 23TOtWl 
 71_ 21 28 100 32 32 1001 73 60 100 



CEBU- BANTAYAN ROUTE
 

TABLE B.54 
PURPOSE OF TRAVEL 

ONLY (3ird ClIS5 O )* : 

:::A SENGERS :: 1AR: : 
Marketing ofgoods 3 10 
Medical 1 3 
Famnily Affairs6 19 
Provincial fictha 2 6 
Vacation (non-student) 9 29 
Employment change I 3 
Other business rated 5 16 
Other travel puposes 4 13 

Total 31 100 

TABLE B.55
 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
 

___________......... . .... r% u .2.........
 
Monthly 3 10 

1-3 times ayear 22 71 
4-6 times ayear ".6 19 

Total 31ow30 

TABLE B.56 
CLEANLINESS OF YOUR SEATING/SLEEPING 

AREA AT THE START OF THE VOYAGE 

MVi~iii~i: 0nl), io rO Yi~rd c:1as :: 

Satisfactory 31 100 

TABLE B.57
 
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA
 

. . . . . . , , ... ., . . ..... ,..... .. ,..... . ... .. • ... ... . . . . . 

Satisctoiy 28 90 

Not comfortable 3 10 
Total 31 100 

TABLE B.58
 
CLEANLINESS AND MAINTENANCE OF TOILET
 

AND WASHING FACILTIrE.9 DURING THE VOYAGE
 

________ 24 77 

___________________7 23 

T'AL 31 100 
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TABLE B.59 

ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY 

Satisiactory 11 35
 
U~neaitifactory 20 65
_ua~_ o 1006¢_ ta.......................................3 


Total 311 1O00 

TABLE B.60
 

COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD
 

M V t Iy.........
IIO ............. 


satidactory 23 74 

Unacceptable 8 26 

Total 31 100 

TABLE B.61 

MEALS AND MEAL SERVICE ON BOARD 

Meas: 
Satisfactory 61 19 
I Tn.at i. ctory
No answc 

9 
16 

29 
52 

Total 31 100 

Meal Service: 
Satisfactory 5 . 6 
Unacceptable 10 32 
No answer 16 52 

Total 31 100 

TABLE B.62 

VESSEL OPEN AREAS FOR PASSENGERS 

Satisfactory 291 90 
Inadequate 3 10 

Total 31 100 

TABLE B.63
 
WAITING AREA BEFORE BOARDING,
 

IN TERMS OF COMFORT AND CLEANLINESS
 

Satisfactory 24 77 

Unacceptable . . . . 
Total 

. .. 6 
31 

ig 
100 

26 



TABLE B.64
 

BOARDING PROCESS
 

.. . . . . . .. 

Satiory 31 100 
Total 31 100 

TABLE B.65 
BAGGAGE SECURITY ON BOARD THE VESSEL 

Fair 23 74 
Poor 1 3 
Seious problem 7 23 

Total 31 100 

TABLE B.66 
ANY BAGGAGE LOSSES FOR THIS ROUTE 

Nooc/not yct cxpicnced 31J IOU 
ToW 31 100 

TABLE B.67
 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

Conveidence of boukha: 

Satisfactory i .. .. 100 

Total 311 100 
Security of booking: 

Satisfactory 31 100 
Total 31 100 

TABLE B.68
 
BUMPED AFTER HAVING RESERVATION WITH THIS
 

SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993
 

Yes 2 6 

Ncver ncountatd/pcriced 29 9 4 
Total 31 100 
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TABLE B.69 

RATING OF MANAGEMENT AND STAFF 

MV ON :(Ikd: i:Oidyy-.

Management Atfltude of Service Qusalt. 
Excellent 9 29 

_____o 22 71 
Total 31 100 

Land Based Staff Atitude to Passcngr & EMdcncy: 
Excellent 10 32 
Satisfactory 21 68
 

Total 31 100 
Vessel Crew Attitude to Paisenger Attitude & EMdency. 

Excellent 12 39 

Satifbctory 19 61 

Total 31 O0 

TABLE B.70 
RATING OF SERVICE SCHEDULE, ADHERENCE &SPEED 

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

SuMcient and Convenient: 
Generally good_ _ _ 8 .... 26 
Fair 11 35 
Very poor 5 16 

Don't have view 7 23 
Total 31 100 

Adherence to Schedule/Relability: 
Generally good 12 39 
Fair 8 26 
Don't have view 11 35 

Total 31 100 
Service Speed:

Fast 251 81 
Don't have view 5 16 
No an'wer 1 3 

Total 311 100 

TABLE B.71 

CHANGE OF SERVICES OVER THE PAST TWO YEARS 

Slight improvement otservices 11 35Services standardshave not changed 9 29 

Cannot estimate change 11 35 
Total 31 100 
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CEBU - DAPITAN ROUTE
 

TABLi B.72 

PURPOSE OF TRAVEL 

~________ A ~ I~t_ t......~.. 	 .. . .y..	 .. i!!!!ii...........* -::!!::|!: :::::::::::::::::
...! !! i I... !ii i-.: 	 -!...........!-::........!i:!!:::iiii: 


Mf ketinofgoods 	 1 2 15 3 1 4 10 4 7 11 15 7 9 16 1 
I 1 8 4 1"' 5 12 2--2 4 5 6 4- 10 

Funify lin 1 1 8 2 3 1212 10 4 14 19 112 8 20 1, 
Sdmlolbk 1 1 2 	 3 3 4 1 3 4Provncial fiass 	 3 2 S 12 --- 5-	 9 -- " 

2_ 5 12 _ 45 	 _V&tiui(non-stdet) 	 3 3 23 3 7 10 24 10 7 17 23 i 17 30 2. 
EW~~m~ymea 1 1 8 1 1 2 	 . 2 3 4 2 3 5 ____ 
Ckabus1purpos 	 I 1 S 11 2 3 - 7 1 3 6 l0 14 1 4 9 14 1 

4 4 31 _:rvd4Joe 3 1- 71 17, 21 5 1 71 10 21 9 1 7 1 3 1Total 12 	 13 100 22 19 41 100 3 36 34 73 100 3 58 65 126 10 

TABLE B.73 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

WV___ U~~ADU__ _ A a. _.. 	 ....... ......

......
:. ......... * % . i ........ ... .. . .... ..... ... . .. mr .. . . .. . ..

_

. . .~.... 	 iSc~z ....... .A: 	 LA$ryA~ L~$~~$ ......
1I 	 0~LSAl 

1mohly 	 1 1 8 2 2 4 10 1 2 3 4 3 5 81-4 timrncz rnoh 	 1 2 3 7 1 2 3 4 2 4 6 
1-3 timeE ayear 8 8 67 17 12 29 71 1- 31- 19 51 70 1 48 39 8 
4-6 time ay r 3 3 25 2 3 5 12 2 2 11 L5 21 2 4 17 23 -1 
Noarnwc 1 1 I 1 1 

Total 12 12 1 00 22 19 41 100 3 36- 34 73 00 3 58 65 126 10 

TABLE B.74
 

CLEANLINESS OF YOUR SEATING/SLEEPING AREA
 
AT THE START OF THE VOYAGE
 

Wv~1LP~q...U.fL.3 . .WN 11cTOXO MJ 1UAt1? FA 	 .:JT>::........
 
... .
-. -. -.. ..
. ..-..... 
 ........
Safactory 12 12 100 22 18 40 	 998 3 35 29 67 92 3 57 59 119 

Not cIeat 1 2 1 5 6 8 1 6 7 
Toal _ 12 100 22 19 41 765 126 0NoL cc~n . 12J ____ 1 2 ~ ~ ~ .~~ 7~ 00 3 58 5 16 1 

http:Wv~1LP~q...U.fL


___ 

TABLE B.75 
AR-COMFORT LEVEL OF SEATING/SLEEPING AREA 

Sa1isfactory 

Not corfdortable 
Total 

THRD, 
12 

12 

~ 
12 

12 

100 

100 

21 

1 
22 

11WV~S 
16 

3 
19 

37 

4 
41 

90 

10 
100 

EO.IR)%FrMST: 
2 34 29 

-12 5 
3 36 34 

65 

8 
73 

89 

11 
100 

SEC!O 
2 55 

3 58 

TINyX.4 
57 

8 
65 

114 

12 
126 

90 

10 
100 

TABLE B76 
CLEANLINESS AND MAINTENANCE OF TOILET 

AND WASHING FACILITIES DURING THE VOYAGE 

Thi D .9 .~ PD ... ..... .... .% ~ ip is p ~ 3 p: F RS J ECO P~T~R~ ............. 

Satisfactory 

UDmaiI.Itory 
o--v-

Total 

11 

12 

11 
1 

2I 

92 
98 

100 

20 
2 

22 

15 
4 

19 L 

35 
61 

41 .i-

85 
15 

__ 

3 

3 __ 

33 
1 
2 
6__ 

17 
17 

34 

53 
18 
2 

73 

73 
_' 

3 
100 

3 
_ 

-83-
-

53 
3 
2---

43 
22 

65 
-

99 
25 
22 

126 

79 
20 
1 
10 

0 TABLE 13.77 

ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILIY 

S3atisTytm 

Dontdink

17 Tots] 

__ __ 

12 

__ __ 

12 
_ 

I____, __ 

_5 

1003 
s7_ 

__ __ 

4___ 

22: 
. _ 

4_ _____ 

19 41 
2_ 

__ __ __ __ 29143 

-2312 

100 3 6 4 jl
3 ... . .MWA'-_._.......2...

1 

0 

59 3 

21 ____ -

10 3j 
.s.............. 

,46 

58 

37 

13 

65 

86 

20 

126 

__ __ 

16 

100 
..... 

TABLE B.78 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

- ONV~~actoRI3 15 9 14 19 1 2 13O 


,No atsacoz 4 3 3~ 6 15 3 90 14 19 12 20 16 

. Tots] 12 121 100 22 191 41 100 3 36 34: 73 lOC' 3___ 65 126 1CC' 



MEALS AND MEAL SERVICE ON BOARD
 

Meek: 

--------------------. 

Noamr 121 12T .l 12j 121.1...00. 
Mealsrvce: 

100
.t2.2... 8

.7 .5........ 11 

2, 

1 
6 

2 
$ 1 I 2166 

44 ___ij____100 

1 6 
3________ 

ii c 15 11 
12 Il 

29 
1 

24 2, 22 9163 
91 2~_ 

5.10 390 i i 
45 

No 
_ _12 

II 
12t. 0 2 

17 
41 

41 
100 

1 
3 

15 
36 

-

34 
38 
3 

51 
100 

1 
3 

2 
'9 

41 
65 

6 
16 

2 
100 

TABLE B.90 
VESSEL OPEN AREAS FOR PASSENGERS 

i :i : ::::: !: : ,: , :,...:..... :: : " ::: ... :: ... :.: .. .. t ......T :! ,: ..........:::::':: -:, 
Seisfctory 12 12 100 19 16 35 85 3 33 29 65 69 37 52 57 112 __ 

Unn 
No 

ifatcoy 

Total 12 
....... 

12 1001 

3 

22 

3 

19 

6 

41 

15 

100 3 
_ 

3 

36 

3 
2 

34 

6 
2 

73 

8 
3 

10( 3 

6 

581 

6 

2 
65 

12 
2 

126 

10
2 
100 

TABLE B.81 
WAITING AREA BEFORE BOARDING, 

IN TERMS OF COMFORT AND CLEAN LINESS 

.... . . .......... ._1...__ ...................... ..... 1..5..1 -

Unzt t~m~.y
Satisfactory 

2 
10 

2 
10' 

17 
83 1s 

6 
13 

"1.25. 
31 

24 . 
76, 3 

4-
32 

17" 
17 

21 
52 

29 
71_ 3 50 401 

33 
93_7 

26 

Total 12 12 100 22 19 41 100 3 36 34 73 100 3 58 65 12.6 10, 

TABLE B.82 

BOARDING PROCESS 

ClAS&TTOTAL SHARE. CLASCASTTL HR LSSCISCAS[~ HASS SS CLSS CLASS: .TOT-AL SA14AR 
Saisfiatory 12 1 -2 100 18 14 32 78 3 33 23 59 81 3 51 49 103 82U ______ I j 4 9 22 3 _ 11 14 19 7 16 23 1Tetal 12 12 100 22 19 41 100 3 36 34 73 -100, 3 58 65 126 0 



_______ 

- -

Fair------------12-

TOT AL 

"'YES 


NOF NWak 

TOTAL 

of B7 
- ANSWE 

TtAL 

No 

• _ _ _ _ 


YES 
'?Jr AXTCUTL-D 

~1lAtJ~E~DON1 

12 100_. 

121 12, 100 

AS .O A R....H.L.L.O... 

12 12 100 
12 12 100 

_3.__4 

1 100 

12 12 100T1 
_ _ 2_ _ _ _ 2 _ _ _ 17_6_ 

2 17 

2 22 17 

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

S 5 42 
m -

TABLE B.83 

BAGGAGE SECURITY ON BOARD THE VESSEL 

-E MF0TR1ANd:*''.... .MN. __.PUI.ANrFE~RRY ... 

22 18 40 98_ 31 331 31: 67 - 2 

22 19 41 1001 31 36 34; 73 100 

S ... ...S ... .lS.H.~AS.O AAI .O.L.2&S J 
TABLE B.8l4 

ANY BAGGAGE LOSSES FOR THIS ROUTE 

I 3 3j 7 3' 3 
22 16 38 98 3 336I 1 7 96 
2l 19 41 100 3 36 34 73 100 

TABLE B.84SHIPPING LINES RESERVATION SYSTEM IN 

REGARD TO CONVENIENCE & SECURlY OF BOOKING 

3ei 
22 1 39 95 3 31 i2 60 76 

TABLE S 

SHIPPINGERLINEINRESERVATION ITH I
 
22 19 40 10000
REIIGR 
_7 

&OUE O99F- B99 I993TON CONVEIENC URIGSII 

1 1 - -24- - - - - 25BL
K 1 1-

19 41 103 3 7 0111 

TABLE BM8
 
BUMPED AFTER HAVING RESERVATION WITH THIS
 

SHIPPING LINE ON TEllS ROUTE, DURING 1991, 1992 & 1993
 

.. ... .... 

1: 2 3 S 7 
-21., 1 131 

. A 

'3 55 61 

3 8 65 

S.S..I1..AR..
 

6 
3 55 6 
3 58 59 

- -- 66 
3 8 5 

3 5107 2 15 
- 3 

- SS - 

_8 68 

3 8 

119 

126i 

A 

6 
120 
126 

120 

2 
B 

- 10--

19 

94 

iO" 

5 
95 

100 

100

6 

107 

1 

http:S..I1..AR
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TABLE B.81 

RATING OF MANAGEMENT AND STAFF 

..... .. ~ .... O f ... ... ........... .f
.. .... .~RS ...... ... 

M.....e.t A u de o[ Service ........ .. .......
 

!xcdae t 8 S; 67 1, 2 11 11 201 ___ 

fa It 4 4 33 21 19 40--- 98 3 24 31 58 79 3 45 54 102 11 

1 1 1 3 3 4 13' 2 

Lm and4 Staff l t t n d to Pna e r _ _ __ _ _ _ _ _ _ __&_ _ _ _ 

-m m 9 _.+__.-- ---- ___ - 2 ~ n --- -- x 201 
S~bsfactolyr _. .. 3 3 5 21j 19 40 93 24j 301 57 764 .3 452 3 1033___ -92
N o .... .. . . . ..- 1 - 1 

"ftal 12 12 " t3 22 19 41 10 3 36---- ---- 7 -- 100".. .__---' 65 126"--C-"
Vesse CrewTOW~lAltUde to PaSae r I it1At tne12,& E12_ 100 _ 22 19 41, 100 3 36 3 3 103 s 5 1 2 is 10 

?xca t 8 67 6 -_ 11 271 13 211 3 73 1___1 17 14 32 2n 

4 _ _ -6 9 T,.. . 2 _ .. 73 2 33 46 35 -
No nswer - 1- --- .1 --- I -"-U_______1__1 2 4 6 2 __ 2 5* 76231 


_ ___ _ _ __. . . .6 

TABLE B.8 
SRATING OF SERV[CE SCHEDULE, ADERENCE AND SPEED 

NOr 9xcdat7 7 58 5 5 12 11 U 6 20 27 1 1 11 235 2I I 1 11I
14b- _ . . . . 31 3 25 16 7 23 56 31 6 1.3 1 29 27 

r 2 2[ 17 22 1 1 31 36i 12 21 29 13 19 32 25. 
pMca 2 2 2 2 2 
Don't aveview ,,1 2 2 5 7 3 10 1 9 12 10 

1 
Tot______ __ __ T ___ 2 1 22_ 19 41] 1O~ 3 36 34~ 73 100 3 ,65' 1.2 100 

Aderuie to ScedkeRla1k 1T________ ___ 
. . . . ... . . . . . . . . ... . .JExc~ut 2 2. 17j 1 S 6 '15 _____9 ' 4 13 Is 10___ 11 21 17 

x 47 335216 16isa 23 _ 2 31 L3 29 2 32 46 97 7TO 12 12 2 1 4 0 3 36 34 7362 1 
_______________ ie___w____-_ _____ _____ _ 2_ ____ 1 ---- 16 - 4__12 ____ I_ ____ 3222 ______6 ___ 4 13 ----- $ _2_2 11961 1 2 1 1 1 1 

Dclow 23i 2k 12 3-- 23 4 

____________4TOW 1 83 2 16 28 65 _ 3_ 36 4 10 14 _ 3_ 43 46 17273110TtnI ~ 12__1 124 10010 222 199 441 100 3 36------_36, 34[ 73 100 33 5.58 6565 12 100126 1OC 

2o Z~w 17 01 91 13 1s 10 121 17Dod'thbzvie _ _ _ _ 2 _ _ 3_ 4_ 7_ _ _ _ _4 

No ew " 12 _ _ _ _ _ _ _ __ _ _ _1_ _ __ _ _ _ _ _ _ _ 4 1 1 1 1 1 
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TABLE 2B.9 

CHANGE OF SERVICES OVER THE PAST TWO YEARS 

- M KK -I tD N r N . *.MV CAId R 

,12 10_. 19. .100 _ K - - - -

4 33 9 8 17 41 1 12 101 

17 5 __-6 _ 11 27 2 9 IS 
____ 421 __ __ _ 3 _ _ 9 _ _ __2 _12 5 

121 _ _ 221 19 4,1 _ _ _ 34 

-- _ 

23 

'26 
171 

73 

_ _ 

3i 

36 
23
1 

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

..... _ __.. ._ 

1 21 

2 14 
is__ 

31 

_ _ 

22 

23 
13 
65 

_ . . . _ 

44 

39 
31 _

1d 

,__.. 

31 
2
1c-

CA) 



CEBU - MASBATE ROUTE
 

TABLE B.90 
PURPOSE OF TRAVEL 

Med! 
Fanxilyaflbir 

2 
2 

8fgos 
5 
1 

10 
7 

14 

13 
9 

18 
School brak/lholiday 1 1 
Provincial fie a 9 10 13 
vacicon obn-atuden*) 8 8 11 
Thnlom~tdiwo ____ 4 4 _____5 

Otherbuslneardulatod 2 7 9 12 
Othtravel purposes 5 8 13 17 

TOTAL 16 60 76 100 

TABLE B.91 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

2-4 times amonth 4 4 5 
1-3 tim ayear 12 38 50 66 
4-8 tim aycar 4 6 10 13 
No mswfe _ 12 12 16 

IUIAL 16 6) 76 100 

TABLE B.92
 
CLEANLINESS OF YOUR SEATING/SLEEPING AREA
 

AT THE START OF THE VOYAGE
 

s 16 59 73 9 

Notcea 1Clem 1 
Total 1 16 60 76 100 

TABLE B.93 
AIR-COMFORT LEVEL OF SEATnNG/SLEEPING AREA 

Vaycomfortable 2 6 8 11 
Satidfacto 13 50 63 83 
Not comfostabl 1 1 4 5 7 

Total 16 601 76 100 
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TABLE B.94
 
CLEANLINESS AND MAINTENANCE OF TOILET
 

AND WASHING FACILITIES DURING THE VOYAGE
 

Satisfactory 13 45! 58 76 

Unstls bctory 3 15 18 24 
Total 16 60 76 100 

TABLE B.95
 
ADEQUACY OF ON-BOARD
 

DRINKING WATER AVAILABILITY
 

Satisfactory 14 47 61 80 
Inadequate 4 4 5 
Don't drink 2 9 11 14 

Total 161 60 76 100 

TABLE B.96 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

Satigfactry 13 28] 411 54 
Unsatiifactory _ Sj 11 
No mwcr1 3 24 27 36 

Total 16 60 761 100 

TABLE B.97 

MEALS AND MEAL SERVICE ON BOARD 

Meal: _______10 _______ _______ 4_____ 

No 
Total 

:mIr6 
16 

32 
60 

38 
76 

50 
100 

Meal Service: 
Satifhctory 

Umatialdctory 
No wcr 

Tol 

[ 
a 

'1 
7 

1d 

_ 
19 
8 _ 

33 
60 

27 
_9 

40__3 
7100 

36 
121 

TABLi B.9 
VESSEL OPEN AREAS FOR PASSENGERS 

S868factmy 16 50 66 94 
lrrmdcqliaice 4 4 6 

TOW 16 54 70 100 
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TAILE B. 99
 
WAITING AREA BEFORE BOARDING
 

tt14 47 61 80 
UXK 2 13 15 20 

Total 16 60 76 t00 

TABLE 1.100 
BOARDING PROCESS 

Satdiz '13 54i 67 8 

3 6 9 12Tow l  16 60 76 100 

TABLE B.101 
BAGGAGE SECURITY ON BOARD THE VESSEL 

Tdt 113 13 17 
Pair 38 53 70 
Poor 1 9 10 13 

Total 16 7660 100 

TABLE B.1O2 
ANY BAGGAGE LOSSES FOR THIS ROUTE 

~~~~~........ X.:i irii ~ 

YES 

MANSWA 16 7660 100 
TOiAL 16 60 76 100 

TABLE B.103
 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

Convenence ofBook: 
&13y J 66 87 
Difficult 2 6 8 11
 
No mnwcr 1 1 2 3 

Total 16 60 76 100 
,Seeum/ of BRolft 2 

8dwktoy 15 561 71 93Difficult I I I 
No ammu 1 3 4 5 

Total 16 60 76 100 
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TABLE B.104
 
BUMPED AFTER HAVING RESERVATION WITH THIS
 

SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993
 

YES 1 3 4 5 
NOANSWER 15 57 72 95 

TOTAL 16 60 76 100 

TABLE B.105 
RATING OF MANAGEMENT AND STAFF 

Manuaement Attitudeof Service _______:

Excellent 19 19 25 
Satisfactory 4 38 52 68
 
Very poor/bad 2 3 57
 

Total 16 60 
 76 100
 
TAnd Bs~ed Staff Atltnde to PaRtmg r& Ermirn.:
 

axcellent 
 15 15 20
 
Satisfactory 16 36 52 
 68 
Vay poor/bud 6 6 8
 
Unacceptable 3 
 3 4 

Total 16 60 76 100
 
Vetsel Crew Attitude to Panenger Attitude & EMdeucv
 

Excellent 1 161 17 
 22 
Sat.lFi;tbCt y 1..j 53 75
 
Very poor/bad 2 604 _ 6 8
 

TOW t16 61 76 10 

TABLE B.106
 
RATING OF SERVICE SCHEDULE) ADHERENCE & SPEED
 

..~::t :.::
:s.... .. ...::::::::::::::::: 


Dsuoent and Conveient _ . ... 
Excellent 11 14 18
 
Gencrally good 7 24 31 41
 
Fair 
 9 17 26 34

Very poor I I I
 
Don't have view 
 4 4 5
 

Total 
 16 60 76 100

Sdherence to Schedule/Re_abmt :
 

Excellent 
 1 141 1 

.,t llygood 11 29 40 53
 
Fair
Very poor 3 612 161z 2 3 4 

Dont have view 6 6 7 
Total 161 60 76 100 

Servi3e Speed:

Excellent 
 2 2 3
 
,atisfactol3 14! 47 611 80
 
Slowy 
 2 6 8 11
 
Don%have view 5- 5 71
 

L Total 1 16 60 76 1001
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TABLE B.107
 
CHANGE OF SERVICES OVER THE PAST TWO YEARS
 

[ervices have considnb nvcd 3 7 
 10 13
slight .hllrovew of mrvicts - 7 14 21 28
 
,.seviV- Ce n1ot1 19 24 32
 
carimot e1e m 1 20 21 27
Total 
 16 60 76r - 100
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CEBU - LARENA - SIQUIJOR ROUTE
 

TABLE 3.103 

PURPOSE OF TRAVEL 

Mketlns of goods 1 3 4 7
 
Medcai 2 2 4 7
 
Famay a 1 4 6 10
 
Provincil fieltas 3 3 6- 10
 
Vloalion (no-tdwea 2 5 5 12 20
 

Employmwdam- 4 4 7
 
Obcrbustnen rdatd 1 5 9 15
 
Other travd purposes 1 6 8 15 25
 

Total 4 19 37 60 100 

TABLE B.109 

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

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


2-4 timeR m nth 2 2 4 

1-3 times Iyefr
4-6 timcs a yen 

3
1 

14 24
101 

41
11 

68
16, 

9-12t mes syar _ 3 3 6 10 
ToW_ 441 9 3 6D 100 

TAMLE B.110
 

CLEANLINESS OF YOUR SEATING/SLEEPING
 
AREA AT IHE START OF THE VOYAGE
 

Satshctxy 4 18 37 59 98 

Not clen I _1 2 

TOM 4 19 37 60 100 

TABLE B.111 

AMR-COMFORT LEVEL OF SEATING/LEEPING AREA 

a .. . ..as .. .. . . . . ... .. . . . . 

Very comfortable 1 2 2 5 8 
Sallfactozy 3 ISj 34 52 87 
Not comfortable 2 1 3 5 

Total 4 19 37 0 100 

TABLr B.I2 

CLEANLINESS AND MAINTENANCE OF TOILET
 
AND WASHING FACILITIES DURING THE VOYAGE
 

Sialatctoy 4 17 25 46 77 

unsautoiy 2 12 14 23 
Tatal 4 19 Nl7 LID 100 
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TABLE B.113
 
ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY
 

S.tly 1 13 21 35 58 

Inadequle 
Dodtddink 

3 4 
2 

151 
1 

22 
3 

37 
5 

Total-_ 41 19 37 60 100 

TABLE B.114 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

V~O~ET...........
 

Satisfacto 3 11 34 48 80 
Noanswer 1 8 3 12 20 

Total 4 19 37 60 100, 

TABLE Bill 
MEALS AND MEAL SERVICE ON BOARD 

:Won 

Sai1fato 
Unnftsfaty 
No awwa 

Total 
Meal Sanifrja: 

Excelt 
UnsaUfactory 
No mawer 

Total 

_ 

3 
11 
4 

I_ 

3 
1 
4 

TABLE 

11 
7 

19 

2 
21 
14 
37 

3 
35 
22 
60 

5 
58 
37 

100 

11 
8 

19 

1 
22 
14 
37 

1 
36 
23 
601 

2 
60 
38 

100 

.116 
VESSEL OPEN AREAS FOR PASSENGERS 

Satifiac 3 17 36 56 93Lmdehie 1 2 1 4 
TOWd 
 4 19 37 60 100 

TABLE B.117
 
WAITING AREA BEFORE BOARDING,
 

IN TERMS OF COMFORT AND CLEANLINESS
 

...........lit .............ii
i:: s 

asibtr 3__ 161txc ilat 1 351 543. 90
Unsatifactory 22 I 3 S 

Total 41 19 37 60 51 

41 
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TABLE B.118
 

BOARDING PROCESS
 

Satifactory 4 15 35 54 90 

Uuaj _il__xy 4 2 6 10 
Total 4 19 37 60 100 

TABLE 8.119
 

BAGGAGE SECURITY ON BOARD THE VESSEL 

Fair 4 19 35 58 97 
Henous problem, , 2 2 3 

Total 4 19 37 60 100 

TABLE B.120 

ANY BAGGAGE LOSSES FOR THIS ROUTE 

YES 

NOANSWER 4 19 37 60 100 
TOTAL 1 4 19 37 60 100 

TABLE B.121
 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

Conveience or Booking: 
Excellnt _11 2 3 
Sati1fcory 41 18 36 58 97 

TotWl 41 191 37 601 100 
Secuity or Booki: ,, 

Exclldi 1 2 3 5 

Safisfactory 3 17 37 57 95 
Total 4 19 37 60 100 

TABLE B.122
 
BUMPED AFTER HAVING RESERVATION WITH THIS
 

SHIPPING LINE ON THIS ROUTE, DURING 1991,1992 & 1993
 

YES1 1 2 
NOANSWER 4 19 36 59 98 

TOTAL 4 19 37 60 100 
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______ ______ 

_____ 

________________________ 

____________________ 

________ 

_____ ______ 

______ 

_____ 

__________ 

_____________________ 

_________________________ ______________ _______ _______ 

TABLE B.123
 
RATING OF MANAGEMENT AND STAFF
 

Management Attitude of Service Qua'ffyj ______

J ) 21 12] 14] 23 
j4 J 171 25j 46J 77

Total j4 j 19~ 37j 60j 100
Laud Bazed Staff Attitude to Paasengu~ & Efficiency: ______ ______41 18! 30 

Satlslbctoy 
 421 70
Total j 41 60~ 100 

Vcsscl Qcw Attitude to Pocscn~crAttItndc & Efflclcncy~
 
Excellent _______ _______ IIII~V 38


11 141 ~ 62Total _______ 191 100 

TABLE B.124
 
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED
 

___________________1 ~ 

CLASS IOTAL $IXM~. 
Sulildezt and Convenient: ________ ________ 

Excellent J 1 2 9 12 _____ 20 
a~aIIygood 1 3 11 9 23 38I 6 16 22 37 

Don~thavovlew _____ _____ 3 3 5 
Total 
 t 4 19 37 60 100


Adherence to Schedule/Rellabflity: _____ _____ 

Excellent 
 - . ______ ______ 

Guu~ulIyuowl 
 3 13 18 34 57
 
Fair 1 4 8 13 22 
Way poor _____ 1 _____ 1 2 
Don'thavo view 1 8 9 13Total 

______________________ 4 1937 60 100 
~ervtce.'Ipead: . ________ - ________ 

Excellut ________ ________ 1 2 
Satiafaztoy 4 _______ _______ 58 97 
Slow ________ ________ 1 ________ 2 

Total 4 _______ _______ 60 100 

TABLE B.125
 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

:~**~:~: ~:TA5~ CXAS~ IX)TAL SIXAPZ 
Suvices have conaiduibly Improve 2 3 6 ____ 10 
Shalt improvanat ofawvcu 8 22 30 SO 
Svicostmdudgbavenotchangea 2 7 8 17 28 
CmmoLcd1mn~c~ango 1 2 4 7 12 

Total 
4 19 37 60 100 
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CEBU - CAGAYAN DE ORO ROUTE (A) 

HO Ay 

TOT 

. - -. . ... . 

2 

___fn_ - 

2 

14 12 

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

15 3 

-- - " 

.22 

VAL-T38 
27 1001 11 121 

TABL B.126 

PURPOSE OF TRAVEL 

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

1 20 2 2 70 1 

_T3------------- ------5 

1 

49 5200 2 503 

. . 

2 

1 

. . . ... 

17 
1273 __ 

3 

100__0 4 

24 

1 

1170 

24 --

1 

141 
Z_ 

2 

4 

--

......... 

1 1 14 

-

11 

214 w 

TABLE B 27 
EQUENCY OF TAKnG TMS PARTICULAR VOYAGE 

St awee" 

1 fi--...h._..__.____1- ms¥a rM 

yotal 

a--

_ 94 

14 

-----

2 

_11~ 

2 7 

-

4 27 

I0 

14101000 

2 4 2 

2 

10 

2 

1 

3 

3 

141 
1 

215 
-4 

5 

173 
26 

2.....4 

$----n-r54 2230 

54 27410! 

-

- ,
4 

-
280 
2 

-68 __ 
-

5 

i -1 

1 

4 

-

8 I0 

4 8 

4~~31 167 

..4 

79 

1 

--s --h i 

TABLE B2-= 

SERVICE ADEQUA1M FORDIMAND 

__ 

:-TA 

s___________,-_
YES 

TAL 

W._______: 

___ 
14 11 

1NO 

1 14 12 

-:.:.:.:: 
2 

7 

9 
._ 

RELIABILITY AND ON TM 

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

".. 4 .1k! n. E44L± : :: 
1 ' 12 12' 

2 2 3 

1 12 49 2 13 

TALEB-2 
-

49 
4 

: x; 
6 

4 

..... 

: 
9 

5 

100 

... 
!: 

.2 
_'--

4 

:.:.:.:.:...A=:. 
L:! i: 

68 1 

!! 
3 

4 

:! 
42 

4 

: 
1'2_207 

1 24 

: 
97 
4 

14 



TABLE It1I 
GOOD SPACE RESERVATION 

.AS . .. .X~A . . . . . 

YE 
45 12 1 2 

92 4 4A 

b~_ _-1 

UWZ'~tBL :,tA- 4 

GOOD BAGGAGE ACCOIMIODATIOMWUERITY 

15 ~12 ~ 25 1_ --
-3 __4 

Tom. 

NO ANSWE 

_o_ 1-- 1 
224 

1 0T 
9 

-4-I -4 - - . 

"F 

TABLE B132 

Lq ADEQUATE CONCEFN FOR~ SAFETY 

HOJ4*E 

TOTAL 1 -_12 -- Y7 --- IM 12 
48 

-49 
57i~ 

21 10166 
1 2 i9i 221

-00 -40 1 416 1 T 
TABLE B-133 

ORGANIZE BOARDING PROCEDURE 
3&V---Pt ....... 

A~ Z A~~ 
14 

A~~ Y 
_OUR: 

S OT~ H~ ~ ~ ~~T~ 4 Od ...... 

A 14. 1 2 27 1W 1= 12 49. .O . .02 1 0 6 0 _ _6 0 3 1 7 
.. ... 

. . . .21- 0 



----

TABI. B1.34 
ACCOMMODATION STANDARDS 

--i Y8ST-- . . ... .... . . . .. ...1 
. . -----.-p 


FoOD.'ChI~EE5 

.. 2...... 1-1 -
- .AN . -- -- - ---- ---- 4--7T--- ' 8 ' ' 

444
 

__OD/ ___ 13 12 26 9-37 767 - 12 --- 7 -- 6 - --- s3 4 37 1 
____ __ 2 18- _2 1* -- -_2 __ 32 1 

TOTAL 14 12 27 100 12 49 62 -100 2 13 50 6 -100 4 56 0 100 4 43 87 24r1i '' 100 

b -- 4 .'' - "-s" 

B 3DIrTC-BL&X 

G "10 76-- 41 . 2 48 4 2 1 80 1 8 
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,1 
I_ __43 
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1 
_ 

---- . ~3--_1_- S4 _ -- 10 401 61 81 2 --121 -,,,-1-4 6 ] 4 43--47 
---------

FI R o 
_ooU 

. 
M 

1-1 

---

I 
JA 

: 

41 

--

143 
0 
- -

1 

1I 

-

471 

23 

0 
6-1 32 

4 
4 

2 

26 
___ 

$-97_ 

1 

__ 
1-Z- -1& 8- 4 

GOA14SWER_.. I IOI14 121 1 I1 7;491 I62 lIDO 1 501 661 100 4 8 6 01 10 4 43 187 --- I1 

GOCD0M 5 8 11 1 1 6 10 1 1 
J -- 1RT 19 -1 10 38 49 8 33 46[ 71 4 4 2 129 - U8 

HONSE 2 8 ~ --- -2 4 To 2L- 11 18 20 4 7 ~ 0 14
NO- -R- 2f 2 2 3 1 2 6 a 4 

1 4 1 9 0 2 13 -0 681 TW T w If 4 43 18 14' 1M 
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TA L.E B.138 

IS BAGGAGE STORAGE SECURED 

i :f' .9 4j: : : f :s::i - . .M . .. QR: I .: .:sT . 

YES __ __4 1 7__19 271 6 251 31 48 3 10 13 22 1 l 16 64 ,1 3 

_ _1 141 12 271 00 1 166 2 7131 26 34 62 1 46 47 118 143 7 

TAM E B.139 

(.JANGE OF SERVICES OVER=ThE PAST TWO YEARS 

...... .~S ~Im&:-. jmoo t* =3x ... flVXCOnmV .: . -

:~-~ .:~................ ....... -........ _ _ t~ ±tA 

NO 2 2 4 1 _I II 32 44 71 1 I01 41 52 80 2a 1 68 88 2 26 126 1 71 

TOTAL 1 I 141 121 271 100 I 12 491 521 100 2 1::1 WC,1 65 10 4 56 60 10 3 1671 214 I1' 

TABLE B140 
CONGESTED TRAVEL DURING PEAK SEASON BEEN A SERIOUS PROBLEM 

YES 
::1: 

_4 
: t, J~t:: 
I 261 

::tt:_ 
93 1 

_ hc b". -tot-x*L 
44 

k'idw'!::t 
___ 

-':bt 
8 8 

tdh !1mt"mkt:tz *: : 
8 

Xs: 
8i 

! :..... 
3.3@ 

. V 
se8 11 

.t : : 
1i7 

;' 
"78 

NOANS'WR 1 2 00 4 22 2~212 i 1 -
CD 141- 21 -10 - --- ---- ---- -76 --- ---- - 4 --- Td -- i2 - 1 

:X-. p.. ........... 

...... .t...ee. ............. . . 1 0 

,,, aiu,,a ,,,,s. - 1 -I, 13 1 2 ls18 ! I0 1 21 __I__ 1 0 

_ 3 7 12 1 7 261 3 1 5 2 2 7 3? 5ei _ 2 la40 zo 3 it5 6 rA 5827 

1h4
Tol~~~l 11 

2
1 

1oul27
" 

10
10 1 1

12 4 
62
2 539 1 2 23 31 [- I 6 0 . r 1 110251C0 



CEBU -CAGAYAN DE ORO ROUTE (B)
 

TABLE B.142
 
PURPOSE OF TRAVEL
 

_____ ___ ~ A1V N P1N..........:..
_____ AUAY/ 

Marketing ofgoods 2 9 11 16 
Medical II 1 
Fmily affa _5 1 3 7 11 16 
School break/holiday 1 2 3 4 
Provincial fiesta_ 8 8 11 
Vacation (non-student) 1 4 11 16 23 
_ _ _g, __ _ __ _6 6 9 
Othe buaLocu rdated 1 7 8 11

" 
.,thZmvcl purposes 3 3 6 9 
L 2Totul 14 4 70 100 

TABLE B.143
 
FREQUENCY OF TAKING TIIS PARTICULAR VOYAGE
 

•......:. ...... .: : ... ...: ........: ::::::::::::::..I::....:::::::. ......:::
: : :::: ............. 


1-6 timc a year 2 14 45 61 87 
1-4 time= a month 8 8 11 
No answer I I I 

Total 2 14 54, 70 100 

TABLE B.144
 
CLEANLINESS OF YOUR SEATING/SLEEPING.
 

AREA AT THE START OF THE VOYAGE
 

:::.i O0 .T::w - T.: . :....... 


Satisfactry 2 14 53 69 99Not clewn I 

TOW 2 14 54 70 100 

TABLE B.145
 
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA 

......... ....... UJ~f
 

Vely comfortable 4 4 6 
Stisactory 2 12 42 56 80 
Not comfortable 2 7 9 13 
No answer 1 1 1 

Total 2 14 541 70 100 
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TABLE B.146
 

CLEANLINESS AND MAINTENANCE OF TOILET
 
AND WASHING FACILITIES DURING THE VOYAGE
 

______ _____ ~ M~V~A~............. ,. .. ..... ... . . . ....... ... ........ . ... ... . . .. .,................... 

__________-CLSSi: i:CI~ii i::l ! !TOTiW ! !:SfARE~ 

Satisfactory
Unsatisfactory 

2 14 30 
23 

46 
23 

66 
33 

No answer I I 1 
Total 2 4 '_541 70 100 

TABLE B.147
 
ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY
 

Satisfactory 3 39 42 60 
Unsatisfactory 2 11 13 26 37 
Don't drink 2 2 3 

Total 2 14 541 70 100 

TABLE B.148 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

.............. S=
W-.-CAAYN 

Satisfactory 2 14 25 41 59 
Uneatiffactory 10 10 14 
No answer 19 19 27 

Total 2 14 54 70 100 

TABLE B.149 
MEALS AND MEAL SERVICE ON BOARD 

Meals: 
Satisfactory 
Unsatisfactory 
No ansver 

Total 

2 

2 

14 

14 

10 
10 
34 
54 

26 
10 
34 
70 

37 
14 
49 

100 
Meal Service: 

EL~ceillnt 2 2 

Satisfactory
Inadequate 
No answer 

2 
10
4 13 

39 

10
19 
39 

14
77 
56 

Total 2 14 54 70 100 

TABLE B.150
 
VESSEL OPEN AREAS FOR PASSENGERS
 

. ..... .. ' .. .. "..'..'...'.... .. .'...'..'.'..: : '''''''''''': '''''''' '. 

Satisfactory 
Inadcquatc 

Total 

2 

2 

11 
3 

14 

49 
5 

54 

62 
8 

70 

89 
11 

100 
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TABLE B.151
 
WAITING AREA BEFORE BOARDING,
 

IN TERMS OF COMFORT AND CLZANLINESS
 
7 L L'" . . ....
 , ...........
......
T...... . ........
 

_____________... r_______ ... ..... .......eC...
 

Excellent 
 3 3 4 
Stifactozy 2 14 39 33 79
Unmatisfacoy____ ____1104 

.21dory 2 32No mnwur 

Total 2 
 14 54 70 100 

TABLE B.152
 
BOARDING PROCESS
 

. . ..
 .. ..
 . .. ' ' ' .' 1.' :
 ...........~ .. .:". ...
i 
. 

:': ' ' ' "... ....... ....
 
='-W 

_ ._.:_Cl A S ,:. ....;.. .:. -....... : - : : .: : :.:.. :.: : : 

5 5 7satato 
 2 14 37 53 76Saifactowty1 12 12 17 

Total 2 14 541 70 100 

TABLE B.153
 
BAGGAGE SECURITY ON BOARD THE VESSEL
 

Fair 
 2f 14 46 62 89foor 
 6 6-96 ....
No u 1wt2 2 2 3Total 214 541 70 100 

TABLE 8.154 
ANY BAGGAGE LOSSES FOR THIS ROUTE 

".".' . ; '' ,..,'. " ...: ;:'::'';..""......
. ",. .. :'.;:: ".. 


yes2 
 2 3
 
Notyetaint ere 2 14 52 68 97 

TOTAL2 14 54 70 100 

TABLE B.SS
 
SHIPPINGLINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

Convenlence of Booking_
Satisfctory 2 14 46 62 89 
Difficult 3 3 4No mmwer 1 5 7 

Total 
 2 14 
 54 70 100 
Secrity orBook__:_ 

___2 14 43 59 84 
D2fficlt 6 6 9 
No iwer 
 5 5 7 

2 __TOW 14 54 70 10 



TABLE B.156
 
BUMPED AFTER HAVING RESERVATION WITH THIS
 

SHIPPING LINE ON THIS ROUTE, DURING 19%l, 1992 & 1993
 

Neverencountered 2 14 52 68 97e 2 2 3R.&'IING O MANAEEN ANDS TIAL XRTotal 2 141 54 70 100 

TABLE B.157
 
IAING OF MANAGEMENN1 AND 'I*AIF'
Sui~'__oy 14i__ ._6
 

Management Attitude of Service Quaff 
Exccllent 5 5 

Satifiictory 2 141 44 60 _ 8_ 1 
No answer I _ . 1 

Total 2 14 54 701_.___0 
Land Based Staff Attitude to Paenger & Emden : 

Excellent 4 4 6 
Satifactory 2 14 41 57 81 
Very poor/bad I________f 8 8 11 
Nu-o -WLT .II I----1 1 

Total 1 2 14 54 70 100 
Vensl Crew Attitude to PSengerDAttitude &EMDEenc A P D 

Excellentnnene4 6 10 14 
Satisfactory 2 10 42 54___ 
Very poor/had _ _3 33_ _ 7I 
No ansiver '1 11 

Total 2 14 54 70 1 

TABLE 11.158
 
RATING OSERVICE SCHEDULE,ADHERENCE AND SPEED
 

.............
A
 

SuMcdent and Convenient: ____ ________ 

Generally good I 10 23 33 17 
Fair 2 4 29 35 10.. .E x e . !...... .. .. .. ..
. .. ... ....... 
Don't have view "1 1, 4 
No anwer .. . . 1 1 1 

Total 2 14, 54 70 100 
Adherence toSchcdtie/Rellab[ty 

Excellent _ 101 12 17____21 

Generally good 1 12 281 41 17 

Fair 
Don't have view 
No answer I____I 

9 
3 

10 
3 

1 
4 
I 

Total 21 14 541 70 100 
Service Speed2 

Satisfactory _____2 14 451 61 87 
Slow ______ _ 61 6 9 
Don't hae view ____I ___ 21 2 3 
No answer I___I1I1 I___ 

Total 21 14 54j 0 100 
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TABLE B.159 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

.......... _________________ NiI1NCES' ..... 

* .CIAS (J4"YOT L: .........
 

Services have coridarbly improved 2 2 3
 
SliAht immvvnat ofsrvices 
 2 8 20 30 43
 
Service standards have not cdimget! 3 24 27 
 39
 
Cannot estimate change ,_3 7 
 10 4
 
No nmw" I_71_0 I
 

Total 21 14 54 70 100
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CEBU - BUTIUAN ROUTE
 

TABLE B.160
 
PURPOSE OF TRAVEL
 

Markefing of goods 
Medical 

6 
4 

10 
7 

Family ffshr 11 19 
School brcak/holiday 2 3 
Provincial flectls 5 8 
Vacation (non.student) 10 17 
.iplloyment chrno 2 3 

Other hmnes relnted is 10 
Other btvd ptaoses 13 22 

Total 591 100 

TABLE B.161
 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
 

__________ M__M OXRIAl 

__ __ :___ ___ !: Si . k:i:!:::.::::::::::5p ::::: 14 

Monthly 8 14
 

1.6 times a er 42 71 
TOTAL 59 100 

TABLE B.162
 
CLEANLINESS OF YOUR SEATING/SLEEPING
 

AREA AT THE START OF THE VOYAGE
 

Satisfactory 
Nut ldw 5 8 

Tots! 59 100 

TABLE B.163
 
MR-COMFORT LEVEL OF SEATING/SLEEPING AREA
 

Veycomfortable , ,13 22 
Satlsfactory 44 75 
Not comfortablc 2 3 

Total 59 100 

TABLE B.164
 
CLEANLINESS AND MAINTENANCE OF TOILET
 

AND WASHING FACILITIES DURING THE VOYAGE
 

.. .[.... ... ..... ' .. 

s ..._. . . .. .... ... . ... ............ 

Saidcty.______I50 85 
Unsatisfactoy 9 is 

Total 59 100 
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TABLE B.165 

ADEQUACY OF ON-BOARD DRINKItNG WATER AVAILABILITY 

Salisfactory 36 61 
Uiwili171 29 

Donr drink 6 10 
Toa 591 100 

TABLE B.166 

COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

___________ M LAE 01.tN 0ny:IU 0*0mky( 

SatiafuWu ry 42 71 
Unsatizactory 6 10 
No answr 11 19 

Total 59 100 

TABLE B.167
 
MEALS AND MEAL SERVICE ON BOARD
 

Meal,:__ _ _ _ __ _ _ _ 

Salisfactory 16 27 
Unealisfactory 17 29 
No mawer 26 44 

Totil 59 oo0 
Meal Service: 

Sadafactory
Inkqu1dua t 

13 
20 

22 
34 

No answer 2644 
Total 59 100 

TABLE B.168 
VESSEL OPEN AREAS FOR PASSENGERS 

S. : ...... . ....... ...... .........
 

s ~ " 58 98 
Inadequate 1 2 

Tta 59 100 

TABLE B.169 
WAITING AREA BEFORE BOARDING 

Saifuftoly 
Unsatisfactory 

Total 

45 
14 
59 

-

76 
24 

100 
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TABLE B.170
 
BOARDING PROCESS
 

, ...... , . ,.,..,...,.
,.,..,....,...,-..*...... . ....,, ......


Satisfactory 49 83 
Unsatisfactory 10 17 

Total 59 100 

TABLE B.171 

BAGGAGE SECURITY ON BOARD THE VESSEL 

,..,.:. .. .,..:.:... .. . . .
.:.::.::... .. .......
.:.:..:.:.:.,.:. 


Excellent a 14 
Fair 51 96 

Total 591 100 

TABLE B.172 

ANY BAGGAGE LOSSES FOP,THIS ROUTE 
............ ., ... .. ... .. .. ,.,., ....
,.,. .,. ,,....... .. ........ ..
 

........ ...... .. ....... ...%''r...

YES 1 
NO 1 

NO ANSWER .17 

TOTAL 59 

TABLE B.173 

'... ,......'.'.%.-...'....',...'... 

2 
2 

97 

100 

SHIPPING LINES RESERVATION SYSTEM IN
 
REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

Convenience of Booking: 
Excelet 
Satisfactory 
Diflicult 

Total 
Seculity of Booking: 

Excellent 
Satisfactory 
Diflicult 

Total 

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

13 
45 
1 

59 

22 
76 
2 

100 

14 
40 
5 

59 

24 
68 
8 

100 

'IAJ.L& 8.174 

BUMPED AFTER HAVING RESERVATION WITH THIS
 
SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993
 

YES 
NO ANSWER 

TOTAL 

21 
57 
59 

37 
97 

1001 

56 



TABLE B.175
 
RATING OF MANAGEMENT AND STAFF
 

Management Attitude ofService Ount ty:

-xce3alit 
 13 22 
Satifactory 46 78 

Total 59 100Land Based StaffAttude to Passenger & Eficiency:
Excellent 12L 20 
Satisfactory 171 80 

Total 591 100
Vessel Crew Attitude to Passeger Attitude & Effldency: 

ExcellztSatisfactoru 12 2044 ...- 75 
Vay poor/bad 3 5 

Total 59 100 

TABLE B.176
 
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED
 

Sufdent and Convenient:_ 
Excellent 13 22 
Gen aliy good 28 47 
Fair 24 4 
Very poor 3 5 
Don't have view 2 3 

Total 59 100 
dernce to Schedule/_____b__ty: 

Excellent 12 20 
Geaily goodFair 2813 .. ..... 47 . ... . . 2 
Very poor 5 

Doni have view 3 5 
Total 59 100 

Servce Speed: 
Elim cndtSatisfactory 24780 33 
slow 581 

Dondt have view 8 1 
E Total 59 100 

TABLE B.177
CHlANGE OF SERVICES OVE R THE PAST TWO YEARS 

Services have considerbly inmved 19 32 
Sli& biprovcmct of svcca 20 34 
Service umwm&luihve nOt hL~ 
Camwt ekn dum 

8 
12 

14 
20 

Total- 59 100 
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CEBU - SURIGAO ROUTE
 

TABLE 8.178
 

PURPOSE OF TRAVEL
 

Mark AofBoods 2 2 5 
Medical 2 2 5 

F~flyffnk____6 6 1 
Provincial fiestas 1 1 3 
Vtcilun (iiu- ud) 3 7 10 26 
Employment change 
Other business related _ 

4 2 
1 

6 
2 

16 
5 

Othcr trvd puposcs_ 2 7 9 24 
Total 1 101 27 38 100 

TABLE B.179 

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

1-6tmes 

wee ,2 
ear 
Tntl 

1_ 
1 

10 25 
27 

36 

5 
93 

TABLE B.180 

CLEANLINESS OF YOUR SEATINGISLEEPING 
AREA AT THE START OF THE VOYAGE 

c! is !:i: fQ.I"O :ji!Il:iL !i S: : 
Vtly Ulm . 8 6 21! 
Satlsfactoy 10 19 30 79 

Total 1 10 27 38 100 

TABLE B.181
 

AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA
 

1 

V' comfortable 3 3 ot~kJ 8 

Satifactor}, 1 10 "24 35 92 
Total 1 10 27 3 100 

TABLE B.182 

CLEANLINESS AND MAINTENANCE OF TOILET
 
AND WASHING FACILITIES DURING THE VOYAGE
 

............
JIdlfT StOg 
satisfactor .1 3 27 31 827 
Unsatisfactozy ._. 7 7 18 

Tud 1 10 27 38 100 
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TABLE B.183 

ADEQUACY OF ON-BOARD DRINKING WATERt. VAILABILITY 

~~~~:(QirIy YeV wyJ 

Excelent 1 1 1 3 8 
suL _uctry 3 19 22 58 
Unsatlwfactoly 4 3 7 18 
Unacceptable 4 4 11 
Don'tddnk 2 2 5 

Total I1 10 27 38 100 

TABLE B.184 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

.Th~. . 
CLASS. ::Cj~~::.TOTAL::~R 
*~ ~I ~ ~ .......
 

LASS 
ExCellet 1 3 4 11
saisactoly , 24 25 66 
Unsatwactory 9 9 24 

Total 11 10 27 38 100 

TABLE B.185 

MEALS AND'MEAL SERVICE ON BOARD 

xCenlm 2 i 4 11 
Satif acto yN o ao,wer 61 

-----11 5--J195 39 

Total 10 271 381 100 
Meal Service: 

Exccilent _____ ____ 1 _____ 

1 1Safiator_116 18 47 
No aawor11 19 

Total 11 101 _ _271 38 1001 

TABLE B.186 

Total l l 27 31; tX 

..... .... . ..... . 
TABLE B.187

WAING AREA BEFORE BOARDING, 
IN TERMS OF COMFORT AND CLEANLINESS 

Exce,llet 1 _ 1 7 9 241 
Satiafattry _ 3 19 22 55 

LUncceptable
Total 

16 
1 101 

1
27 

7 
381 

18 
-100 



TABLE B.18
 
BOARDING PROCESS
 

* .CLAI~.. CL S .... h~::....... 

Satisfactory 1 8 27 36 95 
Unnatisfactory 2 2 5 

Total 1 27 10010 38 

TABLE B.189
 
BAGGAGE SECURITY ON BOARD THE VESSEL
 

FIRST..:~ ~h1WSEONI A -.-


Excellent 
 1 1 3 
Far 1 9 24 34 89 
Serious problem_ 1 1 3 
No answer 1 21 5 

Total 1 10 27 38 100 

TABLE B.190
 
ANY BAGGAGE LOSSES FOR THIS ROUTE
 

NO ANSWER 1 10 27 38 100 
TOTAL 1 10 27 38 100 

TABLE B.191
 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

Convenience of Bookhi 4: 92 
S~itiafctdy 9f9 235 35 92 
No ,vert 1 12 ... 3 8 

TotW [. 100o 2F7 39 100 
Secuwfty of Booklng: 

Excellent 2 2 5 
Satislctory 1 9 23 33 87 
No answer, _ 2 3 8 

Total 1 I0 27 38 100 

TABLE B.192
 
BUMPED AFTER HAVING RESFRVATION WITH THIS
 

SHIPPING LINE ON THIS ROUTE, DURING 1991,1992 & 1993
 

!i ... . .......TO:, ,: 

YES 1 3 3 8 

NO ANSWER l 10 24 35 92 
TOTAL ' _____ 10 27 38 1 o 
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TABLE B.193
 
RATING-OF MANAGEMENT AND STAFF
 

Management Atitude of Serice : 
Ecellent 
Satiafactory 1 11 0 

16 
11 

161 
221 

42 
58 

Total101 

Land Based StaffAttitude to Passenger &Efidcency: 
21 38 100 

Excelmt 
Satisfactoy 1 o 

12 
-0 

12 
26 

32 

Totl [ 
Vessel Crew Aftitade to PauenaerAfflldu 

TO 
& EMclcy: 

38 100 

Excellent 
Satifacto-y 

2 
... 

22 
. 

24 
4 

63 
37 

Total 10 27 38 100 

TABT.F. R.194 
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED 

SDo'.lent and Convenient: 
Excellent 1 16 17 15I 
Geually good 5 7 12 32 
Fair 1 13 
Very poor 1 2 3 
Don't have view 3 3 8 

Total 1 2710 38 100 
Sidherence to StheduleYRellab__2ty:E.xcellet 16 16 42 

Fair 1 31 
Don't have view 4 - 1 13 

Tl'otal 
 10 27 3 10 
Service Speed6

Salisfactory 1 •277 35 92 
Don't have view 3 3 8 

Totl 
 1 10 -27 38 100 

TABLE B.195 
CHANGE OF SERVICES OVER THE PAIST TWO YEAI: 

Sligh inproveatu of semvcco 1 i 7, 12 32 
saxvicc hav onidCra[ inrovcd 131 14 37 
Serice Am" hum wl,dwtd d 1 -2 3 a 
.Cannot mlinute diage ,41 5 9, 24 

Total t 101 2'7 3 
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CATAINGAN - CEBU ROUTE
 

TABLE B.196
 
PURPOSE OF TRAVEL
 

__________........ ..~ ~ t. 
EMPLOYEE 4 4 10 
BUSINESS _ _7 1 8 20 
STUDENT 6 2 8 20 
HOLIDAY/VACATION 7 10 17 41 
OTHERS 4 4 10 

TOTAL 28 13 41 100 

TABLE B.197 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

!i 9. . U~ i......:.....:...ii~ii:..i~i!:i!.T :::::::::::
 
.Dai..........~~~ .. . . . . ...........
 

Daily 1 4 5 12 
Once amonth 6 2 9 20 
1-2 timesaweek 12 5 17 41 
1-4 times ayear 8 8 20 
No Anqwer 1 2 .3 7 

Total 28 13 41 100 

TABLE B.198 
SERVICES ADEQUATE FOR DEMAND 

YE3 26 13 39 95 
NO ANSWER 2 2 5 

TOTAL 28 13 41 100 

TABLE B.199 
RELIABILITY OF SERVICE 

YES23 13 36 83 
NO 3 3 7 

NO ANSWER 2 2 5 
TOTAL 29 13 41 100 

62
 



TABLE B200
 

GOOD SPACE RESERVATION
 

26 13 39 95 

NOANSWER 2 -2 

TOTAL 28 13 41 tOO 

TABLE B.201 
GOOD BAGGAGE ACCOMMODATION/SECURITY 

________ ________ W . ' Qidy e'O$.O Survseyed)::i.
 

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

YES 23 5 28 68 
NO 3 3 7 

NOANSWER 2 8 10 24 
TOTAL 28 13 41 100 

TABLE B.202 
ADEQUATE CONCERN FOR SAFETY 

........ ' .. .. ...... 
::: i: A ::TOTALI:::::URE::::L:: ::S 


YES 24 4 28 68 
NU 2 2 5 

NO ANSWER 2 9 11 27 
TOTAL 28 13 41 100 

TABLE B.203 
ORGANIZED BOARDING PROCEDURE 

.i . . ............... .T.OTA :
 

YES 22 4 26 63 
NO 4 4 10 

NO ANSWER 2 9 11 27 
TOTAL 28 13 41 100 
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TABLE B.204 
ACCOMMODATION STANDARDS 

FOOD/ CANTEEN 
FAIR _ -271 3 4 98 
POOR 1 1~ 2 

TOTAL 281 13 41 100 

'OILET FACILITIES_ _ 

FAIR 27_______4012799 

POOR 1I 2 

TOTAL 281 411 100 

BEDDINGS/BLANKETS 
FAIR 18 131 31 76 
POOR 5 5 12 
NO ANSWER 5 5 12 

TOTAL 28 13 41 100 

L7TSURE FACILITIES 
FAIR ____4__ 131 27' 66 
POOR 131 12J.-
NO ANWS-rFRR 92 

TOTAL 28i 13 41 100 
VENTILATION 

FAIR 12 37 90 
POOR 1 1 2
NO ANSWER 21 12 

TOTAL 13 41 100 

[CREW'S COUR'ISY/ASSJITANCE 
FAIR 26 4 30 73 
NO ANSWF-_ 9_11 I!2 27 

TOTAL jjjzI 7 13 41j 100 

DRINKING FOUNTAINS ETC. 
FAIR 22___ 4___ 26' 63 
POOR _ 3 7 
UNACCEPTABLE i_ 1 2 
NO ANSWER 2 9~ l1 27 

TOTAL 21 31 41 100 

SPACE TO MOVE AROUND ___ 4_ 
FAIR 19 41 23 56
POOR 6 __-_._1 15 

UNACCEPTABLE 1 1 2 
NO ANSWER 9 11 27 

TOTAL 2 131 4 
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TABLE B205
 
BAGGAGE CARRIED BY PASSENGERS
 

BOXES 
1-2 141151 
3 -4 131 - 2 51 361 

BAGS 

1-2 19 7 26 81 
3-4 4 5 9 64 

SACKS 
1-2 I 3 
5 -Above 1 1 100 

TOTAL 
1 -2 Baage 2. 8 32 68 
3 -4 BagS€ 7 7 14 30 
5-Above bagage 1 1 2 

UAL 5 47 100 

TABLE B.206
 
WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID
 

WEIGIIT ___ 

1-10 kilos 8 5 13 32 
11-20kilos 10 4 14 34 
20-30kilo. 2 2 4 10 
30-40 kilos 1 1 2 
Abov 50 kilos 1 1 2 5 
No Anawcr 6 1 7 17 

TOTAL 28 13 41 100 
ERA CHARCES PAID 

None 20 121 32 78 
No Answer 

TOTAL 
81 

'2 
9 1 

100 

TABLE B.207
 
ADEQUATE BAGGAGE STORAGE
 

YES 12 13 25 61 
NO 15 15 37 

NOANSWJER 1__ 1__ 21 
TOTAL 28 13 41 100 

TABLE B.208
 

IS BAGGAGE STORAGE SECURED 

:i~~i~~i~/fTC. O l... 
. .... .........................
 

YE_ iij 5 16 39 

NO 171 81 25 61 
IUTAL 281 13 41 100 
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TABLE B.209
 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

YES 4 _ 4 10 
NO 24 13 37 90 

TOTAL 28 13 41 100 

TART°F.H.210
 

CONGESTED TRAVEL DURING 
PEAK SEASON BEEN A SERIOUS PROBLEM 

YES 26 9 35 85 
NO 2 2 4 10 

NO ANSWEiR 2 2 5 
TOTAL 28 
 13 41 100
 

TABLE B.211
 

PASSENGER SUGGESTIONS 

...i ........ ... s.. ) :
. .. 


No double issuing ofticket 2 3 5 12 
Crew must be courteous 3 1 4 10 
Didn't agree to 20% increa 

in fAre 1 1 2 
Discount fare for students 1 1 2 
Add vessel for this route 3 2 5 12 
This vessel must be certified 

as to itssafety 1 1 2 
Air pollution because of engine 1 1 2 
Provide food 1 1 2 
No comnta/no nswr 19 3 22 54 

Total 28 4113 100
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TABLE B.230 
PURPOSE OF TRAVEL 

VACAONBUSPM--S 
S T L E N T IN. 

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

2 22 1 
1:-2. 

74 
4___14 

... .. .. ". } --... MI:-Z.'..'.'--.
. ..... ..... .. .. 

11 1 2'7- 19 1 
5- '14 

..... 
, 
............. :::::::::::::::::::::::::::::::::::::::.:::...........:::::::::: 

21 6 2 4 2 329 16l 2 2 12 IS. 1 
0 -  -7'3  14 1is___. 

HOLIDAY 

I ,TOTAL 

I___ I___1___ 

61-E 

11_810 

836 100 8 66 ell 

TABLE B.2I 
FREQUENCY OF TAKING TMS PARTICLI.AR VOYAGE 

)m1-3*ay"ar 

i4 
_ _ _ _ _ 

N~oarm~Totl 
_ _ 

.... 
_ _ 

1. 

2 

1 
__m 

1 

2 

1 

1 

1 
-

7 

8 

6 
2_
15 

10 

1 

_8 _ 

8361, 

28 

31 

81001 
_ 

1 

2 

_-

3 

7 
-
28 ebe 

8 

37 
. 
21 

141 

63 

100 
__1 

1 
_ _ 

3 

1 

1J4
8 

4 
1 

81 

18e 

48 --
1 
41 

€ 

1 

10 

TABLE B.=3 
SERVICES ADEQUATE FOR DEMAND 

--

YES 
NO 

N--
TOTAL 

_ 

6 

5 

5 

-S--A~TOAL ::s 
21 82 
4 4 

25. 36__ 

j: :.LASt 
88 3 
114 

100 3 

55 

1----
"W6 

86 

---
59 loo 

- -

_ 

8 

8 

"6 

$1 

_S-. 

4 
1 
95 

as 
4 
1 

1_0 

._... . ..- .. ...... .. :Do m : ............ 

TABLE B,233 

RELIABLE ON TIME 
. . . 

YES 2 31 86 3 588 8 " 75 89 94NO 5 5 4_5.. 
 5NOANSWER 1 2 1 1 1 
TOTAL 62 36 10 3 5559 100 1 



TABLZ B.234
 

GOOD S -ACE k.:_RERVATION
 

YES 
NO 

-NOAlSWR 

TOTAL 

YtS 

NO 


NO AN WE 


TOTAL 


YES 

No 


No 

YES 

NO 


OAl.._ 


.. .................fim ..
, Ir. ....
6 5 2 1 86 3 64 67 97 8 74 8 9 - j___41 1___ 4 _ 4_ 4]___1 

- 2 2 3 ___3 3 a~ 
.. . . . .
-- - "5 as..__ _. 

TABLE B.235 

GOOD BAGGAGE ACCOMMODATION/SECURTY 

..........iii ~i-... i i...... 

5 

1 

6 

5 

5 

2 
1 
41 
M5 

30 
1 
-

38 

i ...............: !!:ii!!:!!: !:.......... ....:!:ii'.. .....
!:!!:............. ..... ... iS
i: .
THECDX Fu SEMH ThE- D

83 3 4 57 97 5 a 7- 57 92 
3 1 1 1 

14 2 2 3 1 6 7 - -
100 3 56 59 100 6 8 t 95 100 

TABLR 23 

ADEQUATE CONCERN FOR SAFFEW 

6 6 is 
2 

23 
2 

78 
6 _1 

3 42 46 
1 

76 
2 

5 8 o 734a 
77 
3 

- 1 

6 

1 _ _ 

6 

5 

5 a 17 is is 
2r81L 3 64 

TABLE EL23." " 

ORGANIZED BOARDING PROCEDURE 

-...... 

is 2S 72 3 42 54 4 11 

214 14 

1001 

76 

?A 

1 
a' S 

i8 19
8S1 G5 

... 
58 714 41 

19 __56_5 

2 
10 

754 
21 

TOAL6,6. 21 s,69 3 100, ___a 10 



TAt~ ATOTOTAL 

FOOOr-A TEEN 
GOOD O4E)L
FAR 
POOR 
NO ANSWER 

TOTAL61 

_2 
6 

j1 
I 

5 

6 

25 

26 

36 

36 

1 

1 

_ 1 

3 

4T 
44 
7 

56 

45 
a 
1 
59 

7 
7 
1 
2 

100 

6 
_ 

______ 

8 

6 
2 

8 

69 
71 
1 

41 
4 

81 
9 

4 

9 
1 

100 

TOMIETSNMTARY FACLITES
GOOOO CEL 
FAIR a_ __ 

P5OA 
NO ANSWER 

-ToTAL_ _ _ 

_ 

25 

31 
6 

36 

.. 6 
f14 

100 

7" 
31 
.8 
a8 

5 

a 
10 
a8 

59 

12 
66 
1i 
5 

10 

_ 

61 

6 

6 
2 

8 

sa 
13 
$ 
110 

70 
1 
3 

7 
74 
1 

GOOOEL 
FAIR 
POOR 
iO ANSWER-

TOTAL 

6 

I 
6 

4 
1 

5, 

2 

251 

1 
8 
- -7-2 

_ 

_ 

1 

_6 _9_ a_ 

7 

8-
8 4 

12 

1 
7 

10 

s 68s6 
2 
1 

-8 

16 
' 
81 

67 
I8 
2 
5 

8 

166 

LEISURE FACLm~ES 
GOOO,EXCEL _ 
FAIR 

_ _ _ _ _ 

NO ANSWER 
-TOTAL 

_8_8 

6 

6 

_____ 

__ 

5 

5. 

24 

1 

32 a 
_ 

____6 

100 

____ 

_ 

3 

8 

8 
42 

1 
56 -

8 
4 

6 
1 

14 

-2 
100 

_ 

12 
6 

_ 

8 

8 

8 
68 

8 

8 
81 

2 
95 

_ 

-
81 

_a 

2 
100 

VN LAION_ 
GOOD/EXCEL 
FAIR 
POOR _ 

5 

______ 

_ 

_ 
5 

_ 
24 

_ 
32 S4 3 

7 
44 52 

14 
80 6 

_ 
8 68 

8a 
81 

a 
as 

TOTAL 6 5 25 36 100 -3 56 5 1 8_ al 95 100 

CREWS COURTESYIASSISTANCE 
GOOD CEL7 
FA_ 
POOR ]3

TOTAL 6 

5 2_ 

25 

_R 3 
4 

36 

9_ 
11 

10 3 

_ 3 

56 

7 
48 
5 

59 

12 

100 

78 

8 6 8 

7 

a5 
81 

71 
841 

41 
951 

8 

100 

RIJNXING FOUNTAINS -ETC.___ 

GOODEXCEL 
FAIR 6 5 

___ 

24 

___ 

34 

__ _ 

S4 

_________ 

1 
3 

71 
43 

7 
41 

12 
78 6 

8 
8 

"7 
66 

7 
s 

7 
84 

POORNO ANSWER 6 2I2 1_6' 1,5 20__1 " 110_ 1_1 11 

pTOTAL 

SPACE TO MOVE AROUND _____ 

GOODEXEL If 
FAIR 6 __ 

POOR ___ 

NO ANSWER ___ _____ 

6 

[__ 
24 

~ 1 

51 25 

___ 

______ 

35 
1 

___1 

36 

5 
___ 

___ 

6OA 
_______ 

___ 

3 
3 ___ ___ 

1 

7 
48 

6 

1 

7 
51 

___ 

__2 
8 

2 

12 
86 

10 

__ 

8 

6 

~ 
6 

- 8-

8 

1 

72 
1 
1 

81 

7i 7 

7__ 7____ 

as 91 
1 ___ 1 
11__ 1, 

951 100 



TABLE B.239
 

BAGGAGE CARRIED BY PASSENGERS
 

BAGS 

BOXES 

SAow 
SACKS

1-2 
TOTAL 

51- Tbo 
I 

2DJ 

21p 

4r 

4 1, 

11 
11 ,1 

11 

28&c 

21 50 

41 

33$ 

1 

I' 

4O"T8 

2 

71 

VhP 

7 1~ 

71 

1: 

19 1 

231 

17t 

1 1 81 

49 

8l 

59~ 

211 s11o16 

14 

22 

1 

NO5NWE 
TOTAL 

11 
is 

10 
is 

4 
52 

5 
8 

2 
100 

4 
14 

39 
164 

4Z 
178 

24 
100 

1 
18 

14 
so 

63 
216 

88 
26 

50 
10 

1-5k~o 

TABLE B.240 

WEIGHT OFMAGGAGE AND EXTrRA CHARGES PAID 
1 3 1 1 1~~L 

1-, 
1-. 

1 
4 

1 
2 

10 
12 

12 
19 

33 
5 

2 27 
8 

29 
8 

4 
14 

1 
4 

3 
8 

37 
1420 

41 
27 

43 
2 

Above 481ASs 

No ans~r 

TO'AW 

I[ 

1 

1 

6 

'" 

1 

1 

25 

2 

_8 

6 

6 

10 

1 

1 

2D' 

184 

1 

21 

18 

2 

36 

100 

1 

1 

2" 

2 

21] 

21 

a 

23 

294 

-

3 

24 

1 

NoTV 
TOW 

_= 
1 

0:. 

I-m,:::1 
6 l 51L 

251 
251 

:. 

38 100 31 ---- 581 
361 1001 3 6 591 

TABLE B.241 
ADEQUATE BAGGAGE STORAGE 

..:: ...... ... 

.. ... .. ... 

.4w8ko .__.._ow. 

Ge 
0 

-
F 

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

Mm 

8-
81 

80 
811 

941 
5 

99 
100 

YES 100 72 1 28 29 49 

........... 

5 6 44 

...... 

55 

......... 

58 

NO1 
TOAL 51 

9 
25: 

10 
5i 

28 
10(0 

2 
3 

28 
56 

3D 
9 

51-
10 

1 
6 

2 
9 

37 
81 

40 
95 

42 
100 



IS BAGGAGE STORAGE SECURED 

"-.... ..... .... .. .m "..... ....'.'. .. ... .. . .. .. . . ...................... 


VYES 6 1 13 19 53 281 29 47 5 1 41 471 49NO 1 4 12 17 47 3 5 17 ___1 43 41 

TOTAL. 6 5 3 100 3 66 w 100 _5 inn 

TABLE B.243 

CHANGE OF SERVICES OVTER THE PAST TWO YEARS 

FuTr ~u-s SE 

YES 4 2 9 15 12 12 20 4 2 21 27 28NO 2 a 16 21 68 81 42 451 76 26 8 ME 69NO AN WE .... 21 $ " 1 - 2 21 2 

TOTAL 6 6 25 36 1 3 66 w8 10 6 8 81 95 . 100 

TABLE B.244
 
CONGESTED TRAVEL DURING
 

PEAK SEASON BEEN A SERIOUS PROBLEM
 

......... ..... -.i!i~~iii.:.V:-:. !|]i~i . .. " - "-:: - '
. .. ..................... . .. ---': S!l.. i ... .... 

:TMTAL. ~ WS LS LS rT* i 
YES 44 6 14. 64 1 43 44 75 4 67 67 71 
NOi l 18 3_ 22 - - is-24.NOAN..W... 221 1 2 11 

6. 5, 25, 38 -- IO - 8 - - 101__ __ _ 

TABLE B245 
PASSENGER SUGGESTIONS 

................... .... .i ~ ....... SE T
. ................. : : . ::: ::::: :: : : :
.= ==.... : ..........: : :':: ... : : : :: : 


The anagQernmt shotud imrove 
fhe ran a€jce arness 5 5 14 2 16 18 31 2 21 23 24 

Maingood ,eroe 4 1 10 .15 42 3 3 5 4 1 13 18 1 
Lesson the stbiness for tie 

passeriger convenience 2 2 3 1 2 2 2 
No answer 2 4 10 16 44 1 35 61 2 5 45 52 55 

Totai 6 5 251 36 -00 3 56 59 100 6 8 81 95 100 

-,. 



CEBU-TUBOD - LANAO DEL NORTE
 

TABLE B.246 
PURPOSE OF TRAVEL 

CLASJ:CLAS9:S.. CL 
HOLIDAY 18 
BUSINESS 1 6 
STUDENT 6 
EMPLOYEE -
OTHERS 5 
NO ANSWER I-1 

TOTAL 1 39 

TABLE B.247 

Sp:1 .. n: 
121 30 46 
6 13 30 
3 9 14 
3 6 9 
1 6 9 

1 2 
25F' 65 100 

FREQUENCY OF TAKING TillS PARTICULAR VOYAGE 

.. F WA.. ! i::...:.:.-.......i$7R,'T.!I: ........
r ...........
,tK ,Of .'ittmB!. :! . ... 

1-2 times aear 22 
3.5 imes ayear 6 
Very seldom I 
NO An.swer I In 

Total 39 

TABLE B.248 

6 28 44 
11 17 

3 1 2 
131 241 m 
241 64 100 

SERVICE ADEQUATE FOR DEMAND 

YES 

TOTAL 

1 

1" 

39 

39 

23 

24. 

053 

64 

98 

100 

TABLE 9.249 
RELTABILTTY AND ON TTME 

IXVETSA(OX~Ck~~$Ko 

YES 
NO 

TOTAL 

1 

1 

36 
3 

39[ 

22 
2 

24 

59 

5 
64 

92 
8 

100 

72 

v7 



TABIY &2o 

GOOD SPACE RESERVATION 

YES 1 37 22 60 94 
NO 2 2 4 6 

TOTAL 1 39 24 64 100 

* ~SC-LAI, ::.Ci'SS:vTtAL- SHARK.TABLE B.251GOOD BAGGAGE ACCOMMODATION/SECURITY 

YSI 36 6023 94 

NO ANSWER. 2 1 3' 

TABLE B.252 

ADEQUATE CONCERN FOR S.AFETY 

::fIRST: SECDTHD 

YES 1 32 21 54 84NO 527- 11 
NO ANSWER 2 31 5 
TOTAL 1 39 24 64 100 

TABLE B.253
 
ORGANIZED BOARDING PROCEDURE
 

. .. .... .....: , ,, . . . .+[. . t . . . ., ; 
________ ____ CLAS CL SS C!,LAS :*'TOTAL SAR 

YE1 35 20 6 88 
NO_2 3 5 8 

NO ANSWER 2 1 3 -5 
TOTAL 1 39 24.. -641 - uO 
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TABLE 11.254 

ACCOMMODATION STANDARDS
 

FOOD/CANTEEN
 
GOOD/EXCEL. 

FAIR 
POOR 1 

1TOTAL 

TOILET/SANITARY FACILITIES 
FAIR 1 

POOR 
TOTAL 1 

BEDDINGS/BLANKETS 
GOOD/EXCEL 
FAIR 1 
POOR 
UNACCEPTABLE 
NO ANSWER-

TOTAL 1 

LEISURE FACILITIES 
FAIR 

POOR 

TOTAL 1 1 ] 

VENTILATION 
FAIR 1 
POOR 
UNACCEPTABLE 
NO ANSWER 

TOTAL 1 

CREWS COURTESY/ASSISTANCE 
GOOD/EXCEL. 
FAIR 1 
POOR 
NO ANSWER 

TOTAL 1 

DRINKING FOUNTAINS ETC. 
FAIR 
POOR 1 
NO ANSWER _ _1 

TOTAL 1 

SPACE TO MOVE AROUND 
FAIR 1 
POOR_ 

NO ANSWER 
TOTAL 1 

74 

32 
77 


39 

32 
7 


39 


16 
20 

2 
1 

39[ 

24 

I001 

39 

35 

2 

1 
, 


39 

39 


39 


27 
12 

39 

35 

4 


39 


1 2 
21 53 83 
2 10 16 

24 64 100 

16 49T 77 
8 15 23 
24 641 __100 

1 1 2 
13 30 47 
8 28 44 
1 3 __ 
1 2 3 

24 64 100 

12 36 56 
10 21 33 

24 64 100 

23 59 92 
1 3 5 

1 2 
1 2 

24 64 100 

3 3 5 
is 58 91 
2 2 3 
1 1 2 

24 64 10 

17 44 69 
6 19 30 

1 2 
24 64 100 

21 57 89 
2 6 9 
1I l 

24 64 100 



TABLE B.255
 
WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID
 

WEIGHT 
CLSSC AS L-MM I TOTAL 51Jk 

1-15 kilos 21 17 38 59 
16-30 kilos 3 3 5 
31-15Skilos I 
Above 46 kilos 1 2 5 S 13 
No answer 

Total 1 
12~ 
39 .. 

1 13 
2-4..--64. 

201 
100 

EXTRA CHARGFS PATD 
Porter Charge 

P10.00-PS0.00 
P1O.00 Above 

1 1 
1 

4 
1 

6 
2 

None 11 2 
No answer 38 20 58 91 

Total 1 39 :24 64 00 

TABLE B.256
 
BAGGAGE CARRIED BY PASSENGERS
 

BAGS" 

SACKS
NBOXES1-2 1 2 4 8 
TOTAL 

1-2 Baggagc 1 2029 50 78 
NO ANSWER 10 4 14 22

TOTAL 
 1 39 24 64 100 

TABLE B.257
 
ADEQUATE BAGGAGE STORAGE
 

.MmCLAS CLAM LS O~l HYES 1 17 15 33 52 
NO 22 9 31 49 

TOTAL 1 39 24 64 00 

TABLE B.258
 
IS BAGGAGE STORAGE SECURED
 

YES 13 291 15 45 
NO 26 9 35 55 

TOTAL 1 39 24 64 100 
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TARLE R.259 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

........NP .
...... . 

ES1 
 8_S 7 16 25 
NO 27 17 44 69 

NO ANSWER 4 4 6 
TOTAL 1 39 24 64 1O0 

TABLE B.260 
CONGESTED TRAVEL DURING PEAK SEASON 

BEEN A SERIOUS PROBLEM 

.MST:: OSgl W*,~jiU 

YES 1 32 21 51 81 
NO. 7 3 10 16 

TOTAL 1 39 24 64 100 

TABLE B.261 
PASSENGER SUGGESTIONS 

........... ~rh ........ .. . . .
 .. .... 


Tc management should improve 
thesanitary facilities/cleanliness 9 5 14 22 

._prove ircon and food services 2 2 3 
tntin .ood sm ces .. 

~Stldem'. shon1d have disconn
Put .csure fac..iti.s.... 

-

". 
1 2 

1 
4 
2 

7 
. 

2 

11 

3 

The ruaiiagericiL should have 
1- b - _1 1 2 
Improvc scrvicc standards 

-d-a--------sc-------.s................. .Pu cd~oav~es1 
2 

_____ 

2 
1 

3' 
2 

No a r22 10 32 50 
Total 1 39 24 64 100 
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TABLE B262 

PURPOSE OF TRAVEL 

-
I-
-:1E 

::!.'..: 
- - -

i 
-. . ..- - ..... - . 

.........................:::::...::........ :....::: 

. . . . . . . .. . .. .. ....... .... . .. - -
. 

..- .... .
 S.........
T_- ....
 
BUf~S - - F 9UE C 6 3 1F 7 13VAxcAT I - i- 6 7 7 4 T 2 3 6 1 6 17 2 _4D&o YEEsw 27 . . 16ii . 1i8 -33 --

2 7 _23 __3 14 --. - 741----------02 ... - 10. 13 _ . -f ... .... .. T30i..

318 4- 1 3__ 1 -16 - - 1 40 L51-- 2_9-
 _
16DIAY --3t 4OT S2 7 13 1 9 10 1 _--- --- --6 4 10 1 S 2 7 - _ _ 2 r_ 
4 23 _ _ 10 23 10

1_ -:1 11 5 2 7 23 - - 238760 0 2 20 9j 3i 100 4 4 107 175 100 

TABLE B263 
-- -- .- - ---- - - - - - - -FREQUENCY OF TAKING TAI PARTICULAR THE VOYAGE - -113I5 13-1 

.. ........... . . ._f.2
.. ... ....... 
 . .. . ... 2A L 6 ... . . . . . . 

t ' "16 -------- ---- . ...-.---. 

31 

---- --- 4.24 2-28.---------- --- --- -- _428 16. -- _____ ____r- __ __1( 26 70 2 9 0 8 - ---- ----- , -- 45 .. 4_-1____1_4 3~4 3_ 64~~ -- --22 5 2 5 -- - --_-3 _ 17If 38 4)3_1 23 D2 60 i 
129 19 31 __T8 

-- -9 7f 166 - - _-4 

-0 

TABLE B.264 
SERVICES ADEQUATE FOR DEMAD 

.t, ....
3lS'c"SE, O..:-:.. ":" E [:........- .......-. .... 
 ::: .-.. ..':. .... .:.:
.: ... T .
 

______::CLO.AS:: ::j4C5CLS T TA S1M.E CLS LS O~.SAP LS LS LS.TTL&IR L LASSAS S OA 1A:YES 21 14 36 52 951 2815 86 97 J1 2 0 9 

1 2 2T 
3 10 4 62 !03 169 97 

15 - j 2___ 0 - 2) _ _ 9TOA 10 ___ 9 .31,- 100] 4i 10 175 1001 

TABLE B.265 

RELIABLE AND ON TIME 

______ CLA S L SSTCLAss -To TA L S&1ACLASS TO T~. SL.E C A S C AYSf__ S CA S T T L S A E C A S1 14 36 51 93_ 2__7 58 85 96 C A S CA~ O A h R2 20 9 _ 31 _ 10 ___3 __ 61 1(3 167- 95NO ANSWE 1 1 _ 1 3 5I 1 1 2 2 
. 2 3 3,____) 2 151 38 55 Ico V _ 60_ lo____10 2 3 9 31 10 4 61 17 1 5 



TABLE B.266 
GOOD SPACE RESERVATION 

NO.NSWEP.1 

TOTAL__2 

______ 

YES 

NO 

TOTAL 

__ 

_CLAs 

5 8 53 10 2 60 10_ _ _ _[3 

TABLE B.67GOOD BAGGAGE ACCOMMODATION/SECUITY 

....._....._ ... ....R MA ~L4 y uAIWAN VREYJI:t hiu . . . .~~. . . .. .T 

CXASS CIASSk TQTAl SHR:.AsCAS OA H~CLAS CL**a*ASS:'ClASS TO4TA 
14 36 52 97 27 46 83 4 2 20 9 31 

1 1 2 2 4 5

15_ 381 551 10D 1__ 291 60 19100 2[ 20 9 31 

_ _4 
FIR TTOTA 

... -... .. 

ShARE tASg -L 

100 4 

100, 4--

64 lr 17 10 
. . . .. . .. ..... U 

CLASSLs TOTAL M1[ARZ 

61 101 156 389 

64 1071 175. 100 

-4 

_ _ _ 

'YES 

_ i7:M ST:E !coI

2 14412 
____swa 

is 

TABLE B-26 
ADEQUATE CONCERN FOR SAFETY 

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

-::i...:::...:' ....... .. .. ............ .. ... .. .. . .. . . 

32 4: 87 256 491 75- 3.4 2 20
6 111111 J 22_-

5 6 0 8uIII _ 120 
38 -5 601 81 too 2 

9 

1 

31. 

31 

..... 
100 
_ _ 

____ 

1001 

4 

4_4_0_75 

60 S-0 

15_ 

.....-.---.--.-........ 

...- . 

154 Is 
! 
10_-

0 

YS2 

NO ANSWF. 
TTA2 

14 

1 
151 

32 

5 
38 

4I 

6 
551 

TABLE B.269 

ORGANIZED BOARDING PROCEDURE 
97 26 49 77 9 2 20 

1 1 11 12 13is. 
10D 2 601 891 100, 21 0 

9 

9 

31 

3, 

100 

100, 

- -4 

4 

60 

64 

90 

17 

15 

17 19 
175 

a9 

it) 
10 
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TA.BL fB.270 

ACCOMMODATION STANDARDS 
F,,........ 
 . . .... .. .. ...-- -- : i.. 

¢oODX~mt --- 2 --- 2+ 4 23 
 5 74 3 2.....2..... 
 ...
 

FOODJCT/ANEEN AIIx J 
Am -_. 4v" 4 8-F 9 -I -- ___ I
FOOD'ECCt. 1---" 6-+-- - 6 , 1 _ L+_6 -7, 143 77oo2 2 3 :P110- 1 4 -- 8 2 1 10M _---_-_ 7 ..__o 1 4 645-- C86i._ 42~_..._ 

TO:nIETS/AN.RFT h S _____ 91 -- TFUOO Dr Ca i _ _ _ _ _ _ _ _ _ _ __ _ _ _ 4 _ _ _ _4 4FAR _____ 1 8j 3 2 4 2 4 25 39 
14 8 ii 724 220 9 31 1 400 3- 61 73 140 80KAYP--- OOD142 C9"i 81 12,522 ____ 4 10 1____ --- _ --- " 

PO R 
72 3-----'-25--3-- ------ 1---'+3 -"-.0---i -- 2 22 14519 4 z-----42OO D,.XCELTOTA+L o - [ ---__ _-_--- -- 1T7 ---- 132- 6 1 

1 6 10 5 
10-------.227 55 -- 2--9 6 0---m---- -- - - 9 31t 1o0 4 64 6 107 17S 100 

TOTAL " 11! 38 02 23 39 64 72FAOIR 31 100 4 646 -15 4 
 1------------------------------1 1 3 5 5 75 F. s1 3 110 6 7 11400 

71OTAL 2 1. 38 55 100 29 60 89 100 2 20OOD.EXCCEL -2 I 1± 
9 31 00 4 641 7 175 1001 _5 -  - 15FAIR 1 22 2 3 88 2 20 9 4 1 IPOO 100 87- 1 2-NOA sWER 1 2 2 9 _ -1 3 14N0ANSWE { _7_ 3 7 2ii .7 4 146 4.. 9 14 24__ 142 9 44_2 11 4_210 29 0100 2 20 1OTAL 7 175 10
 

GOOIYXECCEL 7 7 13 

FAIR
DERIIN FO.ITIS EC 1 8 1 + 557 23 55 7253 U 2. 20 9POOR -- --- 139NO ANSWER 1 7 - 5 3 8.2102 4 5 5 92100DEXCEL 1 2 6 892 2.-. +5 1 12 26 3 13 
__________25 7___1 2253 3 

106 2 0 9 4 64 1075 5 3
53 78 - _ 75 1002 20 _ 3 86 13 85___ 1 4 

TOTAL 2 _ ! 3i_ 29 (0 8 0 03 4 1' 7 013'_ 27 
_ 

.....
2 2 2EF&a -_-_ is 

GOOD.TEXCEL
FAIR 1217 2 22~~) -- -- -3- 31 ~ -72 246 4 22) 43 72 92 2 31~' 30 86 

_ 155 9-4s f 
POOR _ _ .l-' -' 2------'_.. . _ _- - - - _, . _ 1+- --- - ,. ... _ -


21 4 
TOTAL - 111 38_ 53 

-- 2 -ANSWEP. - 1171(-- '' 1000 2 i 2 - 20 i 9 - 31 , ---- '-- -- 75,,oo 

_ S,___ 16 -6 Mii 6-
:_ 

8 2 18 9 2 94- 4 55 69 129 7Rp !7 - 0 313-- 6T _A 11 31 5 .- 631 I:2 6555 -i 170 
9 3 100 107i I5 O 

http:10-------.22


---------------------------- -

TABLE B.271
 

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID
 

A..A-..N > NMJVASUIA w . "IV r~-wv Ar m x'OrA.' ...........
 

_______________ SI CiA55 T UAE CLASSCLASS jtAL CLASS TOTA IHECCLALsS LAss T~oTAL- SHARE CLA.SS lS LS TtLS94
 
WEIGHT
 

1-101 4 
 11 16 29 6 18 24 27 1 16 2 19 61 2 26 31 59 34 
11-2D3 5 1 is 16 19 35 39 1 4 2 7 23 1 23 2,6 50 29 
21-3 kiosAbve 30 kos 1 

3
2 2

3 
5
6 1 

9 7 4 11 12 	 5 5 16 .. . . 10 11 21 12- -	 1 2 3 6-- 3 

No 	m wec _ 17 20 36 19 19 21 3 6 39 22 
Total 2 15 38 5529 60 100 2120 9 31 1001 4 42

EW-rA CHARGES PI 
Portm rg	 _______ 2___1 20,__ 9,___ 1 ,___ 6.4 10C7 1751 100 

PO--0.0-/pc---.... 
 2-	 .. 2 4 
2 2 1 

no--e---	 1 11 15 27 49 25 25 -6 1 2 6-9 29 2 38 4 96 49No anmL 	 1 4 21 26 47 41 35 39 44. 1 is_ 3_ 222 	 26 59 87 50tal 	 2 15 38 55 10D 29 60 89 i00 201 9 31 100 4 64 I71 175 10o 

TABLE B2i2
 

BAGGAGE CARRIED BY PASSENGERS 

1-2~~~~~..... .. ...... 2...0 1 	 B 32 1 9 3 23 
 1 
2 2 40 '8 33! 25 1 1 11 5 17 68 3 5.4 10'8 165 S 

_____,._______-- _____________2______________8 _ S 20 70 1 

o[v' ]I 22	 I 

,-z ---	 __ 
 -- __ __ 

1-2 	 2 1 
 126 2 17 6 25 78 4 63 129 196 80 
34 _ J., 2 1 2 _5[ _ 3 1 1 3 1 1.5SACK 1 1 1 __1_ 	 12 17 7 

__ 43 9 14 9 7 7 22 	 29 122
A 	.3 1 40 61--1 -4 112 i 1 00 2 24 6 -3 10 5 83 1[ 2 1 100 



___ 

___ ___ 

TABLE B273
 
ADEQUATE BAGGAGE STORAGE
 

LAR TaTAL]___ CLASSx CACLASS 
TOTASL 'Ams17 21 153 4 1 20 221NO------------ 15 k 49 2------ _7 

:c m 24_43 67:: 75-9
TOTA1___5_3, O AL:0 9 0 -75i 100 2 6[0 89 100L 21 20 3 - 47 7 m9 31 100 4 64 10'7 175 10 7 

TABLEB-274 

IS BAGGAGE STORAGE SECURED 

............ 
 ........... 
 A ....... ~1
. .. . .. IJ A -. ..... ... .. . .. . 

7 19 27 49
9 40 49 28 

in 1 211 __ 2.2 _ 

NO 8 19 24 51 27 39 66 74 2 _ 1 3 7NO ARM___ 3 S 6 .4 71 I I------------------------ _____-p --- _ 2___1() P-- 71 31 1017 
N..A...E. . .. . .....
 

TABLE B.275T O T2 C ET CHANGE OF SERVICES OVER T EEPAST TWO YEARS 

j1 
-- -

S -7 71" ,. . . . .
 

ITS T..AL ......9 [11 21 38 1 HAIRM CLASS CLASS9 10 11 2NO_ I __ 6.45 2 1 5 16 2 1 22 TOTAL tsHCRL24_ _1 6 36 22 5. 7 V SA4U 
15 T .........
TOTAL. 1-__ 3_1 ....-..................... 


___15 2 601 89, 100 - 2 ,.., -', ' TI ID'20, 9 31 1001 4 641 107 . ...1751 1ou 

TABLE B 276.... ........ ..... 
CONGESTED TRAVEL DURING PEAK SEASON BEEN A SERIOUS PROBLEM 

.. o 1 ~~t~~~ ~~~~..Y4 ~ ~ .. .........> M1 ST Co T 2 1t. 
_________ CAS LSSCAS OIL-1AZ LLASS iSS K>ALSHRE CACLAYES__ CLS LAS OTl HECLASS CLA.SS CLASS n.15 3 51 _ 93 21 46 74 I1kL SW83 2 2 1 5 16 __ 3 45 F-2 130 74 

_ _ _ __ 1 8 -E ~ i 14-t 25 -44 25. 
2-5--1---2.- -O~l 60 89 100 2, 20 9 31 100 4 &64 IC7 - 1-75 100 
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- -- - - - -
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TABLE B277 

PASSENGER SUGGESTIONS 

...... ...... MIAWA ThWAN 1T~~oR 
 1 
-~~..... ~ :- i:__~i~- ~~ ~ ~~~ ~ ~ S&E- I CLASS-- ____CA& stWV~JM~( ~TOA ~ C~ __CLAS Cl TOTAL 1U2RE ::.SCAM-" A S 8AYEs b co g ~ j -tn- -  6 7 7 1 8 2 6 8----------------------------------- 6 4 9 

cC-ltaenffiwore 
t 1 1 __ __ ii --

3------4-----s a. es
t5eihl e~~~ R 2aa 7bC 13 5 12 17 - - 19 2 __ 

2 9 29 3 4 -- 8 35 92 4 13 28 16 

NodoubI-ismwce of tik 

2 2 6 22 
-------------------------------------- -- - --- --- -- --- - - 2 

_ 

I for bages 

-Decrm±se th bag ure *- - - 1__22 - - - - - - - - - - - - - - - - - - _ 

- - - - - - - d1- - - - - - - - -- 1 2Provid epropeveiiota-------------------- -- -- I _
 

Frequa i-p--d= of pessenaW 

20% deftcton topasseog fre i __ ~ . . .
 . . . . . . . . . _ 

1m1n~ Dfolw2 oen3e reu~oo 2 2i 2 2 2-_ 
Avidoeiadg2 2 2

-Povide~fejadcets-2 - 2-- _ 

1 20 3 2 12 .5 1 2 3 2 6 1 5 3 8- 3 
T~~__2 30--_ 

2 1 8 5 1~ 291-2__________________ 102 2 9 1 10 4 64 0 17 o6 

f% 



_____ 

TAGB-ARAN-LARENA-PLAREDEL ROUTE 

TABLE B.278 

PURPOSE OF TRAVEL 

E M PL O ~ . 3 . ......... C
. .........


1"MLOYEE~ 3 10)
BUSINESS 5 17VACATION 30. 

.STUDENT 6 20 
HOLIDAY 3 10 
OTHERS 4 13 

TOTAL 30 100 

TABLE B.279
 
FREQUENCY OF TARING THIS PARTICULAR VOYAGE
 

MV 6fR::(3r.d[C. iss:Ony:kvON MA 

.................... 
 .........
 
Once a week 8 27 

1-3 Limes nUoItl 12 - 40 
1-3 times a year 7 23 
5-6 times a year 3 10 

Total 30 100 

TABLE B.280
 
SERVICES ADEQUATE FOR DEMAND
 

____ ________ F.......S....
 

YES 18 60 
NO 11 37 

NO ANSWER 1 3 
TOTAL 30 100 

TABLE B.281 

RELIABLE ON TIME 

_ _ _ .__.... .. ...E..... . .
 

YES 28 93 
NO 2 7 

TOTAL 30 1001 
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TABLE B.282 
GOOD SPACE RESERVATION 

YES 4 13 
NO 25 83 

NO ANSWER 1..,1 3 
TOTAL 30 100 

TABLE B.2S3
 
GOOD BAGGAGE ACCOMMODATION/SECURITY
 

___ YES 8 27 
NO 21 70 

NO ANSWER 1 3 
TOTAL 30 100 

TABLE B.284 
ADEQUATE CONCERN FOR SAFETY 

YES 1 50 
NO 13 43 

•NO ANSWER 2 7
TOTAL 30 100 

TABLE B.285 

ORGANIZED BOARDING PROCEDURE 

. ION: ~p 

YES 10 33 
NO 18 60 

NO ANSWER 2 7 
TOTAL 30 100 

84
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TABLE B.286 
ACCOMMODATION STANDARDS 

MATiiDON,MARINSR. (Thi CI~s. 

. .
....
 .


[OODICANTEEN 

POOR 30 

TOTAL 30 100
 

TOILET/SANITARY FACILITIES
 

...


POOR 97 

TOTAL 30 100
 

BEDDINGSJBLANKETS
 

FAIR 15 5POOR 12 40NO ANSWER 3 10.... 
TOTAL 30, 100 

LEISURE FACILITIES 
FAIR 

27____ 
POOR 

___ 

21 
NO ANSWER 1 . 3 

TOTAL 301 

VENTILATION 
FAIR 14 47___4__
POOR 1550 
NO ANSWER 1 3 

TOTAl, .30[ IN00 

CREW'S COURTZSW/ASSISTAN CE 
FAIR ________ 29 9
NO ANSWER 1 3 

TOTAL 30 too 

DRINKING FOUNTAINS ETC. 
FAIR 15POOR 5is so 

TOTAL 30 100 

SPACE TO MOVE AROUNDD 

POOR •27 90 
NO ANSWER13 

TOTAL 30100 
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TABLE B.287
 
WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID
 

WEIGHT 

1-5 kilos 14 47 
20-30 kilos 2 7 
No answer 

Total . . . 
14 

.30 
47 

1001 

E.XTRA CHARIGES PAID (Porter Charge) 
None ___281 _ 931 

Ansi er 2 7___ 
Total 301 100 

TABLE B.288 
BAGGAGE CARRIED BY PASSENGERS 

KIND OFBAGGAGE:...... ..... 

BAGN 
1-234 '3j°;
 

SACKS 
1-2 71 231 

CANS 
-1-2 21 71 

TOTAL 
1-2 Baggage 27 90 
3-4 Baggage 1 3
 

NO ANSWER I27 
TOTAL L 30 100 

TABLE B.289 
ADEQUATE BAGGAGE STORAGE 

NO 30 100 
TOTAL 30 100 

TABLE B.290
IS BAGGAGE STORAGE SECURED 

........ ... . ...3 0 ... ...... ........ ... ...
.. ..... 


TOTAL 30 1001 
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TABLE B.291
 
CHANGE OF SERVICES OVER THE PAST TWO YEARS
 

........O1. 
S$~N1 ~ ::SHARE. 

YFS 2 7 
NO 28 93 

TOTAL 30 I00 

TABLE B.292
 
CONGESTED TRAVEL DURING
 

PEAK SEASON BEEN A SERIOUS PROBLEM
 

MNJ)QN. MATNSR 0rd Class:0Oni 

YES 30 100 
TOTAL 30 100 

TABLE B.293 
PASSENGER SUGGESTIONS 

.............. .rO.
.. . 

hould mprov............
Tt ma~ ment '........ '
 
Thes miAnagmcn± should improvo

the sanitary fi /deanlina 6 20 
.Improve arconad food services 1 3 
Maintain good services 5 17 
LeSWi Lte WLMS.tzte forlth: 

paaeenger convenience 6 20 
The management sholld have 

systematic boarding 9sytm 3 10 
No answer 9 30 

Total 30 100 
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TAGBILARAN - DUMAGUETE ROUTE
 

,TABLE B.294
 
PURPOSE OF TRAVEL
 

EMPLoYEE 2 2 ....4. 
BUSINESS _____5, 5 19 
VACATION 1 7 8 30 
HOLIDAY
OTHERS 

___2 

1 
5
2 

7
3 26

15 

TOTAL 6 21 27 100 

TABLE B.295
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

tOND.:T!R.... .. . 

Once a week 2 2 7 
1-2 tmesmonth 1 6 '7 __ 26 
1-4 times ayear 3 11 14 52
Every wo months. 2 2 7 
Every 2 yemig 1 1 4 
First time to travel. "'1 21 " 1 4

Total 61_ 27 100 

TABLE B.296 

SERVICES ADEQUATE FOR DEMAND 

_____ _ __ _ _ ._ _ ............. ... ...
.... 
 ....
 

YES 6 20 26 96 
NO 1 1 

TOTAL 61 211 27, 100 

TABLE B.297 
RELIABILITY AND ON TIME 

.......... ......
.. 
 :: ..... :.
SCON : :THIRD :: 

YES 6 20 26 96 
NO 1 1 4 

TOTAL 6 21 27 100 

8 



TABLE B.298
 
GOOD SPACE RESERVATION
 

YES 6 20 26 96
 
NO 1 1 41
 

TOTAL 21 27 f00
 

TABLE B.299 
GOOD BAGGAGE ACCOMMODATION/SEC URMIY 

YES 6' 15 21 78 
NO 6 6 22
 

TOTAL _, 6 211 27 100
 

TABLE B.300
 
ADEQUATE CONCERN FOR SAFETY
 

YES 6 21 27 100 
TOTAL 6 21 27 100 

TABLE B.301
 
ORGANIZED BOARDING PROCEDURE
 

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


YESA 6 21 27 1013 
TOTAL ( 6, 100 
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________ 
__________ 

TABLE B.302 
ACCOMMODATION STANDARDS 

.'..."... 0 Tl ..........'..'.'..,. ..... ..'..'.'..
. '..'.'.'. 
 .< . >F ? 3 .
 
- .... ... .. .....CLASSiiiI:+ CL 4 I""tL
 

FOOD/CANTEEN 
FAIR 6 
POOR 

TOTAL 6 

TOILET/5ANITARY FACILITIES 
FAIR 6 
POOR _ _ 

TOTAL 6 

BEDDINGS/BLANKETS 
FAIR 6 
POOR 
NO ANSWER. 

TOTAL 6 

LEISURE FACILITIES 
FAIR 
POOR 

6 

TOTAL 6 

VENTILATION 
FAIR 6 
POOR 

'TOTAL J6 
CREW'S COURTESY/ASSISTANCE 

FAIR 6 
POOR _4 

TOTAL 6 

DRINKING FOUNTAINS ETC. 
FAIR 6 
POOR . ,,5 

TOTAL 6 

SPACE TO MOVE AROUND 
FAIR 6 
POOR 

TOTAL 6 

191 
21 

211 

25 
2 

27 

93 

100 

17 

21J 

23 
41 

27 

85 
15 

100 

9 
9 
3 

21 

15 
9 
3 

27 

56 
33 
11 

100 

20 
1 

21 

26 
I 

27 

...
96 
4 

100 

19 
2 

21 

25 
2 

27 

93 
7 

100 

17 

21 

23 
4 

27 

85 
15 

100 

16 

21 

22 
5 

27 

81 
19 

100 

16 
5 

2127 

22 
5 

81 
19 

100 
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TABLE B.303 
WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID 

WE I H T .. ... ... ......... 
 .... ..... .. ...........
 

5 10 Co.S11 - 1.5 Kilos 1 7 147 -- 332-6 

N16 20 los 
No answer 5 

1 
5 

1 
10 

4 
37 

Total 
EXTRA CIIARGES PAIDNotne 

6i 

51 

21 

61 

27 

11 -

100 

41 
,Noanswer I.5161 .59 

Total 6 211 27f 100 

TABLE B.304
 
BAGGAGES CARRIED BY PASSENGERS
 

.......... __ MIVD:U tViEE:RV (on
. .. .. .. . ... . ' . . . . • essel1SureyeI):' ... . . .. , . .. . . . . . . . . . . 

BAGS 
1-2 31 17 201 74 

CANS
1-2 31 31 11NO ANSWER 1 _ 41 15 

TOTAL 21 27 100 

TABLE B.305
 
ADEQUATE BAGGAGE STORAGE
 

um.UJM.V .RIrvIy(IiI~I ~ 

NO 6 21 27 100
TOTAL 61 21 27 100 

TABLE B.306 

IS BAGGAGE STORAGE SECURED 

N62127~ 100 
TTAL 62127J 100; 
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TABLE B.307
 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

.......... Y:~.. .......
 

NO 6 21 27 100
 
TOTAL 6 21 27 100
 

TABLE B.308 
CONGESTED TRAVEL DURING PEAK SEASON
 

BEEN A SERIOUS PROBLEM
 

NO 6 19 25 93
 
NO ANSWER 2 2 7
 

TOTAL 6 21 
 27 100
 

TABLE B.309 
PASSENGER SUGGESTIONS 

:.:.....:....... . .
. ....: E D TlR . .: . 

Maintain cleanliness 1 
 4
 
Improve service standards 1 5 6 22
 
Provide hti jackets 2 2 7
 
Improve the facilities 3 3 11
 
Maintain good services ...... 2 7
_2 


Do not allow vendors _3 3_1 i1 
Noanswer 5 5 10 37
 

Total 6 21 27 100
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TAGBRARAN - MANLA ROUTE 

TABLE B.310
 
PURPOSE OF TRAVEL
 

______________ ........ $. .CA~..TTt 
Marketing ofgoods 4 5 9 9 
Mcdical 
FiffrilyuHuirs 

- 5 
3 

3 
4 

14 
12 

22 
19 

21 
18 

Provincial fiestag 
Vacation (non-tudent) 
Enployimeg change 
Othcr buin ss rJated 

u_ 

1 

2 
8 
4 
3 

6 
3 
3 

2 
22 
7 
7 

2 
21 
7 
7. 

Other Invel purpoa _ .1 12 17 1 fi 
Total 21 34 50 105 100 

TABLE B.311 

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

1-2tlnceaym Z 16 21 43 41 
3-6 tin ayar 12 12 25 49 47 
Monthl 3 5 3 11 10 
No aw_ 1 1 2 2 

.To0tal 21 34 50 1 0O 100 

TABLE B.312 
CLEANLINESS OF YOUR SEATING/SLEEPING AREA 

AT THE START OF THE VOYAGE 

Very ccm 15 13 324 30 
Satiactory . 6 20 12 38 36 
Notclean 1 1 34 35 33 

Total 
 21 34 50 105 100
 

TABLE B.313 
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA 

. .g ... ~!! ii .i-ii i! !:iiiiii!!~ii~~i! i ..........:i:
 

Very comfotable 19 19 4 42 40 
Satisfactory 2 15 14 31 30
 
Not comfortable 21 21 2 
No mwa r 
 10
 

Total 21 34 n.1 I. l 
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TABLE B314
 
CLEANLINESS AND MAINTENANCE OF TOILET
 

AND WASHING FACILITIES DURINC THE VOYAGE
 

.........:i!::!!...... ¢ 1S e !!!'!!!!!!!!
 

Satisfactory ii 20 34 9 63 60
 
Unsatisfactoy 1 
 41 42 40 

Total 21 4 50 105 100 

TABLE B.31S
 
ADEQUACY 
 OF ON-BOARD DRINKING WATER AVAILABILITY 

Excellent 11 3 2 16 15
satisfactory 10 28 8 46 44Unsasafactory 2 39 41 39 
No a__r_ 
 1 1 2 2 

Total 21 34 50 10:71 1 0 

TABLE B.316
 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD
 

FtlT~OND fl11U. .......
 

Excellent 6 8 3 17 16 
Satisfactory 15 25 22 62 59
 
Unsatisfactory 
 25 25 24 
No answer I I I1 

Total 
 21 34 50 105 1001 

TABLE B.317 
MEALS AND MEAL SERVICE ON BOARD 

M.T..... .
 

Excellent 3 7 2 12 11
 
SiZiw IZtory 17 25 _ 24 66 63
 
Unsatisfactory 1 2 21 23No answer 3 3 ..... 

Total -21 -34 -50 -1051 100 
MEAL SERVICE: 

Sa/isrl ultoy 20 25 - 25 70 67 
Unsatisfactory 1 2 20 23 22
No anw er 7 5i 12 11 

Total 21 34 50 105 100 
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TABLE B.318
 
VESSEL OPEN AREAS FOR PASSENGERS 

Excellent 

Satiefactoy 
Unsatisfactory 

20 
1 

3 

31 
2 

8 
39 

5 

59 
10 

5 

56
38 

No answer I 1I1 
Total 21 34 50 105 I00 

TABLE B.319
 
WAITING AREA BEFORE BOARDING,
 

IN TERMS OF COMFORT AND CLEANLINESS
 

N .... . .. . .... .11 11.... . . .. . 
S:: ::~2 ARTOTAL:: 

Satisfactory 
 5 21 13 39 37 
Unsatisfactory 15 16 31 30 
Unacceptable 1 13 21 35 33 

Total 21 5034 05 1DO
 

TABLE B.320
 
BOARDING PROCESS
 

~i~: S~t~NI)Th3 ~ ....... 
Sati~acto/ 20 
 31 17 68. 65
 

Unsatisfactory 1 3 33 37 35 
Total 21 34 50 105 100 

TABLE B.321
 
BAGGAGE SECURITY ON BOARD THE VESSEL
 

.....: e.v i( .......s~ i,......
 

Fair 21 28 22 71 68Poor 6 26 32 30 
No answer 2 2 2 

Total 21 34 50 105 100 

TABLE B.322 
ANY BAGGAGE LOSSES FOR THIS ROUTE 

NOANWER 21 31 501 105 100 
TOTAL 
 21 34 50 105 100
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TABLE B.323
 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

Satisfactory 20 28 131 61 58 

So enc or Bookin
Unsatisfactory
No answer e: ____ 

1 
____ 

6 
____ 

30
7 ____ 

37
_7 35

7 

Total 
Security of Bookingl: 

21 34 50 105 

Satisfactory 21 22 I 1 54 51 
...U.na !n .if..or....... . 12 30 42 40 
No anqwer 9 ...... 9...-

noa 21 34 _____ 50 05105 10100) 

TABLE B.324 
BUMPED AFTER HAVING RESERVATION WITH TIHIS 

SHIPPING LINE ON THIS ROUTE, DURING 1991,1992 & 1993 

-- ---.O .!- ... !!!!!!
!: ....
--.-- r . .. ...........:ii
 
YES 5 - 5 5 

NO ANSWER 21 34 45 100 95 
TOTAL 
 21 34 50 105 100
 

TABLE B.325 

RATING OF MANAGEMENT AND STAFF 

CLASS:-. W.AS -OTALSM1CAS' 
Management Attitude of Service Qu ___, 

Satisfactory 21 22 26 69 66
Unsatisfactory 12 22 34 32No anwer 2 2 2 

Total_ 21 34 50 105 100 
Land Based Staff Attitude to Passer&Emdency:

Satisfactory 20 10 15 451 43 
Unsatisfactory 1 24 33 58 55 
No answer 2 2 2 

Total 21 E__34 '50 105 100 
Vessel Crew Attitude to Panmger Attitude &Effmdency

Satisfactory 21 11 261 58 55 
Unsatisfactory 23 21 44 42No anver J3 3 33 3343 

Total 21 34 50V 105 100 
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TABLE B.326
 
RATING OF SERVICE SCHEDULE, ADIIERENCE AND SPEED
 

Stiffirent andConventent
 

G2a0ly good 21 2 
 8 4 51 
Far 
 3 13 16 15 
Vey poor 13 11
 
Don'thavview 1 1 16 17 16 

Total 21 34 50 105 100
Adherence toScheduleMell. 

GEclly good 6920 32 20 72 

Fair 
 2 3 2-V ery oor 24. ."... ------2... . .'. ... ... 
Don't have view 3 17 - 2- 26 

!~~~~~~- ..... 
 ................ 4.........
 

Total220 10 1 

TABLE B.327 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

Sevicchaveconrdamblyimproved 11 - 4 2 17 ..... 16
Slightimownntf co 9o s 17 9 35 33 
Strvice "ladr lwvc zr. duqed - 12 2614 25 
Caniotetimate change 1____ -- 22 23 22
No anwa 1 3 4 4 

Total 21 34 50 105 100 
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TAGBILARAN-BATAN-DUMAGUIT-MANILA ROUTE 

TABLE B.328
 
PURPOSE OF TRAVEL
 

BUSINESS 
VACATION 

-HOLDAY 
OTHERS 


TOTAL 


TABLE H.329 

4 29 
4 29 
1 7 
5 36 

14 100 

FREQUENCY OF TAKING TIS PARTICULAR VOYAGE
 

Wcck!y 
1-2 times amonth 
1-2 times a year _1 

3-5times a ycar 
First timer 
No Answer 

Total 

TABLE B.330 

. ............ ed 

5 36 
2 14 

7 
2 14 
1 7 
3 21 

14 100 

SERVICES ADEQUATE FOR DEMAND 

YES 14jj100j~ 10 
TOTAL 14 100
 

TABLE B.331
 
RELIABILITY AND ON TIME
 

.-....... .. ".. .... ..
.. .. . ..• ....... .......
 

YES14 
 10
 
TOTAL 
 141 I00 

TABLE B.332
 
GOOD SPACE RESERVATION
 

.,,YES14 
 I00l
 
TOTAL 14 F00 
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TABLE B.333

GOOD BAGGAGE ACCOMMODATION/SECURITY
 

YES 

14 
 '
 

TOTAL . tt
 

TABLE B.334
 
ADEQUATE CONCERN FOR SAFETY
 

WIV BU CI.Ty (Otl Vesse Suived) 

YESTOT~l 14 ... 100.-....... . . '"
 TOTAL 14 

TABLE 13.335

ORGANIED BOARDING PROCEDURE
 

ym14 lOOl

TOTAL 14, 1001 

TABLE B.336 
ACCOMMODATION STANDARDS 

FOODICANTELN
 

TOTAL 
FAIR10 Ioo•TOILET/SANITARY FACILITIES 

14 

FAIR i00 

TOTAL
BEDI.NS/BLANKETS. 100 

TOTALFAIR 14 10014 100LEISURE FACITIES
 
FAIR 141 100

TOTAL 141 100
VENTILATION 

FAIR 14 100
TOTAL 
 14 100 

CREWS COURTE.WASSISTANCE 
1 14 

TOTAL 14 100 

SPACE TO MOVE AROUND 
FAIR 14 100TOTAL 14 100 

99
 

100 



TABLE B.337 
WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID 

WEIGHT 

16-30 kilos 1 7 
No arncr 6.. 43
 

otl_14 
 100
 

EXfRA CHARGES PAID 
Porter Charge 

No answer 14 100 
Total 14 100 

TABLE B.338 
BAGGAGES CARRIED BY PASSENGERS 
......... :::i . .:.
...o.. ......
!
 

1-2BOXES 8 62 

1-2 I8 
CANS

1-2 
_ _ 

4 31 
TOTAL 

NO ANSWER 1 
 -- 7
 

TOTAL 110 

TABLE B.339 
ADEQUATEBAGGAGE STORAGE
 

NO 14 100 

TOTEL 
 14 100 

TABLE B.340 
IS BAGGAGE STORAGE SECURED 

NO 14 100 
TOTAL 14 100 

100
 



TABLE B.341 
CHANGE OF SERVICES OVER lE PAST TWO YEARS 

______'_______________ 1 ___________No 
 13 93 

TOTAL 
 14 
 100
 

TABLE B.342
CONGESTED TRAVEL DURING PEAK SEASON 

BEEN A SERIOUS PROBLEM 

YES 14 100 

TOTAL 14 100 

TABLE B.343 

PASSENGER SUGGESTIONS 

The -mangm=t should improve 
.ict itary faciliics/cnlwdiss 

Maintain goodservices 
3 

1 
21 

7 
Lssen thc strictness for the 

passeiser convenence 
The manaemcnt should mnge 

2 

_ 

14 

the number of boarding stem 17 
No comment 7 50 

Total 14 100 

101
 



TALIBON- CEBU ROUTE
 

TABLE B.344 

PURPOSE OF TRAVEL 

'-CR:SER .. MVAVNANDY L __ ._ ...........
 
f g% 

_ 

Mat :~X~ LASS. -TOa FIRST SECOND ThIRD;3 .....o oods __ _ SHARE C&C-LASS:4 _ 3 CLASS'-' TOTAL SHARtt CLAs- - - - S.:LS,- - . ~TL.fA~: 
z .-, ,2, 2. . .6-- _ - -  . . . . . - . .. - 31-

F -y.. d-. . .Vacaton naIps*den ___lnca 1 1al 2 4,, -- 1 - -...1 1 2 3----5 7 6 6 _ 3 47-------------------------------------------------------195L. 1 3 9 29 0 . . .11. . --------------------------------------------1 5 6156 7 4 1 112 IsE~~w:1cmn _____ 1 1 2 - 6 1 - 2Ot6er 3 -_6 19 13483 9 1o nertrapd;re1os 1 2 3 13 2 5 34 1 7 5 12...1 4 .3 2 -6 9No answer 
Total 31112 1

5 36 i-- 2 16 - 13 31 1 . 37 

TABLE B.345
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

.Y ..... . *. MW'""BO'" . . ." . :::::::'''': ... . ~T h ":'''' 

T....... ..............
0 3-5 ..... 'DA. :..S....NP 
. . c . cxA7._eTAL_ h1 

-2fi es a
03*~iea 1 ~ 4 7 11 37 

___17_ ___12 35 6 -60 163-5 2107 - 1 C1 

TABLE B.346 

CLEANLINESS OF YOUR SFATING SLEEPING AREA ' C: _ T4A_ _ IT - _ _ ~ _ _ 1._I _ _ 

AT THE START OF THE VOYAGE 

N ot c mn 1. .. 
 .
 

TABLE B.347
 
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA
 

~~VA~~iL~~~Y......
...- *%.~ VI~ 
~~~~OJ~~~~~~~~U~~.... 

* 

jC~ D -FI2)~F R T:~~RS ( Q D TEJ~ ... 



---- --

____ 

0 

TABLE B.348 
CLEANLINESS AND MAINTENANCE OF TOILET
 

AND WASHING FACILITIES DURING THE VOYAGE
 

.........
:.....:
".."YD - .....--+ - .-.:........
• - ......... .. .......... ...
 ..:.. 


otal 6 i46 2[ 1 1 11 10551 7 12 8 2 1 32 139-3 

TABLE B.349 
ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY 

......... X -"r:: :.. :: . 
.......... : 2.. ......... 

- - 10 2__ 12 33- - - 8- 17 47 2____ 96 112 _ - 22- 2671 2 t9 1 _ 25 3713 34 51 
UpeU bf 3___ 4 7 29_ITO w-- -- 3 4 7------ ----- ,3 10Tot - 2~ 1-211Is -36t 100 16 13 31 2 372 67 100 

TABLE B.350
 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD
 

..... .
 .....
...
USalfact or 12 1 23 J 7112 

No ten ctnv _- 9 -  j I _----93 31,1 8 

1Na a•3 i 
U. .n a ~ ~~~~~a. fi .. . c~.. 82 . - - - -4 . ..... .. ..X .. . .. . ...... 1 1. .. ... -1.......... TABLE B.351 ..EAL.S AND MEAL SER.CE ON BOAR 

tSaflict !y 1-2 ul 

f 
671 I4 

- - 3 -- - ' to 18 42No amvwu .......-.... ... . ... -.... .. ..... ....--.....
- ... . . . : =o-. !:. ......- I - -:is4. . 137271 - - -to.., "L± _
Total 1 123 iO __ 16 

-- + T-OT- - - - L u- 11 13 7-1 - -70___1 - -13 3 1 00ol 2 37 2& 67 1006 
____... ........ 
 MIVITALIBONCRT -[-OTAL. ----... -----SARNDE MEAAL MELER7EONBOR 

MEAL SERIE 
hC O T i YtSwi -1 _____ -- .. .. . . . 1644 I3 i 1_____ .. 61 _ .... ... .....
____ ____ _. ___-__ 16 ______ __________ - ~ 2.2.... _ 1~ 1- 7 

N~o ISwe 16 1 1 10 ____ ___ 1 47 TO__ 

o_._____t9 1 2 d 1131__ 



TABLE B.352
 
VESSEL OPEN AREAS FOR PASSENGERS
 

Exct 
Safisfacto 
Unafisfctary 

Total 

6 
11 
4 

21 

5 
10 

15 

6 
16 
14 

36 

17 
44 
39 

100 

1 
1 

2 

7 
9 

16 

12 
1 

13 

20 
11 

31 

6 
35 

100 
1 
2, 

6 
18 
13 
371 

17 
11 
28 

6 
36 
25 

67, 

9 
54 
37 

0 

TABLE B.353 
WAITING AREA BEFORE BOARDING 

Exrelrt 
Satisfacto 
urafiactory 

Total 

_________........... .. .. 
......ThRD.... ....... ~ 

. - . . . . . . . . . - , + . . . . . . . .. . .. . .. 

21 3 8
, 

8 13." 21 58 
10 2 12 --
21 151 36 101 

.. .. 
~ S 

. . ..... .. . . 

2 

2 

~ 
. 

1 

16 

T I 
. . ... 

10 
3 

13 

25 
6 

31 

81 
19 

100 

.................~ 
~1...... ER 

. . . . . . . . . . . 

____ 

a3 

2 21 23 
13 5 

2 37 28 

.... 

4___ WARM:3 
4 

46 69 
18 27 
67 100 

0 

i:~~~~~...... ... 

TABLE B.354 
BOARDING PROCESS 

"--''. ... ....-----...... ....... ...... 

_"'ct _ is 3 _ 8__ _14 161 54 2126I2 C__4 

TAB.. B.3.... 

BAGAGESECURITY ON BOARD THE VESSEL 

1 1 ...... 
TAL 

1 
.5 

Po14 32 1 6 816 2652 26 9 1 22 
Total 21 15 36 100 2 16 13 31 100 2 37 28 67 100 



TABLE B.356
 
ANY BAGGAGE LOSSES FOR THIS ROUTE
 

. .." :i: ' ..' . ..... .........
.. 
 ......... ....
"" " { "'' " "...........
"" .. ......" "' "" "---

S............
.. pvy . . - . . . . T I A : .**;:::: 

YESNO 

NOANSWER 

TOTAL _ 

20 

_21 _ _ 

15 

_ __ -1 -

1 
35 

- - -

3 

97 

- -20--100 

2 

2 

15 

16 -5--

2 

13 -

229 

- _ 

69 

_5_100 

2 112 

20I52
2 37 

_i3t 

2 

230 

67 

345 
52 

lo 

TABLE B.357 
SHIPPING LINES RESERVATION SYSTEM IN 

REGARD TO CONVENIENCE & SECURITY OF BOOKING 

0Ln 

Convenience of boL-g 
. k~f-a,,.y 
Difficult 
Noanswer 

TOtWbok 
se.a"crtyo11 

Difficult 
Nomaswe 

Total 

21 

21 
21 

21 

___ 

141 

1 
151 
14 

1 
15 

___ 

31 

1J 

361 
35 

1 
36 

97 

3 

100 
97 

3 
100 

__ 

__ 

2 

-2 
2 

2 

15 
1 

1 
13 

2 
1 

16 

11 

2 

3 
11 

___3 
13 

28 
1 
2 

31 
26 

2 

31 

90 
3 
6 

10 
84 

.6 -2 

0 __--1 

00 

2 

2 
2 

2 

369 251 

134I 
7211e2a~ 28 

34 25 

L 
3 

37 28 

634 
1 

767 
61 

2 
4 
6"7 

_1 

100 
91 

3 
6 

100 

I 
YES 
NO 

NO ANSWER 

I 

TABLE B.358 
BUMPED AFTER HA NG RESERVATION WITH THIS 

SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993 

.: =......... : - ..........- : ''......... 

"S'W I__ s___SCfND[ fIMD 
CLASSCLASS T LknI ICASS .CLASS. :CLASS TOALS*AI CAS LSSC

2 2 6 l 1 3 1 21i. 1 
19 34 94 1 15 13 29 94 - 34TO TA L 11515 . .. .36 I002 16 ]- 31 1 0 .1371 

:..L 

aS 

2S2 

. . :":":''A: 
....... 

.o~:5. 
3 41 -I 

6 943,7 n9 

C_.,


15-. 



---------------------------------------- 

--

TABLE B.359 
RATING OF MANAGEMENT AND STAFF 

........ im % {
.- FIRS Tl' SECOND: ThIRD4,

NbnagemmLtAU~ltude o Servce QuautL W___
 

Saifcoy 0 1 5 
 9 	 1f 1j6 10 27 87 11361 25 62 93satisfcto 20 35 97+ 
No amswer 	 14TotJ 1 5 316o 2 x 13j
TOW _ _3_ _ _00 	 0_ _ _ 

28 
_ 

J671--- 1 0;0,42
Land Based Staff Attkzde to Passenger & Eflldency:

Satisfactory 	 20 15 35 97 1 16 8 2.5 81 1I _ 36 23 60 90Nomanscr ........ 
 .... ... 1 1. . .31Unstisfactorv 1 	 1 3 _ 	 -_I 6 905r 	 5~ 16 f661 __TOtWl 	
--21 15 36 100 2 16 131.___ 100_ _Vassel Crew Att to Passenger Aittiude &Efdency: 28 67 100 

Satsaftcry 20 15 35 97Uns famrcg I 1 3 _ _1 
1 15 12 2 90_35 	 27 63 94,[-.1.. . - 2 6 _ 2 1 3 

NO anrvr 
Total 1 15-	 1 6 13 1 10036 100 2 	

3 _ _ 37 F 67 100 

0 
TABLE B.360
 

RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED
 
::::: .. ... : 	 ..
: ::::::::::::::: : :::::::::.... :... :::::....,::::::::: :::.: .	 . ............
 

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

G- allygod 5 9 21 12 61 1 14 651 18 22 41 61 
very poorNo answer	 2 63234 

Fair_______ 9 6 10 28 1- 6 1 T4 	 30__78 245Adherence to schedule _l__l_ _0/ 
--	 1 3 

21ta 	 15 -36 -100 2 16 ~ 13 -311 1001Very poor 1air4 6 1 3 I3-	 2 37 -2 -28 67 100
1 2 J1No ans4er 	 5553 2 1- 83 1 1 2 1 2 2 0j 81 4 2 12 59-- - - -- - 2 1 2 	 1 _ i1 __T8 41110 
 8

Service peed: 	 31 102 3 

.st_ 21 __ - - _o 10 1 -16 12 	 . . . . . . . . .R. 	 a-wtr -5 564 _ _ 2,__22 _425 m t s7 T-

T- - -21 - 151 361 lool ---- 2-] --- '1 IS-1 

___
 



0 

TABLE B.361 
CIHANGE OF SERVICES OVER TIlE PAST TWO YEARS 

r 

- - - - ----

....-.. 

--

US 
----

.... 
---

: ::...... 
-

TO 
-. 

.hL 
-.-

Serices hawcoida-aby nred 
Si woema n erics-
Seice mdshvenchagedCm~Westima ed e 

5. 

510 

_ 

__. 

1 
4 

64L 

1 
9 

1114 

__ 

3 
25 

3139 

_ __ 

11 

_______111 

--

105 

4 

81 

5 

197 

16 

6123 _ 11 

6 

1515 

-

_ 

8 

14,5 

-14 

_30,21 

-21 

_4331 

TO 21ot21 151 36 100no 2 16-13.31 100 2 37 .. 2. 6 74 1000 



TUBIGON - CEBU ROUTE (A)
 
TABLE B.362 

PURPOSE OF TRAVEL 

.................... 
 *A.:A1SE.....FIRST. ........
 1~T CO .'HIi~ F R ECPO n)mRDl 1~ 3ECOE THIRD, 
______________ ~A ~ ciZs.................KLSS: CLSTOTAL SH{ARE. CLASCASS CLASS TOTAL:SHARE. CLASS CLASS :CLAS& T0TAL SAl.4m

M Ienogos2_ ~ 156 3 4 11 2 3Medaca 1 - 4 9 13 11 3 	 3 3 8 1 1 3 2 3 S 4
Family affair 2 2 4 0 II - - 1 -S 	 13 . 3 1) 13 11School bre1 1 	 1 3 2 5 4Prviocid stg 1 3 1 5 	 13 1 4 . 13 . . -1 23 2 1- 9 21 15 

13 3 7 10 26Ezpoyx-niicbvmge 	 3 2 6 15 22 2 5 4 41 1 2 	 ii 21[ i3 615 1 4 7 12 10 
Other budnerL td 	 2 8 0a 	 -- 2 5 1Ot0r 4S 	 2 3 3 2 31- 8-1[ i1 4se 1 - -1 - 1 -- 14 12

Tatal -3 18 1 0 10 2 6 3 8 10219 	 18 9 100 7 43 67i 17 10 

TABLE B.363 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

FIRST: OECQ ThR -MrE 	 Tm:-i.IR-TCY~jym3 

0 1-6timesayew 2 14 10 26 65 1 4 22 .27 71 17___ 9 26 67 3 35 41 79 68 
1__ 1 8 0_ _ 3 5 13 3. .2 __ _ 4 10 4 4 9 17 15

180103 1 8 100 2IJ I9 1s 39 10 7 43 67 117 100I 

TABE B.64 
CLEANLINESS OF YOUR SEATING/SLEEPING AREA
 

AT THE START OF THE VOYAGE
 

y3 	 14 19 - 361 90 2 6. 251 33 87 21 8 	 18 38 97 7 38 621 107 911 
Total 3 18 19 40 100 -2 63 2 19 	 18 39 100 7 

TABLE B-365 
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA 

... ............
n .... ...........
.Z~ ~ g T :...-.. . . ...... .......... m sr a-.... .. ... ...... __.. ...... ' --'' ..T-.............T ...........
 

.... .L ...... 
 S gS SKAAI 

822 	 3 F 14 	 --Not-co-or--ble--------	 7 339ShRsaca -1 i---i 	 131 _ K- 13 - 2 1 



__ 

TABLE B..36 
CLEANLINESS AND NLA1NTENANCE OF TOILET
 

AND WASHING FACILITIES DURING THE VOYAGE
 
.=..
==.......= 
 ====.
== ... == c...... 


============n.= u==== .... --------
D=
9_I_ 1-m 6 ' _ 
-- - - - -3- __~ 20 IS 16 2 23 6 2 __ 16 29 74 7 A7t~Tosata~ 3uis 41 72 65219 / 15 _39 _i 22_- 10-_o h1-- lN~43u 1117 10--

6F1 100 
•~~~A . ....... .-.-.-


TABLEB-769To 'E:,MASADEQUACY OF ON-BOARD DRINEING WATER AVALABILITYO COMFORTT ThDCLANIR$S OFEAIN AREASrOBARD WRTEO 'i~Z : 

MLA C AWC ToE 
17 4 4u_ 1 18 47 2 129 20 So - 2 17 16 30 77 7 22 36 65 5619 SO6No 1 9£ 21 19 28 72 3 4'latW 1 1 33,_ 1s,8 40, 1001 1 338 100 - 2 1 18sin 39. 100 7 0 6 1 0 

TABLE B.368 
o ~CO1MFORTAND CLEANLiE~ OF EATING AREAS ON BOARD 

.-... °~.. .. ..... . ......... 
 .. .. 


SgA. ........
No ~~~~X E CL~ ................... $ ~ AL SL4 s. 

0& . . . .. . . _I_

$ Q. .X r. 
~s.&~ s T~ cL s*~ L& - - !10 24 1 4 6 : : 2 8AX ~ 

-- -- -- - ~7 3 * 6 2-- -- -4-- - --  - - - - -612 13s 7-- 2214' 2i -0U2 2 28 5i 12 2 72511 i 4 7 

TABLE R.369 
MALS AND MEAL SERVICE ON BOARD) 

Saf cw 

~3 17 Lq 39 98 __
No ta 3 u9 2 6 30 3 10 2 1 13 340 1 02 1) 7 46 303e1 67 16 90 19 39 10 432 67 6i 0NIPAL SERVICE- 7 17
 

m 3 41 
4 

1001 31 T9 E- _8T_ 39 _1 ioJ 43 


6F 0+_{1Total 
67 H7 1D)

7 4 6 

401 6 



TABL B.370 
VESSEL. OPEN AREAS FOR PASSENGERS 

S1aisfctoy 

Yo tmver 

Total 

CLASS 

. 2 

.... .. 

3 

:_____ UBIGONM 

F s- KEoN i 
CLASS: CLASS TOTAL 

10 15 27 
4 12. . . . 

18 19.. 40 

S1ARE 

63 
30 

100 

A.CflAPSSE ., 

YT 5ECOt 37UID --

CLASS CUASS CLASS TOTAL St . 

2 c, 26 --A 89
1idequate4 4 11. . . . - . . . . . 

2 6 F .. 3)3" 8 1-- i2 0 

' I-HO _CR.ISER. i__-

Y1r't ECONE TIM)% fl 
(ULASS :CLASS .CLASS TOTAL S"-ARE CLASS, 

1 10 17 28 72 5 
1 9 1 11 23 1 

19] 18 391 100 7 

:_ TO"TA " : :: 

CONffl 
CLASS :CLASS, T'OT'4S~i.Rt 

26 58 39 76 
17 9 27 23 

43 67 1 100 

TABLE B.371 
WAITING AREA BEFORE BOARDING. 

IN TERMS OF COMJORT AND CLEANLINESS 
:....:::.: :"Y.M..CHARISSE " .. .......... . AI " -.. . 

Satisfactory 

s ~ ~ 3
CLASS. 

~ ~n :411~ 8flIRD 
CLIASStW9CLASS 

1173 14 

~ 2~ 

28 

. 
SECOMTH31m:~~ 

.t,.:i.....-.IRT EO 
&.SILSa:4:.p6'.1.CASS 

70 2 -6 

.T.....
lf1M 

CIASS:TOTAL 
21 29 

-TA----

SECl.-
:SHAPM~ -CLASS- :CLASS 

76 2I 1 

a,..:CLASS::T.O1AL 
14 32 

-FI 

82 

.. l-S CONI 
LAS. 

7 33 

...... ..... 
.......LASTO HA 

49 89 76 
Total 18 19 40 

3 
100 

2wbfdr 
2 6P 

9 
3 

9 
38 

Z 
10 

27512 
2 319 

~ 4__ 
18 

7 
39 

13 
100 

___ 

7 
10 
43 

18 
67 

8 
117 

2 
100 

TABLE B.372 
BOARDING PROCESS 

.. ..... ...... . . . . '-m x .. . . . 

0 
.. ..... . 

TA5 
. . ...... 

1J.~~~~~~4~AZ 
-.... 

'TS ~ ~ IA LS 

. . . . . 

Saifcoy3 

TOWa 3 

4.--
14 
8 

9 
10 
19 

16 
24 
4z 

40 
60 

10 

2 

2 

6 

6 

6 
24 

i3)8 

14 
4 

37 
-

R10 

2 10 

Vi 

11 
7 

18 

23 
1 
39100 

59 
12 

7 

7 

20 

4Y 

26 
41 

53 
64 

11 7 

45 
5 

100 

TABLE B.373 
BAGGAGE SECURITY ON BOARD THE VSSEL 

.:..:'.-.--.-.............:..

"Tetal 
Poor_ 

3271 12__ 
_____ 

141_ 029 1036 
2 

2 

2 -

6 3 1 
11 

8Z 
13 

05 
34 

2 1 _ 1 
6 

1 
8 

7 
21 

j 
2J 

435145 
8 22 

185 
32 

073 
27 

TABLEB.374 
ANY BAGGAGE LOSSES FOR THIS ROUTE 

.. s iv~ j s w Vt ~ G ........~ E pX. .. . ............... 

- YES 
NO 

TOTAL 

3 

3 

-FIRST 
2 

1 

38Ta 19 

I......... 
2 5 
8 95 

40 10 

2 

2 

6895 
2 

3 

S 

loo) 

2 
1 
is 

1 
17 

22 
37 

.........~lFI S C ' 
5 

95 7I 40 

-

HED....... 

64 111 95 
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TABLE B.375 
SHIPPING LINES RESERVATION SYSTEMl IN 

REGARD TO CONVENIENCE & SECURITY OF BOOKING 

:: :: . . . .::: : : :. 

......BR 

......:: 

VS 

....... ... : " .... 
0D 

cSuizhct okz 3 4 72 __ 2 63 2 33 87 216: 236 92 7 36 5s 98 8 
- - ~- f~- -m - -1 - --

3 18 1: 4 29J 324 38 18 3 10411 9o4 0 
1- 2-
 2- 2 3 9 -Nofi1 6 16 34 84 4 10 2 74 4 11 2 2 5 

2-0 
0 

Na~u1& 
---

S 2004 "- NE.01W .4 2Total 3 39 34 1 s1 19 40 1 06 100 30 2 8 1 8 3 100 7 4 67 117 100 

11 
 I I 5,i 
SIIN O TS RO6AEN RNG TA9 1 

. . --. . ..
No answer ...........--

TOTAL ::: 3 18 19 40 

T1 1 310 2 : 30 ::::::::10 2 ... .i: . 6 __ _. 38 :. . . .. 191 181 s 39 1030 7 43 67 117 100 

TABLE 8.377 
RATING OF MvANAGEMENT AND STAFF 

v.77.7 . . . ... . ''611,1i f l ... r
 
N~m~mmAbtdeof SueIeEk______1-- T 5-- 2_ =S7_± 


- mfatgv3 17 18 3 Ps 
__6 __3 ___8

30 38 100 1 19~ 3 3 0 6 4 63 111 9516 f10Noanswr 
------ 13 S 61 3 1 45 419 _

10_Luad Bused Staff AtMude t assenger & Ffidencr: ___ __ 
3 ____ -19 6 117 100 

Sa~Srtr 3 1 1~ 4 1 3 3 1 .i 2 ~ 6 20 428 74----- 3 520 
L---- 1 19 13 _-93_33 ,8 6 411 771 9 7910 1026 __ _ 3t 20232 

Nonza~Total jj4 L 
j13_ 18 19 40 10' 2 3 __ 1VesselCrtW Attd to PainerAtt 6t3 38j 1002 19 143931 6 117 100de ff ncy~___ 

_ 6___3__92Satbsfactoxv 3 14 14 35 8 __2 6 2 1 sf 9 1 18 17 36 92 6 3 62 _106 91Uanti a c t oy - 4 1 3 _ 1 2Ls 9T 71---
1338 

3j~fio - 2 19 -13 39 1I032 7- 67 1i717 



TABLE B.378 

RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED 

SuMclet and Cornne
2)ulycd 

- -- -,7 - - .. 

3 8 9 48 1 6 7 -14 37 

5_15 

2 1.0 10 22 56 

3W 

6 __24 25 

..j14 40 

55 

-354 

-47 

----4 

-to - -Toa - - - - -3LL - - - 9 4 M-

1 1 
-i 

3 
- -0 - i--

1 
19- -

1 
T 

3 
T6 

3 2 3-3 

st 

Slow 

G uiyod3 

SrieSedTotal 
Si~htoc3 I 3 

1 
1ri 

Is 
19 

2-
17 
1 

19 

32 
2 

40 
36 

to 
5 

100 
0 

90 

~ _ _ _ s_ __ 1 6 -16 231 1 10 10 
-- . , -

3 3 _ 4 

2 _ 6 30 3 
22 9 

1 6 2 29 

1__2_1__i__j61 1 9 
261 1 7 

- --- - -.-.-.-... 

10 2 19 
7. 1 15 

1--7 -_ I5 

is 

1: 

17 

28 
8 

-2 
9 

33 

00--42 
21 

54 
1006 

85 

1 

5 

-
27 
8 

3 

3 

67si-
i 

6 

58 9 

11713 
0 

1 

8 

98 

10 

4_ 

71 
1 

4 

0 

4 

41 

TtAl 
Non 

3 
wr22 

1 19 40 10o 2f 6 

6 

3 
3 
8 

82 
10 2 1 

- -2 

1 
1 

3 
9 

8 
10 _4 

1 4 3 
7 

8 
1 7 

7 
0 

------- --- ---..-- - - - - "- s ----,,+.. <m, 
TABLE B.379 

* -----... _.¢.D I.- - - - - -.-.-- .-..-.L - ,......... --

CHANGE OFSERVICES OVER THE PAST TWO YEARS 

........ ...... .....-.-.-. ':-:...-
 .. .: .::: -BMX R1. . : *. . .......... ...... 
 " ......-.... .:.:..:.v....:..::'"::'::: 
 ' -. I co .,.
 
_______________CI.SSCM;A RCAS:MLASS !O16M. ALSE .C~us TQMWijR C:LASS TOTAL-: &A C S rTT x s 

miui~vatoevcs4 6 10 25 __ 2
Saefcstmdad have no haged 

99 24 4 7 -1U 28 1 0 30 262 8 9 19 48 1 3 16 20 z3 1 -10 1 19 49 4 21 33 58 s0camotesfti cb Re 1j 5 3 19 231 1 -- 2 3 8 1 S 3 9 23 3 10 8 21 18NowIwI 1 5 6 16 1 ~ 1Tota 31 18L 5 6191 401 1001 21 6, 30 100 21 191 181 391 100 7 43 671 117 10 



TUBIGON - CEBU ROUTE (B)
 

TABLE B. 380
 
PURPOSE OF TRAVEL
 

_ __ _ _ X__ K ~ ( i 1 ~ ~ g .~4e.. .. .. .:I 

VACATION 1 21 26 41 
STUDENT 
 2 9 11 17 
HOLIDAY 1 6 7 11
EMPLOYEE 24 6 9
BUSINESS I 1 5 8
OTHERS 9 9 14 

TOTAL 2 53 64 100 

TABLE B. 381
FREQUENCY OF TAKING TfHS PARTICULAR VOYAGE 

N::JM~~:~RT . joily/. 

,:..X:&: S ..............
. ......... 

1-2 times amonth 1 3 16 20 31 
4-8 times a month 6 6 9
3-5 times ayear 4 8 12 19 
1-2 tines ayear 1 2 20 23 36 
Quarterly 1 1 2 
No answer 2 2 3 

Total 2 9 53 64 100 

TABLE B. 382 
SERVICES ADEQUATE FOR DEMAND 

YES 2 _ 49 57 89NO _______3J__ 4___7 11 
TOTAL 2 9 53 64 100 

rr
 
TABLE B. 383 

RELIABILITY AND ON TIME 

YES 2 9 53J 641 100 
TOTAL 2 9 53 64 10 
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TABLE B. 394 

COOD SPACE RESERVATION 

YES 2 53 1009 64 

TOTAL 2 9 53 
 -64 100 

TABLE B. 385
 
GOOD BAGGAGE ACCOMMODATION/SECURITY
 

YES 2 6 41 ___ 9_ 77
 
NO _ 3_ 4 7 11
 

NO ANSWER 
 ___8 8 13 
TOTAL 2 53 1009 64 

TABLE B. 386 
ADEQUATE CONCERN FOR SAFETY 

YES 2 _____ 41 49 _ __77 

NO ___ 4 7 11 
NOANSWER ____8 8 13 

TOTAL 2 953 _____ 100 

TABLE B. 387 
......
...
ORGANIZED BOARDING PROCEDURE 

YES 17 40 48 75 
NO ___1 1 2 

NO ANSWER 1 12, 232 15 

TOTAL 2 91 53 64 100
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TABLE B. 388 
ACCOMMODATION STANDARDS 

OOD/CANTEEN 
GOOD/EXCEL..2
 
FAIR 2 

POOR 
 6 


TOTAL _ _ 2 9
9 


TOILET/SANITARY FACILITIES 
GOOD/YCEL. __3__FAIR 1 


POOR 1 6 

TOTAL 2 , 9 


VEDDINGS LANKETS 
GOOD/FXCEL 2 

FAIR l_1 

NO ANSWELt , __POO_ 1 6 


TOTAL 2 9 


LEISURE FACILITIES 

GOOD[XCEL. 2 

FAIR POO 2 4~3 

NO A-2E-fO-A 2 --

TOTAL 

VENTILATION 
GOOD/EXCEL. 2 

FAIR 2 -0 


POR8 

UNACCEPTABLE 2 1 

TOTAL 

CREWS COURTESYASSISTANCE 

FAIR 2 

POOR 1 


TOTAL 2953 


POOR2 _ 36_DRINKING FOUNTAINS ETC. 

POOR 1 


Iff TO-TAL 2 9 


SPACE TO MOVE AROUND 
GOODJEXCEL. 2 

FAIR 
 2 2 

POOR. 
 -3 

UNACCEPTAB3LE 
 1

NO ANSWER 1 


TOTAL 2 9 


34 38 59,
 

19 25, -- 9
 
553 64 1
 

:.30314
 

23 30 47
 
-53 -64 loo
 

2 3
 
22. ----
27 3 53
4 4 6
 

53 64 100
 

2 3
 
6 42 66
-14 . ... 22..... 
6 6 9
 

53, 6 100
 

- -2 3

34 53
 

8--i-3 

I_-----2 
53
 

9
 
2 3
 

6 1---')0 

2 25 393
 

2 4R 

-53 / 

2 3
 
30 34 5,
 

3292
 
I 2
 

1 2 3
 
53 64, 1001
 



TABLE B.389'
 
BAGGAGE CARRIED BY PASSENGERS
 

BAGS 

1-2 1 9 37 47 38
3-4 
 I _ _ 71 7L 6 

BOXES 
1-2 1 4 5 4 
3-411 

CANS 
1-2 1 1 1 

TOTAL 
1-2 Ba2gages 2 9 42 53 42 
3.4 Baggages 1 7 6 

NO ANSWER 2 9 53 64 51 
TOTAL 4 19 102 125 100 

TABLE B.390
 
WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID
 

:::::::::::::::::::: ::{O : .....
: : i ......
:::::
 

WEIGHT 
I -10 kgs. 2 6 26 34 53 
11 - 20ks, _ 3 8 11 17
 
35 - 52 kgs. 5 5 8
 
No answer 
 _ 14 14 22 

Total 91 53 64 100 
EXTRA CHARGES PAID 

No nnswer 2 9 53 64 100 
Total 2 9 53 61 100 

TABLE B.391
 
ADE,1QUATE BAGGAGE STORAGE
 

::+.::..:::
: :.s 
 :::..::.f::
:::: ::..'.......
 
YES 1 3 24 28 44 

NO 
 1 6 29 36 56
 
TOTAL 2 9 53 64 100
 

TABLE B. 392
 
IS BAGGAGE STORAGE SECURED
 

~om-: 
* FllTSECND:T~~3 

YES 1 1 22 24 38 
NO 1 8 30 39 61
 

NO ANSWVER '_'_ 1 1 2

TOTAL 2 9 53 64 100
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TABLE B. 393
 
CHANGE OF SERVICES OVER TIE PAST TWO YEARS
 

YES 3 7 10 16 
NO 2 S 42 49 77 

NOA sw.ANSWR - . 4 8 
TOTAL 2 - 93 64 100 

TABLE B. 394 
CONGESTED TRAVEL DURING PEAK SEASON 

BEEN A SERIOUS PROBLEM 

..... .l .. . .... . ... ... . . ... :.. . .. . ..... .. ... ....... 

YES 2 6 45 53 83 
NO 3 8 11 17 

TOTAL 2 9 53 64 100 

TABLE B. 395 
PASSENGER SUGGESTIONS 

Maintain cleanliness 2 2 4 6 
Improve the facilities 3 20 23 36 
Provide security 2 2 4 6 
More space for passengecs 3 3 5 
Discount for student 1 1 2 
No answer 2 2 25 . 9 . 1. 

Total 2 9 53 64 100 
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ILOILO - MANILA ROUTE (A)
 

TABLE B.396 
PURPOSE OF TRAVEL 

BUSInESSSTUDENT 

VCTOfOLDY1VACATIONHOLIDAo10.. 

A)JSWEP 
TOTAL 

~~~~~~~......c s..o : 

CASCASCA~ OA fCLASSLASS CLA~s=UA:.L... 
1 2 3 6 38 5.. . . . . .. .. . . . 

1 ____ ___ 32 438 6 15.... 2-- 2--- 1-3.. . - 1 

[L 1 1 
.... 4i _ I _ 6 __----_- .. . 

........i...........I.....i... :.,..... 

OTAL LSS: .CLASS: TOAL, :SHAM.: 
r, 16 6 2 3 1144 

3 10 __ __ _ __ 4_____21 6 6 2 19 27 572 dr 1 -3 4 9 

r1 A_2 
_-'_3 100 13 4 30 . ,,,,10 

co 

_ ___ _ _ __ 

2-5tirmea yeNomww 

Total 

_ _ _ _ 

TABLE B.397 
FREQUENCY OF TAKING THIS PARTICULAR VOYAGE 

_. _ . ....... S....... -N S-A-------
S1O D pllR.y :: .. . h iS.B R....... ........~ ..........'A. . ....CL S....;-s.....~~"S s........:,. ....r , .....x -............ 

2e1 2 13 

3 3 6 38 11 31 5 6 38 10 10 X- o1 

1 4 11 16 10 12 19 3/ 100 3 

T 
............h1R ) ' 

&....CL AS TL . A......s .::.a''r r : 

121 2j 4 

3 4 7 15
15 26 55 

._ 4- 10-0 

TABLE B.398 
SERVICES ADEQUATE FOR DEMAND 

NO 
-NOTAN 

_ _ _. 

1 _ RELABILITY OFASSER~QCE 

1. 1 ..... ........... 
. 2 

4 25 6 1 ~AE~E~-~~~CSSTT~S 
.. .. . . 
32 306 131 
7 23 7--- 4_'_--_ "23 

2 

TABLE B.399 

RELIABILiTYOF SERIVICE 

....... C.. S s 

..-

... l .O.......C....... .......SS TOTAL S ARI C LA S 

-P 

~ 
TOAL 

C A S T T L S A 

NOA jN-

TOTAL 
_ _ 

1f 
_4 

41 
-- -

11 
- -7-

16 75 

1__ 

_ _ 

12. 
_ 

19 31 100 

_ 

-6 

13 
----------

4N 

16 

0 

1 

47001 
_ 

2 



- - - - - -

TABLE B.400 
GOOD SPACE RESERVATION 

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

NO-",TOANSW...... . ....--- i __ "
 
A 1 4 11 16 11 4 3 41 

TABLE B.401 
GOOD BAGGAGE ACCOMMODATIONSECURIY 

..-. 
 ..... 
-.-... 

,IS 
 6 10 631 15 22NO---1 71 7 4 21 32 686 
 2 2 7 3 3 6NOANSW. 1 4 5 31 5 2 7 3 626TTAL1 
 11 - 16 100 1 9 31 1 3 0 4 100 

TABLE B.402 
ADEQUATE CONCERN FOR SAFETY 

YES__ 4 1 69 6 15 21 68 6 4 22 32 68 
NANSWER T 1 4 5 31 6 2 8 26 7 6 13 28TOTAL 1! 41___ ____ __ Cj16 1 00o 121 19 311 1 0 3 -41 30 -47 1 -100 

TABLE B.403 
ORGANIZED BOARDING PROCEDURE 

M CESOFN OS: MIV STA. ANA . ................
 
FINS_______CLASS SS TO~ : CO..ThIR..CLA5S ~ClTALS:'*" & CLA...::C .. . *kSs .SST AL't .L.:' "-.-- CLYES.. -,.- . ..--.......
316..
No -1----it ]-. --- -.. 1 2o0 65 5 3 21 29. - - ---- -- - - 62- - - - - - . 

' ANSWER 1 4 4 6 103 12 11 3 2 8 1 7 16 3TOTA -- 4 1 I1 16 10 2 1 31 -00 i3 4 30 7 10 
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TA.BLE B.404 
ACCOMMODATION STANDARDS 

.N7Mr CESS O OSR NEG MVSTA.4A 

T...RST 

-N. .. 

--.-.--2% • 
 SEC O-" .ST 
 t . .
 '
::CLASS TOTAL SHAR- CLASS CLASS 
:CLASS:::CLASS::SHAPr CLASSTOTA :"TTAL "A 'A ' 

55ODMECEL 
4 25 2 2 6i I 2 4 13l 

-Ar 6 3 12 20 6, __- _ 1 17 26 !5 
-. . .. . ... 1 12NO ANSWEd 1 4 645 31 5 9 29TO1 11 -

1 8 14 3016 1cO 12 1 31 100 134TOUT/SAN'TAY rAcIUTIEzS 30 47 ItO 

GOODNEX'TB2 
PO R5 4 2 11 ~ 4 2520 1 1 1 16-96 4 776 9 - 21 29- - - 62 

1 6. 
TOTALNOA NS 11 16 - 6t01.. . .. 3 12 19 31 C, 1311 - - -CzLEDDINGS BLA.ri S 6 2 6 1 

duooDMcKE 
5 31 1--A--TACEFABLE- 1 1 _6 1 2 9 12 2664-------NO ANSWIER --- 31 1 4 6 38 -D 12 22---- 716 2 

1 1 +21 I 2 1 51 9 17 

ISUkE FAC r.,f 8 -11 16 - 12 19 31 100 13 4 30 47 100&0-iy LDDI 
-2 'T1 l 3 --5 31 3 _-

3 2 6 9 1 

: _ r 6__ H 1 31. .2 1, 3 4-- - W 4--- 8 - - - o-4 
fL 6 IT 1 1Y 1 13 4 30 47 I 

113AIR 2647_ 3POO.R 1 13 15 6 38 3 1 4 21 234 _25 1 5 634 _68 21NO (sWEu L 8 13I F_2 6 1 F 8 2 43__81 3-- 171 2524 !31 2 2 4 1- _3 1 5 :9 19 

O TAL 1 4 11 16 IC 12 19 3 1 10" 14FA0IR 4 10 .. ... . .... . . 4 13 1 2$g 1 
-
 _ 
 1 5 6 38 a 13 T1 I6 --& 1 18 -- 27 .!7 

o C t~~I T.. 1 4 L-----
6 --------------- 2----- 3 ------------- 2- 2li5e 1Y 9 -i 10 -- 4. 3D 47 IDD 

ADRINKING FOUAIS ETC.GOOD'EX RL 2 4  6 38 i1 2 3' 10 1 21 6-- 9 -- 19-
FAIR 


1 3 4 25 6 11 17 55 6 
 14 21 45
 
OANsWE- TOTAL 2OOR 11 1 341 1 ____4f ID2 4 -1-It___1114 - 165 19 1-64 3 317 23 1-- 4SPACE TO MOVE AROUND. ---- --.. .. 

-J- Z -3 T -1~------------------------------------------------ 11Z -4-, - - .-17
\;j- ..-- ,. --. . -A - --- --- ----- -- -13--I6 - -- -'1 - 1--I . --. 3 4

1i 2_ ~- :: 13-
I 

http:MVSTA.4A


BAGGAGE CARRIED BY PASSENGERS
 

V m 
.......
 

1-2 
_ __ 

9 2S-Above 1 

1 
-- 314 65 

BAGS 0 9. 17 70 1i2s 351 -2 
5 

3-4 1 4 71 37 16&ACKS 12 71 

1-2 
1 1 1 1TOTAL 

1.4 131 161 2 1 2 13 

-Aov Lagp3 L6 3NO ~ __ _ _iR- 3 1'S _ _ __ _if 20 3_ ___TOTAL j 1 ____ 33 31it 191 12 1 380 2 63 l0 100 

TABLE 1.406
 
WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID
 

-1ktI1 
 C 9 29 1 8 __19 

11-20 klos_ 1 121-35 kilos 6 4 3 7 23 4 - 1I 3 8 175
 
40-100 pounds 2 2 13

Nonns.e 2 23 9 13 81 4 51 9 .__29 " 5 _" 3 14 22 47Above 50 kilo_ 

1 1 3 1 1 2TOTAL _ 4 it 6 100 12 19 " 31 1+0 131 4EX RA CHARGES PAID _. 
1__ 

301 471 10_--_- ....
None 1 1 4i 13 1P75-19.00orter 5-1-- I . 1 6 2 7 - -2 1 5 8 17No answ,- 1 2 11 148 10 20 6_ n 2_3 
 72TOTAL 4 11 16 1 2i0 3 - 1 4 - --47v100 

TABLE B.407
 
ADEQUATE BAGGAGE STORAGE
 

::::::::::::::::: ::::::::::::::::::::::::.:......:: ::
: : : : : : : ...........
 : O''' .. " """.... ..
 
SEC~ri) ThID~RSTTh3RD% 1R1ST SECOND 'h21 

• LA S -. . :.. CLASS T ,L.SH :.|CLASS .C SS TOTAL SHARE CLASS -CLASS CLASS: :.TOTAL SHAREY 
 _ - .qI 3 9_13 _ 22 _71 9,_ . 
-' 

_ _ 

j2_ _ 2 13 
60 

NO NO 
_SW_ _ 3 _ .0 W1 ... . .5_ 1 3 4 - - _-- --_ ----- -- 3 - . - .5 "19 3 .... . 7 14 YO

TOTAL 1__1 - 9 31 1o0 13 4 ___ __4_ 100
16_00 u 



TABLE B.408 
IS BAGGAGE STORAGE SEC URED 

NO LTCCLs 
3 6 38 9 12 

____ 

21__ 68 3 __ 15 2 
NO ANSW 

TOTAL 2_3 53 TABLES
4 

B.409SHRE11 

YES321_ TABLE B.400 
_5 

...... EEGROE. :STANPARL 

NO 2! 5 6 35 10 

100 31_ 100 13 7 

ND~ii :::.... ........:. 
TABLE B.410 

CONGESTED TRAIVEL DURING PEAK SE.ASO)N 
"TO TA L BEEN A SERIOUS PROBLEM "6-

_ _3_ 
6 

2_ 
- - -

PASSENGER SUGGESTONS 

-~ 

NO 

- I 

1 6129653 -31 
4_ _ 3 

-

PASSNGE SUGGEMno 

_ 

14 

_ 

15"6 
5_ 

3 

10 

___ 13 

1-

_ 

24 

10 

_ 

21 

To1----  - -- -  -- - - -- -- -- - --- -- - - - -- - - - -- - - - - -- - - - -- - - - - -- - - -
.....]sw___ 
-- - - - - -- - - - -- - - - - --

1 
- - - -- - - - - -- - - - --

1 
- - - -



------

------------------

Lu.,IJ - IVL)iANLLA ROUTE (B) 

TA3BLE B. 412 

PURPOSE OF TRAVEL 

s T q x M '= -:-p t b. 
 ... . . . ".:- --.:
2_- - 2 
. .. 

.. . . .. 7' .. . 1D1..
• . 2 ... .o_ . .. . ... ._----3__ _- 3 - - ". _ __ . .. ..~ -i - . .
 

Sl edc _3.--
2 2 6 8--- . . 1 . 6 2 . ...
... ... 1-2 59. 7 2 - -.. . . - .. 66 .1 

_ --. --- ---___ 2 
w O O-- I __ 2. _ _ 2 3 - - 7 - 3 5. 

1 1 12___ 2T__'_ _ _ _3-- - - 1. i i1 4 
-
2' 

-_ 
V 3 

_ _ - 4 2Vactiu&-_Ue-6 9 1 5 5 7766 1 3 31 1 _ 1 1 1 __4  2 6- 4 - 2-

6- A33LE B. 41431-6 a3 esfim 6~w 1327 2 36 32 644 1 11E 72 51 -FREQUENCY OF TAKING THIS PARIMq.AR52 7 VOYAGE2 10 12423 3 14 25914onsw .... .. 
6 7 9 - Z4 6 2 5 241 99~ .. .1.:..:... IN !6 : ....8 a 1 9 2 ....:...=
-06 8 3 ==================1438 

.. .. 
 .
 
:-...- ST' 

:CLAS1400 -TOTjAL ff,..... :&Y T.ABLE B. 414TurAtm t cwiAt1 CLA& M~ .S i NA~ ±~ Z~ ~~ 
Sdi usf CLEANLLNE.S OF YOUR SE.ATINGISLEEPIN'G AREAa _ =2 [ = 2511 517 ATRTHE START OF THE VOYAGE641 4 2 7 
 0 7 9 
 4 3 14 2 1 8
 

l-- .*. ......... ' "''.. -:-, .......... .. ............ ... ... . . . .
. .. ,..... ... .m 

ATMWTHESSCART OF VOAG H 
......
 67. ~ ~ LAS tAA~ :C ~I-TOTT. LL±2AR CLASS: iASLM'8Yf T~A.~ 1B_ _ 5_ _ _ 3 4 3 7 28 TABLE B. 415 TOAL. sn*, t :c.Ass CLASS38 7 5 CLSS___AR-COMIFOEr 2 1 4 1 k~j

73_232 9 7 LEVEL OF SEATING/SLEEPING AREA 5 S 4 4_3 51 15 48 62 7s 2 71 922 26 25 1- ii8I 87 
82 27 2 9 11 64 2 21 30_Jli 

L~TABLEToe2 4 5 T2 B. 4-54 - 74 100 1:5 57 72 100 10 67 77 10T3TI-O 25 211 268 100)
FO TLVE FSAt1'GSEPIGAE 

http:PARIMq.AR
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TABLE B. 416
 
CLEANLINESS AND MAINTENANCE OF TOILET


AND WASHING FACILITIES DURING THE VOYAGE
 
::::: *:::::::::: v.: " : ::'j;r ::'OP"" 

SIA** O. 

:c2~~~j01. .c~s:: :MAs cAa'-A.s Tot. :SmARE :CAZ mTOTAL.Satjis: CLAS:8. SHARE :CLASS:2cl 26 28 62 5 24 2 57 77 13 33 
CLASS OA ~R CA~.CA2.:Ls :OA43 60 52 60 7E- 28 24Urughd~~______17 136 lea 7017 38 14 1___iTotal 2 43 --------------------------------- __ _ __s. 

20 2 27 2:? 41) 2 1.45 100 5 _ 25 1 1 14 4 74 1 0- 7 72 100 10 67 
3 --- -- -L 7 -L 6 - 2187 C 325 21 2 8 10 

TABLE 
B. 41"} 

ADEQUACY OF ON-BOARD DRINING VATER AVAILABILITY 

S~~a~--------X 
.at.l. .2 

U------do 
.2 

No1 

0 
12 

2 
J2 

1 
71 
27 

_4--38 

4 
124 

2 
6 8 

X ... 
-3-3 

... 
t3 

1 

-- 74 

1 

:... 
6 

a 

45 5 
i::.%. 
_ 66 # 

3 

2 

s 

.. 

4 

-

13 

. 

22 

4 

: 

7 

Tial 

-

2 

_ _____ 7 

m~~ u,,*. 

3 45 10a 
3 

TABLE B. 418 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

1 1 

--. i : a 'r: :.:.:. 

._ 

331 6 Z 2 5 2 5 1 7. 4 7 0 1 5 7 1001 6 
5 

~~......... 

.... ... .4 

1 _ s
4 57 

19 
3221 

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

4612 17
21 26 10 

TA1BLE B. 419 
MEALS AND MEAL SERVICE ON BOARD 

R 7MEALA .:1AL .... ...
sttra . ..
 :ss. = . :*~L4±. OT± :HAE 7 LASST7 CLM. X.i. ... K, .:CZ*A-2, 
lkssfactcr14 2_ _ 62Toal243 14 31 Z2 245 10 257 __78510 13 7 7 0 10 ~2 T321 1267 7 O 2 25 1 6'0No mw~r 

_iT oais 
_ 

_ _1t al, - -
*18 - 1840 

_ _ 

9 I 15 _ _ 173 
-
2 

- -
12272 11 
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TABLE B. 420 
VESSEL OPENA3ASE FOR PASSENGERS 

TABLmE B. 421WAITING A.REA BEFORE BOARDING,
IN TERMS OF COMFORT AND CLEA4NLINESS 

Z,, 

ul 
TABLE B. 422 

BOARDING PROCESS 

TABLE B. 421 

BANAEM SECRIMFONTBAND THEANVIESSL 
-- :. .... """"". .I ~ ......... ~2~ 1Q~~A*. °t/ T Vx 

>TOT:a:>.:. 

No 
T30 

14 

310 

14 

-33 

455 

L 31 
63 

2~a12 

2 1 

2 

1 

291 

1 
4 

0 

2w 
37 

2 
45 

10 
4 

7i 

!9 

i 
1 0 

4 

20 
155b2 

4 

1 14 
3 

9 

19 
53 

71 

28 
10 77 

65 

2 -

3 4277 

-I 1
6 

1113 

1 

14151 

0 

Lo 

1 

242 

1 
8 

.3 1 

2 1 

1 

23_ 

48 

1 

19 

19 

6 

67 

ff 
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TABLE B.424 
ANY BAGGAGE LOSSES FOR THIS ROUTE 

PHL.?RIC~SMj~rA.AA MVDOJU~O 
.: -.. - - . . .fr ..... 

M~5L. 
..... . . 

JO~l3X .§ . .. 
... . .. .... . ..................-----------

....... 

YESL 
NOANSWER 

TOTAL 
1 

2 

42 
41 

4Y C 
4i 

4 
-96 
101) 

-

5 

- 25 
25 

-

44 

- 74 
74 

166 
100 

15 
15 

5 

52 
57 

5 

6 
72 

7 

§1 
1001 

10 
10 

66 
67] 

761 
771 

-

99 
100 

1 

3 
321 

5 
251 

7 

24 
211 

20 
268 10 

3 

9 

TABLE B. 425 
SHIPPING LINES RESERVATION SYSTEM IN 

REGARD TO CONVENIENCE & SECURITY OF BOOKIrNG 

ON 

Extcla1i 

Dlifficuft 

_ _43_45 

~IR8BII 

4 

....... 
TOTAL$R1AU 

Couva~--c--
4 -

100 -5 

.5 
AN .: 

,~~~17R~.l~.:~§ 
23 

298 10 

25 4 74 

**. 

31 

14 

100 

. M D~J1oWTUP J. 

7 

267172 

1--2-

_L_______6 

9 

3~L 

.i 
41 

3flN . 
::.~~RTKQ 

-- 17 

777 10 

.0*. 
T~~ 

2 9 

_-B___feL 
16 2 

32; 25~ 

44 

25 

211 -----

65 24 

--
2710o 

100 

Ex1t 

Diffi~l* 

___Tf.. 

. -

.5 

7 
2 2t5 

5 

7 
43 

16 

53 
112 

16 
45100 

1 

3 

1 
5 

10 

11 

2 

14 

19 
6 

s 
_ 

25 

33 
8 

_ 

34 

4 
1 

1 
-

4 

4 

6 

1 

35 
6 

9 
2 

54 5 

_ 

46 

1 

3 17-

16
10-

l10 

14 
2 

7
32-_E 

19 

U 
2 

-2 

1 

2 

411 

2 
151 

32: 
11110 

61 

14 
8 

41 

23 

5 
7 

15 

TABlE B. 426 
BUMPED AFTER HAVING RESERVATION WITH THIS 

SHIPPING LINE ON THIS ROUTE, DURING 1991,1992 & 1993 

Ao 

-YES---

TO 
sv 

A 
-

~45 
- , --

1 0 
- -6 -

5~i3 

.... 

241 

251 
--

441 
. 

i::I:: 

173 1. 

741 C 
. . 

15 
. 

CLASS:::::::A!,L...Si3Z CASSf 

5 49 10 

571 721 l o 1 . . . . . 

: 

E777 

7 7 .. 

100 

0 

.1 

2 

32 

ASI TOT 

111 268 m 
2 

100I 



7--......3 
... ....... 

S 

TABLE B. 427
MA.NAGE[ENT ATTITUDE OF SERVICE QUALITY 

b .2111.il 
::.. "3, ~ ~ i........... 

ManaubmI or sevice4 
'7 7 16 

2 28 30 67 
Elasaisfictory ' 7 162Noaswcr 

Ttl2 4 45 00 
Land Based StaM Attftmde t. Passag. & Emda"-y 

8~cr 1s 
2 22 24 53 __ __ 

1zssc 4 4 -9
4W

Vessel Cr;w Alttde to Pazusga, Ati-t &d 1Mjfda.i2
Ecclent _1 7 16 

Sa~j~y2 25 27 60 

m amswftry 4 4 16 
No~vr43 

4:fToa------------- -- -T6 -

4 
1 

5 

2 
3 

5 

12 
11 

2 

10 
_ 12 

2--

1 
2Sta 

13 

10 

1 

9 

-14 
26 
3
I 

44 

10 
-25 

4--

5 
4Z 

13 

19 

6 

4 

30 
38 

5 
I-11 

74 

22 
-40 

6-

6 
7 

31 

29 

7 

-41 
±1 
7-2 

IC;U 

30 
-4 

8--

8 
160 

42 

39 

9 

- 8 
4 

1 

15 

1 
7-
2 

5 
15 

3 

4 

26 

11 
40 

4 
2 

7 

7 
-35 

14 

1 
577 

6 

47 

19 
44 

6 
3 

'72 

8 
-42 
16' 

6 
'a 

9 

51 

6 

26 
61 

8
4 

10' 

11 
58 
22 
8 

1&0~10 

13 

71 

8 

4 
5 

1 

10 

4 
5 

1 
10 

4 

5 

1 

-

24 
38 
2
3 

677 

16 
41 
3 
7 

15 

42 

S 

77 

23 
43 

22
4 

7 

20 
46 

34 
_8 

19 

47 

5 

0 

3 
56 

26 
60 

10 
10 

25 

61 

_ 

_ 

16 
1 

32 

7 
17 
2 
6. 

32 

12 

11 

2 

12 
1 
2 

5 

10 
12 

-2 
1 

2 

13 

10 

1 

:56 
12 

6 

21 

41 
1.M 

3 
17 
1 

41 

133 

221 

84 
15 
2 

28 

58 
152 

4 
24 
6 

66 

154 

5 

31 
58 
7
3 

100 

22 
5 
1 
9 

0 

---25 

_7 

TABIX B. 42M 

RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED 

......--

AdJ:x'acloS kedzle~eabi . . 

-1" 

VerySpeor 

o at t 

4149(]5 

4 

6 

1 



TABLE B. 429 
CHANGE OF SERVICES OVER THE PAST TWO YEARS
 

*:y cT A AN -.... ... .. . .. ... .. ..... 
 .... .....
....
 

T W .l.. 
-LS.......
No,=.,= Tota 

20c 'n ~A .. 
--of___c 2 ___ 3 15 8 460 L461 - -5t' l1 80 ____ ___L____ 53 315~11 3 71 6 __61 _ _ _t_____ L ___ 111 15' 1 52,

No__ 1 6 7 1Total 2 431 1 8 1 2 11 __ 9455 3 1-3 __ 1- 741 100 15 57 72 in0, 6 7 9 2101 671 7 100 32, 27 3- "25 211 __26 100 

00 

C



ILOILO - BACOLOD ROUTE
 

TABLE B. 430
 
PURPOSE OF TLVEL
 

.. .. '.... . .. . '..... .
Maketing 2
Medical 6goo& 2 1 52 42i 2
 

FWily 13fa 18 15 44 36
 
-ho ea l idarYrovhicial fiestas 9 23 33 22: 

o.ti FREQUENCYn-nde O TAKINGTHI PATIU AVOAGEmploya' m w 8 8 20 17Ine 1 2 2 

u erelte9Otertrv pr~¢ 52 14 1 32 263 10 -8 

Tol 50 28 121 100 

TABLE B. 431 

FREQUENCY 
OFTAKING THIS PARTICULAR VOYAGE 

*..*D N . .. ....... .... .... 

. o, y 6 3 4 13 77 
1-3 tiesayear. 
4-7 tirm aycar ' " 

9 
6i 

20 
4 

15 
6 

-
-

44 
16 

-§_6 
13 

No mswt 9 20 2: 31 26 

Total 43 50 281 121 100 
X_ _ ....S. ... S T T .. :~~ 

TABLE B. 432 
___ 13cla -CLEANLINESS OF YOUR SEATING/SLEEPING AREAI 9T *_ 

ATTU,START OF TIIE VOYAGE
 

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

Vt clem 5 1 3 19 16
 
Satisfactory 38 31 2 93 70 
Notclean 
 8 1 9 7 

Total 43 5(1 28 121 100 

TABLE B. 433
 
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA
 

Very comfortable 9 15 3 27 22 
Saifatry"33 -27 25 85 70 

Not corrilorble 
 1 . 8Total 43T 501 281 1219 10071 

129
 



TABLE B. 434
 
CLEANLINESS AND MAINTENANCE OF TOILET
 

AND WASHING FACILITIES DURING THE VOYAGE 

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


Satisfact ry 32 43 26 101 83 
Umati__ _actory 11 7 

2 20 17 
Total 43 50 28 121 1001 

TABLE B.435 

ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY 

Excel.nt 6 10 16 13 
Satieilct ry 26 28 25 79 65
 
Unsatsfactorv 11 12 3 26 21 

Total 43 50 28 121 100 

TABLE B.436
 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

X .~W UI. D~~.T........ .... 

Excellcrit I 11 1 22 18 
Satisfactory 30 32 8725 72 
,Unsatle'actory 3 7 2 12 10 

Total '13 50 28 121 100 

TABLE B.437
 
MEAlS AND MEAL SERVICE ON BOARD 

MEALS: 

satisfactory 35 38 26 99 82 
Unsatisfactory 8 12 21 22 18 

Total 431 50 281 121 100 

Satif acattoyl35 36I 24TT 95 79
Un-satisfactory 14 4 6 21

Total J43( 50 8[ 1] OC 

TABLE B.438 
VESSEL OPEN AREAS FOR PASSENGERS 

.'.".'.. ..... • .... . . . 
...............:
 

i51E5xcell 9 1 25 211 
Satigthctary 24 28 2.5 77 64 
Inadequate 1 12 1 14 12 
Unnccptablc 3 1 1 5 

Total 43 .50 28 121 100 

130 
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TABLE B. 439
 
WAITING AREA BEFORE BOARDING,
 

IN TERMS OF COMFORT AND CLEANLINESS
 

p p CL S0. S ....... 

Satisfactory 22 31 23 76 
Unati factoy 21 19 5 45 

Total 
 43 
 50 28 121 


TABLE B. 440 
BOARDING PROCESS 

satilfactory 38 37 27 102Usffact ry 5 11i1 

TOWa 
 43 50 28 121 

TABLE B. 441
BAGGAGE SECURITY ON BOARD THE VESSEL 

Fair 41 48 27 116
Poor 2 2 1 5 

Total 4- 50 28 1 


TABLE B. 442
 
ANY BAGGAGE LOSSES FOR THIS ROUE
 

YES 3 3 28 31 

NO ANSWER 40 47 87 
TOrAL 43 50 20 121 

TABLE B. 443
 
SHIPPING LINEL RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

..........
 

63 
37 

100
 

84 
-

0 

96, 
4 

0
 

28 

72 
1 

14 
64 
5 

17 
100
 

12 
60 
4 

25 
100 

Convenience of Bookin_
Excellent 
Satsfactory 
Difficult 

Noamwcr 


Total 

Secury of Boo 
Exccdlcant 
_Saifuaciy 

Difficult 

No nsiwer 

Total 

6 1! 17 
25 32 21 78 

3 3 6 
9 4 7 20 

43 50 28 121 

3 11 14 
20 31 21 72 

2 3 5 
18 5 7 30 
43 50 28 121 

131 



TABLE B. 444
 
BUMPED AYI'I'ER HAVING RESERVATION WITH THIS
 

SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993
 

NO ANSWER 
TOTAL 

43 
43 

49 
50 

28 
28 

120 
121 

99 
100 

TABLE B. 445 
RATING OF MANAGEMENT AND STAFF 

Management Attitude orService 
Excellent J 
Et sfactory 
Very poor 
No answer 

Total 

ually: 
10 9 1 20 17 
31 33 23 87 72 
2 7  9 7 

1 4 5 4 
43 50 28 121j 100

Land Based Staff Attitude to Passenger & EMdecn 
Satisfactory 
Very poor 

34 
5 

40 
7 

. 
27 101 

12 
83 
10 

No anwer _4___ 

Total 43 50 
Vessel Crew Attitude to Passenger Attitude &Emdflency:Excellent 6 6 

1 
28 

1 

8 
121 

13 

7 
100 

11 

Satisfactor 
Very poor 

31 
4 

34 
7 

22 87 
11 

72 
9 

No answer 
Total 

2 
43 

3 
50 

5 
28 

10 
121 

8 
100 

TABLE B. 446 
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED 

i..:!., ! ! ! !.n ::l.......... 

IT3O.S .Th1 .ECNO 

Sufficient andConvenient:__________ 
Excellent 
Generally good 

Faiipooo 

Noaawer 

Tot4l 
Adherence to Scheda/Rellab 

Ixccllcnt 
Gmemlly good 
Fair/poor 

No answer 
Total 

Service Speed
Sati.qf'hctory 

Slow 


No answcr 
Total 


11 9 1 21 17 
24 28 26 78 64 
3 12 15 12 
5 1 1 7 6 

43 50 2R 121 100 
: 

8 6 1 15 12 
28 

1 
18 
2 ... 

261 72 
24 

60 
20 

6 
43 

3 
50 

1 
28 

0 
121 

8 
100 

33 28 28 89 74 
16 19 16 

7 
43 

6 
50 28 

13 
121 

11 
100 
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TABLE B.447
 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

. IS OND &MJP . 

Serviceshave conic8d-ly improved 
 16 14 
 9 39 32
Sliht improvemeont v4cc13 18s13 
 29

Services have not chznged 3 26 6 35 29

Cannot estmate chnlge' 
 6 5 
 I __ 9
No answer I l 

Total 
 43 50 28 121 100
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ILOILO - PALAWAN ROUTE
 

TABLE B. 448 
PURPOSE OF TRAVEL, 

Marketing of goods 6, 6 .... .
 

Medical 
 1 
Farmily affairs
P~rovi ial-fi"~ 
 4 
 2 83Vacation6inn-Tudt)_ 
 2 26 28 38Employment chsr-ge - 1 10 - 11 .. -- -5Otherbueinese relet._ 2 7 n 12Othertravel purposes 1 91 10 -- 1----4
"Noanswer 11I
 

ATTotal 
 T VOYAG0 1TT 

TABLE B. 449 
FREQUENCY OF TAKING PARTICULAR VOYAGE 

1-2 times ayew- 3 39 42 53-6 times a year 2 17 19
2 6 8 

2Monl - -

No inwt 
 1 4 
 5 7
 
Tl4 66 
 74
 

TL& H.450

CLEANLINESS OF YOUR SEATING/SLEEPING AREA
 

AT TIlE START OF TIlEVOYAGE 

5 afsfct oy6 . .49 55Not clea . P 2 ": 7417 19 
 2I
 
Total - 8i 66 74 100 

TABLE B. 451
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA
 

Satifactoy 4 34 38 51 

ToAW 
 81 66 74 10 

1.34
 



TABLE B. 452CLEANLINESS AND MAINTENANCE OF TOILETAND WASHING FACILITIES DURING THE VOYAGE 

8 66 
 7A 

TABLE B. 453
 
ADEQUACY OF ON-BOARD DRINKING WATER AVAILABILITY 

Sau rl~y 4 3438 

Unaat_ _ __cto 32 .36 

.51
 
4 _ 4
 

TABLE B. 454
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD 

"Ina 


3 2
25
Ungatiiftd

y _ 2 38
 
16
 

Ucccpbl e 2283
 

To al 

88 66 74
 

TABLE B. 455 •
MEALS AND MEAL SERVICE ON BOARD 

_ _r t_ .. .........o
.


aUnshory 2 23 .25 4
U nstsfcct or 13 2 
 26
TABLE B. 455
VESSEL OPEN AREAS FOR PASSENGERS 

Total 8 2 3
66 74 
 10
 

T . 4M 



TABLE B. 457
 
WAITING AREA BEFORE BOARDING,
 

IN TERMS OF COMFORT AND CLEANLINESS
 
,,,,.. . ...... ... .. .....
 . i 1 r . . . .. .
 

Satisfactory 5 42 47 64
 
Unsatisfactory . 3 23 26 35
 
No an wer I 1 1
 

Total 
 8 66 74 100 

TABLE B. 458 

BOARDING PROCESS 

Satisfactory 61 58 64 86
 
Unsatisfactory 2 6 8 
 11 
No answer 2 2 3 

Total 81 661 74 100 

TABLE B. 459
 
BAGGAGE SECURITY ON BOARD THE VESSEL
 

Fxcellenr 24 24 32
 
Fair 8 35 43 58
 
Poor 
 6 6 8
 
No miswtr 1 1 
 11 

Total 8 661 74 100 

TABLE B. 460
 
ANY BAGGAGE LOSSES FOR THIS ROUTE
 

YES 1 1 1
 
NOANSWER 8 65 
 73 99

TOTAL 8 66 74 100 

TABLE B. 461
 
SHIPPING LINES RESERVATION SYSTEM IN
 

REGARD TO CONVENIENCE & SECURITY OF BOOKING
 

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

Convenience of BooklnR: 
Excetlmt 1 22 23 31 
Batisfactory_ 6 34 40 54
 
Difficudt 
 1 8 9 12
No anmer 2 2 3
 

Total _ 74
66 100 
Security of Booking._

Excenet 1 le 19 26 
Satisfbctory 4 38 42 57 
Dificult 1 3 74 5
 
No answer 
 2 7 9 12 

Total 66 74 10 

136 
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TABLE B. 462
 
BUMPED AFTER HAVING RESERVATION WITH THIS
 

SHIPPING LINE ON THIS ROUTE, DURING 1991, 1992 & 1993
 
-A... . .. .... ... 


.. • . . .. .. ..... . .. ,.
•... .. . .... . .... ... 


I
 . .~~~...
..... 
 .. .
 

NO ANSWER 8 65 73 99
TOTAL 8 66 4 100 

TABLE B. 463
 
RATING OF MANAGEMENT AND STAFF
 

Managemeint Aftitude of Se e u ity . .... . ..... . .....
 
Excdl. 2 14 16 22
Sasffactory 5 41 46 62 
Unoa lafactozy _ 1_ - 8 9) __ 12 
No mmwer 3, 3 4 

Total 8 66 "74Tand Ha+sed +tlff"Atnid to Passengr & Mfclenc.: 100 

Excellent 14 14 19 
satfactoy 6 43 49 66 

Urisaifidow 1 5 6 8 
No amwer 1 4 5 7 

Total 8 66 74 100 
Venl Crew Attitude to Parenger & Efiency: 

Excellmt 2 15 17 23 
ShtfiRfctory 5 42 47 64 
,,alisfactory 

No mwc 1 5 6 8f 8 66 -0..TuW 
-f74 

TABLE B. 464
 
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED
 

Sauflrz and Cozavezdit_____________ 
Excellent 3 9 12 16 
Generally good 3 4U 43 58 
Fair 2 8 01 14
Very poor 4_4 5 
No answer 815 5 7
 

Total 8_ 66 741 100 
Adherence to Schedule/Reabflity: 

Excellent 9 9 12
Gen]raly good 4 42 46 62 
Fair 
 3 6 9 12
Noanswer 1 9 10 14 

Total 8 66 74 100 
Service Speed 

Fast 1 4 5 7 
Salisfactory 3 41 17 61
Slow 4 10 14 19 
No answer 8 8 11 

Total 
 8 66 74 100 
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TABLE B. 465
 
CHANGE OF SERVICES OVER THE PAST TWO YEARS
 

Serv1ces have considerably Improv.'rie hvnt hngd2 4 2423 28534 38 
Canot estimat~e change 2 N, 16 22 

FNoanswer5 
- T----- 81 661-- 74 100l 

1.38
 



ILOILO - CAGAYAN DE ORO ROUTE.
 

TABLE B. 466 
PURPOSE OF TRAVEL 

h osineMedical 1uOt 3 42 82 - 4fataly afthl 1 13 13 -2i
SVacation pnon-irtudent) 3 -- " - --....- --- ....Employme n e 6 .11
Other business related ] 6 7 L 
Other travel purposes 2 2 4 

To8 53 1 

TABLE B. 467

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
 

1,-3 thnes a car" 3 25 28 53 

4-6 timl a yearMonthl 12 132 1 T4 8
Noau e 2 1 4. 7 -1 ' TOWa 81 TA L 1 ...46...8.4 3 1o 

TABLE B. 468
 
CLEANLINESS OF YOUR SEATING/SLEEPIN
 

AREA AT-E STATOFTHE VOYAGE
 

very clegn 1 7 8 15satisf tr 7 -  - 32 - 40 75Not Iclea 
5' 59 

TABUE B. 469
 
AIR-COMFORT LEVEL OF SEATING/SLEEPING AREA
 

Very comfortable . ... 7 . .. 7 . .. 13' s *f'*-kttoY 8 1 35 - - 4i g3Not comfortable122 
TOtW 4 31 o 

1,39 s 



TABLE B. 470
 
CLEANLINESS AND MAINTENANCE OF TOILET
 

AND WASHING FACILITIES DURING THE VOYAGE
 

1~I~ft . . . ......~~fI i .:. i .....i::.mrd :::::::::::::::::::!:ii!.........
i~i 


Satisfactory 5 -_" 21 26 49
Unsatisfactory 3 1 23 27 51 

Total 8 44 53[ 100 

TABLE B. 471
 
ADEQUACY 01' 
 ON-BOARD DRINKING WATER AVAILABILITY 

M.'V...... i #'ig. 6T......... (00iy Ve* 


Satisfactory _ _336 _62 1 26 


Unsatisfactory 
 2 16 18 34
No answef 2 2 4

Total 8 1 44 53 100 

TABLE B. 472
 
COMFORT AND CLEANLINESS OF EATING AREAS ON BOARD
 

:n~W 

Excellent 


* ~ ~~ ~ ~~ ~ I"~ :. ... ... . 
2 7 9 17

Satisfactory 5 1 28 34 64
Unsatisfactory 1 5 6 111No angwer 4 4 8

Total 8 1 44 53 100 

TABLE B. 473
 
MEALS AND MEAL SERVICE ON BOARD
 

MEALSI:Excellent 2 4 6 1l
 

Satisfactory 2 1 24 27 51
Unsatfiahctory 4 
 1 917 _ N an ver1111 
 21 
Totl  8 - 1 -44 -53 100 

RlEL -SERVICE: 
Satisfactory 41 27 32 60
Una-tisfacto 
 - 2 -4 - 6 11 

2
No anwer - 13 15
Total 1 _ 44_ 5i 10 

TABLE B. 474
 
rESSEL OPEN AREAS FOR PASSENGERS
 

... !:::ii::~i!:
s... . . . . . . ..* 

Excellent 2 4 6 1iSatisfactory 5 29 34 64
Inadequate I 1 9 11 21
No an mver __21_2 2 4 

Total 8 F 44 53 100 
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TABLE B. 475
 
WAITING AREA BEFORE BOARDING,
 

IN TERMS OF COMFORT AND CLEANLINESS
 

-C-!I:i!!~iAiSg, C 4 ( :v T.T L. 

37
_Unsaifactor - 3235 1 ] 1 13
ESaisfactoryNo awer -2I--

T o t a l8 1 44 5 


TABLE B. 476
 
BOARDING PROCESS
 

M/V.STA.:TQTJ, 

SatiafactoryUnsatiafactory 6 1 40 47
2 3 ------


No answer 


Total 
 8 1 
 44 3 


TABLE B. 477
 
BAGGAGE SECURITY ON BOARD THE VESSEL
 

_______________X'_ ~ 4VPf : TOTAL:Fair I 36 44 

Poor 
 - 5 6
No mswcr _3 - __ 3 


ToW 
 88 
 441 53 


TABLE B. 478
 
ANY BAGGAGE LOSSES FOR THIS ROUTE
 

YBS .FIR~~~T HR I____1 1 


NO ANSWER 8 1 43 52 

HIAL 1 44 
 53 


TABLE IL 479
 
SHIPPING LINES RESERVATION SYSTEN IN


REGARD TO CONVENIENCE &SECURITY OF BOOKING
 

Convenience of Bookinj: 
4 1 

___ 

26
Satisfactory 31 

Difficult 2 
 7 9 

No arwc" 2 
 11 13 


.. Total, 8 1 44 .13 


Secuuity of Booking: 
sfuctory 5 1 25 31 


Difficult i1No answver 3. - 11 14 

Total,, 
 4
 

1.41 

)!::.. !AR,:: 

70
 
29
 

0
 

U-:OnyVss~keyd 

89
93
 
2
 

1001
 

83
 
11
 
6
 

100
 

2
2E4~t 

98
 
lOU 

58
 
17
 
25
 

ion{' 

58
 

2
 



TABLE B. 480
 
BUMPED AFTER HAVING RESERVATION WITH THIS
 

SHIPPING LINE ON THIS ROUTE, DURING 1991,1992 & 1993
 

.1.......
 
___ S __l_ 12 

NO ANSWER 8 1 43 52 98 
TOTAL 8 1 44 53 100 

TABLE B. 481
 
RATING OF MANAGEMENT AND STAFF
 

I: M/V.T&,AN4(V" rvw ye4 

FIRST gC. .........
 

Mansiement Attitude of Service Oualty:

Satisfactory 
 4 1 38 43 81 
Unsatisfactory 3 2 5 9 
No angwer _ 4 5 9Total _ _ 1 44 53 100Land Based Staff Attitude to Passenger & Emclency: 

Satisfactory 5 31 36 68 
Unsatisfactory 3 1 10 14 26 
No answer 3 3 -.- 6 

Total 
 44 E 53 00 
Vessel Crew Attltude to PassengerAtitude & Efmldency:
 

Satisfactory 6 
 37 43 81 
Unsatisfactory 2 1 4 7 13 
No answ cr ... _3_3 6 

Total 8 I 53 100 

TABLE B. 482
 
RATING OF SERVICE SCHEDULE, ADHERENCE AND SPEED
 

~~ MN:TA. ~ 04 V I 

Sufldent and Convenient: 
Excellent 2 13 15 28 
Gcmcrally good 2 20 221 42 
Fmir 3 2 5
 
No answer 
 I 1 9 11 21 

Total 8 1 44 53 100 
Adherence to Schedle/Reliablity: 

Exccllcnt 2 11. 13 25 
Gfener lTy gndar 4 22 21 49 
Fair 4 4 8 
No answc' 2 1 7 10 19 

TOal 8 1 44 531 10
 
Service Speed

Fast 2 19 21 40 
Satisfactory 3 17 20 38 
Slow 24 
 6 11
 
Nonawer I I 4 6 11 

Total 8I 44 53 10 
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TABLE B. 4S3CHANGE OF SERVICES OVER THE PAST TWO YEARS 

t m e a 1-
Toti 

1-----2-,. .---- ---31

4-4553 100
 



AKLAN - MANILA ROUTE
 

TABLE B. 484
 
PURPOSE OF TRAVEL
 

.1~f~hk iv. .......
 

EMPLOYEE 
 1 11 3
BUSINESS 1 2 3 9 
VACATION I 1 1 3 9 
-STUDENT 
 4 4 12 
HOLIDAY _1 1 3 
OTHERS 
 1 2 10 13 39 
,NOANSWER 7 1 8 24 

TOTAL 2 11 30 33 100 

TABLE B. 485

FREQUENCY OF TAKING THIS PARTICULAR VOYAGE
 

1-2 niesayear 1 73 11 333-5times ayear 421 6 7 14 
No Angwer 2 6 8 24 

Total 2 11 20 33 100 

TABLE B. 486 
SERVICES ADEQUATE FOR DEMAND 

YES 1 9 19 29 89NONO ANSWE. 1 _1 
2 26 62 

TOTAL2 II 20 33 100 

TABLE B. 487 
RELIABILITY AND ON TIME 

LASS ::.C~. :TTJ HE
YES 1 10 18 29 88 

NOANSWER 1 1 2 4 12TOTAL 2 1 20 331 100 

144
 



TABLE B. 488
 
GOOD SPACE RESERVATION
 

llcmSTSECOND::>TUIMe.......
 

YES 1 8 19 28 85 
NO 

NO ANSWER 1 
3 

1 
3 
2 

9 
6 

TOTAL 2 Ii 0 33 100 

TABLE B. 489 
GOOD BAGGAGE ACCOMMODATION/SECURITY 

YES 7 7 14 42 
NO 1 4 12 17 52 

SNOANSWER 1 1 2 6 
TOTAL 2 11 20 3 100 

TABI- & 490 
ADEQUATE CONCERN FOR SAFETY 

YES 1 11 19 31 94 
NOANSWER 1 I 2 6 

TOTAL 2, 1 20 33 100 

TABLE B. 491 
ORGANIZED BARDTNG PROCEDURE 

_ _ _ _ _ . ~ _ _ _ __ __ _ __ _ _ _ _ _ ~. . . .. .. 
" T'T'T ' T''T . . . . . ." ." '
IT ... " .,. .. . .. .
. T "' t.. . ..=
 

YES 1 1I 19 31 94 
NO ANSWER 1 1 2 6 

TOTAL 2 11 20 33 100 

I ,
 



TABLE B.492 
ACCOMMODATION STANDARDS 

IFOOD/CANTEEN 

FAIR 1 4 
NO ANSWER 7 

TOTAL 2 11 

TOILET/SANITARY FACILITIES 
~FAIR _ __1 3 
POO0R ___3 

NO ANSWER 1 5 
___1 

TOTAL 2 11 

FAIR 
BEDDINGS/BLANKETS 

___J1 3____
POOR 4_ 

NO ANWR4 
TOTAL 2 11 


LEISURE FACTLITTES 
FAIR __17 

- OR10 
NO ANSWER 1 4 

TOAL2 11 

VENTILATION 

FAIR 1 7 
POOR 
NO ANSWER 

TOTAL 21 II, 


CREWS COURTESY/ASSISTANCE
GOOD/EXCEL. J 1 ____5 
FAIR __ 1 

NO ANSWER 1 4 
TOTAL 2] 111

POOR ___Jj__ 
DRINKING FOUNTAINS ETC. 

GOOD/EXCEL.- 1 ____ 

FAIR 1 4 
POOR 11 
NO ANSWER 1 5 

TOTAL 21 11 

SPACE TO MOVE AROUND 
GOOD/EXCEL. 1 
FAIR 1 5 -16 
POOR __ ____11 

NO ANSWE 1 4 
TOTAL 211 
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_________ 

TABLE B. 493 
BAGGAGE CARRIED BY PASSENGERS 

BAGS . .. 

1 21S 
3-4 81 

BOXES 

SACKS
1-2 11 

TOTAL 

3-4 Baggage 12 
NO ANSWER 8 

TOTAL 4 33 

TABLE B. 494 

.......... 

141 50 
13 21 75 

I4 

16 28 35 
15 25 31 
44 81 0-

WEIGHT OF BAGGAGE AND EXTRA CHARGES PAID 

WEIGHT -:- __' :_: 
1-5 kiloa 2 
16-30 ilos 

31-45 kilos 
Above 46 kilos 
No aswer 1 

Total 2 
EXTRA CHARCES PAID 
Porter Charge 

P20.00-P50.0o 
P60.0o-PiOO0O 

P150.00 Above 
None 
No answer 

Total 

1 

1 
2 

4 
2 

2 

3 
11 

9 
1 

3 
3 

4 

20 

15 
3 

5 
3-
7 

33 

45 
9 

15 
9 

21 
100 

2 
3 

2 

3 
1 

20 

5 

4 
61 

.4 

. 

24 
7 21 
3 9 
7 21 
8 24 

3........100 

TABLE B. 495 

ADEQUATE BAGGAGE STORAGE 

~i. (i~i............i.... i
.:~i:~~/:~d3~p*(0 . .. . .. .'~u1 Sryrd).......
 

~:~~ji :::~U,::Tom 

YES 7 6 13 39 
NO 2 4 13 19 58 

NO ANSWER 1 1 -- -3 
TOTAL 21 11 20 33, 100 
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TABLE B. 496 
IS BAGGAGE STORAGE SECURED 

......... ..
'" .. '" ......... ............. .....
 

YES 15 24 73 
OANWR2TOTAL 21 2 5 -9 27111 20 33 1001 

TABLE ii. 497 
CHANGE OF SERVICES OVER THE PAST TWO YEARS 

______YES _____I 3 4 8 24NO 1 7 14 22 67 
NO ANSWFR 1 2 3 9 

TOTAL -2 11 20. 33 100,?. , , •. . ........
.. ; . ... 
 . ....
. . .... ...... .. . . . . . . .
 

-..............
!: : ::: : : :.::..:. .. 
TABLE B. 498 

YESCONGESTED TRAVMEL DURING3 PEAK SEAS4 ON 2 
No I 7 14 29 67 

NO ANSWR 9 

TOTAL 2 11 20 33 100 

TABLE B. 499 
PASSENGER SUGGESTIONS 

NO ANSWERen I 9 11 33Noanwe I 13 3 95 

The xrimugenlient shoul~d havesystematic boarding 2tem 1116 2 389 

TotaL 1 20 33 I4 
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