
Interisland Shipping Support Project (RRP VAN 42392) 
 

INF R AS TR UC TUR E  AS S E S S ME NT  
 

A.  Summary 
 
1. This appendix describes the condition of the present wharves in Port Vila, Luganville and 
the outer islands and estimates the future demand for wharf berths.  It also describes the wharf 
design requirements for a future wharf in Port Vila and outer island jetties.   
 
2. The key features and issues concerning maritime infrastructure for domestic shipping 
are that (i) Port Vila is in critical need of additional domestic capacity as the demand for berth 
space is very high and growing; (ii) the Simonsen Jetty at Luganville, which is the country’s 
second major port, is in need of rehabilitation; and (iii) there is little water transport infrastructure 
in the outer islands, so that repairs to existing facilities and construction of new facilities at some 
outer island locations are justified where cargo can be aggregated 

 
B . Existing Publicly Owned Infrastructure Repairs and Maintenance 
 
3. Publicly owned wharves and outer island jetties are situated at Marine Quay in Port Vila, 
Simonsen in Luganville, Lenakel on Tanna and Litzlitz on Malakula. The condition of these 
facilities were assessed and are summarized below. Full engineering investigation reports 
(EIRs) are available on request.  
 

1. Marine Quay 
 
4. The government-owned facilities at Marine Quay in Port Vila consist of a jetty situated 
centrally from a wharf quay face and apron. The jetty structure consists of reinforced concrete 
piles, headstocks and girders and a timber deck. The wharf structure consists of a mass 
concrete wharf quay and apron. Visual inspections were performed on the wharf and jetty in 
June 2009. An inspection by vessel was also carried out at low water to maximize the visible 
length of the wharf piles and substructure. Most components were inspected and each 
component group given a general condition rating.  
 
5. The condition assessment revealed the following: Corrosion of reinforcement and 
spalling has reached greater than 50% of the visible surface area of most concrete piles and 
severe overstressing and gross loss of section is evident in both piles in the seaward bay of the 
jetty. The jetty piles are therefore considered unserviceable and should be replaced or 
reinstated with members of an equal if not greater load bearing capacity as a matter of urgency 
as there is a high risk that ongoing berthing and mooring forces from vessels based at the 
facility will cause failure of the headstock pile connections. There was also evidence that jetty 
concrete beams and headstocks have reached an advanced stage of deterioration are 
unserviceable and therefore should be rebuilt along with the piles. Further damage to the 
existing jetty structure from vessel loadings and seismic activity is also expected given 
conditions and usage. 
 
6. The conclusions of the engineering investigation are that the jetty has reached the end 
of its serviceable life and pending the outcome of new ownership and management 
arrangements a decision should be made for the demolition of the structure. The estimated cost 
of demolition is outlined in Table 1: 

  
 

http://www.adb.org/Documents/RRPs/?id=42392-013-3�
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2010:  Demolish and remove all materials from site 
Item Description Unit  Quantity  Rate  Amount  Foreign 

proportion 
 Foreign  Local 

 Vatu  Vatu  Vatu  Vatu 
1 Mobilisation to site, preliminaries and 

provision of equipment items
Item 100%       2,500,000             2,500,000 0%                       -             2,500,000 

2 Removal of deck Item                 1          500,000                500,000 0%                       -                500,000 
3 Removal of headstocks and girders Item                 1       2,500,000             2,500,000 0%                       -             2,500,000 
4 Removal & disposal of concrete piles** Item                 1       3,000,000             3,000,000 0%                       -             3,000,000 

Sub-total             8,500,000 0%                       -             8,500,000 
11 Estimated Tender Price             8,500,000 0%                       -             8,500,000 
12 Project Administration 15% 10%                850,000                       -                850,000 
14 Construction Contingencies 5% 5%                425,000                       -                425,000 

Estimated Construction Cost Vatu        9,775,000            0% -                    9,775,000         
USD                 100 97,750                 -                    97,750              

Total Project Cost Vatu 9,775,000            0% -                    9,775,000         
USD                 100 97,750                 -                    97,750              

*   Concrete substructure (piles and beams) are considered to be unserviceable 
** assumes piles will be extracted and removed from site

Table 1: Demolition Cost Estimate Marine Quay 

 
 

 
2. Simonsen Jetty 

 
7. The government-owned facility at Simonsen Jetty in Luganville consists of a jetty quay 
face, a partially destroyed ramp for landing craft, jetty apron and yard, cargo shed, and 
approach road. The quay structure consists of a steel sheet piled jetty face, reinforced concrete 
edge beam and makeshift fenders. The destroyed adjacent ramp structure consists of a mass 
concrete slab.  Visual inspections were performed on the jetty and ramp and yard in June 2009. 
An inspection by vessel was also carried out at low water to maximise the visible length of the 
sheet piling and edge beam. Most components were inspected and each component group 
given a general condition rating.  
 
8. The condition assessment revealed the following items: While corrosion of the steel 
sheet piled wall is well advanced and has accelerated the end of wharves serviceable life, the 
most critical issue is the wear holes from vessels and subsequent washouts of fill from the jetty 
apron. Approximately 20% of the jetty apron and concrete edge beam cannot be used and 
requires urgent repair for safety and serviceability reasons. Replacement of the sheet pile wall 
and reinstatement of the concrete edge beam will be required in the medium term regardless of 
any emergency repairs to the wall as the wall strength cannot be maintained due to the 
advanced corrosion. The landing craft ramp is presently unserviceable and requires rebuilding 
should usage be warranted. Further damage to the wharf structure from vessel loadings and 
seismic activity is expected. 
 
9. To address safety and serviceability issues at the jetty the following works are 
recommended. The estimated cost of demolition is rehabilitation are summarised in Table 2. 

• Immediate repairs to the jetty face to prevent further washouts from the jetty 
apron through the wall; 

• Immediate repairs to the jetty apron through the backfilling of holes and provision 
of filter material; 

• Reinstatement of the sheet piled wall and concrete edge beam; and 
• Reinstatement of lighting and upgrading of the access road intersection. 
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Stage 1 (2014):  New sheet piled wall for all berths & rebuild landing craft ramp
Item Description Unit  Quantity  Rate  Amount  Foreign 

proportion 
 Foreign  Local 

 Vatu  Vatu  Vatu  Vatu 
1 Mobilisation to site, preliminaries and 

provision of major equipment items
Item 100%     10,000,000           10,000,000 75%          7,500,000           2,500,000 

2 Removal of damaged capping beam Item                 1       1,000,000             1,000,000 0%                       -             1,000,000 
3 Construction of new sheet piled seawall with 

capping beam
L m             178       1,237,500         220,275,000 75%      165,206,250         55,068,750 

3A Install "D" mould rubber fenders 1.0 m high 
to face of wall 

No               33          150,000             4,890,000 75%          3,667,500           1,222,500 

4 Install 5.0 tonne SWL cast iron bollards on 
wall capping beam

No                 8          230,000             1,729,600 75%          1,298,704              430,896 

5 Construction of barge landing ramp Item                 1     40,000,000           40,000,000 50%        20,000,000         20,000,000 
6 Maintenance dredge No 1 berth Item                 1          600,000                600,000 0%                       -                600,000 
7 Paving to roads, hardstand (300 mm coral) 

with 50 mm asphaltic concrete seal
Sq m             100              2,875                287,500 50%             143,750              143,750 

8 Building PC Items:
(a) Passenger waiting and amenities building               -       10,000,000                          -   50%                       -                         -   

(b) Gatekeepers building Item               -         2,000,000                          -   50%                       -                         -   
9 Services- repair water supply, electricity, 

lighting
Item                 1          500,000                500,000 25%             125,000              375,000 

Sub-total         279,282,100 71%      197,941,204         81,340,896 
10 Engineering Design Fees  10% 10%           27,928,210        19,794,120           8,134,090 
11 Estimated Tender Price         307,210,310 71%      217,735,324         89,474,986 
12 Project Administration 15% 15%           46,081,547        32,660,299         13,421,248 
14 Construction Contingencies 10% 10%           30,721,031        21,773,532           8,947,499 

Estimated Construction Cost Vatu        384,012,888        71% 272,169,156     111,843,732     
USD                 100 3,840,129            2,721,692         1,118,437         

Total Project Cost Vatu 384,012,888        71% 272,169,156     111,843,732     
USD                 100 3,840,129            2,721,692         1,118,437         

Notes: The budget assumes the following :

1/ Steel prices include delivery ex Simonsen Wharf
2/ No allowance for removal of any pile toe beam

Table 2: Cost Estimate Simonson Wharf 

 
 

 
 

 
3. Lenakel Jetty 

 
10. The facility at Lenakel, Tanna consists of a jetty quay face, wharf apron and yard, cargo 
shed and approach road. The quay structure consists of a steel sheet piled and mass concrete 
jetty face, reinforced concrete edge beam and deck slab and concrete access roads. Visual 
inspections were performed on the jetty and ramp and yard in June 2009.  Most components 
were inspected and each component group given a general condition rating.  
 
11. The condition assessment revealed the following items: Originally constructed in 1988-
89, the jetty was rehabilitated in 1998 after suffering major damage from a cyclone in 1994 and 
remains today in generally sound condition. Some fenders are badly damaged and others are 
missing. Approximately 5–10% of the jetty kerbs have been damaged by shipping, and spalling 
of concrete and corrosion of exposed reinforcement is evident. 
 
12. To address safety and serviceability issues at the jetty, the following works are 
recommended. The estimated cost of the repairs and rehabilitation are summarised in Table 3. 

• Immediate repairs to the jetty fenders to prevent further damage to the remaining 
fenders and to reduce damage to ships; 

• Reinstatement of missing fenders; 
• Minor damage to the jetty kerbs requires attention to minimise further spalling of 

concrete and corrosion of exposed reinforcement; and 
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2010:  Refurbish fenders and deck and & rebuild landing craft ramp
Item Description Unit  Quantity  Rate  Amount  Foreign 

proportion 
 Foreign  Local 

 Vatu  Vatu  Vatu  Vatu 
1 Mobilisation to site, preliminaries and 

provision of major equipment items
Item 100%     10,000,000           10,000,000 75%          7,500,000           2,500,000 

2 Removal of damaged concrete on deck Item                 1       1,000,000             1,000,000 0%                       -             1,000,000 
3 Reinstate concrete kerbs & decks L m               30            25,000                750,000 50%             375,000              375,000 

3A Supply and fix new 300 deep arch fenders 
2.0 m high inc removal of damaged units

No               10          300,000             3,000,000 75%          2,250,000              750,000 

5 Construction of barge landing ramp Item                 1     50,000,000           50,000,000 50%        25,000,000         25,000,000 
6 Construction of on shore mooring bollards No                 2          500,000             1,000,000 50%             500,000              500,000 
7 Construction of approach roads (300mm 

Grade 25) to landing ramp
Sq m             280            15,000             4,200,000 50%          2,100,000           2,100,000 

Sub-total           69,950,000 54%        37,725,000         32,225,000 
10 Engineering Design Fees  10% 10%             6,995,000          3,772,500           3,222,500 
11 Estimated Tender Price           76,945,000 54%        41,497,500         35,447,500 
12 Project Administration 15% 15%           11,541,750          6,224,625           5,317,125 
14 Construction Contingencies 10% 10%             7,694,500          4,149,750           3,544,750 

Estimated Construction Cost Vatu        96,181,250          54% 51,871,875       44,309,375       
USD                 100 961,813               518,719            443,094            

Total Project Cost Vatu 96,181,250          54% 51,871,875       44,309,375       
USD                 100 961,813               518,719            443,094            

• Should it be deemed appropriate in order to cater to landing craft, the 
construction of a design amendment of a landing craft ramp and approach road 
at the possible previous site used by landing craft.  

 
Table 3: Cost Estimate Lenakel Wharf 

 
4. Litzlitz Jetty 

13. The facility at Litzlitz, Malakula consists of a conventional piled and concrete deck jetty 
with an approach causeway for access. Landing craft have been making use of the causeway 
approach road to berth, in addition to evidence that the structure itself has been previously 
damaged by the ramp of such craft when they have used it. Visual inspections were performed 
on the jetty and ramp and yard in June 2009. Most components were inspected and each 
component group given a general condition rating. A cargo shed was noted on the shore 
approach road, approximately 200 metres from the jetty. 
 
14. The condition assessment revealed the following items: The jetty is in good condition 
apart from minor damage to the concrete deck from the action of vessels and wear and tear to 
several fenders. However, the actions of landing craft are causing damage to the approach 
causeway and road and preventative action is required to address further damage. 
 
15. To address serviceability issues, repairs to the concrete deck and fenders is 
recommended in the short term. To prevent further damage to the causeway, it is recommended 
that a design amendment in the form of construction of a concrete ramp and turning area be 
provided for landing craft. The estimated cost of the repairs and rehabilitation are summarised in 
Table 4. 
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Table 4: Cost Estimate Litzlitz Jetty 
2010:  Refurbish fenders and deck and & build landing craft ramp

Item Description Unit  Quantity  Rate  Amount  Foreign 
proportion 

 Foreign  Local 

 Vatu  Vatu  Vatu  Vatu 
1 Mobilisation to site, preliminaries and 

provision of major equipment items
Item 100%     10,000,000           10,000,000 75%          7,500,000           2,500,000 

2 Remove damaged concrete on deck,stairs Item                 1       1,000,000             1,000,000 0%                       -             1,000,000 

3 Reinstate concrete kerbs & stairs L m                 5            25,000                125,000 50%               62,500                62,500 
3A Supply and fix new 300 deep arch fenders 

2.0 m high inc removal of damaged units
No                 3          300,000                900,000 75%             675,000              225,000 

5 Construction of barge landing ramp Item                 1     40,000,000           40,000,000 50%        20,000,000         20,000,000 
6 Construction of on shore mooring bollards No                 2          500,000             1,000,000 50%             500,000              500,000 
7 Construction of 10 m by 5 m abutment area 

for landing ramp
Item                 1          150,000                150,000 0%                       -                150,000 

Sub-total           53,175,000 54%        28,737,500         24,437,500 
10 Engineering Design Fees  10% 10%             5,317,500          2,873,750           2,443,750 
11 Estimated Tender Price           58,492,500 54%        31,611,250         26,881,250 
12 Project Administration 15% 15%             8,773,875          4,741,688           4,032,188 
14 Construction Contingencies 10% 10%             5,849,250          3,161,125           2,688,125 

Estimated Construction Cost Vatu        73,115,625          54% 39,514,063       33,601,563       
USD                 100 731,156               395,141            336,016            

Total Project Cost Vatu 73,115,625          54% 39,514,063       33,601,563       
USD                 100 731,156               395,141            336,016             

 
C . Existing Domestic Maritime Infrastructure 

5. Port Vila Wharves 

16. The utilisation of the existing Port Vila wharves in 2007 is shown in Table 5. The analysis 
assumes that ships need no more than 30 hours alongside, and the berth-days required have 
been adjusted accordingly. 

 
Table 5: Berth Utilization:  Port Vila 

 
 
17. Dinh Wharf has been sold for land development use in a form other than as a domestic 
wharf. The tenants at the site have been given notice to vacate by 31 December 2010.  In terms 
of its present use, the Dinh Wharf is well located in the centre of the town, although this 
contributes to the increasing congestion on the main road. The site is poorly configured given 
the amount of facility utilization. 
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18. The Star Wharf is well located and its configuration is good. A redevelopment plan for 
the site has been prepared by its present operator, the Ifira Group, in which the facility’s 
proposed use will be transformed into an international wharf with a focus on containerized ship 
operations. The existing facility is in extremely poor condition. The quay itself is beyond repair, 
and is dangerous for users in current operations. It should be replaced by a new facility, wherein 
the existing structure should be demolished. 
 
19. The Marine Quay is also well located. However, its structure and configuration are not 
suitable for ships as large as the domestic ships that regularly use it. The wharf’s present 
condition is poor and it should not continue to be used by ships of the size that are currently 
using it, unless supplementary berthing and mooring facilities are provided, load restrictions put 
in place, or it is demolished and rebuilt to a higher capability for larger domestic ships. Marine 
Quay has been leased out, possibly for use in an activity other than as a domestic wharf. 
Therefore, it is assumed that it is not available for domestic shipping. 
 
20. The competitive situation in Port Vila was examined. Prices charged for wharf use in 
Port Vila are 76% higher than the charges for the same ship in Luganville. This appears to be 
the result of two factors: 

• Wharf space is at a premium in Port Vila and facility owners are thus able to 
charge a higher price. 

• Effectively, there are only two wharf operators, since Marine Quay is not really 
suitable for large vessels or normal cargo throughputs. More than two 
competitors would fundamentally result in more competitiveness in an 
unregulated market such as the provision of wharves in Vanuatu.  

 
21. To summarize, the present maritime infrastructure situation Port Vila is reaching a 
domestic shipping wharf crisis: 

• Dinh Wharf, which has about 60% of the berth use for the w hole of Port Vila 
domestic shipping, has been sold and the future land use will be for purposes 
other than domestic shipping. 

• Star Wharf has about 35% of berth use. The wharf is in an extremely poor and 
unsafe condition and should be demolished and replaced. As stated above, the 
site is also subject to a redevelopment plan with a primary future facility purpose 
focused on international wharf operations. 

• Marine Quay has the remaining 5% berth use in Port Vila, but has been 
reportedly leased out for use other than as a domestic wharf. 

 
22. Therefore, all three domestic shipping wharf sites in Port Vila are likely to be unavailable 
in the near future. 
 

6. Luganville Jetties 
 
23. Utilisation of the existing Luganville jetties in 2007 is shown in Table 6. In general, 
Luganville has adequate capacity for the foreseeable future. 
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Table 6: Berth Utilization:  Luganville 

 
 
24. The Melcoffee Jetty is located to the west of the town. The location is a centre of 
domestic shipping, being near other jetties, the slipway, and the Maritime School. The site is 
well configured with large areas of backup land. The jetty deck height is, however, too low. At 
high water, ships can ride up over the jetty apron’s top beam, which has been causing damage 
to both the jetty and ships. The jetty deck is estimated to be 0.4m too low. The facility’s 
condition is reasonable, although some remedial work on local damage should be undertaken. 
Functionality is an issue with the height of the deck being well below current design standards. 
This may be most effectively remedied by installing a fendering system that rises higher than 
the jetty deck. 
 
25. The Simonsen Jetty is located to the east of the town. The site is in a good location and 
well configured with large areas of backup land. While its structural condition is reasonable, 
functionality of the facility has been affected due to damage from ships and seismic activity. 
Some immediate remedial work should be undertaken on some of this local damage to the jetty 
apron and berthing face to preserve its serviceable life. The adjacent ramp for landing craft is 
totally unserviceable and should be considered for replacement. 
 
26. The Dinh Jetty is located to the west of the town. Similar to the Melcoffee Jetty, the 
location is a centre of domestic shipping, being near other jetties, the slipway, and the Maritime 
School. The site is well configured with large areas of backup land. However, it is in extremely 
poor condition. The site has been damaged severely by an earthquake and the retaining wall 
structures have failed for most of the site.   
 
27. Green’s Landing is also located to the west of the town, near other jetties, the slipway, 
and the Maritime School. The site is very new and is well configured for landing craft operations. 
A new, secure warehouse has also been built on the site, and is used to receive and deliver 
cargo. Overall condition of the facility is excellent. 
 

7. Malakula and Tanna 

28. The jetties at Litzlitz, Malakula and Lenakel, Tanna are adequate for conventional ships 
and have adequate capacity for the low utilization they currently receive. Both, however, have 
not been designed for landing craft operations and are thus unsuitable for this purpose.   
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29. The Litzlitz Jetty on Malakula is a short distance south of the town of Lakatoro, 
Malakula’s largest town. Its location is good being almost halfway down the east sheltered coast 
of Malekula and close to the east-west road bisecting the northern part of the island at its 
narrowest point. Generally, it has good road connections to the north as far as the small islands 
off the northeast coast (33 km to Vao), to the south with cargo coming from as far as Sarmette 
(20 km), and to the west coast to Lambumbu Bay (20 km). The connecting road to the west 
coast is, however, not in good condition, but will be rehabilitated in the near future as will the 
other connecting main roads. 
 
30. The Litzlitz jetty site is reasonably well configured. It is good for conventional vessels 
lying alongside, although its access for vehicles is constrained. Additionally, its design does not 
cater to landing craft for lowering their bow door. The facility is in reasonable structural 
condition; although some deferred maintenance needs to be done. The approach causeway’s 
road could be widened to enable better access for vehicles. A landing craft ramp could be 
constructed on the southern side of the causeway, to replace the temporary makeshift one 
which is causing damage to the causeway.   
 
31. The Lenakel Jetty is situated right in the middle of the town of Lenakel. It is a good 
location for persons within walking distance, or reasonably short driving distance. However, it 
has become the only place that ships regularly call at on island of Tanna. As a result, the 
considerable population at places such as Whitesand or Port Resolution have the added cost of 
road transport for 20 km to 35 km, which costs them between Vt5000 and Vt10,000 per tonne in 
addition to the sea freight. 
 
32. The Lenakel Jetty is reasonably well configured for what is an exposed site. The cargo 
shed is some distance from the quay, unavoidably so as it needs to be away from wave action. 
The jetty has large fender structures that are higher than the jetty deck, whose purpose is not 
understood by the consultant given the vessels using the facility. Furthermore, the fenders are 
an impediment to easy cargo handling, although it would seem not to such an extent that the 
jetty doesn’t get used. The jetty itself does not have a landing craft access point although there 
is an old, unusable landing craft ramp site adjacent to the jetty. It could be reconstructed and put 
back into service. The jetty was rehabilitated in 1998 after suffering cyclone damage in 1994. 
Currently, it is in reasonable structural condition, and although most of the fenders remain 
functional, they need to be removed and replaced.   
 

8. Outer Islands 

33. Most outer island ship calls are made directly to a beach or via lightering nearby the 
origin or destination of the cargo or passengers without the use of any maritime infrastructure, 
the Litzlitz and Lenakel facilities being the two exceptions. In the outer islands conventional 
ships use their small boats to lighter cargo and passengers between ship and shore. Landing 
craft place their bow ramp directly onto the beach where possible. The capacity of beaches is 
constrained only by the quantity that can be carried in a ship’s boat or landed across a bow 
ramp and the characteristics of the beach and its conditions at a particular time such as tides, 
weather, etc.   
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D. Competitiveness 
 

1. Port Vila and Luganville 
 
34. The domestic wharves in both Luganville and Port Vila are operated in accordance with 
a free market model, each competing for business openly with the others. In the majority of 
cases, the wharves are owned by private sector interests, except in the case of Simonsen 
Wharf which is publically owned, although the operator, NISCOL, behaves as one would expect 
of a private sector owner. As mentioned above, Port Vila domestic wharf charges are about 
76% higher than the charges for the same ship in Luganville. 
 
35. This situation creates some implications for Port Vila. Firstly, Port Vila needs a 
replacement of the existing berths. Secondly, it needs an increase in supply of berths. Then, if 
handled right, this will result in a supply and demand balance that will allow the market forces to 
reduce the prices charged to ship operator users. 
 
36. To address both of these issues, a new wharf facility should be built in Port Vila, wherein 
it is extremely desirable for competitive market reasons that it be commercially independent of 
the owners of the existing domestic wharves in Port Vila. The present situation has changed 
somewhat, however, given that two of the existing wharf sites in Port Vila are to be closed in the 
near future. A new facility is now urgently needed, and as soon as possible. To meet the 
demand, the recommendations of this report have proposed a one site solution. Given the 
desire for increased competitiveness and recognising ownership and operational issues, more 
than one site would be advantageous; although preferred site locations within Port Vila harbour 
proper are limited.   
 
E . Future Demand 
 
37. The estimated berth-days requirement for 2007 was obtained by inspection of the wharf 
owners’ data. Some ships did lay-up or lay-over during that period, therefore the data was 
adjusted by imposing an upper limit of 30 hours per ship visit.1

 
 

38. Growth in demand has been assumed at a 2.5% linear growth rate over the 30 years 
forecasted. This growth rate has been arrived at by analysing historic data and forecasting the 
import cargo growth for all of Vanuatu in concert with a simple model of the transhipping 
involved in the Vanuatu economy.2

 
   

39. The resulting berth-day requirements have been analysed for the resulting berth 
occupancy and wait times. The wait time has been estimated using queuing theory, assuming a 
random arrival pattern and cargo handling service time distribution. A maximum desirable 
average wait time has been calculated, based on the relative cost of delaying a domestic ship 
compared with the cost of constructing an additional berth.3

                                            
1  The time that is possible for a ship turnround is likely 24 hours or less.  The landing craft Brisk, likely a better 

operated service than most, takes approximately eight hours when conditions are right. Tuvalu's Nivaga II, which is 
three times larger than the largest vessel in Vanuatu, completes a full turnround in 24 hours. To be conservative, 
30 hours has been assumed in the analysis. 

   

2  The forecast is based on a regression analysis of historic data, taking account of imports, population growth, and 
exchange rates.   

3  A typical daily cost of delaying a ship has been estimated at Vt43,000 per day. A new berth has been estimated for 
the purposes of this calculation at Vt200,000,000.  
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1. Port Vila 

40. The impending closure of all three wharves at Port Vila means the situation has reached 
critical levels. New capacity is urgently required at Port Vila. The number of general berths that 
will be required at Port Vila has been calculated at 5 yearly intervals for a range of ship 
turnround productivities and is detailed in Table 7. 
 
41. A similar analysis of berth-day requirements indicates that two landing craft ramps are 
needed now to cope with the present demand, and that these should be sufficient for at least 
the next 30 years. 

 
Table 7: General Berth Requirements:  Port Vila 

Year 2010 2015 2020 2025 2030 2035 2040 
 Max no of 

hours to turn 
round at Vila 

No of General berths required 

12         1          1          1          1          1          2          2  
18         1          2          2          2          3          3          3  
24         2          3          3          3          3          3          4  
30         3          3          3          3          4          4          4  
36         3          3          4          4          4          5          5  
42         3          4          4          4          5          5          5  
48         4          4          5          5          5          5          6  

 
42. In summary, assuming a turnaround time of less than 30 hours: 

• A new facility is needed now with a total of three general conventional ship 
berths. Another general conventional ship berth is required about 20 years from 
now, making four berths in total. In total, this number of berths should be 
sufficient for the next 30 years to 2040. Two landing craft ramps are needed now, 
and these should then be sufficient for at least the next 30 years to 2040. 

 
2. Luganville 

 
43. At present, Luganville’s domestic jetties have sufficient capacity to meet expected 
demand, assuming they are kept in service through necessary rehabilitation and repairs. In fact, 
given forecasts, there are at least two berths more than are necessary to meet current 
operational demands. However, an additional landing craft ramp will be needed in about 20 
years, which should then be sufficient until 2040.   
 

3. Outer Islands 
 
44. The existing transportation method employed by both conventional ships and landing 
craft is capable of facilitating inter-island shipping and the transfer of cargo and passengers 
from ship to shore in the future. It is probable that the future composition of the Vanuatu 
domestic fleet will be very similar to what it is today and has been for the past 20 years or so. 
 
45. An economic analysis considering Vanutau’s economic development issues, previous 
outer island infrastructure experiences, and potential sea transport infrastructure at outer island 
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sites is presented in Linked Document 6 Economic and Financial Analysis and in 
Supplementary Document 3 Economic Assessment 
 
F . Port Vila Concept Wharf 
 

1. Site Selection 
 
46. Based on the analysis and current conditions, identification of a representative site in 
Port Vila for a new wharf facility was undertaken for conceptual engineering design, cost 
estimating, and consideration from the point of view of the environment and social issues. 
 
47. After conducting an initial review of possible locations within the Port Vila vicinity, five 
such representative sites were considered and run through a Strengths-Weaknesses-
Opportunities-Threats (SWOT) analysis, and a subjective scoring process. The five sites 
analysed were: 

• An extension to Dinh Wharf; 
• A greenfield site either to the east or west of the Main Wharf; 
• A reconstruction, of a new facility at the Marine Quay site; 
• A site at Malapoa Point at the entrance to Port Vila Bay; and 
• A site near the Ifira Star complex, but with ship access from southern Paray Bay 

rather than Pontoon Bay, the latter of which serves as the access to the existing 
Star Wharf. 

 
48. A summary of the results is presented in Figure 1. The three highest scoring sites are:  

• South Paray Bay;  
• East or west of Main Wharf; and 
• Marine Quay. 

 
49. In the broader context of master planning for Port Vila harbour, all three of these sites 
are compatible with other ongoing or foreseeable port activities. In particular, South Paray Bay 
and the east or west of Main Wharf options complement other maritime activities such as 
transhipping and are able to be located such that they do not interfere with overseas shipping 
including any proposed future development plans. 
 
50. The top scoring option is South Paray Bay, being marginally better than the east or west 
of the Main Wharf option. Although Marine Quay placed third, it should be reiterated that the 
Marine Quay site is now not available. 
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Figure 1: Port Vila Domestic Wharf Site Selection Results of Analysis 

NZ AID / ADB / Government of Vanuatu
Vanuatu Inter-Island Shipping Support Programme

Port Vila Domestic Wharf Site Selection
SWOT Analysis

Site 1 Dinh 
Extension

Site 2 East or 
West of 
Main 

Site 3 Marine 
Quay

Site 4 Malapoa 
Point

Site 5 South 
Paray Bay

Strengths & Weaknesses to consider Weighting 
rank

Relative 
weighting

Score Weighted 
score

Score Weighted 
score

Score Weighted 
score

Score Weighted 
score

Score Weighted 
score

Demand - Location vis a vis proximity to users' origins and destinations 2 3.5            8.8   9.0             5.1      5.2             6.8   7.0             5.6   5.8             6.0      6.1             
Demand - Access to road network 2 3.5            7 7.2             7 7.2             5 5.1             3 3.1             7 7.2             
Economic efficiency - Independence from existing wharf owners 8 2.0            1 0.6             10 5.9             10 5.9             10 5.9             1 0.6             
Environmental issues 6 4.0            5 5.9             4 4.7             7 8.2             7 8.2             5 5.9             
Cultural & social issues 6 4.0            7 8.2             5 5.9             4 4.7             5 5.9             5 5.9             
Ship ops - Suitability for ship manoeuvring 2 3.5            7 7.2             10 10.3           4 4.1             4 4.1             10 10.3           
Ship ops - Suitability for berthed ships (exposure to wind and wave) 2 3.5            6 6.2             6 6.2             5 5.1             2 2.1             6 6.2             
Cargo & pax ops - Suitability for cargo handling 2 3.5            8 8.2             8 8.2             8 8.2             8 8.2             8 8.2             
Cargo & pax ops - Suitability for pax embarkation/ disembarkation 2 3.5            8 8.2             8 8.2             5 5.1             8 8.2             8 8.2             
Constructability - Existing structure 1 7.5            6 13.2           8 17.6           6 13.2           8 17.6           7 15.4           
Constructability - ease of construction 1 7.5            8 17.6           5 11.0           5 11.0           2 4.4             7 15.4           
Land use - Existing  or new wharf site 5 1.3            7 2.6             6 2.2             6 2.2             6 2.2             6 2.2             
Land use - Land value 5 1.3            2 0.7             5 1.8             10 3.7             5 1.8             5 1.8             
Land use - Land availability 5 1.3            0 -             5 1.8             10 3.7             5 1.8             10 3.7             
Land use - Proximity to other activities (conflicts and complimentarity) 5 1.3            2 0.7             8 2.9             4 1.5             4 1.5             9 3.3             

3.4 82.8 95.7           100.1 99.3           95.8 88.9           82.6 81.0           100.0  100.5         

Ranking 3 2 4 5 1
Ranking as Percentage of Highest Ranked 95% 99% 88% 81% 100%

Relative weighting:  Score between 1 & 10, that identifies what weight the item has, relative to the other items
Note, the design and environmental  attributes score low, as the design will cover these items, with an appropriate highe    
The important items are the external issues.

Score:  Score out of 10.  5 is neutral; 1 is poor; 10 is excellent

-
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2. Concept Berth 
 
51. Berth and backup land dimensions for a domestic wharf concept for Port Vila is shown at 
Figure 2.   
 

Figure 2: Dimensions:  Concept Berths for Port Vila Domestic Wharf 

Port Vila Domestic Wharf
Concept Berth

Requirement 2010 to 
2020

2020 to 
2030

2030 to 
2040

General berths 3 3 4
Landingcraft ramps 2 2 2

Berths Sources and assumptions
General berths
Apron width 16         m Based on Dinh & Star wharves

Berth Length Berth # Loa of 3 largest vessels: 104 m
1 36         m Allow 2m between ships 4
2 72         m Berth length for 3 ships 108
3 108          m Berth length per ship 36
4 144       m

Berth pocket depth, min 3.00      m Max draft of largest vessels is 2.15m.  Allowing 15% for UKC, min depth is 2.47m, say 2.5m
Siltation allowance of 0.5m

Landingcraft ramps
Width 12         m
Length of slope 10         m
Apron behind slope 6           m
Slope 1:8 or steeper
Max height of edge above LW 1           m to be lower than the ramp hinge height
Berth pocket depth, min 2.00      m Ideally, but can be just the slope of the seabed.

Back-up land
Allowance per berth 440       m2 Based on Dinh Wharf 1364 m2 for 3 berths (incl ramp) 455        m2/berth

Berth # (Incl LC ramp) Star Wharf 1250 m2 for 3 berths (incl ramp) 417        m2/berth
2 880       m2 Average 436        m2/berth
3 1,320     m2 say 440        m2/berth
4 1,760     m2
5 2,200     m2

Depth of back-up, based on berth length
Berth # (Incl LC ramp) Facilities Booth for freight collection

2 18         m Water
3 16         m Electricty
4 15         m Covered store 300m2 (Optional)
5 14         m

Allowance for access
Each berth to have road vehicle access that does not cross across the handling area of other berths
(for example, road to be behind back-up land)
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52. In summary, for Port Vila:  
• A new facility should be built incorporating general berths and landing craft 

ramps. 
• Initially the site should have general berths of sufficient total length for three of 

the larger sized domestic ships and two landing craft ramps constructed. 
• When required, in an estimated 20 years time, consideration can be given to the 

construction of another general berth contingent upon then realized demand. 
 
53. The initial facility should have:  

• General berths with a total length of 108 metres, and an apron width of 16 
metres;   

• Two landing craft ramps, one at each end, that are 12 metres wide and a sloped 
length of at least 10 metres; 

• Water depth at LAT of at least 3.0 metres at the general berths and 2.0 metres at 
the landing craft ramps; 

• Backup land with a total area of 2,200m2

• Suitable road access; 
 in addition to the 16m wide apron; 

• A passenger shelter with public toilets; 
• A freight collection booth; and 
• Water and electricity supplies for the use of ships. 
 

54. The site and the design of the facility should allow for an additional one general berth 
and backup land. The berth extension will be at least 36 metres, giving a total berth length of 
168 metres with an apron of 16 metres. The additional backup land will be 440m2, giving a total 
backup area of 2,640m2

 
. 

G . Outer Island Concept Jetty 
  

1. Representative Location and Site 
 
55. For the outer islands, it was initially decided to seek a representative location to validate 
the maritime infrastructure intervention concept. A government planning document exists for the 
development of Loltong, inclusive of land use zoning, interior road connections, plans for a jetty, 
ongoing land acquisition, and the formation of a forward looking community association to assist 
residents in commercial or livelihood enhancement activities and overall guiding the strategic 
direction of the communities. Hence, Loltong appeared to be a good candidate as a 
representative location. 
 
56. The bay where the town of Loltong is located is on northwest Pentecost, on the interior 
coast of the archipelago. The west coast of Pentecost was assessed to have some of the 
largest cargo volumes transported to and from Port Vila or Luganville, being approximately 
7,500 tonnes per annum, thus if jetties in the outer islands are feasible, on this basis, 
somewhere in west Pentecost is a likely candidate for a jetty, all else equal. 
 
57. In Loltong, the location actually comprised two possible sites. The site, which had been 
chosen by the local association, was a former jetty located at the Catholic Mission at a place 
that is more properly called Latano. Upon inspection, this site at Latano may not be ideal since 
to reach sufficient water depth it would require an approach jetty of some 80 to 90 metres, an 
expensive proposition. Nevertheless, a full environmental, social, and economic assessment, 
engineering concept design, and cost estimate has been carried out.  
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58. In close proximity to Latano, is the village of Loltong proper. The site at Loltong proper is 
more sheltered than the site at Latano, it is also a recognized place for the anchorage of yachts, 
and where landing craft currently make ship calls, although the latter cannot always make it 
completely to the shore. The existence of an earthen causeway at Loltong proper was also 
evident during the site visit. 
 

2. Concept Facility 
  

59. Given the composition of the Vanuatu domestic interisland shipping fleet, maritime 
infrastructure should cater to cargo and passenger transfer for both landing craft (where 
justified) and conventional hulled ships. In general, the concept is to keep capital expenditure to 
a minimum, consistent with not increasing the overall cost to the users. 
 
60. Consideration in the design of infrastructure to suit landing craft include:   

• Possibly independent of jetty head;  
• Sufficient depth for ship to access the ramp at both low and high water;  
• Mooring points set into bank;  
• Needs to be a longitudinal access from the shore;  
• Possibly direct onto shore;  
• Possibly just use existing beach; and 
• Needs to be close by any shore infrastructure for cargo transfer such as storage 

sheds. 
 
61. Consideration in the design of infrastructure to suit conventional ships include:   

• A jetty head with sufficient length for a ship to lie alongside and work one derrick, 
i.e. about 10 to 15m;   

• Sufficient jetty head width for a small vehicle to drive on, but not necessarily for it 
to turn; and 

• Mooring points set into bank, if close enough, otherwise, head and stern mooring 
points. 

• Access jetty needs be only wide enough for one-way traffic. 
 
62. Additionally, consideration in the design of infrastructure common to both should be as 
follows: 

• No need for any water or electrical services since vessels are en route and can 
obtain water at terminal ports, and night activities can be lit by shipboard lights; 

• Shore infrastructure as required by community, for example a storage shed; 
• As both a ramp and a jetty are needed, they should be adjacent to each other. 

 
63. Note that cargo volumes per ship visit are typically of the order or three to four tonnes 
discharged and two to three tonnes loaded. This represents perhaps up to five vehicles that will 
need to access the jetty head or ramp way. 
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