




























































































3 3  

Photo : Burns Philp 

P l at e  1 2 . The l oading of the open-hat ch ve s se l , Teno s ; l oa d  
o f  no . 2  hatch i s  a t  a n  ear ly  s tage with pal l et ­
i s e d  car go s t owed f orward a n d  the connnencement o f  
the l oading of  F f l a t s  i n  s quar e  

Photo : Burns Philp 

P l at e  13 . Loading near comp l e t ion ( not e the nature of the 
unit - l oad car go ) 
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h our rate wa s 5 3 . 9  WM t ons  c ompar e d  with 48 . 2  WM t ons for the 
N imo s ; the l a t t er , however , wa s d i s char ging and l oa d ing on 
avera ge 37 per c ent mor e car go . The ab sence of sharp d i f fer­
enc e s  b e tween the two set s  of  equipment pre sumab ly s t ems from 
their mixe d charac ter i st ic s  - r ival sys t ems compri se d  ent ire­
ly o f  pa l l e t s  or  c onta ine r s  may have re sul ted  in greater var i­
a t i ons . Indee d ,  i t  has been arg�ed that pal l e t i sa t i on i s  
e s sentia l l y  a por t - t o- por t operat i on b ecause o f  di f f icu l t i e s  
i n  u s ing such methods away f r om the whar f  at the pr o duct i on 
end of  th e r oute ( B ir d 1 9 7 1 : 9 9 ) . 

1 S i de - port ver sus open-hat ch ve s s e l s  

The e f f iciency compar i s ons b etween the two s e t s  o f  equ ip­
ment are rather inconc lus ive but the s i de -port ve s s e l  does 
g ive a h i gher return on cap ital than the open-hat ch ve s se l  
because  o f  the higher f ixe d/variab l e  c o s t  ratio o f  the more  
soph i s t ica t e d  type o f  ship . Thes e  d i f ference s  in  pr o fitab i l ­
i t y  can only b e  sub s tantiated b y  compar ing the c o s t s  and 
revenue s o f  a mode l - type s ide - l oading ship u s ing pal let s and 
an open-hatch ve s se l  u s ing a c omb inat i on o f  f l a t s  and pa l l et s  
( see Tab l e  3 . 6 ) . D i f fer ing s iz e s  and speeds  o f  ve s s e l s  are 
u s e d  to empha s i s e  e c onomie s  o f  s ca l e  and t o  produce r e sul t s  
that  are indicat ive o f  the trade even though they are , a t  
b es t , onl y  approxima t i on s . The r e su l t s  are intended t o  i l lu s ­
trate di f ferenc e s  between the two ve s se l s  under i de a l  c ondi­
t i ons  rather than in actua l  operat ion s  in the Austral ia-Papua 
New Guinea  trade . In the r eal wor l d  i deal con di t i on s  are di s ­
rupted b y  tax conce s s ions app l i cab l e  t o  part icular f l a g  car­
r ier s , l inks with c ompanie s out side shipp ing , weather , and 
the state  o f  industr ial r e lations on the waterfr ont. 

The hypo the t ical returns f or a s ingle port of ca l l  and a 
60 per cent outbound and 1 0  per cent inbound payl oad  fr om 
Aus t ral ia indicate tha t the pr e - t ax pro f i t  o f  a side-por t 
l oa der woul d be  35 per cent on a whar f - t o-whar f ba s is c ompar e d  
with 9 per c e n t  f or an open-hat ch ve s se l . The d i f ference i s  
c ompounded when the ships  are operat ing at  near - capac ity with 
an 80  per cent outbound and 20 per cent inbound payl oad  ( see 
Tab l e  3 . 7 ) .  P r o f it s shrink when two -port l oading and two­
port d i s charge are introduced as a dd i t i onal ca l l s  add between 

Thi s  s tudy takes  as it s s t ar t ing point previou s  work under­
t aken by Penovic ( 1 9 70 )  for the then Directorate of Transpor t  
o f  Papua New Guinea . 



T able  3 .  6 

Char acter i s t i cs o f  model -type s i de -por t and open -hat ch ve s se l s* 

I t em Unit s .l:'ort Hor e s b_y onI_f �ae anci _Rabau! 
S ide ::-port Open -hat ch S ide -port Op�n -hat ch 

Pay l oad Dwt 5 , 200 6 , 000 5 , 200 6 , oc 
S pe ed Knot s  1 5  1 7  1 5  ] 
E s t imated  pur chase  pr ice $ p er ve s se l  1 , 200 , 000 4 , 000 , 000 1 , 200 , 000 4 ,  OOO , QC 
E st imat ed daily hir e r at e  

( including wages ,  ships $ per ves sel  1 , 650  2 , 420 1 , 65 0  2 , 4 � stores  and a l l  other 
admin i st r at ion co st s )  

Motor fue l at sea  T on s . per day 24 3 2  24 ':: 
( at $ 1 8 . 30 per ton ) -

D ie s e l  fue l  in por t T on s  p er day 1 1 . 5  1 1 .  ( at $ 3 1 . 30 per ton ) 
E st imated s t evedor ing $ per t on 1 0 . 00 co st s 1 0 . 00 1 0 . 00 1 0 .  00 

Pall et s  ( le as e ) $ per t on 0 . 90 o. .  a .  0 . 90 n.  
Pal l et s  and f l at s  ( lease ) $ per t on n . a . 1 .  25  n . a .  1 .  5 
Agency comm i s s i on % 1 3  1 3  1 3  ] 
T ime at sea  Day s  6 4 . 5  7 5 .  
T ime in port Days  1 0  9 . 5  1 1  1 0 . 
Voyage durat ion D ay s  1 6  1 4  1 8  1 5 . 
Voyage s per year Number 2 2  25 20 r 

I. 

E s t imated p ort charge s $ p er ve s se l  4 , 40 0  4 , 400 5 , 000 5 , oc 
Gr o s s  revenue ( average ) $ p er t on 3 0 . 00 30 . 00 3 1 . 00 3 1 . C  
C l aims $ per ton 0 . 25 0 . 25 0 . 25 0 .  � 
* Cargo t ax has b een omit t ed . w 
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Voyage cost s :  

Fixed : 

Dail y  h ir e  rate 
Port charges etc.  
Bunker s - mot or fuel 

diesel fuel 

Sub-total 

Var iab l e : 

S tevedoring 
Equipment 
C l aims 

Sub -total 

Total voyage cos t s  
Total cos t s  per annum 

Voyage revenue : 

Gro s s  
Agency commi s sion 

Net revenue per voyage 
Net revenue per annum 

Pro fit : 

Pre-tax 
Return on cap i t a l  

S ource : f i e l dwork .  

Table 3. 7 

Hypoth e s i sed returns on model -type side -port and open-hatch ves sel s operat ing 
( i) a Sydney/Brisbane-Port Moresby service , ( i i) Sydney/Brisbane-Port Moresby/Lae 

service with northbound : southbound percentage payloads of 60 : 10 and 80 : 20 
( $ )  

S ydney/Bri sbane-Port Moresby Sydney /Brisbane-Port Moresby/Lae 

S ide -port Open-hatch S ide-port Open-hatch 
60 : 10 80 : 20 60 : 10 80 : 20 60 : 10 80 : 20 60 : 10 8 0 : 20 

26 , 400 26 , 400 3 3 ,880 3 3 , 880 29 , 700 29 , 700 3 8 , 23 6  3 8 , 23 6  
4 ,400 4 , 400 4 , 400 4 , 400 5 , 000 5 , 000 5 , 000 5 , 000 
4 , 392 4 , 392 5 , 56 3  5 , 563 4 , 83 1  4 , 8 31 6 , 090 6 , 090 

188 188 211 211 219 219 254 254 

3 5 , 380 3 5 , 380 44 , 054 44 , 054 3 9 , 750 3 9 , 750 49 , 580 49 , 580 

3 6 , 400 52 , 000 42 , 000 60 , 000 3 6 , 400 52 , 000 42 , 000 60 , 000 
3 , 276 4 , 680 5 , 250 7 , 500 3 , 276 4 , 68 0  5 , 250 7 , 500 

910 1 , 300 1 , 050 1 , 500 910 1 , 300 1 , 050 1 , 5 00 

40 , 586 5 7 , 980 48 , 300 69 , 000 40 , 58 6  5 7 , 98 0  48 , 300 69 , 000 

75 , 966 93 , 360 92 , 354 113 , 054 80, 336 97 , 730 97 , 88 0  118 , 580 
1 671 , 25 2  2 , 05 3 , 920 2 , 38 3 , 85 0  2 , 8 26 , 350 1 , 606, 720 1 , 954 , 600 2 , 251 , 240 2, 727 , 340 

109, 200 156 , 000 126,000 180 , 000 112 , 840 161,200 130 , 200 186 , 000 
14 , 196 20 , 280 16 , 380 23 , 400 14 , 669 20, 956 16 , 926 24 , 180 

95 , 004 135 , 720 109,620 156, 600 98 , 171 140, 244 113 , 274 161 , 820 
2 , 090 , 088 2 , 985 , 840 2 , 740 , 500 3 , 915 , 000 1 , 963 , 420 2 , 804 , 88 0  2 , 605 , 302 3 , 721 , 860 

418 , 836 931 , 920 356 , 650 1 , 088 , 650 356 , 709 850, 028 354 , 062 I 994 , 540 
34 . 9  77 . 7  8 . 9  27.2 29 . 7  70 . 8  8 . 9  24 . 9  

w 
0\ 



8 7 �  p er t on f or a s i de- port l oa der and 9 2 �  per t on f or an 
open-hat ch ve s se l  wi th an 80 t o  20 l oading . l 

3 7  

The rea s ons f or the varying per formance s  o f  the two ve s se l s  
are r oo t e d  i n  the relat ive cap ital  out l ays on ship s and equ ip­
ment ; s t eve dor ing c o s t s are cons i der e d  t o  b e  equal but heavier 
equipment is requir e d  in open-hatch ve s se l s . The b e t t er rat­
ing o f  the s ide- p or t - l oading ship s on r e tur n  on cap ital  s t ems 
large ly  from the l ower c o s t  of mo di fying a sec ond-hand c on­
vent i ona l ship compar e d  with ' pur cha s ing  a new open-hatch ve s ­
s e l . But thi s dif ference in capi tal c o s t  i s  over s ta t e d  be� 
cause under normal c ondit i ons pre - owne d sh ips  are b ought f or 
cash whereas attrac t ive credit fac i l it ie s  are ava i l ab l e  f or 
new shi p s . Such di f ference s c oul d be  one reas on why operat or s 
in the Aus tral ia-Papua New Guinea trade are unwi l l ing  t o  adopt 
the mor e  cap i ta l - int ens ive sys t ems o f  conta iner i s e d  t r anspor t  
e i ther between inland depot s  o r  o n  a door - t o- door bas i s . The se 
r e sul t s  a l s o emphas is e  the prob l ems o f  accept ing advice fr om 
int ernat i onal agenc i e s  a s  each trade has  i t s  own r e quirement s 
r e l a te d  t o  v ol ume , cormnodity s truc tur e , the number and type 
of por t s  s erve d ,  and the t ransport infr a s tructur e . 2 

Ocean fre i ght rates  

The p r o f i tab i l i t y  of  uni t- l oa d  ve s s e l s  ( b e l ieved t o  b e  
par t i cu l ar l y  marked in 1 9 69 ) ha s n o t  r e s ul t e d  in a r e duct i on 
in fre i gh t  rat e s , the introduc t i on o f  ' fr e i ght o f  al l kinds ' 
( f . a . k . ) s tandar d rat e s  for wei ght and mea sur ement , rebate s 
f or pa l l e t i se d  or container i s e d  cargoe s , or s pace charter 
rate s . The shipping compani e s  ab s orbe d mos t  o f  the bene f it s ,  
but the un it - l oad ve s se l s ,  in checking the upwar d spiral  o f  
c o s t s ,  di d he l p  t o  stab i l i s e  rate s between July 1 9 6 1  a n d  Janu­
ary 1 9 7 1 . B e s i de s  the indirect  b ene f it s  s t ermning from more 
re l iab l e  s ervice s ,  the inc i dence o f  trans fer cos t s , c ompr i s e d  
l a r ge l y  o f  the ocean fre i ght rate , mus t  have fa l l en appr e c i ­
ab l y  over the per io d . F or examp l e , the fre i ght rate  f o r  r ice 
has  decl ine d a s  a prop or t i on o f  the r i s ing f . o . b .  pr ice for 
the c ormnodi ty at a l l  main por t s ,  par t i cular ly s ince 1 9 6 7 - 6 8  
wi th the marked upsur ge i n  the general c o st o f  imported  

W i th ful l uni t i sati on there is  about a 2 0  per cent l o s s  o f  
s p a c e  a s  mos t uni t - l oad shi p s  at tain the ir  ful l cubi c  capac ity 
be for e  rea ching the ir ful l deadwe i gh t  b ecau s e  pal l et i s e d  and 
conta iner i se d  car goes are gener a l l y  bulky , l ow� dens ity cargoes  
with a h i gh s t owage fac t or . 
2 Fairp l ay Interna t ional Shippi ng J our na l , vol . 240 , no . 4 , 58 6 , 
1 5  July 1 9 7 1 , pp . 4 7 - 5 3 . 
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f oodstu f f s  ( see Tab l e  3 . 8 ) . Thi s tr end , a s  not e d  previou s l y , 
was reve r s e d  in 1 9 71 when succe s s ive fre ight inc r ea s e s  boosted  
r a t e s  by 2 5 . 4  p er cent . 

Tab l e  3 . 8  

1 9 61 - 62 1 9 . 2  1 9 . 3  1 8 . 4  1 9 . 3  
1 9 62 - 6 3  1 8 . 9  1 8 . 8  1 8 . 0  1 8 . 7  
1 9 6 3- 64 1 8 . 9  1 8 . 9  1 8 . 0  1 8 . 8  
1 9 64- 65 1 5 . 9  1 9 . 0  1 7 . 8  1 7 . 7  
1 9 65 - 66 1 5 . 9  1 8 . 9  1 7 . 9  1 5 . 8  
1 9 66- 6 7  1 5 . 8  1 7 . 1  1 5 . 9  1 5 . 9  
1 9 6 7- 68 14 . 8  1 5 . 1  1 4 . 6  1 5 . 8  

1 . 0  1 . 6  

S our c e : Papua New Guine a Bureau of  S tat i st i c s  ( 1 9 6 1 - 62 · to 
1 9 69 - 7 0 ) , 

Techni ca l l y  there  i s  no Shi p p ing C onference in the Australia­
Papua New Guinea trade but al l sh ipping compan i e s , except the 
Nauru Pac i fi c  L ine operating out of Me lbourne , s ub s cribe d . fully 
t o  the increa s e s  whi ch were app l i ed without c on su l t at i on s ince 
there was no author i se d  shipper s ' organi sat i on . The fre i ght 
r i s e s , however , have be s t irred  Papua New Guinea shipper s int o 
attempt ing t o  f orm such an organi sat ion because , under the 
p o l i c ie s  of the Aus t ral ian government expre s s e d  in the Trade 
Prac t ices  1 9 65 - 1 9 69 , the Shipping C onfer ence or individual 

��=� =� s  are required  t o  ne got iate rat e s  wi th an approved 
b o dy .  Presumab l y  the danger of such an organi sat i on is that 
it  c ould fa s t  become a means o f  s ub s t i tut ing smal l  regu l ar 
r i s e s  in freight rates  f or l ar ge and infrequent imp o s t s  be­
cause  i t  can do l it t l e  more than di scu s s  rate s . The organi­
s at i on may a l l ay s ome o f  the  c r i t ic i sm generated by fre i ght 
incr ea s e s  among tho s e  with l i t t l e  cho ice but t o  pay . 

New ve s se l s ? 

I t  has  b een sugge s te d  that the Admini strat i on shoul d s p on­
s or i t s  own ve s se l  in c o- ope ra t i on with exis t ing coastal ship­
owner s ( Un i t e d  Nat i ons D eve l opment Programme 1 9 69 : vol . 2 , p . 9. 36). 
But  a s  such a ve s se l  i s  intende d primari l y  for government 

.1 
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car goe s , the future pro s pe c t s  of fre igh t  forwar der s  must  r e s t  
with the p l ans o f  exis t ing c ompanie s .  Neither CONPAC nor 
NGAL p l ans to change i t s  spe c i al i s e d  e quipment or  int r o duce 
new types o f  ve s se l s b e fore 1 9 7 6 : A l though there i s  a l ar ge 

. mi s c.el l aneous e l ement in the s t at i s t i c s  tha t cannot be  analysed, 
i t  shoul d be technica l l y  po s si b l e  t o  con ta iner i s e  a t  l e a s t  4 0  
per cent o f  the trade ou t o f  Sydney ( see  Tab l e  3 . 9 ) . However , 
cel l ul ar ve s s e l s ( sh i p s  de s i gne d exclu s ivel y  f or carrying c on­
taine r s  in ' ce l l s '  s tacked s ix hi gh )  are pre cluded because o f  
in suffici ent volume and balance in exi s t ing f l ows ( an e s t i ­
mat e d  800 , 000 t ons  p e r  annum i n  each dir e c t i on i s  r e qu ired  f or 
pro f i t ab l e  operat i on) , the sma l l s i ze o f  the average cons i gn­
ment , the r e l a t ive ly  smal l  propor t i on of c ar go ava i l ab l e  for  
direct trans it  between a s in gl e  s uppl i er and s ingl e  cons i gnee , 
and r e s tr i c t ions on dis charging c ontainer s onto wharve s in 
Papua New Gui nea  ( ten t ons is the maximum permi t t e d  l oad at  
Lae ) . Tugs pul l ing bar ge s  and barge �arri er s , inc luding the 
LASH ( l i ghter- ab oar d- shi p )  sy stem in whi ch l ighter s carri e d  
aboard the mother ship are l oa de d  and di s char ge d  by i t s  crane s , 
probab l y  have b e tter prospec t s  in c oas t a l  shipping than in  the 
c ountry ' s  ove r seas  trade . Indeed ,  vehicle- de ck ve s s e l s de­
s igne d for r o l l - on tra f f i c  have the b e s t  p otential  for  the 
trade as they are compat ib l e  with exi s t ing e quipment , be ing 
ab l e  to carry container s ,  f lat s ,  mot or vehi c l e s , s t ee l and 
out s ize cargo at  r ap i d  l oading and d i s char ge rate s . The i r  
handl ing Tat e s  a r e  c omparab l e  t o  c ontainer ve s se l s  ( 200 t on s  
p e r  gang hour ) but they do  not nee d  expens ive crane s . Vehi cle­
deck ve s se l s acconnno date  pal l e t s on l ar ge r  f l at s ; thi s in­
crea s e s  handl ing e ff i c i ency but reta ins the pal l et uni t s ize . 
U s e  can b e  made o f  e i ther b ow ,  s tern or s i de ramps that  can be 
carr i e d  by the ve s se l  or bui l t  as par t  o f  a termina l - the 
l ower cap i t a l  c o s t  ( c .  $ 1 5 0 , 000)  in berth c onst ruct i on i s  one 
of thei r  s t r onge s t  a dvantage s .  Vehi c l e - de ck ve s se l s have a 
h i gher p r o f i tab i l ity than open-hatch ve s se l s ,  but they cannot 
mat ch s i de-por t  l oader s excep t on the shorter ferry r oute s  
where cargo handl ing woul d c ons t i tute  a h i gh pr opor t ion o f  
terminal and l ine-haul c o st s . Ma j or drawbacks t o  vehic l e ­
deck ve s se l s a r e  the h i gher capital out l ay a n d  the l o s s  o f  
s pace from carrying car go i n  vehic l e s  and o n  t ra i l er s ; the 
out l ay i s  about twice  a s  much a s  cel lular  ve s s e l s  o f  the same 
exteri or s i ze f or hal f  the payl oad  capa c i ty ( B ir d  1 9 71 : 9 5 ) . 

Ris ing labour c o s t s involved in handl ing pa l le t s  woul d 
make veh ic l e - deck ve s se l s inc r ea s ingly a ttract ive , a l though 
the vol ume and two-way l oading of  the r o l l - on ve s se l s in the 
Austra l ia-New Zeal and trade and opportunit ie s  f or fre i ght 
forwar der s to c on s o l i date  cargo f or sma l l  shi pper s are not 
yet ava i l ab l e . Indee d ,  it has been e s t imated  that  cargo-



Category 

A Prime 

B Su i tab l e  

C Mar ginal 

D Un su itab l e  

E Una l l ocated  

Tab l e  3 . 9  

A daptab i l ity t o  c ontaine r i s a t i on of cargoe s between 
Sydney and Papua New Guinea por t s ,  1 9 7 0- 7 1* 

(%) 

Character i s t ic s  Samp l e  commodit i e s  Ex- Sydney 

H i gh va lue ; high ocean 
freight rat e , suscept ib l e  
t o  damage o r  pil ferage 

Mo derate va lue , average 
ocean frei ght rate , mode s t  
sus ceptibi l i ty t o  damage 
or pil ferage 

Phys ical l y  suitab l e ,  but 
l ow value ocean shipping 
rat e , l i t t l e  s us cept ib i l ity 
t o  damage or p i l ferage 

Phy s i cal ly uns uitab l e  or 
e f f ic ient l y  carr ied  in 
spec ial i s e d  ve s se l s  

Wines and spir it s , 
pharmaceu t i c a l s  and 
non-bulky machinery 

Wood sh ingl e s , wire , 
b agged f 1  our 

S teel  ingot s ,  pig  
iron , unpr oce s s e d  
wood 

S crap iron , large 
trucks , s tructural 
s t e e l  

Not  spe c i f ie d  

5 . 0  

2 5 . 3  

1 0 . 4  

1 6 . 9  

4 2 . 4  

Ex-Papua 
New Guinea 

0 . 2  

44 . 4  

1 2 . 4  

4 . 8 

38 . 2  

* Ba s e d  on P or t  o f  New Y ork ' s c l a s s 1 f i cat ion s che�a ( Unit e d  Nat ions Department of  Ec onomic and 
S oc ial  Affairs  1 9 70 : 40 ) . 

Source : data fr om Mar i t ime S ervi c e s  B oar d ,  Sydney 

� 
0 



4 1  

handl ing c o s t s incr eas e  at a n  annual rate  of  1 0  p e r  cent o f  
the b a s e  year f or a conventfonal ship , 5 p e r  cent fo r a s ide­
l oader and 3 . 5  per cent for a c onta iner ve s s e l  ( United  Nat i on s  
C onference on Trade and Deve l opment 1 9 70 : 1 03-4 7 ) . As  vehicle­
deck ve s se l s are unl ikel y  t o  enter the  trade b e for e 1 9 7 6  and 
sh ipowner s  are adamant that the economie s  o f  operat ing uni t ­
l oad ve s se l s a r e  exhau s te d ,  more attent ion shoul d b e  given t o  
p or t  oper a t i ons in a b i d  t o  s p ee d  turn-round and impr ove cargo ­
handl i n g  rate s . l 

One company put s s t eve dor ing co s t s  a t  5 1  per cent o f  i t s  
gro s s  income . 



Chapter 4 

The p or t  operat ions s t a ge s  

. . .  the ir  car go handl ing potent ial  i s  entirely  
c ontr o l l e d  by  and  i s  dependen t upon the adequacy 
of th e whar f fac i l it ie s . The se  in mos t instanc e s  
are s a d l y  l acking b oth i n  Aus t r a l i a  and in Papua 
New Guinea . ( T . G .  Thorva l ds on ,  in The Par l iament 
of  the Commonweal th of Austral ia 1 9 70 : par t 2 ,  p . 6 7 0 )  

Austral ian port faci l it ie s  

The t rend i n  the Aus tral ian l iner trade s  t owa r ds uni t i sa­
t i on ha s nece s s itated  the pr ovi s ion of  t a i l or-made berth s  at 
maj or p or t s  so that the c.on s ol i dated  car go can be  hand l e d  
r a p i d l y  by fre i ght forwarde r s . No  s p e c i a l  ber th s  have been 
al l ocated  t o  the Papua New Guinea trade in Austral ian port s , 
al though the needs  o f  operator s have been recogn i se d . In 
Sydney , f or examp l e , p ier wharve s at  Wpol toomool oo and Wa l sh 
Bay are usua l ly a l l ocated t o  s ide- p or t  sh ips  handl ing pa l l et s  
wh ereas the s o l id-ba sed  berths a t  Dar l ing Harbour ( nos  8 ,  9 
and 1 0 )  are genera l ly r e s erve d f or C ONPAC ve s s e l s  because 
the ir uni f l a t s  and container s r e qu ire heavier l i f t s  and equip­
ment . F or t unat e l y  Dar l ing Harbour a l s o  ha s gener ous mar shal l ing 
s pace for stuf f ing conta ine r s , because a demarca t i on di spute 
between the Water s i de Wor ke r s  F e derat i on o f  Austral ia and the 
F e derat e d  S t or eman and Packer s Union has prevented  the company 
ava i l ing it s e l f  o f  the c ons ol i da t ing  services  o f  Mayne Nickl e s s  
Pty L t d  at  a n  of f -whar f  depot . I s l and agent s acting a s  broke r s  
be tween Au stra l ian s uppl iers  and Papua New Guinea con s i gnee s 
woul d pre fer berths  for th e trade , but the Mar i t ime Servi c e s  
B oa r d  r e s t r ic t s  receiving t o  the four days  pri or t o  the ship ' s  
arr ival in or der t o  obt a in a h i gh return  on inve s tment and 
maximum use of  the ber ths . As the berth s  at Sydney wi l l  suf­
f i ce unt i l  more radical ship s or organ i sat iona l me thod s are 
intr oduc e d , 1 the c r i t ical fact or i s  not the phys i ca l  fac i l i t i es 

The Par l iament o f  the C ommonweal th of  Aus t ra l ia ( 1 9 7 0 : par t  2 ,  
p . 68 2 ) . 
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but the c o s t  and l ow produc t ivity of l abour ( labour c o s t s  are 
three t ime s those  current in Papua New Guinea ) . 

The wat e r front in Papua 
New Guinea 

When the fir s t  uni t - l oad  ship s  wer e  int r o duced int o  Papua 
New Guinea in 1 9 6 7  the ir c o s t - advantage wa s qui ckly di s s ipate d  
b y  the problems o f  moving uni t i s e d  cargoe s through the whar f­
fr inging port s . Narr ow decks , re s tr i cted acce s s  t o  sheds due 
to f i shponds , insuff icient she d s pace and ina de quate  s t orage 
ar ea s , t ogether wi th unsui tab l e  e quipment , untrained casual 
labour , and tar dy cus t oms - c l earance pr ocedure s  c omb ined to hin­
der ship turn-r ound . Thi s  s ituat ion ha s change d markedly a s  
government or gani sat ions have s ought to  maximi se  the bene f i t s  
o f  unit i sa t i on , even though i t s  introduct ion may have b een 
pr ompted  by carr ier s who were anxi ous to overcome the c o s t  dis­
ab i l it i e s  of Austral ian por t s  and were c ontent mer e l y  t o  dump 
their  car goes  on Papua New Guinea wharve s .  

Many o f  the change s have stenuned fr om the e s tabl i shment of  
the Papua New Guinea Harbour s B oar d ( 1 967 )  to exerc i se uni f ie d  
cont r ol over the gazetted main por t s  - P or t  More sby , Lae , 
Rabaul , Madang , Samarai and Kavieng . l Through i t s  of ficers  
the B oard ha s b een �bl e  t o  make exist ing faci l i t ie s  more e f fec­
t ive and has ·suppr e s sed , at l ea s t  t emporar i l y , a c l amour for 
grandiose  port devel opment s by introducing the foll owing d.i s ­
criminat ory mea sure s :  ( i ) a ber th re serva t i on sy stem for over­
seas  ships that are s che du l e d  f i ft een days ahead o f  the ir  pro­
posed  arr ival , arr ive with more than 80  per cent o f  the ir cargo 
uni t i s e d  ( pr e - sl ung excep t e d) , di s char ge at a net . gang  hour 
rate not l e s s  than twenty- f ive WM tons , and have a minimum of 
50 per cent of their cargo not requir ing s orting in th e shed ;  
( ii )  the s t r i c t  adher ence t o  a f r e e  s t orage per iod of f our days 
and the impos it i on o f  exce s s  charge s t o  di s courage importe r s  
u s ing the she ds  a s  t emporary war ehous e s  ( when the sheds wer e  
under the control of the Cus t oms Department free s t orage c oul d 
be , and frequent ly was , extended by the Col lector o f  Cus t oms 
if the Department was behind in cl ear ing entry document s ) ; and 
( i i i )  the introduction in N ovember 1 9 69 of  r ound-th e- c l ock 
working at Lae wh i ch was then the mos t c onge s te d  p or t . In 
t erms of  . spee ding car g o  thr oughput and turn-r ound of uni t- l oa d  
ship s , the berth re servat i on sys tem ha s been s ucc e s s fu l . NGAL 
was the f i r s t  company to make extens ive use  of the system ( see 
Tab l e  4 . 1) ,  but CONPAC ' s  ve s sel s have s ub s e quent ly been pro­
granuned to  mee t  its  requirement s .  

Kieta and Wewak wer e  gaz e t t e d  in July 1 9 7 1 . 
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Photo :  Department o f  Information and Extension Service s ,  Port Moresby 

P l ate 1 4 . T r ad i t ional methods o f  handl ing cargo at 
Kerema by Kuku 

Photo: Burns Phi lp 

Plate  1 5 . C argo rece ived and con s ol idated  int o uni t ­
l oad s pr ior t o  l oading at Sydney 



Photo :  Burns Phi lp 

P l at e  1 6 . Pal l e t i s e d  cargo b e ing st owed int o  a c on­
t ainer pr i or to l oa ding at  Sydney ( note  
the  l o s s  of cubic  space ) 

Photo:  Burns Phi l p  

P late 1 7 . MF fl at s and F f l a t s  wait ing t o  be  l if t e d  
aboard T e n o s  at  no . 1 0 whar f ,  Darl ing 
Harbour , Sydney ( see Table 3 . 2 ) 
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Tab l e  4 . 1  

Average p ercentage s of cargo uni t i s e d , s or t e d  in shed , and del ivered direct 
by ve s se l s  under the berth r e s e rvat ion system ,  Apr i l  t o  August 1 9 70 

P ort  

Lae 
Madang 
P ort  Mor esby 
Rabaul 
Rabaul 

Ship 

I s l and Chie f 
I s land Chie f  
C oral Chie f 
I s land Chief 
Mar s ina 

No . of  
voyage s 

7 
7 
6 
6 
5 

Average 
inb ound . 

cargo p er 
voyage 
( tons ) 

1 , 7 66 
8 1 1  

2 , 9 64 
9 9 1  

1 , 45 7 

Uni t i s e d  Sor t e d  i n  D e l ivere d  ( %) shed ( %) direct (% )  ( minimum (maximum 
( not 

permitted  permitted  
� 80%) ;'( : so%) *  s pe c i f i e d)i': 

90 . 0  2b . 4  14 . 6  
86 . 0  44 . 3  8 . 7  
82 . 7  7 . 6  2 3 . 4  
91. 6 1 . 0 4 . 4 
8 6 . 4  30 . 6  5 . 4 

* The percentage s are not cumul at ive acr o s s  the r ows : each f i gure repr esent s a separate cal cu­
lat ion based  on the average inbound car go per voyage . 

S our ce :  Papua New Guinea Harbour s Boar d . 

� 
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F ew over seas  c onvent i ona l o r  l oca l ve s s e l s wer e inconveni -
1 enced  by the berth r e servat ion system dur ing i t s  tr ial per i od, 

a l though s ome cargo was badly unit i se d  f or acceptance and s or t ­
ing . F or exampl e ,  o n  on e occa s i on at P or t  More sby it was 
e s t imat e d  tha t  at l e a s t  30  pe r cent o f  the cargo had t o  b e  
s tacked c onvent iona l l y  in th e shed due t o  mixe d mark s . The se 
mixe d marks were  not conf ine d to s ingl e unit s .  Al s o ,  par t s  of 
one con s i gnment were  spread over three uni t s  whi ch each con­
taine d at l ea s t  f ive di f ferent marks . The conge s t i on cau s e d  
b y  a l ar ge number of smal l con s i gnee s  br oaching cargo e s  i n  the 
sheds i s  s t i l l  a di f f iculty to be  solved , but there have been 
s ome impr ovement s  in c overe d  and open s t orage space . 

Under exi st ing arrangement s no s ingl e b ody incur s the port 
c o st s  whi ch are br oken down as f ol l ows : ' ( i ) s t evedoring ( $ 1 
t o  $ 1 . 30 p er WM t on for convent i onal ships  and 65� per t on 
for uni t - l oad ves s e l s ) , c o s t  o f  ship ' s t ime , p i l otage , por t  
due s  ( 35�  per WM t on) , and customs-watching char ge s are borne 
by the shipping company and covered by the freight rate ; ( i i )  
l abour and s t a f f  empl oye d b y  the port auth or it y  in maint aining , 
prepar ing and al l ocat ing cargo space are char ge d at  75C  per 
t on d ir ect del ivery , plus 5�  per t on space rental  f or car go 
s tacke d in sheds or open st orage �reas  ( st orage charge s i f  
app l icab l e  ar.e extra ) ; ( i i i )  the handl ing char ges  are r a i s e d  
by s t eve dor e s  at the usua l rate of  $ 1  p e r  ton i f  del ivered 
direct fr om the wharf , or $ 1 . 8 0  i f  moved t o  a transi t  she d or 
s tacking area , and are payab l e  by the shipper or the con s i gnee 
depending on the t erms of  sh ipment ; and ( iv )  the pr e s entat i on 
of  the b i l l  o f  l ading whi ch serve s a s  a c ontract o f  carria ge , 
a receipt  for the goods , and a document of s a l e  by a cu s t om ' s 
agent i s  charge d at the rate of $ 2 . 50 f or r e gu l ar cus t omer s  
( ful l ent ry $ 3 . 5 0 t o  $ 4 )  an d $ 3  for i rregul ar c l ient s and i s  
general l y  paid  b y  the cons i gnee ( as the b i l l  o f  l a ding can 
have severa l  entr i e s  on it  the se char ge s per t on can only be  
averaged) . · Regar dl e s s  o f  who bear s the c o s t  ini t ia l l y ,  the 
s eparate i t ems can be consol i dated a s  a t otal  char ge . b orne 
ul t imat e l y  by the cons ignee . 

A pre s s ing nee d  i s  t o  spee d up the pr e s entat i on and pro­
c e s s ing of  cust oms document s .  I t  take s about two hour s · t o  
c l ear a s ingl e ' straigh t f orward i tem ' that doe s  not require a 
statut ory dec l ara t i on and b ond , and perhaps two days t o  pro ­
ce s s  the docke t s  of a l ar ge organ i s a t i on ( see  F i g . 4 . 1 ) . Much 
ha s b een done by Cus t oms to improve i t s  clear ance procedures , 

P ort  Manager ' s  r epor t s , Papua New Guinea Harbour s B oar d ,  
1 November 1 9 69 t o  1 Apri l  1 9 70 . 
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F ig . 4 . 1 .  A s chematic  repre sentat ion o f  documentat ion procedur e s  in 
the Au stral ia-Papua New Guinea trade , Augu s t  1 9 70 
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but  the main del ay is  caused  by dep endence on  the  receipt  o f  
th e mai l ed invoice fr?m Austra l ia and the ne got iated  bi l l  o f  
l ading fr om the banks t o  obtain the r e l ea s e  o f  cargo . Thus 
sh ipping compan i e s  are now pr oviding a service  fa ster  than 
the cormnercial  transact i on . 

The s ituat ion i s  �ggravated by var iat ions in or dinance s 
governing the working hour s o f  the Cus t oms Department and 
Harbour s B oar d .  As yet l i t t l e  inve st i ga t i on ha s b een under­
taken int o the pos sib i l i t y  of abo l i shing the f orma i i ty on 
whi ch s ome document s  ar e based or , i f  they are ind i s pensab l e , 
of  s impl i fying their exce s s ive number and comp l exity ( Simonsson 
1 9 6 7 ) . Move s are b e ing· made f or an a l i gned syst em o :t. docu­
mentat ion , but there wil l  s t i l l  b e  prob l ems f�r f orwar der s .  
F or a homogeneous unit - l oad  b etween one shipper and one con­
s i gnee a shipowner ' s  b i l l  of l ading wil l  suf f ice . But b e fore 
fre i gh t  forwarde r s  can . . begin con s o l i da t i on . .  a c t ivi t i e s· the ir 
authority to  take away the mixe d cargo wil l  have t o  be . approved 
by the Cus t oms D epartment and banker s a s  i f  it had b een i s sued 
�y the shipowner f or goods  forming a por t i on o f  the uni t - l oad . 
Unl e s s  documentat ion pr ocedure s  are overhaul e d  much of  the in­
herent potential  in uni t i sat i on cannot be real i se d . I f  fr.eight · 
f orwarder s di d captur e a s i gni f i cant share of  current fr e i ght 
movement s it coul d l ead only t o  � luttered  terminal s .  H owever , 
the t qtal  probl em o f  c l ear ing cargo i s  e a s e d  by permit t ing non­
dut iab i e  cargo e s  such a s  r i ce , fl our and sugar t o  be  accept e d  
direct from the ship ' s s l ings . 

I f  adequa t e  cus toms arrangement s can b e  made , the pr o spect s 
f or a through-tran s i t  s ervice wi l l  b e  pr o gre s s ivel y  enhanced 
a s  the l ong- t erm plans  for Papua New Guinea port s are imp l e ­
ment e d . New whar f accormnodat i on ha s been buil t  at Madang and 
Rabaul , where pr e s sur e  on exi s t i ng facil i t ie s is l ea st , whi l e  
the wharve s at P ort  Mor e sby are cramped with l imit e d  whar f­
backing and new berths have t o  be  buil t  at  a new s ite . Pros­
pect s at  the  c onge s t e d  Lae  port  l ook mo st . pr omi s ing in an 
adj acent t idal b a s in deve l opment . I f  the propos e d  main por t s  
are t o  be  separated from surrounding cormnerc i a l  and bus ine s s  
interes t s  and a r e  t o  acquire the ba s i c  requ irement s o f  modern 
por t s ,  they wil l  nee d :  ( i ) t en acr e s  an� 5 00 ft  o f  berthage 
for every 1 00 , 000 t ons  of  general cargo per annum handl e d  by 
current methods ; and ( ii )  ten acr e s  and 750 f t  o f  berthage 
for every 300 ; 000 tons per annum handl e d  by ful ly c ontainer­
ised shi p s  ( Un i t e d  Nat ions Deve l opment P r ogramme 1 9 69 : vol . 2 , 
p . 9 . 1 7 ) . I f  the se space- consuming needs  o f  Papua New Guinea 
por t s  are sat i s fi e d , there should  be no phys ical barr iers  t o  
door - t o- door servic e a .  

Ther e coul d ,  however , be  other barr i er s  t o  a ful ly fl edge d  
container i se d  oper a t i on . C ontainer s ar e a lmost  exc l u s ive ly 
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owne d ( or l ea se d )  b y  the carr i er s  ( the shipping c ompani e s ) - a 
fac t or that has  probab l y  inhibited  their movement out s i de the 
port . There are a l s o  f inancial c on s i dera t i ons as each con­
tai�er , depending on s i ze and de s ign , may c o s t  between $ 1 , 000 
and $4 , 00 0 . As sumin g  that f or every c onta iner at sea there 
may b e  two container s a �h ore , a f leet  o f  thre e  container ve s ­
sel s each w i t h  a capaci ty o f  1 , 1 30 twenty- ft  ISO  c onta iner s ,  
woul d require more  than 1 0 , 000  uni t s ;  at $ 1 , 000 per c ontainer 
the inve s tment wou l d  b e . $ 1 0m ( Unit e d  Nat i ons  Depar tment of 
E conomi c  and S oc i al A f fa ir s  1 9 7 0 : 1 4 ) . Even if thi s  rat i o  o f  
2 : 1 : 2 i s  c ons i dered  h i gh ,  much wil l s t i l l  depend o n  the pro ­
vi s i on made f or internal transpor t  c onnect i ons i f  a door - t o ­
door s ervice  i s  t o  be phys i cal l y  pos s ib l e . 



Chapter 5 

Inl and transport s t age s 

The berth s  are very nice and very good , the sheds  
are  good . We have no comp l a int s about that at  al l . 
Our worry star t s  from the gate on . ( j . J ohnsen , in  
The Par l iament of  the C onnnonweal th o f  Aus t ra l ia 
1 9 70 : par t 2 ,  p . 1 024)  

Local  c
_
artage in  Au stra l ia 

Most  o f  the cargo shipped fr om Austra l ia t o  Papua New Guinea 
i s  e i ther manufacture d ,  proce s se d  or c onso l i dated  w ithin f i f­
t een mi l e s  o f  the metr opol i tan wharve s .  Un der the break-bulk 
sys t em the shi pping c ompany doe s  not recogn i se the cargo unt i l  
it  h a s  b een brought t o  the port area by t ruck . Apart from 
government s t o r e s  packed at  the Glebe t erminal of  the D epart ­
ment o f  E xternal T err i t .or i e s , and part i cul ar i t ems such a s  
b i scuit s ,  sugar , r ice , c i gare t t e s  and smal l par cel s received 
by i s l and agent s ,  few cargoe s arr ive at  the whar f in uni t ­
l oads . D e l ays  i n  handl ing s ingl e i t ems o f  car go , br ought 
thr ough h i gh- dens i ty urban area s  in separate trucks from mul ­
t ip l e  shippe r s  dur ing the l imit e d  pre-receiving per io d , re sul t 
in trucking c ompanie s  l o s ing t ime and money whi l e  veh icl es  
wai t  t o  o f f l oad . The maximum l oad  on a f ive- t on tab le - t op 
t ruck from an inner suburban or i gin woul d ,  on r ec onnnended ca s ­
ual rate s , c o s t  $ 2 . 28 p e r  t on i f  the cargo can b e  col l ected , 
l oa de d  and del ivere d  wi th in two hour s ( see  Tab l e  5 . 1 ) . A fou r­
h our del ay at the whar f wou l d  b o o s t  the c o st by 1 58 per cent 
to $ 5 . 88 per ton . Shipping compani es  have t r i e d  t o  s t a gger 
the arr ival of  del ivery truck s  but co- op erati on from shippe r s  
ha s general ly been p oor . A n  a t t empt b y  CONPAC t o  devel op a n  
o f f-whar f cons o l i da t i on depot a n d  t o  empl oy Mayne Nickl e s s  Pty 
Ltd l e d , as indicate d ,  t o  a uni on demar cat i on d i spute and the 
proposal  had to be abandoned . But if vehi c l e - deck ( r o l l - on)  
ve s se l s are to  b e  int r oduce d  i t  may be nec e s sary t o  shi ft the 
c onsol i dat ing ta sk from the t erminal s .  F or examp l e , under 
the cargo-handl ing methods empl oyed by the Union S team Ship 
C o . of New Z eal and Lt d in  it s Aus t ra l ia-New Zeal and r ol l - on 
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Tabl e 5 . 1 

Recommended l ocal cartage rates  in Sydney 
for tab l e - t op truck s* 

S i ze o f  t ruck 
( t ons ) 

3 
4 

R�te per. h our 
( $ ) 

5 . 1 0 
5 . 35 

Wa it ing t ime per hour 
( $ ) 

4 . 1 5 
4 . 30 
4 . 50 

* Rat e s  vary accor ding t o  volume , the per i o d  o f  contract , and 
ant i c ipat e d  del ay s . 

S ource : Mas t e r  Carr ier s A s s oc iat ion . 

r ol l - of f  servic e , shipper s e i ther consol i date  l oads  at the 
or iginat ing warehouse or , i f  the con s i gnment s are b e l ow the 
l oad  t ar ge t , s ay t en M t ons , they are s ent to a f orwarder t o  
con s ol i dat e . Car go arr ive s at  the whar f on l arge trays ( s ea­
fre i ghter s ) e quipped with removabl e  ends  and s ide s and tar­
paul in  c over s . whi ch are hand l e d  to  and from s t owage p o s i t i ons 
by f ork l if t s . With a more bal anc e d  trade the truck can a l so 
l eave wi th a ful l l oa d . Whi l e vehicl e - de ck ve s se l s are not 
yet fea sibLe in the Papua New Guinea trade , such a method of 
organis ing whar f  de � iver ie s may stab i l i se l ocal  car t a ge c o s t s 
t o  shipper s  whi ch woul d otherwi se  r i se b ecause  o f  increas ing 
t r a f f i c  c onge s t i on .  More  c r it ical t o  the overal l t ransport 
c o s t , h owever , is the extent to whi ch uni t i sa t i on can p�ne­
t rate  the inl and t ransport network in Papua New Guinea . 

L o cal  haulage in  Papua N ew Guinea 

D i s t r ibut ion . charge s from the whar f  to consi gnee s  at the 
main  urban cent r e s  in Papua New Guinea - P ort Mor e sby , Lae , 
Madang and Rabaul - attract , on average , $ 2  per W t on f or 
ca sual l oa d s  wi th a 2 5  t o  35  per cent r e duct i on for c ontract 
cartage ( Oct ober 1 9 7 0 ) . No  s pe c i a l  rat e s  are quoted  for unit ­
l oa d s  in Madang and Rabaul a s  few pal l et s  l eave the p9rt area 
even though sui t ab l e  vehic l e  capac ity is ava i l ab l e . In P ort  
More sby and  Lae  r ice  pal l e t s are carr i e d  ex-whar f for  60� per 
t on to a s ingl e cons ignee , but those  de s t ined f or s everal  con­
s igne e s  wou l d  attract the ful l r at e . CONPAC ' s  conta iner s  in 
Lae are carri e d  to a� o f f-whar f depot for s t ripping as part 
of  an inc lusive hand l ing rate unle s s , as in Port Mor e sby , a 
s ingle cons i gnee i s  involve d  and then , i f  de s i re d , they are 
de l ivere d  direct  on tra i l er s  that can acconnno date  a twenty-
f t  ISO cont ainer with an average l oad  of ten W t ons . T o  
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expand door - t o - door c ontainer movement s i t  wou l d  b e  nece s sary  
t o  acquire and  e quip a l ocal cartage and  shi pping company f or 
intermodal a daptab i l i ty , l take over an exi s t ing cu s t oms agency , 
and secure a terminal or  st ore b ecause a lar ge pro port i on o f  
impor t s  a r e  e ither c onsume d  l ocal l y ,  shi pped by sma l l  ve s se l s 
operat ing intra-D i st r i c t  servi ce s , or sent t o  a warehouse f or 
onforwar ding t o  other de s t inat i ons . 2 Such an organi sat ion 
coul d serve a s  a base for extending uni t i se d  servi c e s  t o  the 
ul t imat e  c onsignee by incorporat ing coas t al shipping a nd l ong­
di stance r oa d  transport into a t otal  transport  service . 

Inter-ma in-port coastal  shipping 

I f  more advance d  ships are intro duced  into  the Aus tral i a­
Papua New Guinea trade , fewer main  port s woul d b e  s erviced .  
More r e l i ance woul d have t o  b e  pl aced on the inter-main- port 
coastal shipping f l ee t  to  redi s t r ibut e uni t i s e d  cargo between 
Lae , P ort More sby and Rabaul , where shipment s exceed r eceipt s ,  
and Madang , V an imo , Wewak , Kavieng , Lorengau , Kiet a , Samarai 
and Kimbe . The exi st ing f l eet ( 1 9 7 1 ) , compr i s e d  o f  n inete en 
general - purpose  ve s se l s over 1 5 0  gr o s s  r eg i s t er e d  tons , has  
onl y  l imit e d  cargo- l if ting capa c i ty and  space  is  l os t  if  unit ­
l oa d s  are  car r i ed . S ome o f  the car go generate d  b y  government 
s t or e s  and se condary indu s t ry ( 1 5  per cent and 75  per cent 
re spe ct ive l y  of a l l  c ar go ) is pal l et i se d . I t  i s  e s t imate d  
that 60 per cent o f  a n  e s t imat e d  8 1 , 000 WM t ons in 1 9 69 ( based  
on  F ebruary t o  Apr i l  data ) coul d be  uni t i se d  ( beer , s oft  
dr inks , p l ywood , de s s icat e d  coconut , c i gare t t e s  and paper ) 
but f ork- l i ft operat i on i s  l imited in most  inter-ma in- por t  
ve s s e l s  and the ab sence o f  heavy l i ft ing gear pr ec lude s the 
handl ing of  I SO c ontainer s . 

The shi p s  wer e  not brought t o  Papua New Guinea expr e s s ly 
t o  handle unit i s e d  cargo e s  but to  reap the r eturns a f f or de d  

ABCO , a car r ier i n  Lae , i s  a sub s idiary o f  the Austral ian 
forwarder F .H .  S tephen s L t d  ( an a s s ociate  of  Mayne Nickl e s s  
P t y  L t d) , and M .  and W .  Chard P t y  Lt d i s  now par t  o f  Bramb l e s  
Indus t r i e s  Lt d ,  another Austra l ian forwar der ( Rimmer  1 9 70 ) . 
I f  Austral ian exper ience i s  repeat e d ,  such firms c oul d pro­
vide b a s e s  for further fre i gh t - f orwar ding ventur e s . 
2 Main por t  - minor port movement s wer e  e s t imat e d  at  5 2 , 000 
WM t ons  and main port - feeder por t s  at 1 50 , 000 WM t ons in 
1 9 67 - 6 8  ( Unit e d  Nat ions Deve l opment Programme 1 9 69 : vo l . 2 , 
p . � . 14 ) . There are at l ea s t  1 8 5  ships o f  l e s s  than 1 50 gr o s s  
regi stered t ons engaged i n  the se  servi c e s  whi ch inc lude carry­
ing s t o r e s  to pl antat i ons and returning to the ma in p or t s  
with pr imary produce such a s  r ubber , copra , cocoa and t imb er . 
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by industrial  gr owth a t  Lae and P ort  Mor e sby and the r e s chedul­
ing of over seas  ve s se l s t o  fewer por t s . Set in 1 9 6 1  and re­
v i s e d  upwards in 1 9 71 by an inter im 6 per cent , the fre ight 
rate s , ranging be tween $ 1 5 and $ 18 ,  bear l it t l e r e l a t i on t o  
the t on-mil e  t a sk s  per formed ( United  Nat i ons Devel opment Pro­
grannne 1 9 69 : vol . 2 ,  p . 9 . 42 ) . The se rat e s  cover s t evedoring 
( $ 1  per t on )  but not whar fage ( 30� per t on)  paid by the c on­
s i gne e . Ne t pro f i t s  on oper a t i ons  are d i f f i cul t to e l i c it a s  
mos t c ompanie s a r e  Aus tral ian-based  a n d  a r e  r el uctant t o  di s ­
c l ose  r eturns from ent erpr i se s  that  o ft en b egan a s  specu l at ive 
ventur e s . A 26 pe r cent return on r evenue c oul d have been 
ant i c ipated  in mid- 1 9 70 if it  was a s sumed that the operating 
c o s t  o f  a 600 d . w . t .  ve s se l  was $ 1 60 , 000 per year ( United  
Nat ions Deve l opment Pr ogrannne 1 9 69:: -vol . 2 ,  p . 9 . 45 ) , there wa s 
5 0  per cent l oading each way , twenty- two t r i p s  were made per 
annum ( say , Lae-Por t  More sby r oute )  and the average frei ght 
wa s $ 1 5  per t on .  Whether such returns adequately repre s ent 
c ond i t ions  is d i f f i cul t to s ub st ant iate  at a t ime when the 
industry ( at l e a s t  in the minds of shipowne r s )  is t roub l e d  by 
overcapaci t y , inadequate whar f  faci l it i e s , bad debt s ,  r i s ing 
c o s t s  for l ab our , maintenance and operat i ons , p o l i t ical un­
certaint y , the l ack of suitab l e  o f f i cer s and crews , shor t a ge s  
o f  capital , and a n  inab i l i .ty t o  obt a in l oans o n  suitab l e  terms . .  

An a t t empt to grapple  wi�h the prob l em o f  overcapa c ity 
( e s t imat e d  by one shipowner at  2 5  per cent ) re sul t e d  in  the. 
A dmin i s trat i on e stab l i shing a C oa s t a l  L i censing Authori ty t o  
( i ) r estr i c t  entry o f  addit i onal ve s sel s over 2 00 gro s s  reg i s ­
tered t on s  int o the coastal  trade ; and ( i i )  imp o se route re­
s t r ict i ons  on new l icence e s  where nece s sary . Thi s  pol i cy ha s 
c reated further prob l ems· a s  no premium was g iven t o  encourage 
the intro duc t i on o f  modern and e f f i c ient ships  and cargo­
handl ing methods . The Admin i s trat i on i s  now faced with the 
shipowne r s ' demands f or h i gher freight rates  - inc rea s e s  o f  
u p  t o  3 0  per c ent have been demanded o n  s ome r out e s  - t o  
c over the increa s e d  c o s t s  incur r e d  in operat ing a ge ing ves se l s 
( 1 1 o f  the 1 9  shi p s  in  the int er-main- port f l ee t  are over 
twenty yea r s  o l d ) . Be fore c onceding frei ght increa s e s  above 
the inte r im 6 per cent , the Admini strat i on in March 1 9 7 1  ap­
point e d  a C onnni s s ion o f  Inquiry int o C oa s tal  Shipping t o  in­
ve s t igate  the e conomic s  of a moderni s e d  c oa stal shipp ing 
service . l I t s  t erms o f  reference wer e  c onstrained by the 
A dmin i s t r a t i on ' s a ims of increas ing l ocal  par t i c ipat i on and 
empl oyment in indu s try  and ensur ing that  c oa stal  shipping 
b e c ome s  i dent i f ie d  as a l ocal indus t ry . 

Under s . 1 6 o f  the Shipping Ordinance 1 9 5 1  the A dmini strat ion 
is empowered to f ix frei ght rat e s  in coastal  shipping . 
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Accor ding to  the C on:nni s s ion ' s Report ( 1 9 71 : 1 0 ) , the shi p s  
pr ovi ding int er -ma in-port services  a r e  ' ob s o l e t e  and shoul d 
be  replace d ' . I t  state s that c on s i derab l e  impr ovement wi l l  
oc cur i f  the f o l l owing recon:nnendat ions are impl emented :  
( i ) ve s se l s  meet pre s cr ibe d t e chnical  and safety requirement s ;  
( i i )  an inter im system o f  l i cens ing the c oastal  shipping fl eet 
i s  a dopt e d  fr om 1 January 1 9 7 2 whi ch prot e c t s  the r i gh t s  of 
exi st ing operator s  ( t ermed gran dfather r i ght s )  by char ging a 
gr o s s  cargo tax of  1 . 5  per cent on new ve s sel s enter ing the 
trade ; ( i i i )  a new system of l icens ing i s  adopted from 1 Janu­
ary 1 9 75 and operat e d  by a Shipping L icens ing B oard  whi ch gives 
protec t i on t o  c ompani es with an equity hol ding o f  25  per cent 
provided by the Inve stment C orporat ion over th ose  wi th out such 
s uppor t - special  l icence s wi l l  be ava i l ab l e  for fee der ship s 
and over seas  ships  t o  per f orm inter-main- por t  servi ce s when 
the l ocal f l ee t  cannot c ope with deman d with in a rea s onabl e  
t ime ; ( iv)  fre i ght rat e increa s e s  o f  5 per cent and 1 0  per cent 
f or s e l ected l ong di stance r out e s , such as that between P ort  
More sby and  Kimbe ; and ( v) a transpor t  c omplaint s off icer is  
appointe d t o  l ia s e  b etween user s , shipowner s and  the  Admin i s ­
trat i on . The ant ic ipat e d  impr ovement s i n  service wi l l  b e  even 
more pr onounce d  as shore faci l it ie s , par t i cul ar l y  whar f  sheds , 
are pr o gr e s s ively impr ove d and pr ov i s i on i s  made for s eparate  
berth s  for coastal  ve s s el s . 

Even wi th an increa se  in fre ight rat� s  on s e l e ct e d  route s ,  
profi t s  are probabl y  in suf f ic ient t o  provide the capi tal 
nece s s ary for exi s t ing operat or s  to intr o duce modern replace­
ment ve s s e l s .  A s  a means of h e l p ing such c ompanie s  and sat i s ­
fying the requirement s  o f  incre a s e d  l ocal par t i c ipat i on , the 
Report prop o s e s  a Nat i onal Shipping F inance C orpor a t i on ( N SFC ) 
whi ch woul d b e  prepared , a s  a sub s idiary o f  the Inve stment 
C orpora t i on ,  t o  take a 25 pe r cent equity hol ding in an e f fi­
c i ent l ocal shipp ing company . F r om 1 January 1 9 7 2  such c om­
panie s woul d ,  as indi cated , be exempt fr om the Gro s s  F r e i ght 
Tax ( GFT ) of  1 . 5  per cent to be  l evied on a l l  int er -ma in-port 
cargo . A sharehol ding in a l oc a l  shipping c ompany woul d give 
the Admini strat ion acc e s s  t o· inf orma t ion on the c o st of oper­
at ing sh i p s  in Papua New Guinea wat er s . The NSFC woul d  a l s o  
remove some o f  the current uncerta inty i n  the industry and 
make it pos s ib l e  to determine the capacity of  the coastal  sh ip­
p ing fl eet  in terms of  i t s  pr o f itab i l ity . The l eve l of  the GFT 
can a l s o  be ma de dependent on the prevai l ing j udgment o f  the 
appr opriate  l eve l of  prot e c t i on that shou l d  be a f f or de d  the 
l ocal  shipp ing industry . 

The Repor t pr ovides no fre sh evi dence on exi st in� operat ing 
c o s t s of  ve s s e l s  in the inter-main-port trade ( a lthough it i s  
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h oped that the N SFC and the pr oposed  documenta t i on system wil l  
provi de such dat a ) . However , i t  doe s  indicate tha t the up­
gra ding o f  the pr e sent f l e e t  ( gener ou s ly valued at $ 3m) woul d 
c o s t  $ lm in 1 9 71 pr i c e s  between 1 9 71 and 1 9 75 , but no det a i l s 
are g iven on how thi s money i s  t o  b e  spent . The provi s i on o f  
modern ve s se l s  wi th improved car go-handl ing arrangement s i s  
r e ferred t o ,  b u t  no ment i on i s  made of  the type s o f  ships  or 
t e chnique s deemed appr opr ia t e . The ab sence of such det a i l  
make s i t  d i ff i cul t t o  envisage the s ort  o f  f l eet  - convent i onal , 
unit - l oa d  or mixe d - the Rep or t ha s in mind . I t  cannot be  
gauged ,  f or example , i f  the N SFC woul d b e  prepare d to  s anct ion 
two vehic l e - de ck ve s sel s ( say , c o s t ing $ 5 00 , 000 each )  capab l e  
o f  carrying r ol l - on cargo and per forming the ent ire inter-main­
por t  tra f f i c  t a sk . Unt i l  such dec i s i on s  are made it is d i f f i ­
c ul t  t o  determine i f  incre a s e s  in the trans- shipment o f  unit ­
l oa d s  from the main over seas  por t s  t o  sma l l er por t s  can b e  
accommodated . 

L ong- d i stance trucking 

F orwar ding opportuni t ie s  are gre a t e s t  at  Lae where the r e  
i s , in  addi t i on t o  l ocal , D i s t r i c t  and int er-ma in-port move­
ment s , the opportunity t o  engage in the rapidly growing fre i gh t  
f l ows o n  the H i ghlands H i ghway . Thi s  i s  Papua New Guinea ' s  
maj or inter-regional ne twork and l inks Lae t o  the main hi gh­
l ands centr e s  o f  Kainantu ,  Gor oka , Kundiawa and Mt Hagen ; ex­
tens i ons to Mendi ( S outhern H i ghl an d s )  and to Wapenamanda , 
Wabag and Ba iyer River (We s tern H i ghlands ) are in varying 
s t age s of c onstruct i on ( se e  F ig .  5 . 1 ) . The H i ghland s Highway 
dete r i orate s  progre s s ively fr om Lae t owar ds Mt Hagen ( 324 
mil es ) . Deta i l ed in format ion i s  pr ovided here on the volume 
of f l ow , fre i ght rat e s , c ompany structure , trucking f l eet , 
operat ing c o s t s and pr o f it s . N o  examinat i on i s  made , h owever , 
of  the pos s ib l e  s i phoning e f fect s o f  a new r oa d  from the high ­
l ands  t o  Madang b u t  any diver s ionary impact wou l d  be  quickly 
ab s orbed at Lae by the c ont inued gr owth of  it s manufactur ing 
and c ommercial  a c t ivit i e s . l The c o s t  savings from empl oying 
a s tandar di s e d  unit  for l ong- d i s tance trucks are l e s s  than f or 
sea transport ; t rucks cannot t ake advantage of economie s  of  
s ca l e  due to  phys ical c onstra int s ,  s uch as  br i dge s and r oa d  
widths , and s a fety r e gul a t i on s . A s  l imi tat ions o f  s i ze r e ­
s t ri c t  the pr oduct ivity of l ab our and cap i tal , r o a d  transport  
remains a c omparat ive ly lab our- intens ive mode . 

1 The most  promi s ing r oute from the h i ghlands Kundiawa-
Madang via Bundi - ha s been deferred inde f ini t e ly ( a s reported  
in the Papua New Guinea P o s t  C our ier , 1 0  August  1 9 72 ) . 
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F i g . 5 . 1 .  Or i gin and de s t ina t i on o f  fre i ght movement s on the 
H i gh l ands H i ghway in 1 96 8  and 1 9 69 ( note  pede s t r i ­
a n s  creat e a r oad  hazard e spec i a l l y  in t h e  vic in­
ity of Goroka , Kundiawa and Mt Hagen) 
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The tr a f fi c  t a sk . Al though the Highl and s Highway . . has only 
been p ioneered s ince the early 1 960 s , f l ows on the t otal  net ­
work , incorporat ing the war -t ime route from Lae t o  Bul o l o , 
reached 2 2 2 , 000 t ons  in 1 9 68 and increased t o  250 , 000 t on s  in 
1 9 6 9  ( Papua New Gu inea D ir ectorate of Tran sport 1 9 70 ) . 1 Mu ch 
o f  the ini t i al impetus for thi s  rap i d  growth s t emmed from the 
dive r s ion o f  fre i ght fr om the a irway s , but cont inued expansion 
has b een due to exi s t ing f l ows . The swi t ch from air fre ight 
is almost  accomp l i shed at Goroka , but is cont inuing in the 
We s t ern High l ands and has only re cent ly been ini t i at ed at 
Mend i . S tores  and Supply have p l ans for phas ing out the a ir 
fr e i ght ing o f  goods from Madang t o  Mt Hagen . Ins tead , S t or e s  
and Supply a t  Mt Hagen wi l l  receive goods fr om Lae b y  r oad . 
I f  3 , 000 t ons  are invo lved a pos s ib l e  saving o f  almo st  $2 7 0 , 000 
per annum c ou l d  be made bec ause  charter a ir - frei ght r at e s  ex ­
Madang are e s t imat ed at $ 1 30 compared with $40 . 3 2 for a con­
tract r at e  by truck ex-Lae . Although such savings are spe c ­
t acul ar , much o f  th e j u s t i f icat ion for the Highlands Highway , 
wh i ch at tracted over 20 per cent o f  the cost of the int e r im road 
progr amme 1 9 68 -7 2  (with maintenance co s t s  of $5 , 200 per mi l e  
in the D au l o  Pas s ) , i s  b a s e d  on a pro j e ct ed exp an s i on o f  
t r a f f i c  on the exi s t ing ne twork (Uni t ed Nat ions Development 
Programme 1 96 9 : vo l . 2 , p . 7 . 8 ) . 

W e stbound fl ows outwei ghed eas tbound movement s by 3 . 76 t o  
1 i n  1 9 69  ( 3 . 28 t o  i i n  1 9 68 ) . Lae , the root node i n  the net ­
work , generated 1 25 , 000 t ons  and r e ceived only 2 6 , 00 0  t on s . 
Yet Lae ' s  importance a s  the maj or growth p o l e  in a r ap id ly 
emer ging urban hierarchy i s  under s t at ed in the se  f i gur e s  b e ­
cause  a n  addi t ional 1 5 , 000 t on s  - shown. as  or iginat ing i n  the 
fas t -growing � econd -order centr e s  of Goroka and Mt Hagen - i s  
trans - shipped cargo dest ined for third -or der and l ower -ranked 
centre s  in the Chimbu , W e s t ern  Highl ands and S outhern H igh ­
l and s D i st r i c t s  ( see  Fig . 5 . 1 ) .  The pract i ce o f  sh ipp ing 
good s through the urban hierarchy is evident when f l ows o f  the 
s ix l eading commo d i t i e s  - gener al goods ( 25 per cent of al l 
f l ows  in 1 9 6 9 ) , other goods ( 14 per cent ) ,  bu i l ding mat er ial s ,  
t imber and co f fee ( 1 2  per cent each ) , and drum pet r o l eum 

Lae -Goroka operat ions began c .  1 9 6 1  ( the fir st  contract  o� 
the hi ghway was l et in 1 9 60 between Kainantu and Okapa ) .  
River s had t o  b e  forded and regul ar operations had t o  awai t  
the b r i dg ing o f  the Ler on ( 1 96 2 ) and Umi ( 1 9 64 ) r iver s and 
the open ing o f  the Ka s sam Pass .  As the h i ghway has devel oped 
we s t  of Goroka it has l inked i so l ated  networks of ' kiap ' r oad s  
t o  the central  admini strat ion p o s t  and a ir s t r ip - the foc i  for 
f ly ing in s t ore s  and shipp ing out co ffee . 
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F ig .  5 . 2 . Surplus  D i s t r ic t s  ( exce s s  o f  out f l ows over inf l ows ) 
and de f i c i t  D i s tr ic t s  ( exce s s  o f  infl ows over out­
fl ows ) in the movement s o f  ma j or c ommodi t i e s  on 
the Hi ghlands H i ghway , November 1 9 69  
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pr oduc t s ( 10 per cent ) - are con s idered by amalgamat ing in­
d iv idual centre s into D i s tr ic t s  ( see F ig . 5 . 2 ) .  Lae fe�tur e s  
a s  t he maj or surp lus  D i s tr i ct i n  general car go , other goods , 
bui l d ing mat er ial s and drum petrol eum pr oduct s  and i s , on 
bal ance , a de ficit  D i str ict in t imber and c o f fee movement s .  
The se  t r ans - shipment s aggravat e the pr ob l ems o f  forecasting 
as  the smal l  s i ze of samp l e  does not permit  conclu s ions  re ­
gar ding individual commod i t ies , and the u s e  o f  popu l at ion 
f i gure s  as a guide t o  demand is vit iated by varying l ocal and 
expatr iate pur chas ing power s and pat t erns of expend i ture . 
Bear ing the se prob l ems in mind , an intending forwarder wou l d  
accept that the pr e s ent h i gh l evel s o f  growth i n  we stbound 
fre i ght movement s wi l l  u l timately t aper o f f  to an annual rate 
of  1 0  per cent f or the h i ghl ands  a s  a who l e .  Such a rate  pr e ­
supp o se s that Kainantu , Gor oka and Chimbu wi l l  increase a t  8 
per cent per annum , S outhern H i gh l ands and Wabag at 1 0  per 
cent and Mt Hagen w i l l  enj oy �he highe � t  rate at 1 2 . 5  per cent 
(Un i t e d  Nat ions  D eve l opment Pro gr amme 1 969 : vo l . 2 , p . 1 2E5 ) . 
The succe s s  o f  such foreca st s depends on the cont inuance o f  
l o cal and exp atr iate demand s which are based  o n  each D i str ict ' s  
d i spos ab l e  fund s ; the se in turn re f l ect the value o f  each D i s ­
t r ict ' s  export income and the regional breakdown o f  the Austral ­
ian · grant ( Papua and New Guinea D irect or ate o f  Transpor t c .  1 96 7) .  
S u ch growth wi l l  aggr avat e exi st ing imbal anced movement s  a s  the 
Admini strat ion encour age s the pr odu ct i on o f  such high-value but 
l ow -bu l k  export crop s a s  t ea and t obacco whi ch wi l l  not provide 
the nec e s s ary counterbal ance . 

D e sp i t e  it s imbalanced charact er , the r i s ing vo lume o f  trade 
is l ike ly to encourage forwarder s ; rat e s  appear at tract ive 
even though they have decl ined with r oad impr ovement s and cut ­
throat compet it ion ( see  T ab l e  5 . 2 ) .  Rat e s  vary wide ly and are 
sub j ect to con s iderab l e  bargaining despite  at t empt s  by New 
Gu inea Haul iers  ( now de funct ) and the Road Transport A s s o c i a ­
t ion o f  Papua a n d  New Guinea t o . ,recommend rate s  f o r  par t icul ar 
route s ,  l oadings and commodi t ie s . S uch agreement s are qu ickly 
breached a s  there i s  no control  over entry t o  the indus try and 
few operato r s  are wil l ing t o  r e l inqui sh cargoes  even i f  it 
means dropp ing fr e ight r ate s t o  r e t a in them . C ompet it ion i s  
al so  int ens i f ie d by l e t t ing shor t -t erm contract s a s  a means o f  
acce l er at ing the downward trend i n  r at e s .  Yet i f  a c onser ­
vat iv e  contr a ct rate  i s  t aken for al l movement s  in 1 96 9 , t otal  
revenue on the  network wou l d  be  $ 5 . 7m ,  8 4  per cent o f  whi ch 
wou l d  b e  derived fr om we stbound fl ows . 1 When coup l ed with the 
network ' s  potent ial , such an e st imat e pr ompt s an inve st igat ion 
o f  the trucking indu stry ' s  structure . 

C argo dest ined for the Mar kham Val l ey account s for an e st i ­
mated  0 . 6  per cent o f  the revenue der ive d  fr om fl ows  i n  an 



Or igin 

Lae 

Goroka 

Kundiawa 

Ban z -Minj 

Mt Hagen 

Tab le 5 .  2 

epec i f ied contract rates and t he range o f  commer cial 
charges pr evai l ing in mid -1 96 7  and mid -1 97 0  

( cents p e r  lb ) 

Rou te 1 9 6 7  1 9 70 

D e s t inat ion 
Mi leage''' Contract Commer cia 1 Contract Commer cial 

Bu l o l o  92  0 . 30 - - 0 . 30..;0 . 50 
Kai nan tu 1 30 0 . 70 - 0 . 25 0 . 50 -1 . 00 
Oka pa ( 1 6 3 )  1 . 50 - 0 . 75 -
Goroka 1 8 1  1 . 05** 1 . 00 -1 . 50 0 . 90 0 .  7 5-1 . 00 
Chu ave 2 1 9  - - 1 . 00 -
Kund i awa 240 2 . 63 2 . 00 -2 . 63 1 . 40 1 . 50 -1 . 7 5 
Gembogl ( 26 7 ) - - 1 . 50 -
Gumine ( 259 ) - - 1 .  75 -
Kerowagi ( 254 ) 2 . 7 9 - 1 . 50 -
Banz -Minj 281 - - - 1 . 80 -2 . 00 
Mt Hagen 3 24 2 . 82 1 .  90 -2 . 80 1 . 80 1 . 50 -2 . 50 

Lu fa ( 3 7 )  - - 0 . 34 -
Chuave 38 - - 0 . 25 -
Kundiawa 59 1 . 58 - a . so -
Gembogl 86 - - - -
Gumine ( 78 )  - - 0 . 50 -
Kerowagi ( 7 3 )  1 .  7 4  - 0 . 25 -
Banz -Minj 100 - - - -
Mt Hagen 1 94 1 .  7 7  - 0 . 34 -

Gumine ( 1 9 )  - - a . so 1 . 50 
Gembogl 24 - - 0 . 50 1 . 50 
Kerowagi ( 1 4 )  - - 0 . 25 -
Mt Hagen 84 - - 0 . 34 -

Mt Hagen 4 3  - - - 0 . 25 

Baiyer River ( 24 )  - - - 1 . 50 
Wapenamanda ( 4 7 ) - - - 1 . 00 -3 . oo 
Wabag ( 68 )  - - - 1 . 00 -3 . 00 
Laiagam ( 9 8 ) - - - 3 . 50 
Tambul ( 3 6 )  - - - 1 . 0 0  
Ial ibu 46 - - - 1 .  50 -3 . 00 
Mendi 76 - - - 2 . 00 -3 . 00 
Kagua 7 7  - - - 3 . 50 
Pangia 61  - - - 3 . S0 -4 . 00 

Backload 

0 . 30 
o .  25 -

0 . 30 -0 . 50 
-

0 . 90 
-
-
-

1 . 00 
0 . 50 -1 . 00 

-
-
-
-
-
-

0 . 50 
0 . 2S - 1 . 25 

-
-
-
-

0 .  25 

-
-
-
-
-
-
--
-

* Mi l eage s are taken from Papua and New Guinea D irectorate of Transport (1969a), except f or those 
in parenthe se s which are e s t imat ed from the Shell Tou r ing Guide , Terr i tory o f  Papua and New 
Gu inea ( n . d . ) .  

*'" In 1 9 65 t he Lae-Goroka r a t e  was 2 .  05� per l b .  

S ource : Papua a n d  New Guinea Directorate of Transpor t ( c . 1 96 7 )  and fiel dwor k .  

( f ootnote 1 c ont ' d) 
outb ound dire c t i on from Lae , Kainant u 2 . 7  per c ent , Gor oka 
1 9 . 2  per cent , Chauve 0 . 5  per c ent , Kundiawa 5 . 4 per c ent , 
Banz-Min j 5 . 8 per cent , Mt Hagen 3 0 . 0  per cent , other We s t ern 
H ighl ands D i s t r i c t  centre s 1 3 . 3  per cent , other S outhern H i gh­
l ands D i s t r i c t  cent r e s  1 8 . 3  per cent , and Bul o l o-Wau 4 . 2  per 
cent . No  al l owance is made in the se ca l cu l at i ons for re duced 
rat e s  f or heavy l i ft s or f or special  types  o f  cargo , such as  
r e f r i gera t e d goods wh ich attract a rate o f  3 . 5� pe r l b  be tween 
Lae and Mt Hagen and le l e s s  to Goroka f or regu l ar c l ient s . 
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C ompany structur e . Succe s s ful  trucking comp anie s in Papua 
New Guinea have deve l oped from s ingl e -veh ic l e  operat o r s  with 
one truck on h ir e  pur chase , t o  mul t ip l e -veh i c l e  carr ier s with 
worksho p s  and then t o  d iver s i fied firms with int er e s t s  includ ­
ing tr ade store s , truck agenc ie s , service s t at ion s , c ar rentals ,  
s awmi l l ing and t ipp ing i n  add i t i on t o  trucking . As ther e i s  
a l so a s t e ady turnover o f  compan i e s  it  i s  d i f fi cu l t  t o  compre ­
hend the indu stry ' s  stru ctur e . In an at t empt t o  ident i fy 
groups o f  compan i e s  based  on several att r ibut e s , compu t er ­
b a s ed c l a s s if i cat ion t e chnique s are appl ied t o  a s amp l e  o f  
thirty - seven trucking firms ( probably 9 5  per cent o f  the 
exp atr iate -owned f irms on the ne twork emanat i ng from Lae ) 
accord ing t o  the fo l l owing at tr ibut e s : 

( i )  Qua l itat ive 

( a )  l ocat ion of head -of f i ce ( B anz , Bul o l o , Goroka , Kund iawa , 
Lae , Mt Hagen and Wau ) ;  

( b ) l o cat ion o f  workshop ( B anz , Bul o l o , Goroka , Kainantu , 
Kundiawa , Lae , Mt Hagen and Wa� ) ; 

( c )  rout e s  operate d  ( 2 2 spec i f ie d ) ;  
( d )  fl eet char acter i s t ics  ( number and capacity o f  tru cks 

ind icated in t erms of rated payl oads - 6 ,  8 ,  1 0 , 1 2 ,  1 8 , 
20 t on s ) ; l 

( e )  o ther intere s t s  ( r etai l s t ore s , p l ant at i on s , hote l s ,  
tr ade s t or e s , mi s s ion act iv i t ie s , co ffee buying , gar age / 
fue l  agency , t obacco , cu s t oms agency , indent er , coastal 
sh ipp ing , sawmi l l ing , t ipp ing and earthmoving ) ;  

( f ) nature o f  oper at ions ( s chedu l ed or on demand ) ;  
( g )  spec i a l i s t  capacity ( fr ee z er space ) ; 
( h )  petrol  contract . 

( ii )  Nume r i cal  

( a )  e s t imated volume o f  we stbound fre ight ; 
( b )  e s t imated  volume o f  eastbound freight ; 
( c ) number o f  invo ice s . 

From thi s informat i on a gener al -purpo se  c l a s s i f i cat i on i s  pro ­
duced ( that i s , one made when the purpo se s for wh ich i t  i s  t o  
b e  u se d  are not known ) . 2 The r e su l t ing hier ar chical group ing 
o f  compan i e s  has s imu l t aneou s ly taken al l of the se l e cted  
at tribut e s  int o account , e ach b e ing given equal we ight . The 

1 U t i l it i e s /Landrover s are not included in the survey as mo st  
l ong-di st ance fr e i ght i s  carr ied by  truck al though greater 
u se i s  made o f  the s e  typ e s  o f  vehi c l e s  we st  o f  Goroka . 
2 There i s  no unique c l as s i fic at ion and for other pur po s e s  
d i f ferent strat e g i e s  may give more use fu l  r e su l t s .  



attribute s on whi ch the h ier ar chy i s  based are al so ranked 
and_ the r esu l t s  of combining both set s o f  informat ion are 
g iven in F i g . 5 . 3 whi ch shows  the init ial  breakdown into 24 
eastern -ba s ed f irms and 13 we st ern -b ased companie s . 
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The fl eet s  of the we s t ern-b a s ed companie s ,  directed  from 
Mt Hagen , con s i s t  predominant ly o f  s ix -t on vehicl e s  b ecau se 
the short er tray s  ( seven ft ) are more  su ited t o  exi s t ing 
r o ad s  wh ich ar e general ly too nar r ow for semi -tr a iler s .  Thi s  
gr oup cons i st s  o f  main -centre comp anie s and D i s t r i ct ope r a ­
t o r s . The four firms in the former group ar e s chedu l e d  car ­
r ier s based  in the Upper Wahgi Val l ey . The ir serv ic e s  (Lae ­
Goroka-Mt Hagen ) are suppor t ed by a Lae workshop t o  e f fect a 
qu ick turn �round on mail serv ice s and shut t l e s  de s igned to  
make maximum u s e  of  l ar ger r igs . The D i str ict operat or s 
cover f irms with one or two trucks operat ing on an uns cheduled 
b a s i s t o  and fr om Lae and companie s sp ecial is ing in trucking 
to the S ou thern H ighl ands (Mend i ,  Ial ibu and Kagua ) and some 
We s t ern H i ghl ands cent r e s  (Wabag and Wapenamanda ) . This  
operat ion involve s onforward ing fr e ight fr om the ma in-centre 
carr ier s based in Mt Hagen and Lae . The Lae carr i er s  are 
p art of the e a s t ern -b a sed gr oup that is divided into comp anie s  
o f fer ing service s on s chedul e  or o n  demand . 

The three  s cheduled carr i er s  are Goroka -dir ected oper at o r s  
carry ing he avy vo lume s o f  d iver s i f ied  car go e s  inc luding r e ­
fr igerated g o o d s  from Lae , A Lae warehou se i s  con s idered 
e s sent i al f or qu ickly det ermining if goods from Au stral ia ar e 
short - sh ipped . Thi s  gr oup cons i s t s  o f  an anci l l ary car r ier 
( handl ing good s for the company ' s  wide spread inter e s t s in 
hot e l s ,  who l e s al ing , retail ing and p l antat ion s  within the 
E a s t ern H i gh l ands ) and two mu l t i -centre  operat ors  ( operat ing 
throu ghout the h ighl ands with contract s from the Administra­
t ion , petr o l eum companie s ,  mi s s i ons , indent or·s aqd manufac ­
turer s pr ov i d ing an impor t ant base  l oad ) . The comb ined capital 
strength o f  the se compani e s  in trucking and as soc iated inter ­
e s t s  cannot be  mat ched by e i ther the road spe c i al i s t  companies  
or  anc i l l ary carr ier s operat ing on  de�and . 

The road spe ci al i s t  operator s directed from Lae c on f ine 
the ir int ere s t s  to the heavy -vo lume rout e s  focu s ing on Lae ­
Goroka -Mt Hagen . Mu ch of  the ir work i s  done under contract . 
S u ch contract s are vital  as  the companie s do not have the 
capt ive cargoe s o f  the anc i l l ary operat ors  concent rat ing on 
e i ther a mul t i -route or a s ingl e -rout e operat ion . 

The mu l t i -route operat ors  directed fr om Banz have mi s s ion , 
p l ant at ion , trade s tore , fue l agency and co f fee -buy ing int er ­
e st s . Al though much o f  the i r  contract work i s  c onc entrated 
on the Banz area they wi l l  carry fr e ight en rout e to the ir 



64 

INFORMATION 
CONTENT 
1 60.00 -

1 20.00 -

80.00 -

40.00 -

(/) 
() 
i== (/) 
a: 
LU 
1-
() 
<( 
a: 
<( 
:i: 
() 

(/) (/) 
<( _J 
() 

i J 
A B 

western based 

Mt -Hagen d irected 

six-ton trucks 

scheduled 
contract 

single 
terminal -

operators 
based 

with Lae 
workshop 

workshop 

W. H ighlands S. Highlands 
main-centr(:) and m i nor 

operation Western 
ex-Upper Highlands 

jWahgi  Valley operation 

Ottley 
and Beirne 

Ottley 

4 9 

S ource : f i e l dwor k  

l 
+ r 1 l 

1 J l 1j, 
+ _}_ 

c D E F G H 

eastern based 

services on demand scheduled 

road 
anci l lary special ist 

Goroka-directed 

single route multi-route Laa-di rected heavy volume 
diversified carrier 

Banz -
heavy 

d i rected 
volume freezer units 
route 

six-ton Wau-
trucks d i rected 

multi-centre 
a nci l l a ry contract 

carrier 

minor centre Wau-Bulolo Banz 
inter 

main centre 
Eastern Highlands 

operation area area High lands 
ex-Lae specialist specialist operations 

special ist 
operations 

ex-Lae 

Col l i ns 
Booij Placer Al l iance Ryan a nd 

H ig hland 

Leahy 
Motors 

5 3 3 1 0  1 2 

F i g . 5 . 3 .  A c l a s s i f icat i on o f  thirty- seven expatriate  tran s ­
p o r t  c ompanies , Augu s t  1 9 70 
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headquar t er s  and wil l over carry t o  Mt  Hagen i f  there i s  su f f i ­
c i ent inducement .  Such act iv ity contrast s wi th the s ingl e ­
route oper ator s that are d iv ided into Wau -Bu l o l o  are a  spe cial ­
i st s  and tho se cater ing for minor centres  such as  Kainantu and 
Kundiawa . 

The Wau -Bu l o l o  area  spec ial i st s  are engage d  l arge ly in 
carry ing veneer from L.ae t o  Bul o l o  and r eturning with plywood 
to Lae . S tore good s , in contrast , pr edominat e in fre i ght move­
ment s ex-Lae to  minor centre s .  Much o f  the traffic  t a sk p e r ­
formed b y  the se carr ier s i s  in smal l s ix-ton trucks . Surpr i s ­
ingly tru ck s i ze  was no t a main fac t or d i s t ingu i shing group s 
and a separ at e  analys i s  was sub sequent ly undert a�en o f  the 
number and s i ze o f  veh i c l e s operat ed by ind ividual c ompanie s -. 

The tru cking fleet . Thirty o f  the firms examined had s ix �  
t on trucks ( T oyo t a  6000 ser . and I suzu ) , account ing f o r  over 
50 per cent o f  the trucking f l ee t  and almo st 40 per cent o f  
it s capacity ( see Tab l e  5 . 3 ) . Indeed , the sma l l er and cheap er 
vehic l e s  ( under nine ton s ) account for 75 p er cent o f  al l 
vehicl e s  and near ly 60 per cent o f  the f l eet ' s  capac ity . The 
shi ft to the med ium range of tru cks (United Nat ions D evel op 
ment Progr amme 1 9 6 9 : vo l . 2 ,  p . 7 . 20 )  has no t been ach i eved for 
they account for only 1 5  per cent of  the number of veh i c l e s  
and the ir capac ity i s  equal t o  that o f  the heav ier r i g s  ( over 
four t een t ons ) . The se  heavier combinat ions have been intro ­
du ced s ince 1 968 . A twenty -ton vehic l e  c o s t s be tween $ 3 6 , 000 
and $ 3 8 , 000 compared with $ 6 , 00 0  for a s ix -t on veh i c l e  and 
even then the l ar ger comb inat ion r equire s spe c ial work on the 
semi -trai l er to with s t and the damaging e f fect s of the road , 
rust  and du st . 

Tru ck s i ze 
6 
7 
8 
9 

1 0  
1 2  
1 4  
1 8  
2 0  
28 

T otal  

Tab l e  5 . 3  

F l ee t  character i st i c s  o f  the thirty - s even 
samp l e  t rucking firms , S eptember 1 9 7 0  

_(_t onsl No . % C apaci ty {t ons ) 
1 25 5 1 . 6  750  

49  20 . 3  343 
10 4 . 1  8 0  

4 1 .  7 3 6  
9 3 . 7  90 

2 7  1 1 . 2 3 24 
1 0 . 4 28 
3 1 2 54  

10  4 . 1  200 
4 1 .  7 1 1 2  

242  1 00 . 0  2 , 0 1 7  

S our ce : C ooper Brother s and C o . ( 1 9 7 0 )  and fie l dwor k .  

% 
3 7 . 3  
1 7 . 0  

4 . 0  
1 . 8 
4 . 5  

1 6 . 1  
1 . 1  
2 .  7 
9 . 9  
5 . 6  

100 . 0  
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Photo: Freighter Industr ies NG Pty Ltd 

Pl ate 1 8 . The mo s t  character i st ic veh i c l e  on the H i gh ­
l ands H ighway i s  t h e  T oyota ( 6000 s er . )  
t ruck wi th a cap ac ity o f  s ix t ons  

Photo: Freighter Industries NG Pty Ltd 

P l at e  1 9 .  One o f  the largest  r i g s  operated on the H igh­
l and s Hi ghway s een here carry ing concrete  
p ip e s  for  d evel opment pro j e c t s  in  the highlands  



Photo :  Freighter Indu str ies NG Pty Ltd 

Pl ate 20 . Pr ime mover and s emi -tr ail er equipped wi th 
' gat e s ' ;  when l o aded the vehic l e  i s  covered 

wi th a t arpaul in in an at t empt t o  minimi se  
pr ob l ems o f  dust  and p i l fer age 

Phot o :  Freighter Industries NG Pty Ltd 

6 7  

P l at e  2 1 . One at t empt t o  maximi s e  a vehic le ' s  pul l ing 
p ower and s t ay within the pre s cr ibed axl e ­
l oad regul at i ons i s  t o  at t ach a 9 dog trail er ' »  
the ' do g  t r a i l er ' i s  seen here at t ache d t o  an 
O shko sh , one of the l argest  and mos t  expens ive 
veh ic l e s  oper at ing on the H i gh lands  H ighway 
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The swi t ch t o  he avy -du ty r i g s  i n  exc e s s  o f  t ar e  weight s in 
Au s t r a l i a has been hampered by uncer t a int y over r oad r e gu l a ­
t i on s whi ch have �een g a z e t t e d  but no t a s  y e t  s u c c e s s fu l l y  
enforced ( Papua � n d  Ne� Gu inea D ir e c t ora t e  o f  Tran s p br t  1 9 69b ) . 
Whe ther s u ch r egu l at ions t aken d i r e c t ly fr om the Au s tr a l i an 
T r an sp o r t  Adv i s ory C ounc i l are appr opr i at e  in Papua New Guinea 
is hot l y  d i spu t e d  by operator s . The r e  i s  a l s o  d i s agr eement a s  
t o  whi ch i s  the b e s t  r ig under l oc a l  cond i t i on s . The r e sul t ­
ing mu l t ip l i c i t y  o f  we i ght s and make s o f  t ru ck ( O shko sh , Ley ­
l and , Mi t sub i sh i , Atkin s on , Int erna t i ona l , Mack and Wh i t e ) 
r enders it d i f fi cu l t  t o  c a l c u l a t e  operat ing c o s t s s at i s fac t or ­
i l y  except for the smal l er r ange o f  veh i c l e s  wher e  s ome c o n ­
s en s u s  h a s  b een r ea ched . 

Operat ing c o s t s ,  Even i f  at t en t i on is concen t r a t e d  on the 
sma l l er t yp e  of veh i c l e  many pr ob l ems r emain : the d e t e rmi!la ­
t i on o f  c o s t s  in mixed f l ee t£ and d iv er s i f ie d  b u s ine s se s ; the 
a s s e s sment of the .wage s and per formance of l o ca l  and exp atriate 
d r iver s ;  the e s t imat e  of depr e c i at i on on t ruck s  who s e  u s e fu l  
l i fe i s  pr obab l y  l e s s than . 1 00 , 0 0 0  mi l e s  o r  two y e ar s · the 
appor t i onment o f  veh i c l e -maint enance c o s t s on t ru cks � ! and t he 
valuat ion o f  the ft , p i l fer age , a c c i dent s and d e l ay s . S ome 
a t t emp t at r e �� lv ing the s e  prob l ems ha s b e en made ( C ooper 
B r o ther s and C o . 1 9 7 0 )  and r a t he r  than dup l i c a t e  wor k  in th i s  
f ie l d  b y  r epeat ing a s e r ie s o f  c o s t  exer ci s e s  o n  d i f fer ing 
t yp e s of t r u ck s , i t  i s  more per t inent t o  g au ge expe c t e d  r e ­
t u r n s  again s t  ant i c ip a t ed co s t s for veh ic l e s  ope r at ing l ine ­
hau l  and feeder s erv i c e s  unde r  a r ange o f  c ond i t ion s . 

The imp or t ance o f  the vo l ume o f  fr e i gh t  t o  a l ine -hau l 
carr ier , for examp l e , c an b e  i l l u s t r at ed by hypo the s i s ing the 
r e turn s of a car r ie r  oper at ing a s even -t on truck on t he 640 -
mi l e  r e turn t r ip b e tween Lae and B anz ( inc lude s a l l owan ce for 
p ic k-up and · de l iv ery ) .  A vehic l e  wi ll m�ke a lmo s t  4 3  per cent 
on r evenue , a s suming that it aver age s s ixty t r ip s  a ye ar 
( 3 8 , 00 0  mi l e s ) ,  obt a in s  $33 . 60 for w� s tb ound c argo ( a  cons er ­
vat ive contract rat e ) and c arr ie s mor e .  than i t s  r at ed p ay l o ad 
we s t b ound and above - aver age l oading s e a s fb ound ( se e  Tab l e  5 .  4).  
If the t ruck a�er aged i t s  ful l  payl oad in a we s t b ound dlr e ction 

A t anker ope r a t o r  on the Lae -Goroka r ou t e  r e:qu ir e d  e ight 
new tube s and had t o  r ep a i r  n inet e en punct ur e s  in f our t r i p s  
dur ing Aqgu s t  1 9 70 ( p er s onal co:rm:D.un i cat ion : G .  Thoma s , C ooper 
B r o ther s and Lynand ) . 
2 L o ad s  c annot gene r a lly b e  insure d and wher e veh i c l e  insur ­
ance i s  ava i l ab l e  the cl ient i s  r e spons ib l e  for the f ir s t  $ 6 0 0  
wor th o f  damage . 
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a n d  r an at ha l f  i t s c ap a c i t y  e a s t b ound , i t s  r e t urn o n  r evenue 
wou l d  be 30 per c ent . Und er l e s s  f avour ab l e  c ond i t i on s  with 
onl y  t qr e e -qu ar t er s  of the truck ful l  we s t bound and a p o or 
e a s t b oqnd l oa d ing , r e turns on r evenue s lump t o  l e s s  t h an 1 0  
p e r  c ent . S u ch f igur e s  demon s t r a t e  the import ance o f  s e cur ing 
a cq.p a c i ty we s tb ound l oad to c over c o s t s  and o f  captur ing 
s t r ong r et u rn l oad ing s t o  b o l s t er pr o f it s .  

T ab l e  5 ..4 

Hypo t he s i s e d  ye ar l y  r eturns o n  a s even - t on t r u c k  operat ing 
b etwe en L a e  and Banz for vary ing l oad c apa ci t ie s* 

( $ )  

We s t7e a s t  aver age t r ip 
I t em c a_E_ac i t_y in t ons 

8 . 5 / 4 . 5  7 . 0 / 3 . 5  5 . 5 / 2 . 5  

Annu a l  r ev enue : 
W e s t b ound a t  $ 3 3 . 60 per t on 1 7 , 1 3 6  1 4 ' 1 1 2  1 1 , 088 
E a s t b ound at $ 1 1 . 20 E_er t on 3 , 024 2 , 35 2  1 , 68 0  
S ub -t o t a l  20 , 1 60 1 6 , 464 1 2 , 768  

Annua l  ope r at ing c o s t s 
( 60 t r ip s at 3 0 <:  p e r  mi l e  1 1 , 5 20 1 1 , 5 20 1 1 , 5 2 0  
for 640 mi l e s  ) -;b\-
P r o f i t  8 , 640 4 , 944 1 , 248 
Re t urn on r evenue (% ) 4 2 . 9  3 0 . 0  9 . 8 

* A s suming one tru ck make s s ixty t r ip s  p e r  annum at 30<:  per 
mi l e  and $ 3 3 . 60 p er t on is r e ce ived f or we s t bound c ar g o  
and $ 1 1 . 20 p e r  t on f o r  e a s t b ound cargo . 

** Include s a l l owance for p ick -up and d e l ivery . 
S our ce :  fi e l dwork . 

In L a e -Gor oka oper at i o n s  a veh i c l e  w i t h  a twenty -t on 
c a p a c i t y  p ay l oad we s tb ound anc f ha l f  fu l l  o,n the e a s tb ound l e g  
c an pr odu c e  3 5 . 5  p e r  cent o n  r ev enue c omp ar e d  w ith 26 . 4  p er 
cent for a s ix - t on t r uck with a s imi l ar p r op or t i on a l  l oad ing . 
S u ch e conomi e s  o f  s ca l e  ar e gener a l ly deni ed: Lae -Banz oper a ­
t or.s a s  p o or r o ad c ond it i on s  l imi t t he oper a t ion o f  he av i er 
vehi c l e s . Inde e d , vehi c l e s  c ap ab l e  o f  carry ing twenty - ft 
c ontainer s wou l d  b e  r e s tr i ct ed by sharp corner s ,  nar r ow r o ad 
w i d t h s  arid b r i dge l im i t at i on s , t o  opera t ions e a s t  o f  G o r oka 
even t hou gh s ugar , f l ou r  and r ic e  cou l d  b e  c arr i e d  in th i s  
wai ( p a l l e t i s ed f l our i s  t aken t o  M t  Hagen ) . A s  y e t  the r e  ar e 
only seven t r a i l er s  capab l e  o f  c arry ing twent y - ft c ont a iner s 
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( two mor e a r e  on or der ) .  Even i f  th i s  f l eet  i s  augmented 
there i s  st il l the prob l em o f  s ervin g communi t ie s  away from 
the Highland s  Hi ghway . 

Feeder service s . C o l l e c t i on and d i s t r ibut ion co s t s for 
o f f -highway fre i ght are high and are r eput ed to outwe i gh l ine ­
haul oper at ion s  by a r at io o f  2 t o  1 .  Such a s sert ions are 
d i f f i cul t to sub st ant iate , but the co st of operat ing a s ix­
t on l ine -hau l veh icl e between �ae and Goroka i s  e s t imat ed at  
25 . 9 � per mi l e  ( 44 , 7 2 0  mi l e s  per annum ) compared wi th 3 9 . 7 �  
per mi l e  ( 1 6 , 500 mi l e s  p e r  annum) for a s imi l ar truck p icking 

" UP and dr opp ing fr e ight around Gor oka . On the hi ghway we st 
of Mt Hagen and on poorer road s  in the eastern part  of  the 
highl ands four -wheel -dr ive veh i c l e s  wi th carry ing capac it i e s  
o f  one t on ( some carry 1 . 5 t ons ) have t o  b e  sub st i tuted . 
Around Goroka such vehicl e s  have an operat ing · cost  o f  2 2 �  per 
mi l e , and s ervice s emp l oying them at tr act premium r at e s . For 
examp l e , the contr act r ate for the e st imat ed 24 mi l e s  be twe en 
Kundiawa and Gembogl is $ 1 1 . 20. per t on comp ared with $ 3 1 . 3 6 
per t on for the 240 mi l e s  b etween Lae and Kundiawa . Dr iving 
on such road s  is hazardou s and the d e l ays  due to adver se 
we ather and high acc ident r at e s  on l ine -hau l s chedul e s  are 
compounded in the se  oper at ions . Yet such char ge s shoul d  not 
be  ignored in cal cu l at ing the t ot a l  transport co st s o f  e ffec ­
t ing a door -to -door del ivery between the sh ipper and the ul t i ­
mat e con s i gnee . 



Chap t er 6 

Total  tran sport co st s 

Total  transport cos t s and qua l ity o f  serv i ce are 
l ikewis e  s igni fi cant fact or s ( i ) in the l ocat ion 
of inve stmen t s  and the d i ffer ent i at i on of deve lop ­
ment chance s ;  ( i i )  in the spat i a l  or geo gr aphical  
spread of  the income e f fect  of  inve s tmen t s , i . e . , 
o f  income incre ase s ; and ( i i i )  in the geogr aphical  
spread of  the  cap acity e f fe ct o f  inve stmen t s , i . e . , 
the extent o f  mar ke t s for the increased  produ ct i on . 
The spat ial spread or extent o f  the capaci ty e f fe ct 
i s  u sual ly much wider than that o f  the income effect . 
Under the c ir cums t ance s ,  transport has been over 
the l ong run an impor tant factor in the d i f ferent i ­
at i on o f  economic deve l opment i n  space . . .  (United 
Nat ions C onfer ence on Trade and Deve l opment 1 964 : 2 26) 

C a l cu l at ing the t otal  
tran sport co s t s  

Be fore the t otal  tran sport cost s i n  Papua New Guine a ' s  
r egional deve lopment are con s i dere d ,  some apprec iat ion o f  the 
method of cal cul at ion is appo s it e . It shou l d  be p o s s i b l e  t o  
ident i fy door -t o -door transport cost s and the char g e s  spe c i ­
f ied a t  each st age o f  the tran sport proce s s  from o ff i cial  
s t at i st i c s . But prob l ems ar i se in the use  of  o f fi cial  s t at i s ­
t i c s  b e cau se o f  the ir del ayed pub l icat ion o f  the break down by 
por t s  and be cause o f  d i f f i cu l t i e s  in a s s igning tran s fer co st 
e l ement s in the f . o . b .  pr i ce in Austral i a and c . i . f .  pr ice  in 
Papua New Guinea . In Aus tr a l i a  the cost  o f  packaging i s  in­
c luded wher eas in Papua New Guine a it i s  shown a s  a s eparat e 
item .  The se  d i f f icul t ie s  ar e compounded by the app l icat ion 
o f  an average f igur e  for fr e i ght and insurance acro s s  several 
commodi t i e s  becau s e  the s t at i s t i c s  are int ended for macr o ­
s tud ies  such a s  nat ional account s and input -output t ab l e s . 
Ther e i s  a l s o  s ome uncer t ai�ty a s  t o  whether commi s s ions and 
d i s count s are inc luded and , i f  so , at what st age in the 
account ing pr oce s s  they are incorporated ; Hence it is only 
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p o s s ib l e  t o  i l l u strate the compos it ion o f  the total  tr ansport 
co st s by re ference to a s ingle port , Lae , and a s ingl e  commod ­
ity , v i t amin-enr i ched, mi l l e d  whi te r ice , which has the j oint 
advantage o f  be ing duty - fr ee and measured in l ong tons ( 2 , 240 lb) 
for b oth sea and l and transpor t . 

As suming that the buyer i s  pur chas ing one ton o f  r i ce 
( l ar ge ret a i l e r s  woul d ob t ain d i scount s ) , the d e l ivered c o s t  
can be der ived fr om the Austral ian f . o . b .  r ate for 1 96 9 -70  
( C ommo'nwea l th Bureau o f  C ensus and S t at i s t i cs 1 9 70 : 3 8 1 -2 ) . 
From thi s aver age rate  an ex-war ehou se p r i ce i s  obtained by 
deduct ing whar fage , an agent ' s  fee and l ocal transpor t t o  the 
port . This  figure i s  added , with t he ocean fr e ight rat e and 
insur ance , to the f . o . b .  port -o f - shipment r at e  to  give a c . i . f .  
rate  at Lae . Then add it ions are made for whar fage , handl ing , 
agent ' s  fee , st or age and commi s s i on in order t o  deduce a c o s t ­
in•store char ge . Such an e s t imat ing procedure ind icat e s  that 
trans fer co st s const itute 21 . 8  per cent o f  the in- s t ore pr i ce 
o f  mi l l ed whi t e  r ice : almo s t  3 per cent i s  incurred in Au s t ­
ral ia , over 1 3  per cent in the mar it ime st age , and near ly 6 per 
cent in Papua New Gu inea ( see Tabl e 6 . 1 ) . Var iat ions occur 
between por t s  as Lae and Madang incur. heav ier  char ge s than the 
other New Guinea centre s of Kav ieng , Kiet a , Lorengau and Wewak . 
Such co st -di f ferenc e s  are not suffic ient t o  de stroy the cap ­
t ive port hinter l and s enj oyed by ind iv idual por t s and much o f  
the inter e s t  focu se s  on the price  t o  the consumer . 

Charges  to  cons i gne e s  in non -por t l ocat ions can be der ived 
by u s ing the pr i ce o f  the good s ex - store a s  the bas ing -po in t  
and add ing an inl and transpor t freight r ate . As suming no 
l o s s e s  occur through p i l fer age and damage , such charge s pr o ­
gr e s s ively boo s t  the cost  o f  ri ce from i t s  ex -st ore pr ice o f  
8 . 24C per lb  t o  9 . 14 c  a t  Gor oka , mor e sharp ly t o  1 0 . 04 c  at 1 Mt Hagen , and markedly to  1 3 . 04 c  per lb at Mendi ( see F i g . 6 . 1) .  

The u s e  o f  r i ce t o  i l lustrate  the s t eep r i se  o f  the trans ­
por t co st  gradient probab ly over s t a t e s  the general  inc idence 
of t otal  tran sport co s t s  over a range of  commo d i t ie s in the 
highl ands be cau se it has a bel ow-average ex-warehou se  pr ice . 
In 1 9 68 -69 , for inst ance , the mean f . o . b .  for a l l  c argo e s  at 
Lae was $ 2 5 1 . 42 compared wi th $ 1 74 . 63 for r ice fr om Au str a l ia 
( Papua New Gu inea Bur eau of  S t at i st ic s  1 9 70b : 2 6 ) . If  it is  

1 The aver age ret a i l  pr i ce for r i ce in the quar t er end ing 
Mar ch 1 9 7 0  wa s 1 0 . 2 C per lb ( l o o s e ) at Port Mor e sby , and 
1 0 . 4C per lb at Lae and Rabau l ( Papua New Guinea Bureau o f  
S tat i st i c s  1 9 70c ) . 
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S ource : fieldwork 

F ig . 6 . 1 . Var i at i on s  in the de l ivered c o s t s  o f  mi l l e d  
whi te r ic e  with di s t ance from a n  Au s t ra l i an­
bas e d  warehou s e , August  1 9 70 ( in set  shows 
price changes fr om war ehou se to Mendi , whi l e  
the main diagram shows a l t erat i on s  in pr ice 
with tran s - shipment s at  Lae , Kainantu , 
G or oka , Kundiawa and Mt Hagen) 
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Tab l e  6 . 1  

E s t imat e d  percentage c ontr ibut i on of the 
var i ous c omponen t s  of  the c o s t - in- s t ore  
at  Lae for one t on o f  mil l e d  whi t e  r ice 

Pr ice ex-warehouse : 
Local transpor t  t o  whar f  
Agent ' s  fee and whar fage 

F . o . b . pr ice  at port of  
shipment : *  

Ocean fre i ght rate 
Insurance 

C . i . f .  pr ice at  Lae : 
Whar fage , handl ing , agent ' s  
fee , l oca l cartage , and 
st orage charge 
Agent ' s  c ommi s s i on 

C os t - in- s t ore at Lae 

78 . 2  
1 . 2 
1 . 6 

1 3 . 3  
0 . 2  

3 . 6  

1 . 9 

78 . 2  

81 . 0  

94 . 5  

1 00 . 0  

* Der ive d from C onnnonweal th Bureau of  C ensus  and Stat i st ic s  
( 1 9 7 0 : 38 1 - 2 ) . 

S ource : f i e l dwork . 

a s sumed tha t  thi s  average pr i ce he l d  for genera l  cargo fr om 
Aus t ra l i a  and the h i gher fre ight rate then appl icab l e  ( $ 2 6 
per t on)  wa s inc luded_ with insurance , the trans fer c o s t s  in­
s t ore  at Lae woul d . a dd an e s t imat e d  21 per cent to the ware­
house  pr ice , but  f or a l ower -va l ued pr oduct l ike r i ce they 
r epre sent an �xtra 29  per cent . 

The r i se in ocea n fr eigh t  rates  in 1 9 7 1  wou l d  have increase d 
the general inc i dence of  t otal transpor t  c o s t s  on al l c onnnod­
i t i e s  and widened the exi s t ing gap b etween r ice and other c om­
modi t ie s . I f  it i s  a s sume d ,  for examp l e , that the r e l a t ive 
factory pr ice s were he l d  at c onstant 1 9 68 - 6 9  l evel s ,  thi s  in­
crea se  woul d have adde d  3 . 9  per cent to the in- s t or e  pr i ce of 
r ice  and 2 . 8  per cent to gener a l  cargo . When account is taken 
of the r i se in trucking rat e s  in 1 9 7 1 ( say , 20 per cent of the 
reconnnende d 35  per cent ) , the t otal transport c o s t  on r ice de­
l ivere d  at  Mendi wou l d  be 1 1 9  per cent above the war ehouse 
pr ice ex- Sydney . A c omparab l e  pr ice is d i f f i cu l t  to e l i c i t  
f or general g o o d s  whi ch ar e pr esumabl y  calculated o n  mea sure­
ment rather than we i ght , and  consequen t ly a greater volume 
c oul d be l oa de d  into a truck than carr i e d  at sea . A s suming 
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a r at io o f  . 5 7 1  t o  conver t t o n s  measurement t o  t ons  we ight , 
the tot aL t r ansport c o s t  on general cargo c ould  be 8 7 . 2 per 
cent . ALthough the s e  f igur e s  ar e only sugge st ive they do 
i l lustrate the cost  incidence at each stage of the transpor t  
cha in and highl ight the dec i s i on-maker ' s  d i l emma o f  where t o  
int ervene i n  the break-bu l k  sy s t em t o  redu ce over a l l  c o st s . 

Impr oving the pub l ic wor ks 
approach t o  devel opment 

Even though the Admini s t r at ion has been adv i sed that ' the 
b igge st s ingl e  pot ent ial bene fit  fr om transpor t cost s avings  
l ie s  in  the  f i e l d  o f  shipp ing '

. 
(United Nat ions  Devel opment 

Pr o gr amme 1 9 69 : vo l . 2 , p . 6 . 7 ) , it has been reluctant to ent er 
the mar it ime stage it se l f . Mu ch of i t s  past  al l ocat ion o f  
funds t o  t h e  main mode s - l and , sea ( and a ir ) - ha s been 
d irected t o  infr astructural inve stment s in port s , and trunk 
and feeder road s , pr imar i ly to fac i l it at e  fre i ght movement s . 
Thi s i s  c ons i s t ent with it s s t ated ob j ec t ive s : t o  supp ly ' a  
minimum sy stem o f  e f f i c ient and r e l iab l e  inter -regional l and 
and sea  communi cat ions ' and to ' make cost  reduct ion and im­
prove cap i t a l  e f fi c i ency ' . 1 Bene f i t s  have ( at l e a s t  tangen­
t ia l l y )  accrued from por t inve stment s in s t ab i l i sed ocean 
fr eight rat e s , and from improved r oad s in reduced charge s .  
Further reduc t i ons are ant i c ip at ed with the ext en s i on o f  the 
H i ghl and s Highway to Mendi and progr e s s ive impr ovement s in 
road c ond it ions between Goroka and Mt Hagen , wh i ch are  part  
o f  a concer ted at t empt t o  o f fset the decl ine in  dev e l opment 
chance s  inl and from the coast . Thu s per ipher al ne twor ks are 
b e ing devel oped at the exp ense of areas  more  acce s s ib l e  t o  
the CO{l.St . 

As the pol icy runs count er t o  the past  a s s o c iat ion be tween 
road cons truct i on and potent i a l  for expatr iate expor t -crop 
product ion , it  i s  supported by s t r ong reg ional po l it ical  fee l ­
ings o f  we l far e and equ ity . Al though vi l l age road s improve 

· ac ce s s ib i l i ty , it  is impor t ant to recogn i s e  that th i s  acro s s ­
the -board pub l i c works approach t o  deve l opment doe s have i t s  
drawbacks . It as sume s that road construc t i on , for examp l e , 
mus t  inevitab l y  l e ad t o  l ower pr odu ct i on c o s t s from reduced 
price s and l ower e d  co s t s  of  import s st emming from s avings in 
operat in� vehic l e s  subj ect  t o  s ome re sour ce potent i al be ing 
detected .  Yet  in cond i t ions l it t l e removed from a deve l op -

Admini s t r at.or ' s  c i rcu l ar 46 -1 -0 , 1 8  March 1 9 68 . 
2 It i s  debat ab l e  i f  improved r oad s have d ir e ct ly l owered 
pr i ce s . Many o f  the fal l s  in pr ice s have been occas ioned by 
incr eased compet i t i on in ret a i l ing (United Nat ion s  D evel op ­
ment Pr ogramme 1 9 69 : vol . 2 ,  p . 6 . 5 ) . 
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ment vacuum i n  part s o f  the h i ghl and s i t  i s  di f f i cult  t o  see 
anything but economi c growth pr oceeding from road inv e stment 
( Burnet 1 9 7 0 ) . It i s  perhap s t o o  e ar ly t o  a s s e s s  the impact 
of thi s pol icy and to gauge i f  any ' backwash e f fec t s ' wi l l  
outwe igh gains in deve l opment . 1 

The patt ern o f  pr oduc t i on wou l d  be a f fected in 
that good s and fact ors  of pr oduct ion are now ren­
dered more mob i l e . How preci sely thi s  would  a ffect 
the l oc at ion o f  indu stry i s , even in pr incip l e , 
very comp l ex :  on the one hand , the l ower cost  o f  
mov ing goo d s  may make the devel opment o f  r emote  
areas  more fea s ib l e , but  on the other hand , the 
great er mob i l ity o f  l ab our may at tract more 
peop l e  fr om remote areas  t o  e st ab l i shed cent re s .  
( Pre st 1 969 : 34 )  

Irrespect ive o f  the b a l an ce be tween negat ive and pos it ive 
e conomi c and s o c i al e f fect s ,  r oad cons truct ion i s  inev i t ab l e  
and the pub l i c  works approach t o  devel opment mu st  be  made 
more  e f f ect ive by tai l oi ing �t c l os e ly t o  the ' at t itude s , 
incent ive s and ab i l i t ie s ' o f  the popul at ion (Wi l son et  al . 
1 9 66 : 1 95 ) . Indeed , it i s  a lready apparent that s ome o f  the 
potent ial o f  new and improved road s  is not b e ing real i s ed 
b ecau se o f  subopt imal vehic l e  operat ion . 

S ome advi s or s ,  r e luct ant t o  become invo lved in t amper ing 
wi th regul at ions and user char ge s  in order t o  impr ove vehic l e  
oper at ion and management , and rea l i sing the l at ent bene fi t s  
i n  the modern cargo -handl ing t�chnique s o f  the mar it ime st age , 
have c ommended the ir intr oduct ion int o the inl and t�an sport 
network as part of a fre i ght -forward ing oper at ion (United 
Nat ions Devel opment Pr ogr amme 1 96 9 : vol . 2 ,  p . 9 . 28 ) . Whi l e  th i s  
pro spect i s  immediately appeal ing wi thin a mi l ieu · threat ened 
by r i s ing t otal  tran sport c o st s , it  i s  impor t ant to analyse 
the compo s it ion o f  the Au stral i a -Papua New Guinea trade be fore  
proceeding with fur ther inve stment . 

S ome soci al pr ob l ems such as  the spr ead o f  syphi l i s have 
al ready emerged . 



I l l  



Photo : Department of External Territor ies , Canberra 

P l ate  2 2 . Unl oading c opra by c onvent i onal methods at  Rabaul , from a 
sma l l  coastal  ve s sel  operat ing a feeder service 
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Chap t er 7 

The ne ed t o  analyse sh ipp ing mani f e s t s  

The sy stem [ o f  uni t i sation]  yie l d s  i t s  ful l e st 
bene f i t s  when p art o f  a through transpor t  chain 
l inked to h ighway networks and con s i gnee s  b ene ­
f i t ing fro� ful l -l oad door -t o -door del iver ies . 
(Uni t ed Nat ion s  Deve l opment Progr amme 1 96 9 : vo l . 2 ,  
p . 9 . 28 . ) 

Total transport co st s in Papua ·New Gu inea ar e expen s ive . 
They re fl ect the country ' s  s cat t ered  popul at ion ( 2 . 2  mi l l ion 
in 1 8 3 , 000 sq . m . ) ,  which is d i sper sed New Zea l and -188 1 - fashion 
in severa l  nuc l e i  with much ' dead ' ground occa s i oned by the 
sea and rugged t opography (Rimmer 1 96 7 ) . The se  co s t s ar e a l s o  
l ike ly t o  r is e  with the per s i s t ence o f  imb a l anced front - and 
b ack-l oadings and perhap s managerial  de fic ienc ies  (Unit ed 
Nat ions Deve l opment Pro gr amme 1 9 69 : vd l . l ,  p . 3 . 6 ) . S uch con­
dit i ons  prov ide the b a s i s  for arguing the case for ext end ing 
fre ight forwar ding in Papua New Gu inea as it pr omi s e s  to r e ­
duce t ot al tran sport co st s . As  ind i cated i n  Par t  I I , unit i ­
s at ion i s  we l l  deve l oped i n  the mar it ime st age and the ini t i a l  
forward ing venture i n  Papua New Gu inea h a s  d emonstrated that 
·the equipment already in u se can be incorporat ed int o a door ­
t o -door serv i �e . Yet , a s  ev idenced by this ventu re ' s  prob ­
l ems in at tract ing car goes , phys i ca l  feas ib i l ity i s  no guaran ­
t ee o f  commer cial  su cce s s . Before fur ther fr e i ght - forwarding 
operat ions ar e cont emp l ated , it is impor tant to as se s s  if the 
propo sed serv i ce s  can be geared more  c l o s e l y  to the type o f  
commod i t ie s , number o f  pa ckage s ,  kinds o f  shipper s and con­
s ignee s ,  and we ight and measurement of the t ot a l  con s i gnment . 
S uch informat ion can onl y be der ived from a s crut iny o f  man i ­
fe st s i n  Paptia New Guinea . 

It mu st b e  reco gni sed that in any sel ect ion o f  man i fe s t s :  
( i ) a repre sentat ive samp l e  woul d  have t o  c over a l l  companies  
a s  they have ' t ied ' cl ient s ; ( i i )  NGAL and CONPAC unit - l oad 
ves sel s account for over 60 per cent of al l car go e s  at the 

7 9  
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ma in por t s  ( United  Nat i ons  Devel opment Progrannne 1 96 9 : vol . 2 , 
p .  9 .  3 2 ) ; in Jun e  1 970 :, · for  examp l e , CONPAC and NGAL account e d  
f o r  7 1  p e r  cent of  Austral ian car go e s  at Lae , 6 1  p e r  cent a t  
Madang , 78  per cent at  P or t  More sby , a n d  8 2  p e r  cent at  Rabaul ; 
and ( ii i )  whi l e  a year ' s s uppl y  of  mani f e s t s can in theory be 
sample d , the e f fect ive choice  for coding purpo s e s  is  r e s t r i c ­
t e d  t o  a two-month period  after the ve s se l ' s  arr ival when 
c opie s addit ional t o  the nee d s  of a gent s and port author i t i e s  
at".e· ava i l ab l e . 

W i th the se  c on s t raint s in min d ,  i t  was dec i de d  t o  confine 
ma in- port c ompar i s ons t o  uni t - l oad  ve s se l s  owne d by NGAL and 
CONPAC . At  Lae , Madang and Rabaul it wa s po s s ib l e  to s e l ect  
mani fe st s for the  peri o d  June t o  Augus t  1 9 70 whi ch r e f l e c t  
t h e  average l oading f o r  that per i o d  and a s  such repre sent c on­
dit ions  in the trade f o l l owing the wit�drawal of  the Burn s , 
Phi l p  I sl and L ine ( see  Tab l e  7 . 1 ) . Unf ortunate ly  such a pro­
c e dure c oul d not be  fol l owed at Port More sby becau se the only 
manife s t s  ava i l ab l e  were  f or January 1 9 70 when the Burn s ,  Phi l p  
I s l and L ine was operat ing o n  i t s  own account . Whi l e  such 
mani f e s t s  are inadequate  for a s s e s s ing the cargo hand l e d  by 
indivi dual compani e s  they can be u s e d , as her e , t o  r e fl e c t. the 
character of P ort  Moresby ' s  �rade� 

Tab l e  7 . 1  

Detai l s of  mani fe s t s  analysed  

Lae I s l and Chi e f  3 3  July 1 9 70 
N imos 2 0  July 1 9 70 

Madang D e l o s  1 01 Augu st 1 9 70 
I s l and Chi e f  34 Augu st  1 9 7 0  

P ort  More sby C oral Chi e f  1 5  Janua ry 1 9 70 
D e l o s  9 1  January 1 9 70 

Rabaul I sl and Chi e f  3 0  June 1 9 70 
Mar s ina 1 8  June 1 9 70 

Lae E igamoya n . a .  June 1 9 70 
( suppl ementary) 

S l embe 1 01 July 1 9 70 

A s  the succ e s s  of  fre i ght forwarder s mus t  hinge on the re­
turns from door - t o- door services  t o  the  h i gh l ands , addit ional 
manif e s t s for Kar l ander and the Nauru Pac i f i c  L ine are analysed 
f or Lae . The c o l le c t ive analys e s  o f  the s e  mani fe s t s  shoul d 
provide s u f f i c ient bas i s  t o  det ermine the pos s ib i l i t ie s  o f  
deve l oping door - t o- door service s .  



Chapter 8 

1 3  cartons c orn f l ake s , 1 0  cartons r ice  bubb l e s , 
2 cart ons coco pops , 1 cart on honey smacks , 2 
cart ons a l l  bran , 2 cartons s pecial K ' s ,  1 car t on 
froot l oops , 1 cart on OK ' s  . . .  ( extract from I sl and 

--- man ifest , voyage no . 33 ,  Lae , Augu st , 1 9 70 )  

Man i fe s t s  a r e  r e s orted t o  f or informat i on b ecau s e  pub l i shed 
s t at i s t i c s  i n  b oth Aus tra l ia and Papua New Guinea do not per­
mi t an accurate a s s e s sment o f  the volume and character o f  the 
r e c iprocal fre i ght movement s .  No  origin and de s t inat i on 
s t at i s t i c s  are ava i l ab l e  f or the volume of  cargo hand l e d  by 
port s in Papua New Guinea . C omparab l e  s t a t i st ics are al s o  
d i f f i cul t t o  procure i n  Austral ia a s  separate port authori t ie s  
c omp i l e  the ir own records in i solation . Even i n  the r e l at ive­
l y  advance d  procedur e s  adop'ted  by the Mari t ime Service s B oar d 
of New S outh Wal e s  two - f i fths o f  the cargo outbound to  Papua 
New Guinea i s  categor i se d  as ' mi s cel l aneou s ' - a severe con­
s tr a int , as indicated in Part I I , on the use o f  such figure s 
t o  a s s e s s  a trade ' s potent ial f or further conta iner i sa t i on . 
The mani fe s t s ,  pr oviding evidence of individual trading strands 
b etween shipper a,nd c ons ignee , compensate for s ome of  the s e  
stat i st ical shor t - c omings by supplying informat ion f or a gen­
eral descr ipt i on of  the trade and a deeper pr obe of  part icular 
e l emen t s . 

At a c on s ol i dated  l eve l the mani f e st s , supplemente d  by un­
pub l i shed shipping stat i stics  from the Papua New Guinea Har­
b our s Boar d ,  indicate tha t Sydney provide s two- thirds o f  the 
cargo shippe d from Aus tra l i a  in unit- l oad ve s se l s  and Bri sbane 
the r emainder . When the trade i s  d i saggregated by c ommodity 
sect i ons  based  on an unrev i s e d  ver s i on o f  the S tandar d Inter­
nat i onal C ommodity C l a s s i f icat i on ( SITC ) , the sh ipment s from 
Sydney and Br i sb ane are shown in general to  be  homogeneou s . 
F oo d , manufactur e d  goods c l a s s i f ie d  chie f ly by material , 
machinery and transport e quipment , and mi s cel laneous manufac­
tured art i c l e s  dominate shipment s at  b oth po rt s . Apart fr om 

8 1  
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P l a t e  2 3 . Mechani s e d  handl ing o f  gr ocery impor t s  at P ort  Mor e sby , 
u s ing pal l e t s  and a fork- l i f t  truck 

ex> 
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Br i sbane ' s  importance a s  a sour ce o f  ' freezer ' cargo - a 
feature  that i s  ma sked in t he gro s s  f i gure s - the di f ference s 
between t he two por t s  are based  primar i l y  on variations in 
vol ume s t emming fr om Sydney ' s  great er met r opol itan s i ze rather 
than any spe c i f i c  var ia t i ons in commodity s tructur e . Att en­
t ion is the r e f ore  concentrat e d  on the commod ity. mix at the 
Papua New Guinea inter face . 

Input s t o  Papua New Guinea are based  on a narr ow and c on­
tract ing range of commodity sect ions be cause  tho se i t ems of 
s l ender importance in terms  o f  vol ume - · crud� material s ,  
mineral fuel s ,  anima l and vege t ab l e  o i l s - have been augment e d  
b y  beverage s and t obacco fol l owing a s�cc e s s ful  import sub­
s t itut i on pro gramme in  the  l a t t er indu s t r ie s under the  Indu s ­
t r ia l  Deve l opmen t ( Incen t ive s t o  P i oneer Indu st r i e s )  Or dinance 
1 9 65 - 1 9 69 1 ( s ee Tab l e  8 . 1 ) . Indee d ,  chemica l s are the only 
sect out s i de tho se spe c i f i e d  to f i gure prominentl y  in the 
mani fe st s . O f  the ma in sect i ons , f ood account s for two- f i fths 
of  al l Austral i an import s .  But the sect i on is more conspicu­
ous at  Madang and , to a l e s ser extent , Rabaul than at  the more 
indu str ial i se d  cent r e s  o f  P ort More sby and Lae where input s 
o f  manufactured goods , and mach inery and transport e quipment 
are pronounc e d . 2 Whi l e  such general i s at ions provi de a broad 
per spect ive i t  is  nece s sary to c on s i der the dominant cate­
gor i e s  further t o  a s s e s s  the nature o f  the cargo of fer ing . 

Among the manufactured goods c l a s s i f i e d  by mat er ia l , none 
of the ma in divi s ions  is part icularly amenabl e  t o  forwar ding 
t e chni que s ( see  Tab l e  8 . 2 ) . S e l e c t e d  items of  rubber , paper , 
and t ext i l e  yarn fabr i c  manufactur e s  appear mos t  suitab l e  for 
con s o l idat i on . But the se divi s ions are r e l a t ive ly sma l l com­
par e d  with base  metal s compr i se d  of b ox met a l s ,  i r on and 
s t e e l  r ods  and girder s , and other met a l s c omposed  of awkwar d  
i t ems l ike barbed  wire , wire  net t ing , a n d  fencing p o st s that  
do not norma l l y  c ons t itute a forwar der ' s l oading unl e s s  a 
special-mat erial s handl ing divis i on i s  incorporate d . 

A l though sma l l er in vol ume t han manufactured goods c l a s s i­
fied  chi e f l y  by material , there i s  mor e s cope for an in ten ding 

C ommonwea l th of  Austral ia ( 1 9 70b : l l 3) . 
2 

Of the 2 2  principal manufactur ing c ompani e s  suppl y ing areas 
out s i de th eir imme diate h int er l ands in 1 9 6 7 ,  9 were  l ocat e d  
i n  Lae , 8 in P ort More sby , 4 in Rabaul , a n d  1 in  Madang 
( Uni t e d  Na t i ons Deve l opment Pr ogramme 1 9 69 : vo l . 2 , p . 3 . 2 7 ) . 
Sub s e quent ly a fur ther 2 indu s t r i e s  have been announced for 
P ort More sby , 1 for Lae , and 2 for Goroka . 
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Tab l e  8 . 1  

Main- port c onnnodi ty compar i s ons  o f  s e l e c t e d  
mani fe s t s  b y  s t a t i s t ical  s e c t i ons  

0 F oo d  
1 B everage s and t obacco 
2 Crude mater i a l s . . .  
3 Mineral fue l s  . . .  
4 Animal and veget ab l e  

o il s  . . .  
5 Chemical s 
6 Manufactured goods  . . .  
7 Machinery and trans-

port equipment 
8 Mi scel l aneous manu-

factur e d  art i c l e s  
9 Mi s ce l l aneou s  tran s -

* I s l and Chi e f  and N imos only 

S ource : s e l ect e d  mani fe s t s . 

(% )  

4 0 . 9  5 2 . 7  3 7 . 7  
4 . 5  2 . 9 2 . 7  
1 .  7 0 . 6 0 . 5  
0 . 8  2 . 2  4 . 9 

0 . 1  0 . 1  0 . 1  

5 . 2  8 . 3  4 . 8 
2 3 . 4  1 2 . 5  2 5 . 3  

9 . 2 4 . 3  1 0 . 5  

1 2 . 9  1 5 . 7  1 2 . l  

1 . 3 0 . 7  1 . 4 

45 . 8  
5 . 5 
1 . 9 
4 . 3  

0 . 1  

7 . 4 
1 5 . 8  

1 1 . 2  

7 . 4 

0 . 6  

f orwarder in mach inery and transport  e quipment ( see  Tab l e  8 . 2 ) . 
The r e  are opportunit ie s f or c ons o l i da t i on and special  handl ing 
te chni que s in machinery ranging from a ircraft  engines t o  type­
wr iter s and the c omp l e t e  range o f  h ou s ehol d  e l e c tr i cal  app l i­
ance s . Motor veh i c l e  par t s  coul d al s o  b e  handl e d , but ther e 
appear s l it t l e  scope for a veh i c l e - de l ivery servic e  because  
mo st  .sa l e s  out l e t s are  con fined t o  the  main port - t owns . 

Mi s.c e l l aneous manufactured goods are on a par in  volume 
wi th machinery and transport e quipment , but the goods are 
suf f i c ient l y  vari e d  to const itute prime l oadings ( see  Tab l e  
8 . 2 ) . W ith the except i on of  prefabr icate d  buil ding and sani­
t ary f ixture s ,  mo s t  i t ems are of  r e l a t ive l y  h i gh va lue , re­
quire atten t i on in trans i t , and c ou l d  b e  container i s e d ; f r a­
g i l e  cargoe s ,  s uch a s  p ipe s , coul d b e  handl e d  in wiretainer s 
t o  reduce breakage s .  

Even i f  a forwarder captured a sub stan t i a l  share o f  thi s 
range o f  manufactur e d  goods it  wou l d s ti l l  b e  nece s sary t o  



Tab l e  8 . 2  

Main -por t commodity compar i s ons of  se lec ted mani fe st s 
by divis ions o f  manu factur e d  goods  c l a s s i f ied chie fly 

by mater ial , machinery and transport equ ipment , and 
mi sce l l aneous manu factured goods 

( % )  

8 5  

C ode D iv i s ion Lae''' Madang 0 Port Rab au l 

Manu factured goods  c l as s i ­
fied chie fly by mat er ial : 

6 1  Leather . . . 
6 2  Rubber . , .  
6 3  Wood . . .  
64 Paper paper b oard . .  . 
65 Text i l e  yarn fabr i c s  . .  . 
6 6  Non-me t a l l i c , . .  
6 7  S i lver , p l at inum , gems . , .  
6 8  Base met a l s  
6 9  Other met al s 

6 Total  
6 Tons WM 

Machinery and transport 
equ ipment :  

7 1  Machinery ( excl . 
e l e ctr ical ) 

7 2  E l e ctr ical mach ine ry . . . 
7 3  Tr an sp ort equipment 

7 Total  
7 T ons WM 

Mi sce l l aneou s manu factured 

8 1  Pre fabr i cat ed bu i l d ings . . .  
8 2  Furniture . . . 
8 3  Travel goods . . .  
8 4  C l othing 
8 5 · Footwear 
8 6  S c ient i f i c  instrument s . . .  
8 9  Mi s ce l l aneous . . .  

������f and N imo s on ly . 
S ource : s e l e cted mani fe st s . 

0 . 3  
6 . 2  
9 . 9  
9 . 7 
3 , 7 
l . 8 
0 . 0  

) 
) 68 . 4  
1 0 0 . 0  
1 , 2 7 9  

6 2 . 1  
2 5 . 2  
1 2 . 7 

1 00 . 0  
5 04 

1 2 . 7  
8 . 6  
0 . 0  
1 . 3 
0 . 8 
3 . 6  

0 

0 . 0  0 . 1  0 . 0 
0 . 0 3 . 5  1 6 . 3  
0 . 0  0 . 9  4 , 7  

2 3 . 2  4 7 . 3  8 . 8 
2 3 . 2  4 . 3  7 . 4 

3 . 2  1 5 . 9  5 . 2  
0 . 0  0 . 0  0 . 0 

1 1 . 2  5 . 1  1 5 . 2  
3 9 . 2  2 2 . 9  4 2 . 4  

1 0 0 . 0  1 0 0 . 0  1 0 0 . 0  
1 3 7  6 5 3  4 3 0  

3 6 . 2  4 2 . 6  5 7 . 1  
2 0 . 4  3 2 . 2  8 . 1  
43 . 4  2 5 . 2  3 4 . 8  

1 00 . 0  1 0 0 . 0  100 . 0  
4 7  2 7 2  3 0 5  

1 3 . 9  
3 6 . 3  

0 . 2  
1 . 4 
0 . 5  
1 .  2 
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acquire a l ar ge propor t ion of  the �omponent s i n  the food group 
whi ch give the northb ound fl ows from Austral ia the i r  d i s t inc­
t ive character of a grocery trade - a feature h i ghl i ghted by 
cerea l s  featuring as the dominant divi s i on ( see Tab le 8 . 3) .  
B i s cui t s and breakfas t  cereal s provi de i deal  fre i ght for a 
f orwarder ' s  b l ending act ivit i e s , but their overal l importance 
i .s dwar fed by r ice , f l our and , to a l e s ser extent , mal t ,  which 
c ompr i s e  9 0  per cent o f  the cereal s cargo . Such i t ems , and 
t he sugar div i s i on ,  are more su scept ib l e  t o  handl ing in pal ­
l et s  and wir e t a iner s than i n  ' boxe s ' and , i n  general , d o  not 
requ ire the cons ol i dat i on act ivi t ie s  of  fre ight f orwar der s . 
C o f f ee , tea , cocoa and s p i ce s , and mi s ce l l ane ous foodstu f f s  
are mor e typi cal  of  a forwar der ' s  cargoe s ,  but a s  y e t  they 
are too  smal l  to warrant s t r ong intere s t . A mor e promi s ing 
area is among c ommod it ie s  re qu ir ing special  equipment such a s  
' freezer ' car goe s o f  meat and dairy pr oduce and ' cooler ' i t ems  
l ike frui t  and  vegetab l es , a l though i t  woul d  b e  nece s sary t o  
demonstrate the advantage of  door- to-door movement s t o  pr o­
·ducer-market ing organisat i ons . 

C o de 

0 1  
0 2  
0 3  
04 
05 
06 
0 7  

08 

09  
T otal  

Tab l e  8 . 3  

Main-port c ommodity c ompar i s ons o f  s e l e c t e d  
mani f� s t s  wifhl� .th� f cio d  s tat i it ital . divi i i 6n 

· 

( % )  

D ivi s i on Lae-1'" Madang More s  bi 
Meat . . .  1 0 . 7  1 9 . 3  1 0 . 4  
Dairy . . .  3 . 5  6 . 3  4 . 3  
F i sh . . .  0 . 4  0 . 5  0 . 1  
C ereal s . . .  5 5 . 0  4 7  . 4  39 . 9  
Fruit and vegetab l e s  3 . 0  4 . 8  1 2 . 4  
Sugar . . .  1 1 . 3 8 . 6 1 4 . 9  
C offee , t ea , cocoa , 1 . 8 0 . 4  0 . 9  spice s . . .  
F ee ding stuff  2 . 5 4 . 3  5 . 3  ( anima l s )  
Mi s ce l l aneous f oo d  . . . 1 1 . 8  8 . 4 1 1 . 8  

1 00 . 0  1 00 . 0  · 1 0 0 . 0  

-Jc I sl and Chi e f  and N imos only . 

S ource : sel e c t e d  mani f e st s . 

Rabaul 

1 0 . 2  
3 . 5 
0 . 5  

6 1 . 2  
3 . 1 
8 . 9 

1 . 1 

2 . 7  

8 . 8  
1 00 . 0  

Yet  i t  shou l d  not be di f f icul t  t o  c onvince shipper s o f  the 
advantage s of c onsol idated door - t o- door movement s ·a s the f oo d  
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d ivi s i on account s f o r  60  per cent o f  2 8 0 , 000 separate package s 
that col l ec t ivel y  make up 1 2 , 500  WM t ons covered by the s e l ec ­
ted  mani fe st s . A n  extrapolat ion o f  the se  f i gure s sugge st s 
tha t six  mil l ion package s per annum move between Aus t ral i a  and 
Papua New Guinea , of  whi ch t he food d ivi s i on supp l ie s  four 
mi l l i on .  Indicat ive of  the trade ' s perva s ive grocery charac­
ter is the fac t that the average food package i s  only 0 . 02 WM 
t ons at Madang and P ort  More sby and 0 . 03 WM t ons at Lae and 
Rabaul ( see  Tab l e  8 . 4 ) . I t ems in the machinery and transport 
e quipment divi s i on average over 0 . 25 WM t ons at a l l  por t s ,  
but have insuf f i c ient wei ght t o  counter the overal l importance 
of the f ood divi s ion , and the average package at Madang and 
Rabaul is onl y  0 .  04 WM t ons compared with 0 .  05 WM' t ons at Lae 
and P ort  More sby . 

Tab l e  8 . 4 

Main-port compa r i s ons of  the average cargo-package 
by sel ected  s tat i s t i cal  sect ions only  

(WM t ons ) 

0 F ood . . .  0 . 03 
6 Manufactured 0 . 06 goods . . .  
7 Mach inery and t rans- 0 . 45 p or t  equipment 
8 M i s ce l l aneou s  manu-

f actured 0 . 05 

1 - 9  0 . 05 

-;'( · I s l and Chi e f  and N imos only . 

S ource : se l e c t e d  mani f e st s . 

0 . 02 

0 . 1 6 

0 . 2 7 

0 .  

0 . 04 

0 . 02 

0 . 1 9 

0 . 39 

0 . 05 

0 . 03 

0 . 1 2 

0 . 79 

0 . 04 

In s p i t e  of  the seeming enormity of the t a sk , s ome pro gre s s  
ha s been made b y  over seas  shipowner s i n  the cons ol i dat ion of  
cargoe s . The average l ine o f  manifest  f or the sel ected  unit ­
l oad ve s s e l s  i s  1 . 1 5 WM t ons , wi th Lae and P or t  Mor e sby having 
hi gher va lue s ( 1 . 28 WM t ons each ) and Madang ( 0 . 7 3 WM t ons ) 
and Rabaul ( 1 . 02 WM t ons ) l ower one s - a feature that h i gh­
l i ght s the heavier input s of cargo a s s o c iated  with varying 
degrees  o f  indu s t r i al i sat i on between the main por t s .  But even 
at  Lae and P ort Mor e sby the average man i f e s t  is t oo smal l  t o  
enc ourage a ful l y  c onta ine r i s e d  service emp l oying a smal l er 
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type of  uni t  - a f our- t on ' J ' - c ontainer , for exampl e ,  coul d 
have four c on s ignee s .  

A s  a f orwarder ' s  rai son d ' etre  hinge s on a greater cons ol i ­
dat ion o f  fre i gh t , t h e  a s s e s sment o f  the sui t ab i l i ty o f  car­
goe s for container i sat i on with dat a suppl i ed by the Mar i t ime 
S ervic e s  B oard o f  New S outh Wal es  ( see  Tab l e  3 . 9 ) i s  repeat e d , 
us ing the more de tai l e d  informat ion on commodi t i e s  taken from 
the s e l e ct e d  man i fe s t s . The re sul t s  re-empha s i se that ( see 
Tab l e  8 . 5 ) : ( i ) opportunit i e s  f or increa se d  conta ine r i s a t i on 
vary l i t t l e  b etween Papua New Guinea por t s  part i cularly when 
i t  is  appr e c iated  that the higher percentage s o f  prime freight 
at Madang and , to a l e s ser extent , Rabau l , are rather i l lus ory 
b ecau se they are not o f f s e t , a s  at  Lae and P ort  Mor e sby , by 
heavier input s o f  mat erial s for l ocal manufactur ing indust r i e s ; 
and ( i i )  over ha l f  o f  the Aus tral ia-Papua New Guinea trade 
carr i e d  in uni t - l oad  ve s s el s is suitab l e  for container i sat ion , 
but onl y one - t enth const itut e s  prime fre i ght dry bat t er ie s , 
c igarett e s , t obacco , gladwrap , photographic  e quipment , safety  
mat che s ,  c o sme t i c s , c onfect ionery , i cecream c one s , appar e l , 
sewing machine s , medical  requi s it e s , and l i quor . 

P r ime 
Suitab l e  
Marginal 
Unsuitab l e  

Tabl e 8 . 5  

S ource : s e l ected  mani fe st s ; based  on P or t  o f  New Y ork 
Authority cl a s s i f i cat i on ( United Nat i ons Department 
of E c onomic and S oc ial  A f f a ir s  1 9 70 : 4 0 ) . 

Such re su l t s  sugge s t  that the volume of  fre i gh t  carr ied  in 
container s c ou l d  be  increased s ince the h i ghest  percentage of 
fre igh t  in ' b oxe s ' on any of the sel ected  unit - l oad  shi p s  i s  
l e s s  t han 6 per cent ( see . Tab l e  8 . 6 ) .  Even i f  al l the pr ime 
f r e i ght i s  containe r i s e d  i t  woul d onl y amount t o  about 1 0  per 



P or t  Ve s se l  

Lae I s l and 
spe c ia l - Chi e f  
i st Nimos 

Madang D e l o s  
I s l and 
Chi e f  

Port C or a l  
Moresby Chi e f  

Del o s  

Rabaul I s l and 
Chief 
Mar sina 

Lae E i�amoxa 
conven- S l embe 
t i onal 

Tab l e  8 . 6  

Breakdown o f  cargo in sel ected  mani fe s t s  
by type of  equipment 

( %) 

Uni t - l oads  
C ontainer Pal l e t  Ree fer Wiretainer Unitised 

2 . 5  54 . 3  5 . 5 2 . 5  1 2 . 7  

5 . 9  0 . 1  4 . 6  1 .  3 0 . 0  

1. 4 O ·. O  9 . 3 0 . 0  0 . 0  

1 . 4 7 2 . 0  1 0 . 1  4 . 8  4 . 4  

3 . 1  7 2  . 5  8 . 3  4 . 3  0 . 0  

0 . 7 0 . 0  2 . 1 0 . 0 0 . 2  

1 . 1 69 . 6  3 . 9 2 . 3  1 8 . 8  

2 . 7  0 . 0  4 . 4 0 . 0  0 . 0  

0 . 0  0 . 0  0 . 7  0 . 0  0 . 0  
0 . 0  o � o  0 . 0  0 . 0  0 . 0  

S ource : s e l e ct e d  mani f e st s . 

Other car_g_o 
Deck Loose 

2 . 5 20 . 0  

3 . 3  0 . 0  

0 . 6  0 . 0  

3 . 7  .· 3 . 6  

2 . 5 9 . 3 

0 . 0  0 . 0  

2 . 4  1 . 9 

0 . 1  0 . 0  

0 . 0  0 . 0  
0 . 0  0 . 0  

Not 
s t at e d  

0 . 0  

84 . 8  

88 . 7  

0 . 0  

0 . 0  

9 7 . 0  

0 . 0  

9 2 . 8  

9 9 . 3  
1 00 . 0  

T otal  

1 00 . 0  

1 00 . 0  

1 00 . 0 

1 00 . 0  

1 00 . 0  

1 00 . 0  

1 00 . 0  

1 00 . 0  

1 00 . 0  
1 00 . 0  

ao 
l..O 
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cent o f  the t otal  cargo and it s extens ion beyond thi s  margina l 
increment wou l d  depend on upgrading ' suitabl e '  cargo now car­
r ie d  on pal lets  to  a ' pr ime ' l oading . Mos t sugge s t ions , how­
ever , have f ocused on empl oy ing smal l er c onta iner s .  

Indeed ,  the S t ore s and Supp l y  Branch ha s a lready intr oduced 
t o  the trade ' G ' - conta iner s wi th a capac itt o f  one WM t on 
whi ch i s  c l ose  t o  the average con s i gnment . I t  i s  unl ike ly that 
the ' G.' - c cmtainer s _  wil l be extended to commerc ial  operat i ons . 
a s  sh ipper s general ly  cons i der them t o  b e  fl imsy , space - c on­
suming and expens ive t o  buy and operate e ff i c ien t ly be cause 
it  is c l � ime d tha t they requ ire e laborat e and expens ive s tack­
ing arrangement s .  Unl e s s  the s ucce s s ful operat i on o f  thes e  
sma l l  conta iner s b y  the S t ores  and Supply Branch can confound 
the cr it i c s , the pro s pect s f or door - t o - do or movement o f  cargo 
are s lender . Few con s i gnee s  have su f f i c ient fre i ght to pro­
vide sh ippers  wi th ful l - container l oads  in the l arger ' b oxe s 1 2 
and , i f  they do , the ne ces sary fork- l if t  equipment i s  o f t en 
unava i l ab l e . More d i s t urb in g in a trade character i se d  by a 
mul t i p l i c i t y  of  sh ippers  i s  the l ar ge volume o f  car go a lready 
pre- empted . 

A ' G ' - c onta iner c o s t s $ 1 30 f . o . b .  I t s  dimens i ons are 3 f t  6:in 
by 3 ft 9 in by 3 ft and it s cub i c  capac i t y  i s  f orty- f ive cub ic 
ft . The S t or e s  and Supply Branch can cons i gn the ' G ' - c onta iner 
through Cus t oms as a case  of  sundr ie s .  As the ' G ' - c ontainer 
is c ol l ap s ib l e  it  can be  returned on a uni fl at t o  Austra l ia . 
The S tore s and Suppl y  Branch hope.$ t o  economi se further by con­
s i gning fre i ght t o  Gor oka in  c onta iner s on  semi- t ra i l er s . 
2 .• 

In Lae , Dun l op P and NG Lt d ,  Rothmans of  Pa l l  Ma l l  (Au s t . )  
L t d , C .  - Sul l ivan NG Pty L t d  and C oca-C o l a  B o tt l e r s  have con­
ta ine r s  de l ivered direct int o s tore a s do the S t ore s and 
Supply Branch and the E l ectric i ty C ommi s s i on in Port More sby . 



Chapter 9 

C apt ive car goe s 

Power fu l  though the b ig i s l and companies ar e ,  they 
have never comp l et e ly dominat ed bu s ine s s . ( Brook­
f i e l d  wi th Hart 1 9 7 1 : 2 5 2 )  

The real i sat ion o f  the inhe rent pot ent ial for a fre i ght ­
forwarding operat ion in the exi s t ing commod ity stru ctur e o f  
the Aus t r al i a -Papua New Guinea trade doe s not depend u l t imate ­
l y  o n  the hand l ing char acter ist i c s  o f  d i f ferent typ e s  o f  car go 
but on the natur e o f  tr ading s t r and s b etween shipper and con­
s ignee � Data on the r e l at ive strength s o f  the s e  s t r and s ar e 
gener a l ly unava i l ab l e , although the s e l ected shipp ing mani ­
f e s t s  prov ide an init ial guide . Thi s examinat ion has inv olved 
the cons truct i on o f  a data matr ix show ing the volume of freight 
moving between Au stral ian shippers  and con s i gnee s  at each o f  
the main Papua New Gu ine a port s A s imi l ar comput er -based 
analys i s t o  that conduct ed in Part  I I  produ ced l inked  gr oup s 
o f  shipper s and cons ignee s .  

Again h i ghl ight ing the di f ference s between Lae and Por t  
Mor e sby o n  the one hand a nd Madang and Rabaul o n  the other , 
the r e sul t s  show that ( see Tab l e  9 . 1 ) :  ( i )  i s l and agent s ,  with 
over 25  per cent o f  the t ot a l  shipment s ,  are a lmo s t  excl u s ive ­
ly l inked t o  the retail  sect or ; and ( i i )  strong conne ct ions 
between manufacturer s and parent companies  ( engaged in trans ­
ferr ing goods b etween Au stral i an he ad -o f f  ice s and Papua New 
Guinea bran che s )  and the retail ing s e ct or col le c t ive ly account 
for a fur ther 25 per cent of the t o tal  shipment s  and are aug ­
ment ed i n  varying degree s  b y  l ower -r at ed l inks connect ing the 
se con d - and thir d -r anked con s i gnee gr oup s  ( bu i l d ing arid manu ­
factur ing ) ;  ( i i i ) there  i s  al s o  an exclu s ive t i e -up o f  govern ­
ment fre i ght between the Department o f  External Terr itor i e s  
and the Admini strat ion o f  Papua New Guine a , part icu l ar l y  the 
S tores  and S upp ly Br anch , whi ch cons t i tut e s  up to 4 per cent 
of a l l  shipment s ;  ( iv )  spot l ink-ups occur at p ar t i cu l ar p or t s  
between ( a )  Au stral ian fr e ight forwarder s and the Administra­
t i on at Por t More sby whi ch b e l i e s  the farmer ' s  otherwi se  smal l 

9 1  
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( i)  Lae 

Ship pers 

F orwarder 
I s l and agent 
Manufacturer 
Parent company 
Other ( B , C , D , E , F ) *  
Total 

( i i )  Madang 

External Terr i tories 
I s l and agent 
Manufacturer 
Parent company 
Other ( A , B , D , E , F )  
T otal 

( i i i )  Port Moresby 

Externa l Terr i t or i e s  
Forwarder 
I sland age n t  
Manu facturer 
Parent company 
Other ( C , D , E , F) 
Total 

( iv) Rabaul 

Ext erna l  Terr i t o r i e s  
Forwarder 
I s l and agent 
Manufacturer 
Parent company 
Other ( C , D , E , F )  
Total 

Tab l e  9 . 1  

Main- por t comparisons o f  trading s t rands between 
gr oups of sh ipper s  a n d  consignees 

(%) 

C ons ignees 

Ret a i l  Manufacturing Bui l ding Admini strat ion 

0. 8 1 . 6  1 .  7 0. 3 
2 1 . 9  0. 3 0. 2 0. 1 
1 4 . 5 1 2 . 4  4 . 3 1 . 4  
1 1 . 5  9 . 7 2. 2 0. 0 

1 . 3 0. 0 0. 5 1 . 4  
50. 0 24. 0 8 . 9  3 . 2  

Retail Administrat ion/ Ma nu-
M i s s ion Transport facturin!ii 

0. 0 3 . 7 0. 0 0. 0 
2 6 . 5 1 . 0  1 . 8  8. 3 
1 1 .  2 1 . 8  3 . 9 3 . 4  
1 1 . 6 4. 2 5 . 1  0. 1 

0. 3 1 . 6  o . s  1 . 5  
.49 . 6  1 2 . 3 1 1 .  3 13. 3 

Re tai l Admini stration Bui l d ing 

0 . 2  4. 2 0. 0 0. 0 
0. 6 8 . 7 0. 2 4 . 8  

30. l 0. 0 0. 1 0. 1 
1 6 . 5  5 . 3  4. 9 7 . 1  

6. 0 0. 0 1 . 2  6 . 3 
0. 0 0. 0 0. 0 0. 0 

5 3 . 4  1 8 . 2 6 . 4  1 8 . 3 

I ndus t r ia l s  

Other 

2 . 0 
3. 3 
5 . 8  
2 . 1 
0. 7 

1 3. 9  

Other 
( 1 ,4, 6 , 7,8, 11) 

0. 0 
1 .  7 
2 . 9  
6. 2 
2 . 7  

1 3. 5  

0. 3 
1. 6 
0. 1 
1. 3 
0. 2 
0. 2 
3. 7 

Other Retail Administ ra t ion M i s s ion ( 1 , 3 , 4 , 5 , 6, 7) ( 2 , 8 , 9 , 1 1 )  

0. 0 3 . 3 0. 0 0. 0 0. 0 
1 . 8  1 . 4  0. 0 0. 9 0. 0 

3 2 . 8 0. 0 0. 7 2 . 2 0. 8 
1 9 . 0  2 . 4  0. 2 1 2 . 7 0. 6 
1 2 . 7 0 . 0 0. 0 6 . 8  0. 1 

1 . 3 0. 0 0. 1 0. 2 0. 0 
6 7  . 6  7 . 1 1. 0 2 2. 8 1 .  5 

* Other shippers :  A ,  Forwar der ; B ,  External Terr i t or i e s ; C ,  Individual ; D ,  D i s t r ibutor ; 
E ,  Wholesa l e r ; F ,  M i s s i on . 

2 ,  Mining ; 3 ,  Manufactur i ng ;  4 ,  Buil ding ; S ,  Transpor t ; 

Total 

6. 4 
2 5 . 8  
38 . 4  
25 . 5  

3. 9 
1 00. 0 

Total 

3. 7 
39. 3 
2 3 . 2  
2 7 . 2 

6 . 6  
1 00 . 0  

Total 

4 . 7 
1 5 . 9 
30. 4 
35 . 1  
1 3 . 7 

0. 2 
1 00. 0 

Total 

3. 3 
4 . 1 

3 6 . S 
34. 9 
1 9 . 6 

1 . 6  
1 00. 0 

1:-1, Other con si gne e s :  1 ,  Farming ; 
6 ,  Finance ; 7 ,  D i s tribution ; 
1 1 ,  Other . 

8 , Profe s s i ona l o f f i ce s ; 9 ,  Per sonal services ; 1 0 , M i s s ion ; 

S ource : select mani fes t s .  
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share o f  the trade , and ( b ) agent s and mi s s i ons  a t  Madang - a 
r ather anomal ou s  t i e  becau se at other por t s  the commer c ial 
activit ie s of mi s s i on s  ar e per formed under a regi s t er e d  com­
pany t it l e ; and (v ) the s l ender importance of indiv idual s ;  
who l e s al e r s  and d i stribut or s among Austral i an sh ipper s and 
the l ow demand in t erms of volume o f  su ch con s i gnee gr oup s  as  
farming , mining , transpor t , finance , pr o fe s s i onal and per s onal 
servi ce s . 

The s e  r e su l t s  emphas i se the need t o  probe the l ink-ups b e ­
tween agent s , manufacturer s and parent companie s , p art i cu l ar ly 
the r e l at ive strength s o f  the Sydney -directed comp anie s , Burns , 
Phi l p  and C o . Ltd  and W . R .  C ar pent er Pty Ltd , and the Port 
Mor e sby -ba sed S t eamship s Trad ing C o . Lt d ,  v i s -a-v i s  conne c ­
t ions between the dominant group s o f  Au stral i an sh ipper s and 
Chine se  trader s ,  highland s trader s , semi -indigenous -owned co ­
operat ive organi sat ion s , and r e s idual expat r i at e -owned trad ing 
compani e s . 

I s l and c:ompanie s 

The i s l and companies  der ive the ir co l l ect ive commer c ial  
power from ' vert ic a l ly inte grated structur e s  . . .  contro l l ing 
b oth produc t i on and trade in t he i s l and s ,  who l e sale  and agency 
bu s ine s s , l ong -haul shipping , and mar ket ing and buying in the 
met r op o l i t an countr ies ' ( Brookfie l d  with Har t 1 9 7 1 : 249 ) whi ch 
are underpinned by inve stment in diver s i f ied Au stral ian inter ­
e s t s  ( see Tab l e  9 . 1 ) . Thi s bus ine s s  framewor k enab l e s  the 
shipowner �trader-ri:l.iddl eman to purbha se , ' insure , exp ort , ship , 
c l ear cu s t oms , trans - ship , truck,  who l e sal e , r e t a i l  and de ­
l iver in the northbound ( and s outhbound ) trade wi thout an un­
as sociat ed company handl ing the cargo . Fre ight movement s 
between the metropol i t an head -o ffice s and the ir Papua New 
Gu inea br an ches account for 7 2  per cent o f  the parent company ' s 
t'r ans act i on s  r e c orded in the s e l ected mani fe st s at Rabaul , 60 
per cent at Madang , 48 per cent at Lae , and 32 per cent at 
P or t  More sby , the remainder b e ing goo d s  cons igned between 
Aus t r a l i an manu factur er s and their sub s id iar ie s .  Yet the se 
f i gures  under stat e  the commer cial  impor t ance o f  i s l and com­
p an i e s  as  some branche s are abl e  to  buy dire ct fr om manu fac ­
furer s in su f f i c ient quant i t i e s  t o  bypas s the c ompany ' s metr o ­
p o l i t an pur chas ing sect ion . I n  some inst ance s i s l and c ompan­
ie s u se i s l and agent s to purchas e  on the ir b ehal f ;  for examp le ,  
S t eamships Trad ing C o . L t d  indent from Au stral ia through 
Nel son and Robert son Pty L t d . In view o f  such comp l exit ies  
in the  tr ad ing strands o f  i s l and compan ie s , the  a s s e s sment of  
the ir commer cial  import ance i s  at t empted at  the Papua New 
Guinea ' end ' o f  the trade . 



Tab l e  9 . 2 

I sl and c ompani e s  a n d  their s ub s i diar i e s  
registered in Papua New Guinea 

Burns , Phi l p  & C o . Lt d 

B urns , Phi l p  ( New Guinea) L t d  
The BNG Trading C o . L�d 
Bunt ings Stevedor e s  Pty L t d  
E l a  Mot or s Ltd 
Hot e l  More sby L t d  
War irata E st at e s . Pty L t d  
Local  Laundr i e s  L t d  
The P ort  More sby Freezing C o . 

L t d  
Mor e sby H ire S ervic e s  L t d  
Papua H o t e l  L t d  
Kul on P l anta t i on s  L t d  
New B r i tain P l antations  L t d  
New Guinea P l antat i ons L t d  
New Hanover P l anta t i ons Lt d 
New I r e l and P l antat i ons Ltd  
Rob inson River  P l antat i ons  Ltd 

Carpenter. ( W . R. . )  Holdings 1td  : S teamsh i p s  Trading C o . L t d  

W . R .  C arpenter ( PNG) L t d  B oroko Hote l s  Lt d 
New Guinea C o . Lt d Brown River T imber C o . L t d  
C oconut Product s .Ltd C ol yer  Wat s on ( NG )  L t d  
I s l and E s,tates  L t d  Gisumonoso P l antat i on Lt d 
Garua P l antat i on s  L t d  Goroka C of fee F ermentary 
T ovarur P l anta t i ons  L t d  L t d  
S outhern C r o s s  Mar ine Insur -

ance C o . Ltd  
New Guinea S oaps  Pty  Lt d 
Terr itory Mil l s  P ty L t d  
Car penter Supermarke t s  ( NG)  

Pty Ltd 
B or oko Mot or s  Ltd 
W . R .  C arpenter ( Pr opert ie s ) Lt d 

H i ghland C o f fee Mi l l  L t d  
Kami C of fe e  E s ta t e s  L t d  
Kor t ena P l antat i on s  (N G) L td  
Lae Hot e l s  P ty L t d  
Lamingt on Hote l s L t d  
Mango Avenue Motor s L t d  
M t  Hagen Hotel  L t d  
Neb iri  Quar r i e s  Pty  L t d  
Rabaul Stevedor e s  L t d  
Sagarai E s tate  L t d  
S . O .  Sven s s on ( NG )  Lt d 
T oba Pty Ltd 

S our ce : Sydney S t ock Exchange C ompany Stat i st ical  S ervice . 

'° 
+:"" 
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The i s l and companie s , however , have a n  as so ciat e d  ne twork 
of sub s idi ary firms trad ing under the ir own name s in Papua 
New Gu ine a , and the se nee d  t o  b e  ident i f ied s ince the ir omi s ­
s ion cou l d  s e r i ou s ly damage any apprec iat ion o f  the ir co l l e c ­
t ive commer c ial s igni fi cance ( s ee  T ab l e  9 . 2 ) . S o  pervas ive 
and far -reach ing ar e the inter e s t s o f  the i s l and c ompan i e s  
that it ha s been decided t o  concentrate on the ir cumu l at ive 
share of the retail  s e ct or . 

As suming that any undetected inter e s t s are unimpor t ant , 
thi s survey based  on the sel ected mani f e s t s sugge st s that the 
o l igopoly o f  i s land compani e s  account s for between one -third 
and one -hal f  of the r e t a i l  tr ade depending on the por t ( see 
Tab l e  9 . 3 ) . Thi s  volume is sub s t ant ial and r epre sent s the 
best opportun i ty fbr a container i sed door -to -door servi ce b e ­
tween a s ingl e  shipper and con s i gnee . Indeed , the co l l ect ive 
power of the i s l and compan i e s  i s  so s trong that a forwar der 
mu s t  have the fre i ght of one company be for e  a serv ice i s  
init i at e d  b e cau se non -company car go i s  fragment ed and · d i sper sed 
among a mul t ipl icity of shipper s and con s i gnee s .  

Tab le 9 . 3  

Main-port compar i s ons  of  cho sen group s 
in the r e t a i l  s e ct or* 

( % )  

C ategory Lae-J::·k Madang 

Chine se store s 1 9 . 28 42  .. 9 7  
Indent or s 2 . 00 0 . 0  
Ind igenou s -owned retail  5 . 48 1 . 48 co -operat iv,e s 
I s l and compan i e s  38 . 3 3 40 . 1 8  
H i ghlands -d ir e c t e d  tr ader s 1 3 . 1 7 0 . 0  
Re s idual expat r i at e -owned 2 1 . 74 1 5 . 3 7 

r e t a i l  out l e t s 
Total  1 0 0 � 00 - 100 . 00 
Tons  WM .. f , 8 9 9  540 

* Mot or vehic l e  sa l e s  and serv i ce exc luded . 
** I s l and Chi e f  and Nimo s only . 

S ource : s e l e cted mani fe st s 

Ch ine se trader s 

Port 

26  . 1 3 
1 .  7 6  

1 . 5 2 

58 . 58 
0 . 0  

1 2 . 0 1 

100 . 00 
1 , 248 

Rabaul  

5 3 . 14 
2 . 05 

1 . 40 

3 3 . 69 
0 . 0  

9 .  7 2  

100 . 00 
1 , 70 7  

C omp l e t e  i s l and company dominance over import di stribut i on 
channe l s  ha s l ar ge ly been pr evented by the c omb ined strength · 
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o f  c lu s t er s  o f  Chine se s t ore s / supermarke t s  enga ged i n  s e l l ing 
an a lmo s t  i dent ical  range o f  goods to both expat r ia t e  and in­
di genous cus t omer s .  A l though the Chine s e  communi ty has no 
intere s t s  in l ine-haul shipping it  has its  own cus t oms agent s ,  
haul age c ompanie s  and s ource s of  capital  which enab l e  i t  t o  
bypa s s  s ome o f  the c ommerc ial act ivi t ie s  o f  the i s l and com­
pani e s  and the feebly repr e sent e d  Papua New Guinea-ba s e d  in­
dent or s . Most  s t r ongly repre sent e d  at Rabaul and Madang , the 
Chine se  buy in sma l l  l o t s  on the ir o'wn acc ount through i s l and 
a gent s ,  manufacturer s and r e l at ive s . The sma l lne s s  o f  the ir 
or ders  and the l ar ge numb er o f  indivi dual shipper s and con­
s ignee s  shoul d favour the c ons ol i da t i on act ivi t i e s  of  a freight 
f orwarder . H owever , the ins i st ence o f  many Chines e  trader s 
on p icking up the ir own fre i ght at the whar f  · in the ir own 
t ruck i s  l ike l y  t o  be a ma j or s t umb l ing b l ock . Further , a l ­
though the Chine se  trade r s  woul d of  fer a forwarder a mor e  ex­
t ens ive and expanding di s t r ibut i on network than the i sl and 
c ompani e s  b.e cau se  the former are repr e sented over a wider area 
in the h i gh l and s , it  is di f fi cul t to  see thi s  trade being 
p r i sed from the i s land agent s . The incor porat i on o f  Chine s e  
bus ine s s  inter e s t s  i n  the fre ight - f orwarding operat i on may 
a s s i st in captur ing some of th i s  trade , but the l ong-t erm 
pr ospect hinges on the i s l and agent s b e ing replaced by Papua 
New Guinean d i s tr ibut i on agenc i e s  that are , as yet , weakl y  
deve l oped . 

H i ghl ands- directed  traders 

At  Lae , Gor oka , Mt Hagen and Kund iawa the Chine se trader s 
and i s l an d  companie s meet s t r ong compet i t i on from the highlands ­
d ir e c t e d  trader s , C o l l ins and Leahy L t d  a n d  B . R .  Heagney P ty 
L t d . The f ormer draws strength not onl y  from i t s  retai l out­
l et s  in Gor oka but from i t s  ext ens ive who l e sa l ing bus ine s s  wi th 
' t i e d ' ind i genou s -run trade s t or e s  thr oughout the E a s t ern H i gh­
l ands and Chimbu D i s tr ic t s ;  the l at t er c ompl ement s C ol l ins  and 
Leahy Ltd in the W?s tern H i gh l ands and S outhern H i gh l ands D i s ­
t r i c t s  ( se e  F i g . 9 . 1 ) . Such i s  the j oint commerci a l  f or c e  o f  
the s e  companie s , backe d b y  por t -based warehou ses  and inter e s t s  
i n  plantat ion s , hotel s ,  market ing and trucking ,  tha t they 
account f or 1 3  per cent of Lae ' s impor t s  in the s e l e cted  mani ­
f e s t s . Any forwarder hop ing f or a s trong share o f  the h i gh­
l ands trade woul d  have to intere s t  the s e  regional companie s  in 
h i s  door - t o- door service . 

Indigenous - owne d  r e t a i l ing co- operat ive s 

The other s t r ong feature  of  the c ommerc ial l ands cape at  Lae 
i s  the prominence , c ompared with other main port s , o f  indigenous 
or gani sat i ons engaged in trading , di s t r ibut i on and market ing . 
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S uch co -operat ive or gani s at ions inc lude Nat ive Market ing and 
Supp ly Ltd (Namasu ) wh ich i s  already wel l  e stab l i shed in the 
coastal  areas  between Lae and Madang and now threat ens  e s t ab -
1 i shed int ere st s i n  the h ighl and s fol l owing the opening o f  
branche s a t  Banz ( 1 9 6 2 ) , Ka inantu ( 1 9 62 ) , Gor oka ( 1 9 63 ) , 
Hengano fi ( 1 9 64 ) , Mt Hagen ( 1 9 66 ) , and Kundiawa ( 1 9 6 6 ) wh ich 
serve a s  whole sal ing s t ore s f or ind igenous -run trade out l et s 
( Fairbairn 1 9 6 9 : 1 3 - 1 5 ) .  In add it ion , thi s  mi s s i on -conc e ived 
enterpr i s e  buy s and market s  produc e and has its o�n shipp ing 
s ervi ce , but sub contract s it s r o ad fr e i ght . Namasu and other 
indi genou s co -operat ive ret a i l ing organ i s at ions contro l  almo st  
6 per  cent o f  the r et a i l  s e ct or in t erms o f  volume r e co rded on  
the  s e l ected  mani fe st s and cou l d  b ecome a for ce with  which t o  
b e  re ckoned . 

The r e s idual expatriat e -owned 
r e t a i l ing out l et s  

Whi l e  the indigenous -owned organisat ions are impor tant in 
any l ong -t erm view of forwar ding , in the short run the r e s i dual 
expatri at e - owned retail se ctor , cover ing such d ive r s e  out l et s  
a s  gener al s t �re s , news agent s ,  chemi s t s ,  footwear , shi p ­
chan dl er s and r adio  supp l ie s , mu st  n o t  b e  neg lecte d . Al though 
the ir average import s ar e smal l ,  mos t  of the se r e t ai l e r s  ar e ·  
uncommit t ed to  i s l and compan i e s  and wil l  shi p  b y  the f i r s t  
ava i l ab l e  ve s se l . The ir shar e o f  the market i s  greate st  at 
Lae , emphas i s ing that al though thi s  port and Por t Mor e sby have 
s imi l ar commod i ty mixe s , the opportunit i e s  for fr e igh t  for 
war ding are gr eater at the former because ther e ar e fewer 
capt ive car go e s . 



Chapt er 10  

Port -t own dominance 

Any l ar ge port h int er l and . . .  c an be  treated as a 
uni t  wi thin whi ch the core area  o f fe r s  l ocat ional 
advantag e s  over the per iphery . Thi s  i s  not only 
a que st ion of cost of tran sport ; a high propor t i on 
o f  al l equipment and s erv i c e s  in any such r e g i onal 
uni t  is con centr at e d  at the centre . ( Brookfi e l d  
with Hart 1 9 7 1 : 363 ) 

S ome confirmat ion o f  Lae ' s  promi se  as  the foremo st  forward ­
ing b a s e  i n  Papua New Gu inea i s  given b y  an anal ys i s  o f  the 
l ocat ion o f  cons i gnee s re corded in the s e l e cted mani fe st s . 
Re fl ect ing the concentrat i on o f  bu s ine s s  int er e s t s in the p ort ­
t own s , the ent ire  car go at Por t More sby and almo st al l at 
Rabau l  and Madang is con s i gned direct to the adj acent urban 
area s  ( see  Tab l e  1 0 . 1 ) . At Lae , in c ontra st , over 1 2  per cent 

Tab l e  10 � 1  

Per cent age o f  cargo  in s e l e c t ed mani fest s con s i gned 
to de st inat i ons o ther than the por t  o f  entry 

Lae·k Madan_g_ Rabau l 
D e s t ina t i on Per cent D e s t ination Per cent Destination Per cent 

Bu l o l o /Wau 0 . 2 A it ape 0 . 4  Buin · 
G or oka 4 . 0  Al exi sha fen 0 . 1  Buka 
Kainantu 0 . 3  Bogia 2 . 0 Kie t a  
K imbe 0 . 6  Ial ibu 0 . 0  Kimbe 
Kund iawa 1 . 0 Jo seph s t a l  0 . 0  Lor engau 
Mendi 0 . 4  Vanimo 0 . 0  
Minj /Banz 1 . 5 Wewak 0 . 3  
Mt Ha_g_en 4 . 4  
Main p ort  8 7 . 6  Main port 97 .' 2 Main _E_or t 
T o t a l  100 . 0  Total  1 00 . 0  Total  
T on s  WM 6 , 040 Tons WM 1 , 0 93 Tons WM 

* E igamoya , I s l and Chie f ,  Nimo s and S l embe mani fe st s .  
S our ce : sel ect ed mani fe s t s .  

9 9  

0 . 9  
0 . 4  
0 . 4 
0 . 1  
0 . 7 

9 7 . 5  
1 00 . 0  
1 , 8 3 7  
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i s  cons igned for direct del ivery t o  ar eas ou t s ide a s ix-mi l e  
radiu s  o f  the port -town .  Papua and New Guinea D ire c t orate o f  
Tran sport ( c . 1 9 6 7 ) f i gure s ,  however , ind i cat e that over ha l f  
o f  the fr e i ght impor t e d  through Lae i s  dest ined f o r  highl ands 
l o cat i ons . Thi s  apparent anomaly i s  exp l ained by the pract i ce 
o f  h i ghl and s -directed t rader s and s ome i s l and companie s con ­
s igning cargoe s t o  their Lae E t or e s  and forward ing from the s e  
base s :  The r ea s on for thi s pr act i ce i s  t o  che ck o n  shor t ­
sh ipped fre i ght and it s e l iminat ion wi l l  depend o n  the e st ab -
1 i shment o f  cu stoms fac il it ie s  a t  Goroka and Mt Hagen . Other ­
w i s e , cont aineri sed cargo , except for government and non­
dut iab l e  fre i ght , wi l l  have t o  be  che cked and , if ne ce s sary · 
unpacke d , at the port o f  entry . Wi thout thi s fac i l i ty there 
have been few door -t o -door car goe s t o  dest inat ions out s ide 
Lae . The only except �ons are mat er ial s for manuf actur ing 
c i gar et t e s , and spe c ial items such as o f fice furni ture wh ich 
cou l d  be  e a s i ly damage d and wou l d  not be sub j ect to a repeat 
or der . 



Chap t er 1 1  

The r e s i stance t o  spont aneous change 

You cannot devel op an impersonal [ tr an sport ] servi ce 
in New Gu inea . ( Int ervi ew with transpor t operator , 
S e p t ember 1 9 70 ) 

The preceding analys is o f  aspect s o f  the Aus t ra l i a -Papua 
New Gu inea tr ade has recogni sed pot ent ial  for ext ending the 
concept of fre i ght forward ing but has stres sed repeatedly that 
the pro spect s for a door -to -door s erv i ce are s omewhat equivo � 
cal . For a succe s s ful fre ight - f orward ing operat ion t o  be  
e s t ab l i she d , incorpor at ing such featur es  a s  one through b i l l  
o f  l ad ing , one rate t o  each dest inat ion , and s e cure unit ­
l oading , it  wou ld need t o : ( i )  �ndert ake the operat ion in 
as soc iat ion with an i s l and c ompany ; ( ii )  concentrate act iv i ­
t ie s  o n  Lae and Port More sby ; ( i i i ) e st abl i sh a sub s idiary 
�ith inf luence in the Chine se  connnunity ; ( iv )  subcontract 
r oad fr e i ght ; ( v )  canvas s  the h ighl ands trader s ,  the uncom­
mit t e d  expatr iate retail  sector , and manufactur ing firms rely ­
ing on semi - fini shed pro du ct s f or fr e ight ; and (vi ) as suming 
no s at i s factory arrangement can b e  made t o  ob tain conce s s ion 
rat e s  in the mar it ime st age , chart er a company ve s sel . Such 
gu ide l ine s have been fol l owed by the init ial forwar ding ven ­
tur e with only l imi ted succe s s  and it seemed appo s it e  t o  in ­
quire from part icipant s in the t r ansport proce s s  ( shipper s ,  
agent s ,  sh ipowner s  and port o ff i cial s )  why thi s  was s o  b e fore 
r e connnend ing a further ext ens i on al ong s imi l ar l ine s . l 

The pr ime r ea s on given for the company ' s  exper ience i s  
that the door-to -door serv ic e . proved t o o  expens ive compared 
with the exi st ing br eak-bu l k  arrangement . A door -t o -door 
s chedul ed rate , f or examp l e , for r ice and fl our between S ydney 
and Gor oka was $83 . 80 per W t on ( 3 . 5 � per lb and $5 cover 

Other  door -to -d oor transport propo sal s have been mooted , 
but the venture begun in 1 9 69 was the fir st maj or forward ing 
ent erp r i s e  in Papua New Gu inea . 

1 0 1  
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char_g.e) anLL $.14 . 44 for a l ar ge -volume shipper with a contr act 
rat e . ( 3 . l c;: per l b  and $5  cover charge ) .  Yet under the rat e s  
then operat ive the de l ivered rate for r ice and fl our a t  Gor oka 
was $53 . 50 per W t on - even the general  c ar go r at e  ( exclu s ive 
of any charges  in S ydney ) was only $ 5 5 . 40 per tpn ( se e  Tab l e  
1 1 . 1 ) . A f i fty - s ix-lb  b a g  o f  fl our was there fore 3 4 c;:  dearer 
in the door -t o -door s ervi ce . 

Tab l e 1 1 . 1  

D oor -t o -door cargo rate  s chedu l e  issued by the init i al 
forward ing company for Papua New Gu inea de st inat ions-;''° 

Dens ity Rat e s  p e r  t on ex-Br i sbane and Sydney 

deadweight Lae Kainantu Gor oka Kundiawa Banz Mt Hagen 
( cu . ft/ton) 

0 -40 2 . 5  3 . 0 3 . 5  4 . 0  4 . 5 5 . 0 
( 2 . 0 )  ( 2 . 8 )  ( 3 . 1 )  ( 3 . 8 )  ( 4 . 1 ) ( 4 . 4 )  

4 1 -60 3 . 0 4 . 0  . 4 . 5  5 . 0 5 . 5 6 . 0 
( 2 . 2 ) ( 3  . 1 )  ( 3 . 5 )  ( 4 . 1 )  ( 4 . 5 )  ( 4 . 8 )  

61 -80 4 . 0  5 . 0  5 � 5  6 . 0  6 . 5  7 . 0  
( 2 . 9 ) ( 3 . 8 )  ( 4 . 2 ) ( 4 . 8 )  ( 5 . 2 ) ( 5 . 5 )  

� l -100  5 . 0 6 . 0  6 . 5  7 . 0 7 . 5 8 . 0 
( 3 . 6 ) ( 4 . 5 )  ( 4 . 9 )  ( 5 . 5 ) ( 5 . 9 ) ( 6 . 2 ) 

1 0 1 -20 6 . 0  7 . 0 7 . 5  8 . 0  8 . 5 9 . 0  
( 4 � 3 )  ( 5 . 2 ) ( 5 . 6 ) ( 6 . 2 ) ( 6 . 6 ) ( 6 . 9 ) 

1 21 -40 7 . 0  8 . 0 8 ; 5 9 . 0  9 . 5  1 0 . 0  
( 5 . 0 )  ( 5 . 9 ) ( 6 . 3 )  ( 6 . 9 ) ( 7 . 3 ) (7 . 6 ) 

141'-60 8 . 0 9 . 0  9 . 5 1 0 . 0  1 0 . 5  1 1 . 0  
( 5  .. 7 )  ( 6 . 6 ) ( 7 . 0 )  ( 7 .  6 )  ( 8 . 0 )  ( 8 . 3 )  

1 6 1 -8 0  9 . 0  1 0 . 0  1 0 . 5  1 1 . 0 "  1 1 . 5  1 2 . 0  
( 6 . 4 )  (7 3 )  ( 7 . 7 )  ( 8 . 3 ) ( 8 _. 7 )  ( 9 . 0 )  

1 8 1 -200 1 0 . 0  1 1 . 0  1 1 . 5 1 2 . 0  1 2 . 5  1 3 . 0 
(7 . 1 )  ( 8 . 0 )  ( 8 . 4 )  ( 9 . 0 )  ( 9 . 4 )  ( 9 .  7 )  

* In cent s per lb  for ful l  range o f  den s i t ies  wi th cont r act  
r at e s  for l ar ge -volume shipper s in p arenthe se s . Al l con-
s i gnment s at tract a base  char ge of $5  to cover cu s t oms for -
mal i t i e s  ( excluding duty ) . 

S our ce :  fie l dwork .  
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Whi l e  such rat e s  deterred cons igne e s  i n  Papua �ew Guinea , 
s ome shipper s de spat ching goods  t o  part i cu l ar i s l and companie s 
on a c . i o f . bas i s  adopted the door -to -do or servi ce , d e sp it e  
it s a l l eged high co st , be cau se o f  a p a s t  a s s o ci at ion w i t h  the 
Au stral i an forwarding company and the bene fi t s  of s imp l i f ied 
documentat ion - the number of do cument s  for dut iab l e  cargo 
was reduced to a cu st oms -de c l ared invo i ce , an export entry , 
and a commercial invo ice wi th mu l t ip l e  a l i gned c·op i e s . The 
suppor t of some Au st ral i an shipper s evaporat ed fol l owing prob ­
l ems with d ocumentat i on whi ch the Cus t oms woul d  no t accept a s  
pro o f  o f  subr ogat ion . Without  a copy o f  the shipp ing company ' s  
b i l l  o f  l ad ing the goods were  not re l e a sed because the commer ­
c ial invo ice pr ov ided by the f orwarder was not con s i dered su f ­
f i c ient proo f . C ons equent ly the re ceipt o f  goods was del ayed 
be cau se the invo ices  had to be  returned for r edrawing and re 
typ ing . Thes e  pr ob l ems wi th do cument at i on were not thought 
insuper ab l e  and the company sought to over come the prob l em o f  
the door -to -door service be ing t oo exp ensive by chart er ing i t s  
own ship i n  the S ydney -Lae tr ade . Thi s  al s o  over came the pr ob ­
l em o f  not accept ing the comp any ' s  inv o i ce as  proo f o f  sub r o ­
gat ion . 

The char t er ing o f  a ve s se l  was no t a suc ce s s  and it made 
only one ·tr ip t o  Lae on b ehal f o f  the company . On i t s maiden 
voyage the ve s se l , carry ing 250 WM t ons , t ook 1 1  day s  to reach 
the port from Sydney , was he l d  a fur ther 8 day s  in the stream 
await ing a berth , and took 1 d ay to  d i s charge . At a conserva­
t ive t ime -char t er e s t imate of $400 per day the ve s se l  mus t  have 
c o s t  the company $8 , 000 wher eas  the return was only $5 , 400 at 
the maximum rat e s  then operat ive . C ompound ing this  l o s s  was 
the fact that two -th irds o f  the c ar go was provided by the com­
pany ' s  a f f i l i ated i s l and company - a feature that countered 
the  pot ent ial s i gn i f i cance o f  one -thir d o f  the car go be ing 
cons i gned d irect  to dest inat ions other than Lae . 

Even i f  the company had not exper ienced the se  prob l ems , it 
st i l l  woul d  have had t o  c ont end with the l ong - s t and ing r e fu sal  
o f  i s l and companie s t o  accept goods  fr om Au str a l i a  in v e s sel s 
other than tho se operated by a s s o c iat e d  companie s  - the f ir s t 
ava i l ab l e  ship i s  only u s ed for urgent fr e i ght and ree fer 
car go . Thi s  re fu s al was rein for ced in deal ings wi th the 
init ial  fr e i ght - forwar ding venture becau s e  it was promoted by 
a r ival i s l and c omp?ny . Al l a s s oc iat e s  and sub s id iar ie s t i ed 
t o  the i s l and comp anie s by a compl icated share -market marr iage 
were advi sed t o  rema in l oyal t o  the ir parent ent erpr i se . In 
thi s bu s ine s s  mi l ieu there is a r emarkab l e  re s i s t ance to 
spont aneou s  change as it mi ght d i s advant age one company at 
the expen se  of i t s  r ival . In add it ion to the doc il ity o f  
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shipper s and cons igne e s  demanding l it t l e  more  than r e gu l ar 
servi ce , there i s  a t endency t o  c l ing t o  o l d  ideas and ob s t in ­
at ely t o  r e s ist  innovat ions that wou l d  change the f . o . b .  
pr i cing sy s t em and the convent ion o f  separ ate b i l l s  o f  l ad ing . 
Unl e s s  an innovat ion can meet the twin requirement s o f  the 
l ong -t ime expatr iat e  bu sine s s  mind operat ing under condit ions 
o f  pol it ical  uncer t ainty - in st ant succe s s  and �uick returns -
there i s  l it t l e  chance o f  i t s  adopt ion . 



Chapter 1 2  

The exten s i on o f  freight forwarding t o  
Papua New Gu inea ' s export s 

F r e i ght forwar der s can react . . .  by changing the ir 
funct ions ; adapt ing to new market structur e s  and 
tr ade channe l s ;  and widening the s cope and increas  
ing the s ca l e  o f  their act ivit i e s . ( Internat i onal 
Trade Cent r e  UNCTAD /GATT 1 9 69 : 5 2 )  

The inab i l ity o f  the init ial fr e ight -forwar d ing company t o  
s t ay within the narrow t o l erance l imi t s  for pr ivat e ly financed 
innovat i on s  in Papua New Gu inea should  not neces s ar i ly hamper 
fur ther at t empt s  at door -t o -door s erv ice s . A wi de r ange of 
po s s ib i l i t i e s  is open to part ic ipant s in the transport pr oce s s . 
The prob l em o f  s e l e c t ing and moul d ing a comb inat ion o f  comp an ­
i e s  t o  give a better co st -qu al ity service than i s  pr ov ided at 
pre sent wou l d  b e  eased  if there  was a r adi cal r e stru ctur ing 
o f  exi s t ing sh ipper -con s i gnee r e l at ionshi p s· .  The b e s t  impetus 
for a ful ly cont ainer i sed servi ce , however , l ie s  in an e s cal ­
at ion o f  s t evedor ing co st s in Papua New Guinea . 

Shou l d  such a company eventuat e it  may then b e  pos s ib l e  t o  
cons ider ext ending the forwarding princ ip l e  t o  fre i ght move ­
men t s  from Papua New Guinea . Thi s prop o s it ion would  depend 
on the adap t at ion o f  unit -l oad ing me tho ds  t o  the spe ci fi c  re ­
quirement s o f  Papua New Guinea ' s  export cr op s - copr a ,  t imber , 
co f fee beans , cocoa beans and rubber . l Among the s e  h i gh -value 
expor t s  ( co f fee was worth c . $ 1 , 000 per t on in mid -1 9 7 0 ) suc ­
ce s s ful exper iment s have already been undert aken i n  the unit ­
i sat ion o f  cocoa , copr a ( pal l e t s and uni f l at s ) , and rubber 

E st imated  t onnage s by commod i ty in the Papua New Gu inea ­
Au s t r al ia trade for 1 9 6 6 - 6 7  wer e copr·a 28 , 800 W t ons , c ocoa 
5 , 900 W t on s , co ffee 5 , 400 W t ons , rubber 5 , 600 W t ons , 
plywood e t c . 6 , 900 W t ons , and other commo d i t i e s  3 , 000 W t ons  
(Un i t ed Nat ions Devel opment Programme 1 9 6 9 : vo l . 2 , p . 9 . 3 1 ) . 
Expor t s  o f  pyr ethrum and pas s ionfruit pul p  are o f  only minor 
s igni f i cance . 
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1 ( pal l et s )  In the case  o f  rubber the pal l e t s ar e broken 
ab oard ship as the st ack , in chang ing shape , cau se s  the s t ow 
t o  co l l ap s e  i f  airbags are not u sed . Ther e i s  probably s cope 
for mechan i cal  handl ing of t imber expor t s  if su itab l e  ve s se l s  
are made ava i l ab l e . 

Much o f  the di f ficu i ty with coffee centre s on the pre ­
receiving and hol ding o f  c o f fee at Lae a s  it i s  easi ly damaged 
by taint and infe stat ion , and deter ior at e s  quickly on the 
coast where dampne s s  cau s e s  mould . Pr ogr e s s  has been made in 
co ffee sh ipment s by hol ding the cargo in high l and s s t or e s  and 
tr ucking i t  on pal l e t s ( s event een 1 3 5 -lb b ag s  to each unit ) 
and uni f l at s  ( two pal l et s  per unit ) , Al though t ar d ine s s  in 
clear ing Aus t ral ian wharves  after arr ival  is s t i l l  a prob l em ,  
bene f i t s  have been re corded in Papua New Guinea a s  uni t -l oad ing 
has speeded vehic l �  t urn-round . D e l ay s  occa s i oned by truck 
breakdowns and del ays in the Ka s sam and Dau l o  pas s e s  ar e re ­
curr ent pr ob l ems beyond the industry ' s  competence t o  overcome . 
But progre s s  cou l d  be made in pal l e t i s ing according t o  mark 
in the highl and s so  that with impr oved cu s t oms procedur e s  a 
speedy st ore -t o -shipment can be e f fe ct ed , 2 For a valuab l e  
cr op l ike co ffee , pal l e t s a r e  probably on ly a t emporary measure 
whi l e  a search i s  made for a sat is fact ory vent i l at ed cont ainer . 3 

Too  much empha s i s  cannot be  p l aced on exp ort  crop s becau se  
o f  the cont inue d stre s s  on  h i gh-value c ommo di t i e s  in  government 

The C opra Market ing B oar d has examined the fea s ib i l ity o f  
c onta iner i sat ion in  i t s  export trade wi th Aus tral ia , but a s  
the crop i s  bagged , s pace i s  l os t . A change from bagging t o  
b u l k  shipment woul d overcome th i s  d i f f i cu l ty ( Unit e d  Nat i ons 
D eve l opment Programme 1 9 69 : vol . 2 ,  p . 9 . 29 ) . 
2 A s tudy o f  cargo - c learance procedur e s  ha s been pr oposed  f or 
impor t s  by the Admini s t ra t i on ,  but export documentat i on needs 
a t t ent i on . F or examp l e , the expor t o f  one t on can genera t e  
f ifty-nine separate sheet s o f  paper c overing el even i t ems . 
3 Nether l ands Engineering C onsul tant s ( NEDECO ) reported t o  the 
Papua New Guinea Transport D epartment ( 2 3 September 1 9 7 0 )  that 
the export of c of fee beans in c onta ine r s  i s  t e chni ca l l y  fea s ­
i b l e . D oub l e -wa l l ed c onta iner s  have been deve l oped exper i ­
mental ly : a per f orated inner wal l  a l l ows the warm , moi s t  a i r  
emanat ing fr om t h e  c offee beans t o  r i se t o  the t op o f  the 
c ontainer , permit t ing c ondensat ion to form on the c e i l ing and 
outer wal l s  and dra in away through the bott om .  Trial  shipment s 
woul d be  nece s sary b efore dec l aring i t  sui t ab l e  f or the 
Aus tral ia-Papua New Guinea trade . 
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p l anning : co ffee product i on i s  expected  t o  increase provided 
there are no quota re s tr i ct ions , copra wil l  a l s o  bene f i t  from 
increase d  pr oduc t i on ,  rubber and cocoa have r e l a t ively poor 
prospect s ,  pyre thrum and pa s s i onfruit pul p wi l l  remain minor 
crop s , and t ea coul d become a pr oduct of maj or import ance 
( Unit e d  Nat i ons Deve l opment Prograrrnne 1 9 69 : vol . 2 ,  pp . 3 . 8 - 1 8 ) . 
Freight and insurance on current rat e s  woul d add 1 0 . 8  per cent 
to the ant i c ipated price f or c o f fee at Goroka in 1 9 7 2- 7 3  
( a s suming a l evy o f  1 �  per lb ) and 7 . 9 per c ent t o  the t ea 
price . Aus tral ian price s are quot e d  for other corrnnodit i e s  
and the fre i gh t  e l ement wou l d  compri se 9 . 9 per cent o f  the 
expected  rece i p t s  f or cocoa and rubber a nd 2 2 . 4  per c ent _ for 
copra . Al though c opra ha s a relat ive ly  h i gh fr e i ght rat e ,  the 
c ont inuance o f  expor t s  o f  high uni t -va lue ( and the c ountry ' s  
dependence on Austral ian financ i a l  a s si stance )  means that 
import s wil l  determine the s ca l e  and l ocat i on o f  transp ort 
inve s tment . Thi s make s Papua New Guinea ' s  s i tuat ion di fferent 
from most of the euphemi st ica l ly name d but i l l - de fine d  deve l ­
oping c ountr ie s .  



C onclus i on 

Papua New Guinean s in contr o l ?  

Unt i l  the emer gence of  a more e c onomi c a l l y  s oph i s­
t icated l oc a l  p opulat i on , the Admini s trat ion must  
be  the  guardian of  the  p e op l e ' s  intere st s . ( C om­
mi s s i on of Inquiry into C oa s t a l  Shippin g  in Papua 
New Guinea 1 9 7 1 : 1 8 )  

I t  ha s  yet t o  be  demons trated that fre i ght forwar ding mee t s  
the cr iterion o f  minimi s ing t ran s fer c o s t s i n  door - t o - door 
s ervi ce s between s upp l ie r s  and c on s i gne e s  in the Aus tral ia­
Papua New Guinea trade . The  fir s t  transplant by a succe s s ful 
Austral ian-based  operat or demon strat e s  that door - t o- door ser­
vices  are t e chnical l y  feas ib l e . But the e f for t enj oye d l it t l e  
commercial  succe s s  b ec ause  i t  was not hone d t o  the s pe c i f i c  
requirement s a n d  character o f  the trade under r eview . D e s p i t e  
fre i gh t  f orwar ding ' s  i n i t i a l  fai l ur e , the i dea o f  a door - t o­
door s ervice i s  capab l e  o f  b eing reactiva t e d  in s everal  gui s e s  
( witne s s  the l at e s t  venture b y  Bramb l e s  Indus tri e s  L t d ) l a s  i t  
i s , i n  e s sence , an organ i sat ional c oncep t . A s  the devel opment 
of freight forwar ding in Papua New Guinea coul d have mixe d  re­
sul t s  i t  b eh ove s the Admini s trat i on t o  con s i der  i t  a s  par t  of  
any nat i onal transport p lan . 

Fre igh t  f orwar ding wil l  impr ove the qua l ity o f  s ervice  and 
r einforce and extend the ' benef i t s '  of r e duced trans fer c os t s  
inherent i n  the Admin i s trat i on ' s transport inve s tment pr o­
gramme . In  the short run , door - t o - door movement s coul d b e  en­
cour aged by revamping cus t oms procedure s  and amending whar fage 
and handl ing charge s to favour c ontainer s cons igned to inl and 
de st inat ions . Al though the nature of the tra f f i c  t a sk may be 
a l tered  on Independence by a greater emphas i s on l oca l rather 
than impor t e d  foodstu f f s , l onger - t erm prospect s f or increas ing 
door- to- door s ervi ce s may be inherent in the ant i c i pated  growth 
o f  cargo and the upgrading o f  the internal trans por t  ne twork 

See pp . 1 1 0- 1 1 . 
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( including the seal ing o f  the H i gh l ands H i ghway) . The door ­
t o- door concept a l s o  empha s i se s  the pre sent fragmenta t i on o f  
the exi st ing network in dec i s ions about the main content i ous 
pol icy i s sue s : the nature of the Adminis trat i on ' s  role  in 
coastal  and overseas  shipping , the de s ir ab i l i ty o f  emphas i s ing 
feeder r oads  at the expense o f  trunk road s , and the grant ing 
o f  protect i on t o  l oc a l  truck operator s .  Whi l e  s ome o f  the 
bene fi t s  o f  fre i ght f orwar ding can be r ea l i se d  by indivi dua l 
mode s the ful l  bene fi t o f  ' total  c o s t ' door- t o- door s ervice s  
can only b e  a ch i eve d b y  a n  acceptance o f  the inter-moda l  uni t ­
l oad  princ ip l e .  

D e s p i t e  it s potential  val ue , fre i gh t  f orwarding wil l  heigh­
t en Papua New Guinea ' s  h eavy dependence on fore ign inve s tment , 
f or e i gn ski l l s  and f or e i gn t e chno l o gy ( wi th a high rate o f  
ob s o l e scence a n d  automati on ) . Even i f  pal l e t i sat i on , a n  inter ­
me diat e  t e chno l ogy , i s  adop t e d  in pre ference  t o  c ont a ine r i sa t i on ,  
th i s  dependence on f or e i gn int er e s t s wi l l  crea t e  a large over ­
seas  debt for an independent P apua New Guinea . l A cap i ta l ­
intens ive sys t em l ike fre i ght forwar ding , b y  repl ac ing the suc­
c e s s ive manhandl ing of cargo , cou l d  al s o  s er ious ly r e duce the 
j ob potent ial  in the country ' s  transpor t  inve s tmen t s . There 
may even be a r e duct i on in the pre sent port l ab our f orce . Such 
a s i tuat i on c oul d have serious pol i ti c a l  repercus s i ons in  Papua 
New Guinea where there is al ready unempl oyment and underemp l oy­
ment . The p o s s ib i l i ty that whit e - co l l ar p o s i t ions for Papua 
New Guineans now in s chool may not mater ial i se in suf f i cient 
numbers  aggravate s  the prob l em .  The a dopt i on of fre i ght­
forwar ding pract ice s may a l s o  have a dif feren t ia l  impact  on 
regiona l deve l opment . Regions wi th ' p ivotal ' por t s o f fer ing 
direct overseas  servi ce s  wil l  be favoure d  at  the expense o f  
r egions  serve d  b y  ' feeder ' service s . Thus the ant i c ipate d  
mixed r e su l t s  from the ins t i tut ion of  freight f orwarding em­
pha s i se s  the c l a s s ic d i l emma o f  trying t o  balance the wel fare 
intere s t s  o f  Papua New Guineans against the premium p l aced  on 
economic growth ( and transport e f fi c i ency) . 

One s olut i on t o  Papua New Guinea ' s  d i l emma in the case  o f  
freight forwar ding woul d b e  t o  creat e  a government- directed  
Nat ional F r e i ght F orwar ding C orporat i on which woul d own and 

Pal l e t s  are regar de d  as compat ib l e  with the exi st ing Aus t ­
ral ia-Papua New Guinea trade . They a r e  a l so vi ewed a s  an 
intermedi a t e  s tage in the change over from break-bul k  cargo 
handl ing to  ful l c onta iner i sat i on . A s  indicated , they are 
more suitab l e  for p or t - t o- port operat i ons  on account of  the 
space l o st in trucking pal let s  to inland de s t inat i ons . 
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c ontr o l  termina l s ,  warehouse s , trucks and conta iner s .  A l though 
such a c orpora t i on coul d give pre ference t o  l ocal  l ab our and 
e quipment wi th l ocal  c ont ent , ther e woul d be  pre s sur e on it t o  
operat e uneconomi c  servic e s  a t  a c o s t  Papua New Guinea can i l l  
a f f or d .  Local par t i c ipati on i n  the transport pr oce s s  cou l d  b e  
creat e d  i n  l e s s  expens ive way s ( at l ea s t  t o  meet the pr ovi s i on s ,  
i f  n o t  the spirit , of  a Papua New Guinea-ba s e d  company) . l Papua 
New Guineans with l i t t l e  cap ital woul d need  gui dance on making 
inve s tment s .  S ome machinery a l ready exi s t s  in the form o f  the 
Inve stment C orpor a t i on ( Inve s tment C orporat ion Ordinance 1 9 71 ) , 
a uni t  tru s t  thr ough whi ch P apua New Guineans can inve s t  in 
c ompani e s . Many expa t r iate- owne d  companie s  alre ady ant ic ipate 
such a regul a t i on and are prepared  t o  grant shareh o l d ings be­
fore any l eg i s l a t ion is  pa s s e d . The end r e sul t of  such a p o l i cy 
coul d b e  t o  turn Papua New Guineans int o superannua t e d  uni t ­
t r u s t  h o l de r s  without much a dvancement t o  the ir c l aims f or em­
pl oyment , management and overal l c ontro l . 

A c cording t o  an Au stra l ian-based forwarder : 

We do not f ore see  sub s t ant ial l y  indigene - owne d  
operat i ons par t i c ipat ing in fre i ght forwarding f or 
a numbe r  o f  year s . At  thi s stage b oth the indigene s 
and the l ong- t ime expatriate s o f  Papua New Guinea 
l ack th e ne ce s s ary s oph i s t i cat i on and expert i s e  in 
the ir operating me thods to c onduct e f f i c i ent and 
pro f itab l e  organi sat i ons . H owever , the p o s i t i on 
c oul d change wi thin the next few year s . 2 

Such change s can only be c ontemp l a t e d  i f  the nec e s s ary train­
ing and r e gul at ions are pres cribed . A syst em of in- service  
and  ove r s e a s  tra ining wil l  have t o  be evolve d t o  b o o s t  the 
' l ocal c ontent ' of  mechani c s , cl erks and manager s .  The se  pro­
posal s woul d have t o  appl y  to individual mode s o f  transport  
where l ocal recruitment ha s at  best  been t ar dy . 3 Unl e s s  it  

The  Papua New Guinea Income Tax Ordinance state s in s . 4 ( b )  
that a Papua New Guinea-bas e d  company means ' a  company whi ch 
i s  inc orpor a t e d  in the T err i t ory , or whi ch , not b e ing incor­
p or at e d  in the Terr i t ory , carr i e s  on busine s s  in the T er r i t ory , 
and has e i ther i t s  centra l management and c ontr o l  in the Terr i ­
t ory o r  it s vot ing power c ont r o l l ed b y  shareho l der s who are 
re s i dent s of the T errit ory ' ( C ommi s s ion of Inquiry int o C oa s t al 
Shipping in Papua New Guinea 1 9 7 1 : 1 4 ) . 

· 

2 Per s onal c ommunicat i on . 
3 A naut ical  s ch ool  ha s been in opera t ion in Port Moresby s ince 
1 9 6 3 . Steamships  Trading C o . L t d  and New Guinea Austra l i a  L ine 
( NGAL ) al s o  have training s choo l s in Port  Mor esby . Much o f  the 
port l ab our i s  casual  and r ece ive s no formal training . 
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c an b e  demonstrated  t o  Papua New Guineans tha t  they have a 
chance o f  a sp ir ing t o  the management and c ontro l o f  l ocal 
transport c ompanie s their  amb i t i on s  wi l l  b e  frustrate d . Any 
fai l ur e  to create the se opportuni t i e s  mu st  inevitab ly l ead  t o  
the que s t ioning o f  the c o s t  minimi sat ion princip l e s  o n  whi ch 
frei ght forwar ding i s  based  and perhap s  the capi tal i s t  system 
of  wh i ch it  i s  part . 

P o s t  

The r e s earch embodied  i n  thi s study ha s b e e n  made more 
p o inted by the dec i s i on of  Brambl e s  Indu s t r i e s  L t d  t o  purchase 
for cash a 5 0  per cent inter e s t  in Goroka Road Transpor t  Pty 
L t d . L inked with the company ' s  purcha se  o f  a 51  per cent 
int er e s t  i n  M .  and W .  Char d o f  Lae , operating a s  cus t oms , ship­
p ing , forwar ding and general agent s ,  the l a t e s t  acqu i s i t i on 
wil l enabl e  Bramb l e s  Indu s t r ie s  Lt d t o  prov i de a transport 
package deal for Papua New Guinea companie s . Goroka Road 
Transport P ty L t d  intends to invite  l ocal  par t i ci pat i on to 20 
per c ent o f  the c ompany ' s  capital  and hope s t o  o f fer a b igger 
e quity when suffici ent funds are avai lab l e . Bramb l e s  Indu s­
t r i e s  Lt d wel c ome s the thought o f  l ocal  partner s ' even t o  the 
p o int where our c ompany move s to  a mino r i ty po sit i on '  . 1 

Per s onal communi cat ion :  E . B .  Wil l i ams , 6 March 1 9 7 2 . 
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Gl o ssary 

aligned system of documentat ion . A one-run mul tipart system replacing the 
separate typing of each document . 

barge carrier . A fully laden barge represent s a car go unit that is mobile 
and in which cargo can be kept intact for l ong per iods . The barge ' s  
main advantage is that i t  is independent of port operat ions ; its  maj or 
drawback is that carriage inland is l imited to navigable rivers and canals. 

bill  of l ading . Receipt given by a carrier or his agent for goods rece ived 
for shipment or shipped on board a vessel . It is a quas i-ne gotiable 
document of  title and whi l e  not a c ontract contains pr ima facie evidence 
of the terms of  sal e . 

break-bulk cargo . Mixed dry cargo that is packed in smal l l ot s  such as food­
stuffs or high-value per unit of weight raw materia l s  or manufactured 
goods . The cargo involves many separate bil l s  o f  lading as it  is  des t ined 
for many consignee s .  In this s tudy the term is reserved for cargo handled 
by conventional methods package by package . 

bulk cargo . Cargo that is e ssent ially homogeneous , doe s  not require packing , 
usually cons i s t s  of raw mat erial s ,  and has  been sub j ect t o  e conomie s  of  
scale  in transport by ever- larger bulk cargoe s . Often in 1 00 , 000-t on 
l ot s , such cargo is destined for the p or t  area innnediately on l anding . 
Much of the material is proce ssed in por t - s i de industrie s .  

bulk- ships . These ships  are designed to carry ore , bulk ( e . g . , grain) and 
oil . They are b ec oming so large ( over 500 , 000 d . w . t . )  that p or t s  cannot 
cope and facil ities are b ein g prov ided in e stuarial waters .  

cel lular ship s . Ships specially constructed f or the st owage o f  containers in 
vert ical s tacks s ix high .  C ontainers are al s o  carried a s  deck cargo . 

c . i . f .  ( cost , insurance , freight ) . A c . i . f .  price means that it includes the 
cost of goods , their insurance and freight . The purchaser incurs no 
expense unt il  he takes the goods from the ship to its  des t inati on . 

collapsible container . A container of the type whose side s  and ends can be 
readily ' knocked down ' t o  minimum dimensions for return as  an ' empty ' . 
I t  can be made o f  s teel , aluminium or a tubular-cum�wire me sh construc­
t i on .  

c onta iner . A device for total ly encl osimg cargo which requires mechanical 
handl ing . It is box-l ike in form ,  weatherproof and e quipped with door s 
and l ocking arrangement s t o  prevent spil l age and the ft . The container 
can be separated from the means of transport , handled as a unit l oad and 
tran s - shipped without rehandl ing i t s  contents .  The term ' van c ontainer ' 
is often used t o  di stinguish it from boxe s which are l e s s  than the 
sma l l e s t  ISO cont ainer ( lOft by 8ft by 8ft ) . 

c ontainerisat ion . The obj ective of containerisat ion is t o  achieve the optimum 
advantages from the through movement o f  goods from the shipper ' s  l oading 
bay to the consignee ' s  del ivery plat form without rehandl ing . The prin­
ciple may be cal led intermodal , integrated or containerised transport 
and involves the movement of  goods by more than one means o f  transport 
( e . g . , truck-ship) . The term containerisation imp l ie s  that the container 
is re-usab l e , does not have wheel s  ( l ike a truck) and is  of  a s ize and 
we ight to require mechanical handl ing . 
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convent i onal ship . C onvent ional ship s , .usua lly of the 1 three castle '  design 
( foreca s t l e , bridge an d poop) , are distinguished by their methods of  
handl ing cargo . Import s  have to be l ifted up from the ship ' s  hold on a 
cargo hook and then across and down ont o  th e whar f .  Increases in the size 
of convent ional sh ips have re sul ted in proporti onately l onger del ays in 
p ort as l oading and discharge , involving hand trucking an d manual s tack­
ing , are tedious . Almost one-hal f  to two-thirds of their t ime is spent 
in p ort . 

deadweight t onnage ( d . w . t . ) . Deadwe ight t onnage is a system of measur ing a 
ship ' s  capaci ty in terms o f  t ons ( 2 , 240 lb) . The deadweight 
is the weight ( in t on s )  required t o  s ink a ship t o  it s l oad l ine after 
deduct ing the we ight of  bunkers , s t ores etc . The measurement i s  used t o  
give the capacity o f  bulk ship s . 

A species o f  container with a s ol i d  base and a head p iece and the three 
remaining side s  fitted wi th wel d  me sh . I t  is ideal for carrying iron­
mongery , unpacked sanitary ware and machinery . 

f . o . b .  ( free- on-board) . Vendor sell s the goods at a price wh.ich include s  al l 
charges incurred in placing goods on b oard vessel s .  Once the goods are 
on board the buy er be.ars the r isks and subsequent expenses . Del ivery is 
complete when the goods are on board shi p . 

general cargo . See through cargo . 

gros s  t onnage ( g . r . t . ) . A measurement of the internal space of a ship in units 
of 1 00 cu . ft .  While no set figure can be given , the relative proportion 
of gro s s  t onnage t o  net registered t onnage is 2 . 5 : 1 .  

1 G 1 - container . A non-standard container ( 3ft 6in by 3ft 9 in by with a 
cubic capacity of forty- five cu . ft and abl e  t o  carry one t on wei ght . 
Thi s  col l apsib l e  container is used by the Admini stration ' s Stores and 
Supply Branch . 

I S O  container . The International S tandards Organisat ion ( ISO) drew up inter­
nat ional container standards based on an 8 ft modu l e  in 1 9 65 ( the internal 
American standard set in 1 9 6 1 ) . The s tandards recommended are ( external 
dimensions) 8 ft by 8ft by 1 0 ,  20 , 30 or 40ft ( with certain smal ler speci­
ficat ions) .  Special - purpose c ontainers have been devel oped within the 
s t andard module for the carriage of l iqui d ,  insulated and refrigerated 
goods . A proposed I SO standard i s  devel oped and agreed to  by an ISO 
technical c ommittee and c irculated t o  some fi fty c ountries for acceptance , 
connnent or disapproval . When accepted by more than 60 per cent of those 
voting the I SO i s sues a recommendat i on which i s  optional on member s . 

1 J 1 -container . One of a series 
in the Aus tral ia-Papua New 
Table 3 . 2 .  

are given in 

LASH ( l ighter-aboard-ship) . One of the barge-carrier methods of unitis ing 
transpor t . The LASH system is based on the concept of a _�;..;;;..;;�;.;;;.,;;;_,..;;.;;;;.;;;� 
for f l oating containers in the form of l i ghters ( 0 r •n n 1, � �· n  
by 3 l ft 2 in by 1 3ft) . The l ighters can be taken aboard the ' mother- ship ' 
or discharge d by means of the shi p ' s own crane of 5 00-t on capacity . The 
mother - ship in the pro t otype vers i on can carry seventy-three l ighters ; 
it drops them off around the coa s t  and picks them up on the return 
j ourney . 

l ine haul cost s . The terminal - terminal cost  for transport ing goods . 

net regi s tered tonnage ( n . r . t . ) . A ship ' s  earning capacity on the basis of 
1 0 0  cu . ft of the shi p ' s entire space ( gross less deduct i ons for 
propel l ing machinery , crew' s quarters , etc . 
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n on- s tandard containers . These differ in length or in handl ing fixtures from 
those recormnended by the International S tandards Organi sati on ( ISO) . 

open-hatch ve ssel s .  An open-hatch ves sel  has twin ( or triple) hat che s abreast 
which are e quipped with el ectric cranes that can l ift  any unit from a 
pal l e t  t o  an I S O  20- ft container ( see  Scandia-type ves s el s ) . 

pal let . A portable plat form ( pallet  or l oad board) on which bags , boxes or 
other goods can be stacked t o ge ther or otherwise contained . The pal let 
usually consis t s  of two l ayers  so c onstruc te d  that the t ines ( or forks)  
of a fork- l ift truck can be inser t ed between t he layer s ,  t o  l i ft the 
l oaded plat form and move it to another place of rest  and s tack it on t op 
of s imilarly l oaded pall et s . Pall e t s  may be constru cted of wood , metal 
or other material s ;  they may be dis posable or l eased from a p ool . The 
standard pal l et in Austral ia is 46in . s q . which is different from ISO 
specificat ions . Pal l e t s  can be carried on convent ional ships , side-port  
ve s sel s ,  open-hatch ves sel s ,  vehicle-deck ves se l s , container ships , trucks , 
trains and aeroplane s ( see F ig . 3 . 1 ) . 

pal letisat i on . The proces s  of putt ing goods on a pallet  usual ly occur s at the 
port but there is pre s sure to begin the proces s  at the factory . 

pre- slung cargo . Awkward cargo such as steel rods may not fit on s t andard 
module s , but the se items may be 1 uni t i se d '  by s l inging them t ogether with 
nyl on webbing ropes pr ior to the ship ' s  arrival . The sl ings remain 
attached to facil itate dis charge . 

ree fer cargo . A term used for refrigerated or insulated goods . The term 
reefer is a l s o  app l ie d  t o  ships and denotes t he ship is specia l ly e quipped 
t o  carry such cargo . 

r i gs . The term appl ied in the trucking industry to de scribe the combinat ion 
of a prime mover ( a  motor chassis  fitted with driver ' s  cab and turn-table )  
and semi- trailer . 

Scandia-type ve sse l s .  Mul t ipurpose ves s e l s  with twin open-hatches and el ectric 
cranes that can handle pre-slung , l iquid and unit ised cargoes .  The term 
Scandia derives from the design of the ship at the behes t  of S candinavian 
shipping intere s t s . As they cannot cormnand the r e s ources of a shipping 
consortia they have pre ferred not to operate rival c ontainer s ervices on 
an inland depot-to- inland depot basi s . Instead , in their role as c onmon 
carriers b etween for eign countrie s with a minority share of the trade , 
the S candinavians have opted for a . mult i purpose ves sel abl e  t o  carry 
pal l e t s  and containers .  

seafreighters .  Large trays e quipped with removable ends and s ides ( with tar­
paul in c overs )  on which consol idate 1  cargo from an inland depot arrives 
at the wharf .  This sys t em  i s  used in t he r o l l - on rol l -off ships opera­
t ing between Austra lia and New Zealand . 

seatainers .  A non- s tandard container operated by NGAL ( see Tab l e  3 . 2) . 

semi- trailer . It has an axle or axl e s  at one end and a king pin on the l ower 
s ide at the other end for l inking up wi th the prime mover ( see  rigs ) . 

s ide- port ves sel . The use of s ide- doors has been one of  the new ways of 
taking cargo from convent ional ves s e l s .  These doors permit the ship t o  
work a hatch and s ide- port operation . Such m ethods permi t fork l i fts 
t o  operate in the hol d  of  the ship and pass unitised l oads through the 
s ide-por t  to  a wait ing fork l ift  on the wharf .  

t able-top truck . A motor chas s i s  fitted with a driver ' s  cab and a flat tray 
body on which g oods are l oade d .  

terminal cost s . The cost s of handl ing cargo at i t s  ori gin and des t ination . 
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t rays . A platform on which cargo can be consolidated into l arger unit s  prior 
t o  its  arrival at the whar f .  

through bil l of  l ading . A bill  of lading which covers not only the sea voyage 
but the period of transit before goods are l oaded and s ubsequent to the 
discharge of the cargo . The shipowner wil l  charge an inclus ive freight 
rate  for the whole transit  but stress  that transit  for the period other 
than the sea voyage is  at shipper ' s  r i sk .  

through-cargo . In this s tudy the term i s  used to cover break-bulk cargo and 
unit i sed cargo wh ich passes  through the port s ince their high-val ue per 
unit of weight enables them to be transported by road , rail or coa stal 
ship t o  their destinations without further proce ssing . 

uniflats . S t andard platforms with end frames that can be folded when not in 
use . 

unit-l oad . The combining of smal l  component s into a s ingle l arge unit which 
is of such a size as to require mechanical handl ing between one place of 
rest and another or between carrier s . 

unit- l oad ships . As used in thi s s tudy , the term refers to ships des igned t o  
carry unit-l oads such as  pal l e t s  and c ontainers . 

vehicle-deck vessel s .  S pecially designed ves sel s with bow and stern l oading 
for cargo on trucks or tra ilers to roll  on and r o l l  off the ship . C on­
tainer s and pal le t s  can also  be carr ied . 

wiretainer . A non- standard cage-l ike container with an open top and s ide s made 
of wood . 
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Fre ight forwarding i n  the 
Australia-Papua New 
Guinea trade 

Modern methods of cargo handl ing centred on standardised 
units  have been devised to integrate individual modes of  
transport int o a s ingle system which permi t s  the organisat ion 
of a door-to- door transit service by freight forwarders . 
Such methods have been t outed as remedies for reducing the 
high and ri sing door - t o-door cost s in the Australia-Papua 
New Guinea trade . An inve st igation of the separate phases 
of  the current freight trans fer system shows that i t  i s  
physica l ly and technically possib l e , with certain exceptions , 
t o  introduce the ful l range of modern cargo-handl ing tech­
nique s .  But physical and technical fea s ibil ity is not the 
only cri ter ion for commercial succes s  and an analys i s  of  a 
range o f  shipping manifest s  i s  sufficient t o  indicate that 
condit ions are not whol ly favourabl e  for extending modern 
cargo-handl ing operations from a port-t o-port  to a door-t o­
door basi s . Condit ions are unfavourabl e  at least for a ful ly 
containerised operat ion becau se of  the character o f  the im­
bal anced Aus tral ia-Papua New Guinea trade with its  sma l l  
average l oad p e r  shipper and ' tied ' cargoe s . Even i f  a ful ly 
integrated freight syst em incorporating freight forwarding 
act ivities cou l d  be a guaranteed commercial succes s  it  wou l d  
have mixed re sul t s  in the mil ieu of Papua New Guinea . The 
proposed system wou l d  extend the bene fi t s  inherent in the 
transport inves tment progrannne but i t s  demand for foreign 
skil l s ,  fore ign investment and foreign technology would con­
tribute t o  the country ' s  overseas debt and to s ome frus tra­
t i on among Papua New Guineans at their alienati on from 
management and contro l  of segments of their transpor t  system . 
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