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Taiwan is situated right in the middle of
the Asia-Pacific region, at the central
axis of Northeast Asia, Southeast Asia
and coastal mainland China. This pivotal
position gives Taiwan the shortest
average sailing time to the five major
regional harbours 1 - just 53 hours,
compared with 64 for Hong Kong, 78
for Shanghai, and 124 for Singapore.
(See Exhibit 1.)
Executive Yuan, Chairman,
The Council for Economic Planning
and Development 2

SITUATION SUMMARY
In December 2001, Huang Ching-Tern, the newly
appointed Director of Kaohsiung Harbour Bureau,
chaired a meeting to review and to formulate
strategies in developing the port. In assuming
leadership in the harbour bureau since about five
months ago, Huang's mandate was to advance port
management, and to move the port into its next
phase of growth. Although Huang was new to this
port, he had held the top position in three other
harbour bureaus in Taiwan, including Keelung,
Hualing and Taichung port. Under his direction,
these ports had grown phenomenally - for example,
container volumes in Taichung Port, increased from
49.11 percent in 1995 to 111.95 percent in 1998.
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If the Shanghai port caught up fast enough, the next
year would see the Kaohsiung Port slithering below
its current number four in world ranking.
The port's poor performance was due in part to the
world's gloomy economic outlook. The terrorists'
attack on the United States triggered the worst
shipping recession in the past decade. As world trade
declined, the total container volume growth rate for
the year was announced to be an all-time low,
between 3.5 to 4 percent, the lowest in the history
of containerised transport. To make matters worse,
the global trade decline had had little dampening
effect on the rising ports along the eastern coastal
areas of mainland China. Increasing import
volumes, coupled with the rapid migration of global
production giants to the fast growing, lower-cost
hinterland had been creating unprecedented growth
opportunities for ports in the Far East. According to
port experts in mainland China3 , the rise of coastal
ports in mainland China over the last decade had
been unmatched anywhere else in the world. In the
year after mainland China's accession to WTO, the
top ten ports of mainland China had achieved record
growth rates, which averaged around 20 percent.
(See Exhibit 2.)

Ever since its re-emergence, mainland China had
been attracting increasing exports and investments
from Taiwan4 t
obecomeTai
wan’
ssecondl
ar
gest
export destination behind the United States. Exhibit
3 and Exhibit 4 present Taiwan's import and export
statistics with mainland China and other major
Huang was confronted with an increasing uphill task. trading partners. While the Taiwanese ruling party The growth rates of the port of Kaohsiung for 2000 Democratic Progressive Party - remained steadfast
and 2001 were lackluster, at 6 percent and 2 percent in pursuing independence, the mainland Chinese
respectively, compared to those of mainland China's government continued to claim Taiwan as its
por
t
s.The t
askhad avi
t
ali
mpactonTai
wan’
s territory, but one with separate customs regulations
economy, because more than half of the coastal on importing and exporting goods. Taiwan, from
residents living in the city of Kaoshiung were directly mainland China's perspective, was not a country in
or indirectly dependent on the port for their its own right.
livelihood. Port competition in the Fast East had
also accelerated following the mainland China's port Trading exchanges between mainland China and
policy shift towards privatisation. Two nearby Asian Taiwan had increased after 1988, but the Taiwanese
port operators - Port of Singapore Authority (PSA) ports were not able to benefit from them, because
and Hong Kong's Hutchison Port Holdings (HPH) - the direct transport link between them was severed
and several others had pursued the globalisation almost half a century ago and had yet to be restored.
strategy since 1990, and advanced aggressively to Ship cargo that either originated from or had to enter
develop joint ventures with mainland China's ports. Taiwan was, by mainland China's regulations, not

1
2
3
4

The five harbours are Hong Kong, Shanghai, Kobe, Manila, and Singapore.
Centre for Economic Deregulation and Innovation (2000). Global Logistics Development Plan in Taiwan. Taipei: CEDI Services.
Zhong Zi, Northern Ports, CNC, 2002, July 8.
The Taiwanese government began releasing permissions for Taiwanese businesses to invest in China in 1992. See The Republic of
China Yearbook (2000), The Economy: Economic Ties with the Chinese Mainland, website: http://www.gio.gov.tw
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permitted to sail into mainland China's port directly.
The cargo had to be transshipped via a third party,
in particular, Hong Kong. Direct cross-strait shipping
was limited to transshipment via Kaoshiung to
Fuzhou and Xiamen ports in 2001. Shipping lines
were apparently disappointed over the Taiwan
government's prolonged delay in opening the link;
international negotiations had yet to revive the
estranged cross-strait relation that had severely
impaired the economic development plans of
Taiwan. Industry analysts also believed in an
exodus of manufacturing bases from Taiwan to
mainland China for the coming years. Thus, cargo
volumes were likely to reduce further.
Despite the relatively mediocre performance, Teng
Yu-I, Deputy Director of Kaohsiung Harbour Bureau,
was nevertheless positive about the port's future
potential. He explained his optimism:
Kaohsiung is located at the pivoting
centre of five leading container harbours
in Asia Pacific. We have an excellent
geographical advantage, far more
superior than the rest of Asian ports to
be the central hub connecting all the
ports in Asia.

ABCC-2003-001

shipping lines from different parts of the world
calling at the port in 2001.) 6 Exhibit 5 presents a
historical account of the Port of Kaohsiung.
Kaohsiung Harbour Bureau, the formal authority
governing the port, functioned under the Ministry of
Transport and Communication. (See Exhibit 6A for
the organization chart of the ministry and Exhibit
6B for that of the Kaohsiung Harbour Bureau.)
The port had a total of 122 berths, out of which 25
berths of four container terminals were dedicated
to container vessels. The completion of the newly
developed fifth container terminal boosted the
overall annual capacity to 10 million TEUs at the
current efficiency level; in comparison, the figure
for the Port of Singapore Authority (PSA) was 30
million TEUs. There were 24 mooring buoys, 76
warehouses and sheltered buildings with a total
storage volume of 69,240 tonnes, and 18 open-air
storage places that could handle up to 69,240
tonnes. Other port servicing and supporting
facilities in place included 126 harbour-duty working
vessels, more than 2,000 sets of loading and
unloading equipments of various types and 57 gantry
cranes.

BECOMING A TRANSSHIPMENT PORT
THE FOURTH LARGEST PORT IN THE WORLD
IN 2001

Containerisation

The Port of Kaohsiung, the largest international
harbour in Taiwan, is strategically situated along
the s outhwes ter n c oas t of Taiwan, at the
intersection of the Taiwan Strait and the Bashi
Channel. Container volumes passing through the
port registered a throughput of 7.54 million TEUs 5
in 2001, making it the fourth largest container port
in Asia, after Hong Kong, Singapore, and Pusan
South Korea. In 2000, the port was the third
largest in Asia, ahead of Pusan port of Korea. The
port is centrally located as a gateway for sea borne
trade along the two major world sea routes in AsiaPacific, one passing through the East China Sea
and the Sea of Japan to the Pacific Ocean and
the Pacific coast of US and Canada; the other is
through the South China Sea to the Indian Ocean
and Middle East. (See Exhibit 1 for an illustration
of the two m ajor s ea r outes . In ter m s of
international connectivity, the port had about 180

After the 1960s, containerisation became a major
force in waterborne transportation in the world, and
the world's major ports were confronted with the
challenges of adapting to this shipping revolution.
Containerisation triggered off a demand for more
advanced cargo-handling facilities, deeper ports
and wider channels. Parallel to this, fixed-scheduled
shipping routes that further enabled international
transshipping were seen to develop in all parts of
the world. Leveraging on their historical function as
entrepot ports, Hong Kong and Singapore started
earlier in developing transshipping facilities. The port
of Kaohsiung, in comparison, was slower in servicing
as a hub along international shipping routes. The
largest transshipment hub in Southeast Asia and
the Far East were Singapore and Hong Kong,
respectively. The transshipment business in Taiwan
finally took of, in response to a national economic
restructuring plan.

5
6

Twenty-Foot Equivalent Units
The statistics on international connectivity is gathered from the interview with Mr. Teng Yu-I, Deputy Director of Kaohsiung Harbour
Bureau, conducted in June 2002.
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Economic Restructuring
Entering the 1990s, the government of rapidly
transformed the economic infrastructure of Taiwan
in its pursuance of economic liberalisation, to keep
pace with global demands. High-tech industries
focusing on high value-added products and service
industries were developed in replacement of the
traditional low value-added ones. Within a decade,
from 1991-2001, the total exports of capital and
technology intensive product increased from 18
percent to over 40 percent, and the exports of
labour-intensive products decreased from about 48
percent to 20 percent.7
In 1995, a strategy to guide Taiwan's future
economic expansion was formulated by The Council
for Economic Planning and Development. Based
on evaluations from experts in regional economic
development, several key strengths unique to
Taiwan were identified. According to the council,
Taiwan possessed major advantages which included
substantial economic resources, strategic
geographical position, comprehensive economic
and trade networks, solid industrial foundation,
superior technological and scientific know-how, high
quality manpower and proximity to Southeast Asian
markets. Capitalising on these comparative
advantages, the committee formulated plans to
develop Taiwan into an Asian-Pacific Regional
Operations Centre (ARPOC), taking after Hong
Kong and Singapore. The strategy focused on the
following six activities: manufacturing, air and sea
transshipping, finance, telecommunications, and
media activities.
The chief mission of the ARPOC Plan was to
emphasise deregulation, infrastructure upgrading,
and making Taiwan attractive to international and
local companies with business activities in mainland
China and Southeast Asia. The government had
hopes that with globalisation, these companies
would set up their regional operational bases in
Taiwan to manage their regional business activities
and investments.
The Changing Port Function
Following the economic restructuring, the function
of the port expanded beyond its traditional scope

7
8
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of servicing import/export cargo transportation to
service international transshipping activities.
Transshipping activities were different from direct
point-to-point shipping; it involved unloading
containers from ships from different destinations,
storing the containers temporarily, and then
routing them to ships heading towards other
destinations.
In choosing a port for transshipping activities, the
shipping lines normally considered port costs,
efficiency, and facilities provided such as ship repair,
maritime and logistics services. It was generally
more productive for large vessel carriers to stop in
at a few large ports, distribute cargo to smaller ports
using feeder vessels. Ship productivity is a function
of time spent in port and speed at sea, and the time
spent in port can be reduced by making fewer port
calls, or by shorter turnaround time. A panel of
shipping experts8 suggested that reducing port calls
showed the greatest net saving of time because it
eliminated the total time spent, which is a composite
of sailing, transit, docking and undocking, and cargo
handling time. Calling at all the ports along the
international shipping routes including smaller ports
with unsubstantial cargo volumes would reduce port
productivity.
An offshore transshipment centre was set up in
Kaohsiung's international harbour after permission
was given to restore shipping links between
Kaohsiung Port and two ports in mainland China,
namely Fuzhou and Xiamen. Foreign ships,
including those flying the flags of convenience,
were permitted to sail directly between Kaohsiung
and those two ports, as long as cargo were not
cleared through Taiwanese customs or entered
into Taiwan. The offshore transshipment centre
successfully attracted 11 shipping companies, and
achieved an average annual growth of 26 percent
for container transshipment before 2002.
To attract major international shippers, Kaoshiung
Har bour Bur eau im plem ented c os t c utting
measures and streamlined customs procedures
and regulations for gr eater efficiency. For
example, the simplification of security inspection
regulations had reduced total docking time by
alm os t 20 percent. In an econom ic r eview
reported before 2000, Executive Yuan considered

Source: Government Information Office, Republic of China (2001), Specific Measures for Taiwan's Economic Development and
Liberalisation Over the Past Decade and Into the Future, 7 August, website: http://www.taipei.org/press/gio04301.htm
Source: Maritime Transportation Research Board Commission on Sociotechnical Systems National Research Council (1976), Port
Development in the United States, Washington: National Academy of Sciences.
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the port reform a success and highlighted the
results achieved so far :9
Following the restructuring of the
stevedore system, the labour cost for
handling each container at Kaohsiung
Harbour has been reduced by 52
percent. In container transshipment
centre development, the volume of
containers handled at Kaohsiung
Harbour in 1999 reached 6.27 million,
transshipped containers made up 3.09
million of that total [volume], accounting
for 50 percent of total container
handling. Furthermore, in the review of
harbour fee rates, the harbour
construction fee was reduced to 0.3
percent in July 1999.

RESPONDING TO OTHER GLOBAL
CHALLENGES
Port Privatisation: The Landlord Model
Globalisation had resulted in increasing pressure
for greater port efficiency and further cost
reduction. To increase port efficiency, huge upfront
investments were needed to build better
infrastructure, information technology, cargohandling equipment and other high value-added
facilities; many ports had to resort to private funds
to finance and advance their technological
infrastructure development projects.
In response to globalisation, many countries and
states implemented major maritime policy shifts to
allow private participation in the operation of port
terminals.10 In Taiwan, legislation was relaxed in
January 1998 to allow private sectors to run the port.
Where there were several paths of privatisation
commonly adopted by port terminals in the world,
the port of Kaohsiung functioned according to the
landlord operating model, in which the local port,
acting like a landlord, leased port facilities to private
shipping companies, giving them full control on the
relatively mundane day-to-day shipping tasks of
loading and unloading of cargo, cargo routing, and
ships-scheduling. The landlord, in this case, the

9
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Kaohsiung Harbour Bureau, served as the interface
between port operators and local government
constituencies, maintained ultimate rights over port
land, controlled navigation of port waters, and
marketed the use of the port.
A significant factor propelling port privatisation
initiatives was that many large containerised
shipping companies were pursuing vertical
integration strategy to streamline operations and to
reduce cost. Having dedicated berths was critical
to the success of the vertical integration strategy.
Teng Yu-I, Deputy Director of Kaohsiung Harbour
Bureau explained how large shippers realised cost
benefits through operating dedicated berths:
Having fixed-cost contracts such as the
dedicated berth leasing enables large
shippers that handled substantial cargo
volumes to realise economies of scale.
The total port cost per unit of cargo
decreases as cargo volume increases.
All major shipping lines were seen leasing dedicated
piers at the port and occupancy rate for container
berths was as high as 90 percent. Exhibit 7 presents
a list of container berth leasers. The dedicated berth
leasing strategy was attracting some large
international shipping companies which preferred
this option to common user berthing facilities to shift
part of their transshipment activities from Hong
Kong. Up until 1998, with the exception Sea-land
Service which operated its own container terminals,
all other container piers in Hong Kong were public
piers.
There were two critical factors associated with the
port privatisation strategy that had long-run
implications: less port control and higher switching
cost for shipping lines. First, the landlord port model
gave rise to a multiplicity of terminal operators
providing port services at different levels of
efficiency; the port had reduced control over its
operation, in particular port efficiency, which could
hamper its own ability to compete in the long run.
Secondly, the private port operators were likely to
face higher switching cost in relocating themselves
to other ports, and this was to the benefit of the
landlord port.

Source: Centre for Economic Deregulation and Innovation (2000), "Global Logistics Development Plan in Taiwan", Taipei: CEDI Services.
10 Source: Applegate, L. M., Neo, B.S., Chang, L.D., Barlett, N.(2001), PSA : The World's Port of Call, Harvard Business Case Collection
(N9-802-003).

Page 6
ABCC-2003-001

Building Information Systems
Another initiative of the port was to computerise 85
percent of its operations by the year 2000.
Information systems implemented so far had
included an electronic billing system and Vessel
Transportation Management System (VTMS). The
VTMS system monitored traffic conditions and
maritime activities within twenty nautical miles,
integrated and communicated information from the
radar system, radio communication system, VHF
direction finder system, close circuit television
system, vessel database management system,
external links, local area network system, record
and replay system and ancillary equipment.

RESPONSES AND FUTURE CONCERNS OF
TWO MAJOR SHIPPING LINES
Evergreen and Maersk-Sealand were the two largest
private operators in the port and also the two largest
shipping sea carriers in the world. Evergreen was
also the largest merchant fleets operator in Taiwan.
Maersk Sealand, a new corporation emerging out
of the merger between Maersk and Sealand, was a
Danish shipping company. Up to 1998, Maersk
(before its merger with Sealand) had invested a total
of US $60 million to build its Constar Terminal at
Kaohsiung's Container Terminal 5, Piers 76 and 77.
The Danish shipping com pany had chosen
Kaoshiung because of the port's strategic location,
its attractive harbour facilities, particularly the
harbour depth, the solid infrastructure in Taiwan,
the availability of skilled human resources and the
big potential opportunities in connection with the
cross strait shipping.
Mr. Niels T. Hansen, Managing Director of Maersk
Taiwan, expressed confidence in the port's potential
to succeed as a transshipment hub provided certain
conditions were fulfilled. In a publication by the
Council for Economic Planning and Development,
published in 1998, Hansen gave his views:
The facilities are available to handle
additional volumes, so provided [that]
the conditions are right, Kaohsiung
should see a major increase in the
transshipment volumes moving via its
facilities. However, the restrictions,
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which prohibit foreign-owned shipping
companies from participating in the
cross-strait shipping trades reduce the
chances for Kaohsiung to succeed as a
transshipment hub. Equal access to all
cargo routes for foreign shipping lines
is a must to ensure the future success
of APROC.
Evergreen Marine Corporation believed that if the
cross-strait shipping issues were resolved, the port
of Kaohsiung could potentially replace Hong Kong
as the transshipment hub for mainland China's
cargo. In the same publication, Bronson Chih-chien
Hsieh, Executive Vice President of Evergreen
Marine Corporation, commented:
As a matter of fact, the APROC Sea
Transportation Center plan has won the
endorsement and support of the
shipping operators. Immediate gains will
be made in the paying of lower tariffs
for port services, as a great part of the
transshipment now being made in Hong
Kong could be diverted to Kaohsiung,
which levies lower rates.
The total port costs per unit in Kaohsiung was
lower than that in Hong Kong. As estimated by
the Economic Service Bureau in Hong Kong, the
Terminal Handling Charges (THC) for a Hong
Kong-United States bound container ship was
HK$2,140 per TEU, while the average for a
Taiwan-United States bound container ship was
at HK$1,050.11 Up until 1998, by diverting about
100,000 TEUs from Hong Kong to Kaohsiung for
transshipment, Evergeen had saved substantially.
Ac cor ding to Hs ieh, the m os t s ignif icant
advantage c am e f r om the dedic ated pier s
operating m odel, which he felt the port of
Kaohsiung was wise to adopt.
In 1997, Evergreen Marine Corporation planned to
base its regional operating hub in Taiwan. The
company signed agreements to build and manage
Container Terminal 5, a common user facility. In
2000, the terminal with three berths was fully
operational. The company's huge investment was
made in expectation of the event that point-to-point
restriction with mainland China's major ports such
as Guangzhou, Dalian, Shanghai, Qingdao and

11 Source: Economic Service Bureau, Port and Maritime Division (2001), Port Development Strategy Review- Executive Summary,
September 2001, Hong Kong, website :http://www.info.gov.hk/planning/p_study/comp_s/port/index_e.htm
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Tianjin would be further eased. Then, the dedicated
piers would be ready to handle the increased cargo
volumes. The point-to-point service link ing
Kaoshiung with Xiamen and Fuzhou was not able
to increase transshipment volume substantially, due
to limited cargo from the two relatively small coastal
ports.

ABCC-2003-001

Yet more remained to be done, in the light of other
emerging events. Rivalry among ports in the Far
East had gathered momentum in recent years, and
the demands of global manufacturers and shippers
seemed to grow in sophistication. Forecasting Asia
Pacific containerised cargo volumes and gathering
competitive information about mainland China's
ports were two critical tasks at this stage of strategic
review and planning.

THE NEXT PHASE OF GROWTH
Asia Pacific Containerised Cargo Volume
At the turn of the millennium, Taiwan's GDP growth
rate in 2001 registered a negative 0.65 percent due
to global recession, and the forecast for the next
year was a positive 3.3 percent. (See Exhibit 8).
The information infrastructure backbone of Taiwan
was among the most established in Asia and the
world. A recent study released by IDC and World
Times ranked Taiwan second in Asia, in terms of its
e-commerce potential.
With a strong telecommunications backbone in
place, the Taiwan government announced the newly
drawn up Global Logistics Development Plan.12 The
st
r
at
egi
cpl
anwast
hebl
uepr
i
ntf
orTai
wan’
snext
stage of development - to be a major international
procurement and logistics base for world
manufacturers adopting global logistics strategy.
Among the core targets of the plan were to eliminate
problems encountered by enterprises in the process
of global logistics development, to build Taiwan into
a vital link in the international supply chain, and to
use Taiwan's manufacturing superiority to develop
high-value added entrepot services. Recognising the
role of information technology in logistics
infrastructure, concrete measures to enhance
electronic data interchange and e-commerce, and
to promote the digitalisation of supply chain
functions were also specified within the plan.
Following the new strategic directives, Kaoshiung
Harbour Bureau aimed to build a sophisticated trade
network that further integrated the flow of goods,
documents, money and information. (See Exhibit
9 for the summaries of the core measures of the
Global Logistics Development Plan.)

The Asia Pacific region was largely made up of
export-oriented economies. Since the 1970s, the
region continued to grow exponentially at a rate
surpassing Europe and America in the same period.
Thus, intra-regional seaborne trade had expanded
much faster than trade between the region and other
continents, and this growth trend was expected to
continue into the next decade.
According to a study by the United Nations
Economic and Social Commission for Asia and the
Pacific (UNESCAP), projected container throughput
volumes for Asia-Pacific would total 215.6 million
TEUs by 2011, of which 63.4 million TEUs were
predicted to be for transshipment.13 The increased
volumes would require 427 additional container
berths to be built. Drewry Shipping Consultants
made similar predictions that Asia would become
the fastest growing continent in terms of container
throughput, and the figure forecasted for the Fast
East was 22.4 million TEUs, larger than that of
Southeast Asia.14
Ports of China15
In the 1980s, port congestion became a serious
condition, and that forced the Chinese government
to quicken its reform process through
decentralisation, commercialisation of operations
and training, introduction of market-based pricing
mechanisms and competition. After the major
success reported in Tianjin, the first port to be under
the dual management of the local municipal

12 For more information, refer to the Centre for Economic Deregulation and Innovation (2000), Global Logistics Development Plan in
Taiwan, Taipei: CEDI Services.
13 The forecast is based primarily on economic growth rates and international trade flows and assumes no barriers to expansion. Source:
The Business Times, Asia Pacific Container Volume Forecast to More Than Double, 2001, July 13.
14 Dr
ewr
yShi
ppi
ngCons
ul
t
ant
s(
1998)
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Wor
l
dCont
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s
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Gl
obal
Gr
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handPr
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i
t
,
”webs
i
t
e:ht
t
p:
/
/
www.
dr
ewr
y
.
c
o.
uk
/
info/mr08.phtml
15 For further reading on China's maritime history and shipping policy, refer to Heine, I. M. (1989), China's Rise to Commercial Maritime
Power, in Contributions in Economics and Economic History, New York : Greenwood Press and Lauriat,G. (1983), China Shipping The Great Leap Forward, Colchester, England : Lloyd's of London Press.
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government and the central port authority, the
Ministry of Communications, 12 other major ports Dalian, Tianjin, Yantian, Qingdao, Lianyungang,
Ningbo, Guangzhou, Zhanjiang, Xiamen and
Shantou, adopted Tianjin's functional model by
1987. 16 Under the model, the local port was a
separate profit centre, and acted as an autonomous
unit with power to decide on issues relating to
construction, material supply, port planning, labour
and remuneration. Port policies on fees and taxes,
however, remained under the jurisdiction of the
central government.
To encourage foreign participation, the State Council
issued the "Provisional Regulations on the
Preferential Treatment of Construction of Port
Terminals by Sino-Foreign Joint Venture in China"
in 1986; the key tenets of the provisional regulations
were as follows :17
(1) joint ventures were to last for a period of 30
years or longer;
(2) exemption of income tax during the first five
years of operation and 50 percent tax reduction
during the next five years; and
(3) foreign investors in port construction projects
were allowed to operate other businesses that
required less investments and had higher profit
potentials (such as cargo transportation,
transport services and ship agency services) at
the same time.
According to shipping experts,18 port congestion was
not totally resolved, and the condition might continue
to exist in the next century, because of acute
shortages of modern facilities all over the country.
China had in total 3,718 operational berths by 2001;
however, only 83 were for container vessels and 22
were capable to handle 100,000-tonnes vessels.
Because of the high seabed sediment at the
country's river estuaries, container terminals with
at least 15 metres of water depth, essential for the
berthing of fourth generational container vessels,19
were rarely seen.20 In the following, a summary of
development plans, current facilities, and harbour
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conditions of the top ten ports of mainland China
are presented. Exhibit 10 shows the locations of
major ports in mainland China and Exhibits 11 and
12 present the key points of the port expansion
plans.
Hong Kong (Kwai Chung Container Port)
The Hong Kong port was the largest transshipment
hub port in Asia. The port had a vibrant shipping
community, with some 1,000 shipping-related
companies offering a wide range of maritime
services to shippers that included ship registration,
financing, maritime insurance, ship brokering,
maritime arbitration, ship management, surveying,
repair and ship replenishment.21 The Kwai Chung
Container Port, which handled 10.12 million TEUs
out of a total throughput of 16.21 million TEUs of
Hong Kong in 1999, had eight container terminals
with a total of 18 berths. Rivalry existed within the
port itself, where four private terminal operators
operated public berths; the competition created
enabled the port to achieve higher levels of
operational efficiency. The government's role was
limited to providing back-up land, navigation
channels, infrastructure and utilities.
With a maximum water depth of 15 metres, the Kwai
Chung Container Terminals could accommodate the
latest generation of container ships already in
service and under construction. Housing over 80
international shipping lines in Hong Kong, weekly
container service from Hong Kong to other ports of
some 60 countries reached above 170.
As for port development, Container Terminal 9 was
currently under construction on Tsing Yi to add
another six berths by 2004. As the site identified for
the building of Container Terminals 10 and 11 was
later zoned for the development of Hong Kong
Disneyland Theme Park, the port authority was in
the midst of identifying new sites for the building of
Container Terminal 10 and 11.
Ninety percent of Hong Kong's exports were reexports originating from mainland China, and up to
40 percent of the port's container cargo load for US

16 British Embassy in Beijing (2001), China Ports Briefing-2001,website : http://www.britishembassy.org.cn/english/about_china/business/sr_ports.pdf
17 ibid.
18 Yang Zunwei, a senior economist from the China Zhigong Party, one of the mainland's non-communist parties, recently led a group of
experts in an in-depth study into the prospects for Chinese ports and concluded that most of China's ports were first generation ports,
with unsophisticated harbour facilities.
19 Source: Zhong Zi, Northern Ports, CNC, 2002, July 8.
20 ibid.
21 Source: The Shipping Times, HK Promoted as Global Maritime Centre, 2002, June 7.
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came from mainland China.22 About 80 percent of
its throughput was transshipment cargo. Cargo
volumes were expected to be still reliant on the
mainland in the future. In a port strategy review
published in 2001, 23 strengthening inter-modal
transportation links with mainland to secure cargo
was a key priority for the next phase of the port
development strategy.

THE TASK SUMMARY
Taiwan's strategy was to become the regional
operational centre and global logistics hub servicing
the massive consumer markets of central and
northern China and the rest of Asia. The port's
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strategic location as the gateway to the Pacific
coasts of North America and its proximity to major
container ports in Asia were natural advantages
credited to the port. In formulating the port strategy,
the planning committee considered some
fundamental questions : (1) What are the key
characteristics of a logistic hub? (2) How does a
port add value to logistics processes in a supply
chain? To establish itself as a thriving port of the
future, concrete and effective strategies capable of
meeting the future logistics requirements of global
manufacturers and shipping lines had to be
envisaged and planned in advance, taking into
account possible future political scenarios. The
planning committee was formed to plan sustainable
strategies for the next decade.

22 Source: The Shipping Times, HK Port Volume up in April, Fuelling Recovery Hopes, 2002, May 20.
23 Source: Economic Service Bureau, Port and Maritime Division (2001), Port Development Strategy Review- Executive Summary,
September 2001, Hong Kong, website : http://www.info.gov.hk/planning/p_study/comp_s/port/index_e.htm
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EXHIBIT 1
KEY REGIONAL AND TRANSGLOBAL SHIPPING ROUTES

Source: Centre for Economic Deregulation and Innovation (2000). Global Logistics Development Plan in Taiwan.
Taipei: CEDI Services
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EXHIBIT 2
PORT CONTAINER TRAFFIC OF TOP CONTAINER PORTS IN
CHINA AND THE WORLD (1999-2001)

Selected Ports

Throughput( thousand TEU)
2001
2000
1999
The Top Container Ports in the World
Hong Kong
Singapore
Pusan
Kaohsiung
Shanghai
Rotterdam
Los Angeles
Shenzhen
Hamburg
Long Beach
Antwerp

17 900
15 520
7 800
7 540
6 330
6 100
5 180
5 070
4 690
4 460
4 220

Change (%)
2000-2001
1999-2000

18 095
19 770
7 540
7 426
5 610
6 267
4 879
3 990
4 250
4 600
4 100

16 210
15 945
6 440
6 985
4 210
6 343
3 829
2 980
3 740
4 410
3 614

(1)
(21)
3
2
13
(3)
6
27
10
(3)
3

12
24
17
6
33
(1)
27
34
14
4
13

18 095
5 612
3 994
2 120
1 708
1 431
1 085
1 011
902
400

16 210
4 216
2 986
1 542
1 302
1 177
848
736
601
318

(1)
13
27
25
18
22
19
21
34
4

12
33
34
37
31
22
28
37
50
26

The Top Container Ports in China
Hong Kong
Shanghai
Shenzhen
Qingdao
Tianjin
Guangzhou
Xiamen
Dalian
Ningbo
Fuzhou

17 900
6 340
5 080
2 640
2 010
1 740
1 290
1 220
1 210
418

Sour
ce:Websi
t
esofMi
ni
st
r
yofCommuni
cat
i
onoft
hePeopl
e’
sRepubl
i
cofChi
na(www.moc.gov.cn), Port of
Kaohsiung (www.khb.gov.tw) and Port of Singapore Authority (www.psa.com.sg).
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EXHIBIT 3
CROSS-STRAIT TRADING STATISTICS (1988-2000)

Sour
ce:Adapt
edf
r
om TheRepubl
i
cofChi
naYear
book–Tai
wan(
2002)
.Ret
r
i
eved2002,f
r
om ht
t
p:
/
/
www.gio.gov.tw/taiwan-website/5-gp/yearbook/chpt10-4.htm
Note: (1) The ban to cross-strait commercial exchanges was lifted in 1987.
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EXHIBIT 4
TAIWAN’
SI
MPORTAND EXPORT STATISTICS (2001)

*Rank

Country

Exports

Imports

Total 2-Way Trade

Balance
15.6

0

Total All Countries

122.9

107.3

230.2

1

USA

27.7

18.2

45.9

9.5

2

Japan

12.8

25.9

38.7

-13.1

3

Hong Kong (includes PRC)**

27.0

1.9

28.9

25.1

4

Korea

3.3

6.7

10.0

-3.4

5

Germany

4.5

4.3

8.8

0.2

6

Singapore

4.1

3.4

7.5

0.7

7

Malaysia

3.1

4.2

7.3

-1.1

8

Netherlands

4.2

1.5

5.7

2.7

9

Philippines

2.2

3.3

5.5

-1.1

10

UK

3.3

1.4

4.7

1.9

Adapted from: The Washington State Taiwan Office (WSTO). Retrieved 2002, from http://
www.washingtonstate.org.tw
Notes: (1) * Countries are ranked according to total two-way trade.
(2) ** Due to no formal relations or direct trade between Taiwan and the PRC, trade must pass through
Hong Kong. Therefore, trade figures with Hong Kong include pass-through trade with the PRC. The
total exports to PRC amounted to US$25.03 billion, up 17.2% from 1999.
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EXHIBIT 5
HISTORY OF THE PORT OF KAOHSIUNG

The port of Kaohsiung (formerly named as “
Dagou”
)or
i
gi
nat
edasasmal
lf
i
shi
ngpor
tf
ornat
i
v
e
villagers. After the surrender of Koxinger to the Qing dynasty, the rapid expansion of the immigrant
population which left the southern parts of China for Taiwan, resulted in increased trading exchanges
between the two states and also fuelled the growth of maritime activities. International trades further
escalated after the liberalisation of the port to foreign trades in 1860, as ships from Europe and
North America began to call at the port. The first customs bureau was formally established in
October 26, 1863.
During the reign of the Qing dynasty, from 1867 to 1895, Taiwan expanded its shipping linkages
with othermar
i
t
i
menat
i
ons,i
ncl
udi
ngGer
manyandBr
i
t
ai
n(
whi
chbecameTai
wan’
st
wol
ar
gest
shipping partners), and eleven other minor ones, namely, United States, France, China, the
Netherlands, Denmark, Japan, Sweden, Spain, Norway, Russia, and Austria. Shipping activities
with mainland China intensified after 1877, while trade exchanges with France terminated for a
period after 1885, due to the outbreak of the France-China war. In those days, the northern Taiwanese
ports were trading mainly with the northern ports of China and the US, whereas the ports located in
the southern parts of Taiwan shipped cargo mainly to the southern provinces of China including
Xiamen, Fujian, Quang Dong and other European countries, in particular Denmark and Germany.
After defeating China in the Sino-Japanese war in 1895, the Japanese gained Taiwan as its colony;
andf
ort
henext50y
ear
s,t
hecol
oni
sedpor
t
swer
ef
ul
l
yexpl
oi
t
edasst
r
at
egi
cout
post
sf
orJapan’
s
military expansion into Southeast Asia. Japan industrialised rapidly, and as production volumes
i
ncr
eased,i
ndust
r
i
algoodswer
eal
sodi
st
r
i
but
edt
oSout
heastAsi
a,aspar
toft
heJapan’
sst
r
at
egy
to dominate the southern markets. Huge investments were directed to modernise port infrastructure
to support trade growth.
After the Japanese surrender and World War II ended, the growth of Taiwanese ports in the postwar era was heavily pegged to the overall industrial development of the country. In the initial years
of the post-war era, goods exported were mainly agricultural goods, while the primary imports were
industrial products. The shift towards industrial based manufacturing occurred in the late 1960s.
Parallel to the industrial shift, as exports to the US and Southeast Asia increased, maritime trade
grew vibrantly in the late 1960s and early 1970s. From 1973-1977, maritime growth stagnated, due
to a heavy lack of ships as Japanese shipbuilders terminated their preferential policies extended to
Taiwan. This continued up until 1977, when finally, the enactment of nationalistic shipping policies
encouraged local shipbuilding and shipping using Taiwan flagged vessels, successfully reserved
the downward trend and revived maritime growth.
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EXHIBIT 6A
ORGANISATION CHART OF THE MINISTRY OF
TRANSPORTATION AND COMMUNICATIONS

Minister
Executive Vice
Manager

Administrative
Vice Manager

Administrative
Vice Manager

Secretariat

Office of Engineering
Experts

Directorate
General of Posts

Directorate General
of Telecomm

Office of
Counselors

Dept of Railways &
Highways

Civil Aeronautics
Administration

Tourism Bureau

Dept of Posts &
Telecommunications

Dept of Aviation &
Navigation

Central Weather
Bureau

Tai
wanAr
eaNat
’
l
Freeway Bureau

Dept of General
Affairs

Dept of Personnel
Affairs

Tai
wan Area Nat
’
l
Expressway
Engineering Bureau

Bureau of Taiwan
High Speed Rail

Dept of AntiCorruption

Dept of Accounting

Engineering Office of
Taipei Railway
Underground Project

Institute of
Transportation

Dept of of Statistics

Committee of Traffic
Safety & Supervision

Chunghwa Telecom
Co, Ltd

Taiwan Railway
Administration

Committee of Admin
Laws & Regulations

Committee of
Appeals & Petitions

Keelung Harbour
Bureau

Taiwan Railway
Freight Co, Ltd

Committee of
General Mobilisation

Committee of
I
nt
er
n’
lAdv
i
sor
s

Kaohsiung Harbour
Bureau

Highway Bureau

Management
Information Centre

Office of Science &
Tech Advisors

Taichung Harbour
Bureau

Central Taiwan
Division

Hualien Harbour
Bureau

Source: Ministry of Transport and Communications, Taiwan. Retrieved 2002, from http://www.mot.gov.tw
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EXHIBIT 6B
MANAGEMENT STRUCTURE OF KAOSHIUNG HARBOUR BUREAU

Huang Ching-Tern

Director

Secretary
General

Deputy
Director

Harbour
Master
Teng Yu-I

Chief Engineer

Harbour Business Dept
Shipping & Navigation Dept
Business Dept
Engineering Dept
Mechanical Equipment Dept
Labour Security &
Environmental Protection
Dept
Research & Development
Dept
Staff Training Dept
Data Processing Dept
Secretariat
Personnel Dept
Accounting & Statistics Dept
Civil Servant Ethics Dept
Stevedoring & Warehousing
Dept
Harbour & Port Engineering
Dept
Ship & Machinery Repair
Works
An-Ping Harbour Branch
Bureau
Ma-Kung Harbour Office
Pu-Tai Harbour Office

Kaohsiung Harbour Police
Bureau
Kaohsiung Harbour Fire
Brigade

Source: Kaohsiung Harbour Bureau website: http://www.khb.gov.tw/english/e0107.htm
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EXHIBIT 7
CONTAINER WHARVES UTILIZATION

Terminal/
Wharf No.

Length(m)

Width (m)

Water Depth (m)

Utilization

Container Terminal 1 (Berth No: 40-43; Capacity: 2,500TEUs)
No. 40

214.17

30.00

10.5

Self-operated

No. 41

204.53

30.00

10.5

Self-operated

No. 42

242.68

30.00

10.5

Leased by Lien Hai

No. 43

187.50

20.00

10.5

Leased by Lien Hai

Container Terminal 2 (Berth No: 63-65; Capacity: 1,2576 TEUs)
No. 63

274.90

30.00

12

Leased by Wan Hai

No. 64

245.46

30.00

12

Leased by Wan Hai

No. 65

244.43

30.00

12

Leased by Chinese Marine

No. 66

439.92

30.00

12

Leased by Chinese Marine

Container Terminal 3 (Wharf No. 68-70; Capacity: 17,322 TEUs)
No. 68

432.16

30.00

14

Leased by APL

No. 69

320.00

50.00

14

Leased by APL

No. 70

320.57

50.00

14

Leased by Yang Ming

Container Terminal 5 (Wharf No. 75-81; Capacity: 49,000 TEUs)
No. 75

319.93

33.00

14

Leased by Modern

No. 76

320.07

33.00

14

Leased by Kuai Wei

No. 77

256.01

39.00

14

Leased by Kuai Wei

No. 78

320

38.10

15

Leased by Hanjin

No. 79

355

38.46

15

Leased by Evergreen

No. 80

340

32

14

Leased by Evergreen

No. 81

120

32

14

Leased by Evergreen

Container Terminal 4 (Wharfs No. 115-122; Capacity: 35,000 TEUs)
No. 115

276.86

30.00

14

Co-op (Evergreen)

No. 116

320.00

30.00

14

Leased by Evergreen

No. 117

320.00

30.00

14

Leased by Evergreen

No. 118

320.00

30.00

14

Leased by Kuai Wei

No. 119

320.00

30.00

14

Leased by Kuai Wei

No. 120

320.00

30.00

14

Leased by Yang Ming

No. 121

320.00

30.00

14

Leased by NYK

No. 122

336.33

30.00

14

Self-operated

Note : The above table presents only the details on container wharves. Information on other types of wharves
including wharves for general cargoes, bulk cargoes, grain cement, grant silo, log and pipelines is excluded.
Source: Kaohsiung Harbour Bureau, website: http://www.khb.gov.tw
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EXHIBIT 8
TAIWAN’
SMAJOR ECONOMI
CI
NDI
CATORS

Item
GDP in 2001
GDP Growth for 2001
GDP Growth Forecast for 2002
Per Capita GDP 2000
Unemployment Rate (Sep 2001)
Foreign Exchange Reserves (Sep 2001)
Exchange Rate to US$1 (Nov 2001)

Value
US$288 B
-0.65%
3.3%
US$14,188
5.28%
US$113.4 B
NT$ 34.53

Note: The Washington State Taiwan Office (WSTO) compiled the above information based on published data by
Tai
wan’
skeyr
esear
chi
nst
i
t
ut
i
onsandgov
er
nmentwebsi
t
es.
Source: The Washington State Taiwan Office (WSTO), website: http://www.washingtonstate.org.tw/English/
taiwan-trade-economy/overview.htm
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EXHIBIT 9
TAIWAN’
S STRATEGY: GLOBAL LOGISTICS DEVELOPMENT PLAN

Core Targets
1. To eliminate problems encountered by enterprises in the process of global logistics development,
and build Taiwan into a vital link in the international supply chain.
2. TouseTai
wan’
smanuf
act
ur
i
ngsuper
i
or
i
t
yt
odevel
ophi
ghv
al
ueaddedent
r
epôtser
v
i
ces.
Concrete Measures
1. Speeding up the enactment of the Electronic Signatures Law as the cornerstone of a legal
regime to govern e-commerce.
2. Accelerating the establishment of electronic payment mechanisms and electronic invoice
systems.
3. Stepping up the formulation of standards for electronic data interchange.
4. Revising and updating regulations on domain name management and dispute settlement.
5. Integration of customs declaration and computer systems, so that operators can ship goods
without hindrance through different customs areas, such as importing through a harbour and reexporting through an airport.
6. Exploring the feasibility of establishing unified pallet specifications and incentives.
7. Helping operators to acquire land for logistics use, including the re-zoning of suitable agricultural
land.
8. Further simplification of commodity inspection procedures.
9. Improvement of linking roads for harbours and airports.
10. Construction of additional cargo aprons at CKS Airport.
11. Adaptation of industrial zones for logistics purposes.
12. Development of an air cargo park adjacent to CKS Airport, with functions geared towards logisticsrelated operations.

Source: Centre for Economic Deregulation and Innovation (2000). Global Logistics Development Plan in Taiwan.
Taipei: CEDI Services
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EXHIBIT 10
THE LOCATION OF MAJOR PORTS IN CHINA

Source: Retrieved November 6, 2002, from http://www.chinaports.com/info/home.html
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EXHIBIT 11
MAJOR DEVELOPMENTS OF CONTAINER TERMINALS IN CHINA

Ports

Number of
Berths

Expansion Plan

Projected Year of
Completion

Dalian(Dalian
& Dagang)

5

2 berths for additional 2.3 million TEUs

2005

Fuzhou(Qing
Zhou &
Aofeng)

8

Not specified

Not specified

Guangzhou

3

3 berths to be built and managed jointly
with PSA.

Not specified

Hong Kong
18
(Kwai Chung
Container Port)

6 new berths to be added in newly
constructed Container Terminal 9 for
additional capacity of 1.85 million TEUs.

2004

Qingdao

6

To increase annual capacity to 7.4
million TEUs.

2010

Shanghai

12

5 berths for additional 2 million TEU,
total handling capacity to be increased to
10 million TEUs.

2005

Shenzhen

10

10 container berths for overall handling
capacity of 7 million TEUs.

2005

Tianjin

8

16 container berths for overall handling
capacity of 5 million TEUs.

2010

Xiamen

3

Not specified

Not specified
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EXHIBIT 12
MAJOR PORTS IN CHINA

1. Dalian
Dalian was a natural deepwater, ice-free, and non-stilting port. It was the key transshipment port
serving the heavily industrialised northeast region. In 1990, PSA Corporation invested in effective
i
nt
er
est
sof35% and20% r
espect
i
v
el
yi
nDal
i
anandDagang’
st
er
mi
naloper
at
i
ons.I
t
ssubsi
di
ar
y
,
Portnet.com, also signed a joint venture agreement with the Dalian Container Terminal (DCT) to
plan, develop, and market its software products to the Northeastern China region and to implement
PORTNETsof
t
war
e,ani
nt
egr
at
edesol
ut
i
onsdev
el
opedbyPSAt
omanaget
hepor
t
’
scont
ai
ner
terminals1.Si
ncet
hej
oi
ntvent
ur
est
ar
t
ed,Dal
i
an’
scont
ai
nert
er
mi
nal
shadoper
at
edathi
gher
l
evel
sofef
f
i
ci
ency
;t
het
er
mi
nalbaggedt
he“
BestEmer
gi
ngCont
ai
nerTer
mi
nal
”awar
datt
he
Ll
oy
d’
sLi
stMar
i
t
i
meAsi
aAwar
dsi
n1999,andf
ort
hesecondt
i
mei
nar
ow,t
he“
BestCont
ai
ner
Por
t
”(
Hi
ghEf
f
i
ci
encyOper
at
i
ons)att
heChi
baFr
ei
ghtI
ndust
r
yAwar
dsi
n20012.
2. Shanghai
Shanghai, the largest of all ports in China, was strategically situated at the intersection between the
Yangtze and Huangpui river. The port gathered and distributed cargo from ocean, river and land.
Shanghai handled 6.3 million TEUs in 2001, a 15% increase from the 5.6 million TEUs handled in
2000.3 Shanghai Container Terminals (SCT), a joint venture between Hutchison Port Holdings (HPH)
and Shanghai Port Authority, owned and operated all container terminals in the port: Bao Shan
Terminal, Zhang Hua Bang Terminal and Jun Gong Lu Terminal.Shanghai also received priority,
given by national and local provincial government, to be developed into an international shipping
hub. The construction of Yangshan deep container terminals, expected to be ready by 2005, aimed
to increase its annual handling capacity to 10 million TEUs. To bridge any shortfall before the
completion of the new Yangshan deepwater port, port expansion was carried out at the Waigaoqio
container port, and the project was expected to be fully operational in early 2003. An integrated
logistics park was also currently under construction within the vicinity of some 30 km from the port
terminals, in the eastern part of Naihui County. The site would eventually house logistics, processing,
finance, commercial and tourism facilities. If the port expansion programme was not able to catch
up with shipping demand, port congestion could turn some shipping lines away to other efficient
neighbouring ports.
3. Tianjin
Ti
anj
i
nwasChi
na’
sf
i
r
stcont
ai
nerpor
t
.Si
t
uat
edatabout170km f
r
om Bei
j
i
ng,t
hehar
bourwasa
gat
ewayt
ot
hecapi
t
al
.Thepor
t
,est
abl
i
shedacent
ur
yago,hadt
hr
eecent
r
es–Xi
ngang,Tanggu
and an inner harbour 36km up the Haihe River. Three container berths were built with the World
Bank’
sf
i
nanci
al
assi
st
anceandt
hef
i
r
st
st
ar
t
edoper
at
i
oni
n1985.
Cont
ai
nercar
gov
ol
umer
egi
st
er
ed
was 1.7 million TEUs in 2000. The port was an international transshipment port connected by 40
shipping lines and was fully equipped to handle the sixth generation container vessels. Major
reconstruction projects to upgrade old berths and build new ones had begun and the port was
expected to be able to handle 5 million TEUs by 2010. The port also developed a free trade zone,
and had a vision to be a multiple functional, international harbour centre in the near future.

1

2
3

Portnet.com offers a range of software including P-commerce for scheduling shipping services and documents submission, eMart for
selling and auctioning of containers, slots and other assets, eSolutions, for port operations include container loading, routing and
managing inventory, and Infohub that provides real-time and reference data for shipping communities. Source: Applegate, L. M., Neo,
B.
S.
,
Chang,
L.
D.
,
Bar
l
et
t
,
N.
(
2001)
,
PSA:
TheWor
l
d’
sPor
t
ofCal
l
,
Har
v
ar
dBus
i
nessCaseCol
l
ec
t
i
on(
N9802003)
.
Source: PSA Corporation (2002), PSA Factsheet 2002.
Will Maersk stay at Kaohsiung or move to Shanghai? (2002, June 14). The Shipping Times.
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EXHIBIT 12
(CONTINUED)
MAJOR PORTS IN CHINA

4. Qingdao
Built in 1899, Qingdao was a natural, ice-free, deep-water harbour. Located at the westbank of
Jianzhou Bay within 60 km of Qingdao city, the port provided the most convenient and economical
access for Huangdao. Qingdao Qianwen Container Terminal, a joint venture between Qingdao Port
Authority and the Australian port terminal operator P&O, managed and operated the common user
container port Terminal no. 8 with a total of 6 berths. With water depth of about 14.5m and equipped
with post panamex facilities for 5th and 6th generation container vessels, the port claimed to have
controlled the congestion problem common to other ports in China.
5. Shenzhen
The construction of the Shenzhen port, which began in 1979, was backed by booming trade
development in the Pearl River Delta region. The port continued to develop multi-functional worldclass container terminals after receiving investments totalling US $2.2billion in port construction
and development of relating facilities. Up to the present, the port had nine commercial terminals,
with 128 wharves, out of which 10 handled containers and 39 others were deep-water berths Yantian
International Container Terminal, a joint venture between Hutchison Port Holdings and Yantian Port
Group, was currently the largest container terminal operators in the city, accounting for more than
half of the total throughput. Into the next century, a port development plan of about US $1.9 billion
was underway to strengthen its container capacities.
6. Fuzhou
Fuzhou port, as compared to the other ports of China, was small. The port, nearest to Taiwan, was
located at Mawei, 8km downstream from Fuzhou. The port was permitted to have direct shipping links
with Taiwan. In 1998, Fuzhou Qingzhou Container Terminal, a joint venture between PSA and Fuzhou
was launched to manage 5 container berths in Fuzhou. The annual terminal capacity of the port stood
at 380,000 TEUs.
7. Xiamen
Xiamen port was the first port with direct shipping links to Taiwan, Kaoshiung. With a water depth of
12m, Xiamen port had 16 deep-water berths, out of which 3 handled container cargo. The port, presently,
was structured into several harbour districts: Heping District for passenger transport, Dongde District for
exporting, Xinglin District for industry, Gaoqi District for railway-waterway coordinated transportation,
Paitou District for building materials, Songyu District for petroleum, Haicang District for offshore industry
and Dayu district for large scale container transshipment. Xiamen International Container Terminal
which was managed by Hutchison Port Holdings, operated three container and multi-purpose berths in
the port, from 1997. The Hong Kong based port giant was committed to develop the port to be the
gateway to Fujian province. The port, capable of handling post-panamax vessels, had a total annual
handling capacity amounting to approximately 600,000 TEUs.
8. Guangzhou
Guangzhou/Huangpu was the largest port and transshipment centre for southern China. The port
was located at the mouth of the Pearl River in Guangzhou Province, south of Shanghai; 80km
southwards from the port situated in Hong Kong. Guangzhou Container Terminal Co Ltd, a joint
venture between the local government with PSA taking an effective interest of 49%, managed and
operated three container berths at Guangzhou Huangpu Xinggang. At Guangzhou Xinsha Terminal,
three more berths were to be built and managed by the same company in the future.

