3.1.3 Phasing Plan for Cargo Handling Equipment
{1) Container Handling Equipment

The requircd container cargo handling equipment is calcufated by the following
formula; '

{Number of transfer crane-Rubber tired gantry type)=2 XGnt1 XBn

{Number of tractors)=5 X Gn+{Number of tractors for CFS)
{Number of tractors for CFS)=2 X Bn

{Number of chassisy=2 X (Number of tractors)+{Number of chassis for CFS)
{(Number of chassis for CFS)=2 X (Number of bays in CFS)

(Number of reachstackers)y=1 X Bn
{Number of Forklifts for container maintenance: 5 tons)=1 XBn
(Number of forklifts for CFS: 2 tons)=1 X (Number of bays in CFS)

where, Gi: Number of gantry cranes

Bn: Number of container berths

The results of the calculation are shown in Table 3.1.3-1. The resuilts include sufficient

Spare units.

Table 3.1.3-1 Phasing Plan for Required Container Handling Equipment

(units)
Item Cumulative Number of Required Containes Ifandling Equipment |
Phase 1 Phase2 Phase 3

Number of Berths 1 2 3
Gantry Cranes 2 4 6
Transfer Cranes 3 10 15 L
Tractors 12 24 36
Chassis 36 72 i08
Reachstackers 1 N 2 3
Forklifis(51) 1 2 3 ]
Forklifts(2¢) 6 12 8
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{2) Non-container Cargo Handling Equipment

It is necessary to ensure the cargo handling productivily meationed in - Table 3.1.2-4
Required number of berth for forcign trade in 2005, 2010, 2015 and 2020.

The best methods to increase the loading/unloading efticiency are as follows;

(D To introduce the pallet handling system in the stevedoring
@ To utilize the forklift at the quay side and in transit sheds

The required number of pallets, trucks and forklifts are calculated by the number of
gangs and these are the same during 2005 to 2020. The results are shown in Table 3.1.3-2.

Table 3.1.3-2  Required Non-container Handling Equipment (2005-2020)

Equipment Capacity Type of Cargo Quantity (umt)
Pallet _|Bag 27
trucks 10 ton Heavy Equipment 9

Consfruction Material
Break Bulk
Others
Forklifi 10 ton Heavy Equipment 3

Construction Material

5ton Construction Matenal 5
Others

3 ton Break Bulk 14
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3.2 Short Term Development Plan
3.2.1 Policy for the Short Term Plan ard Urgent Development Plan

{1) Policy for the Short Term Plan

According to the Phasing of the Long Term Plan, the new container tesminal
construction will be conducted in three phases in line with the container traflic demand up to
2020. Meanwhile, the capacity of existing port facilities (berths, transit sheds, warehouses) at
NSD and Boton areas is adequate to handle the non-container cargo demand up to 2020.

Concerning the new container terminal, since the time period between the completion
of Phase 1 and the commencement of Phase 2 is only two years, the short term plan should be
one package consisting of Phase 1 and 2.

Policies for the Short Term Pian are defined as follows:

(D The new container terminal construction {including reclamation) with berth length
of 560 m wilt be completed by 2007 ircluding Phase 1 and 2 development plan.
And Phase 1 development will be completed in 2005.

@ The Short Term Plan will include not only the new container terminal construction,
but also installation of new navigational aids and the rehabititation work of the
NSD wharves and other port related facilities in order to reinforce the deteriorated
structural members of framework.

@ The Short Term Plan will also include the procurement of non-container ¢argo
handling equipment (pallet, trucks, forklift).

(2) Urgent Development Plan

Tt is recommended that the SBMA installs at least one second-hand gantry crane at the
existing berth (Sattler Pier) through 2000 to 2005 in order to accornmodate non-self sustaining
container ships (full-container ships without ship’s gear), to encourage shipping companies (o
expand the frequency of container ships calling at SBF, and to atlract or generaie new
container customers (consignces and consignors) in SBF until the new container terminal will
be operated. This countermeasure is defined as the urgent development plan. Under this plan,
container handling capacity will increase to 110,000 TEUs as mentioned in “Chapter 3.1.2
Phasing Plan for Port Facilities” and full-container ships (non-gear ships) will be able to dock
at Sattler Pier.

The urgent development plan includes the following items:

(D Iastallation of af least one second-hand gant’:r;j" crane at Sattler Pier

@ Pavement work on the existing container yard (10 ha) at NSD area
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3.2.2 Requirements and Poit Layout Plan for Short Term Plan
(1) Requirements for Short ‘term Plan

The target year of the short term plan is 2005 (Phase 1) and 2007 (Phase 2).
Requirements for the short term plan are as follows:

1) The number and length of berths for new container terminal
Two berths are required for the new container terminal according to the container
traftic demand and capacity {meationed in “Chapter 3.1.2 Phasing Plan for Port Facilities™).

The ship size of 2,000 TEU container ships that are entered into service on the route
between Japan, Indonesia and the Philippines by the Tokyo Senpaku Kaisha Ltd. (1SK Lines)
are shown in Table 3.2.2-1.

Table 3.2.2-1 Container Ship Size of 2,000 TEU Carrier tn TSK Lines

Name of Ship Loading Length | Breadth |Draft |Deadweight |Gross
Capacity (m) {m) (m) Tonnage Tonnage
(TEU) ® 0;

ACX LAVENDER 1,902 209.5 32.2 11.5 30,124 35,084

HAKONE MARU 2,096 211.0 32.2 1.5 29,733 35,309

However, a standard 2,000 TEU container ship has a length of 245 m, breadth of 32.2
m and draft of 11.6 m. Therefore, the necessary berth length for the 2,000 TEU contatner ship
is 280 m and the necessary berth depth is 13.0 m considering the standard size.

According to the operation system of the container terminal mentioned in “Chapter 4.6
Improvement Plan and Schedule for Short Term Plan™, two terminal operators for two terminal
sites should be adopted as the operation scheme.

Consequently, the berth length in the short term plan is 560 m (fwo berths of 280 m)
and the berth depth is 13.0 m.

2} The rehabilitation plan for the existing wharves and facilities

The existing portt facilitics at NSD and Boton areas are planned to be utilized for non-
container cargo handling up to 2020,

However, according to the diagnostic investigation conducted by the JICA Study Team
in 1998, Marine Terminal requires some reinforcement for future use. Therefore, rehabilitation
work to reinforce the structural members of Marine Terminal will be included in the short term
plan.

Rehabilitation of existing roads which container trucks will pass through, rchabifitation
of Rivera/Bravo Wharf and relocation of buildings/utilities behind Boton Wharf are included
in this project.
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3) Installation of new navigational aids

According to the results of interviews to the municipal fishermen inhabiting along the
Subic Bay, the port should be provided with ample navigational lights/markers and a new
lighthouse for safety {see Chapter 7.4.2 Impact on Fishery Resources and Activities).

The Short Term Plan includes the installation of these new navigational aids.

(2) Port Layout Plan for Short Term Plan

The necessary scale of new container terminal facilitics is defined in accordance with
the phasing plan for port facilitics mentioned in Chapter 3.1.2.

The port Iéyout plan is changeable based on the actual operation method in the
container tcrminal, for example, whether one operator will utilize the total terminal area or two
operators will utilize cach terminal separately and independently. In this stage of the study, the
latter operating method (two operators) is assumed, because greater competition resulis in
benefits not only for customers but also for SBMA (sce “Chapter 4. Port Development,
Management and Operation™).

When formulating the long term plan, it was thought that the car racing field located in
the north side of the Subic International Airport could be used for a container storage yard in
the short term. However, this field will not be able to be used for a container storage yard in
the short term plan, because this field will be developed as a peneral aviation activity from
2001 according to the Airport Master Plan.

The port layout including the new container terminal of the short term plan is shown in
Figure 3.2.2-1.
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3.2.3 Restriction of Airspace Caused by the Airport

(1) Height Limitation at Cubt Point

Restriction of airspace consists of the specifications of obstacle limiation surfaces
around aerodromes defined in “International Standards and Recommended Practices,
Aerodromes, Annex 14 (Intemational Civil Aviation Organization)”, and of the obstacle
clearance surfaces cawsed by inslrument approach procedures and instrument departure
procedures.

Obstacle limitation surfaces around the Subic International Airport are showa in Figure
3.2.3-1 and obstacle clearance sutfaces caused by approach and departure procedures are
shown in Figures 3.2.3-2, 3, 4 and 5.

According to the obstacle clearance height, the height limitation at Cubi Point is shown
in Figure 3.2.3-6 and the height limitation at each section of access road from Boton area fo
Cubi Point is shown in Figure 3.2.3-7.

(2) Height Limitation at Boton Wharf

The height Emitation at Boton wharf is shown in Figure 3.2.3-8.

It is recommended to install a marker buoy that indicates the channel under the flight
path. When a mast height is 25 m from sea water level, the marker buoy must be installed ata
point having a distance of 665 m from the runway end (R/W 25). The required distance
betwoen the marker buoy and the runway is calculated as follows:

(Distance between buoy and R/W)=(Height limitation from HHW)-=-2%+60m

(Height Limiation from HHW)=(Mast heighty+(HHW from LLW)- (R/W elevation

from LLW)

Mast height: 25m

HHW from LLW: 1.7m

R/W elevation from LLW: 14.6 m

All ships berthing/dcberthing Boton Wharf must contact the Port Operation Division of
Sea Port Department in SBMA and Sea Port Department must coordinate the ships traflic with
the airplanes traflic in order to aveid collisions.

‘The SBMA must control ships traffic at Boton Wharf according to the following rule:
(@ All ships must inform their mast height to the SBMA.
@ Ships having a mast height less than 12.9 m {(R/W elevation from LLW)- (HWL
from LLW)=14.6 m - 1.7 m} can pass across the Flight Path of R/W 25.
@ Airplane Taking-off
a) Ships having a mast height more than 12.9 m and less than 25 m must pass the
east side of the marker buoy.
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b) Ships having a mast height more than 25 m must wait for an airplane to take off
before crossing the Take-oft Flight Path.
@ Airplane Landing
Ships having a mast height more than 12.9 m must wait for an airplane to land
before crossing the Landing Flight Path.

The location of the marker buoy that indicates the height limitation of 25 m is shown in
Figure 3.2.3-8.
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3.24 Requirement for Cargo Handling Equipment in Short Term Plan

{1} Required Scate of Container Handling Equipiment
Required number of container handling equipment in Short Term Plan is shown in

Table 3.24-1.

Table 3.2.4-1 Required Numbcer of Container Handling Equipment

(unit)
Short Tenn Plan
Phase 1 Phase 2 Total
Gantry Cranes 2 1 2 4
Transfer Cranes 5 5 10
‘Tractors 12 12 24
Chassis 36 36 72
Reachstackers ] 1 2
Forkiifts (51) 1 1 2
Forklifis (2t) 6 6 12

(2) Specification of Gantry and Transfer Crane
The height timitation along the layout of quay wail is 57.2 m from average mean sea
level (AMSL) based on the results of the investigation of the obstacle clearance height shown

inFigure 3.2.3-6.

The altowable gantry crane height is calculated by the following formula.

(Height of gantry crane)={Height limitation: AMSL}#(Difference between AMSL and
LLW)-(Height of top at quay wall: LLW) —{Allewance)

Height limitation: 57.2 m (AMSL)
Ditterence between AMSL and LLW: 0.4 m

Height of top at quay wall: 3.0 m (LLW}
Allowance: 3.0 m

The height of gantry crane is decided as 51.6 m and an articulated crane type must be
selected for accommeodation of 2,000 TEU container ships under this height limitation.

Main specifications of gantry crane and transfer crane are as follows:

a} Gantry Cranc
Type

Hoisting capacity

Qutreach

Span
Backreach
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Articulated Crane Type
40.0 ton (under spreader)

350m
300m
10.67m




Total lifiing height 370 m

Lifting height above rail 260m
Lifling height below rail 110m
Maximum boom height above rail 5L.50m
Pawer source Supplied from outside
Approximate working speed
Main hoist with full load 53 m/min
Main hoist with no toad 128 nv/min
Trolley travet 153 m/min
Gantry travel 45 m/nin
Boom hoist 5 minfone way (excluding lateh time)

Outline of ganiry crane ts shown in Figure 3.2.4-1

b) Transfer Crane

Type Eight (8) Rubber Tired Diesel Electric
Powered Gantry Type Traveling Crane, 2
whieel drive

Hoisfing capacity 40.0 ton (under spreader)

Span 23.47Tm

Lifting height under spreader 1524 m

Approximate working speed

Hoist with full load 23.0 m/imin
Hoist with no load 52.0 m/min
Trolley travel 70.0 m/min
Gantry travel 135 m/min

Outline of transfer crane is shown in Figure 3.2.4-2.
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33 Preliminary Design of the Facilities for Short Term Plan

331 Design Criteria

In order to carry out stauctural design of the port facilities included in the Short Term
Plan, i.c. Phases 1 and 2, design crileria to meet the requirements have been established. As
defined in the pori planning, the Short Term Development principally consists of construction of
a new container terminal at Cubi Pt. and reinforcement/rehabititation of the existing facitities. In
addition, relevant essential facilities for the conlaines terminal operation will be also included in
the Project. They arc a new access road to the terminal at Cubi Pt. and navigational aids for
calling vessels of the new terminal for their safe manocuvring.

Design criteria to be applied to the structural designs of each project componeat ar¢
sumimarised in Table 3.3.1-1. Special consideralions on the criteria are described hercunder.

(1) New Construction of the Container Terminal

Design conditions for the new container terminal should fully meet requirements for a
modem international container terminal in view of its operational conditions. Live loadings,
such as surcharge and equipment loads on the apron, berthing and mooring forces of the target
vessels, and appropriate seismic forces have been considered in the design critesia.

The soil investigation was carried oul in 1998, where two offshore borings near Cobi Pt
were included. Considering these borings and labotatory (est results, sub-soil condilions for the
design of the quay structure at Cubi Pt. have been established as shown in Figure 3.3.1-1. As
seen in the figure, the soil conditions at Cubi Pt. seem to consist of upper sandy soils, i.¢. soil
types classified as SP, SM, SW and their mixtures, and lower hard cohesive layers of MH on the
bearing stratum of weathered Andesite.

(2) Reinforceinen/Rehabilitation of the Existing Facilities

Reinforcement/rehabililation of the existing facilities has been developed based on the
results from the structural diagnosis and the expected usage in the short term perspeclive.
Considering the Short Term Development Plan previously established, the reinforcement of
Marine Terminal in NSD zone has been studied in order fo facilitate their roles in the
development steategy.

In the port planning of this Study, Marine Terminal will be used as a main international

terminal for non-container operation of cargoes, such as heavy equipment, construction
materials, and other bulk cargoes.
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Table 3.3.1-1 General Design Criteria for Basic Design in the Master Plans

Reinforcement/Rehabilitation of the Existing Facilities
Particolars Te:'\nzi‘:! ;{:l“z‘rl:iri’l. Maring Terminal Botor Wharf
1} {2}
{ Operations! Conditions
1 Target Yessels and Water Degth
1.1 Target Vessels
(1) Type Container Vessel Bulk Carrier Generalgi_rggéko-ko, Geperal Cago, 1LCT
(2) Toanage (ton) 30.000 %\:;' 35,000 20,000 DWT 7,000 DWT 3,000 DWT
1.2 Water Depth (Draft) (m) 13(11.5) 12.5 8.5
1.3 Mooring 100 1f2unit 100 1{unit
14 Benking 0.10 s (Tug) 0.10 m’s (Tuz}
2 Surcharge and Live Loads at Apron
2.1 Surcharge (Uf'm2)
| (1) Rormal 30 50 3.0 5.0
(2) Seismic 1.5 25 25 2.5
2.2 Live boads
(1) Gantry Crane See Chapier 3.2.4 . - -
(2) Mobile Equipment 40t Coptainer Treck Standard and Multi-tyred Frocks and Foddifi

I{ Natural Coaditions

1 Meteorology

1.1 Temperature

max: 313, min: 21.2, mean; 27.9°C

1.2 Rainfall

max: 200 mm'hr

1.3 Wind v: 150 kph (42 m’s), p {9-30m): 1920 Fa, p {0-%m): 1410 Pa
2 Oceznography
2.1 Tk MLLW: £0, EHW: 1.37, MIIW: 0.87, MSL: 0.46, ELW: 046 m
22 Curgent rax: 20 cm’s at Bay Entraace
2.3 Wave

offshore max, in eatreme condition: 53,34 m

3 Geotechnical Conditions

sez boring logs

4 Scismic Conditioa

design seismic coefficieal: 0.18
{focal coefficient: (13, importance factor; 1.2, factor for sub-soil condition: 1.0)

18§ Structural Conditions

1 Materials

1.1 Concrete

(1) Grade and Strength {kPa)

A (for PC): M5, B {for marine RCY: 22.5, C (for on-Tand RC): 21.0, D (for Plaia Concrele): 180, F
{for Lean Conceete): 10.0

(2) Re-Bars (Grade, Yield &
Allowable Stress MFPa)

D-£0: fy=275, {s=138, D60 {y=414 , fs=166 (Deformed Bar)

(3} PC Steands {Yield Stress Mpa)

—

PC-250: fy=1725, PC-270: fy=1360

1.2 Structural Steels (55400 Equiva‘lenl)'

 Yield Steess{fy): 245 Mpa, Young's Modulus(E): 2000000 Mpa, Alhrazble Stress{fsa): 137 Mpa,
Poisson's Retiofa): 0.3, Thermal Expansion: 131 X10° /C

1.3 Steet Pipe Piles {(Grade and
Allowable Tensile Steess MPa)

SS00, SMA00, SMALN0, STK400: 137, SKK490, SHKA90, SKY490: 1586

1.4 Steel Sheet Pies (Grade and
Allowable Teasile Stress MPa)

$Y295: 176, SY390: 233

1.5 Corrosion Rate of Steel Members

for Sea Side above HWL: 0.3 miyr, HWL~(LWL-Im): 0.25 mmAyr, (LWL-Im)~seabed: 0 2 mmyr;
for Laad Side in matine atmosphere: 0.1 mm/yy, below GL above GWE: 0.03 mmyyr, below GWL:

1.6 Unit Weight (kN'm3)

PC, RC and Fiain Copcrete: 23.5, Morlar; 19.6, Asphal: f!.ﬁ, Structural Steel: 77.0

1.7 Fill Matenials

(1} Unit Weight (kN/m3),
underwaler values in bracket

Sand: 17.7 (9.8), Rock:Stone: 17.7 (9.8), Grave: 1.7 (9.8)

(2} Strength Parameiers {Shearing
Resistant Anale)

Sand: 30 deg., RocksStone: 35 dez, Gravel: 35 deg.

2 Other Considerations

2.1 Inceease in Allowable Stress

Dead Load + Live Load + Impact: No increase, Dead boad + Live Load + Impact + Wind: 33 %, Dead
Load + 172 Live Load 4 Seismic Load: 50 %, Ouher Possible Loads + Temporasty Lozd: 33 %

2.2 Safety Factors ({actors in bracket: seismic condition)

{1} Slope 1.3{1.0)
{2) Gravity Type Structuies Sliding: 1.2 (1.0}, Over-Turning: 1.2 (1.1), Bearing Capacity (Circular Are Stip): 1.2 (1.0)
{3) Sheet Piles Stabihity of Moment Balance: 1.5 {§.2), Anchor Block Stability: 1.5(1.2)
| {4} Shallow Foundation Bearing Capacity: 2.5(1.5)
(3) Pile Foundation Baiing Capacity: 2.5 (1.5). Puliout: 3.0(2.5)

2.3 Service Period

50 yrs 20 353
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For this to be reatised, cargo handling equipment suitable to the operation, surcharge on
the apron larger than that for the container facilities has been considered in the
reinforcement/rehabilitation design, as well as sufficient capacily of shedsfwarchouses. In view
of the incvitable decay of the strictural members so far developed, the reinforcement and
rchabilitation consider a servicing period of future 20 years.

(3) Access Road o the New Container Terminat at Cubi Pi.

Based on the analysis of the existing road network in SBFZ, particularly around SBIA,
an access road 10 the new container terminal at Cubi P4, will be essentially required in order that
the terminal is able to cater its expected cargo volume in the short term perspective.

Planning and design of the access road have been carried out under the expected criteria,
such as traffic volume of trucks and service vehicles generated by the port activily, conditions to
secure curtent operation of SBIA, especially the navigation of aircraft, elc. As usual in the
design of roads and highways in the Philippines, relevant codes and standards established by
DPWH should be specifically used.

33.2 Codes and Standards

For the water front facilities, such as wharves and revetment, the design manual of PPA
is used for the design, which was prepared in cooperation with JICA in 1994. For other on-land
facilities, available national codes and standards in the Philippines are used.

For major components in the Short Term Development, listed below are those adopted
in the design.

- Design Manual of Port and Harbour Facilities in the Philippines, Philippine
Ports Authority (PPA) in cooporation with JICA, 1994;

- Technical Standards for Port and Harbour Facilities in Japan, Overseas Coastal
Area Development Institute of Japan (OCDI);

- National Structural Code of the Phitippines (NSCP), Association of Structural
Engineers of the Philippines (ASSEP);

- Design Guidelines, Crileria and Standards, Depariment of Public Works and
Highways (DPWH), Philippines;

- Standard Specification, DPWH, Philippines.

In case no relevant local codes and slandards have yet been developed, those established

by 1SO, ASTM, AASHTO, ACI, BS, ASME, ]IS, elc., will be adopled, as interationally
acceptable references.
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333 Design of New Container Terminal at Cubi Pt.

(1} Quay Structure

Considering the sub-soil conditions at Cubi Pt., a suitable structore type for the quay has
been studied as summarised in Table 3.3.3-1. A gravily caisson lype guay structure will be the
most suitable to the site conditions.

Typical section of the caisson type quay wall is shown in Figure 3.3.3-2 and the design
calculation is summarised in Table 3.3.3-3.

Suitable quay fixtures to the objective vessels, ie. rubber fenders and bollards, have
been selected as shown in the above figure. The following capacities are expected:

- Rubber Fender: absorption energy of 65 tf-m at about 50 % deflection;
- Bollard; tractive force of 100 tf in every directions.

(2) Crane Foundation

Al the sea side, the crane rail can be mounied on the coping of the quay, while on the
land side, crane foundation shall be scparately provided. Coupled battered steel piles will be
adopted against horizontal loads from the gantoy crane by seismic and wind forces.

(3) Dredging and Reclamation

The site for the new terminal located at the tip of Cubi Pi. offers deeper water depih
sufficient for the objective vessels. It is, however, expected that some shallower area in front of
the quay has to be dredged.

Moreover, reclamation of the terminal arca requires quite a bit of filling volumes to be
obtained either by dredging the offshore seabed or from a quarry at Mt. Maritan located behind
POL. pier about Skm distant from the Cubi Pt. sile.

Based on a preliminary estimation for the volumes presented in Table 3.3.3-4, the
dredging and reclamation area is scheduled to be located as shown in Figure 3.3.3-3.
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Table 3.3.3-2 Calculation Sheet for Stability of Caisson Type Quay Walt

Parilculars
Loadlng Conditlon _ unit
Sutcharge (Nowmnal:Seismic) w= 300 : 15 {thm9
Moaring tension{lm):elev.{m) T= 400 : 05 {9 (m)
Design seismic intensity.under water k= 0.18 038
Friction coefficient at the bottom f= 060
Density of water d,= 1025 {t/m7
Density ot back fill sand{wel :dryiinwate dy= 200 : 18 : 1 (/m?)
Density of concrete d.= 240 {ttm™)
Dens:ity of fill-in malerial:upper face d= 200 (W)
Dimension Crown Elevation: 3.0 {m)
f, = 0.50 ‘m)
Fotar heignl of this slruclure {m) = = 080 {m)
16.50 3= 025 {m)
Langth of botforn : B (m) = ty= 025 {m)
15.00 t;= 1.50 {m)
No. of Bulkheads (longifudinal} - NI = tg= 150 {m)
2 t,. 000 {r)
| No. of Bulkheads (pérpendicular) “Np =} 1. 5.00 {m)
4 ty. 050 (m)
B= 1500 {m}
8= 000 {m)
D= 1350 {m)
A= 061 {m)
Mooring Elev. = 050 (mg
h= 14.75 {m
L= 2500 {m)
RESULTS OF SAFETY FACTORS
Nomal Srding : 315 > 12 OK
Overturiing 1 639 > 12| OK
Seismic e 1.00 > 1.0 | OX
Sicing {withsurcharge) : 1.05 > 1.0 OK
e 191 > 11| OK.
e : 194 > 11| OK.
t.
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Table 3.3.3-3 Volume of the Dredging and Reclamation for the Short ‘'evm Development

Dredging {m3}) Reclmation (m3) Remarks
1 Quay Front 1o -14m 220000 1 Phase 1 Area | 996,000
2 North“-’esto[lhe 107,000 2 Phase 2 Asca 1,235,000
Reclamation o -15m
3 Somh\\.est of the 1,866,000
Reclamation to -15m .
4 Carrasco Shoal 234,0001 _
5 Camiman Shoal 250,000{ .
Total Diedging Volume 2,479,000 Total Reclamation Volume 22510000
. B Ballance of the Volume
Dredged Malerials usable for | ()4 459 Ballance -639,650] should be obtained from
Reclamation (65% of the Total) M. Maritan

(3) Reveiment

The reclamation for the tenninal in each phase of the construction should be secured by

appropriatc revetment along its edges. However, the fevetment for Phase | towards the
extension to the successive Phase 2 area will not be necessary, since the construction of both

Phases 1 and 2, will be continuously implemented. Typical section of the revetment is shown in

Figure 3.3.3-3.

(4) Pavement

Pavement inside the terminal area has been studied in view of its specific use for the

operation. Depending on the critical loading for cach area, suilable types of the pavement are
selected and determined as shown in Table 3.3.3-4.

For this selcction, considered in the design are the following remarks:

Apron of the berth and passageway inside the yard: ideally only loaded trailer
trucks and unloaded handling equipment will pass oi the pavement. Thus it
does not need (o be designed for heavy wheel loads of the equipment, such as
forklifts/side loaders/ reach stackers for loaded containess;

Container Stock Yard: considering the site conditions, the yard will be
provided in the reclamation on firm coral stralum and no serious seltlement
will be expected. Accordingly, concrete pavement has been selected. Wheel
loads of the loaded equipment and required container comer loads up (o 4 tiers
high should be considered;

Passage of rubber tyred transfer cranes: rigid block pavement of pre-stressed
concrete slab is adopted for the heavy wheel loads.

The access road to the container terminal: Asphall concrete pavement is
designed for various types of vehicles.
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GL +3.0

v MLLW

Existing
Soil

h 4

{to be dredged up to -15 m)

{(a) Typical Section for the Revetment (South West)

v GL 330
i Fill A 2 MLLW
_________ Material =
Existing ...
Soit 9 Exiisiing Seabed Lina ™
-i0m
) 4

{varies)

{b) Typical Section for the Revetment (North Wesl)

Figure 3.3.3-3 Typical Sections of Revetment
for the New Conlainer Terminal
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Table 3.3.3-4 Selcction of Pavement Type and Preliminary Design of the Section

Area Type |Design Loading Section

& har

Berth Apron
& Terminal Concrete
Scivice Road

Adrn

Container
Trailer Truck

.,i..,...

. Loaded H -
Container Stack . : L I
Concrete | Containers at 4 sare Conver F
Yard . R I -3
tiers high =

Transter Crane PC Slab | Transfer Crane

Passageway
Inspection Area Reachstacker for -
for Reefer Concrele Loaded ¢
Containers Containcrs
R R e LT s e A I
Access Road to | Asphalt . T -3

MS Truck

the Terminal Conciete

* Note that MS iruck loading (8 thiwheel at the rear axle) is the most critical condition for the design of standard
reads and highways.

(5) Buildings

Buildings planned in the Short Term Development are summarised in Table 3.3.3-5.
Considerations in the design are presented below:

- CFS will be framed by steel structures in order to offer wider space at a least
number of the supporting cotumns;

- Both administration and operator’s offices will be RC building equipped with
required interior furnish for office use;

- Gate house: Steel framed roof will be provided over the checking booths;

- Maintenance shop: A single story building, but 1he roof will be 10 m high to
accommodate with taller equipment;

- Substation: RC building will be adopted for power house, wherein emergency
generator will be installed, while the substation itself may be enclosed by a
fence in the open air.

3-54



Table 3.3.3-5 Outline of Buildings in the New Container Terminal

Building No. Cat)\ar(:;y(:lll;l)oor Story jl'll(lllral Particulars
Frame] all Roof
O P I
@ omma | o || e[Sl e
@ Gate House (21[5;;:;“;;:2) 6 lanes, 3 booths | single | R/C (E;ng ?::)l:zn;:z?
ol P I o
D women s | o o] 4002 | singe |sear] - | GOMIR
@ (P?o‘f:::gz:e) (Elfff {»gfs'é?f:z) 600 m2 Sf"g:‘: ric (;301235 RC
e single
® Adg:lri]:(sl‘irg"on {for all:hle Phases) 2,000 m2 (P?:i:;ly RIC (I:SOIZZ;: RIC

(6) Utililies

1) Drainage

Inside the container yard, storm water will be collected by an appropriale gradient of the
pavement 1o the surface drainage, which will be of an open type, i.e. U-shaped ditch, V-shaped
gutter, etc. The main drainage will be a buried concrete box culveri type, to which surface and
domestic drains will be connected. Septic tanks for cach building will be also installed, as well
as spilled waste water collector for the container washing and maintenance shops.

2) Water Supply
Fire fighting, ship’s supply and other domestic consumption in the terminal have been

considered and the water will be tapped at mains of the Cubi Pt. area. Relevanl facilities, such as
reservoirs, elevated tanks and pumps will be included, together with their network pipes.

3) Power Supply

Substation and emergency generator for quay cranes will be provided, in addition to
other demands of reefer receplacles, lighting and building supply.
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334 Design of Access Road to the New Container Terminal at Cubi Pt.

(1) Geuneral Alignment

In order to scparate traffic generation in the new container terminal from the existing
oad network around SBIA, an access road {o the tenminal has been studied in lerms of its
sinooth connection to the existing main road, Argonaut Highway, and its required capacity.

The access from the Boton Wharf area along the north west shoreline of Cubi Pt. has
been selected as the miost feasible route to the new container tenminal. General alignment on the
plan is shown in Figure 3.3.4-1.

(2) Elevation

Considering possible effects to navigation of the landing/taking-ofY air crafts at SBIA,
the elevation of the access road has been designed as lower as possible (o fit to the existing
terrain of the route, as well as to the existing circumferential road outside the airport boundary.
The elevation profile of the access road has been determined as also showa in Figure 3.3.4-1,

(3) Sections

Two lanes in each direction and side walk at the side are considered. Width of the road
is 28 m in total.

The road is provided on reclamation extended along the shoreline from Boton area to
the exisling racing course at the north east foot of Cubi PL. Sloping revetment has been designed
at the edge of the present shoreline, consisting of slope prolection on the surface, core slone and
reclamation fill. To keep the elevation lower than the runway of SBIA, culling of the existing
ground will be secured either by veitical revetment or slope to the higher clevation.

In addition, a portion of the road at the cross point of the existing runway, nosth east
edge of SBIA, will be covered with a sheltering shed in order to minimise unfavourable effects

to the navigation of the aircraft using the runway.

Typical sections of the access road are shown in Figure 3.3.4-2,

3-56



PROY $SIIDY MIN] JO I[1JOIJ UOHILAS[F [SUIPNJISUO] PUE JUSIIUGI[E [BIWRY)  [-4°¢ ¢ 31031

IN1d0Yd

DUI  009HC ODSeC DOWIC OUCAT QOLef DOISC OODWE OOS4L OUUSZ 0OLef GOW*GL UDGSZ QML OOCSZ OOZsT OQLel O000eT 003+l COWAI OOLeh DODWD Q0G=t OOWel COC+l 00Ty OOMwl 00J0h 004D OQFSQ DOZWD OO0 DORMD OOP0 ODGAD 00Ze) OOLG  eNwmNG
o . T 1 as ] I

! 1 |
|
L

It
}

! _11
T A rREATH

3-57

—

q ...UN Y Proy SS300Y MN AUl O IS
N

~

[BUILLID | Mo Y1 0} aauRAUT . Paus oY Buneson : : N a6 5 /,
Wl gy LA
, ,/,/ N LN
. [PUNULUDL JBUIRIOD (s 5 -
83 0} PYOY SHIIY MO / SNy

wod (N i -
U0 L JOUIRIVOD MON R
eujwa ), JOURINOD . V/



28.0 (Totat
AExigting Revelmen W) N

.\

(Baton West}

s et 15 i3
25 37332eres) 19 10 3758288 . 23

S

Slope Projection
t3.0m (50 200kq t=50cm)
: 4
{Existng)
L!L}\V 0
Toe Proteclion
L {30~ 50kg)
R {Elas'lng Water DEpthy - e
; . -10.0m
R ’ﬁ“\{varshl
(a) Along the Revetmeni of Boton West Area
28.0 (Tota!
/_“is_ti.i,bémnﬁ_mv_ﬁﬂidim
Exsting 14
un apprae 150 13 7532 anzs) 1 o l 4 3 FS@EIa"es] aS &2 Wah

B | e 1] 2 S
Covering Shed
/ {RC Structure)
P AL]o)
: ¥ + 100m

[Vop ol the Shed)

{50-200kg 1=50cm}
Toe Proleciion

/o RS0 v a0
L74

Existing Seabed

.?74&‘&' f¥anes)
(b} In Front of the Runway of SBIA (Northeast Edge)
28.0 (Total
~ SBIA Width)
23 ) Qarsé;anes} '°”'°. p:sgr;aum , ’iis’;d::-‘m

y +4-6
{vanes)

MELW =0

Toe Prolection
{30-50k4}

R, Existing Seabad
%m“uaﬁes)

{c) Parallel to the Runway of SBIA

Figure 3.3.4-2 Typical Sections of the Access Road (Scale:1/400)

3.58



3358 Design of Rehabilitation/Reinforcement for the Existing Wharves

In the Master Plan, Marine Terminal is expected to cater non-containenised cargo for
international shipment. As established in the design criteria, the pier will be vsed by bulk
carriers of 20,000 DWT and/or general cargo, Ro-Ro, LCT and ather types of vessels of 7,000
DWT.

Accordingly, the current pier structures will be required to be rchabititated and
reinforced to meet the requirements. Enumerated below are  objeclives of the
rehabilitation/reinforcement:

- Reinforcement of the pile foundation to sustain berthing and seismic forces;

- Reinforcement of the superstructure, i.e. beams and slabs, of the apron to cope
with larger surcharge and heavier equipment; ’

- Rehabilitation of the damaged structural members lo restore their original
capacity;

- Preovision of required quay fixturcs for objective vessels in the Master Plan.

Design of the rehabilitation/reinforcement schemes has been developed in line with the
above objectives and formulated as follows:

- Provision of steel pipe pile system along the faceline, consisling of two
vertical piles and a couple of battered piles in a bay;

- Widening of the apron with new superstructure on the new pite foundation;

- Rehabilitation of the damaged structural members 1o reslore their original
capacily;

- Provision of required quay fixtures for the objective vessels in the Master Plan.

Rehabilitation/reinforcement of the pier is schematically shown in Figure 3.3.5-1.

3.3.6 Upgrading Existing Navigational Aids in Subic Bay

The exisling navigational aids in Subic Bay have been used for more than 14 years and
some of them have been no longer functional requiring maintenance or immediate repairs. In
order 10 secure safe approach of larger vessels, particularly to avoid any incidental collisions lo
smaller fishing boats in the bay, upgrade of the navigational aids has been studied.

In view of their cumment status, all the existing light buoys and beacons should belter be

replaced with new units. In addition, a new light house in Grande Island will also be provided as
a replacement of the cxisting one.
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Outline of the navigational aids is summarised in Table 3.3.6-1 and their arrangement is

shown in Figure 3.3.6-1.

Table 3.3.6-1 Qutline of the Navigational Aids Upgrade in Subic Bay

- Replacement of s e
Light ot Lighting
) the Existing or Body Coour o Top Mark Power Source Rennarks
BuoysBeaoons New DNstallation Characteristics
: o . " SolarWave
Nat Repiace Red & Geeen Cpgl241) T sex CAN Generator
. SolaryWave GPS
No. ac B san N
0.5 Replace Red F1(2) 6 e CAN Generator Synchronises
y . SolarfWave GES
No.6& Replace Red A.(2)6sec CONICAL Generatot Synehrociser
v N . Solar/Wave Grs
Na.7 Repiace Green H.(2)6sec CAN Generator Synchponiser
. SolarWave GPS
Nod Replace Red F.(2)6sec CONICAL Geoerator Synchroriser
SolarWave
. : 1 PR ;
No% Replace Yelloe fly. 4=x X Gonerator
. . Solar/Wave GPs
No.10 Replace Red F.(2)6s2c CONICAL Generator Synchroniser
. . Solar/Wave
No.tt Replace Red and White Mo (A}8sec | SPHERICAL Commatin
- \ ' . . SolariWave
No.12 Replace Yelloe FL(2)6sec CONICAL Generator
Light House . . N GRP Body, 10 m
(Grarwte Kland) Replce White Oce, 5 sec Solar Generator hish
Al New Yelow Ay 450 X« Solarfave
- Gencratar
r . P SolarWave
A2 New Yellow Ry 4sec X Contratn
. . X ) s SolarrWave
Al New Yelkora Ry dsec X Generator
, . SolariWave GPS
Ad New Green L2 sec CAN Generator Synchroniser
. . . Solar’Wave GPS
AS New Red A.2)6 s CONICAL Concaion Synchroniser
- . Solar/Wave GPS
A6 New Green £1.(2) 6 sec CAN Generalor Synchroaises
. SotarWave GPS
AT INew Green F1. (2} 6 sec CAN Generator Synchroniser
' . Solar/Wave GPS
AS New Red FL(2)6sec CONICAL Generator Synchroniser
o SolarfWave GFS
A New Green F.{2}6sec CAN Generator Synchroniser
to Solar/Wave GPS
A0 New Gren F.{2)6 s CAN Genecatos Syncheoniser
toss: , SolarrWave GPS
At New Gieen FL.{2) 6 sex CAN Generator Synchroniser
. . R, Solar/Wave
A2 New Yeliow s X Generator
A3 New YeSox A 4sec “x e Solar/Wave
Generator
A4 New Yellow A 4sec “X Solar/Wave
Goncrator o
Al New Yeliow Al 4scc “x Sclar/Wee
Generator
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X | Cost Estimate for Short Term Plan

341 General Conditions for the Estimate
(1) Composition of the Cost

In general, project cost for port development consists of construction cost, equipment
procurement, engineering services and physical contingency. In this Study the following
composition of the Project cost has been considered:

i} Construction Cost;

il) Equipment Procurement;

iif} Engineering Services (10 % of i) & 1))

iv) Price Escalation (annual 2% for 5 years for i), ii) & iii))

v) Physical Conlingency (1¢ % of i), ii) and in)};

vi) Cost for Rehabilitation Program scheduled by SBMA

vii} Administration Cost of SBMA for the Project Implementation.

(2) Basis and IExchange Rate
The following exchange tate has been used for the cost estimate:
1 US$ = 127.7507 Yen = 40.4458 Pesos, (1 Pes0s=3.158565 Yen)

The above rate is derived from the average in February 1998 based on Central Bank
Reference Exchange Rate, Philippines.

3} Unit Price for the Project Component

Fach work ilem is broken down to the costs of materials, consiruction equipment
depreciation and labour wages. Unlike construction industry in Japan, there are no such official
rates in the country. A comprehensive survey was conducted by searching markets, product
suppliers/distributors, contractors and local manufacturer, as well as relevant bidding documents
of the government projecis and consultants’ own databases.

It should be noted that VAT (value added tax) exempiion to the unil price has been
considered in this estimate similar to the other projects already implemented in SBFZ. it was
also confirmed through foreign contractors having completed their works inside SBIZ.
Accordingly, the unit prices evaluated do not include VAT portion in this estimate.
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342 Estimate of the Project Cost

Based on the conditions explained, the Project Cost has been eslimated from quantity of

the construction works in the preliminary design and the unit price of the corresponding works

consisting of the foreign and local components.

)] Overall Project Cost

Summary of the Project Cost for Phases 1 and 2 Development is shown in Table 3.4.2-1

below.

Table 3.4.2-1 Overall Project Cost for Short Term Development Plan (Phases 1 & 2)

(in Million US$)
Phase Phass Total
COSTITEM 1 2 (Shod Term)
{Execvting Body)| SBMA | Ope- | Totaf | SBMA | Ope- | Total |SBMA| Ope- | Total
rator r2lon ralor

1 Detailed Design / Tender Preparation 40 48 20 20 60 69

2 Construction 6531 133] 786 523 119) &12) 1176] 252 1428
2.3 New Conlaines Teaming

(1) Constovction 348 28] 316 338 28] 336 706 551 %62

(2) Equipment Procurermnent (fF containee operation) 125 1] 26 125 91 216] 250f 182 432

(3) Equipment Procusement (for non-conlainer operation) 14 14 oo 00 14 1.4}

2.2 Rehzbilitation of Marine Teminal 40 40 490 40 80 84

2.3 Acvess Road 1o the New Container Terminal 116 116 00 00F 119 116

24 Navigation Aid 24 2zaf 00 ool 24 2.4

3 Consulting Supenvisory Srvices 40 40 23 2.7 67 00] 67

4 Frice Escalation {3 years at 2% perannum foritems 1,2 &£3) 1.6 14] 90 59 120 221 13§ 26] 162

5 Fhysical Coatingeacy (10% for iterns 1, 2.& 3) 13 131 87 53 2] 691 130 251 155

6 Sub-Total of items from L 10 5 832 160] 1043] 687 143] &9 1569] 03| 1872

T SBMA Rehatalitation Frogim * 126 126 26 e6] 223 227

3 Administration Cost k1Y 3g 25 2.5 55 55

GRANDTOTAL 038 1601 1198]  808] 143 951 1846] 303 2149

¢ Existing Roads, RiveraBravo Wharf and Relocation of Buildings/Utilitics behind Boton Wharf

In this table, a portion of the construction cost for some project components is expecled
to be borne by the operators of the tenninal, since those elements in the project will be designed
and provided to meet the specific requirements of the operators.

The following facilities are expected to be provided by the operators of the terminal:
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- Operator’s oftice;

- CFS;

- Maintenance Shop;

- Container Washing Area;

- Cargo Handling Equipraent other than Ganiry Cranes.

(2) Breakdown of the Constyuction and Procurement Costs
Breakdown of the construction and procurement costs for each project component is
shown in Table 3.4.2-2, which consists of foreign and local currency portion as derived from the

unit price composition.

Details of the above breakdown into the cost item arc shown in Tables 3.4.2-3 and
3.4.2-4 for Phases 1 and 2, respectively.
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Table 1,4.2-3 Cost Estimate for Phase | Development

Uit Price in US$ Totsl Pckce 12 GS$
N Locsl Fetelgn Total Local Focelga
Froject Componest Quaztity] (Uit} Cemponest Cm'upo:i—nl (VAT exclusive)] Componeat | Corm poieat Total
($'unit) $ualh % i$) 3
|i ™ %ew Contalcer Terminal (CubD T A V1,593,871.42] 43,040,850.01] €0,639,421.63
1 Earth Wk ] o T 1,000,009.85) 3 K10,711.65| 4,4%,7721.50
| ™11 Dredging Reclamation 568511 m 5] ass 6092 TavInge| 250285m 5| 38360105
1.2 Revetment 125 | m FTERT IR L wnal|  23essesy  9ans193s]  a156798
121 fa BSM | m ! 2051 3658562  awzraza| 23385990
122 Stope Piotestion 1339 | o3 785 0] 3061 " tosesds] 40932881 509,59326
| 1.2.3 Core Stone 20,553 m3 573 1643 2228 11500082 112202 H5,221.05
2 Pavemneot B 1,20),361.0.‘ §379,405.68] IR 26602
21 Saivice Road & Otheis 33,451 2 9.94 36.89 46822 As2,159.75]  1.418,636.55] 1,800, 795.30]
22 Stgc"“l_mg Yard 52,849 m2 19.44 23.94 43.338] 102340854] 1,530,734.70; 2,559,193 2
2.3 Transfer Crave Stab 558 | @ 161.43 0118 402673 4c213826] 1,371,59015]  1,833,718.41
24 Inspection Area 14,000 m2 10.03 3196 43.005 140,677.61 53,44857 67’2.!26.18
2.5 Access Roxd 19450 | 2 1085 37.96 sow| 19242681 69157 $1931260
| 3 Buillieg o ] 146209304 3774,780.1 524087625
1o 1 15| e awmat) sgsan| isana]  asons]  sored
22 Gperatods Oifice ! 15 | eiseosas] oasenes] 13514863300  41550525)  #35,69108] H3SEASSAS
33 Gae 1 LS 15%,195.82 441,123.26 630,319.052 189,193.82 141,123.26 630,319.08
3.4 Mulntzassce Shep ] Is shesedy]  woemves]  ansuan]  sieselsl  m0galer]  RLS1467
3.5 Substation 1 LS 167.000.78 352,268 02 519,268,803 157 000,75 35226302 519,2838.50
3.6 Admipisiration Building 1 LS 334,182.45 93535377 1,319,536.223 384,182,435 93535371 13195002
3.3 Washing Area | 5 | Tapazsr| issamwmss|  19a65156s] 3342081  15521088] 19465157
4 Unitity ’ 1,145,490.73] 3.092.26227] 5.232,73300
4.1 Water Supply and Fire Fighting 1 _1S | 1550037 32208 461,815.357 155,033 27 M 2,781038 TR
4.2 Flecirical Woiks (extericr) 1 | ) 66685870 2,574,593.25 T3,241,466.955 SABAR T 2574.508.25]  3,240,450.90
4.3 Storm Water Draieage 1| TIS | zeas9451]  ead7esEl]  91846337) 27469451 64376387 91545337
4.4 Scwage System 1 1S | 46130 6816 §1,416.852 46033 6,503 62 11,41635
4.5 Onbees (Geoerator, 2te) 1 LS | #2812 55430949 598,590.450 44,281.02 55430944 598,590.45
5 Whael I 3,141,065.52| 10,506,148.80] 13,850,215.75
5.1 Earth Wk | 0§ Im 2,002.03 6,285.70 B8,70.74% 535, 714.18] 1,739.9950H  2,345,749.%5
52 Caisson Work 0 i 352687 1046403 13500018 931,52496] 292992727 3,917,452.23)
53 CastinPlace Copagte 730 | I 395582 14,11271] 19068524} 1,337.628.50] 385155836 5,339,166 85
5.4 Pavement %0 | ta 59794 165763  16742231]  4s113106] 63135642
5.5 Crane Foundation 0| i 439.55] 300885 ) 13.0355f  saza7a2e] 97955203
5.6 Miscellaneous 20 | | 23087 199006]  z2agn]  maearas) 55805587 636,658
| 6 Cranne! and Basia Dredging 5298 | w3 2.4 oes| T wram)  1nomes|  s1a63989] 6455584
7 Equipment ~ 1 2,304,400.00] 20,737,600.00] 23,044,000.00
7.1 Contaioee Handting 2,159,500.00] 19,435,500.00] "21,595,000.00
7.1.1 Gantry Crane 2 Unit 623,000.00] 5,623,000.00f 6,250,000.000] 3,250,000.00] ¥1,230,000.00f 12,500,000.00
712 Franster Crane 3 Uat $3550000| 1237500.00] 3375000000 mm 6155500001 6573,000.00,
23 ¥erd Tractor +3 Yol 750060 63;500.00 FO0000001  90.000.00]  810,000.40 200, 00000,
T 244 Yard Chessis 36 | Uen 1,50000]  1350000] 1omeen]  stoooso|  48500000] 54000000
|33 Reachstacker i Uen | e2s000] ss250000]  easf00n0]  e2so0o0  562,500.00 62500050
215 Forkiift-(S1on) 3 Usi 3,500.00 560 so00000] 3secooe| 3450000 2500000
747 Fordilt {Tie8) N G voit | 2000000 1800000  2600006] — 1ccocol  ies000.00] 12000000
72 NenContaimer Handling ) |~ H420050] 13543000|  3,442.00000
333 Fallet i 22| Yot 200.00 150000 2000000 R
723 Forldif-{10mes) 2 Unit 500.00]  s500000] So0000m0|  15.00080]  33500000) 45050040
734 Forlift-{5ton) R 3s5epe]  3ns0e0|  sseeeom| azscece]|  157,50000) 47500048
725 Ferdif (on) 1 | v 250006] 2250000 onewmees|  asowm|  asomon]  asescoc
il Access Rosd T 2,416322.38 #1.90] n586,
1 Reclematioa - 364500 | m3 1.08 597 7.051] 3sagigse] 9120 257,767
2 Excavation - W | ™ {1 4493 T 56|  arm0g0]  eeidie] 392,801
3 Pavement R 5 R 10.05 %) T51763]  e44,065.65] 3,50401439]  4,348,11000
|4 Stope Fiotection 2670 | ™) 2.56 3029 306]  21062905]  BO9,00061)  1,009,63287
5 Corg Stone 89,278 m3 5.73 16.49 511,318.48] 147274 5)  1.584,073.00)
—EShcd 200 m 1,083.21 216121 217.854.02 432,241 37 650,095 39
7 Otbers (Drain, Light, et} 3P0 | ® 2052 £1.61 615518]  124837.06] 18439195
Tt Rehabiitation'Reinforcement of the Existing Facilities (Marine Termival) £62,022.61] 3,447591.06] 1,009,615.67
1 Steel Pile B 110 In 2090.65] 2153446 209991.74] 24145%0.4) 2,644,562.18
2 Aprog Widening. 10 | Im | 256067  85339% 3256138 943356 1,270,12655
3 Repair Older Member 1i0 Im 58.02 80135 65,351.49 88,143.05 93,530.54
IV Naslgation AW - T 2397c000] 235784000 2,397,600.00
| 1 Light Buoy Fi) Unit |  7.050.00 62,450 00 70,500,000 190,35000F 171315000  1,503,500.00
2 Light Beacoo 1 _Uait ] 1575000 141,750.00 157,500,000 15,230.00, 141,250.00 157,500.0G
3 Miscellaneoas 1 T 33600 00 302,940.00 336,600,000, 31,560.00, 252,940.00 336,600.00
TOTAL FOR ALL PROJECT LO“PO\ENTS 14,811, 95143 63,785,544.17| 78,597,925.58
(Sub-Total of Construciion Costh 12,507,531 41 43,046344.17] 5565392558
{Sub-Tois! of Equipment Procurement Cost) 2,304,400.60; 10,735,600.00] 13.0H,000.00]
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Table 3.4.2-4 Cost Estimaste for Phase 2 Devilopment

e Uit Peice In US$ Tolal Price in US$
, . Local Forelga Total (VAT Local Forelga
Project Component Quantity| (nit) Component | Componeat exclusive) Componeat | Com pofeut Tota)
(Surit) ($'uniy) $) %) L)
I_New Cootaloer Termloalgwb) | || | “11,496,065.69] 35,659,171.59] 60,180,237.28
1 Eanh Work - ) 1,646,140.28] 6323,759.19] 8,019,899.46
1.1 Reclamation 1,241,606] m3 125 a8s| 6092) 154595621 6012,9%0.72]  7,563,926.94
12 Revetment 40 m 21116 MBI 991431)  100,184.06]  365,788.46] 46597253
121 Fb T 1322 | m3 108 597 7051]  1426991] 7889535 93,1657
122 SloptProtection | 522 | ™ 7.86] 3020 38,061 4105906 157,70345] 19376251
123 Core Stone 7833 | m3 573 1649 _nns] 485500 129,18965] 17400474
"2 Paveancot - 2,147,522 83| 533675584  1,503,279.67
2.1 Stavice Road & Oxhers 43461 | m2 9.91 389 46822] 018486 160306428] 203490614
2.2 Stecking Yard s { m2 | 19 2894 483ss] 102840854 1,530,784.70]  2,559,193.24
2.3 Transfer Crane Slab 4554 m 101.49] 301.18§ 102.674] 462,183.26] 1,371,590.15]  1,833,77841
24 Inspection Asea Moo | o 1005 3796 48005] ~ r0677.61] 5344857  eni61s
2.5 Access Road ge0 | ml 10.0G5 37.96 48.009 84,406.56]  318,869.14 403,275.71
3 Building I S _ 1,077,91088]  2813,428.44)  3,921,050.03
| ok 1 | s sz odosonn]  sisnm| Fiaazas] ocoroeons
32 Operater's Offce B 1S | 41550535] 93568108 1,351,486330]  41580525]  935681.08] 1,351,48633
33 Gate 1 1S | 189,19582) 44112326 6303190820 18919582  441,123.26] 63031908
34 Maintenance Shop 1 15 81;65635 233853768 32154073 8165639 2388768 3N SH97
35 Substation ﬁ 1 Ls | 167,00078]  352,26307]  519,268803]  167.000.78] _ 352268.02]  519.268.50)
36 Admiaistration Buildieg | 0 LS 0.00 000 0000} 0.00 0.00 0.00}
37 Wahing Area i s | svac0e] 15521096]  194661566) 3042061  15524086] 19366157
4 Utlity 1,091,08657| 3,845,793.47] 4,889, 850.04
4.1 Waler Supply and Fire Fighting | 1 1S | _15503327) 312,76208]  467815357) 15500327  312,78208] 46781536
4.2 Etectrieal Works (exterion) 1 Ls | 66686871} 2574.59823] 3,241.466938]  666863.71| 2574,59825] 3,241,4665
43 Storm Water Drainage 1 170,684.07]  402,355.54]  573,009.609]  171,68407)  402355.54] 57403961
4.4 Scazge System 1 3,219.50 4,748.15 7.961.652 3,2i9.50 4,748.35 7,967.65
4.5 Orhers (Geoeralar, elc) i 4428102]  554,30044]  598500460]  4428102) 554300.44] 598595045
$ Wharf T | 334306652} 10,506,143.80] 13,850,215.71
5.1 Easth Work 20 | W |7 29005 628570 8377.145| 58577478} 1,759,995.01| 2345,762.75
5.2 Caisson Work TV 352687, 1046403 13990901 987,52456] 2929.%2721] 35745023
5.3 Castin-Place Concrete W0 Im . 3.595582 14,112.71 19,068.524] 1,387,628 50] 3,851,558.36]  5,339,186.86
54 Pavement 2% | m | s 1,657.62 2,255.555] 16742237]  461,13406]  631,556.42
5.5 Crane Foundation 280 Im 459.55 300885]  3493400] 13707385 84247824] 971955209
5.6 Miscellaneous 280 | Im | 28087 159306] 227397 7864246) 55805587} 6366981
6 Channel and Basin Biredging 32,0660 m3 249 2.69 12.184 79,831.51 310,784.86 39062237
7 Equipment o 1 B 2,159,500.60) 19,435,500.00) 121,555,000,00
___71Genlry Crane 2 Unit | 62500000] 562500000 6,250,000000] 1,250,000.00| 13,250,000.00] 12,500,000.00
72 Frensfer Crane B 5 Heit 139;500.00] 1237500001 1,375,000.000 65350000 £187500:00]) 687500000
73 Yerd Tractor 1” | e 750000] 67500001  75000000)  90.00000]  810,00000]  900,000.00
34 Yerd Chassis 36 | Uex 1,50006)  1350006]  15000000]  5400000!  486006.00) 54060000
75 Recchstocker 3 | wver | s250000 Seasocel 625000000  6250000] 56230000  &2500000
76 Forkdift-(Sion) 3 Yet | 350000  31L,500001 35,600.000 350090 L50000] T 3500000
3 Forift-{ten} 5 Unit 2,000.00 1800000 20,000.000 12,000.00 108,600.00 120,608.00
I Aceess Road 1 1 0.00 0.00 0.00
1 Reclamation : 0 m3 ) L) R 1/ 7.051 0.00 0.00 0.06;
2 Excavation o 0 m3 1.26 4.43 5.650 000 000 0.004
3 Pavement ) m2 1005 1171 51.763 0.00 0.00 0.003
4 Slope Protection 0 m3 136 3020 38.061 000] o000 __oog}
5 CoeStone 0 m3 573 1649 2218 0.00 0.00 0.00
65hd 0 | = 1,089.27 2,161.21 3,250477 o0 000 0.00
|7 Gkkers (Deain, Light, etc) 1] m 2052 4161 62131 0.00, 0.00] 0.00
Ii{ Rehabilitation/Relalorcement of the Existing Facilities (Marine Terminal) . o 862,017.61] 3,447,59206] 4,009,619.67|
1 Steel Pike O § tm | 209065]  2195446]  240d5am|  729971.73] 241499044 261496218
2 Aproo Widening 10| | 2960867 8585.94]  11,546609]  325,67338] 94445336 127012695
3 Repair Older Member 11D kn 58.02 80135 859,369 635240 83,148.05 94,53054
LV Natigation Ald } 0.00 0.00 0.00
1 Light Buoy 0 | wait | 7050000 6345000]  70,500.000f 0.00) 000 000
2 Light Beacen __ 0 Unit | 15750000 141,75000]  §57,500.000 0.00 0.00 000
3 Miscellancous 0 LS 33,66000  302,94000] 336600000 T 0.00] 0.00| 0.0
TOTAL FOR ALL PROJECT COMPONENTS ] 12,058,09330] 52,131,763.65| 64,189.856.95
{Sub-Total of Construction Cost) 9898,58330] 32,696,263.65] 42,594856.95
(Sub-Total of Equipment Procurement Cost) 2,159,500.00] 19,435,500.00] 21,595,000.00
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3.5 Construction and Implementation Program for Shoxt Term Plan

3.5.1 Construction Program for Short Term Plan

The following considerations have been incorporated in the previous cost estitnate and
the overall construction schedule has been developed as shown in Table 3.5.1-1.

(1) New Terminal Construction at Cubi Pt.

For the construction of the new container temminal at Cubi Pt, a large quantity of
reclamation and dredging works for the filling matenals will be required. As presented in the
Preliminary Design, the reclamation fifl will be obtainable from the offshore seabed, where
hard sediments like coral or exposed weathered andesite are expected. Considering this for the
dredging/reclamation work, a suilable type of dredger with sufficient capacity, i.e. most likely
cutter suction type, will be mobilised.

In addition, the caisson quay structures preliminary designed normally require their
fabrication yard capable of casting and towing huge RC boxes. It is, however, expected that
floating docks wll be used for the box fabncation, since such open yard is not available in
Subic Bay. Accordingly, the construction of the new container terminal at Cubi Pt. essentially
requires mobilisation of the Jarge floating equipment, including high capacily culter suction
dredger and floating docks capable of loading at least tow boxes of the caisson unit.

Construction works enumerated below are expecied in the present program:

I} Mobilisation of floating equipment, such as dredger and floating docks, efc.;
2) Preparatory works;

3} Caisson box fabrication on the floating docks;
4) Dredging and earthworks,

5) Foundation prepazation for caissons

6) Placement of caissons;

7} Insituconcretle;

8) Crane foundation piling;

9) Crane foundation beam casting,

10} Back-up yard filling work and other earthworks
11} Pavement;

12} Building construction;

13) Utility works;

14} Demobilisation
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1) Mobilisation and Preparatory Works

More than 3 months will be required for the preparatory works, including mobitisation
of construction plants and major cquipment.

2} Caisson Box Fabncation

A floating dock (FD) of 5,000 DWT at the minimum capacity will be used for the
fabrication of caisson boxes, which enables two (2) umts of the box to be fabricated at the
same time. {Cadditional FIXs) are available, the period can be substantially shortened.

Standard cycle time for the fabrication of one box is assumed to be 45 days considening
6 steps of casting on the FD. Resulting productivity of the caisson boxes with one FD) is 4 units
per 3 months.

As described in the next work item of dredging, the caisson type guay wall should be
completed before the main reclamation work. Accordingly, the fabrication of the caisson boxes
shall be commenced immediately after the preparatory works.

3) Dredging and Reclamation

The dredging of shallower seabed at the quay front will be carried out by grab dredger
of 8 m3 capacity, which monthly dredging output is expected at about 40,000 m3/month. The
dredged materials will be transported by hopper barges to the reclamation area. It is, however,
necessary to construct the south revetment of the terminal to be used as a barrier against
propagation of the turbid sea water from the dredging points towards south west shore of Cubi
Pi. At the tip of this revetment, an wall of silt protector sheet will be extended northwards to
prevent turbidity of the sea water from further dispersion offshore of the bay.

The main dredging/reclamation will be carried out by a cutter suction dredger of about
8,000 HP. Considering net working hours of 420 hr/month and hourly velume of 700 m3/hr,
the dredging accomplishment is assumed to be about 300,000 m3/month. Prior to the
dredging/reclamation works, the terminal area should be enclosed by the revetment and caisson
quay walls, so that the reclamation area will also function as a sedimeniation basin. An
opening for spill way will be provided at the centre of the north west fevetment. The spill way
is also sheltered by the silt protector sheet in order to minimise the turvidity of the water
through the spill way. .

Details of the above considerations during the dredging works are descnbed in other
chapter on Environmental Studies.
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4) - Others

Stone works in marine construction will produce 200 m3/day of their completion,
while concrete casting will be casmried out about 300 m3/day at its maxianun production.

(2) Access Road Construction

In principle, no special works are required for the access road constuction.
Reclamation and earthworks will be mainly conducted on-land.

{3) Rehabilitation/reinforcement of the Existing Wharf (Marine Terminal)

Minor rchabilitation of superstructures, such as patching of minor cracks of RC
members, will be conducted without difficulties, while demolition and disposal works are
needed for replacement of the damaged members.

In the reinforcement of Marine Terminal, widening of the apron will be camried out
after the completion of piling work for crane foundation of Phase 1 construction of the new
terminal. The same equipment for the piling work, i.e. floating cranes, pile driving equipment
and barges will be used for this reinforcement, while piling of Phase 2 construction has not
started.

{4) Navigation Aids

Mechanical and electrical works for the light buoysbeacons will be completed in the
manufacturer’s shop in a five month period. Threc months for the assembly and installation at
the site have been considered in the construction schedule to catch up the completion of Phase
I development.

3.5.2 Implementation Program

Based on the above construction schedule, the overall implementation schedule of the
Project, i.e. Short Term Development covering both Phases T and 2, has been developed as
shown in Table 3.5.2-1.

In this schedule, arrangement of fund/budget for the implementation of the Project, is
also presented only for reference, in case the Project is implemented under any grants/loans.

As can be seen in the schedule, the consultancy for the Project is asswmed to cover both
Phases 1 and 2 of the Short Term Development Plan.
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4. Port Development, Management and Operation

4.1 Intreduction of Private Sector and Responsibility of SBMA
4.1.1 Institutional Background ef Privatization of the Philippines
(1) Philippine Constitution

In regard to the institutional right of the president of the Philippines conceming the
participation of the private sector into any field of the government control, there is no particular
stipulation in the Constitution. However, Adticle VII of the Philippine Constitution ( 1987 )
provides that:

“ Sec.17.The President shall have control of all executive departments, bureau,
bureaus and offices. He shall ensure that the laws be faithfully executed.”

Since the SBMA Chairman is appointed by the President, the SBMA could be construed
as an “ executive department, bureau or office © under the authority of the President and in case
the President decides the direction of privatization of any field of governmental activities, the
above mentioned Sec.17 will be a fundamental institutional background of the President in doing
50.

(2) Republic Act No,7227
The President shall have direct control and supervision over the BCDA:

“ Sec.17. Supervision. — The Conversion Authority ( BCDA ) shall be undex the
direct contro! and supervision of the Office of the President for purposes of policy
disection and coordination.”

The President shall prescribe general guidelines for the BCDA regarding privatization:

“ Sec. 10. - Function of the Board. — XXX (¢) Carry out the purposes of the
Conversion Authority with the following terms and references: XXX (2) Starting
the fourth year of the Conversion Authority’s full operation, a privatization or
divestment program of its projects and subsidiaries shall begin under the genesal
guidelines prescribed by the President of the Philippines.” ( Emphasis added )
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The BCDA exercises oversight function over the SBMA:

*“ Sec.5. Powers of the Conversion Authonty. — To carry out its objectives under this
Act, the Conversion Authority is vested with the following powers: XXX (1) To
exercise oversight functions over the Special Economic Zones declared under this
Act and by subsequent presidential proclamations within the framework of the
declared policies of this Act;

“ Sec. 14 - Relationship with the Conversion Authonty and the Local Goverment
Units -
{a) The provisions of existing laws, reles and regulations to the contrary
notwithstanding, the Subic Authority shall exescise administrative powers, rules-making and
disbursement of funds over the Subic Special Economic Zone in conformity with the
igh ion rersi thority.”

Under Republic Act No.7227, the SBMA is an implementing anm of the BCDA:

“Sec.13. The Subic Bay Metropolitan Authonty. - (a) The Subic Bay.
Metropolitan Authority is hereby created as an operating and implementing arm
of the Conversion Authority.” ( Emphasis added )

Based on the foregoing, it appears that the line of authority from the President extends to the
SBMA through the BCDA. Therefore, the President has the power to oversece SBMA
privatization activities

(3} Proclamation No, 50 ( by President F.V.Ramos }

The proclamation was signed by ex President Ramos on September 18, 1992 under the
caption “ PROCLAIMING THE ADOPTION AND IMPLEMENTATION OF THE SUBIC
CONVERSION PROGRAM AS A PRIORITY NATIONAL PROGRAM FOR ECONOMIC
DEVELOPMENT AND DIRECTING ALL HEADS OF DEPARTMENT, BUREAUS,
OFFICES, AGENCIES AND INSTRUMENTALITIES OF GOVERNMENT TO SUPPORT
THE PROGRAM “

Section 1 and 5 are explaining concretely about the privatization policy of SBMA as
follows:

“Sec.1, 1.1. The zone (including the adjoini ! litie
with stror nmlv tewwﬁﬁinﬂmggmdmm

ial an fer; ¢
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“Sec. 5. Privatization Policy. — The following policies on privatization shall
- guide the SBMA and the government departments, bureaus, offices, agencies and
instumentalities, in support of the conyersion program,

5.1 SBMA shall encourage the participation of the private sector by privatizing the
development and operations of the various facilities and projects necessary to fully
implement the conversion program;

5.2 SBMA, unless otherwise authorized by the Office of the President, shall limit #self to
lease of land within the base-lands;

5.3 SBMA may privatize through;

a) lease ofland and improvements or sale of improvements;

b) management contrack,

¢} joint venture to operate and manage utilities and certain vital facilities;

d) build-operate-transfer scheme or ils vatiants for capital intensive infrastructure
development; and

¢} other schemes allowed pursuant to Republic Act No. 7227,

(4) Exeeutive Order No. 12 ( by The President )

On August 14, 1998 Executive Order No. 12 entitled “ Revitalizing the privatization
Program of the Government * was issued by the President.
Basically, the EQ reaffirms the policy on privatization which is to promole an orderly,
coordinated and efficient program for the privatization of government entities, assets or activities
which are better managed, undertaken or owned by the private sector.

it also directs all government agencies and corporations 1o identify and list assets which may be
disposed/sold to the private sector, and government entities which may be more efficiently and
effectively undertaken by the private sector and submit said initial list of assets/activities to the
Committee on Privatization ( COP, an short explanation will follow ) within 30 days from the
issuance of the EO, The COP, as an executive office under the Office of the President, oversees
the Government’s privatization program. The COP is composed of the Secretary of Finance as
Chairman and the Secretanies of Budget and Management, Justice, Trade and Industry and
Director General of NEDA( National Economic and Development Authority ) as members.

The directive covers not only the remaining GOCCs ( Government Owned & Controlled

Company ) previously approved for privatization but also retained GOCCs whose
assets/shares/activities may also be considered for privatization. Aside from the assets/GOCCs
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identified for privatization, the EQ now covers disposition transactions of government
authorities such as but rot limited to BCDA( Base Conversion Development Authority ),
PEA( Public Estatc Authonty ), PTA({ Philippine Tourism Authority ), PEZA{ Philippine
Economic Zone Authonty ) and SBMA.

The basic principle for the issuance of the EQ is to rationalize the privatizalion activitics
of the Government.

{5) SBMA’s response to the EONo.12

In compliance with the EO No.12, the SBMA provided the COP with an official list of
the assets and activities which may be sold to or undertaken by the private sector. Contents of
that list are as follows:

Seaport

AIRPORT

JEST (Jungle Environment Survival Training )

SBMA Holel { Bldg 281 and 282 )

Bldg. 8574 ( Upper Mau ) suitable for hotel or dormitory
All Beaches

George Dewey ( Buildings along the Avenue )

Other housing units, especially those that are deteriorated
. Grande Island

10. Road Maintenance

11. Security Services { FSC)

12. Other Services

b C i A T e

It 1s worth noticing that the Seaport is at the top of the list, especially when
the concession matter is stitl in the hands of court. It is difficult o tell when the courts will make

decision so it is sincerely hoped that SBMA. will be able to handle the privatization program
without provoking any further law-suits.

(6) Historical Mgmo on Privatization of

Proclamation No.30 of 1986, as amended, launched a program for the disposition and
privatization of the government corporations and or the assets hereof and created the Comumittee
on Pnvatization (COP ) and the Asset Privatization Trust ( APT ).

Then Executive Order No.37 of 1992 restated the privatization policy of the

Government by encouraging govermment agencies and government corporations to identify
assets which may be more cfficiently, effectively and economically underiaken by the private
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sector, and that disposition of such asscts/activities may be undertaken through sale of
physical assets, leasing of assets, management and maintenance contracts or build-operate-
transfer ( BOT ) schenies.

As of June 30. 1998, out of the 562 Government Owned and Controtled Corporations
( GOOCs } Assets approved by the President for privatization, 453 were prvatized/disposed,
generating gross sales proceeds of P 184 bitlion.

So far the privatization program has helped substantially in improving the investment
climate, attracting foreign investments, broadening the ownership base, developing the local
capital market and gencrating substantial revenues for priority govemment expendilures.
However, there is still room for much greater private sector participation in developing the
Philippine national economy.

4.1.2 Responsibility of SBMA
(1) Fostenng the Entreprencur Spint

The fundamental definition of * Privatization “* is “ to transfer a business etc. from State
to private ownership. “
However, this definition is just an outline of privatization as a phenomenon.
It is just like an old saying that a strong man tends to drink much, but drinking much does not
necessarily make a man strong. In the same way, simply transferring assets from the public
sector to private does not guarantoe any success.

To understand the difficulties inherent in nnning an enterprise, one need only look at
the case of PAL ( Philippine Air Lines ). According to the company’s explanation on Jan. 25,
1999 PAL is proposing to sell its shares to the public as an alternative solution to its financial
problems.

The proposal, which is included in the rehabilitation plan submitted by PAL to the
Securities and Exchange Commission { SEC ), is on top of getting strategic investors that will
infuse much-needed fresh capital into the crippled airline.

According to the SEC, PAL will have to go through the usual strict regulations of registering its
stocks for an initial public offering.

In order to qualify, PAL has to show a three-year profitability record and it is not clear
whether the Philippine Stock Exchange ( PSE ) has a policy against listing companics that arc

under receivership, even if it shows profits during rehabilitation.

PAL may also have to change its plan of reducing its par value from PS per share to
P0.01 per share since the minimum par vafue allowed by the PSE is P1 per share. When
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privately owned, PAL was publicly listed and was traded at the Old Manila Stock Exchange
from Jan.27,1951 to Sept.9, 1982. When the airline was nationalized, the SEC ordered its de-
listing from the exchange since govemment- owned and controlled corporations were not
allowed to list. PAL had remained non-public even afler the company was taken over by the
ptivate sector.

Also, according to the SEC, PAL nceds to put its records in order and undergo an
independent audit of its accounts, first to justify its proposed reduction in par value and second to
prove its profitability should it push through with its plan to go public.

The task force assigned by the governinent to evaluate PAL’s rehabilitation plan noted
that PAL’s financial statements for three years ending March3l, 1996, 1997 and 1998 were not
audited, when these were the periods used as bases for computations made in the proposed plan.
One of the task force members is reported to have said ““ From hereon, there should be a regular
audit by an independent auditor in PAL’s financial accounts,”.

PAL will also be required to create a sinking fund o be administered by a tustee bank
that will allocate payments to creditors duang its rehabilitation.
This bank or institution would have the power to allocate and distribute the fund among the
creditors in accordance with rehabilitation plan.

Closely examining the history of PAL, it is clear all the transactions conducted by the
concerned people have not been in line with basic business ethics. For example, PAL has shifted
from a private company to a government owned and controlled corporation and back to private
company. On each occasion PAL had a chance to renew the organization, especially in 1995
when the company changed to the private sector for the second (ime.

We do not have any inside-story regarding their market strategy or administration policy,
however, the fact that the three years ending March 31,1996,1997 and 1998 were not audited
suggests that the business ethics of the management of PAL deviated from the normal practices.

It is of great importance , therefore, for any orgamization which is going to privatize any
part of its functions or fields to realize that the mere transfer of ownership from the public sector
to the privale is meaningless. The real importance lies in the spint of the management who run
companics, and that 15 the enteeprencurial spint.

It will be the responsibility of SBMA to screen the candidate companies and selecting
the company that undertakes a commercial venture in the nght way. SBMA should be careful
about the capilal it accepts. It is said that the capital that took over PAL was run by a tobacco and
beer magnate. In a free and democratic economy, there is no way to restrict the take-over of any
crppled company, however, the participation ef the private sector into the public sector is a
different story. The transition must be done in the name of the people, for the benefit of the
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people.

(2) Securing the Necessary Profit

While promoting privatization, SBMA must exercise 1ts power to promote the port

development, administration and operation as a Port Management Body. All the facalitics,
infrastructure and equipment of the Port need continuous maintepance and improvement
cntailing an enormous amount of money. ,
The cost sharing scheme between the national government, SBMA and the private sector must
be discussed and a mutual agreement regarding how to share the cost must be reached. In this
regard, SBMA must secure the necessary profit to pay for its share and this is the necessary
condition for the Poit to be operated satisfactorily.

A Port Management Body must financially be healthy before and afler the privatization.
The privatization should not be regarded merely as a means to diminish red figures. The
privatization is not a witch’s broom but a dual bladed sword which may benefit the holder or
may hurt him if he nususes it.

In this regard, again PAL case has taught us a precious lesson. If the management of
PAL had paid due aftention to securing the necessary profit to centinue running the company, the
cwrent situation would look different. The worst situation might have been avoided, if the
management of PAL had moved in the right direction.

(3) Transparency

The transparency of any economic body is a fundamental condition in  modem
economic society. SBMA is not an exceplion and if requested, it must open the necessary
information to the public. If necessary, SBMA must be ready to defend its decision making in
the process of privatization. The following questions might anse why one specific candidate is
selected as a new facility operator? Or what is the meat of the decision for SBMA in the short
term and long term? If these questions are answered cleady, there would be no time consuming
arguments. In the world of today where time is money, a “quick decision with quick action
* could be the strongest strategy but it must be followed by accountability at the same time,
otherwise “ quick decision “ will surely meet an obstacle resulting in an abrupt braking.

Corruption is the shadow of transparency and where there is corruption, transparency will
become vague just like a x-ray photograph. Therefore, transparency should be considered as an
established method to judge whether an organization is operated rightly or not.



{4) Faimess

Privatization of the Nation’s and People’s assets, activities and rights must be carried out
impartially. It is a stmple fact that any privatization needs a huge amount of moncy, and the
central question is where that money come from. In many countries, privatization is merely a
game among limited members in a closed room. Bureaucrats and tycoons of the business world
sit down around the table and play games. If one tycoon fails in a field of business, say an air line
business, another one takes over the right from him by making necessary fund selling his stock
share in some other field, for example the brewery business. In this process, the last bridge-head
is a governmental organization like COP that leads and watches the action of the players.

SBMA, in collaboration with COP, should try to be a watch tower in the process of
pinvatization. The first step is to open the door of the playing room and next is to increase the
numbers of players. For example, in a case of concession, just a nominal and ceremonial public
notice is not enough. It is desirable that SBMA try to explain the strong points as well as the
weak points of the assets and rights that are going to be privatized through the concession.

It is to be born in mind that the privatization could be an untamed child, and if he is lefi
alone and society allows him to do as he likes, he can become a real monster damaging all
people around him. What he needs is social training, how to behave in the business world, how
to contnibute to the society through his business.

In this regard, it is hoped that SBMA will make unfailing efforts to educate its staff and

not only those who are directly involved in the privatization program but also any personnel in
gencral on the importance of the above,
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